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Preface

This report is the 12th annual follow-up of the progress towards the
Swedish 2020 road safety objectives. It describes and analyses road safety 
trends in Sweden 2018. As in previous years, results are analysed in terms of 
the number of fatalities and injured as well as a series of road safety 
performance indicators.

The report was produced by a group of analysts from the Swedish 
Transport Agency, the Swedish National Road and Transport Research 
Institute (VTI) and the Swedish Transport Administration. The following 
analysts contributed to the report: Khabat Amin and Jonathan Hedlund
(Swedish Transport Agency), Åsa Forsman and Anna Vadeby (VTI) and 
Rikard Fredriksson, Per Hurtig, Peter Larsson, Magnus Lindholm, Matteo 
Rizzi, and Simon Sternlund (Swedish Transport Administration).
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Summary

The Swedish road safety management is based on the Vision Zero and 
designated interim targets to track progress towards its achievement. 
2020 was the final year for achieving the interim target of halving the 
number of fatalities between 2007 and 2020, i.e., a maximum of 220 
fatalities in 2020. The interim target also specifies that the number of 
seriously injured in road traffic must be reduced by a quarter.

This report describes and analyses the current road safety trends in terms of 
road safety performance indicators and the numbers of fatalities and 
seriously injured.

As this report is the last for the 2007-2020 interim target period, it can be 
seen as a final summary of how well the targets were achieved for
fatalities and seriously injured and for the safety performance indicators. 
However, it is also important to remember that the year 2020 
coincided with the COVID-19 pandemic, which had a profound impact on 
virtually the entire society. This affected travel in a number of different 
ways, and consequently it is impossible to estimate the impact this has
had on the outcome in 2020, although it probably has led to a slightly 
lower outcome.

The table below shows starting and final values together with an overview 
of whether the safety performance indicators have met the 2020 targets.
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Safety performance indicator Starting
position 2020 Target year 

2020
Target 

achieved

Traffic volume within speed limits,
state road network      43% 49,4% 80% No

Traffic volume within speed limits,
municipal road network (start year 2012) 64% 67% 80% No

Average travel speed, state road network 82 km/h 76.8 km/h 77 km/h Yes

Average travel speed, municipal
road network 49 km/h 46 km/h 46 km/h Yes

Traffic volume with sober drivers              99.71% 99.75% 
(2019) 99.90% No

Seat belt use in front seat of
passenger cars 96% 97.9% 99% No

Helmet use among cyclists   27% 47% 70% No

Moped riders with correctly used helmet                    96% 98% 99% No

Traffic volume with highest
Euro NCAP safety rating  20% 82% 80% Yes

Correct use of motorcycles        — — — Not
measured

Traffic volume with median barrier on 
roads with speed limits above
80 km/h, state road network

50% 85% 90% No

Safe pedestrian, cycling 
and moped passages     19%  28%  35%  No

Municipalities with good quality main-
tenance of pedestrian and cycling paths               18%               19% (2019)     70%        No

Systematic road safety management in
line with ISO 39001 — — — Not 

measured

Number of fatalities in road traffic      440  204  220 Yes

Number of seriously injured in road traffic          5,400  3,600   4,100   Yes

The table shows that 204 people were fatally injured in road traffic in 2020 
and that an estimated 3,600 people were seriously injured. This means that 
the interim target for 2020 has been achieved, both in terms of the number 
of fatalities and serious injuries. The number of fatalities decreased by 8% 
compared to 2019, when 221 people died. The outcome for 2020 ended 7% 
below the 2020 interim target. The number of seriously injured is 
estimated at 3,600 in 2020, which is 12% below the 2020 interim target. 
This is a decrease by 250 from 2019, when an estimated 3,850 people were 
seriously injured. Over the entire period 2007-2020, the number of 
fatalities has decreased by 54% and the number of seriously injured by 33%.

However, the reduction in the number of fatalities and serious injuries 
is not evenly distributed among different road user categories. This is 
especially true for seriously injured people, where passenger car 
occupants account for most of the achievement of the target.
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A number of safety performance indicators have had a positive development 
during the 2007-2020 target period even if they have not been reached, 
which has been a prerequisite for achieving the interim target. This is
particularly true for safety performance indicators with high road safety 
potential such as average travel speed, traffic volume with safe vehicles,
traffic on state roads with median barrier where the speed limit is above 80 
km/h and the use of seat belts. The development of these safety performance 
indicators likely explains a relatively large part of the achievement of the 
interim target. At the same time, this development, combined with the 
excessively slow development of other safety performance indicators such
as bicycle helmet use, safe GCM passages and the operation and
maintenance of walking and cycling paths, may explain why the reduction of 
seriously injured is not evenly distributed among different road user 
categories. The decline is greatest for occupants in passenger cars, while the 
number of seriously injured cyclists remains relatively unchanged over time. 
It will therefore be important to increase engagement on these issues in the 
continued road safety work, especially given that just over half of those 
seriously injured are cyclists, while cycling needs to increase in order to 
contribute to other sustainability goals.

It is difficult to estimate with any certainty the magnitude of the impact
of the COVID-19 pandemic 2020 on road safety development. The analysis 
team's overall assessment is that the pandemic has reduced the outcome
of the number of fatalities and serious injuries for 2020, but that it has not 
had a dramatic impact on the outcome.
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1 Introduction

The interim target for Swedish road safety work that applies today was 
approved by the Swedish parliament in 2009. The target is to halve the 
number of road fatalities between 2007 and 2020 (prop. 2008/09.93 Targets 
for Travel and Transport of the Future). This means that the number of 
fatalities in 2020 may not exceed 220. The decision also provides that the 
number of seriously injured in road traffic must decrease by a quarter over 
the same period.

The Swedish parliament's decision also states that the targets will be 
reviewed in 2012 and 2016. The purpose of the reviews is to ensure that the 
targets in road safety management are always as relevant and driving as 
possible.

The development of the number of fatalities and serious injuries in road 
traffic can be said to be due to three factors:

1. Systematic road safety management by improving safety of the road 
infrastructure, improving vehicle safety, developing regulation and 
legislation, improving road user training, increasing monitoring and 
more. 

2. External factors that are not affected by systematic road safety
management but which affect the road transport system, such as 
economic changes, traffic increases, demographic changes and weather 
variations. These factors are described comprehensively in Chapter 3.

3. Random variation depending on the size of the grouping. For the 
 number of injured, the random variation is of minor importance              .
because a relatively large number of people are injured, but for the 
number of fatalities it can be as high as 10%.

Road safety management in Sweden is carried out systematically based on 
a management by objectives model. The model involves measuring and 
reviewing a number of conditions in the road traffic system that are linked 
to the development of the number of fatalities and serious injuries. The 
conditions are measured using what are known as road safety
performance indicators. Interim targets are then set for the number of 
fatalities and serious injuries, but also for the safety performance 
indicators. The outcome of fatalities and serious injuries and the safety 
performance indicators are monitored and analysed every year. The 
analysis is then presented at annual performance conferences where 
various stakeholders participate.

The working method with the management by objectives model was 
developed within the Group for National Vision Zero Cooperation - Roads 
(GNS Väg). At present, the following stakeholders are included in the group: 
Swedish Work Environment Authority, Folksam, City of Gothenburg, 
Ministry of Infrastructure, National Association for road safety promotion, 
Police Authority, SAFER, Swedish Municipalities and Regions, City of 
Stockholm, National Association of Swedish Driving Schools, Swedish 
Transport Agency, Umeå Municipality, Veoneer and The Swedish Transport 
Administration.

A key issue of managemanet by objectives is the follow-up of safety 
performance indicators. Each indicator has a target value to be reached by 
2020. Together, these target values are assessed to correspond to the overall 
objective of road safety development. The basic idea was that the 2020 target 
would be achieved thanks to systematic road safety management – regardless
of the impact of external factors (such as traffic increases) and possible random 
variations on the outcome.variations on the outcome.
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The following safety performance indicators exist (precise measurement 
descriptions and target levels are set out in Chapter 2):

1. Speed compliance, state road network

2. Speed compliance, municipal road network 

3. Sober drivers

4. Seat belt use

5. Helmet use
• bicycle helmet 
• moped helmet

6. Safe passenger cars

7. Increased compliance among motorcyclists

8. Safe state roads

9. Safe pedestrian, cycling and moped passages

10. Maintenance of pedestrian and cycling paths in urban areas

11. Systematic road safety management in line with ISO 39001

In addition to the national interim target, there is an EU-level interim target 
of halving the number of road fatalities between 2010 and 2020. For
Sweden, this corresponds to a maximum of 133 fatalities in 2020.

1.1 Purpose
The purpose of this report is to describe and analyse road safety trends in 
2020 and throughout the interim target period to 2020. We report and 
analyse the situation regarding the trend of each of the safety performance 
indicators, the number of fatalities and seriously injuried, as well as external 
factors.

1.2 Starting points
The basis for the analysis is the interim targets and the targets and safety 
performance indicators linked to the interim targets. The targets and safety 
performance indicators were defined by what was then the Swedish Road 
Administration (Vägverket) in collaboration with a number of national 
organisations, see the report Målstyrning av trafiksäkerhetsarbetet 
("Management by objectives of road safety work", Swedish Road 
Administration, publication 2008:31).

In 2012, the Swedish Transport Administration carried out an initial review 
of targets and safety performance indicators. A second review was then 
carried out in 2016. The purpose of the reviews was to examine whether the 
planned road safety interventions appear to be leading towards target 
achievement in 2020, or whether they need to be revised.

The analysis carried out in 2016 (Swedish Transport Administration and 
Swedish Transport Agency, publication 2016:109) showed that the interim 
target for the number of fatalities by 2020 may be reachable, provided that 
interventions in addition to the planned ones be put in place quickly. The 
review found that a number of indicators had not developed in line with
the required development, making it difficult to achieve the current interim 
targets. In order to achieve the interim target in terms of seriously injuried, 
interventions in addition to those identified by the review were needed. Two 
indicators were therefore added in 2016: Correct use of motorcycles and 
Systematic road safety management in line with ISO 39001.
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2 Follow-up of safety performance 
....indicators

The following sections describe the outcome and achievement of the targets 
for all safety performance indicators.

2.1 Speed compliance, state road network

2004 2020 Target year 2020 Target achieved

Traffic volume within 
speed limit, state road 
network

43% 49,4% 80% No

Average travel speed 82 km/h 76.8 km/h 77 km/h Yes

Traffic volume within 
speed limit on two-lane
roads with 70-90 km/h, 
state road network

47% 52,8% 80% No

The goal is that at least 80% of traffic volume will be within the posted 
speed limits by 2020. In addition to compliance, average travel speed is also 
followed where the target is a reduction of 5 km/h. Reduced speeds
is considered to be one of the safety performance indicators with the 
greatest potential to reduce the number of fatalities. As of 2016, the 
indicator is also measured based on traffic volume within the speed limit on 
two-lane roads with a speed limit of 70-90 km/h. The aim is to increase the 
focus on the most speed-critical roads.

Conducting nationally representative measurements of speed levels is 
resource-intensive and is therefore not carried out every year. In 2020,
the Swedish Transport Administration carried out the third and final of 
three measurements (2012, 2016 and 2020) scheduled for 2020. The most 
recent measurement before the 2012 poll was conducted in 2004. Instead, 
for 2013-2015 and 2017-2019, estimates were made based on 2012 and
2016 measurements and the Swedish Transport Administration's simpler 
measurements (speed index), which only show relative change in speeds.
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Development and progress towards the 2020 target
Figure 1 shows the percentage of traffic volume within speed limits on the 
state road network. The traffic volume within the speed limit in 2020 is 
estimated at 49,4% for state roads. The traffic volume within the speed 
limit has thus improved by almost 2.5% compared to 2019. However, the 
outcome for 2020 is 30 percentage points below the target level. The 70-90 
rural two-lane roads are missing median barrier and are therefore speed 
critical. On these roads speed compliance has also improved – from 49% in 
2019 to 52.8% in 2020.

Figure 1.
Percentage of traffic volume within speed limits 
on the state road network 1996-2004, 2012, 
2016 and 2020. 2013-2015, 2017-2019 
estimated level, and required development to 
2020. 
Source: Swedish Transport Administration.
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The average travel speed is estimated to have improved compared to 
the 2019 level, from 78.1 km/h to 76.8 km/h in 2020. However, the 
average travel speed has remained relatively unchanged since the newer 
measurement series began in 2012. The reduction in 2020 means that the 
target of a maximum of 77 km/h by 2020 has been achieved. 
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Figure 2.
Average travel speed on the state road 
network, 1996-2004, 2012, 2016 and 2020. 
Estimated levels 2013-2015, 2017-2019, and 
required development to 2020.

Source: Swedish Transport Administration.
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Analysis and discussion
Speed compliance is basically unchanged during the target period 
(2007-2020), see Figure 1. Although the very ambitious target of 80% 
compliance is far from being achieved, the results of average speed 
measurements show a clear improvement. During the target period, the 
average speed is estimated to have decreased by 3.5 km/h. When the 
target was set, the measurement result of 82 km/h from the base frame 
measurement in 2004 was used. With this starting point, there has been 
an improvement of 5.2 km/h. The decrease mainly occurred before the 
stagnation in 2012-2019, but there is also a clear improvement in 2020.

Results from the large nationally representative survey 2020 show that the 
proportion of traffic within the applicable speed limit among passenger 
cars has improved by 3.3 percentage points since 2012. Among heavy goods 
vehicles with trailers, however, there is no improvement. Given that the 
statutory maximum speed of heavy goods vehicles is 80 km/h, this also 
applies as a limit on roads with a speed limit higher than 80 km/h. Among 
motorcycles, speed compliance has improved by 4.5 percentage points. 
Drivers of goods vehicles and motorcycles continue to have lower 
compliance than drivers of passenger cars.

Figure 3.
Percentage of traffic volume within the  
speed limit on the state road network by 
vehicle type in 2004, 2012, 2016 and 2020.
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The decrease in the average speed is mainly due to a clear decrease 
on roads of 70-80 km/h, and since a large part of the traffic 
volume takes place here, it is evident in the overall estimate.

Figure 4.
Average speed on the state road network by 
speed limit, 2004, 2012, 2016 and 2020.
Source: Swedish Transport Administration.
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In 2020, approximately 500 km of road were provided with road safety 
speed cameras (Automatic Road Safety Control, ATK), which is equal to 
the rate of expansion in recent years. At the start of the target period there 
were 650 camera cabinets, and today there are 2,200 cabinets and 5,400 km 
of monitored roads.

In 2016 and 2017, the Swedish Transport Administration continued
the previously started work to adapt the speed limits to the road safety 
standards. Above all, it is about reducing the speed from 90 to 80 km/h.
For the period up to and including 2020, this means that approximately
2,200 km of 90-roads have been reduced to 80 km/h. At the same time, more 
than 400 km of 90-roads have been applied with median barrier, and the 
speed limit has been increased to 100 km/h. During the entire target period, 
16,000 km have been reduced from 90 to 80 km/h, while 1,650 km have been 
applied with median barriers. In 2020, the speed limit on 1,210 km of road 
was reduced.

In total, there are currently 6,400 km of state roads with a speed limit
of 90 km/h, of which 4,850 km are low-traffic roads with an annual average 
daily traffic (AADT) of less than 2,000 vehicles. By 2025, reductions on more 
than 2,000 km of road are planned, which currently have a 90 km/h speed 
limit.

The overall effect of expansion with road safety speed cameras and reduced 
speed limit from 90 to 80 km/h during the target period is estimated to 
result in a total speed reduction on the state road network by 1.2 km/h. The 
calculations are based on assumptions that the travel speed will decrease by 
just over 3 km/h on the routes where the speed limit is reduced from 90 to 
80 km/h and by just under 4 km/h for the road sections provided with 
speed cameras. Although automatic monitoring has been far from sufficient 
to improve the speed compliance indicator to any great extent, it has had a 
major impact on the most speed-critical parts of the road network. Based on 
the speed the measurements carried out, we have known for a long time that 
the lower the speed limit, the lower compliance. The large reductions 
implemented have had a positive effect on the average speed, but not that 
favourable regarding speed compliance.
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Since the planned speed reduction interventions (road safety speed cameras 
and reduced speed limits) are not sufficient, it is important to also increase 
the presence of the police, with the associated media spread. The police are 
increasingly working on their model Strategy for traffic as a method (Strategi 
för trafik som metod), where the main focus is to actively work to help lower 
the average speed and to increase the proportion of sober drivers in the 
traffic environment. The number of fines issued for speeding (through 
manual monitoring) decreased sharply between 2011 and 2016, which
should be seen as an effect of the reduced efforts of the police. In 2020, the 
number of fines issued through manual monitoring has increased very 
sharply, from 85,000 in 2019 to 143,000 in 2020. The large increase can 
mainly be attributed to the introduction of digital fines. Digital fines are 
issued through an application in the police mobile services and were 
introduced in 2020 in large parts of the operation of all police officers on 
external duty. An injunction can be issued and approved directly in police 
service phones. The number of fines issued via road safety speed cameras 
has remained largely constant over the past five years. Over the entire target 
period, the total number of fines issued has decreased by more than 30%. 
However, the new way of working in 2020 has meant that the number of 
fines is now higher than at the beginning of the target period.

Figure 5.
Number of fines issued for exceeding speed 
limits by manual and automatic monitoring, 
2007-2020*.

Source: Police.

*Withdrawals for 2020 made in March 2021.
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In connection with the ongoing conversion of speed limits, work is 
underway on information dissemination to increase the understanding
of how speed limits on the roads are set. In 2020, the Swedish Transport 
Administration carried out information and knowledge-raising 
interventions aimed at citizens and road users. The aim was to increase 
the knowledge and acceptance of the ongoing speed limit change. The 
main messages for the communication efforts were:

• The speed limits are set according to the design of the road
(safety standard).

• The time loss due to reduced speed is marginal.

• The safe speed saves lives.
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2.2 Speed compliance, municipal road network

2012* 2020 Target year 2020 Target achieved

Traffic volume within 
speed limit, municipal 
road network

64% 67% 80% No 

Average travel speed 49 km/h 46 km/h 46 km/h Yes 

*Starting year of the measurements. The measurements are not nationally representative but are considered 
good enough for us to track change over time.

