Active school travel '

In practice:

Parental perceptions a %I municipal -
At (5> O
perspectives on active

Author:

William Dahlin

Supervisor:

Ana Gil Sola

Master thesis in Human Geography

Spring semester 2026

4

Ry ¢ YA

Ler vk

Y .. (.
ke

1 ',P"""- )
"f,"{;.. ‘

21801%

UNIVERSITY OF GOTHENBURG

SCHOOL OF BUSINESS, ECONOMICS AND LAW



Thesis: 30

Course: KGA 230

Level: Master

Semester/year: Spring, 2026

Supervisor: Ana Gil Sola

Examiner: Erik Elldér

Keywords: Active school travel, independent mobility, parental perceptions,

transport planning

ABSTRACT

Children’s active school transport (AST) has received increasing attention in Sweden in relation
to public health, sustainability, traffic safety, and children’s independent mobility. Despite this,
several studies show that fewer children walk or cycle to school today compared to previous
decades. Against this background, this thesis explores how children’s school travel is shaped
through the interaction between parental decision-making, perceptions of traffic safety, everyday
routines, and broader planning conditions. The study uses Johannebergsskolan in Gothenburg as
a case study and focuses on children attending preschool class to grade six. The study also
examines how planners and practitioners in Swedish municipalities understand and work with
challenges related to AST.

The thesis applies a mixed-method case study design combining quantitative and qualitative
methods. The empirical material consists of a survey conducted with parents and guardians
connected to Johannebergsskolan, alongside four semi-structured interviews with planners and
practitioners working with AST-related issues in the municipalities of Gothenburg, Uppsala,
Eskilstuna, and Enkoping.

The findings show that traffic safety, distance to school, and the built environment remain
important factors influencing school travel behaviour. At the same time, the results demonstrate
that everyday logistics, convenience, time pressure, and broader mobility routines strongly shape
parental decisions regarding children’s journeys to school. The interviews further highlight that
municipalities often experience difficulties in changing established travel behaviours, even where
investments in infrastructure and traffic safety measures have been implemented.

Overall, the study suggests that AST cannot be understood solely as an infrastructural or traffic
safety issue. Instead, children’s school travel appears closely connected to broader everyday
mobility practices and social norms surrounding parenting, responsibility, and urban mobility.
The findings therefore indicate that promoting AST requires approaches extending beyond
physical planning interventions alone.
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1. Introduction

Over the past decades, children’s independent and active mobility have declined in many
Western countries. In particular, the proportion of children walking or cycling to school
has decreased substantially, while travel by private car has become increasingly
common (Martin et al., 2007; Noreen C. McDonald, 2007; Rothman et al., 2018). This shift
has attracted growing attention within research on transport, public health and urban
planning due to its implications for children’s health, urban environments and the
sustainability of transport systems (Marques et al., 2024; Stewart, 2011).

Transport systems are also closely linked to broader environmental challenges. The
transport sector represents a major source of greenhouse gas emissions in many
countries, and reducing dependence on private cars has therefore become a central
objective within sustainable transport policy. In Sweden, domestic transport accounts
for roughly one third of national greenhouse gas emissions, with passenger cars
representing the largest share of emissions within the sector (Naturvardsverket, 2025).
Encouraging walking and cycling for everyday journeys such as school travel may
therefore contribute to reducing traffic-related emissions while simultaneously
improving local air quality and reducing congestion in urban areas (Pont et al., 2009;
Saunders et al., 2013). At the same time, promoting active school travel may play an
important role in shaping long-term travel behaviours. Research suggests that children’s
travel habits are strongly influenced by parental attitudes and practices, and that these
behaviours may persist over time as “generational habits” (O’Driscoll et al., 2025). This
implies that reducing car dependence among children may not only have several
immediate benefits, but also contribute to lowering car dependency in future
generations.

Active school travel (AST), commonly defined as walking or cycling to and from school,
has therefore received increasing attention as a strategy for promoting both sustainable
mobility and public health. Research consistently shows that children who actively
commute to school tend to achieve higher levels of daily physical activity compared to
children travelling by motorised modes (Faulkner et al., 2009; Larouche et al., 2014;
Lubans et al., 2011). Active commuting has also been associated with improvements in
physical fithess and cardiovascular health among children (Chillén et al., 2010, 2012).

