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Abstract	

That women and men have different travel patterns has been known for a long time, and previous 

research argues that gender inequality is the reason for the different travel patterns. Thus, integrating a 

gender equality perspective into transportation planning has been a relevant topic for quite some time. 

However, it has been proven to be easier said than done. Gender equality has not been given much 

attention within transportation planning and planners find it difficult to know how to implement a 

gender equality perspective. By studying two County Transportation Plans developed by regions in 

northern Sweden and interviewing infrastructural planners as well as gender equality experts, this 

thesis will investigate how gender equality is managed and integrated in transport planning on a 

regional level, and how it could be integrated. How gender equality relates to sustainable 

transportation on a regional level is another research question. The results show that the planners are 

aware of women’s and men’s different travel patterns, but they have experienced the difficulties of 

how gender equality can be integrated in the plans, and integration has previously been made with 

modesty. This is partly due to lack of competence among the planners and because it has not been 

prioritized. The result also indicates that gender equality can be beneficial for sustainable 

transportation, but some goal conflicts were found as well. A conclusion it that there seems to exist a 

paradox among the respondents where they are unsure of if the transportation should adjust to the 

current travel needs, or promote change. It is seemingly not either the lack of competence that is the 

reason gender equality has not been prioritized, but the fact that other areas, such as the need of 

functional connections due to long distances between places has been seen as more important. The 

competence and knowledge exists, but need to increase among the planners, and gender equality 

within transportation planning has to be given more attention on a national level and in the directives 

from the government.  

 

Keywords: Gender equality; Transportation planning; Travel; Sustainable Transportation; 
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1	INTRODUCTION	

According to the national goals for gender equality that the Swedish government adopted in 

2006, all women and men shall have the same power to form the society and their own lives 

within societal structures and processes (The Swedish Government, 2017). Gender equality 

has been a part of the national politics since the beginning of the 1990s when the government 

decided that the strategy for working with gender equality would be integration of a gender 

equality perspective into all planning and decision-making. Since 2001 gender equality has as 

well been a part of the national transportation policy (see section 3.1 where the national 

gender equality goals and national transportation policies are presented). Along with the 

national goals on gender equality the research on how gender affects traveling and how 

traveling affects gender has become an extensive study field. It is known from previous 

studies that women and men have different travel patterns in their daily lives (Hanson and 

Hanson, 1993; Hjorthol, 2000). Women do to a larger extent use public transportation and 

have more complicated travel patterns than men do (Krantz, 1999; Polk, 2001; Vance and 

Iovanna, 2007), which can be seen as a spatial outcome of the existing gender inequality in 

society (Polk, 2001; Hanson, 2010). 

Today there is much focus on gender equal transportation systems and many planning 

institutions are working with integrating a gender equality perspective into the planning. But 

it is unclear what a gender equal transport system is, which has made it difficult to integrate, 

and a demand for useful tools and methods has increased (Christensen et al., 2007; Faith-Ell 

and Levin, 2012). One type of these planning institutions is the regional organisations within 

each county in Sweden that every fourth year creates and revises County Transportation Plans 

(Länstransportplaner). The responsible authority (which often are the regions) for the plan has 

to identify needs for different infrastructural transportation projects in the county and present 

them in the plan with consideration to relevant goals and laws. The plan is thus an important 

and comprehensive document when it comes to infrastructural planning on a regional level. 

The investments in the plan shall contain measures that can affect the choice of transportation 

mode and measures that generate more effective use of the existing infrastructure and best 

effects to reach the national transportation goals (Swedish Transport Administration, 2016). 

Nonetheless, the difficulties with integrating gender equality into transportation 

planning are not only due to the lack of knowledge and efficient tools. Sustainable 

development is an important dimension within transportation and a possible outcome is that 

gender equality will not be given the space required within transportation planning unless the 
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relation between gender equality and sustainable transportation is explored. Within research, 

attention has though been paid to different conflict of goals between gender equality and 

sustainable transportation, but not particularly in relation to County Transportation Plans, 

which is a research gap that this thesis could fill. A lot of attention has been given to 

environmental sustainability because of transportations’ large contribution to emission of 

greenhouse gas, and transportation does also have an important economic role in society. 

Traveling does as well have an important role for social sustainability and different groups in 

society since it is essential for individuals’ ability to move from one place to another in their 

daily life. One example of a conflict is regional expansion, which is expected to generate 

economic development, since it for instance leads to geographically larger labour markets, 

generating economic growth. However, regional expansion includes longer travel distances 

and is therefore counteracting ecological sustainability, and research have also shown that 

regional expansion do not benefit women in the same extent it is benefiting men (Sandow and 

Westin, 2006; Friberg, 2008; Gil Solá, 2013). The expectations are that this thesis will create 

prerequisites for increased awareness of the infrastructures’ effect on gender equality, and 

vice versa, among institutions responsible for regional transportation planning.  

1.1 Aim	and	questions	

This thesis is concerned with the relationship between gender equality and transportation and 

traveling, which is a relevant topic and an on-going discussion in many planning institutions 

in Sweden. The aim is to examine how gender equality is managed and implemented in 

transport planning on a regional level, and how the gender equality experts in the County 

Administrative Boards (that have the same geographical division as the regions) perceive that 

gender equality relates to transportation planning.  

 

• What are the challenges with integrating a gender equality perspective into County 

Transportation Plans? 

• How could gender equality be integrated in County Transportation Plans? 

• Is gender equality compatible with other dimensions of sustainable transportation on a 

regional level or are there any conflicts of goals?  
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In order to answer the research questions, a representative case study has been performed, 

where the regions Västerbotten and Norrbotten in northern Sweden were chosen as the study 

regions (see section 4.1 for further information of why these regions were chosen). 

1.2 Delimitations	

Development of transportation infrastructure and planning is a comprehensive area and is 

done on local, regional and national levels but as well on an international. Many 

municipalities in Sweden have created strategies and plans for gender equal transportation 

systems and transportation planning, however this will not be acknowledged in this thesis. 

Focus will be on regional transportation infrastructure, more specifically the County 

Transportation Plans that are strongly related to national transportation planning. This means 

that transportation planning on local and international levels will not be included in the work. 

Another delimitation is that the pre-work material and analyses, which have been laying the 

ground for the County Transportation Plans will not be studied, but only the plans themselves. 

However, the specific investments and projects in the plans will not be studied particularly 

and neither will other projects and processes that the regions are responsible for.  

An original thought was to incorporate a rural/urban context since travel patterns and 

transportation infrastructure can look different depending on where people live within a 

region with different types of conditions and opportunities for mobility. However, there is not 

enough time to include that context. Another delimitation is to only focus on two of Sweden’s 

21 regions and their previous plans, meaning that the other regions in Sweden will not be 

included.  Interviews will neither be held with respondents in other regions than the two 

studied. 

Sustainable development is a concept that can be applied on many different areas from 

an individual to an international level. However, in the thesis sustainable development is 

limited to areas that are relevant within or in a clear way related to transportation (sustainable 

transportation), and indicators for this are presented in section 2.4.  
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2	PREVIOUS	RESEARCH		

2.1	Women’s	and	men’s	different	travel	patterns		

Globally there is a lack of knowledge about how gender, including experiences and processes 

of creating identity lead to differences in mobility between women and men. What is known 

when it comes to gender and traveling is that women and men have different travel patterns. 

Mobility refers to the movement of people from one place to another in the everyday life 

(Hanson, 2010) and it can include other means than transporting people, such as virtual 

mobility. Virtual mobility refers to access to places through internet and other forms of 

information technology (Gilbert et al., 2008) or transporting goods (Hanson, 2010), and the 

physical and virtual mobility is often interrelated. Throughout this thesis, physical mobility of 

people and their everyday trips will be in focus. However, not only the spatial mobility of 

people or how they travel is important, but also what type of meaning those movements and 

transportation modes has for the individual and the society as a whole (Polk, 2001).  

2.1.1	Choice	of	transportation	mode		

The most clear and statistically visible differences between women’s and men’s travelling are 

the choice of transportation mode. Men use car for their trips more than women do while 

women to a larger extent use public transportation and walk (Krantz, 1999; Polk, 2004; 

Rosenbloom, 2006). In a Swedish National Travel Survey done between 2011 and 2014 main 

trips with one or more stops were measured. Main trips means that the trip starts and end at 

stops where the traveller stays for a longer time, such as the home, workplace or school. Both 

women and men used the car as main transportation mode for a majority of these trips. It was 

used as main mode of travel for 50% of the trips for women compared to 60% for men. 

Women used walking or biking as main transportation mode for 34% of the trips and for men 

the number is about 28%. When it comes to use of public transportation the number is 14% 

for women and 11% for men (Transportation analysis, 2015). Because of men’s higher usage 

of cars they stand for a majority of the carbon dioxide emissions within private transportation 

in Sweden (Polk, 1998a). Attitude surveys of transportation modes show that women are 

more critical towards car use than men and show larger environmental concern and awareness 

of the impacts of car use. Women are also more willing to make efforts to reduce the 

environmental impact that car use have (Polk, 1998a; 1998b; 2009).  
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2.1.2	Trip	purpose	and	destinations		

Everyday trips do for individuals involve linking together activities, which usually are spread 

out on different locations with the challenge of bringing it together in consideration to spatial 

conditions and time (Friberg, 2005). Everyday trips include activities that concern paid or 

unpaid work, leisure activities, shopping and socializing (Gil Solá, 2013) and involve 

destinations that people either need or want to go to (Hanson and Hanson, 1980). Men make 

more business-related trips while women’s trips are more complex as they are chained 

together. Women make more stops during their trips since they have more destinations, which 

often are house related or family related (Carlsson-Kanyama, Linden and Thelander, 1999; 

Krantz, 1999; Vance and Iovanna, 2007; Scheiner and Holz-Rau, 2017). The complex trips 

force women to arrange their trips in an efficient way in “trip chains” (Scheiner and Holz-

Rau, 2017) and dropping off and picking up children and shopping are examples of stops 

being chained together (Gil Solá, 2013). Since women and men have different travel patterns 

they do as well dispose their days differently due to different experiences and opportunities in 

their everyday life, which in turn results in women and men perceiving the traveling 

differently (Law, 1999; Friberg, 2005). Young women perceive their trips as more negative 

due to feelings of stress and lack of time, and young women with children that have a high 

professional status makes the most complex trips (Gil Solá, 2013). Older men make the least 

complex trips, meaning that they have few stops during their trips (Hjorthol, 2001; Gil Solá, 

2013). 

2.1.3	Travel	distance	and	time		

Women in Sweden and other Western countries make shorter work-related trips than men do, 

regarding both distance and time (Krantz, 2001; Crane, 2007; Sandow, 2008). However, the 

differences in travel distance between women and men have decreased over time (Crane, 

2007; Sandow, 2008). Women are also less likely than men to engage in so called “extreme 

commuting” defined as commuting over 90 minutes one-way (Marion and Horner, 2007). 

Although, exceptions to these trends can be seen in a few previous surveys done in the U.S. 

that are implying that the travel time and length are about the same for non-white people 

regardless of gender (Hanson, 2010). Attitudes towards traveling time have also been found to 

differ between women and men. Men are willing to commute longer distances to work by car 

than women are, while the difference of willingness is not that significant when it comes to 

public transportation (Sandow and Westin, 2006). 
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2.2	The	complexity	of	mobility	and	gender	

The research on gender and mobility can be seen as divided into two types of research trends, 

which have created a knowledge gap that need to be filled. The first area focuses on how the 

processes of mobility and traveling shape gendered power relations while the latter focuses on 

how gendered processes breed and change patterns of mobility and traveling (Hanson, 2010). 