The target for traffic volume within speed limit on the municipal road network 
was that at least 80% of traffic volume would be within the current speed 
limit by 2020. For the travel speed, the target for 2020 was that the average 
travel speed would be 46 km/h. The measurement series started in 2012 and 
is based on annual measurements on the municipal main road network. The 
intention is not to estimate the level of traffic volume within the speed limit 
in Sweden in a representative way, but rather to track change over time and 
show an approximate level.

Development and progress towards the 2020 target
Figure 6 shows the observed level of traffic volume within the speed limit
on the municipal road network in 2020. The results show that 67% of traffic 
volume is within the applicable speed limit, which levels are similar to the 
last 4 years. The outcome is 13 percentage points below the 2020 target, 
which means that the speed compliance target is not reached.

Figure 6.
Percentage of traffic volume within the speed 
limit on the municipal road network 2012-2020, 
as well as required development.

Source: Vadeby and Anund (2021).
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Figure 6 shows the average travel speed on the municipal road network 
in 2012-2020. In 2020, the average travel speed is 46.3 km/h, which is 
slightly lower than the level in 2019, but no significant difference. Although 
the change between 2019 and 2020 is not significant, the travel speed on 
municipal streets has decreased by 3 km/h, from 49.3 to 46.3 km/h, since 
the measurement series started in 2012. This is a significant change and this 
means that the 2020 target is met. 
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Figure 7.
Average travel speed on the municipal 
road network 2012-2020, and required 
development to 2020.

Source: Vadeby and Anund (2021).
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Analysis and discussion
Figure 8 shows the results of the speed compliance measurements for the 
years 2012 to 2020, divided by speed limit. On streets with a 40 km/h speed 
limit, 52% of traffic was driving within the speed limit in 2020. On streets 
with speed limit 50 km/h, 73% were within the speed limit, on streets with 
60 km/h, 78% and on streets with 70 km/h, 69% complied with the speed 
limit. Speed limit compliance is thus highest on streets with a speed limit of 
60 km/h. The results on these streets are basically at the target level of 80% 
speed limit compliance for 2020. The fact that speed limit compliance has 
fallen on streets with a 70 km/h speed limit may be due to the fact that many 
locations that previously had a 70 km/h speed limit now have a 60 km/h 
speed limit and that there are relatively few measuring points subject to 70 
km/h remaining, and with slightly worse compliance.

By vehicle type, 66% of passenger cars comply with the speed limit. Among 
goods vehicles and buses, 72%, and among goods vehicles with trailers, 81% 
comply with the speed limit. The proportion of speed compliance for 
motorcycles and mopeds is not reported separately, as the measuring 
equipment cannot distinguish between motorcycles and mopeds.

Figure 8.
Percentage of traffic volume within speed 
limit on municipal road network in 2012-2020 
by speed limit.

Source: Vadeby and Anund (2021).
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The overall police reporting showed that 85% of traffic is within 5 km/h 
above the speed limit. Here, too, compliance is lowest on sections with a 40 
km/h speed limit. On these sections, 76% drive a maximum of
5 km/h above the speed limit, while the corresponding proportion is almost 
90 per cent where the speed limit is 50, 60 and 70 km/h. In general, there
are large differences in compliance between the measurement points. This is 
natural in urban areas since there are many factors besides the speed limit 
that affect road users' speed choices there, such as intersection density, road 
width and the presence of street parking and walkways.

In order to achieve up to 80% speed limit compliance, above all speed
limit compliance on streets with a 40 km/h speed limit needs to improve. 
Compliance can be increased, for example, through increased enforcement 
and adaptation of the infrastructure. By designing urban streets with road 
narrowing, bumps and changes in road width, it becomes more natural for 
road users to comply with the speed limit. According to the Road Traffic 
Regulation (2007:90), the overall design of the road environment should 
support the speed limit for which the road is planned. Both the road design 
and monitoring must be adapted to increase compliance in the event of a 
reduction in the speed limit. Vadeby and Anund (2019) have studied speed 
limit compliance on urban streets with a speed limit of 40 km/h. The results 
show that it is difficult to isolate the importance of individual factors for 
good speed limit compliance, but that speed limit compliance is better in 
cases where unprotected road users are expected and where paving, paints 
and plantation have been used in the design.

Overall, the travel speed has decreased by 3 km/h since 2012, which can be 
explained, largely, by the municipalities' efforts to reduce speed limits on
the municipal road network. Since 2012, the number of km with a speed
limit of 40 km/h has increased from 2,200 to just over 11,000, and the 
number of km with a 60 km/h speed limit has increased from 400 to 1,400, 
see Figure 9. In terms of road length, roads with a speed limit of 50 km/h
still dominate, but between 2012 and 2020 road length with a speed limit
of 50 km/h decreased from 25,500 km to 13,800 km. Efforts to reduce
speed limits and increase road safety in urban areas continue. In 2020,
26 pedestrians and cyclists died on the municipal road network, of which
21 died on streets with a speed limit of 50 km/h or less. Previous research 
has shown that a pedestrian is 2-3 times more likely to be killed if he or she
is hit at 50 km/h compared to 40 km/h (Kröyer et al. 2014). In November 
2017, the Swedish authority Transport Analysis recommended the 
introduction of a new base speed limit of 40 km/h in urban areas (Transport 
Analysis 2017). They highlight that one advantage of a new base speed limit 
is that it can have a rapid impact across the country, contribute to a more 
uniform application of speed limits and reduce the number of fatalities and 
serious injuries. As far as the analysis team is aware, there are no decisions 
yet on how to proceed with the base speed limit of 40 km/h in urban areas.

At the third Global Ministerial Conference on Road Safety, nine 
recommendations were presented for the continued work on road safety
in the world. One of the recommendations was to reduce the speed limits
in urban areas. In order to protect vulnerable road users and achieve
other sustainability objectives relating to living cities, health and safety, a 
maximum speed limit of 30 km/h is recommended, unless there is strong 
evidence that higher speeds are safe (https://www.roadsafetysweden.com).

https://www.roadsafetysweden.com
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Figure 9.
Road length in tens of km by speed limit 40, 50, 
60 and 70 km/h on the municipal road network 
in 2012-2020.

Source: Swedish Transport Administration 
(2020).
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The Swedish Transport Administration's national road safety survey from 
2020 (Lagercrantz, 2020) shows that 64% of those surveyed generally 
think it is reasonable to reduce the speed limit in order to increase road 
safety. This is basically the same level as in 2018, when the proportion was 
63%. Women are more in favour than men of lowering the speed limit, 
75% compared to 54%. They are particularly in favour of lowering the 
speed limit to 30 km/h where there are many pedestrians and cyclists, 
78% agree with this. For environmental reasons, only 41% are in favour of 
reduced speed limits, and women (51%) are more in favour than men 
(31%) here as well.

Due to the COVID-19 pandemic in 2020, traffic on the roads decreased during 
certain periods, especially in spring 2020 (see chapter on External Factors).
In this study, where the measurements were carried out in September,
there were no major changes in traffic volumes between 2019 and 2020.
We therefore believe that it is unlikely that any change in travel patterns in 
connection with the pandemic has affected the results to any great extent.

In addition to manual police monitoring, road safety speed cameras have 
proven effective in increasing compliance. However, there are currently
only 16 speed camera stations on the municipal road network, and only one 
more is planned (by comparison, approximately 2,200 speed camera stations 
on the state road network in December 2020). This means that we cannot 
expect any major effects of speed cameras on the municipal road network in 
the coming years. On the other hand, technical equipment to help drivers 
maintain speed (ISA) and financial incentives (Stigson et al. 2012) can have 
a positive impact – for example, the launch of a so-called "pay-as-you-speed 
insurance" (as mentioned in the previous section on speed limit compliance 
on the state road network). Geofencing (a kind of digital fence that can 
restrict the speed of connected cars, for example) also has great potential for 
improving speed limit compliance, especially in urban areas. Several 
demonstration projects are currently underway, and in Gothenburg the 
technology has been tested on buses (route 55). When vehicles enter
digitally delimited areas, geofencing technology ensures that buses slow 
down and switch from diesel to electric power. A government assignment
has also showed that geofencing can also contribute to fewer seriously 
injured and killed in traffic (Olsson 2019). The assignment assessed the 
impact of introducing geofencing in the central parts of Sweden's ten largest 
cities. The effect was estimated as sixteen fewer seriously injured per year. 
The number of fatalities was estimated to decrease by two over a three-year
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period. The analyses have assumed that only vehicles that drive too fast 
change their speed and that this means that the average speed decreases by 
2-3 km/h.

Several studies have shown that speed limit compliance is poor in 
commercial traffic (Axelsson and Kullgren 2020, Vadeby and others 2019). 
Increased speed limit compliance in commercial traffic is considered
to have great potential to affect both the traffic rhythm and the speed
levels of other non-commercial traffic. In order to increase speed limit 
compliance among commercial traffic, leadership and the structures in the 
organisation that contribute to positive road safety behaviour should be in 
focus. Axelsson (2020) also shows that companies certified according to
ISO 39001 have a slightly better speed limit compliance than companies
that are not certified. Good speed limit compliance where there are low 
speed limits is also very important to get the full effect of, for example, 
automatic emergency braking systems in urban areas, see Rizzi et al. (2014).
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2.3 Sober drivers

2007 2020 (2019) Target year 2020 Target achieved

Traffic volume with
sober drivers           99.71%

No value
(99.75%) 99.90% No

The target for sobriety in traffic was that sober drivers would account for 
at least 99.9% of traffic volume by 2020. Data from police checks on drink 
driving are used as a basis for the monitoring (Forsman 2011). The
measurement series should be seen as a measure of the development of 
drink driving as opposed to an actual level. A sober driver is defined as a 
driver with a blood alcohol content below 0.2 per mille. The indicator is 
therefore based only on sobriety with regard to alcohol, not drugs. 
Unfortunately, today there is no reliable basis for monitoring the 
development of drugs in traffic.

The measurement series for sober drivers is based as far as possible on 
routine alcohol breath tests, to ensure the results do not depend on the 
working methods of the police. In 2020, however, there has been a major 
change in drink-driving monitoring. Due to the COVID-19 pandemic, the 
Swedish Police Authority decided in March that routine alcohol breath
tests should be stopped until further notice1. The aim was to contribute to 
reducing the spread of infection for both motor vehicle drivers and the 
police officers carrying out the checks. However, checks continued to be 
carried out when there was a reasonable suspicion of a crime. In October, 
routine checks were resumed with certain restrictions. Due to the extensive 
changes, we have determined that data from police checks cannot be
used for 2020. This is both because the data set is significantly smaller
than previously, and because the changed working methods can lead to 
biased results compared to previous years. Therefore, no value for the 
indicator has been calculated for 2020.

Development and progress towards the 2020 target
The measurement series regarding the percentage of sober drivers thus has
no value for 2020. Figure 10 shows the series for the period 2007-2019. 
During that period, the percentage of sober drivers first increased for a few 
years and then fell again. The value for 2019 was slightly higher than for 
2007, but the difference is small. Therefore, based on this indicator, it cannot 
be said that the level of sober drivers has improved significantly over the 
period. This conclusion is supported by results from the Swedish Transport 
Administration's national road safety survey. It is an examination of the 
public's view of road safety that has been going on almost annually from 1981 
(Lagercrantz, 2020). Figure 11 shows the proportion who reported driving 
after drinking alcohol in the last 12 months for the years 2007-2020. The 
results vary a little from year to year, but there is no statistically significant 
trend during the period. It is therefore not possible to say whether the 
proportion of people who drove after drinking alcohol increased or 
decreased. When dividing drivers by age, we can see that in 2020 there was
a slightly lower proportion among the youngest (18-19) and the oldest age 
groups (75-84) who reported driving after drinking alcohol compared to the 
remaining groups. However, there are no major differences between age 
groups, the lowest proportion was 4.1% and the highest was 5.9%.

1 See The Swedish Police Authority’s Annual Report 2020:https://polisen.se/siteassets/dokument/
polisens-arsredovisning/Police Department-Annual Report-2020.pdf

https://polisen.se/siteassets/dokument/polisens-arsredovisning/polismyndighetens-arsredovisning-2020.pdf
https://polisen.se/siteassets/dokument/polisens-arsredovisning/polismyndighetens-arsredovisning-2020.pdf
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Figure 10.
Percentage of sober drivers, 2007-
2019. Measurement series based on 
data from police checks.

Source: Swedish Police, VTI.

Proportion (%)

99.0

99.2

99.4

99.6

99.8

100.0

Necessary development

Sober traffic

20202019201820172016201520142013201220112010200920082007

Figure 11.
Percentage of drivers who answered yes to the 
question: ˝Have you at any point in the last
12 months driven in connection with drinking 
more alcohol than low-alcohol beer?˝
Source: Swedish Transport Administration’s 
national road safety survey 2020.

After 2018, the survey will be conducted every 
two years.

0

1

2

3

4

5

6

7

8

9

10
Answered yes

20202019201820172016201520142013201220112010200920082007

Proportion (%)

Analysis and discussion
Preliminary results from the Swedish Transport Administration's in-depth 
studies of fatal crashes show that 11 of the passenger car drivers who
died in 2020 were under the influence of alcohol (alcohol concentration of 
0.2 per mille or more). This is 2 fewer than in 2019, see Figure 12. In both 
2019 and 2020, the number was significantly lower than in previous years. 
The proportion has also decreased, from 19% in 2019 to 16% in 2020. The 
proportion in 2020 is the second lowest in the 2000s, only in 2010 was it 
lower (14%).
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Figure 12.
Number of deceased drivers affected by alcohol 
(alcohol content of 0.2 per mille or more) and 
percentage of deceased car drivers affected by 
alcohol of the total number of deceased passen-
ger car drivers, 2000-2020. 
Source: The Swedish Transport Administration’s 
in-depth studies.

*Excluding suicide as of 2010.

Values can be found in the Annex, page 89.
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The concept of sober drivers also entails that drivers should be free from 
drugs other than alcohol. Figure 13 shows a time series of the number of 
people killed in alcohol or drug-related crashes. A crash is considered
alcohol or drug-related if alcohol or drugs can be detected in any of the 
motor vehicle drivers, pedestrians or cyclists involved. However, it should 
be noted that it is often unknown whether or not a road user who survives 
a road crash was under the influence of drugs at the time of the crash. This 
means that there is some uncertainty in the results.

A total of 53 people died in alcohol or drug-related crashes in 2020, which 
is the same number as in 2019. However, the proportion of fatalities in these 
crashes increased, from 24% in 2019 to 28% in 2020. Of the 53 people who 
died in 2020, 36 died in alcohol-related crashes alone, 14 in drug-related
crashes and 3 in crashes that were both alcohol-related and drug-related. 
During the whole period from 2008, the number of fatalities in alcohol-
related crashes has decreased, while the number of drug-related fatalities is 
now back to about the same number as at the beginning of the period, after a 
few years of relatively high values in 2016-2018.

Figure 13.
Number and percentage (of total number of 
fatalities) of persons killed in alcohol and/or drug 
related crashes, 2008-2020.

Source: The Swedish Transport Administration’s 
in-depth studies.

Excluding suicide as of 2010.

Values can be found in the Annex, page 89.

Proportion (%)

0

20

40

60

80

100

120

2020201920182017201620152014201320122011201020092008

Number

Alcohol and drugs

Drugs

Alcohol

0

5

10

15

20

25

30

35

Proportion of total road 
traffic fatalities

0

10

20

30

40

50

60

70
Fatalities

20
20

20
19

20
18

20
17

20
16

20
15

20
14

20
13

20
12

20
11

20
10

*

20
09

20
08

20
07

20
06

20
05

20
04

20
03

20
02

20
01

20
00

Proportion (%)Number

0

5

10

15

20

25

30

35

Percentage

Proportion (%)

0

20

40

60

80

100

120

2020201920182017201620152014201320122011201020092008

Number

Alcohol and drugs

Drugs

Alcohol

0

5

10

15

20

25

30

35

Percentage of total 
road traffic fatalities



26 ANALYSIS OF ROAD SAFETY TRENDS 2020

Figure 14 shows how the persons killed in alcohol and drug-related
crashes in the last five years are allocated according to mode of travel.
It shows that the largest group in both alcohol and drug-related crashes
are car occupants. The second largest group killed in alcohol-related 

crashes are motorcyclists, followed by pedestrians. Even among drug-

related crashes, motorcyclists are the second largest group, but the 

proportion is considerably higher than among alcohol-related crashes, 

27% compared to 14%.

Figure 14.
Percentage of persons killed in alcohol-related 
(left chart) and drug-related crashes (right 
chart) by mode of travel. The crashes that are 
both alcohol-related and drug-related
are included in both charts. The distributions
are based on all crashes during the period 
2016-2020.

Source: The Swedish Transport 
Administration’s in-depth studies.

Values can be found in the Annex, page 89.
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In a study on the presence of alcohol and drugs in drivers of goods vehicles 
and buses in fatal crashes, the results showed that alcohol was present in 
15%, drugs in 6% and medicines classified as narcotics in 9% of the drivers 
killed (Ekström and Forsman, 2018). This is slightly lower than for car 
drivers in the case of alcohol, while the incidence of drugs and medicines is 
about the same. The results also showed that among drivers of goods 
vehicles and buses, there were problems with alcohol and drugs mainly in 
relation to drivers of light goods vehicles.

Figure 15 show the police breath tests in relation to the number of reported 
drink-driving offences between 2002 and 2020. Both the number of breath 
tests and the number of reported drink-driving offences with regard to 
alcohol decreased sharply in 2020, as a result of the Police Authority's 
decision to stop the routine alcohol breath checks to reduce the risk of 
spreading infection during the COVID-19 pandemic. However, drink-
driving monitoring has continued and tests have been carried out on
those suspected of drink-driving offences. As a result, the number of 
reported offences has not decreased as much as the number of breath
tests, 27% compared to 69%. The number of reported drug-driving 
offences has continued to increase and in 2020 was almost twice
as high as the number of reported drink-driving offences. However, it is 
unknown whether and to what extent the increase in reported drug-driving 
offences is due to the police's working methods or to an actual increase in 
drug-driving.
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Figure 15.
The number of alcohol breath tests and the number 
of reported drink-driving offences with regard to 
alcohol and drugs, 2002-2020.

*The 2020 data on the number of samples have
been adjusted and are an estimate of the final 
number of samples. The number of reported 
offences is preliminary for 2020.

Source: The police and the Swedish National Council 
for Crime Prevention.