Despite these recognised benefits, AST has declined in many contexts. Sweden is no
exception, a national knowledge review indicates that cycling among children and young
people has decreased substantially since the mid nineteen nineties (Niska et al., 2017).

Interestingly, these developments have occurred alongside improvements in traffic
safety over time. However, it remains unclear whether declining rates of traffic-related
injuries among children reflect genuinely safer traffic environments, or reduced exposure
due to fewer children walking and cycling independently. Despite these trends, parental
concerns about traffic safety remain strong and continue to shape decisions about
children’s mobility (Rutberg et al., 2023). In Sweden, discussions about children’s



independent mobility have often been linked to recommendations suggesting that
children should be around ten to twelve years old before cycling independently in traffic.
However, recent research has questioned whether such recommendations remain
appropriate, noting that they often originate from older studies and lack strong empirical
support in contemporary transport environments (Stigell et al., 2018). This highlights the
complexity of balancing children’s safety with opportunities forindependent mobility and
active travel.

Parents often function as key decision makers regarding children’s daily mobility and
therefore act as gatekeepers of children’s school travel behaviour (Forsberg et al., 2020;
Mahetal., 2017; Niska etal., 2017; Panter et al., 2009; Rutberg & Lindqvist, 2019). Studies
show that parental perceptions of traffic safety, social norms surrounding school travel,
and practical considerations strongly influence these decisions (Aranda-Balboa et al.,
2020; Forsberg et al., 2020; Mah et al., 2017; Panter et al., 2009). In many cases, travel
behaviour may therefore be shaped not only by infrastructure and safety conditions, but
also by expectations and practices among parents within a particular school community.

Thus, planning initiatives aimed at promoting AST often depend on how parents perceive
the conditions surrounding children’s everyday mobility. Understanding parental
reasoning regarding school travel may therefore be essential for designing and planning
interventions that effectively support AST.

Although previous research identify a range of factors influencing AST, relatively few
studies examine how parental decision-making shapes children’s school travel at
specific schools. In practice, many planning interventions aimed at promoting AST are
implemented at the level of particular schools or neighbourhoods. However, planners
often lack detailed knowledge about how parents perceive the conditions surrounding
children’s school travel in these local contexts. This challenge is particularly relevant in
Sweden, where research on AST has increased during the past decade, but a small
amount of research has been focused on parents’ perception in regard to AST.
Developing methods that help planners better understand parental perceptions of
barriers and opportunities for AST may therefore be important for designing effective
planning interventions.



1.1 Aim and research question

The aim of this study is to contribute to a deeper understanding of the factors influencing
children’s active schooltravel. Using Johannebergsskolan in Gothenburg as a case study,
the study examines how children’s school travel is shaped through the interaction
between parental decision-making, perceptions of safety and broader planning
conditions.

This is studied through two empirical phases. First, the study examines how parental
decision-making shapes children’s journeys to school, with particular focus on how
parents perceive barriers and opportunities related to active school travel. Second, the
study explores how such challenges and conditions are understood by practitioners
working with active school travel in Swedish municipalities, particularly in relation to
planning, implementation, and behavioural change.

Research questions

1. What factors influence how parents choose travel modes for their children’s
journeys to school at Johannebergsskolan?

2. How do planners describe their experiences and challenges when working with
measures aimed at promoting active school travel?



2. Literature review

Research on AST spans several research fields, including public health, transport
studies, urban planning and mobility research. As a result, children’s school travel has
been examined from multiple perspectives, focusing on issues such as physical activity,
traffic safety, parental decision making, mobility behaviour, and the built environment.
Previous research has identified a wide range of factors influencing whether children
walk, cycle, use public transport, or travel by car to school.

The following chapter presents previous research relevant to the study and discusses
centralthemes within the AST literature. Particular attention is directed towards research
concerning the decline in AST, parental perceptions of safety and independent mobility,
as well as planning related perspectives connected to infrastructure, behaviour, and
everyday mobility practices.

2.1 Framing active school travel as a multifaceted phenomenon

Active school travel (AST) is commonly situated at the intersection of several research
domains, including public health, transport studies, and urban planning. Rather than
forming a clearly bounded field, research on AST encompasses a range of perspectives
that approach children’s school travel from different analytical starting points.