The concept gender was developed within feminist theory to be able to better explain and 

recognize the process of social construction of women and men. Perceived differences 

between women and men, including the unequal power relations deriving from those 

perceived differences of what it means to be feminine and masculine, is one way to define 

gender (Scott, 1986). A post-modern feministic approach to gender put emphasis on the 

multiple identities of women, hence the interactions between gender, ethnicity, class and race 

(Butler, 1990).  Defining ‘women’ as a homogenous category and dividing people into the 

two boxes ‘women’ and ‘men’ according to the hetero normative society does deliberately 

bring some complex issues, but do as well have some meaning to these kinds of studies. 

Gender equality refers to equality between women and men and what position and role they 

have in society, how they are represented and regarded and how their time is valued (Polk, 

2001). 

The research area of how mobility shapes gender has mainly analysed the effects that 

mobility has on gender in generalized terms such as constraint/freedom and public/private 

space, while reasons for mobility and traveling have been paid less attention. Traditionally, 

and still today, women and femininity is perceived to have a stronger connection to the 

private sphere, the home and restricted mobility while men and masculinity are linked to the 

public, urban spaces and high mobility (Hanson, 2010). The gendering of space (all from 

symbolic meanings to exclusion by violence) and place is effected by and affects the way 

gender is constructed and understood in the society (Massey, 1994). The view of mobility 

shaping gender sees mobility as empowering, meaning that increased mobility for women is 

something good (Hanson, 2010). 

In contrast, research on how gender shapes mobility has paid attention to measure 

mobility in detail but ignored the complexity of gender (Hanson, 2010). The study field 

includes a lot of research on how travel patterns differ between women and men (see section 

2.1.1- 2.1.3). However, the research area lacks a depth of different gender processes such as 

identity formation, power relations and the different meanings mobility has to people (Law, 

1999; Hanson, 2010). Human relations need to be studied from various approaches, including 
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travel and mobility patterns, attitude surveys and studies of the symbolic role of technology 

and gender, and the impact it has on mobility patterns (Hanson, 2010). 

Women’s perception of fear in the public space and safety in the private sphere is an 

example of gender shaping mobility (Koskela, 1997; Pain, 1997). It can influence time and 

route of travel (Loukaitou-Sideris and Fink, 2009) and women’s limited mobility can be seen 

as an effect of patriarchy in society, expressing itself in a spatial form (Valentine, 1989). 

Since women’s and men’s experiences of the public space differs due to power relations and 

their positions in society, the spatial outcome; women’s restricted use of space is reproducing 

male dominance (Koskela, 1999), and reinforcing the structures of gender relations (Pain, 

1997). Since the question of whether gender shapes mobility or mobility shapes gender is so 

interrelated, it is a bit like asking which came first, the chicken or the egg. What the two 

opposite viewpoints mostly have in common is that no matter which was the chicken or the 

egg, women have a lower mobility than men. 

2.3	Explanations	of	women’s	and	men’s	different	travel	patterns	

As presented above, the research on gender and traveling is a complex field. Acknowledging 

the different travel patterns between women and men does not necessarily reflect the 

complexity, because the meaning of gender is a much more relevant source of power for 

explaining the travel patterns than has been acknowledged (Polk, 2001). The reasons behind 

the different travel patterns are what is important and in turn generates them. The different 

travel patterns derive from gendered context, including power relations in institutional and 

structural organisations, as well associations of a feminine and masculine mobility, 

technology and personal identity. It can thus be seen as a reflection of women’s and men’s 

roles in society (Polk, 2001). Women’s and men’s different activity patterns such as different 

types of working conditions; full time, part time or not working at all are also fundamental in 

order to understand women’s and men’s different travel patterns (Gil Solá, 2013). Women’s 

travel patterns can also be seen as more ecologically sustainable than men’s (Polk, 2003; 

Johnsson-Latham, 2007) due to travel distance and transportation mode. 

Travel patterns do in turn affect people’s well-being (Polk, 2001), and because of this it 

is highly relevant to study traveling from an individual perspective (Gil Solá, 2013). 

Although, while personal trips can be seen as something individual it is important to take into 

consideration that personal trips are an outcome of work, family, the community and other 

central parts of the everyday life (Hanson, 2010). Because of that personal trips cannot be 
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defined as solely individual because if the work situation, family life or society overall would 

look different, the everyday trips would as well. 

Different preferences for location of housing (close to nature and far from the work 

place or close to service functions and good range of public transportation) or being forced to 

live in a certain location due to housing shortage or economic reasons is something that 

affects travel length and time. Available transportation modes and how these relate to 

individual preferences and needs are strongly influenced by gender, but can also be 

determined by the economic situation (Krantz and Vilhelmson, 1996; Gil Solá, 2013). 

Women did in Gil Solá’s (2013) study also express greater importance in working close to 

their children in order to spend more time with them than the men did. For instance, women 

with children have shorter travel distance and time than when they do not have children, while 

men with children travel longer distances, which consumes more time, than when they do not 

have children. Being able to use the travel time for something productive such as work or rest 

does also make longer travel times more accepted than if the trip is perceived as a burden. 

Because of that, traveling with public transportation is not always willingly traded in for car 

driving that requires full attention (Ibid). 

The gendered labour market is as well an explaining factor for the different travel 

patterns. Gender identities affect individuals’ choice of job sector, contributing to a gender 

segregated labour market. Women do in a larger extent work within the public sector (Dolado, 

Felgueroso and Jimeno, 2004) and have jobs containing female attributes as taking care of 

people, while men in a larger extent have jobs related to male attributes, including jobs where 

being strong and handy is important (McDowell, 1999; SCB, 2016). This gendered 

segregation within the job sectors does in turn have different spatial patterns. Job sectors 

dominated by women are geographically more spread out than traditionally male dominated 

job sectors (Krantz, 1999), which means that women have more local labour markets than 

men do (Sandow and Westin, 2006). This enables women to work close to their homes and is 

the reason they have shorter travel distances (Krantz, 1999; Hanson, 2010). Since the public 

sector is a monopsony women working in the public sector also gain nothing or little from 

commuting (Sandow and Westin, 2010). Women are as well on a lower hierarchical level than 

men within the same profession, resulting in women having lower income. Hence, job 

location and level of income does affect how women and men travel and which transportation 

mode they choose. In turn, the structure on the labour market affects how public 

transportation is planned after certain types of job sectors (Gil Solá, 2013). 
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2.3.1	The	gendered	car		

The car has for long been a symbol for economic growth, globally, nationally and also 

individually. Freedom, power, status and control has been associated with cars, which in turn 

are attributes associated to perceptions of masculinity. Feminine stereotypical passivity is 

however transformed onto women’s relationship to cars and this is being presented through 

for instance advertisement. As a result, women are associated with a more passive 

relationship to movement overall, which is transferred into the way individual identities are 

constructed in relation to mobility (Polk, 1998a). The male dominance of the car is something 

that is taken for granted and not questioned, which results in that the man often takes the car 

to work in one-car heterosexual couple relations (Polk, 1998a; Gil Solá, 2013). Along with 

that, nothing implies that the choice of location of the home has been adjusted to women’s 

work situation, considering that the man already have the benefit of higher mobility by using 

the car (Gil Solá, 2013). Cars are often also associated within a masculine field of knowledge 

and activity. 

 

“Because of these differences in women’s and men’s relations to transportation, the 

intersections of equality issues and sustainability in the transportation sector clearly deal 

with not only macro, but also micro distributions of power. This includes power over the right 

to decide who degrades global environments, as well as power over who takes the car to work 

in the morning.” (Polk, 2001, 37). 

2.3.2	Gendered	power	relations	in	the	households		

Gender contracts (originally developed by the women studies’ historian Yvonne Hirdman, 

1990) refer to agreements between women and men of obligations and rights of how they are 

expected to act on an individual level. The traditional gender contract expresses the power 

relation existing between women and men, where the woman’s ability to act is limited by the 

man. The gender equal contract does also acknowledge that women and men have different 

roles in the household, but the power relation between the woman and the man is not as 

obvious and the woman’s ability to act is not limited. These are concepts used by Gil Solá 

(2013) in her study in order to understand decision-making processes within heterosexual 

households, which in turn affect travel patterns for women and men. She found that in 

households where a traditional contract dominated, the gender roles affected the travel 

patterns. Who has the largest responsibility in the household influence which mode of 
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transportation is being used to and from work, how long the trip is and in what extent the trip 

is a burden, meaning that it becomes negative for the woman’s ability to act. On the other 

hand, in households dominated by a gender equal contract the women is not perceiving the 

work trip negatively and their ability to act is not affected. 

Negotiations between women and men in households many times result in how the job 

trips are performed since they can change existing gender contracts by breaking the traditional 

contracts or striving for a gender equal division of labour in the household. The concept, 

developed by Eva Magnusson (2006) includes discursive power, which means that the 

differences in households between women and men are not seen as different relations of 

power, but rather as what is normal. For instance, unequal conditions such as the fact that men 

have better accessibility to leisure activities than women or that the man drives the car to 

work in heterosexual one-car-households is not seen as unequal and problematic, but rather as 

what is obvious, normal and fair, because it is natural that women and men are different (Gil 

Solá, 2013). 

2.4	Gender	and	sustainable	transportation	

 “What would happen if the sustainable transportation discussion recognized that there are 

important power relationships at the individual level that are strongly influenced by gender?” 

(Polk, 2001, 39-40). 

 

The word sustainable development has had many different definitions and yet today have 

researchers, politicians and other professions not been able to agree upon a clear definition. 

One way to define sustainable development is meeting needs of the present without risking 

the ability of coming generations to meet their needs and none of the three pillars within 

sustainability; social, ecological and economic sustainability should be neglected since they 

are all important (Brundtland Comission, 1987). When it comes to sustainability within 

transportation it can as well be measured in different ways. Indicators within sustainable 

transportation from the report Indicators to Assess Sustainability of Transport Activities 

developed by the United Nations will be used throughout the thesis. The economic dimension 

includes indicators such as transport demand and intensity, transport costs and prices and 

infrastructure. Within the social dimension accessibility and mobility, risk and safety, health 

impact, affordability and employment are examples. The environmental dimension includes 

transport emissions, energy efficiency, impact on environmental resources, environmental 
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risks and damages and renewables (Dobranskyte-Niskota, Perujo and Pregl, 2007). Gender 

equality can either be seen as a freestanding indicator within the social sustainability, but can 

as well be a consistent part of the other indicators within the social dimension. Other than 

these indicators, areas within sustainable development that are strongly related to or 

dependent on transportation, such as regional expansion, will as well be referred to when 

talking about sustainable transportation and goal conflicts with gender equality.  

When it comes to the relation between sustainable mobility/sustainable transportation 

and gender equality a lot of research has been made. Hanson (2010, 18) sees gender as given 

when talking about a future where sustainable mobility is reality, and finds the most central 

questions for that to be; “I wonder to what extent (sustainable) mobility can be an agent of 

change for gender and to what extent gender can be an agent of change in creating more 

sustainable mobility.” Male dominance within the transport sector has often lead to that 

technical approaches are given a lot of space, which excludes possibilities to reduce carbon 

dioxide for instance (Polk, 2001). This is an example where gender could create a more 

sustainable mobility by incorporating inclusive and environmentally beneficial approaches; 

“A less masculinized transport system could reduce environmental degradation, traffic 

related accidents and deaths, and social exclusion.” (Polk, 2009, 77). 