Values can be found in the Annex, page 90.
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Summarising the period 2007-2020, we can conclude that the proportion
of sober drivers with regard to alcohol is about the same at the end of 
the period as at the beginning. Neither the indicator based on police 
checks nor self-reported behaviour indicates that the proportion of 
drivers under the influence of alcohol in traffic has changed 
significantly. This is perhaps not surprising given that there has been 
no major change in the measures used. Although there have been some 
changes such as a new regulatory framework on alcohol interlocks 
after drink-driving, a new traffic strategy within the police, increased 
use of alcohol locks in commercial traffic and a new coordinating 
organisation for SMADIT (the Swedish joint action method against 
drink driving), to a large extent the same legislation, action 
programmes and enforcement methods have been used throughout the 
period.

While the proportion of people under the influence of alcohol in road traffic 
has remained approximately constant, the number of fatalities in alcohol-
related crashes has decreased at approximately the same rate as the total 
number of fatalities, suggesting that the vehicle and infrastructure 
interventions implemented during the period have been effective even for 
those under the influence of alcohol.

Although there has been no measurable improvement in the proportion of 
sober drivers during the period, Sweden is in a very good position compared 
to other countries in terms of actual behaviour, attitudes and what we 
consider acceptable when it comes to alcohol in traffic (Achermann 
Stürmer et al. 2019). This is one possible explanation for the fact that
we are not seeing a reduction in the proportion of sober drivers despite
the fact that police monitoring of drink-driving has decreased significantly 
over the period.

In order to increase the proportion of sober drivers in the next target 
period, changes in working methods are probably required compared to 
those used today. There is great potential in technical solutions such as 
alcohol interlocks and systems in the vehicles that can detect reduced 
driving ability. In order to facilitate retrofitting of, among others, alcohol 
interlocks, a standardized interface in the vehicle will be required in both 
passenger and commercial vehicles (General Safety Regulation (EU) 2019/ 
2144). The Euro NCAP's test programme is promoting the development 
and implementation of systems capable of detecting reduced driving 
capacity and is expected to encompass such systems within a few years. It 
is hoped that such systems will be able to detect impaired driving ability of 
drivers not only due to distraction and fatigue, but also indirectly, influence 
of alcohol or drugs.
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2.4 Seat belt use

2007 2020 Target year 2020 Target achieved

Seat belt use in front seat
of passenger cars                       96% 97.9% 99% No

The seat belt use target is that at least 99% of all drivers and front seat 
passengers in passenger cars will wear seat belts by 2020.

As a basis for the monitoring, results from the Swedish Transport 
Administration's observation measurements (formerly VTI) are used.
The indicator is defined as the proportion of observed drivers and front seat 
passengers wearing seat belts. Since 2016, the measurements have been 
carried out under the auspices of the Swedish Transport Administration 
and are based on observations of 30,000 passenger cars at large 
roundabouts in six medium-sized Swedish urban areas.

The measurements are intended to monitor the development over time, 
and the level of seat belt use in the observations should not be
considered representative of drivers and passengers in general in Sweden. 
After 2016, measurements were taken by a new operator but with the
same methodology as in previous years, which may have affected the 
measurement results.

Development and progress towards the 2020 target
The use of seat belts in the front seat of passenger cars was 97.9% in 2020, 
which means that use decreased slightly compared to 2019 when use was 
98.4%. The target of the indicator has therefore not been achieved.

Figure 16.
Percentage of people who were wearing a seat 
belt in the front seat of passenger cars from 1996 
to 2020 at the time of observation, as well as the 
required development to 2020.

Source: VTI (1997-2015), Swedish Transport 
Administration (2016-2020).
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Analysis and discussion
The proportion of people in the front seat wearing a seat belt is high, 
97.9%. Even if the use does not meet the target level of 99%, there is a 
positive trend throughout the target period where the outcome has been 
almost in line with required progress towards the target. Usage among 
drivers and passengers has improved by 2.0 and 1.8 percentage points, 
respectively.

In 2020, seat belt use among passenger car drivers has decreased from 
98.7% in 2019 to 97.6%. For passengers, the outcome is more unchanged, 
from 97.6 to 97.9%, see Figure 17. Among taxi drivers,
usage has decreased by just over 2 percentage points to 95.5%. The 
measurements for seat belt use among drivers of heavy goods vehicles 
indicated a sharp increase in 2016 and 2017, which may be the result of a 
new operator as of 2016. The outcome for the years 2018-2020 is more in 
line with the trend that has prevailed in previous years.

Seat belt use for adults in the rear seat is approximately 10 percentage 
points below the use of front seat passengers. Among children sitting
in the rear seat, the use is significantly higher than for adults. In 2020, 
96.8% of children in the rear seat were wearing a seat belt, which is the 
highest recorded since measurements began.

Figure 17.
Percentage of seat belt use in passenger cars and 
heavy goods vehicles, 2006-2020.

Source: VTI (2006-2015), Swedish Transport 
Administration (2016-2020). From and including 
2016, the measurements were taken with the 
same methodology, but by a new operator, which 
may have affected the measurement results. 

Values can be found in the Annex, page 90.
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Measurements carried out by NTF (National Society for Road Safety) in 
urban areas in all municipalities in the country (350,000 observations) 
show a slightly lower seat belt use compared to the measurement result 
in Figure 17, which reflects transit traffic to a greater extent. Seat belt
use among passenger car drivers and passengers in urban areas was
95.9 and 96% respectively in 2020.
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Despite the relatively high proportion of people using seat belts, for a long 
time, a third of car drivers killed do not wear a seat belt. This corresponds 
to approximately 20-30 persons annually. In 2018, the proportion of drivers
who do not wear a seat belt among drivers who were killed decreased 
sharply. This was a direct consequence of the fact that 2018 was a year 
with an exceptionally large number of car drivers killed. In 2019-2020, the
number of passenger car driver fatalities decreased. The Swedish Transport 
Administration's in-depth studies show that 32% of the car drivers killed 
were not wearing a seat belt in 2020, see Figure 18.

Figure 18.
Number and percentage of passenger car 
drivers killed who were not wearing a seat belt 
at the time of the crashes by drivers who wore a 
seat belt, 2004-2020.

Source: The Swedish Transport Administration’s 
in-depth studies.

Data from 2010 onwards have been collected 
differently than before and the results are there-
fore not fully comparable to previous values. 
However, the difference is considered small. As 
of 2010, suicide has been excluded from the 
statistics.
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Almost 80 per cent of those who were killed were travelling in cars 
manufactured before 2003, that is, the year that modern seat belt
reminders were introduced. Given that seatbelt use among fatalities in cars 
is only around 70%, many lives could be saved if the already high 
proportion of general seatbelt use increased further.

The proportion of traffic volume with passenger cars with seat belt 
reminders continues to increase. The proportion of traffic volume with cars 
with seat belt reminders is estimated at 95% in 2020. As recently as 2005, 
the proportion was just under 10%. A new measurement by Folksam shows
that seat belt use with seat belt reminders is still high and even slightly 
higher than reported in previous studies. This suggests that the importance 
of the seat belt reminder for the increase in seat belt use in traffic remains 
high. Although not all cars in the fleet have seat belt reminders, the 
increase in seat belt reminders in traffic from 2007 to 2020 is estimated to 
have played a crucial role for the increase in seat belt use.
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2.5 Helmet use

2007 2020 Target year 2020 Target achieved

Helmet use among
cyclists                           27% 47% 70% No

Moped riders with correctly
used helmets                           96% 98% 99% No

The target for bicycle helmet use was that at least 70% of cyclists would 
wear a helmet by 2020. As a measure of bicycle helmet use, the indicator 
percentage of observed cyclists using bicycle helmets is used according
to the Swedish Transport Administration's annual measurements (Origo 
Group, 2021). The measurements are not intended to estimate the total
use of bicycle helmets in Sweden in a representative way, but rather they
are good enough to give a picture of the change over time and of the 
approximate level. From and including 2016, the measurements were taken 
with the same methodology as previously, but by a new operator, which
may have affected the measurement results. The measurements in 2020 are 
based on approximately 38,000 observations, which is approximately 4,000 
fewer than in 2019.

In addition to bicycle helmet use, helmet use is also studied in moped 
riders. As of 2012, moped riders' helmet use is observed in connection with 
the bicycle helmet measurements. The study is conducted in the same 
locations and times as the bicycle helmet observations, but in slightly fewer 
places in each location (Origo Group, 2021). Only those perceived to have 
the helmet securely strapped are considered helmet users. The goal for 
moped helmet use is that 99% of moped riders will wear helmets by 2020. 
For motorcyclists, we believe that the use of helmets is very high and that 
the potential for saving lives lies in other interventions.
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Development and progress towards the 2020
target - bicycle helmet
Figure 19 shows the development of observed bicycle helmet use between 
1996 and 2020. In 2020, observed bicycle helmet use was 47.2%, which is 
basically the same level as in 2019 (46.6%). The figure also shows how 
bicycle helmet use would have needed to change in order to achieve the 
target level of 70%. The actual level of helmet use is 23 percentage points 
below the target level of 70%, and the target has therefore not been 
achieved.

Figure 19.
Percentage of observed cyclists with bicycle 
helmets 1996-2020, as well as required 
development.

Source: Origo Group (2021).

*Uncertainties arising from the change of operator 
may have arisen in 2016.
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Analysis and discussion - bicycle helmet
Bicycle helmet use in Sweden is at a fairly modest level, especially among 
adults, and there is great potential in increasing its use. Figure 20 shows
that in 2020, observed bicycle helmet use was just over 80% for children up 
to 10 years of age in residential areas, and 67% for children aged 6-15 cycling 
to and from school. For adults, bicycle helmet use is significantly lower: 41% 
when travelling to and from work and 43% on public cycle paths. There have 
been no significant changes since 2019 for any of the groups. Among upper 
secondary school students, helmet use was 38% (37% in 2019). For primary 
and lower secondary school children, helmet use remained at the same level 
as in 2019, i.e. 85%.

If we compare the indicator with the non governmental organisation 
National Society for Road Safety's (NTF) bicycle helmet measurements 
(NTF, 2020) based on approximately 115,000 observations, NTF's results are 
at a slightly higher level: 50% in 2020. This is an increase of 2 percentage 
points compared to 2019. Bicycle helmet use is also measured in the national 
road safety survey (Lagercrantz, 2020) and there are 35% who state that they 
always or almost always wear bicycle helmets when cycling. This is an 
increase compared to 2018 when the proportion was 29%.
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Figure 20.
Bicycle helmet use for different groups,  
1996-2020. 

Source: Origo Group (2021). 

*Uncertainties arising from the change 
of operator may have arisen in 2016.

Values can be found in the Annex, page 90. 
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One of the prerequisites for securing a road transport system that is both 
attractive and safe for cyclists is that cyclists wear helmets (Swedish
Transport Administration, 2018). Increased helmet use is therefore a priority 
area of intervention. In 2020, 18 cyclists died in traffic. About 2,000 were 
seriously injured and about 220 were very seriously injured. Previous years' 
studies also show that almost half of the very seriously injured cyclists
suffered a head injury, while the corresponding proportion is only about 10% 
among the seriously injured cyclists. An intervention such as a bicycle helmet 
is therefore mainly effective against the very serious injuries. If everyone wore 
a bicycle helmet, the total number of seriously injured could be reduced by 
about 5% and the number of fatalities by 25%. According to Rizzi et.al. (2013) 
the use of a bicycle helmet can reduce the number of serious head injuries by 
58% and the number of very serious head injuries by 64%. A meta-analysis by 
Elvik (2013) based on 23 different studies shows that bicycle helmets reduce 
head injuries by 50%. Olivier and Creighton (2017) report effects in the same 
order of magnitude as Elvik. In relation to bicycle crashes and quality of life, a 
study by Ohlin et al. (2017b) indicates that in order to improve the health-
related quality of life following a crash, serious head injuries should be 
prevented, inter alia. Furthermore, Ohlin et al. (2017b) demonstrated that the 
combination of lower speed limits for cars, bicycle helmets and friendlier car 
fronts can reduce disabling injuries that occur in collisions with passenger cars 
by 79%.

Above all, interventions such as bicycle helmet campaigns are described in 
the strategy to increase voluntary helmet use. In Norway, bicycle helmet use 
was 66% among adolescents and adults (over the age of 12) in 2019, which is 
significantly higher than for Sweden ( just over 40% among adults in 2019). 
In Norway, it is considered that one of the explanations for the high use of 
helmets among adults is precisely campaigns, but also that there is a large 
proportion of sport cyclists.

In Sweden, work on campaigns started in recent years. VTI has conducted a 
study to develop, implement and evaluate a campaign to increase bicycle helmet 
use among adults who cycle to work, Forward et al. (2020). The campaign's 
main message was "Think about your brain when you ride a bicycle." Pre-
campaign results indicated that those who did not wear helmets felt to a greater 
extent that the helmet disturbed the feeling of freedom and that it was 
uncomfortable. They were also less convinced that wearing a helmet reduced 
the risk of a head injury. After the campaign was completed, 80% of those 
targeted by the campaign felt that the message was important, credible and
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clear. There was also a slightly higher proportion than before the campaign 
who knew by how much the helmet reduced head injuries – and also who 
believed to a greater extent than before that their partners considered it 
important that they wear a helmet as well as a slightly higher proportion
who intended to use a helmet in the future. The study also showed that it is 
important not only to focus on behaviour (here intention), but also to evaluate 
so-called secondary effects such as attitudes and norms, and that a campaign
is not sufficient, but rather long-term work is required.

NTF is currently implementing a project "Local communication for increased 
bicycle helmet use". One of the main ideas is to communicate the importance 
of bicycle helmets when inaugurating bicycle lanes, bicycle garages or the like. 
The project involves a collaboration with two well-known artists (https://
detsomardu.ntf.se/). In 2020, however, restrictions related to the COVID-19 
pandemic meant that the project could not be implemented as planned, and 
so far events have been held in 7 out of 11 municipalities.

Today, barely 30 countries have some form of bicycle helmet law. A literature 
study by Olivier et al. (2018) studies the effects of a bicycle helmet law on
the volume of cycling. The study's findings do not support the argument
that a helmet law would lead to reduced cycling. In 13 studies, the results 
showed no change in cycling after the introduction of bicycle helmet law,
and 8 studies showed a mixed result (both increased and reduced cycling). 
Only 2 studies showed a decrease in cycling. Several of the studies analysed 
children's cycling and some of them noted a decrease when a helmet law was 
introduced. However, it turned out that the observed decreases were due to 
factors other than the helmet law.

Olivier et al. (2018) has also investigated whether bicycle helmet use leads 
to increased risk behaviour among road users. The study does not show an 
increase in risk behaviour among those wearing helmets. Of the 22 studies 
analysed, only two studies from the UK indicated an increase in risk
behaviour, while 17 studies did not show any increase in risk behaviour.

In Sweden, the Bicycle Helmet Act was introduced for children under the age 
of 15 on 1 January 2005. Since 2000, the former Swedish Road Administration 
and the Swedish Transport Administration have conducted a survey every 
three years on how children travel to school. The surveys show that a higher 
proportion of children between the age of 6 and 12 cycled to school in 2015, 
compared to 2000. Based on this evidence, it cannot therefore be 
demonstrated that the proportion of children cycling to school decreased 
when the Swedish Bicycle Helmet Act was introduced.

During the years 2007-2020, bicycle helmet use has increased from 27% in 
2007 to 47% in 2020, which is a positive development, albeit far from the 
70% target. During this period of time, no comprehensive national
interventions have been implemented, however local interventions such as 
the campaigns mentioned above have been implemented. A common strategy 
has also been developed for safe traffic by bicycle and moped (Swedish 
Transport Administration, 2018) where increased helmet use is highlighted as 
a priority area of intervention.

The target of 70% bicycle helmet use by 2020 is not met. Since 2007, however, 
bicycle helmet use has increased by 20 percentage points, from 27% to 47%, 
which is positive from a road safety point of view. However, for purposes of a 
road transport system that is both attractive and safe for cyclists, the use of 
bicycle helmets needs to increase even more, and concrete interventions are 
needed to achieve this. According to the national road safety survey in 2020 
(Lagercrantz, 2020), acceptance is high for a general bicycle helmet law. Of 
those surveyed, 71% are in favour of mandatory helmet use. Here it is worth

https://detsomardu.ntf.se/
https://detsomardu.ntf.se/
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noting that the Stockholm Declaration highlights the importance of 
accelerating the transition to safer, cleaner, more energy efficient and 
cheaper modes of transport and in this context promoting modes of 
transport that increase physical activity, such as bicycle and pedestrian 
traffic.

Development and progress towards the 2020 target -
moped helmet
Figure 21 shows the development of observed moped helmet use between
2012 and 2020. Only those moped riders perceived to have the helmet securely 
strapped are considered helmet users. The results show that observed moped 
helmet use was 98.3% in 2020, compared to 93.9% in 2019, which is close to the 
target of 99% helmet use.

Figure 21.
Percentage of observed moped riders with 
moped helmets 2012-2020, as well as 
required development to 2020. 
*Uncertainties arising from the change of 
operator may have arisen in 2016.

Source: Origo Group (2021).
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Analysis and discussion - moped helmet
Although helmet use among moped riders overall is relatively high, helmet 
use among moped riders killed in crashes is only about 50%. In 2010-2020, 
61 moped riders were killed, and almost 50% of these were not wearing 
helmets or had lost their helmets at the time of the crash. In a report with a 
common strategy for safe traffic by bicycle and moped (Swedish Transport 
Administration 2018), increased and correct helmet use is highlighted as a 
priority area of intervention. In addition, it is noted that most of those who 
lost their helmet at the time of the crash were under the age of 18, and it is 
estimated that if all moped riders used a helmet correctly, an average of 
2 lives per year could be saved (compared to the baseline in 2012-2014).

In 2020, four moped riders died in traffic, about 230 were seriously injured 
and more than 20 were seriously injured. Previous statistics show that just 
under 40% of moped riders who were very seriously injured suffered a head 
injury, while the corresponding proportion among the seriously injured is
just under 10%. Increased helmet use in moped riders thus mainly has the 
potential to reduce the number of very seriously injured moped riders. 
Calculations show that wearing a helmet reduces the risk of serious injuries 
by 17% and very serious injuries by 47%.