Within public health research, studies have primarily focused on the role of active travel
in promoting physical activity and long-term health outcomes (Faulkner et al., 2009; Fritz,
2017; Kaseva et al., 2023; Larouche et al., 2014; Lubans et al., 2011; Telama et al., 2014).
In contrast, transport-oriented studies have often emphasised broader mobility patterns
and trends, including changes in travel behaviour over time (Noreen C. McDonald, 2007;
Rothman et al., 2018). Athird strand, rooted in urban planning, has focused on the spatial
and infrastructural conditions shaping school travel, particularly in relation to distance,
urbanform, and accessibility (Easton & Ferrari, 2015; McMillan, 2007; Panter et al., 2009).

This diversity of perspectives has contributed to a broad and interdisciplinary
understanding of AST, but has also led to a certain fragmentation. Different strands of
research tend to prioritise different explanatory factors, and there is limited agreement
on how these should be weighted or combined. This has also meant that insights
generated within one research domain are not always fully integrated into others, which
can lead to partial or simplified understandings of children’s school travel. As a result,
AST is often approached either as a health-related behaviour, a transport issue, or a
planning challenge, rather than as a phenomenon that simultaneously encompasses all
of these dimensions (Easton & Ferrari, 2015; Marques et al., 2024; Stewart, 2011).

This fragmentation is not necessarily a weakness, but it does point to the need for
analytical approaches that can account for the interplay between different types of
factors. In particular, this raises questions about how structural conditions, social
practices, and individual decision-making processes interact in shaping children’s
everyday mobility. Addressing these questions requires moving beyond single-factor



explanations and instead understanding AST as a socially and spatially embedded
practice.

2.2 Explaining the decline in active school travel

A substantial body of research has sought to explain the decline in AST observed across
many Western contexts. One of the most frequently cited explanations relates to
structural changes in the built environment, such as increasing distances between home
and school, as well as changes in school systems. Increasing distances between home
and school are consistently identified as a key factor influencing travel mode of choice,
with longer distances significantly reducing the likelihood of walking or cycling (Stigell et
al., 2018; McMillan, 2007; Niska et al., 2017; Panter et al., 2009; Rutberg et al., 2023).

While these structural explanations are well supported, they do not fully account for
observed variations in children’s travel behaviour. Studies have shown that even in areas
where distances are relatively short and infrastructure is available, children are
frequently still driven to school (Easton & Ferrari, 2015). This suggests that favourable
spatial conditions do not automatically lead to AST, and that additional factors influence
how these conditions are interpreted and acted upon.

A complementary line of research instead highlights changes in everyday life as an
important explanatory dimension. Increasing time pressure, more complex daily
routines, and the need to coordinate work, school, and leisure activities have been shown
to influence transport decisions within families (Niska et al., 2017; Stewart, 2011). From
this perspective, driving children to school can be understood less as an active
preference and more as a practical response to the organisation of everyday life.
However, these strands of research are often treated separately, with limited attention to
how structural conditions and everyday practices interact in concrete situations. These
different explanations are not mutually exclusive, but rather point to a broader shift in the
conditions under which children’s school travel takes place. A key challenge within the
literature is thus not the identification of individual factors, but understanding how they
combine and reinforce each other in specific contexts.

2.3 Built environment and the limits of physical planning approaches

Among the different explanations discussed in the previous research, the built
environment has received particular attention within transport and planning research.
Factors such as distance, street connectivity, traffic condition, and the availability of
pedestrian and cycling infrastructure have consistently been shown to influence the
likelihood of walking or cycling to school (Easton & Ferrari, 2015; McMillan, 2007; Panter
et al., 2009).

These findings have strongly influenced planning approaches aimed at promoting AST,
where improving physical conditions is often seen as a key strategy (Alkawas et al., 2024;
Niska et al., 2017; Trafikverket, 2026). This emphasis is also reflected in municipal
reports, which highlight a range of factors influencing children’s school travel, including
traffic safety, distance, and characteristics of the built environment (Barns Skolvagar i



Goteborg, 2025; Uppsala kommun, 2019, 2025). From this perspective, the built
environment is often understood as a central means of influencing travel behaviours.
However, research also suggests that the relationship between the built environment and
travel behaviouris more complex than these approaches may imply. Even in areas where
distances are relatively short and infrastructure is available, children are still frequently
driven to school (Easton & Ferrari, 2015). Similar patterns have been observed in more
recentresearch, indicating that favourable physical conditions do not necessarily lead to
increased AST (O’Driscoll et al., 2025).