Hanson (2010) identifies two problems with gender and mobility in relation to 

sustainability that calls for further understandings of gender and mobility. Firstly, women’s 

mobility patterns in relation to sustainability goals only cross roads with the environmental 

sustainability (lower emissions and reduced use of petroleum) and economic sustainability 

(efficient use of resources by reduced congestion, crashes and sprawl and reduced use of 

petroleum). The link to social sustainability (social equity and justice) is less obvious and 

remains unaddressed. Considering that limited mobility incorporates unequal access for 

women, the connection to social sustainability is highly relevant, especially since women’s 

travel patterns are more complicated than men’s. Secondly, there is also a need to know if 

women’s lower mobility reflects restrictions or optional choices. The questions is if women 

perceive their lower mobility as constraining and disempowering or if they rather see their 

lower levels of mobility as empowering since it is a more sustainable way of traveling that for 

instance involves more walking and less driving. “In most cases we do not know what an 

observed mobility pattern means for someone’s life. In other words, we do not really have the 

knowledge base to figure out how gender might actually feed into, and be affected by, 

sustainable mobility.” (Hanson, 2010, 15). 



 
 

17 

2.5	Goal	conflicts	between	gender	equality	and	sustainable	transportation	

Depending on how sustainability and sustainable development is defined, the concepts can 

have different relations to gender equality. Using a broader definition of sustainability with 

focus on socioeconomic efficiency does not in a clear way create any complications with 

gender equality within the transportation sector, since it would include increased access to 

mobility for everyone, which also is beneficial for gender equality. Would sustainable 

transportation however refer to the ecological aspect, increased access to mobility would be 

problematic since it would counteract ecological sustainability with increased pollution and 

further stress on the environment. This does clearly illustrate a conflict between gender 

equality and sustainable transportation where equality requires increased access to 

transportation, while a sustainable way of traveling requires decreased car use (Polk, 2001). 

Attempts to decrease the car use could be a strategy to tackle the conflict, and one 

example is to improve and develop other modes of transportation; public transportation, 

walking and biking (Polk, 2001). Different types of incentives for using non- motorized 

transportation modes or car sharing is another example. One common attempt to reduce car 

use has been to increase the gasoline tax, which illustrates a clear example of a conflict 

between economic sustainability and gender equality and equality. However, it is a measure 

that in a larger extent affects women than men, since women in general have worse economic 

situations than men. And considering women already use the car less and show more 

environmental concern than men, the measure ends up affecting the group of individuals 

(women) that already are the role models when it comes to sustainable traveling. Taking away 

the gender factor from gender equality and focusing on equality, other groups that also use a 

sustainable way of traveling will get affected to a larger extent. These are low-income groups, 

children, handicapped and elderly, while an increase in gasoline tax has no larger effect on 

higher income groups (Polk, 2001), which usually are the ones the measure is targeted 

towards.  

2.5.1	Regional	expansion	

Increased mobility and possibilities to travel longer distances is something that has come to 

been seen as something positive that brings more freedom and better welfare. A discussion 

that has grown more common during the past decades in Sweden is the one about regional 

expansion. Geographically larger labour markets are the main drive for regional expansion, 

benefitting businesses and economic growth, but consideration to individuals and their 
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everyday life are often neglected (Gil Solá, 2013) in the shadow of economic interests. 

Regional expansion is often presented as unproblematic and as a natural part of societal 

development where gender is not considered. The expected outcome of regional expansion is 

that everyone can commute longer, which is an issue since all groups in society do not have 

the same conditions and opportunities to do that (Friberg, 2008). In theory, increased mobility 

should benefit women through access to better job opportunities, leading to higher income 

and status (Polk, 2001) and wider labour markets, but it can at the same time strengthen 

gender differences. Research show that men are those who often benefit from regional 

expansion, increasing their income level (Sandow and Westin, 2006) and profiting their career 

to a larger extent (Dahl, Einarsson and Strömqvist, 2003). In a study of the effects of regional 

expansion in Sweden, the result showed that men’s income increase three times as fast as 

women’s, meaning that the already existing income gap between women and men increase 

further with regional expansion (Dahl, Einarsson and Strömqvist, 2003). The consequences 

for women however are often negative and include more stress and lower life quality, which 

mainly is due to gender segregated labour markets and women’s greater responsibilities of 

childcare and the household in general. Women and other groups with lower income do as 

well have a limited range of transportation modes to choose from, generating shorter reach in 

the labour market than men (Gil Solá, 2013). Because of this, it is important to offer 

transportation modes that fit all individuals’ needs and values (Sandow and Westin, 2006).  

It has also been found through attitude surveys that people are more willing to commute 

longer by car than by public transportation. Thus, if regional expansion is based on a higher 

usage of cars where men are overrepresented there is a risk that goals regarding environment, 

safety and gender equality becomes neglected (Sandow and Westin, 2006). Another 

problematic challenge is that the car is a leading and strong symbol for economic growth and 

success, especially in a motorized country as Sweden, but also globally as well as 

individually. A reduced car usage car is somewhat problematic because it involves change of 

the social meaning of the car and reduction of personal freedom. Foremost it is difficult for 

politicians to take actions to reduced car use, since they depend on industries that rely on 

motorized vehicles. The domination of the car has thus led to a transportation system that 

neither is socially or ecologically sustainable (Polk, 2001), illustrating another conflict 

between gender equality and economic sustainability. 

The Swedish Government published a report of the strategic challenges of sustainable 

development where they mention that regional expansion is beneficial for women and men 

because it enables them to reach more geographical places in reasonable time. More jobs and 
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education, service and culture are some of the benefits, however the challenge is to make 

regional expansion sustainable. Just as the research above suggests, it is important to 

acknowledge the negative effects of regional expansion like increased stress on the 

environment with longer travel distances, and weigh them against the positive outcomes such 

as growth and increased possibilities to education and jobs for women and men. However, 

while the regional expansion is being described as beneficial for both women and men, the 

negative sides are as well acknowledged, being that women and men have different travel 

patterns, which in turn means that regional expansion has negative effects for women’s 

accessibility. Thus, regional expansion has both positive and negative effects for gender 

equality and the importance of finding a functional balance when it comes to regional 

expansion is therefore essential (Skr. 2005/06:126).  

2.6	Integration	of	gender	equality	and	sustainability	into	transportation	policy		

A gender perspective was first integrated into Swedish transportation policy in 2001. One 

challenge with integrating gender equality and sustainable development into Swedish 

transportation policy is the difficulties of finding a common definition of the concepts, which 

decides how successfully they can be integrated.  

Polk (2001) found that the interactions between gender equality and sustainability 

within transportation policy in Sweden were interconnected in the way that there are 

references to women’s larger environmental concern and environmental friendly travel 

patterns and different attitudes towards sustainable traveling. However, the differences in 

attitudes and behaviours for women and men when it comes to traveling have had little impact 

on how the transport system is planned and developed over time. Polk (2009) found it 

especially clear when looking at where investments are made within transportation 

infrastructure, since in 2008 a majority of the infrastructural funds maintained building new 

road infrastructure, while one third was for public transportation and rail infrastructure. Other 

than the acknowledgement of different travel patterns between women and men, gender 

inequality within transportation has been limited to concern underrepresentation of women 

working in the transportation sector (Polk, 2001). This is an issue since it does not enable 

deeper analyses. Many believes that hiring more women in the transportation sector and as 

bosses (something that Polk (2001) calls the ‘number’s game’) will automatically assure 

gender equality, which is problematic because it is simplified (Ibid). 
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In order to be able to better integrate gender equality into transportation policy an 

intersectional perspective on gender as a social and cultural construction is needed. Gender 

must be given a deeper and broader meaning where the issues of gendered power relations 

between women and men and how they are valued and analysed in a context of transportation 

is considered (Polk, 2001). When discussing policy changes and other measures to achieve a 

more sustainable traveling, it is as well important not to generalize the same approaches to all 

individuals, but rather identify and work towards different groups of people. As shown earlier, 

women do have a different relationship to mobility than men does, but consideration is also 

needed towards difference in ethnicity, age, class, household situation and so on (Hanson, 

2010).  

Applying a gender equality aspect into transportation planning in practice has as well 

shown to be problematic. Swedish transportation planners are expected to consider aspects of 

gender equality in their work, but it has been known through interviews with planners that 

many do not know how to actually work with gender equality within transportation. In the 

cases a gender equality aspect has been suggested to be implemented it has not been seen as 

important enough to spend time and money on. This has often resulted in general descriptions 

of how a project or a plan affects gender equality or statistics divided on women and men. A 

section of the national gender equality goals in the beginning of a plan or implementation in a 

project without any implementation of gender equality throughout the rest of the plan or the 

projects are also common (Faith-Ell and Levin, 2013). 

2.7	How	can	traveling	become	more	gender	equal?		

Traveling can be seen as gender equal if a woman and a man have had the same opportunities 

and power to shape their trips in consideration to range in the labour market, accessibility and 

if the work trip is a burden in the everyday life or not. However, differences between 

women’s and men’s mobility per se are only a problem if it simultaneously reflect differences 

regarding women’s and men’s possibilities and restrictions. In order to make work trips more 

gender equal, not only individual but also structural changes are necessary, such as working 

towards creating a gender equal transportation system (Gil Solá, 2013). Considering the goal 

within gender equality policy is to change power relations between women and men, Gil Solá 

(2013) argue that the gender equality goals within transportation policy should ensure that 

transportation planning also contributes to changing power relations. Female and male values 

and experiences about mobility and accessibility, and other closely related factors should be 
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given the same attention. Increasing feelings of safety along specific roads or bus stops or 

getting more men to travel by public transportation is not enough in order to reach a more 

gender equal transportation system, but more radical measures are required. Improving 

possibilities for women to choose transportation modes that they prefer or need without it 

being a burden for them, even if it means degradation of men’s mobility is one example 

(Ibid). Another example could be to invest more resources in public transportation (Johnsson-

Latham, 2007). What is important is to plan after a vision of equal life patterns and equal 

travel patterns between women and men, but at the same time take consideration to the 

existing patterns and experiences in order to make the current situation as good as possible 

(Rydhagen, 2013). 

Outside the range of the transportation sector, planning can change power relations 

between female and male experiences by adjusting locations of local or regional functions 

(Gil Solá, 2013). An example of this could be to locate grocery stores and preschools close to 

male dominated work places (Rydhagen, 2013). Hence, it is important to be open-minded for 

a reappraisal of the current paradigm within the transportation sector regarding for instance 

travel distances and travel patterns. The male dominance within the transportation sector is 

another issue, since only the male norms, traveling needs, priorities and preferences are taken 

into consideration (Polk, 2009). Because of this, it is important to create regulations into 

policy and planning that support a working process where both women’s and men’s different 

values, experiences and attitudes are being considered (Polk, 2009; Gil Solá, 2013).  

 

 	



 
 

22 

3	SETTING	THE	SCENE	

3.1	National	gender	equality	and	transportation	goals	

In this section, relevant goals and policies for gender equality and transportation and 

infrastructure will be presented. Gender equality goals on a regional or local level are often 

based on the national gender equality policies, which will be presented below. The six 

specifications of the national gender equality goals (see figure 1) derive from one overall 

goal: “The goal for gender equality policy is that women and men shall have the same power 

to form the society and their own lives”.  

Figure 1. The national gender equality goals (Prop. 2005/06:155). 
 

The overall national goal for transportation and infrastructure in Sweden is to assure an 

effective national-economical and long-term sustainable transport system for the citizens and 

businesses all over the country. The specifications of the goals are described to generate 

regional expansion, higher employment, economic growth, environmentally sustainable 

traveling and traffic safety. The government has as well decided on two important 

transportation policies (see figure 2), one about function and accessibility and the other about 

safety, environment and health (Swedish Government, 2016). 