The proportion of moped riders wearing moped helmets has varied slightly 
from year to year during the period studied, but there is no statistically 
significant trend in the period 2012-2020. Overall, helmet use has increased 
by just under three percentage points since the measurement series started 
in 2012, but the target of 99% helmet use is not met.
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2.6 Safe passenger cars

2007 2020 Target year 2020 Target achieved

Traffic volume with 
highest Euro NCAP 
safety rating

20% 82% 80% Yes

The target for safe passenger cars was that at least 80% of the traffic 
volume, i.e. the number of kilometres driven on Swedish roads, would be 
carried out by passenger cars with the highest crash safety class for adult 
drivers and passengers according to Euro NCAP2.

Development and progress towards the 2020 target
Since 2015, the percentage of new cars sold with the highest crash safety 
rating has been at least 90% of total sales. This development has resulted in 
an increase in traffic volume with passenger cars with high crash safety. 
Between 2019 and 2020, traffic volume for these cars increased by 
approximately 3 percentage points, from 79% to 82%, see Figure 22. This 
resulted in the 2020 target being met by a certain margin.

Figure 22.
Percentage of traffic volume with the highest 
crash safety class for adult drivers and 
passengers in Euro NCAP 2000-2020, as well 
as required development to 2020.

Source: BIL Sweden, Transport Analysis, 
Swedish Transport Administration.
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2 Euro NCAP is an international organisation that evaluates the safety level of new cars. The rating 1-5 stars 
includes crash safety for adults and children, pedestrian protection and driver support systems. For more 
information, see www.euroncap.com

0

10

20

30

40

50

60

70

80

90

Necessary developmentRequired development

2000–2020

20
20

20
19

20
18

20
17

20
16

20
15

20
14

20
13

20
12

20
11

20
10

20
09

20
08

20
07

20
06

20
05

20
04

20
03

20
02

20
01

20
00

Proportion (%)

http://www.euroncap.com


ANALYSIS OF ROAD SAFETY TRENDS 2020 37

Analysis and discussion
As old cars are scrapped and replaced with new safer cars, traffic
volumes on Swedish roads is increasingly made up of five-star cars.
This development is also accelerated by the fact that cars drive more 
kilometres on average the newer they are. In general, it can be assumed that 
it takes 15-20 years to replace most of the Swedish car fleet. This is the time it 
takes from new safer cars to be sold until the vast majority of cars on Swedish 
roads have this new, higher safety.

Since 2003 and 2009, driver support systems such as seat belt reminders 
(SBR) and electronic stability control systems (ESC) are also included in the 
rating of Euro NCAP, and the proportion of new passenger cars equipped 
with ESC and SBR in the front seat has been almost 100% in Sweden since 
2009. The traffic volume in 2020 accounted for by passenger cars with these 
systems is estimated to be over 95% (see Figure 24). Since the last
percentage points of road traffic without seat belt reminders or ESC can be 
expected to be greatly overrepresented in fatal crashes ( just as drink driving 
accounts for a very small proportion of traffic volumes and at the same time 
for a much larger proportion of fatal crashes), it is important to achieve
100% of traffic volume with these systems as soon as possible. The same 
reasoning applies to passenger cars with low crash safety.

An example of the problem can be seen in passenger cars before the 2000 
model year, which generally have poor crash safety and lack ESC and SBR. 
Although they account for only about 3% of traffic volume, 15% of fatalities
in a passenger car occurred in such cars in 2020, see Figure 23. The average 
age of drivers killed in cars of older models is not significantly different from 
fatal crashes involving more modern cars. On the other hand, it is known
that drivers of older cars are more likely to commit violations. For example, 
the proportion of drivers under the influence of alcohol or drugs in pre-2000 
model passenger car fatal crashes is twice as high as that of passenger cars of 
model year 2013 or later. Calculations made in 2019 based on the Swedish 
Transport Administration's in-depth studies of fatal crashes show that if all 
passenger cars with model years 1985-1999 were replaced early with newer 
cars of model year 2010 or later, initially up to 30 lives a year would be saved. 
A rough estimate is that a total of up to 200 lives would be saved in the
period 2020-2030. This is because a modern car has higher crash safety, and 
that through various driver support systems it can, to a greater extent, 
prevent and eliminate some of the violations that occur more often in older 
cars (for example, that seat belts are not used). However, it is important to 
point out that the benefits of early scrapping of passenger cars of pre-2000 
model year would decrease over time. If a scrapping programme becomes 
relevant in a few years' time, it will be necessary to continuously analyse the 
benefits this will bring and what models years need to be scrapped early in 
order to increase the safety level of the car fleet.
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Figure 23.
Percentage of traffic volume and percentage
of persons killed in passenger cars with model 
years 1999 or earlier, 2005-2020.

Source: Transport Analysis, Swedish Transport 
Administration.
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Seat belt reminders and electronic stability control systems are important 
support systems, but it is just as important that more systems with proven 
road safety impact are introduced at a rapid pace in order for vehicle safety 
to continue to increase. Examples of such systems include automatic
emergency braking at low and high speeds, which reduces injuries in rear-
end collision by approximately 40% (Rizzi et al. 2014 and Cicchino 2017), as 
well as lane support systems which have been shown to reduce head-on and 
single car crashes with personal injury by approximately 30% (Sternlund et 
al. 2017). Pedestrian-friendly bumpers and bonnets and automatic 
emergency braking that detects pedestrians and cyclists are also expected to 
save many vulnerable road users (Rosén 2013, Strandroth
et al. 2011). In recent years, these systems, together with speed adaption 
systems (ISAs), have scored in euro NCAP's test protocols. As of 2016, 
automatic emergency brake as standard is an essential component to get a 
maximum of five stars, and the requirements have been further increased in 
2018 and 2020. In 2020, important steps were also taken in crash safety, 
partly by rewarding cars that are not aggressive to the counterparty, and 
partly by a completely new type of airbag that protects in the event of a so-
called far-side collision.

Euro NCAP's test programme is thus developed over time, and the 
requirements are planned to be tightened in relation to the introduction
of existing systems beyond 2021. The test programme is also expected to 
include more essential safety systems in the future, such as auto-brake at 
intersections and auto-brake for motorised two-wheelers, but also systems 
that detect impaired driving ability of drivers due to distraction, fatigue
and possible influence of alcohol or drugs. The introduction of support 
schemes such as the speed adaption (ISA) and standardised interface for the 
installation of alcohol interlocks in new passenger cars will also be 
accelerated by a future EU regulatory framework3.

At the end of 2019, automatic emergency braking at low speeds was
standard in 85% of all new cars in Sweden. In another 5%, it was an available 
option4. Although similar statistics are not available for sales in 2020, the 
percentage of traffic volume with passenger cars equipped with this system
is estimated to be almost 40% in 2020, see Figure 24. In 2019, the percentage 
of new cars with lane departure warning and automatic emergency brake 
with pedestrian and bicycle detection was 63% and 74%, respectively5. Euro 
NCAP's test protocols have been a driving factor in increasing the 
introduction of these safety systems as

3 See, for example, https://www.consilium.europa.eu/en/press/press-releases/2019/11/08/safer-cars-in-the-eu/ 
4, 5 Source: Folksam
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standard equipment. When other systems are available as an option, 
different instruments, such as financial incentives through discounted 
insurance premiums, can be a way of encouraging consumers to choose 
these options. Since approximately 60% of passenger cars are 
purchased by legal persons, it is even more important to influence these 
purchases.

Figure 24.
Percentage of traffic volume with passenger cars equipped 
with seat belt reminders, electronic stability control, 
automatic emergency brake at low speeds and lane 
departure warning 2000-2025.

Source: Folksam, Transport Analysis, Swedish Transport 
Administration.
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In conclusion, we note that the indicator for safe passenger cars has 
developed at the desired rate. Interventions to increase the level of 
introduction of lane support systems, automatic emergency braking and 
systems detecting reduced driving capacity are important, although the 
benefits are expected to increase mainly after 2020.
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2.7 Increased compliance among motorcyclists

2007 2020
Target year 

2020 Target achieved

Correct use of
motorcycles — — —

No target. Conditions are 
not measured in traffic – 
followed up only in the

outcome of the fatalities

The purpose of this indicator is not to focus on simple human error, 
but rather on violations. Proper use means that the motorcycle is driven as 
follows:

• The driver and passenger are wearing helmets.

• The driver is sober (not under the influence of alcohol or drugs).

• The driver has a valid motorcycle licence.

• The driver is driving within the applicable speed limit.

• The driver does not ride the motorcycle inappropriately, for example
on the rear wheel.

Since 2016-2017, there have been legal requirements in the EU for anti-lock 
brakes (ABS) on new motorcycles with an engine volume above 125 cc. 
Because of this, the previous indicator relating to safe motorcycles (ABS) 
has been discontinued. It has been replaced by an indicator relating to 
compliance among motorcyclists. The compliance indicator is mainly
about proper use, which is currently considered even more important for 
motorcyclists than for other road user categories. The main reason is that 
motorcyclists are vulnerable road users who travel at the same speed as 
protected road users. This challenge is best illustrated by so-called risk 
curves, which show the link between crash violence (e.g. collision speed) 
and the risk of a particular injury outcome, see Figure 25. A relatively new 
study (Ding and others in 2018) has investigated the risk of severe and fatal 
injuries for motorcyclists wearing helmets in collisions with different 
counterparts. The risk curves show that even at speeds as low as 50 km/h, 
the risk of severe and fatal injuries is high in the event of a collision, except 
when the collision is with the asphalt itself or a slope, in which case the
risk is significantly lower.

Figure 25.
The risk of severe and fatal injuries to 
motorcyclists wearing helmets in collisions 
at 50 km/h with different counterparts.
The coloured area shows 95% 
confidence intervals.

Source: Ding et al. (2018).
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At present, there are no ready-made strategies to adapt the road transport 
system to a safe motorcycle system with regard to the risk of injury, and 
therefore in the short term we have to impose stricter requirements on 
proper use among motorcyclists themselves.

Development and progress towards the 2020 target
The development work on this indicator has shown that there are too many 
practical difficulties in measuring this condition in traffic. Therefore, data from 
the Swedish Transport Administration's in-depth studies of fatal crashes 
involving two-wheel motorcycles are instead reported. The Swedish Transport 
Administration's in-depth studies are currently the only source that contains 
sufficiently detailed data to assess, as far as possible, correct use among 
motorcyclists. Given the complexity of the indicator, this approach is the only 
reasonable alternative for monitoring the development to 2020. However, this 
means that it is not possible to set a target for this indicator.

Over the past 5 years, the trend has been relatively stable. In fatal crashes,
the driver has used the motorcycle correctly in about 25% of cases, see
Figure 26. However, there is a certain hidden number during the same
period, which varies between 0 and 6 percentage points.

Figure 26.
Percentage of correct use of motorcycle
in fatal crashes involving two-wheeled 
motorcycles, 2005-2020.

Source: The Swedish Transport Administration’s 
in-depth studies.
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Analysis and discussion
In general, it can be said that just over half of motorcycle fatalities 
(55%) are associated with at least one violation. In order to better 
understand the complexity of the problem, one can illustrate how 
drink-driving, drug use, lack of helmet, lack of proper driving license 
authorisation and speed of at least 30 km/h above the applicable speed
limit interact in motorcycle fatalities. Figure 27 illustrates each violation 
with a ring. For example, the top red ring illustrates all killed motorcyclists 
without a helmet (a total of 5% in the period 2009-2019). When two or more 
rings overlap, this means that these violations were relevant in the same 
crashes – see example in Figure 27.

Between 2009 and 2019, approximately 28% of fatal crashes were 
associated with a combination of two or more violations. However, in only 
1% of cases (which corresponds to just under one fatal crash every two 
years), did all these violations take place at the same time. Previous 
analyses indicate that among those killed who did not have a driving 
licence and who had a known driving license history, about 50% had their 
driving licence revoked (Swedish Transport Administration 2016). In a 
further 15% of cases, exceeding the speed limit of at least 30 km/h was the 
only violation (bottom orange circle in Figure 27). Two thirds of these 
crashes involved a so-called supersport-type motorcycle.
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Figure 27.
Interaction between lack of helmet, drink-driving 
or drug use, lack of correct competence and 
speed at least 30 km/h above the applicable 
speed limit in fatal crashes involving two-wheel 
motorcycles 2010-2019 (100% = 355 
motorcyclists killed in 2010-2019).

Source: The Swedish Transport Administration’s 
in-depth studies.
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In total, the data from the Swedish Transport Administration's in-depth 
studies suggest that this indicator is very complex. The reason is that 
other safety performance indicators aim to measure relatively one-
dimensional conditions in traffic (e.g. speed limit compliance and the use 
of bicycle helmets or seat belts), while the indicator of increased 
compliance among motorcyclists aims to measure a number of 
phenomena that occur both separately and in combination with each 
other. Figure 27 illustrates that there are many combinations.
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The individual parameter that could best indicate regulatory compliance 
among motorcyclists in traffic is speed limit compliance. However, the 
purpose of the compliance indicator is to solve the problem of several of the 
violations that are so often found in fatal crashes. Speed measurements
from 2020 indicated that the proportion of motorcyclists driving within
the speed limit on state roads was about 43%, and the corresponding 
percentage for car traffic was about 51%. About 7% of motorcycle traffic on 
state roads in 2020 was more than 30 km/h above the speed limit, see 
Figure 28.

Figure 28.
The percentage of motorcycle traffic volume 
within the speed limit and at least 30 km/h 
above the speed limit, state road network 
2012-2020.

Source: Swedish Transport Administration.
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Overall, the compliance indicator is currently based on data from in-depth
studies of fatal crashes, as there are no effective procedures for measuring 
this condition in traffic. Given the complexity of the indicator, this approach 
will be the only reasonable option for monitoring the development to 2020, 
even if this means that it is not possible to set a target for this indicator.
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2.8 Safe state roads

2007 2020
Target year 

2020 Target achieved

Traffic volume with median 
barrier on roads with speed 
limits above 80 km/h, state 
road network

50% 85% 90% No

The target by 2020 was that at least 90% of traffic volume on roads with a 
speed limit above 80 km/h should take place on roads with median 
barriers. This target can be achieved either by lowering speed limits or by 
converting to roads with median barriers. Examples of interventions on 
the state road network in addition to these are side railings, rumble strips,
safer intersection and cycling interventions.

Development and progress towards the 2020 target
The percentage of traffic volume on median barrier roads with a speed 
limit above 80 km/h was 84.8% at the end of 2020. Despite good 
development over time, from around 30% in 1996, this indicator did not 
reach the target level of 90%.

Figure 29.
Percentage of traffic volume on roads with 
median barrier out of state roads with speed 
limit above 80 km/h, from 1996-2020, as 
well as the required development to 2020.

Source: Swedish Transport Administration.
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Analysis and discussion
During 2020, 44 kilometres of median barrier road were added, while
the speed limit was reduced from 90 km/h to 80 km/h on 121 km road. As a 
result, the outcome of the indicator increased by 4.6 percentage points, from 
80.2% to 84.8% in 2020. An increased pace of expansion with median 
barriers or reduction of speed limits would have been needed to reach the 
target level of 90%.

At the end of 2020, there was a total of 5480 km of median barrier state 
roads. This represents only 6% of the state road network, while holding 
42% of traffic volume. In terms of state roads with a speed limit above 80 
km/h, 4880 km of road had median barrier at the end of 2020, 
representing 36% of the total length of state roads with a speed limit above 
80 km/h. This means that today we have 8670 km of roads without median 
barriers, with a speed limit of 90 km/h or 100 km/h. Table 1 shows the 
lenght of median barrier roads from 2003 to 2020. The annual addition of 
the number of kilometres of median barrier roads has decreased from the 
previous approximate 200-250 km to 50-100 km.
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Table 1.
Median barrier roads 2003-2020, 

number of km (end of year).

2003 2004 2005 2006 2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 2020

Road 2+1 95 113 130 151 177 195 212 233 250 262 268 279 287 294 300 307 318 319

Motorway 158 160 170 174 181 186 188 194 196 196 200 205 208 208 209 209 209 212

Other 
median 
barrier 
roads

22 23 24 24 25 20 20 20 22 19 17 17 17 18 18 17 17 18

Total 
median 
barrier 
roads

275 296 324 349 383 401 420 447 468 478 485 500 512 520 527 533 544 548

When the National Plan for the Transport System 2014-2025 was adopted, 
the Government decided to continue the systematic adaptation of speed 
limits to road standards. The aim of the plan was that all state roads with 
a traffic flow of more than 2,000 vehicles per day (annual average daily 
traffic) should either have a median barrier or have a speed limit of no 
more than 80 km/h by the end of the planning period, the year 2025. 
State roads with a traffic flow of less than 2,000 vehicles per day are 
currently not subject to systematic speed reductions – an exception that 
affects approximately 6900 km of two-lane 90 and 100 roads in rural 
areas. In this context, however, it is important to point out that a 
reduction from 90 to 80 km/h on two-lane roads reduces both the risk 
of crashes and injuries, but not at all to the high extent that median 
barriers does. This is evident in the crash statistics; which show that 
approximately two-thirds of fatal head-on collisions occurred on roads 
with speed limits of 70 and 80 km/h in 2020.

In spring 2016, the Swedish Transport Administration referred a proposal 
for adjusted speed limits. The proposal meant that about 1,200 km of state 
road would have an increased speed limit and that about 4,300 km would 
have a reduced speed limit. The number of fatalities was thus estimated
to decrease by approximately 7 persons per year as a result of changed 
speed limits on existing roads, and by approximately 9 persons per year as
a result of planned investments by 2025. Since 2016, a total of 
approximately 2,700 km of state road with a speed limit of 90 km/h has
had a reduced speed limit or implemented median barrier and thus given a 
higher speed limit.

For the period 2021-2023, the speed limit will be lowered on 1,350 km of 
road. In 2021, the speed limit is planned to be reduced from 100 or 90 to 
80 km/h on 370 km of road, and to be raised from 90 to 100 km/h on 11 km 
of road and from 70 to 80 km/h on 5 km of road.
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2.9 Safe pedestrian, cycling and moped passages

2013 2020 Target year 2020 Target achieved

Safe pedestrian, cycling
and moped passages 19% 28% 35% No

The target for the safe GCM (walking, cycling and moped) indicator is that 
at least 35% of all passages on the main car network should ensure safe 
speeds by 2020. A GCM passage is defined as safe if it is grade separated 
or if 85% of cars pass at a maximum of 30 km/h. The latter is achieved 
most effectively by having some kind of physical speed bump adjacent to 
the pedestrian crossing. For the purposes of this indicator, "main network" 
means streets and roads within functional road classes 0 to 56.