 

 
 

Equal	division	of	power	
and	in2luence.	Women	and	
men	shall	have	the	same	
rights	and	opportunities	to	
be	active	citizens	and	shape	
the	conditions	for	decision-

making.	

Economic	equality.	Women	
and	men	shall	have	the	same	

opportunities	and	
conditions	regarding	paid	
work	that	generates	

economic	independence	
throughout	life.	

Equal	education.	Women	
and	men,	girls	and	boys	shall	
have	the	same	opportunities	
and	conditions	of	education,	
study	options	and	personal	

development	

Equal	distribution	of	
unpaid	housework	and	
provision	of	care.	Women	
and	men	shall	have	equal	

responsibilities	for	
housework	and	have	

opportunities	to	give	and	
receive	care	on	equal	

conditions.		

Equal	health.	Women	and	
men,	girls	and	boys	shall	

have	the	same	conditions	for	
good	health	and	be	offered	
health	care	on	the	same	

conditions.	

Men's	violence	against	
women	must	stop.	Women	
and	men,	girls	and	boys	shall	

have	the	same	right	to	
bodily	integrity.		
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Figure 2. The national transportation policies (Prop. 2008/09:93). 

3.1.1	 Adaption	 of	 the	 national	 gender	 equality	 goals	 into	 the	 transport	 planning	

sector	

Faith-Ell and Levin (2012) have suggested how the national gender equality policies can be 

adjusted to fit as goals in transport planning sectors. At the time of the report only four goals 

were official within the national gender equality policy. The goal about equal work and 

education for women and men has today been divided into two different sub-goals, which are 

more detailed. The national goal of equal health for women and men has been added later on. 

The suggested gender equality goals that is adjusted to the transportation planning sector are: 

 

1. Equal division of power and influence between women and men in processes of 

decision-making and implementation within transport planning. 

2. The transportation system shall contribute to equal access to education and work for 

women and men. 

3. The transportation system shall contribute to create equal division between women 

and men regarding unpaid housework and provision of care. 

4. Fear and risk of being exposed to gendered violence/crime within traveling and the 

negative repercussions on mobility shall be diminished. 

 

Merely, the four national gender equality goals are not rewritten but put as they are in relation 

to transport planning and the transport sector. Suggestions for achieving equal division of 

power and influence between women and men in processes of decision-making and 

implementation within transport planning are to look into how large share of the persons 

participating in the planning processes (planners and participating citizens) that are women 

The	 transport	 policy	 about	 function	
and	accessibility.	
The	 design,	 function	 and	 operation	 of	 the	
transport	system,	will	help	to	give	everyone	
basic	 accessibility	 with	 good	 quality	 and	
usability	 and	 to	 contribute	 to	 the	
development	 in	 the	 country.	 The	 transport	
system	should	be	equal,	 i.e.	equally	respond	
to	women’s	and	men’s	transportation	needs.	

 
(Prop. 2008/09:93). 

 

	
The	 transport	 policy	 about	 safety,	
environment	and	health.	
The	design,	function	and	operation	of	the	
transport	system,	will	be	adjusted	to	prevent	
that	someone	get	killed	or	seriously	injured,	
and	contribute	to	reach	the	overall	
environmental	goals	and	contribute	to	
improved	health.	

 
(Prop. 2008/09:93). 
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and men. An example is to specifically include individuals that work in a female dominated 

workplace, like a hospital, to participate in planning processes. In order for the transportation 

system to contribute to equal access to education and work for women and men, focus should 

be on identifying decisions and measures that are beneficial for both groups equally. As an 

example, focus can be on infrastructural projects that gives increased access to work and 

education for both women and men, and the differences are important to acknowledge. 

“Earlier the transportation planning has strived to be gender neutral and not give specific 

attention to women and men. But by not identifying women and men and their experiences in 

the transportation system, the planning has rather become gender blind.” (Directly translated 

from Swedish, Faith-Ell and Levin, 2013, 48). In this goal the discussion about regional 

expansion is highly relevant, since it has been the focus for many years in Sweden and the 

goal for many on-going infrastructural projects. Although, as mentioned earlier, research has 

shown that it is not as beneficial with regional expansion for women as for men. One way to 

instead work with infrastructural projects that are beneficial for both women and men is to 

map where female and male-dominated workplaces are located and work with improving 

commuting routes that are beneficial for both groups (Faith-Ell and Levin, 2013). 

The goal of equal division of unpaid homework and provision of care is closely related 

to the previous goal. If women and men have the same opportunities to paid work and 

education, they often also have the same opportunities to share the unpaid housework equally. 

Identifying job sectors that are dominated by women or men and how to increase accessibility 

to them is one way to go (Faith-Ell and Levin, 2013). 

When it comes to stopping men’s violence against women different planning 

institutions can support that goal by planning the built environment. Women do to a larger 

extent feel unsafe in public spaces, leading to decreased mobility that in turn affects choices 

of work, leisure time, location of housing and transportation mode. The transport planning can 

work towards a decrease of women’s fear in the public space by considerate planning of 

public transportation, bus stops, biking and walking routes. It is important to focus on the 

entire trip from start to end, which also can include adjusting how often the buses go in the 

nights since many women feel unsafe when it is dark and they have to wait alone (Faith-Ell 

and Levin, 2013). 
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3.2	The	County	Administrative	Boards’	work	with	gender	equality	

In Sweden there are 21 counties and each has a County Administrative Board. The Boards are 

responsible for making sure that goals and decisions from the government are being 

integrated and implemented in the counties’ development work, with consideration to the 

interests of individuals and society overall. Gender equality, regional growth, infrastructure 

planning, sustainable planning and integration are some of the fields they are responsible for. 

The work with gender equality is important within all of the different fields the County 

Administrative Boards are responsible for but also in cooperation with other institutions. The 

Boards have the overall responsibility to implement the gender equality policies in the regions 

and one part of their work are the Strategies for Gender Equality Integration, unique for each 

county (County Administrative Board of Västerbotten, 2017). 

3.3	County	Transportation	Plans		

Every fourth year, the 21 regions in Sweden revise their County Transportation Plans, which 

is the basis for investments and improvements within transportation and infrastructure 12 

years into the future. The plans shall be formed to meet the needs of transportation within 

every specific region and shall also contain descriptions of a regional transport system where 

the infrastructure, railway stations and vehicles are prioritized for and adjusted to be used by 

everyone, including people with disabilities (SFS 1997:263). The County Transportation 

Plans are part of a large strategic field of planning which constantly is on-going on a regional 

and national level. The latest County Transportation Plans for Västerbotten and Norrbotten 

are for the period 2014- 2025 and there is currently work going on for revising the plans for 

the period 2018-2029. An important aspect when creating the plans has been to form the plans 

and the priorities according to the Regional Development Strategies, which also are the 

regions’ responsibility to create. The Regional Program for Public Transportation has also 

been important to take into consideration (Region Västerbotten, 2014; Region Norrbotten, 

2014). 

3.3.1	Directives	 	

Prior to every revision of the County Transportation Plans the counties get a directive from 

the governmental department Ministry of Enterprise and Innovation. The directive is a 

governmental decision, which gives the responsible regional institutions the assignment to 
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create and revise the plans. Other than that the institutions will create the plans with 

consideration to the national transportation policies and goals, there is often a certain focus in 

the directives that needs to be paid special attention. In the directive for the period 2018-2029 

the plans shall pay special attention towards increasing housing in relation to the 

transportation system. The directive also incorporates the economic framework and how 

much money each county gets for the time period (Ministry of Enterprise and Innovation, 

2017). 

3.3.2	Implementation	of	gender	equality	into	County	Transportation	Plans		

The Swedish Knowledge Centre for Public Transport (K2) published a report written by 

Levin et al. (2016) as an end to a research project about how to implement a Gender Equality 

Impact Assessment Model (see section 3.3.3) into Swedish transport planning with focus on 

County Transportation Plans. The project was made in collaboration with two regions in 

Sweden, Dalarna and Västra Götaland. Focus was on the two national gender equality goals 

of economic equality and equal distribution of unpaid housework and provision of care. 

Earlier research had shown that these two goals best can be addressed in early stages of 

planning, having an important role on a strategic level when location of jobs, education and 

care are to be related to locations of housing and other everyday activities. Investments in 

regional commuter routes, integrating transportation into regional development goals and 

measures to strengthen the access for citizens to new labour markets are possible outcomes 

(Levin et al., 2016). 

What came up during the work process was that a large share of the work presented in 

the County Transportation Plans has been done before the actual process of developing the 

plans occur. This means that implementation of gender equality needs to happen before the 

work with the plans start. The pre-work consisting of analyses and reports that are used in the 

County Transportation Plans are developed by the regions themselves, but also external 

organizations, meaning that identification of which analyses that are going to be used is 

required in order to implement a gender equality focus in them as well (Levin et al., 2016). 

A conclusion drawn from the project was that there are needs of more systematic ways 

to work with implementation of gender equality goals into the transportation planning sector. 

Clear directives and engaged management are as well essential for implementation, and to 

have planners that have competence within gender equality is important. Even though the aim 

of the project was to try to implement The Gender Equality Impact Assessment Model into 
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these two regions, the conclusions are that the implementation model is not enough in order to 

integrate gender equality into regional transportation planning. Working with implementation 

of gender equality into the entire organizations is essential, which must be a continuous 

process (Levin et al., 2016). 

3.3.3	The	Gender	Equality	Impact	Assessment	Model		

Impact assessment models can be used to evaluate the consequences of different projects or 

plans for instance, whether focus is on economic, ecological or social consequences. The 

expected outcomes of the impact assessment model with focus on gender equality is that it 

should be fully integrated in an organization and have a role in the planning processes, which 

requires knowledge about gender equality (Halling, Faith-Ell and Levin, 2016). The model 

should as well describe and work with possible consequences for gender equality of a plan or 

a project. Further on, the model should be able to tackle consequences by identifying and 

suggest measures in order to reduce or diminish negative problems and strengthen the positive 

ones. Lastly the model should be able to advice on improvements needed when the planning 

part of the process is done and when the plan is to actualize on a detailed level, which should 

contribute to managing consequences better in the future (Ibid). 

The Gender Equality Impact Assessment Model contains of eight steps (Halling, Faith-

Ell and Levin, 2016). The first is to make a delimitation of the model to only focus on what is 

important for implementing gender equality into the transportation policies. Description of the 

current situation within the region regarding gender equality and transportation is the second 

step and focus should be on identifying challenges and areas that need more attention. The 

third step is to include gender equality into different measures, which is the most important 

step because it can change decisions or adjust them. The fourth step is to make a judgement of 

consequences, which should be done throughout all of the earlier steps. It includes evaluation 

of how different suggested measures in the County Transportation Plan affect different 

aspects of gender equality and how it will be different in relation to the present situation. The 

fifth step is to make a plan of how to reduce or diminish the negative effects that are identified 

in the earlier step and that could not be identified earlier in the planning process. The sixth 

step is to write the gender equality assessment impact report based on what has been found in 

the previous steps. The seventh step is to follow up on the implementation of the measures in 

the county transportation plan. By doing this recommendations for the next County 

Transportation Plans can be made. The eighth and final step is to make suggestions of 
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improvements for other decisions and measures that need adjustments but might lay outside 

of the County Transportation Plan, for instance pedestrian and bicycle paths or bus stops 

(Ibid).  
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4	METHODOLOGY	

4.1	Research	strategy	and	research	design			

Within methodology it is common to make a distinction between deductive and inductive 

approaches. Within the deductive approach it is common to from existing theories or research 

fields come up with hypothesizes and empirical studies to explore, or to test a certain theory. 

This study has more similarities with an inductive approach even if the two often are 

interrelated. The inductive approach is commonly used within qualitative research, which is 

the methodological approach used in this thesis. It means that the relation between theory and 

research is based on generalizations of theories (Bryman and Nilsson, 2011). However, not all 

qualitative studies generates theory, and the theory is rather used as background to the study 

(Bryman and Nilsson, 2011), which somewhat can be applied in this study. Not all of the 

literature in the previous studies-chapter used in this thesis has been directly linked to the 

research questions or the results, but rather as background to explain the problematics when it 

comes to gender equality and transportation and traveling.  

In order to answer the research questions, a representative case study has been 

performed, where the regions Västerbotten and Norrbotten in northern Sweden were chosen 

as study regions. The purpose with a representative case study is to seize and describe the 

circumstances and conditions that exist in a certain situation (Bryman and Nilsson, 2011), in 

this case when creating County Transportation Plans. The regions were chosen partly because 

the consulting company that the thesis is written for has been hired by the Regions to create 

the next County Transportation Plans, but also because of geographical proximity and 

convenience for the researcher. The two regions also cooperate a lot during these processes 

and an advantage is that they have similar demographic and spatial conditions, since the 

purpose with having two regions is not to do a comparative study, but to get a broader 

perspective and more respondents. 

In order to answer the research questions, two different types of qualitative research 

methods have been used. Common critique towards qualitative research methods is that they 

are impressionistic and subjective. This means that the results to a large extent are built on the 

researcher’s own opinions and attitudes of what is important and not, which is something that 

is important to take into consideration. Another problem is that the results generally do not 

allow generalizations since the interviews in this case are made with a small share of the 



 
 

30 

individuals working with these questions (Bryman and Nilsson, 2011). It is thus not certain 

that the results are applicable on the other regions working with these questions in Sweden. 

The advantages with qualitative research is that it is possible to get an insight in peoples 

experiences and more nuanced answers than if for instance a survey would be conducted, 

which is why the approach was chosen. A quantitative research approach would neither be 

able to answer the research questions to the same extent. 

4.2	Qualitative	content	analysis	

Firstly, in order to know how gender equality can be implemented into County Transportation 

Plans, it was necessary to find out if and how it has been implemented before. To answer that 

question, a qualitative content analysis of the previous County Transportation Plans for 

Västerbotten and Norrbotten for the period 2014-2025 was made. Focus when doing the 

systematic analysis was on how much space gender equality had been given in the plans and 

in what way gender equality were constructed and presented. In order to identify gender 

equality in the plans, common elements with the national gender equality goals and the 

indicators for social sustainability developed by the United Nations, but also the previous 

research presented in chapter two were searched for. Conflicts of goals or symbiosis between 

gender equality and sustainable transportation were as well searched for in the plans, with the 

previous research on the field as reference. In addition to identify and analyse gender equality 

in particular, the purpose with the analysis was as well to look for which goals and 

prioritizations that are most central in the plans. 

The County Administrative Boards of Västerbotten and Norrbotten county each have 

strategies for gender equality integration that are based on the (at the time four) national 

gender equality goals. These documents were as well looked through and the purpose was to 

see if there were some references to the County Transportation Plans or transportation 

planning in general, and what it said in that case. Both of the plans are official documents, and 

since the organizations that are responsible for the plans are political state agencies the 

judgement was that the authenticity, credibility, representativeness and meaningfulness of the 

plans can be relied up on, which is important when using documents as a source within 

qualitative research (Bryman, and Nilsson, 2011; Scott, 1990). 
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4.3	Qualitative	interviews	

The qualitative content analysis was complemented with interviews with four respondents 

(see table 1). In addition to finding out the possibilities for implementing a gender equality 

perspective in the plans with regard to laws, regulations and models (see chapter 3), the 

interviews were necessary in order to find out how implementation could be done in practice. 

The purpose with the interviews was as well to explore if gender equality had been discussed 

when working with the earlier plans, and different challenges that the planners could identify 

regarding gender equality in relation to the plans. Another ambition was to find out how the 

County Administrative Boards work with implementing the national gender equality goals in 

the regions and what the biggest challenges with that are, but also to get their perspective on 

how gender equality can be integrated into the plans. 

4.3.1	Selection	of	respondents	

The interviews were held with professionals who work with these questions on a daily basis 

to discuss their experiences, so called goal-oriented selection. It means that they were chosen 

strategically because they were most relevant to interview in order to answer the research 

questions (Bryman and Nilsson, 2011). Important was to get broad and detailed information 

through the interviews, and it was because of this important to choose respondents that are 

relevant in order to answer the research questions, but that also have different professional 

background. To interview gender equality experts on the County Administrative Boards in the 

counties was the obvious choice because they work as the “long arm” of the government in 

the counties. This means that they are responsible for making sure that the national gender 

equality goals are implemented on a regional level. Thus, one gender equality expert in each 

County Administrative Board was interviewed. 

In order to get better insight into the work with County Transportation Plans one 

infrastructural planner from each region was interviewed, resulting in four interviews in total. 

The possibility to have more than four interviews to get a wider perspective was considered 

and a first thought was to also interview a transportation planner on a local level, working in a 

municipality. Although, given that the focus of the thesis was to answer the research questions 

on a regional level, it was a deliberate choice not to interview a transportation planner on a 

local level. There are as well a limited number of people working with these questions direct 

on a regional level, which are the ones who were interviewed. A possibility could have been 

to interview the Ministry of Enterprise and Innovation, which is the department in the 



 
 

32 

Swedish Government that write the directives concerning the County Transportation Plans. 

However, it would have meant that focus would as well have been on a national level. 

Furthermore, after the four interviews were conducted, saturation was reached and further 

information was not necessary. 

Before the search for respondents started, contact was already established with one 

person that earlier had worked with County Transportation Plans for fifteen years at Region 

Norrbotten. The person currently working with the plan at Region Norrbotten have not been 

doing that for very long and do not have the same experience. Because of this, the person that 

contact already was established with was interviewed, which is called convenience selection 

(Bryman and Nilsson, 2011). Even though it was a convenience selection, the respondent was 

chosen through goal-oriented selected as well because of the professional background and 

relevance to the County Transportation Plans. An advantage with interviewing an 

acquaintance was that the interview was more relaxed and that the dialogue had a natural 

flow. However, this can as well be a disadvantage because the researcher may have 

expectations of what the respondent will answer, and therefore ask leading questions. 
 

Respondent Institution Title Selection 

approach 

Interview 

approach 

Interview 

length 

Date of 

interview 

1 County 

Administrative Board 

of Norrbotten 

Gender 

equality expert 

 

Goal-oriented 

selection 

 

Mail 

contact 

- 2017-03-20 

2 County 

Administrative Board 

of Västerbotten 

Gender 

equality expert 

Goal-oriented 

selection 

 

Direct 

interview 

40 min. 2017-03-31 

3 Region Norrbotten Former 

infrastructural 

planner 

Convenience 

selection 

 

Direct 

interview 

35 min. 2017-03-22 

4 Region Västerbotten Infrastructural 

planner 

Goal-oriented 

selection 

Direct 

interview 

105 min. 2017-03-17 

Table 1. Information about the four respondents and the interviews. 

4.3.2	Preparing	for	the	interviews	

All of the four respondents were then contacted and briefly informed of the theme and 

purpose of the interviews. One of the respondents however preferred to answer the questions 

over e-mail, and the interview guide were sent to the person (see appendix 1). However, the 

researchers own thoughts potential follow-up question (such as appendix 1, question 7a) were 

removed before sent by mail in order to avoid asking leading questions before the respondent 
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had answered the overall question (question 7). A disadvantage with sending the interview 

guide via e-mail is that it is difficult to ask follow-up questions and specific topic can get lost, 

which in turn can affect the results. However, the answers were extensive so there was no 

need for that. The other three direct interviews took place during the respondents work hours 

and because of this it felt important to make them as simple as possible for them, so the 

interviews were held at their workplaces. Another benefit with the choice of the location is 

that the respondents can feel comfortable and secure when conducting the interviews in an 

environment they are familiar with and spends a lot of time in. 

When preparing for the interviews the most important question was which information 

that was needed and which interview method that would be used. Semi-structured interviews 

were considered the most suitable approach, which means that the interview guide contains 

specific themes and questions that will be discussed, but that the respondents have the 

opportunity to form the answers as they do see fit. This is an advantage because it makes the 

interview process flexible and it enables deeper answers, as opposed to if the respondent had 

to choose from a few different answers, which is common for structured interviews (Bryman 

and Nilsson, 2011). Since the interviews were held with respondents working in two different 

organisations with different background and jobs one interview guide were created for the 

gender equality experts at first, and then rewritten to fit the planners. Thus, two separate 

interview guides, originating from the same type of questions, were created in order to ask 

relevant questions (see appendix 1 and 2). The interviews were recorded because it enables 

full attention towards the interviewee and the possibility to ask follow-up questions. It also 

enables to listen to the interview more than once if needed afterwards (Kvale and Brinkmann, 

2014). Even though the thesis work is in English, the interviews were done in Swedish 

because it is the native language of all of the respondents and myself. The expectations with 

that choice was that the answers would be longer, more detailed and more nuanced as well, 

but also because it is the language that the interviewees use in their work. The risk with 

having the interviews in English would be that the answers would be short and that many 

terms used in their everyday work would get lost.  

4.3.4	The	interviews	

The three direct interviews took place at the respondents’ workplaces. The shortest interview 

lasted 35 minutes and the longest were almost two hours long. Before the interviews started 

the interviewees were asked for approval of recording the interviews, which they all agreed 
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to. They were assured that the interviews would only be listened to, and their answers only 

used for the purpose of the thesis and that the recordings would get erased after transcribing 

them, so called informed consent (Kvale and Brinkmann, 2014). They were as well informed 

that they would not have to answer all of the questions if they did not want to and that they 

could end the interview at any time. The interview guide was used during the interviews but 

the order of the questions was not followed strictly, and the interviews were thus rather 

flexible. After the interviews were done the respondents were asked for ethical reasons if they 

wanted to be anonymous in the interviews or not, but they all gave their consent to use their 

names. The reason they were asked that after the interviews instead of before was because 

then they knew what the questions were, since they only knew what the theme of interviews 

would be beforehand.  

4.3.5	Analysing	the	material		

After the three direct interviews they were transcribed and a thematic analysis was done, 

which means that focus was put on what has been said, instead of how it was said (Bryman 

and Nilsson, 2011). When analysing the information from the interviews, the starting-point 

was to identify themes in the interviews that can be found in the previous research-chapter 

and in that way create headlines with these themes in the results. The relevant information 

that could not be directly identified in the previous research was as well transformed into 

headlines and presented in the results. 

A challenge was that the interviews were held in Swedish, which is an advantage as 

mentioned earlier but that somewhat is a challenge when translating them. Quotes will not be 

presented precise because of translation, and some terms and words are difficult to translate 

without rewriting them a bit. When presenting the results from the interviews, it is irrelevant 

to specify who said what because the purpose is not to compare the regions, but to get 

professional statements from the gender equality experts at the County Administrative Boards 

and the infrastructural planners responsible for the County Transportation Plans. Because of 

this they will in the results (chapter 5) be referred to as “gender equality experts” and 

“planners”.  
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5	RESULTS	

In this section, the content analysis of the County Transportation Plans for Norrbotten and 

Västerbotten counties and the Strategies for Gender Equality Integration developed by the two 

County Administrative Boards will be presented together with the four interviews. In order to 

illustrate the interviews in a clear way, several quotes from the respondents will be presented. 