Inventories have been made in the field by compiling the types of existing 
GCM passages and speed bumps, as well as their where they occur. The 
passages are then classified using tools in the map application ArcGIS, 
safety rated GCM Passages7, based on established criteria. Data
are recorded from 199 municipalities, of which approximately 135 have 
registered more than 10 passages. Some municipalities have also chosen
to inventory passages on state roads in the immediate vicinity. In 2016
and 2017, a more systematic inventory was carried out on the state road 
network: European roads, national roads and county roads (road numbers 1 
to 500).

Development and progress towards the 2020 target
At the end of 2020/2021, the percentage of GCM passages with good 
standards is estimated to be 28%, see Figure 30. The percentage of GCM 
passages with good standards has thus not reached the target level of the 
indicator.

The comparison between the different years should be interpreted with 
great caution, as the number of municipalities that have inventoried their 
passages has increased sharply. In addition, a large number of passages on 
state road sections have been added in 2016 and 2017.

6 Functional road class describes how important a road is for the total road network’s connectivity and the 
classes are 0-9. Class 0 are the main roads (European roads) and Class 9 the smallest roads.

7 The map application is available at trafikverket.se 
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Figure 30. 
Percentage of good quality GCM passages, 
2013-2020. 

Source: Swedish Transport Administration.
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The percentage of passages in 2020 with less good quality was 23%,
and 49% were of low quality, see Figure 31. On the municipal road 
network, 23% were of good quality, and the corresponding figure for state 
roads was 44%.

Figure 31.
Percentage of GCM passages with good, less 
good and low quality (n = 24,400), Result end
of 2020/2021.

Source: Swedish Transport Administration.

* State roads: European roads, arterial roads and 
county roads (road numbers 1 to 500).
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Analysis and discussion
The comparison between the different years should be interpreted with 
great caution, as the number of municipalities included in the measurement 
has increased significantly between the measurements – from just over
40 municipalities in 2013/2014 to 199 municipalities in 2020/2021. In 2016 
and 2017, a more systematic inventory was carried out on the state road 
network: European roads, arterial roads and county roads (for county roads 
the inventory is not comprehensive). There are currently 24,400 passages 
classified within functional road classes 0-5, of which 18,900 are municipal 
and 5,500 state (road number up to 500). This is about 1,400 more than at 
the time of the measurement a year ago.

Subject to a change in the scope of the measurement data over time, the 
outcome points to a slight improvement in the indicator, but not a sufficient 
pace to achieve the target of 35% of all passages being of good quality. The 
target may seem low, but with the current number of inventoried passages, 
1,500 passages would need to be speed adapted for the target to be achieved.
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2.10  Maintenance of pedestrian and cycling paths  
in urban areas

2013/14 2019/20 Target year 2020 Target achieved

Municipalities with good 
quality maintenance of 
pedestrian and cycling paths

18% 19% 70% No

The target level for this indicator, municipalities with good quality 
maintenance of priority cycle paths, is 70% for 2020. A more detailed 
definition of the indicator is the proportion of municipalities with at least 
40,000 inhabitants that carry out good quality operation and maintenance 
for cycle paths that are given the highest priority within the municipality's 
main town. Good quality refers to quality in terms of standard requirements 
relating to winter road maintenance, bareland maintenance, gravel and leaf 
sweeping and quality assurance of the standard requirements.

The indicator is measured by a biennial survey, which has so far been done 
in 2014 for the 2013/14 season, 2016 for the 2015/16 season, 2018 for the 
2017/18 season and 2020 for the 2019/20 season. Season 2019/2020 refers 
to bareland maintenance in 2019 and winter road maintenance 2019/2020.

The survey has been carried out on behalf of the Swedish Transport 
Administration and in consultation with the Swedish Association of Local 
Authorities and Regions (SKR). In 2014, there were 60 municipalities
with at least 40,000 inhabitants, of which 59 responded to the survey.
The corresponding figures for 2016 were 63 municipalities, of which 54 
responded; in 2018 there were 64 municipalities, of which 55 responded; in 
2020 there were 64 municipalities, of which 55 responded. The survey used 
in 2014 was somewhat more comprehensive and had many open response 
options. Prior to the 2016 survey, the survey was slightly simplified and the 
answer options were converted to closed options. The same survey has been 
used in subsequent measurements in 2018 and 2020.

Based on the answers given by municipalities in the survey regarding 
standard requirements and quality assurance of the standard requirements 
set, municipalities are awarded different scores. These scores then form the 
basis for an overall assessment of the quality level for each municipality.
The quality level is not an absolute level but rather should be considered as
a relative scale for a comparison over time between different municipalities 
with at least 40,000 inhabitants. However, the requirements are so stringent 
that the municipalities that are deemed to have good quality have a broad and 
high level of most maintenance aspects that are important for cyclists' safety.

A total of 42 municipalities responded to the survey in both 2016, 2018 and 
2020. The proportion of good quality municipalities reported in this section 
for the years 2015/16, 2017/18 and 2019/20 is based on the responses of
these 42 municipalities.
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Figure 32.
Percentage of municipalities with good quality of 
operation and maintenance of priority cycle 
paths in 2013 (2013/14), 2015 (2015/16) and 
2017 (2017/18) and required development to 
2020.

Source: Swedish Transport Administration.

Development and progress towards the 2020 target 
Municipalities with good quality maintenance of priority cycle paths 
during the 2019/2020 season is estimated to be 19%, see Figure 32.

The results of the measurement for the 2019/20 season show the following 
for the 42 municipalities that responded to the last three surveys in 2016, 
2018 and 2020:

•  19% (8) of the 42 municipalities have requirements for operation and 
maintenance of priority cycle paths that are deemed to correspond to 
good (green) quality. This is basically a halving compared to the
previous seasons in 2017/18 (17) and 2015/16 (15).

• 24% (10) of the 42 municipalities are deemed to have less good
(yellow) quality for the operation and maintenance of priority cycle 
paths. This is a decrease compared to the previous seasons 2017/18 (16) 
and 2015/16 (13).

•   57% (24) of the 42 municipalities are deemed to have a low level (red) 
quality. This is more than a doubling of low-quality municipalities
compared to the 2017/18 season (9) and also a significantly higher 
proportion compared to the 2015/16 season (14)
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Figure 33.
Percentage of municipalities that have good, less 
good and low quality of operation and 
maintenance of priority cycle paths, 2019/2020. 
Source: Swedish Transport Administration.
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Analysis and discussion
The previous development between the 2015/16 and 2017/18 seasons was 
very positive for the 42 municipalities that responded to the survey in 2016, 
2018 and 2020. The proportion of municipalities with good and less good 
quality for the operation and maintenance of priority cycle paths increased 
at that time. Judging by the latest measurement for the 2019/2020 season, 
the positive trend has been broken, and the measurement now shows a 
significantly lower proportion of municipalities with good and less good 
quality. Although it is difficult to compare with the outcome for the 2013/14 
season, because the surveys were not identical, the result for the 2019/2020 
season seems to have fallen back to the same level as in 2013/14. 

The increase in quality between the 2015/16 and 2017/18 seasons mainly 
consisted of several municipalities moving from low to less good quality. 
The deterioration that can now be observed between the 2017/18 and 
2019/20 seasons shows that 40% of municipalities, 17 out of 42, have gone 
from good or less good quality to low quality. 

The negative change indicated by the 2020 poll is surprising. One 
explanation could be that several of the 42 municipalities have not answered 
all the questions and thus received lower scores. However, a review of the 
answers does not indicate that such a systematic error occurred for the 
2020 survey. They have answered the questions but given different answers 
than previously, answers that have given lower scores in several cases. 
Another reason could be that a new administrator at the municipality makes 
a different assessment than a previous administrator has done. It cannot 
be precluded that this type of effect exists in the material, but it can hardly 
explain the large and unilaterally negative differences in results between the 
2018 and 2020 surveys. Against this background, there is reason to assume 
that the results of the 2020 survey mainly reflect a real change. 

The positive change between the 2015/2016 and 2017/2018 seasons, as 
previous analyses have shown, was mainly due to a change in the actual 
situation in terms of standard requirements and quality assurance of the 
operation and maintenance of priority cycle paths. Similarly, there is reason 
to believe that the negative trend now identified between the 2017/2018 and 
2019/2020 seasons is also mainly due to a change in actual circumstances. 

At an aggregated level, the results of the 2020 survey show that the 
deterioration among some of the 42 municipalities mainly concerns 
requirements that affect quality assurance and standard requirements 
for bareland maintenance. However, deterioration has also occurred 
in the standard requirements for winter road maintenance and gravel 
removal. Examples of changes in quality requirements are sparser 
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intervals for operational meetings with the operator and lower self-checks 
requirements. In relation to bareland maintenance, there may be lower 
standard requirements and longer response times. However, it is difficult
to find rational explanations as to why the requirement levels should
have been lowered in several municipalities between the 2018 and 2020 
measurements. Possible explanations could be budget savings and an 
ambition to set realistic requirements that the municipality can meet.

High standard requirements for winter road maintenance and gravel 
removal are perhaps the single most important areas in terms of cyclist 
safety. In these areas, the trend has been both positive and negative when 
comparing the 2017/2018 and 2019/2020 seasons.

The proportion of municipalities that have a requirement of a maximum of 
3 cm as the starting criterion for snow removal in case of ongoing snowfall 
has increased, from 60% (25) in the 2017/2018 season to 71% (30) in 2019/
2020. About 40% of municipalities have specified that the snow removal 
must be completed by 7 a.m. for both seasons (17 and 15 municipalities, 
respectively). The proportion using waste salting as a method for snow 
removal and anti-slip has decreased from 45% (19) in the 2017/2018 season 
to 38% (16) in the 2019/2020 season. Only 12% (5) performed some kind of 
industrial sweeping during the winter and spring of the 2017/2018 season, 
while the corresponding figure for the 2019/2020 season was 7% (3).
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2.11  Systematic road safety management in line with 
ISO 39001

— 2018
Target year 

2020 Target achieved

Systematic road safety 
management in line with 
ISO 39001

— — — Not measured

The review of management by objectives in 2016 found that the impact 
of the management by objectives on the individual stakeholder is greatly 
influenced by how systematic the stakeholder's safety work is. The 
international standard for road safety management systems, ISO 39001 is 
an important tool for providing support and opportunities for 
organisations to work systematically with road safety.

ISO 39001 affects and applies to all organisations that wish to improve road 
safety, regardless of the type, size and product or service they provide. The 
standard specifies requirements for road safety management systems that 
enable an organisation, which interacts with the road transport system,
to reduce the number of fatalities and serious injuries. The requirements of 
the standard include the development and introduction of an appropriate 
road safety policy and the establishment of road safety objectives and action 
plans, taking into account legal requirements and other requirements to 
which the organisation is bound.

Companies and organisations can choose different approaches to ISO 39001. 
They can be certified according to ISO 39001 or apply the standard and its 
systematics without being certified. However, awareness of the standard and 
the decisions taken to implement it are still relatively low.

By working with leading the overall collaboration in road safety, ISO 39001 
can be made more well-known both among purchasers and transport 
providers.

The Stockholm Declaration calls on private companies to contribute to the 
achievement of the road safety-related sustainability goals, by applying the 
principles of the Vision Zero throughout their value and logistics chains
and by making road safety part of their sustainability reporting. Public 
stakeholders and businesses are also encouraged to procure safe and 
sustainable transport services and vehicles. For this reason, it is of the 
utmost importance to continue to follow up and communicate the 
application of ISO 39001 or similar systematics.
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3 External factors 

This chapter presents some external factors that may be important to 
consider before interpreting the development of the number of injured
and fatalities as a result of the road safety management carried out. The 
term external factor as used herein means a factor that affects road safety, 
but which is beyond what can be influenced by the actual road safety 
management. Some external factors may have a direct impact on road 
safety, such as the weather. Other factors, such as the age structure of the 
population and the economic cycle, affect the composition of different 
means of transport, which in turn has an impact on the development of the 
number of fatalities and injuries in road traffic. Different external factors 
also affect the development of the number of fatalities and injuries over 
different periods (short or long term). Both the economic cycle and the age 
structure of the population generally change relatively slowly and give rise 
to a change in composition in medium time cycles (approximately 5-
10 years). The weather gives rise to seasonality but can also have an impact 
in the very short term (e.g. temporary slipperiness) and in the long term 
(e.g. climate change).

In 2020, the COVID-19 pandemic was also added as a significant external 
factor. Restrictions and recommendations due to the pandemic have 
affected traffic volume (total number of kilometres driven). Table 2 shows 
how traffic volume has changed between 2019 and 2020 on the state road 
network, based on the places where the Swedish Transport Administration 
continuously measures the number of passing vehicles. The results show 
that there is a big difference between light and heavy vehicles, overall 
traffic volume is estimated to have decreased by 9.9% for light vehicles and 
1.5% for heavy vehicles. There is also a difference between road categories. 
For light vehicles, there is a much greater reduction on European and 
arterial roads than on primary and other county roads. For heavy-goods 
vehicles, a statistically significant change can be seen only on European 
roads.

Table 2:
Relative change (%) in traffic volume on 
state roads in 2020 compared to 2019. 
The interval indicates confidence intervals 
with a 95% confidence rate.

Road category Light vehicles Heavy goods vehicles

European roads –12.5 ± 2.3 –4.0 ± 1.0

Arterial roads –14.1 ± 5.9 –1.5 ± 1.9

Primary county roads –4.2 ± 4.3 -0.1 ± 4.9

Other county roads -4.7 ± 4.2 2.1 ± 4.7

All road categories -9.9 ± 2.0 -1.5 ± 1.4

Source: Change in traffic volumes (Swedish Transport Administration)8

8 https://applikation-pt.trafikverket.se/ID76/trafikarbetetsforandring.html

https://applikation-pt.trafikverket.se/ID76/trafikarbetetsforandring.html


ANALYSIS OF ROAD SAFETY TRENDS 2020 57

The difference in traffic volume between 2019 and 2020 varied in size in 
different months, see Figure 34. The biggest decline was in April, with a 
reduction of about 22%. Thereafter, traffic volumes gradually returned
to 2019 levels up to September and October. In November and December, 
traffic was about 13% lower than in 2019. In terms of heavy goods traffic, the 
biggest decreases occurred in April, May and June, while traffic increased 
compared to 2019 in March, September, November and December.

Figure 34.
Relative change in traffic volume per calendar 
month for 2020 compared to 2019, for light
and heavy goods vehicles on the state road 
network. The error bars indicate a confidence 
level of 95%

Source: The Swedish Transport Administration
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Car traffic in the largest cities also decreased in 2020 compared to the 
previous year. In Stockholm, car traffic decreased by approximately
7% based on the average number of passages on weekdays at toll stations to 
Stockholm city centre ( 6.30 a.m. - 6.30 p.m.)9. In Gothenburg, car traffic is 
also followed at toll stations. In the congestion tax zone, the number of 
passages during weekdays decreased by 6% (City of Gothenburg, 2021). 
Measurements in the central parts of Malmö during October showed that 
car traffic during weekdays had decreased by an average of 7%10.

It can be noted that the number of registered passenger cars in traffic 
increased by about 1% in 2020. The decrease in car traffic is therefore not 
due to fewer cars in traffic, but to the fact that cars have been driven 
shorter distances.

The development of traffic volume for different types of vehicles from 1996 
onwards is shown in Figure 35. The dominant group is passenger cars; 
despite the decrease in 2020, passenger cars account for about 80% of the 
total traffic volume on Swedish roads. Based on the development from the 
target year 2007 to and including 2019, traffic volume for light goods 
vehicles has increased the most, by 30%. Passenger car traffic has increased 
by 7% and heavy goods vehicles have decreased by 2%. Traffic volume of 
motorcycles was relatively high in 2007 and has since decreased by 22%. 
For buses, there has been an increase of 7%. Taking into account the 
preliminary values for 2020, both passenger car traffic and heavy goods 
vehicle traffic have decreased by 4% compared to 2007.

9 http://miljobarometern.stockholm.se/trafik/motorfordon/trangselskattesnittet/efter-norra-lanken/table/
10 Personal communication: Stephanie Judge, City of Malmö.

http://miljobarometern.stockholm.se/trafik/motorfordon/trangselskattesnittet/efter-norra-lanken/tabl
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Although traffic volume for motorcycles has decreased between 2007
and 2019, the number of motorcycles in traffic has increased every year
(as of June 30) over the same period, with an overall increase of 13%.
Between 2019 and 2020, registrations increased by a further 1.4% and on 30 
June 2020 there were approximately 328,000 motorcycles in traffic. The 
number of Class I mopeds in traffic increased by 7% between 2019 and 2020, 
from about 123,000 to about 131,000. During the whole period from 2007, the 
number has varied quite a lot; the year 2009 saw the highest number of 
registered mopeds in traffic (135,000) and 2015, the lowest (103,000). Data 
from the vehicle register also show that since 2012 there are more non-
registered mopeds than mopeds in traffic (as of 30 June). In 2020, there were 
approximately 182,000 non-registered mopeds.Figure 35.

Traffic volume by vehicle type, 1996-2020. 
Please note that the traffic volume for 
passenger cars is shown on the right y-axis. 

Source: Transport Analysis.

*Data for 2020 are preliminary and have 
been estimated with the Swedish Transport 
Administration’s change factors for light 
(passenger cars) and heavy vehicles (heavy 
goods vehicles). For light goods vehicles, 
motorcycles and buses, there is no 
estimate.
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The overall bicycle traffic volume and changes thereof are difficult to 
estimate, as there are no national observational measurements. However, 
some data is available. For example, the three largest cities in Sweden 
conduct relatively extensive measurements. The measurements are usually 
made annually, but in 2020 no measurements were made in Malmö. In 
Gothenburg, it was estimated that cycling increased by approximately
8% in 2020 compared to 2019 (City of Gothenburg, 2021). In Stockholm, 5-
year averages are reported, and here too an increase in cycling has been 
seen. The increase was approximately 5% between the periods 2015-2019 
and 2016-202011 (this is calculated on the inner city zone).

Total sales of bicycles increased by approximately 5% between the periods 
2018/2019 (1 September - 30 August) and 2019/2020, according to the 
Bicycle Industry's market estimate. The increase was preceded by a few 
years of decrease in sales. In total, approximately 545,500 bicycles were sold 
during the period 2019/2020, of which approximately 96,000 (18%) were 
electric bicycles. Sales of e-bicycles peaked in 2017/2018 (when the e-bicycle 
premium was introduced) with approximately 103,000 bicycles sold and 
then decreased to about 86,000 in 2018/2019, but has now increased again.

The age composition of the population also affects road safety, as people
of different ages choose different means of transport and exhibit different 
behaviours (for example, risk-taking). The physical ability to cope

11 Data has been obtained from Per Karlsson at the Traffic Section, Stockholm.
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with a crash also varies with age. Figure 36 shows the change in age 
composition between 1996 and 2020. The change between different age 
groups is very slow, but it can be seen that the age group 75 years and older 
has increased compared to the other groups between 2019 and 2020, while 
the groups 18-24 and 65-74 have decreased slightly.

Compared to 2007, there has been a certain shift towards the older age 
groups, but the difference is not very significant. The 65-74 age group has 
increased the most, by 1.7 percentage points, and the group 45-64 has 
decreased the most, by 1.5 percentage points. Overall, the population increased 
by around 13% between 2007 and 2020. The increase can be seen in all age 
groups except 18-24 years; this group increased up to and through 2012 but 
then decreased again and is now at the same level as in 2007.

The age group most at risk of fatality in traffic is the over-75s, and this 
applies even if allowance is made for the distance travelled or the size of the 
population (Transport Analysis, 2020). The higher risk of fatality among 
the elderly may be due, among other things, to the fact that they are more 
fragile and that they often move as unprotected road users. The second 
most at risk group is those between 18 and 24, and in this case primarily the 
men are responsible for the high risk. The proportion of over-75s increased 
from 8.7 to 9.6% between 2007 and 2020, which may have contributed to 
more fatalities. However, the proportion of people aged 18-24 has decreased 
over the same period, from 8.8 to 7.8%, which may compensate somewhat 
for the increasing proportion of older people. The group least likely to die 
in road traffic are people aged 0-17. The proportion of people in this group 
was the same in 2007 as in 2020.

Figure 36. 
Age distribution of the population, 1996-2020. 

Source: Statistics Sweden
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Experience from several countries shows that there is a link between
the number of road fatalities and economic development. A downturn in
the economy is often followed by a decrease in the number of fatalities 
(Irtad, 2015). To some extent, the correlation may be due to a decrease
in travel during a recession, but this is not the whole explanation. There 
are several hypotheses about the relationship between economic cycles 
and road safety, and most relate to changes in travel patterns. There are 
probably several factors that can affect road safety in different directions, 
so it is very difficult to determine any causal relationship.
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In 2020, the economic situation varied greatly due to the COVID-19 
pandemic. Even before the pandemic, the Swedish economy was in
a slowdown phase. In the second quarter of 2020, there was a sharp 
slowdown as a result of the pandemic. This was followed by a recovery 
in the third quarter, which was then broken at the end of the year when 
the second wave of contagion occurred12. The National Institute of 
Economic Research also forecasts a continued deep recession and high 
unemployment in 2021.

The size of unemployment is often used as a measure of economic 
development when studying the correlation with road safety. Figure
37 shows the Swedish Public Employment Service's statistics on the 
proportion of people who are openly unemployed or who participate in 
any activity support programme. Unemployment increased from an annual 
average of 5.5% in 2019 to 6.9% in 2020. This means that unemployment is 
back to the same level as in 2010. The high unemployment rate at that time 
was a consequence of the global financial crisis that occurred in 2007-
2008. Based on previous causal relationships, the high unemployment rate 
in 2020 could be favourable for road safety.

Figure 37.
Percentage of unemployed persons, annual 
average 1996-2020.

Source: Swedish Public Employment Service.
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12 Economic situation December 2020. https://www.konj.se/publikationer/konjunkturlaget/konjunkturla-
get/2020-12-17-aterhamtningen-bryts-tillfalligt.html
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The weather can have a major effect on traffic during short periods and
in limited places, for example during occasional downpours or in case of 
slipperiness. However, it is very difficult to investigate the impact of such 
temporary and local weather phenomena on road safety and how much it 
affects national statistics. However, in the winter season, it has been seen 
that winter road conditions and low temperatures lead to reduced traffic 
and lower speeds. Winters with heavy snowfall bring a large amount of 
snow to the side areas of the roads, leading to fewer severe single car 
crashes. These effects could be seen in 2010 and 2011, which were snowy 
years. The weather can also affect exposure to different modes of travel, 
perhaps mainly in the case of cyclists and motorcyclists, for example, 
reducing cycling during precipitation and cold weather. In 2020, there was 
very little snow in the southern parts of the country where most of the 
traffic volumes occur. This may have contributed to worse conditions for 
road safety in terms of car traffic compared to snowy years. Otherwise, 2020 
was warmer than normal throughout Sweden13. However, May and July 
were the relatively coldest months (cooler than normal), which may have 
affected exposure to cycling and motorcycle traffic.

Due to the COVID-19 pandemic, there have been major changes in external 
factors between 2019 and 2020, especially in terms of traffic volume and the 
economic cycle. Based on what we know since previously about the impact 
of these factors, the changes should have contributed positively to road
safety. However, because the situation has been so special, it is difficult to 
know to what extent previous correlations are also relevant for 2020.

13 https://www.smhi.se/klimat/2.1199/aret-2020-rekordvarmt-ar-1.166700

https://www.smhi.se/klimat/2.1199/aret-2020-rekordvarmt-ar-1.166700
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4 Number of fatalities and
seriously injured

4.1 Fatalities
A road traffic crash is, as defined in accordance with official statistics,
"a crash which has occurred in traffic on a road commonly used for the 
carriage of motor vehicles, in which at least one vehicle has been involved in 
motion and which has caused personal injury". Pedestrians killed in road 
traffic not involving vehicles in motion, i.e. pedestrian falling, are therefore 
not included in official statistics. A person who has died within 30 days as a 
result of the crash is considered to have died in a road traffic crash.

Suicide has previously been included in Sweden's official statistics on road 
fatalities by definition. However, the task of Transport Analysis is to report the 
number of suicides separately from 2010 onwards. As of 2010, suicides are thus 
excluded from the official statistics on fatalities in road traffic crashes. As a 
result, the statistics from 2010 onwards are not fully comparable to previous 
years. In 2010-2012, the method of determining suicide was developed, 
which is a contributing factor in relation to the increase in the number of 
suicides assessed during that period. As of 2012, this method was adopted 
(Swedish Transport Administration 2014) and it shows that suicide accounts 
for about 10% of the number of traffic fatalities. In 2020, there were 23 
suicide fatalities.

The Swedish Traffic Accident Data Acquisition (STRADA) is used as a 
source for fatalities and injuries based on data from the Police and 
emergency hospitals.

Development and progress towards the 2020 target
Average

2006-2008 2020
 Target year 

2020 Target achieved

Number of
fatalities 440 204 220 Yes

In May 2009, the Swedish parliament set an interim target for progress on 
road safety: a halving on the number of fatalities, to a maximum of 220, by 
2020. The target level is based on an average of the number of fatalities in the 
years 2006-2008, which was 440 persons including suicide. Due to the 
exclusion of suicides from 2010 onwards, we make comparisons in the
number of fatalities based on the baseline, but with a reporting the number of 
suicides for each year since 2010 separately. In addition to the national
interim targets, there is an EU-level interim target of halving the number of 
road fatalities between 2010 and 2020. This corresponds to a stricter interim 
target of no more than 133 fatalities.

In 2020, 204 people died in road traffic, see Figure 38. Compared to 2019, 
this represents a decrease of 17 people, which corresponds to a decrease of
8%. In addition, 23 people died by suicide in 2020. Suicides decreased by 13 
persons compared to 2019, which corresponds to a decrease of
36%. The number of road fatalities per year between 2010 and 2020 has 
averaged 266 persons excluding suicides and for 2020 it is by far the lowest 
for the decade, and probably the lowest ever since the World War II.
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Figure 38.
Number of fatalities in road traffic  2006-2019 

and  required development to 2020. 

Source: Swedish Transport Agency.
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Figure 38 also shows the required development based on the EU target. 
The figure shows that the number of fatalities is well above the target of a 
maximum of 133 fatalities by 2020.

Road user category
In 2020, the number of fatalities decreased in most road user categories 
excluding drivers (as shown in Figure 39) compared to 2019. Car occupants 
are a collective term that includes people travelling in passenger cars, buses 
and goods vehicles. The number of car occupants, pedestrians and 
motorcyclists killed in 2020 was the lowest compared to previous years.

The single largest group of fatalities are historically passenger car 
occupants. In 2020, 106 passenger car occupants were killed, which is a 
decrease by 3 persons or 4% compared to 2019, when 103 died. The number 
of passenger car occupants killed has fallen sharply from the period 2006-
2008, when an average of 280 passenger car occupants per year died.

Figure 39.
Number of fatalities by road user category 
2006-2020. As of 2010, suicide is not included 
in the statistics for fatalities in road traffic.
*Car refers to passenger car, goods vehicle and 
bus. 
Source: Swedish Transport Agency.

Values can be found in annex, page 91.
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During 2020, 16 people were killed on Swedish roads. Of these, 15 were 
killed in light goods vehicles, which is 10 fewer than in 2019. In the last ten 
years, 2 to 6 persons have been killed each year while travelling in heavy 
goods vehicles. During the same period, an average of about 43 road users 
per year were killed in collisions with heavy goods vehicles. In 2020, the 
share of the total number of road fatalities was 10% (see Figure 40).

Figure 40.
Number and percentage of road users killed 
in a crash where a heavy goods vehicle was 
involved 2006-2020.
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The number of fatalities on motorcycles decreased by 1 person from 2019 to 
2020, from 29 to 28. The number of motorcyclists killed has generally been 
around 40 persons annually, and the outcome in 2019 and 2020 stands out. 
The proportion of fatalities in motorcycle crashes in the total number
of fatalities has not changed since 2006, and it has remained at roughly the 
same level, around 11%, but the number has decreased (see Figure 41).

Figure 41.
Number and percentage of road users 

killed in motorcycle crashes, 2006-2020.
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No bus passenger or bus driver has been killed in the last three years.

In 2020, 18 cyclists and 25 pedestrians were killed in road traffic. For 
pedestrians, the number of fatalities is the lowest during the target period. 
About 35 per cent of pedestrians and cyclists are killed outside urban areas. 
These proportions have not changed significantly over time.
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Crash type
All crash types excluding single vehicle and bicyclist/mopedist hit by
motor vehicle decreased (as shown in Figure 42) from 2019 to 2020. Longer 
comparisons indicate that fatalities in collisions between vehicles for 2020 
are comparable to those in 2010-2017, but over time a decrease in collisions
of pedestrians and cyclists is seen. The number of fatalities in single vehicle 
crashes in 2020 has increased slightly compared to 2019. In the last 10
years (2010-2019), an average of 85 people were killed annually in single 
vehicle crashes, whilefor 2020 the number was 71 (suicides excluded).

Figure 42.
Number of fatalities by crash type 2006-2020.

As of 2010, suicide is not included in the statistics
for fatalities in road traffic.

Source: Swedish Transport Agency.

Values can be found in annex, page 91.
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Figure 43.
Number of fatalities by road authority 2006-
2020.

* As of 2010, suicide is not included in the 
statistics for fatalities in road traffic.

Source: The Swedish Transport Administration’s 
in-depth studies.

Road authority
The majority of fatalities occurred on the state road network, 139 persons 
or 68% of those killed, see Figure 43. Compared to 2019, the number of 
fatalities has decreased on the state road network but not on the 
municipal and private road network.
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In 2016-2019, the number of fatalities in single vehicle crashes on the state 
road network has been around 70 annually, but decreased to 57 in 2020. 
Figure 44 shows how the number of fatalities on state roads is distributed 
according to different speed limits. The number of fatalities remains highest 
on roads with a speed limit of 70 to 90 km/h. Compared to the average
for the years 2006-2019, we are seeing a large decrease in the number of 
fatalities in 2020 on roads with a speed limit of 70 to 90 km/h followed by
on roads with a speed limit of 60 km/h or less (39% followed by 36%).

Figure 44.
Number of fatalities on the state road 
network 2006-2020 by speed limit. Suicide is 
excluded from the statistics on fatalities from 
2010.

Source: Swedish Transport Agency.

Values can be found in annex, page 91.
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On the municipal road network, it can be noted that the number of 
pedestrians killed in collisions with motor vehicles is equal to the number 
of fatalities in single motor vehicle crashes (15 fatalities). Three out
of four pedestrians killed in collisions on the municipal road network
are aged 65 or over.
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Age

In 2020, the number of fatalities among children aged 0-17, adolescents 
aged 18-24 and those aged 45-64 increased compared to 2019, which differs 
from the clear decrease we are seeing over time among the groups. By 
comparison, in 1989, 114 children were killed in traffic, almost ten times the 
number of children killed in 2020. The 18-24 age group has traditionally 
been overrepresented among fatalities, and we are also seeing this in 2020 
in relation to the population. Comparing individual years during the target 
period, we can see that the largest decrease in number was among road 
users aged 25-44 and 65 and over.

Figure 45.
Number of fatalities by age group 2006-2020. 
Suicide is excluded from the statistics on 
fatalities from 2010.

Source: Swedish Transport Agency.

Values can be found in annex, page 91.
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Gender
Historically, three quarters of all road traffic fatalities are men. Among the 
number of motor vehicle drivers in fatal crashes, the male over-
representation is even greater. Between 2010 and 2019, almost 85%
of all motor vehicle drivers involved in fatal crashes were men. The share 
was even higher in 2020, i.e. 88%.

Analysis and discussion
In 2020, 204 people were killed in road traffic according to the definition 
of road traffic crashes, including 23 suicides, which means a decrease of 
48% compared to the baseline. Compared to 2019, this is a decrease by 17 
persons or 8%.

For comparisons between single years, it is necessary to distinguish
between randomness, external factors and road safety-related conditions
in the system that change at different speeds. In its annual analysis, the 
analysis team tries to measure and analyse as far as possible changes in 
relevant external factors and road safety-related conditions and relate it to 
the outcome of the number of fatalities and serious injuries. We can see that 
the conditions that affect safety more directly in the system, and which we 
can systematically influence, generally change relatively slowly over time. 
This means that changes in these conditions are highly unlikely to explain 
the wide variation in the number of fatalities between 2017 and 2020.
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External factors, which can vary to varying degrees year after year, are 
described in the external factors chapter. In general, there were very small 
changes in external factors between 2018 and 2020, so these should have had 
only a minor impact on the outcome of the number of fatalities and serious 
injuries.

For 2020, however, the COVID-19 pandemic had a major impact on traffic 
growth and Sweden's economy, which may to some extent have had a 
positive impact on road safety. There was an annual decrease of 8.9% ± 1.9% 
in the total traffic volume in 2020 compared to 2019. The reduction is 
greater on European and arterial roads. However, this cannot explain the 
entire reduction in road traffic fatalities that we saw in 2020. There have 
been individual years with similar circumstances as in 2020, but none where 
the number of fatalities has been so low.

If we compare the variations in the outcome of the number of fatalities with 
the corresponding outcome for the number of seriously injured, especially
in motor vehicle crashes, we do not see the same large variations between 
different years, but rather a relatively constant decrease over the period. 
One likely explanation is that the safety of the road transport system has 
constantly improved, in particular as regards passenger car safety, the safety 
of infrastructure and the safety of vulnerable road users in urban areas
(in terms of fatalities). To date, it has been difficult to discern the impact
of these improvements on the outcome of the number of fatalities in the 
period 2010-2020. This is partly due to the impact of chance, and partly to 
the effects of the positive economic development for road safety and the 
COVID-19 pandemic that are having a specific effect on 2020.

In other respects, some patterns that have been observed in the past 
continue to be visible in this year's statistics. Road users who are killed in 
traffic are getting older and older passenger cars remain overrepresented. 
Fatalities involving heavy goods vehicles halved in 2020 compared to 2019, 
both in number and as a proportion of all other road user fatalities in other 
crash types.

On the other hand, we do not see the sharp decrease in traffic volume 
changes for heavy-duty vehicles that we are seeing for light vehicles. 
Motorcyclists remain greatly overrepresented in road traffic fatalities 
statistics. The number of motorcyclists killed in 2020 is almost the same as 
in 2019, despite an 8% reduction in the total number of fatalities. Over time, 
there is also no change in the proportion of motorcyclists killed of the
total number of fatalities.
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4.2 International comparison
With nearly 1.9 fatalities per hundred thousand inhabitants for 2020, Sweden's 
roads are among the safest per capita in Europe and other comparable nations 
ever. In recent years, only Norway has had a level of fatalities that is lower than 
Sweden's. Preliminary statistics on the number of fatalities are available for the 
Nordic countries in 2020. Figure 46 shows the number of fatalities per 100,000 
inhabitants since 2007, for the four Nordic countries.

We see a long-term reduction in fatalities for all Nordic countries during the 
period, although Finland increased slightly in 2020. In Denmark, we are 
again seeing a decrease in 2020 after the increase in 2019.

In 2020, Norway reached a new low in relation to the proportion of road 
fatalities, from a situation where between 2017 and 2019 levels were around 
two fatalities per hundred thousand inhabitants.

Figure 46.
The number of road fatalities per 100,000 
inhabitants in the Nordic countries in 2007-2020. 
Source: Statistics Norway, Statistics Finland, the 
Danish Road Directorate and the Swedish 
Transport Agency.

*Preliminary values for 2020 for Denmark, Finland 
and Norway.
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When compared to the official statistics of other European countries on 
fatalities in 2019, we can see that Sweden has continued to perform well in 
terms of per capita fatalities. As mentioned earlier, only Norway has a 
lower rate of fatalities. (see Figure 47).
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Figure 47.
International comparison, road traffic 
fatalities in 2019 per hundred 
thousand inhabitants per year.

Source: ETSC Safety report 2019
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The decrease in the number of fatalities is visible historically not only in the 
Nordic region. Figure 48 shows the number of road traffic fatalities per 
capita in major OECD countries. We see that the safety development
in Sweden has followed the UK very closely. Germany, Australia and Japan 
are also seeing a similar decline, albeit from a higher original level. Among 
compared countries, the US differs with a not as positive trend as the
others, and also with a higher starting level than the other countries.

Figure 48.
Development of the number of fatalities per 
100,000 inhabitants per year in road traffic in 
Sweden and major OECD countries. 