5.1	Main	challenges	and	prioritizations	in	Norrbotten	and	Västerbotten	

The main purpose when working with the County Transportation Plans is according to the 

planners to consider the national transportation policies, and the directive from the 

government is a guideline when working with the plans. The directives set the framework for 

the plans by giving each county an amount of money to plan from and also include what the 

regions should focus on during the specific period. However, despite that the directives are 

important, prioritization is according to the planners in first hand given to the specific needs 

of the regions and what is important for them. The directives could according to the planners 

as well be clearer. 

 

“But many times the directives… in many aspects they have been a bit diffuse, so a lot of time 

goes to figuring out what they really mean.” (Planner). 

 

The planners acknowledge cooperation as essential when working with the plans, and 

consideration is needed towards the regions’ development programs and strategies, which also 

contains different focuses and goals. To acknowledge what politicians, enterprises and 

industries want to achieve in the counties and then create strategies where the infrastructure 

can support that is also important. The regions do as well have an important role in presenting 

their unique conditions and needs towards the government and how different suggestions, 

investments and perhaps lack of them will affect the region.  

The need of a functional railway system is according to the planners the largest 

challenge in the regions. Historically regional expansion has been achieved through cars and 

building roads, but that is no longer the situation today since speed limitations have been 

counteracting that, which has increased the importance of functional railroad systems. 

Another major challenge in the regions is that the labour markets are spread out.  
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“[…] and of course that is a challenge for us because there are ‘islands’ of labour markets 

without any functional connection between them, which means that it is difficult to live in one 

location and work in another, and it leads to that people have to move.” (Planner). 

 

Due to the challenge of long distances between places, improved possibilities for job 

commuting and access to higher education are according to the plans strategically important 

for the counties’ future and positive growth. Hence, focus on a well-developed system for 

transportation, traveling and communication within the region, the surrounding counties, rest 

of the EU and the world is the main focus. This is especially important with consideration to 

the long distances between locations and a low population density in large areas. Both of the 

plans also mention regional biking strategies as something that is needed in order to increase 

accessibility between villages and to bus stops, railway stations and service, but also as 

guidance for coming investments within biking. The outcomes of a biking strategy would be 

positive effects for health, the environment and traffic safety, although, it requires 

involvement from many different institutions. 

Another challenge related to gender equality in both of the counties is that in the 

municipalities which are dominated by industries and the more peripheral municipalities there 

are less jobs for women, resulting in low employment levels for women and shortage of 

women and young people, because they move out. Because of this, commuting has an 

important function for both women and men. Other than increased possibilities for 

commuting, both of the plans express regional expansion and development as important. The 

idea is that wider labour markets give women and men similar opportunities to jobs and that 

employers will have better chances to find the right person to a certain job, which will 

contribute to more gender equality (Region Norrbotten, 2014; Region Västerbotten, 2014). 

One of the three main goals in the plan for Västerbotten does as well mention gender equality 

(directly translated from Swedish): “The second goal is that measures will be formed to give 

the best result possible for accessibility, long-term competitiveness, gender equality, safety, 

climate, health and landscape.” (Region Västerbotten, 2014, 5).  

The three specific investment areas that are prioritized in the plan for Västerbotten 

county are investments related to the railway, traffic safety on roads and sustainable traveling 

in the ambient environment (Region Västerbotten, 2014). In Norrbotten county investments in 

public transportation and biking will lead to regional expansion through increased commuting 

for women and men. Investments in the road system are essential in order to strengthen the 

development of the county and to increase local and regional competitiveness. Of the 
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investments in the plan, 4% goes to public transportation, 3% to railway measures, 16% goes 

to walking and biking improvements, 59% goes to investments and improvements in the road 

system, and the rest goes to other areas (Region Norrbotten, 2014).The expected long-term 

effect of the measures and investments in the plans is that they will to lead to a more 

sustainable society that will generate regional growth and vitality.  

5.1.1	Challenges	with	gender	equality	

Both of the Strategies for Gender Equality Integration developed by the County 

Administrative Boards of Norrbotten and Västerbotten describe the current situation and 

challenges of gender equality in the counties in relation to the national goals and suggest 

measures to reach the goals. The gender equality experts work with these challenges and 

towards the national gender equality goals by for instance presenting and analysing statistics 

on regional level. The strategies mention that plans and documents of other regional 

institutions are important in order to work towards more gender equal counties, although there 

is no reference to the County Transportation Plans nor traveling or transportation planning in 

general. However, plans with focus on regional growth are mentioned as relevant for the work 

with gender equality in the counties (County Administrative Board of Västerbotten, 2014; 

County Administrative Board of Norrbotten, 2014). The gender equality experts mention a 

few areas as the largest challenges for gender equality in the counties. The most severe issue 

is that men’s violence against women has not decreased. That women and men and girls and 

boys often choose gender stereotypical educations, which in turn leads to gender segregated 

labour markets is another big challenge. That does in turn lead to different types of job 

statuses, wages and career opportunities for women and men. A third challenge is according 

to the gender equality experts that there is a need of clearer governance and directives 

regarding integration of a gender equality perspective into different sectors, whether they are 

public institutions, private organisations or non-profit organisations. There is as well need of a 

higher demand for it from the institutions and organisations. 

5.2	Women’s	and	men’s	traveling		

The County Transportation Plans says that men commute more than women, but the 

differences have become a bit smaller in the recent years. In areas with well-developed public 

transportation women and men commute to the same extent. Although, women do to a larger 
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extent commute by public transportation, especially by bus while men often travel by car and 

train, and men also travel longer distances (Region Norrbotten, 2014; Region Västerbotten, 

2014). Because of these differences, the plan for Västerbotten says that a more effective 

public transportation system will improve possibilities for women to commute longer 

distances in shorter time. Investing in parking lots for commuters and other measures that will 

get people to change transportation mode from car to public transportation will hence lead to 

decreased differences in women’s and men’s travel patterns (Region Västerbotten, 2014). 

Although, the fact that men commute more and longer than women is according to the 

planners a known phenomenon nationally, not only for the regions. The biggest challenge lays 

in knowing what to do with these facts. 

 

“Is it for instance a step closer towards gender equality if more money is invested in public 

transportation, or is the risk that the different travel patterns between women and men instead 

get settled? According to me that is difficult.” (Planner). 

5.3	Gender	equality	and	transportation	planning	

“I think that how women and men, girls and boys are affected by different prioritizations and 

decisions related to the County Transportation Plans should be considered and analysed to a 

larger extent than it has in the earlier plans.” (Gender equality expert). 

 

The gender equality experts do also see transportation planning and traveling as something 

that should and can benefit gender equality and not the other way around.  

 

“It is very clear when seeing that all bus traffic pass by the University Hospital of Umeå for 

instance, there are barely any parking spots for the staff, and if there is they are pretty far 

away in the forest. While at Volvo there is a huge parking space and hardly any bus traffic. So 

I think it is very important to include that in the work, that gender has a crucial meaning for 

how the traffic is planned.” (Gender equality expert). 

 

The way that the earlier County Transportation plans have considered gender equality has 

according to the planners been through having maps illustrating where women and men 

commute. Integrating gender equality into the plans in this way is something that the gender 

equality experts call a “quick fix”, meaning that the integration is made when the plans are 
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more or less done, instead of through the entire process. An example of this could be to 

integrate the national gender equality goals without a clear connection to the different 

investments in the plans, or to illustrate how and where women and men travel without any 

further analysis. 

Improvements the planners can see regarding gender equality within transportation 

planning in the last fifteen years or so is that a higher share of women are working within the 

transportation planning sector than before, and the regions have requested to have one woman 

and one man representing the municipalities when working with them. Involving both women 

and men in the process with the plans makes the result better, because then it is not only 

men’s travel patterns and needs that are taken into consideration but also women’s. However, 

the planners point out that there are other aspects of equality to take into consideration aside 

of gender, because involving for instance organizations that look after interests of people with 

disabilities is important as well. 

The on-going and suggested projects in the plan for Västerbotten are overall expected to 

have a large positive effect for gender equality because of investments in public 

transportation, which is mostly used by women. Better standard with shorter traveling time 

and increased accessibility by improving railway stations is also expected to lead to an 

increased number of men traveling by public transportation, which as well is contributing to 

the goals of gender equality (Region Västerbotten, 2014). The projects and investments in the 

plan for Norrbotten are expected to have none or undefined effect on gender equality, thus 

neither negative nor positive outcome. Simultaneously the plan says that there are some 

investments in public transportation and since women in a larger extent use public 

transportation it is therefore contributing to gender equality (Region Norrbotten, 2014).  

5.3.1	Challenges	with	integrating	gender	equality		

The planners’ experience of transportation and traveling in relation to gender equality is that it 

has been difficult to plan for a gender equal transportation system, since it is unclear what that 

would be. Both of the planners have asked that question to the County Administrative Boards 

and other institutions for many years but not received any answers they can get use of in their 

work. One reason for the difficulties of working with gender equality in the plans are 

according to the planner’s lack of knowledge of how to integrate it among the persons 

working with the plans, which also could be the reason gender equality has not been given 

much attention in the earlier plans. The gender equality experts say that a part of their mission 
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is to support the regions and other institutions by providing tools and methods for them to 

work with gender equality integration in their work, and they have arranged workshops and 

other forms of educational programs. The planners have participated in these kind of 

workshops and other events that the County Administrative Boards and other institutions have 

had about indicators and ratios for gender equality. However, they still find that it is unclear 

how it can be integrated in transportation planning and in the County Transportation Plan in 

particular. 

The costs are another challenge the planners deal with when working with the plans, 

because there is no specific money put away for creating the plans, but only for the 

infrastructure objects. Because of this the question is how profitable it is to spend money and 

time on gender equality. Especially since the planners as mentioned earlier do not know what 

they can do with the statistics more than just confirming that the travel patterns look different 

between women and men, which already is well known. What further makes integration of 

gender equality difficult is according to the planners that the plans are on a comprehensive 

strategic level in an early planning stage. It would be easier to see what can be done for 

gender equality within transportation when talking about for instance design, location of bus 

stops and other measures later on in the process. One suggestion from the planners is 

therefore that the plans could contain a section that describes how work with gender equality 

could be done in the later stages of the planning process as well, when it comes to specific 

projects and objects, such as a road or railway. However, the gender equality experts mean 

that it does not only have to be about design or measures later in the processes. When working 

with gender equality in County Transportation Plans, they mean that it is important to 

acknowledge that integration of gender equality means that a gender equality perspective 

should be included in the entire process from the planning stage to implementation and 

evaluation. Since planning and especially infrastructural planning is a sector in which more 

men than women participate in, a gender equality perspective is especially important. 

When gender equality became a part of the national transportation policy, the planners 

perception was that it was included because gender equality overall is important, without any 

explanation of how it was related to transportation planning, which is problematic. One 

opinion from the planners is also that too much focus usually is on theoretical aspects when 

talking about gender equality, and a request is more systematic methods for implementing 

gender equality into the County Transportation Plans. A tool or method that could tell how 

different infrastructural investments and projects would affect or not affect gender equality 

would be beneficial. However, according to one of the planners there are limitations regarding 
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to what extent measures for public transportation can be made in a County Transportation 

Plan. Legally there are no possibilities to through the plans purchase buses or finance bus 

tickets for instance, and a subway or tramway system is not relevant in these regions. 