Source: ETSC, IRTAD.
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4.3 Seriously injured
Seriously injured is defined as a person who has suffered an injury in 
connection with a road traffic crash resulting in a permanent medical 
impairment of at least 1%. Permanent medical impairment is a term used by 
insurance companies to assess disabilities, regardless of cause. However, one 
problem with using the measure of medical impairment is that there is often 
a long time between injury and confirmed disability. Since 2007, therefore, a 
method has been used to forecast the number of people with medical 
disabilities. The method is described in Berg et al. (2016). An injury is 
considered very serious if it causes a 10% permanent medical impairment or 
more.

STRADA is used as a source for seriously injured persons and is based on 
data from the Police and emergency hospitals. The number of seriously 
injured is calculated based on all injuries reported by the medical services 
and arising in traffic. This is because it is only possible to forecast the 
number of seriously injured through medically assessed injury information.

Healthcare reporting to STRADA is not mandatory and the reporting 
frequency may be affected by factors such as work routine changes, staff 
turnover and workload. Therefore, in order to follow up over time, 
adjustments may be required in some cases to compensate for these losses 
(Fredlund 2016). Before 2015, not all emergency hospitals were connected to 
STRADA and therefore adjustments were previously made for this type of 
loss. A comparison of reports between healthcare and police indicates that,
in general, there has been a further increase in losses between 2017 and
2020. For 2020, the loss is greater than usual, which can probably be 
attributed to the COVID-19 pandemic where healthcare has been
burdened and re-prioritized its work. Although the outcome for 2020 has 
also been adjusted for this, the change should be interpreted carefully over 
time.

Pedestrians who have fallen over and injured themselves in the traffic 
environment are not included in the definition of road traffic crashes 
because no vehicle is involved. However, every year many pedestrians are 
seriously injured in road transport systems in falls and they are therefore 
reported overall in this section.

Development and progress towards the 2020 target

2007 2020
 Target year 

2020 Target achieved

Number of seriously
injured in traffic 

5,400 3,600 4,100 Yes

The Swedish parliament interim target for seriously injured persons in 
road traffic means that the number of seriously injured must be reduced 
by at least a quarter between 2007 and 2020. In the 2016 infrastructure 
bill Infrastructure for the future, the government set a maximum of 4,100 
seriously injured in 2020, thus becoming the basis for the analyses of 
seriously injured in this report.

For 2020, the number of seriously injured is estimated at almost 3,600, see 
Figure 49. This represents an average annual decrease of 3.6% from 2006-
2008 to 2020.
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The figure includes a 95% confidence interval showing the degree of 
uncertainty in the forecasts for the number of seriously injured for each 
year (Forsman et al. 2016). The confidence intervals are small, which 
shows that the method for calculating the number of seriously injured is 
relatively safe. However, the intervals do not take into account data loss, 
which means uncertainty beyond that shown in the chart, even though 
adjustments have been made for undercoverage, i.e., hospitals that 
previously did not register injuries in STRADA.

The outcome for seriously injured persons is below the line of required 
development and in line with the target of a maximum of 4,100 seriously 
injured by 2020. The analysis team can state that the interim target for 
2020 has been reached.

Figure 49.
Estimated number of seriously injured in 2006-
2020 and required development to 2020. The 
error bars indicate the uncertainty in the forecast  
but do not take into account loss of data.

(The outcome for the years 2015-2020 has been 
adjusted for loss of data.)

Source: Swedish Transport Agency.
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Figure 49 shows that the number of seriously injured would be close to 
5,500 if pedestrian single falling over were included. A large proportion 
of pedestrian falls occur during the winter period. The winter
of 2019/2020 was mild and, combined with the restrictions imposed 
during the year specifically for the elderly, can explain why we are seeing 
a relatively low number of seriously injured pedestrians in 2020. In some 
winter months, the number of pedestrians seriously injured in falls may 
be twice as high as the number of people seriously injured in road traffic 
crahes.
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Road user category
Figure 50 shows the development of the number of seriously injured by 
category of road user. It is clear that the decrease in serious injuries in 
recent years is not the same for all road user categories. According to our 
measurements, the number of seriously injured passenger car occupants 
has continuously decreased, while the number of seriously injured cyclists 
has increased slightly in 2020. For 2020, we are seeing the lowest number 
of seriously injured passenger car occupants since the measurement 
period began. However, the figures should be interpreted with caution as 
there are indications that this may be partly due to increased loss of data.

Figure 50.
Estimated number of seriously injured in 
2006-2020 by road user category.
2015-2020 adjusted for loss of data.

Source: Swedish Transport Agency.

Values can be found in the Annex, page 92.
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Half of those seriously injured in 2020 were injured on the municipal road 
network, and a quarter on the state road network. However, there is a
great deal of difference between different road user groups, see Figure 51.
In general, the proportion of seriously injured on municipal roads and 
streets has increased since the measurement period began. This is because 
the number of seriously injured cyclists does not show the same positive 
development as that for passenger car occupants. The proportion of 
seriously injured on municipal roads has decreased over the same period 
for passenger car occupants.

Figure 51.
Estimated number of seriously injured in 2020 
by road user category and road authority. 
Source: Swedish Transport Agency.

Values can be found in the Annex, page 92.
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Crash type
Figure 52 shows the crash types in which different groups of road
users are injured. The crash types that more often result in serious injuries 
differ from fatal crashes. Among other things, single vehicle crashes
involving bicycles and rear-end collisions involving cars as two major groups 
that together result in almost half of the number of serious injuries. These 
crashes are frequent, but rarely result in fatality. The distribution of
seriously injured by road user group and crash type in 2020 shows similar 
patterns as in previous years. The reduction in serious injury among 
passenger car occupants during the target period is largely due to a 
reduction in the number of single vehicle and rear-end crashes. Head-on 
crashes have also decreased during the period.

Figure 52.
Estimated number of seriously injured in 2020 
by road user category and crash type.

Source: Swedish Transport Agency.

Values can be found in the Annex, page 92.
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If pedestrians falling, without vehicles involved, in road environments 
were to be included, this would be the most common type with serious 
injuries. Figure 53 shows the proportion of seriously injured and very 
seriously injured reported by the healthcare services. Very seriously 
injured are injured who are expected to have a permanent medical 
impairment of 10% or more. In 2020, we are seeing that approximately 
one third of the seriously injured have been involved in each category: 
motor vehicles involved, bicycles without motor vehicles involved and 
pedestrians without vehicles involved. This is different from previous 
years, when we have seen in the past that pedestrians without vehicles 
involved constituted the majority of seriously injured. Serious injuries in 
motor vehicle crashes remain at the same level, but we are seeing a shift 
between the bicycle single and pedestrian single. A similar trend is also 
seen among very seriously injured. This can be explained by the fact that 
the number of seriously and very seriously injured pedestrians without 
vehicles involved is lower in 2020 compared to previous years.
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Figure 53.
Percentage of serious and very seriously injured in 
traffic environment by crash type, including 
pedestrian single 2010-2020.

(2015-2020 adjusted for loss of data).

Source: Swedish Transport Agency.

Values can be found in the Annex, page 93.
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Type of injury
The distribution of seriously injured among different groups of road users 
and severity can be seen in Figure 54. Cyclists and persons travelling
in passenger cars are the groups of road users who make up the largest 
proportion of both seriously injured and very seriously injured. The number 
of very seriously injured passenger car occupants has decreased for 2020 
compared to 2019, although this change would be at least partly due to a 
difference in loss of data. Over the last 10 years, the number of very 
seriously injured passenger car occupants has steadily decreased and 
probably halved or more. On the other hand, the number of very seriously 
injured cyclists has remained virtually unchanged since 2010.
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Figure 54.
Number and percentage of seriously injured 
(left circle) and very seriously injured (right 
circle) by mode of travel excluding single 
pedestrians 2020.

Source: Swedish Transport Agency.

Values can be found in the Annex, page 93.
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Figure 55.
Estimated number of seriously injured in 2020 
by age group.

2015-2020 adjusted for loss of data.

Source: Swedish Transport Agency.

Figure 55 shows the development of seriously injured persons among 
different age groups. We are seeing a decrease during the target period in
all age categories except 2020 where we there is some increase for children 
and adolescents between 0-17 years. A larger decrease from 2007 to 2010 
was seen among teenage children, which is explained by a decrease in the 
number of moped crashes due to rule changes. More than 100 children aged 
0-9 were seriously injured in 2020, compared to the period 2007-2009
when the level was around 170 injured in that group. The most common 
crash type for seriously injured children 0-9 years old is single bicycle 
crashes, which account for 75 to 80% of injuries. Among children
aged 10-17, almost 20% of serious injuries occur in single moped crashes,
15% in crashes involving bicycles, pedestrians or mopeds in collisions
with motor vehicles and around 50% in single bicycle crashes.
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Analysis and discussion
The outcome of seriously injured in 2020 shows a slight shift of seriously 
injured from pedestrians in single vehicle crashes to bicycle crashes without 
motor vehicles involved. In previous years, pedestrians falling over without 
motor vehicles involved made up the majority of seriously injured. A large 
proportion of pedestrian falls occur during the winter period. The winter of 
2019/2020 was mild and, combined with the restrictions imposed during
the year specifically for the elderly, can explain why we are seeing a 
relatively low number of seriously injured pedestrians in 2020.

We are still seeing that the greater reductions in road traffic injuries occur 
among passenger car occupants, particularly in single vehicle crashes and 
collisions with significant crash violence. We are also seeing a reduction in 
injuries as a result of rear-end collisions and head-on crashes. We also see 
among the reported crashes that an increasing proportion of incidents that 
lead to serious injury with long-term consequences (permanent medical 
impairment of at least 1%) are "everyday" crashes, such as falling
when on a bicycle on the way home from work or a rear-end collision while 
commuting by car. One problem is that the data loss among these groups may 
be greater than expected, as ambulances or police are not always called to 
such crashes. There may also be a data loss as in some cases it can take a long 
time for serious consequences of such crashes to be felt, such as whiplash 
injuries. Another group where there may be a major data loss is among falls, 
both among cyclists and pedestrians, with rib fractures as the vast majority 
do not need to seek treatment for this type of injury, according to the 
Medical Information Service (1177, 2021).

The implementation of the Convention on the Rights of the Child into 
Swedish law places further focus on children's rights, where children's right 
to safe mobility is also a sub-area. It can be noted here that children's safety 
in road traffic is generally high in Sweden, and that much of the remaining 
work should be combined with efforts to reduce other urban crashes, in 
particular single bicycle crashes.

Another group, which does not fall under a specific convention but is visible 
in the statistics, is older road users. We see that the proportion of elderly 
people (65 years and older) who are injured in road traffic accounts for
a large proportion. Road safety strategies need to take into account that a 
growing population of elderly people with different physical conditions 
than younger adults will need to make greater use of the traffic system in
the future.

In several analyses since 2015, it has become clear that the rate of loss of 
medical reporting to STRADA varies. When the measure "seriously injured" 
was introduced, it was assumed that high reliability in the number of 
injured would be achieved when all emergency hospitals are connected
to STRADA. The expected changes to healthcare reporting to STRADA in 
2021 mean that it is of the utmost importance to review the updating 
methodology to ensure that we have a new, more robust updating approach.
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5 Conclusions and discussion

General
Although the number of fatalities during the target period has varied 
relatively sharply between certain years and showed a clear plateau in the 
middle of the period, over time we have still been able to see a downward 
trend. This means that the interim target for 2020 has been achieved, both 
in terms of the number of fatalities and serious injuries. The analysis team 
considers that the positive development of a number of safety performance 
indicators during the 2007-2020 target period may explain a relatively large 
part of the achievement of the interim target. This is particularly true for 
safety performance indicators with high road safety potential such as 
average travel speed, traffic volume with safe vehicles, traffic on state roads 
with median barrier where the speed limit is above 80 km/h and the use of 
seat belts.

At the same time, the analysis team notes that even where an indicator
has had a positive development, in some cases it has not achieved the 2020 
target. This may seem somewhat contradictory, given that the interim target 
for the number of people killed and seriously injured has been met.
However, we must be aware that the factors influencing the outcome are 
numerous and that the links between these are complex and in many cases 
unknown and not quantifiable. The management by objectives model, which 
is based on a number of safety performance indicators for different states of 
road traffic with verified impact correlations, often linear, is a relatively 
rough simplification of reality. We measure and analyse these safety 
performance indicators individually while monitoring the development of a 
number of external factors, with the aim of explaining as far as possible the 
outcome of the number of road traffic fatalities in one year. Clearly, we do not 
know and cannot measure all the conditions and external factors that affect 
the outcome of the number of fatalities and serious injuries in road traffic
and therefore there may be additional factors that have contributed to the 
achievement of the 2020 interim targets despite the fact that a number of 
safety performance indicators have not achieved their targets. To that can be 
added the complex interaction that is likely to exist between measured
safety performance indicators which as well as between measured safety 
performance indicators and unknown factors can affect the outcome. It is 
therefore important not only to look at the target level of an indicator,
but also to analyse the development of the indicator over time.

We can see that a number of safety performance indicators have had a 
positive development during the target period, especially those with the 
greatest road safety potential, and that it has played a crucial role in 
achieving the interim target. It is particularly gratifying that the targets for 
the average travel speed indicators on both the state and local road 
networks and the target of the indicator for the proportion of traffic volume 
with safe cars have been achieved because they have a strong impact on
road safety. The same applies to the indicator for the proportion of traffic 
volume with median barrier on roads above 80 km/h on the state road 
network that almost reached the target. The development of these safety 
performance indicators likely explains a relatively large part of the 
achievement of the interim target. At the same time, this development, 
combined with the excessively slow development of other safety 
performance indicators such as bicycle helmet use, safe GCM passages and 
the operation and maintenance of pedestrian and cycling paths, may
explain why the reduction of seriously injured is not evenly distributed 
among different road user categories. The decline is greatest for passenger
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car occupants, while the number of seriously injured cyclists remains 
relatively unchanged over time. It will therefore be important to 
increase engagement on these issues in the continued road safety 
management, especially given that just over half of those seriously 
injured are cyclists, while cycling needs to increase to contribute to the 
sustainability goals.

Speed
The average travel speed on the state road network has decreased by
5.2 km/h in 2004-2020. This is a relatively large reduction which has
been an important part of achieving the interim targets. Of course, there are 
many factors that contributed to the decrease. However, the analysis
team estimates that it is mainly reductions in the speed limit on roads with a 
high risk of injury and the set of road safety speed cameras that have had the 
greatest effect.

During the period 2016-2020, reductions in speed limits were implemented 
on the state road network, where approximately 2,700 km of roads with
90 km/h were reduced to 80 km/h. The speed limits were reduced on
1,210 km of road in 2020, which together with the increased police presence 
in traffic and the introduction of digital order fines can explain the relatively 
large decrease in average travel speed by 1.3 km/h in 2019-2020. Substantial 
reductions were also achieved in 2008 and 2009 when 17,500 km of road 
had a reduced speed limit while the speed limit on 2,600 km of road was 
raised. In 2020, 200 road safety speed cameras were added so that there are 
currently 2,200 road safety speed cameras set up along roads where speed 
compliance is most critical for road safety.

On the other hand, speed compliance on the state road network has 
remained consistently low throughout the target period (approximately 
45%) and the indicator was far from achieving the 2020 target, although we 
could see an improvement of 2.5 percentage points compared to 2019.

A similar pattern can be seen for speed compliance on the municipal road 
network with a reduced average travel speed of 3 km/h during the target 
period mainly due to reduced speed limits, but a relatively constant low 
speed compliance (approximately 65%).

Safe vehicles
The analysis team believes that the development of the indicator for safe 
passenger cars has made a major contribution to achieving the interim 
targets. The share of traffic volumes with passenger cars with the highest 
crash safety rating in Euro NCAP has increased from 20% in 2007 to 82% in 
2020. However, not only the crash safety of passenger cars has improved 
significantly over the target period. Traffic volumes with passenger cars 
equipped with driver support systems in the form of electronic stability 
control (ESC) and seat belt reminders (SBR) has also increased sharply from 
about 35% in 2007 to about 95% in 2020. Nevertheless, the last few 
percentage points of traffic volumes without SBR or ESC are expected to be 
significantly overrepresented in fatal crashes. It is therefore important to 
achieve urgently that 100% of the traffic volume is equipped with these 
systems.

A previous indicator of the proportion of traffic volume with motorcycles 
with anti-lock brakes (ABS) has also had a positive impact on the outcome 
of fatalities and serious injuries. The indicator stopped being reported in 
2016 as ABS became mandatory on new motorcycles in the EU. During
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the target period, traffic volume with motorcycles equipped with ABS has 
been monitored and increased from under 10% in 2007 to almost 70% in 2020.

Seat belt use
The share of people in the front seat wearing a seat belt is high, at nearly
98%. Even if usage falls short of the target level of 99%, there is a positive 
trend throughout the target period, from 96% in 2007 to almost 98% in 2020. 
Much of this increase can be explained by the increased traffic volume of 
passenger cars with seat belt reminders, from 10% in 2005 to 95% in 2020.

Although the target was not achieved in 2020, the positive development has 
had an important impact on the outcome of fatalities and serious injuries.
At the same time, it is important to emphasise that 32% of those killed in 
passenger cars are still not wearing seat belts, and 80% of these people were 
travelling in passenger cars manufactured before 2003. This share is likely to 
decrease as the number of older passenger cars without seat belt reminders 
decreases over time.

Median barrier on roads above 80 km/h
Another indicator that is considered to have made a major contribution to
the achievement of the target, even though it has not achieved the target,
is the share of traffic volume with median barrier on state roads with a speed 
limit above 80 km/h. In 2020, this amounted to 85%. At the same time, it is 
important to point out that the previous target for this indicator was 75%,
but was tightened to 90% in connection with the review of interim targets and 
safety performance indicators in 2016 because it was assessed that this target 
level was within reach with then planned measures.

During the period 2007-2020, median barrier have been applied to 1,650 km 
of roads without median barrier so that there are currently 5,480 km of median 
barrier roads. These roads account for 6% of the road length of the state road 
network but a significant share, 42% of traffic volume. Together with 
implemented reductions in speed limits from 90 km/h to 80 km/h on two-lane 
roads, this has led to an increase in traffic volume covered by the indicator from 
50% in 2007 to 85% in 2020. Although the development has been successful, 
there is still a great deal of work to be done on both the national and regional 
road networks.

Sober drivers
Due to the extensive changes in police work in connection with the 
COVID-19 pandemic, we have determined that data from police checks cannot 
be used for the year 2020. Therefore, no value for the sober drivers indicator 
has been calculated for 2020.