5.3.2	How	gender	equality	could	be	integrated				

The gender equality experts think it is important to include different groups of travellers in the 

planning process, and not only confirm the different travel patterns. A suggestion is that the 

planners on a local and regional level do surveys of which groups of individuals that travel 

and how, so they have more facts and statistics on travel patterns. The expected outcome of 

this is to gather information about for instance women’s needs when it comes to different 

infrastructural investments. However, the gender equality perspective does not have to end at 

the choice of investment areas. When discussing specific projects, like for instance a railway 

system that has been relevant in these regions for a very long time, consideration could be 

taken to if focus only is on how the railway would benefit the economy and labour markets, or 

if a gender equality perspective is included as well. 

A way to work with gender equality in an early planning stage given that the travel 

patterns look like they do could according to the gender equality experts be to for instance 

plan the location of the grocery stores or pre-schools strategically. Planning them near male 

dominated workplaces or along car roads could be a way to get more men instead of women 

to make an extra stop on their way home from work. Further on the gender equality experts 

believe that in order to benefit gender equality, more investments should be made in public 

transportation, and the planners agree on that improvements need to be made for women that 

use public transportation. It is according to the planners as well important to find out why 

men use public transportation less, and figure out what would make them use it more. 

According to the gender equality experts the fact that men use car more than women is related 

to gender roles and that the car is associated with masculinity to a higher extent than it is to 

femininity. However, working with gender equality within traveling by encouraging women 

to travel more like men would counteract a sustainable way of traveling. 

 

“On the other hand it would be good if women’s power over the car in shared households 

were as large as the men’s. Today men have ‘priority’ and when women are forced to depend 

on public transportation or walking/biking, it affects women’s power and influence over their 

own lives.” (Gender equality expert). 
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The national gender equality goals have not been considered in the earlier plans, and are 

neither something that the planners are especially familiar with. The planners point out that it 

is an area that the gender equality experts at the County Transportation Boards could 

contribute with to the plans. Although, the planners are aware of the broad area of 

responsibility the gender experts at the County Administrative Boards have. 

 

“The gender equality experts at the County Administrative Boards are as well important to 

involve, but since their area of responsibility is so wide they are not specifically involved in 

gender equality in relation to transportation and traveling. They can point out the need for 

more statistics on travel patterns divided on women and men for instance, but it is 

expensive.” (Planner).  

 

The gender equality experts agree with the planners on that there are no clear methods or 

models for gender equality integration into transportation planning that says how it should be 

done. That is why it is important that the planners and other involved persons have 

competence and knowledge about gender equality in general, but the lack of it is an issue. It is 

essential that they have knowledge of how the travel patterns are affected by gender and 

power relations between women and men. Choices made in people’s private life, which often 

are gender stereotypical, do as well affect how people travel. Although, sometimes maybe the 

knowledge is already there, but gender equality is not a prioritized field. In order to make it a 

prioritized part of the plans, a clear directive from the government or a request from the 

persons working with the plans is necessary. 

5.4	Gender	equality	and	sustainable	transportation		

The plan for Västerbotten is expected to contribute to sustainable development by investing 

and prioritizing projects that include a more environmental friendly and climate smart way of 

traveling, for instance public transportation. This will generate improvements for walking and 

biking but investments in bike and walking lanes are as well needed, which also will create 

better opportunities for gender equal traveling for women, men and children (Region 

Västerbotten, 2014), so the two are described to go hand in hand. The gender equality experts’ 

perceptions is however not that the different pillars within sustainable development are in 

symbiosis when talking about transportation. They believe that space and attention often is 
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given to the environmental and economic interests, while the social aspects often are least 

prioritized (of which gender equality is a part). Instead they see the opportunity to combine 

the different aspects of sustainability. 

 

”There is an unnecessary conflict between different horizontal perspectives, were 

environment is one and gender equality is another. […] Instead of seeing how different 

aspects affect each other and consociate it is often perceived as being too many different 

aspects to consider, which lead to that only one of the aspects are being prioritized.” (Gender 

equality expert). 

 

The experts also see the benefits that gender equality could contribute to when it comes to 

sustainable development and traveling. A more gender equal society will lead to increased 

awareness of sustainable development and a higher environmental concern among men. 

Today men stand for a higher share of car usage and women do already have a higher 

environmental concern than men. 

Any clear goals conflict between gender equality and sustainable transportation cannot 

be found by the planners. Transportation can however favour gender equality by creating 

possibilities for women in partner relationships that live in a city with a male dominated job 

sector to commute to a job in another city without having to move. However, the share of 

women working in male dominated job sectors has increased over the years. One conflict that 

can be identified is though between an environmentally sustainable transportation system and 

economic development with longer traveling distances. 

When discussing the fact that regional expansion can be negative for women because it 

in a larger extent benefit men, the planners did not see counteracting regional expansion as a 

reasonable alternative. Not having regional expansion can create difficulties for both women 

and men to find the right labour market and jobs, which would not be a better option. Thus, 

the benefits for gender equality that come with regional expansion are as well pointed out, 

since it increases possibilities for women to work further from the home, and this is 

something that the gender equality experts agree on. However, the experts point out that it is 

essential to analyse in what way larger labour markets will expand and who is included in the 

expansion and therefore benefit from it. Gender roles in the household and that women often 

stay closer to the home are referred to by the planners when talking about why regional 

expansion have different effects on women and men. 
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“It (that women do not benefit from regional expansion to the same extent) rather feels like a 

societal problem because in my world it is based on some kind of structure where women 

have a larger responsibility for picking up and dropping off at preschool and those things, so 

I rather see that it is within other sectors that… it is a societal problem in that case. I have 

difficulties seeing that it would be an infrastructural problem, but I can of course be wrong. 

Because that must be the reason the patterns look like they do […]” (Planner). 
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6	CONCLUDING	DISCUSSION	

6.1	Gender	equality	in	transportation	planning	and	the	County	Transportation	Plans	

The major conclusion that can be drawn from analysing the County Transportation Plans and 

the interviews is that the planners and gender equality experts are aware of the ongoing 

difficulties with integrating gender equality into transportation planning. The lack of 

competence and not knowing how to work with gender equality in the plans, and the fact that 

it is expensive are reasons the planners mention for not working with gender equality to a 

large extent. This is problematic and indicates that even if the planners would want to 

implement a gender equality perspective in the plans, they would not know how to do it.  

Even though the gender equality experts talk about the importance of considering 

gender equality in the transportation planning and that gender equality should benefit from the 

planning, an impression from the content analyses is that the relation between the regional 

infrastructural and transportation planning and the work with regional gender equality is 

seemingly weak. The Strategies for Gender Equality Integration developed by the County 

Administrative Boards do not mention the County Transportation Plans nor transportation or 

traveling in general as a strategy to reach the gender equality goals. It is therefore possible 

that increased cooperation between the two organisations would facilitate integration of 

gender equality into the County Transportation Plans. However, the gender equality experts 

mean that gender equality will probably not be prioritized unless it is included in a directive 

from the government or if there is a strong will among the planners working with the County 

Transportation Plans.  

The information gathered from the planners about their previous work with gender 

equality in the County Transportation Plans corresponds well with what can be found in the 

plans. Both of the plans have maps illustrating between which geographical places women 

and men commute, and both of the plans do as well say that women travel by public 

transportation more and that men travel more by car. The plans also mention that investments 

in public transportation will increase the gender equality. However there is no further gender 

equality perspective included in the plans, which illustrates the extent of the knowledge and 

what is prioritized. This way of integrating gender equality into the plans is similar to what 

Levin et al. (2016) found in their research of gender equality in transportation planning in two 

other regions in Sweden. Faith-Ell and Levin (2013) and the gender equality experts have 
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pointed out that it is not enough to include a section in the plans describing gender equality or 

displaying statistics on women’s and men’s traveling when the plan is more or less done. The 

gender equality perspective need to be implemented through the entire process and in the 

organisations. An improvement that the planners can identify regarding gender equality is the 

higher share of women participating in the transportation planning nowadays than earlier, and 

they have requested one women and one man to participate in the planning process from the 

municipalities. However, this is something that Polk (2001) refers to as the ‘number’s game’, 

where there is a belief that an equal share of women and men automatically will increase the 

gender equality, and she mean that this is a simplified view. 

Even though the planners are not sure which investments and measures that contribute 

to gender equality, the plans are expected to have a large positive effect on gender equality 

due to investments in public transportation, because more women travel by public 

transportation, which is something that Johnsson-Latham (2007) suggested as well. However, 

it is not further elaborated. The investments in public transportation are expected to generate 

shorter travel time and increased accessibility, and the belief is because of this that more men 

will travel by public transportation, which in turn will increase the gender equality. Although, 

just as Polk (2001), Gil Solá (2013) and the gender equality experts have pointed out, the 

reason men travel more by car is because cars are associated to masculinity and what 

masculinity represents, and therefore they use the car more. Because of that it is doubtful that 

shorter travel time and improving railway stations will generate more men to travel by public 

transportation, because that is not where the issue lies. 

In the interviews it appeared that there seems to be a paradox within gender equality and 

transportation planning. On one hand both the planners and the gender equality experts talk 

about how the transportation system should be adjusted to women’s travel patterns by 

investing in public transportation and consider women’s traveling needs, which will increase 

gender equality. On the other hand there is an insecurity among the planners that if they plan 

according to the existing travel patterns, it would mean that the patterns get settled and that a 

more gender equal traveling will not be promoted. Although, when the gender equality 

experts talk about transportation and traveling they mainly focus on how the transportation 

system can be adjusted to create more gender equality and reach gender equality goals. One 

suggested measure for this is to invest in buses at male dominated work places to promote 

more men to use public transportation instead of taking the car. To find the balance between 

these two planning approaches is something that for instance Rydhagen (2013) talks about 
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and mean that it is important to plan for a vision of equal life patterns and travel patterns 

between women and men, while it is important to take the existing patterns into consideration. 

6.2	Gender	equality	and	sustainable	transportation	

Environmental sustainability has for quite some time been given much attention within the 

transportation sector due to large environmental problems following climate change. 

However, gender equality that has been politically relevant in the transportation sector since 

the integration into the national transportation goals in 2008, has not been given the same 

attention. One way to allow gender equality to receive attention within transportation 

planning is if the relation to sustainable transportation is explored. Regional expansion was 

according to the planners earlier managed by building roads, but today through investing in 

the railway. However, important to acknowledge here is that there is a difference between 

public transportation that women use and the type of public transportation that is dominated 

by men. Due to women’s smaller labour markets they often travel by bus, while men, who in 

general travel longer distances use car or train to commute. So when talking about for 

instance regional expansion and public transportation, it is often referred to the railway and 

trains. 

A lot of the research argues that while regional expansion is positive for gender equality 

because it increases the opportunities for women and men to commute longer, it can also 

counteract gender equality because men benefit from the regional expansion more than 

women do (Dahl, Einarsson and Strömqvist, 2003; Sandow and Westin, 2006; Friberg, 2008; 

Gil Solá, 2013). That regional expansion has both positive and negative outcomes on gender 

equality is something that the Swedish Government also mentions in their report (Skr. 

2005/06:126). The gender equality experts and the planners however only talked about the 

benefits with regional expansion and how gender equality is beneficial for sustainable 

transportation. But whether or not gender equality benefits from regional expansion, it is clear 

that public transportation is the transportation mode that is beneficial for the environment, the 

economy and gender equality. This is however a bit difficult when talking about investments 

in the County Transportation Plans. To say that investments in roads only benefits cars and 

that only investments related to for instance the railway or bus stations benefits the public 

transportation is problematic since a large share of the public transportation in these regions 

consists of buses. A well-functioned road can shorten the travel time by bus, for instance. 

Because of this it is important to specify which measures that benefit gender equality and 
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different groups in the society, instead of just relating investments in public transportation to 

increased gender equality. 

When talking of the negative outcomes that regional expansion has on gender equality, 

the planners did not see counteracting regional expansion as an option because without 

regional expansion it would be difficult for both women and men to find jobs. Regional 

expansion can as well be seen as especially important in these two regions that have the 

challenge with long distances between places. It makes functional connections between the 

places essential in order to increase the accessibility. That regional expansion and increased 

accessibility are seen as main prioritizations in the plans can be a goal conflict in itself if 

regional expansion, as mentioned earlier is negative for women and gender equality. The 

gender equality experts on the other hand point out that it is problematic that the different 

pillars within sustainable development are seen from a horizontal perspective where it is 

common that environmental and economic interests are being prioritized on the cost of social 

sustainability. They talk about the benefits that gender equality could bring to sustainable 

development, including increased awareness of sustainable development since women travel 

more environmental friendly, and a higher environmental concern among men. In one of the 

County Transportation Plans it is put the other way around, that environmental friendly ways 

to travel will lead to increased gender equality, although it is not further elaborated. These 

two approaches are examples of how gender equality can create sustainable transportation and 

how sustainable transportation can lead to gender equality, which adds up to Hanson’s (2010) 

and Polk’s (2001; 2009) theories about the symbiosis and relation between the two. 

6.3	Issues	that	need	to	receive	more	attention	 	

Three problems can be identified related to the on-going discussions about gender equality 

within transportation planning. The first is that there are limitations to in what extent a 

transportation system can contribute to gender equality, and that is something that needs to be 

acknowledged and accepted. Nonetheless, what can be done in order to reach gender equality 

goals should be done, even though it is a bit like treating the symptoms of gender inequality 

instead of the reasons. The reasons for the different travel patterns are often related to 

gendered power relations but also to gender stereotypical activities. The fact that girls and 

boys choose gender stereotypical educations, which lead to that they work in female and 

male- dominated job sectors that in turn have different geographic locations is one reason (Gil 

Solá, 2013), which according to the gender equality experts is a large issue in the regions. But 



 
 

49 

the transportation system cannot affect which education girls and boys choose, gender roles in 

the household or the income level that different individuals have. If anything, more focus 

should be on how planning that lies outside the transportation sector can benefit gender 

equality. To carefully locate regional functions such as grocery stores or preschools close to 

male dominated work places are examples that Gil Solá (2013) and Rydhagen (2013) give, 

which is something that the gender equality experts did mention as well. This would for 

instance contribute to the national gender equality goals by working towards an equal 

distribution of unpaid housework and provision of care.  

The second problem is that it is still unclear what would make transportation and 

traveling more gender equal. Perhaps would Hanson’s (2010) theory about the knowledge gap 

that needs to be filled between the two separate research strands on gender and mobility 

provide answers. Is it gender equal to get more men to travel by public transportation, women 

to travel by car, or is it to improve the public transportation by increased accessibility in order 

to benefit women that already travel by public transportation, as suggested by the planners 

and gender equality experts? Following Gil Solá (2013), a way to look at gender equality and 

traveling is that differences in women’s and men’s traveling is only an issue if it reflects 

differences between women’s and men’s restrictions and possibilities. Is it necessarily gender 

equal because women and men use the same transportation mode and have the same travel 

length? It rather seems gender equal if women and men can choose to travel in the way that 

best meet their needs and preferences. Improving possibilities for women to choose 

transportation modes that they prefer or need without it being a burden for them, even if it 

means degradation of men’s mobility is something that Gil Solá (2013) encourages. Even so, 

the travel needs that a woman have today are probably constructed after the gender inequality 

in society, and would look different in a society that was gender equal. But until then, the 

transportation planning and planning in general should work with adjusting to women’s and 

men’s travel needs, in order to improve the current situation. For instance, due to the fact that 

women have more complex trips and more stops during their trips, it would be more logic if 

the woman travelled by car instead of the man. However, it would not lead to a decrease in 

women’s responsibilities in housework and childcare, but it would make their traveling easier 

and less time demanding. Important to acknowledge though is that increased car use for 

women counteracts an environmental friendly way of traveling, which also is mentioned by 

the gender equality experts. Another positive outcome with women using the car more in 

shared households is as one of the gender equality experts pointed out that it would increase 

women’s power and influence over their own lives, which is the overall national gender 
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equality goal. But how could the transportation system and the County Transportation Plans 

get women to travel by car instead of men? The rather messy ‘second problem’ above reflects 

the paradox mentioned earlier, where it is difficult to know if one should adjust to the current 

situation or promote change. My point is that there is a reason why a lot of the research in the 

field includes finding out why the travel patterns look like they do but a small part of it gives 

concrete examples of what can be done within transportation planning to increase the gender 

equality. 

The third issue is that it is important to take into consideration that gender equality 

within transportation does not necessarily mean equality for all. Integration of social 

sustainability should be focus within transportation planning, of which gender equality is an 

important part. Because only focusing on women and men excludes a lot of other social 

groups that are important to take into consideration when talking about transportation 

planning, which is something pointed out by the planners as well. Polk (2001) exemplifies 

this when talking about that low-income groups and women often are those who mostly are 

affected by measures as increased gasoline tax. Thus, measures could end up affecting 

individuals who already travel more environmental friendly. Hence, if consideration is not 

taken to different types of groups when trying to apply a more sustainable way of traveling, 

measures could instead lead to an increase in inequality and gender inequality. This is why it 

is important to include other factors of equality than gender divided on women and men into 

transportation policy, when discussing sustainable ways of traveling.  

6.4	Concluding	remarks	

In summary, the research and the interviews indicate that it is not the lack of tools, methods or 

competence that is the reason gender equality is not given much attention within 

transportation planning, but rather the fact that it is not a prioritized area. Other aspects such 

as environmental and economic sustainability has been seen as more important within the 

transportation sector. The model developed by Faith-Ell and Levin (2012) (see section 3.1.1) 

or the Gender Equality Impact Assessment Model (see section 3.3.3) contains several 

suggestions on how to work with gender equality in transportation planning and in County 

Transportation Plans. However, none of the planners were familiar with the model and neither 

with the national gender equality goals that the model are based on, which is an indicator that 

the knowledge of gender equality need to increase among the planners. Thus, these tools 

becomes pointless if the planners do not have any use of the knowledge and methods 
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available, which needs to be addressed. Important when talking about gender equality and the 

County Transportation Plans is to remember that the plans should support people’s mobility 

patterns, and in order to do that an equality perspective including a gender perspective needs 

to be given attention, to include all individuals.  

6.5	Limits	of	the	study	and	future	research	

This thesis has investigated how two regions in northern Sweden work with gender equality in 

the transportation planning and the County Transportation Plans. There are 19 more regions in 

Sweden that have the same mission to develop the plans, but they all have different 

geographical conditions, demography, political interests and other factors that in turn affect 

their specific conditions and challenges. With this said, the results from this thesis can to 

some extent be applicable on the other regions in the country but not entirely, and the other 

regions have to be studied individually. Even if the County Transportation Plans and the 

gender equality strategies were analysed and the persons working with these were 

interviewed, the study has its limitations. For instance, identifying and analysing the pre-work 

material and analyses which has been laying the ground for the County Transportation Plans 

could increase the understandings of the content of the plans. Further on, gender equality in 

transportation planning is something that not only is relevant on regional levels, but also on 

local levels in municipalities for instance, which is something that also could be explored. 

Investigating the subject on a local as well as national level could as well further increase the 

knowledge of the situation with transportation planning and gender equality on a regional 

level. 

To increase the understanding of gender equality and transportation and traveling, 

future research containing for instance surveys about their travel patterns or perception of 

gender equality within transportation could be done. Even if there already are a lot of research 

about this (see chapter 2, previous research), some of the research states that the differences in 

travel patterns between women and men has decreased lately, which is why it would be 

relevant to give it further attention in order to increase the knowledge. 

Seemingly, the knowledge and competence of gender equality within transportation 

planning exists, but perhaps not among the persons working with County Transportation 

Plans, which needs to be addressed. The knowledge would probably increase among 

transportation planners if the government would see it as a prioritized area. Until then, 

educating planners about gender equality and traveling and continuing to research about it 
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will continuously make the topic and current research relevant. The government also needs to 

give gender equality more attention in the directives and the national transportation policy 

that includes gender equality needs to be integrated in a more distinct way, which is another 

issue to tackle. Other than particularly gender equality, social sustainability (of which gender 

equality is an essential part) needs to be given more attention from the government and in 

research, since focus today often is on environmental and economic aspects.  
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Appendix	1	

 

Interview guide 

Gender equality expert, County Administrative Boards 

 
1. Tell me about the County Administrative Board’s mission, role and responsibility 

regarding gender equality. 

2. What is your role in the organization? 

3. Which are, according to you, the largest challenges with gender equality in the 

county? 

4. How do you work with integrating gender equality in the county and to reach the 

national gender equality goals? 

5. What do you see needs to be prioritized in order to reach the national gender equality 

goals? 

6. Which other institutions have an important role when working with gender equality? 

a. The Region? What is their roles in that case? 

7. How do you perceive the relation between gender equality and 

traveling/transportation? 

a. (There are a lot of research, for instance women and men’s different travel 

patterns) 

8. In what way do you see that the County Transportation Plans could work with gender 

equality? 

a. Which issues can you identify when integrating gender equality into the plans? 

9. Which other actors do you see would be good to include when working with gender 

equality and traveling? 

10. Gender equality is sparsely mentioned in the CTPs and the national gender equality 

goals are not mentioned at all, why is that do you think? 

11. Where do you see that gender equality fits when talking about sustainable 

development? 

12. A lot of focus within transportation planning are usually on sustainability 

(environmental with sustainable transportation and decreased car used and economic 

with economic growth, regional expansion and expanded labour markets). 

a. Does this benefit gender equality somehow? 
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b. The other way around: do you see that gender equality can benefit 

sustainability? 

c. Any conflict of goals that comes to mind between gender equality and 

sustainability and sustainable transportation? 

13. Do you have anything else to add? 
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Appendix	2	

 

Interview guide 

Infrastructural planner, Region 

 
1. Tell be about the Region’s mission, role and responsibility when it comes to 

transportation and infrastructure in a regional context. 

2. What is your role in the organization? 

3. Which are, according to you, the largest challenges with transportation and traveling 

in the county? 

4. Which national and regional goals are most important to include in the regional 

transportation planning and in the County Transportation Plans? 

a. Is the directive from the government regarding the CTPs important when 

creating the plans? 

b. Aside from the directives, what is regulating the focus of the plans? 

5. How do you perceive the relation between gender equality and 

traveling/transportation? 

a. (There are a lot of research, for instance women and men’s different travel 

patterns) 

6. How do you work with gender equality in the regional transportation planning and in 

the County Transportation Plans? 

a. Is the plan considering for instance women and men’s different travel patterns 

in the everyday life? 

7. What are according to you the biggest challenge when working with gender equality 

in the plans? 

a. Do you believe that the knowledge and competence of gender equality and 

traveling in the Region is enough? 

8. What do you believe would facilitate working with gender equality in regional 

transportation planning, and in the plans in particular? 

9. Are there any other actors that would be include when working with gender equality 

and traveling? 

10. If gender equality would be given more attention in the plans, do you believe that it 

would lead to any consequences for other goals and focuses? 
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11. A lot of focus within transportation planning are usually on sustainability 

(environmental with sustainable transportation and decreased car used and economic 

with economic growth, regional expansion and expanded labour markets). 

a. Does this benefit gender equality somehow? 

b. The other way around: do you see that gender equality can benefit 

sustainability? 

c. Any conflict of goals that comes to mind between gender equality and 

sustainability and sustainable transportation? 

12. Do you have anything else to add? 

 

 