Based on the indicator's previous development and results from the
national road safety survey (Lagercrantz, 2020), the analysis team estimates 
that the level of sober drivers has not improved significantly during the period 
2007-2020. However, while the proportion of people affected in traffic has 
remained relatively constant, the number of fatalities among alcohol-affected 
passenger car drivers or in alcohol-related crashes has decreased at 
approximately the same rate as the total number of fatalities. This suggests 
that the vehicle and infrastructure measures implemented during the period 
have been effective also in relation to those under the influence of alcohol.
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Bicycle helmet use
The use of bicycle helmets has had a positive development during the target 
period, increasing from 27% in 2007 to 47% in 2020. However, since 
bicycling needs to increase in order to contribute to the sustainability goals, 
the development of bicycle helmet use is too slow. In addition, there are 
currently few other effective measures to protect cyclists from injury, 
especially in single bicycle crashes. Therefore, new measures need to be 
developed and implemented quickly in the upcoming target period.

The COVID-19 pandemic
It is difficult to estimate with any certainty the magnitude of the impact of 
the COVID-19 pandemic 2020 on road safety development. It is quite clear 
that some external factors related to the outcome of the number of fatalities 
and serious injuries in road traffic have changed to a relatively large
extent during the year. For example, the traffic volume on state roads has 
decreased by 9% during the year. At the same time, unemployment
has increased from 5.5% in 2019 to 6.9% in 2020. Normally, these changes 
reduce the number of fatalities and serious injuries. At the same time, 
however, we can see that the reduction in traffic has been greater on roads 
with higher levels of safety, such as European roads, compared to roads with 
lower levels of road safety such as roads without median barrier.

Furthermore, there are some indications that the presence of police officers 
has increased in traffic during the year as resources have been reallocated 
from events that require police presence but which could not take place. 
This may have contributed to the reduction in average travel speeds on the 
state road network in 2020.

Another indication of the impact of the pandemic is that the number 
of people aged 65 and over has decreased during the year. This could 
be a consequence of the limited mobility to which the pandemic has 
contributed, in particular for this age group.

The analysis team's overall assessment is that there is much to suggest that 
the pandemic has contributed to a reduction in the number of fatalities and 
serious injuries for 2020, but that the interim targets would probably have 
been achieved even without it. The fact that the outcome was already in 
line with the 2020 interim targets in 2019 provides further support for this 
assessment.

Road safety work towards 2030
In February 2020, the government decided on a new transport policy
interim target for road safety, with the intention to halve the number of 
fatalities and reduce the number of seriously injured by at least 25% by 2030. 
The baseline for the interim target is an average of the outcome in
2017, 2018 and 2019 (266 fatalities and 4,100 seriously injured). In the
context of the Swedish Transport Administration's work to lead the 
collaboration of the overall road safety work, two additional stakeholder-
wide road safety objectives have been adopted, and these objectives should 
be reviewed systematically, like the government's intermediate targets:

• The number of road transport suicides, including bridge jumps, must
decrease between 2020 and 2030

•   The number of seriously injured pedestrians falling over in road traffic 
must decease by 25% between 2020 and 2030



84 ANALYSIS OF ROAD SAFETY TRENDS 2020

The target of reducing the number of suicides in the road transport sector 
may be specified at a later date when additional evidence has been prepared.

The development of road safety work should continue to aim at creating a 
safe road transport system and how the different elements road, driver and 
vehicle interact with each other and with the speeds in such a system. Based 
on what such a system might look like in 2050, the Swedish Transport 
Administration has developed, using analyses of the in-depth studies of 
fatal crashes, scenarios for different combinations of conditions in the road 
transport system that are required for the 2030 target to be achieved. These 
scenarios show how challenging the new interim target is.

• Planned road interventions and future vehicle development are not 
sufficient to reach the 2030 interim target with certainty. Upcoming
vehicle technology has great potential to reduce the number of fatalities 
and serious injuries, but the greatest benefit will only come after 2030. 
Therefore, further interventions must be taken to achieve the targets for 
the number of fatalities and serious injuries by 2030.

• High speed compliance is crucial to achieving the 2030 targets,
especially assuming that traffic will continue to increase.

Today we have a management by objectives model for road safety work
consisting of three main parts; the analysis report, the results conference 
and the position of the Group for National Vision Zero Cooperation - Roads 
(GNS Väg), which forms the basis of the operators' planning of road safety 
interventions in their various activities. Additional elements added during
the period that are considered to be closely related to the target management 
are GNS Väg's collaboration groups and the action plan. Evaluations have 
shown that the model works well in many parts and has, above all, led to 
increased knowledge and consensus in society on the road safety problem. 
The basics of the management by objectives work will therefore continue, 
but some adjustments will be made.

With the help of the scenario work carried out by the Swedish Transport 
Administration, a review of the indicator set is underway and targets for
both new and old safety performance indicators will be set. The action plan 
for safe road traffic 2019-2022 (Aktionsplan för säker vägtrafik 2019-2022) 
presents 111 measures that 14 authorities and stakeholders aim to implement 
to contribute to safe road traffic in the period 2019-2022. The action plan 
highlights three priority areas of intervention; safe speed, sober drivers and 
safe cycling. The follow-up for 2020 shows that 86 out of 111 measures are 
proceeding according to plan, which is a positive development from the 
previous year. In 2020, six measures have been paused as a direct 
consequence of the coronavirus pandemic, mainly measures linked to 
sobriety checks.

The work on the action plan has contributed to an increased internal
focus on the most important road safety issues and among a number of 
stakeholders. The process also highlights how different parts of the 
operations of different stakeholders contribute to safe road traffic. Several 
stakeholders also point out that a review of the measures has contributed to 
increased clarification and an increased focus on the implementation of the 
measures described in the action plan. In spring 2021, work will begin on 
developing a new version of the action plan for the period 2022-2025. The 
plan is due to be completed by April 2022. A number of new entrants will be 
invited to participate in the work on the new action plan in order to highlight 
the breadth of road traffic
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safety measures at national, regional and local level. The priority areas of 
action in the current action plan will be complemented by safe walking, 
leadership for road safety and suicide prevention.

Another important starting point for further road safety work is the 2030 
Agenda and the Global Goals for Sustainable Development. The so-called 
Stockholm. Declaration, adopted at the Third Global Ministerial
Conference on Road Safety 2020, contains nine recommendations based
on the global goals. The recommendations assume that the SDGs are 
interdependent and that road safety is often a prerequisite for achieving 
other objectives. Furthermore, the recommendations underline the 
importance of the private sector including road safety based on Vision Zero 
in all its activities and that they report their road safety footprint in their 
sustainability reports.
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Annex: Tables

Tables for a selection of the charts in the report.

Figure 12.
Number of deceased drivers affected by alcohol (alcohol content of 0.2 per mille or more) and percentage of deceased car drivers affected by alcohol.

2000 2001 2002 2003 2004 2005 2006 2007 2008 2009 2010

Number 56 57 63 66 50 47 46 48 37 41 17

Proportion % 21 25 25 27 27 25 23 24 21 25 14

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020

Number 18 24 19 16 26 24 25 26 13 11

Proportion % 18 24 19 19 25 24 28 20 19 16

Figure 13.
Number and percentage of persons killed in alcohol and drug-related fatalities by substance.

2008 2009 2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 2020

Alcohol 76 79 39 59 53 47 46 54 48 41 44 30 36

Drugs 16 18 12 15 16 13 13 14 16 28 22 16 14

Alcohol and drugs 8 2 7 13 7 4 8 7 19 12 9 7 3

Percentage of total road traffic fatalities
                          25% 28% 22% 27% 27% 25% 25% 29% 31% 32% 23% 24% 28%

Figure 14. 
Number of persons killed in alcohol and drug-related fatalities by mode of travel.

2008 2009 2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 2020

Car 60 65 31 43 40 35 36 48 47 54 47 28 29

Motorcycle 13 12 13 17 11 14 8 14 15 14 13 10 12

Pedestrian 14 10 9 13 15 12 11 6 8 4 3 4 3

Bicycle 4 5 1 3 5 2 7 0 5 7 4 2 3

Moped 4 4 1 3 1 1 2 3 3 1 2 4 2

Other 5 3 3 8 4 — 3 4 5 1 6 5 4
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Figure 15. 
The number of alcohol breath tests and the number of reported drink-driving offences with regard to alcohol and drugs.

2002 2003 2004 2005 2006 2007 2008 2009 2010 2011

Breath test 1,200,000 1,380,000 1,560,000 1,760,000 2,244,137 2,513,843 2,639,588 2,595,992 2,698,816 2,758,628

Number of reported crimes 
relating to alcohol 14,924 15,351 15,588 15,809 17,420 18,122 18,845 17,847 17,064 16,979

Number of reported crimes 
relating to drugs 4,659 5,485 6,597 7,416 9,955 11,240 12,269 12,116 12,555 12,659

2012 2013 2014 2015 2016 2017 2018 2019 2020

Breath test 2,456,548 2,247,384 2,011,397 1,465,627 1,233,102 1,192,916 1,209,346 1,299,029 404,169

Number of reported offences 
relating to alcohol 15,244 13,999 13,769 13,045 12,065 11,776 11,626 12,053 8,794

Number of reported offences 
relating to drugs 11,959 12,814 12,507 13,083 12,631 13,804 14,301 14,569 16,758

Figure 17.
Proportion of persons wearing seat belts in passenger car and heavy goods vehicle (%).

Category 2006 2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 2020

Driver of
passenger car 93.8 95.9 95.2 96.0 96.5 96.9 97.7 97.7 97.6 98.3 98.5 98.1 98.7 98.7 97.9

Passenger car 
passenger at the 
front

93.7 96.1 94.8 96.2 95.7 96.4 97.6 97.2 96.2 97.3 97.2 97.7 98.5 97.6 97.9

Passenger car, 
adult rear seat 74.0 80.1 74.3 79.7 81.3 83.7 87.1 83.7 81.4 89.0 89.4 85.0 89.0 89.5 86.2

Passenger car, 
children rear seat 95.0 94.2 94.8 94.7 95.2 96.1 96.7 96.4 95.3 97.1 94.2 93.0 96.2 94.8 96.8

Taxi, driver 89.9 91.7 91.0 92.9 93.2 93.4 95.4 95.8 97.5 96.5 97.4 98.8 96.4 97.7 95.9

Heavy goods 
vehicle, no trailer — 38.0 41.0 53.0 53.0 56.0 64.0 61.0 66.0 70.0 83.0 86.0 76.0 78.0 85.0

Heavy goods 
vehicle, trailer — 44.0 45.0 48.0 49.0 53.0 59.0 59.0 63.0 68.0 84.0 89.0 73.0 73.0 86.0

Figure 20.
Percentage of bicycle helmet use for different groups (%).

1996 1997 1998 1999 2000 2001 2002 2003 2004 2005 2006 2007 2008

Adults, work trips 9.6 11.4 13.8 12.5 11.9 12.0 13.9 14.1 18.0 19.0 18.3 22.0 20.5

Adults, bicycle paths 11.5 10.1 11.6 10.0 11.0 10.7 13.8 15.4 18.0 16.3 20.6 20.8 23.1

Children, <10, residential areas 45.3 54.8 52.8 49.6 49.5 44.8 35.0 38.5 35.2 64.8 63.9 65.5 73.3

Children, primary school trips 34.4 33.9 35.6 32.9 30.4 28.3 33.1 31.0 36.6 45.3 41.1 43.6 47.2

2009 2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 2020

Adults, work trips 23.0 22.0 24.4 24.4 29.1 28.9 31.0 31.0 37.4 35.6 39.7 40.7

Adults, bicycle paths 20.0 21.1 25.7 29.9 30.5 31.2 32.0 27.5 39.0 38.7 43.3 43.0

Children, <10, residential areas 69.1 61.2 69.2 69.9 79.0 81.2 74.0 82.1 84.7 79.8 82.1 84.0

Children, primary and lower 
secondary school trips 46.6 51.5 64.3 59.4 60.9 65.5 65.7 53.2 67.0 60.7 65.0 66.7
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Figure 39.
Number of fatalities by road user category 2006-2020. As of 2010, suicide is not included in the statistics for fatalities in road traffic. 
Car refers to passenger car, goods vehicle and bus.

2006 2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 2020

Driver 209 218 185 170 122 116 106 110 100 113 111 98 143 86 91

Car passengers 79 82 66 59 43 59 56 45 37 46 40 44 54 46 31

Motorcyclist 55 60 51 47 37 46 31 40 31 44 36 39 47 29 28

Mopedist 15 14 11 11 8 11 8 3 8 5 8 1 7 6 4

Cyclist 26 33 30 20 21 21 28 15 33 17 22 26 23 17 18

Pedestrian 54 58 45 44 31 53 50 42 52 28 42 37 34 27 25

Figure 42.
Number of fatalities by crash type 2006-2020. As of 2010, suicide is not included in the statistics for fatalities in road traffic.

2006 2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 

Head-on/Overtaking 128 125 95 86 66 79 69 48 50 55 49 46 77 49 47 

Single (motor
vehicle) 138 151 128 126 87 95 85 92 66 96 84 96 95 58 71 

Rear-end/
Intersection 55 59 55 46 36 39 32 34 35 36 41 30 57 33 27

Motor Vehicle-
Bicycle/Moped 28 33 26 20 19 20 24 12 28 16 18 13 19 11 12

Motor vehicle-
Pedestrian 53 56 45 41 28 52 47 39 52 28 41 37 32 26 24

Other 42 47 48 39 30 33 28 35 39 28 37 30 44 44 23

Figure 44.
Number of fatalities on state road network 2006-2020 by speed limit.

2006 2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 2020

Unknown 30 14 20 24 16 25 25 19 15 24 1 1 0 1 4

≤60 km/h 14 22 13 18 7 20 21 16 14 25 19 9 25 17 11

70-90 km/h 239 255 227 193 147 169 137 142 102 117 135 123 169 108 98

≥100 km/h 29 29 27 26 20 21 21 21 33 21 28 19 47 37 26

Figure 45. 
Number of fatalities by age group 2006-2020.

Age group 2006 2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 2020

0-17 years 40 32 19 34 19 19 17 11 14 16 12 10 16 9 12

18-24 years 75 86 64 60 46 57 41 40 25 35 31 39 30 19 30

25-44 years 126 118 113 82 65 73 75 62 59 70 66 66 73 71 37

45-64 years 109 130 99 90 72 79 81 71 73 68 72 59 85 47 54

65+ years 95 105 102 92 64 91 71 76 99 70 89 78 120 75 71
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Figure 50.
Estimated number of seriously injured in 2006-2020 by road user category. 2015-2020 adjusted for loss of data.

Road user
category 2006 2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 2020

Pedestrian 350 306 344 330 236 237 257 279 267 230 230 206 203 175 145 

In passenger car 2,504 2,301 2,282 1,955 1,863 1,567 1,690 1,620 1,623 1,453 1,493 1,431 1,278 1,026 813 

On bicycle 2,112 1,751 1,879 1,848 1,707 1,859 1,781 2,177 2,139 1,928 2,036 2,048 2,021 1,935 2,004 

On moped 592 549 509 503 319 320 252 252 285 238 239 227 235 223 221 

On motorcycle 425 383 394 418 328 331 280 300 331 265 261 234 230 194 213 

In GV/bus/other  243 181 185 155 209 204 188 217 206 199 213 225 193 292 184

Figure 51.
Estimated number of seriously injured in 2020 by road user category and road authority.

State Municipal Private Unknown 

Pedestrian 14 99 7 25

Passenger car 494 225 44 50 

Bicycle 172 1202 222 409

Moped 41 118 35 27

MC 108 56 25 24

In goods vehicle/bus/other                            44     97    17     25

Figure 52.
Estimated number of seriously injured in 2020 by road user category and crash type.

Rear-end/ 
Intersection

Pedestrian/Bicycle/
Moped-Motor Vehicle Single Bicycle-Bicycle

Head-on/
Overtaking Other

Pedestrian — 100 — — — 45 

Passenger car 413 2 265 — 71 63 

Bicycle — 196 1,609 161 — 39 

Moped — 61 156 — — 4 

MC 36 1 152 — 13 9

In goods vehicle/bus/other                                  12    1    32   —   4               135



ANALYSIS OF ROAD SAFETY TRENDS 2020 93

Figure 53.
Percentage of serious and very seriously injured, risk of permanent medical impairment (RPMI), in traffic environment by crash type, including single 
pedestrian 2010-2020. (2015-2020 adjusted for loss of data).

Seriously injured
according to RPMI                              2010  2011   2012  2013   2014   2015   2016  2017   2018   2019  2020

Single pedestrian                 45% 45% 44% 43% 35% 43% 43% 45% 47% 45% 34%

Bicyclist crashes, without motor vehicles         18% 20% 20% 23% 25% 23% 23% 23% 23% 25% 34%

Motor vehicle crashes     37% 35% 36% 34% 39% 34% 34% 32% 30% 30% 32%

Very seriously injured
according to RPMI 2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 2020

Singel pedestrian                  34% 36% 34% 34% 26% 33% 34% 36% 38% 38% 28%

Bicyclist crashes, without motor vehicles  17% 20% 18% 22% 23% 21% 22% 22% 22% 25% 32%

Motor vehicle crashes    49% 45% 47% 44% 51% 46% 45% 42% 40% 37% 40%

Figure 54.
Number and percentage of seriously injured and very seriously injured by mode of travel excluding pedestrians single 2020.

Number Percentage

Seriously injured Very seriously injured Seriously injured Very seriously injured 

On bicycle 2004 226 56% 50%

In passenger car 813 128 23% 29% 

On motorcycle 213 30 6% 7% 

On moped 221 20 6% 4%

Pedestrian 145 20 4% 4%

In bus/Goods vehicle/Other                               184     24     5%    5%

Figure 55.
Estimated number of seriously injured in 2020 by age group. 2015-2020 adjusted for loss of data.

Age group 2006 2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 2020

0-17 years 941 860 993 947 696 673 643 704 705 690 693 699 632 613 651

18-24 years 941 860 902 774 693 667 699 719 725 582 603 551 492 434 387

25-44 years 1,827 1,628 1,645 1,500 1,407 1,275 1,254 1,337 1,377 1,157 1,218 1,170 1,052 1,001 911

45-64 years 1,456 1,224 1,388 1,296 1,265 1,265 1,255 1,366 1,437 1,264 1,269 1,295 1,292 1,32 1,055

65+ years 717 633 650 679 594 632 590 715 750 708 729 697 692 665 576
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