One explanation for this concerns the role of perception. Studies have shown that
parental assessments of traffic safety often differ from objective measures of risk, and
that these perceptions play a central role in shaping children’s mobility (Aranda-Balboa
et al., 2020; Forsberg et al., 2020; Forward et al., 2023; O’Driscoll et al., 2025). As a result,
environments that may be considered safe from a planning perspective can still be
experienced as unsafe in everyday practice. Furthermore, the effects of the built
environment are often mediated by social and behaviours factors. The same physical
environment may be used differently depending on parental attitudes, previous
experiences, and prevailing norms within a particular community (Easton & Ferrari, 2015;
Panter et al., 2009). This suggests that while the built environment creates conditions for
action, it does not determine how those conditions are interpreted or used.

These findings highlight a limitation in approaches that rely primarily on physical
interventions. While improvements in infrastructure are important, they may have limited
impact if they do not align with how environments are perceived and integrated into
everyday practices. This points to the need to consider not only physical conditions, but
also the social and behavioural processes through which they are interpreted.

2.4 Parental decision-making and the limits of structural explanations

While structural conditions provide the context for children’s school travel, a growing
body of research highlights the central role of parental decision-making in shaping how
these conditions are interpreted and acted upon. Parents often function as key decision-
makers, or “gatekeepers”, determining whether children are allowed to walk or cycle
independently (Forsberg et al., 2020; Mah et al., 2017; Panter et al., 2009; Rutberg &
Lindgvist, 2019). As a result, children’s mobility is not only shaped by the physical
environment, but by how that environment is perceived and negotiated within families.

Parental decisions are influenced by a range of interrelated factors. Perceptions of traffic
safety are consistently identified as particularly important, but these perceptions do not
always correspond to objective measures of risk (Aranda-Balboa et al., 2020; Panter et
al., 2009). Even in contexts where traffic safety has improved, concerns about the traffic
environment may remain strong and continue to shape behaviours (Rutberg et al., 2023).
In addition, practical considerations such as time constraints, work schedules, and the
coordination of everyday activities often make car travel a convenient and predictable
option (Mahetal.,2017; Niska et al., 2017). Social norms further reinforce these patterns,
as expectations within school communities can influence what is perceived as a



reasonable or appropriate way for children to travelto school (Aranda-Balboa et al., 2020;
Forsberg et al., 2020; Niska et al., 2017; Rutberg et al., 2023).

Recent research has also drawn attention to how travel behaviours related to school
journeys are shaped over time. Parental attitudes towards mobility are often transferred
to children, contributing to the formation of what has been described as “generational
habits”, where patterns of car use or active travel are reproduced across generations
(O’Driscoll et al., 2025). At the same time, studies suggest that children and parents do
not always share the same perspectives, particularly in relation to safety, where parental
concerns about risk may conflict with children’s desire for independence (O’Driscoll et
al., 2025). This suggests that children’s school travel cannot be understood solely as a
response to external conditions, but must be seen as the outcome of ongoing
negotiations within families, shaped by norms, experiences, and perceptions of
responsibility. These dynamics highlight how decisions about school travel are
embedded in broader social and cultural understandings of safety, responsibility, and
everyday life.

2.5 Implications for planning and the need for context-sensitive
approaches

Building on this perspective, research on AST highlights the importance of parental
decision-making for understanding how children’s school travel is shaped in practice.
While research has identified a wide range of factors influencing children’s school travel,
these factors are often understood in relatively general terms. Planning interventions are
often based on general knowledge about what influences school travel, rather than on a
detailed understanding of how these factors are perceived in specific local contexts
(Aranda-Balboa et al., 2020; Panter et al., 2009).

This presents a particular challenge for planners working to promote AST at the level of
individual schools or neighbourhoods. Although factors such as traffic safety, distance,
and infrastructure are widely recognised, their relative importance may vary significantly
depending on local conditions and social contexts. Parental perceptions, in particular,
are shaped by place-specific experiences, social norms, and everyday routines. This
means that similar physical environments may be interpreted differently across contexts
(Forsberg et al., 2020; Mah et al., 2017). At the same time, several studies highlight that
there is often a gap between general policy ambitions and the practical implementation
of measures aimed at promoting AST. While policies frequently emphasise the
importance of active travel, planners may lack the tools or methods needed to
understand how parents perceive local conditions and how these perceptions influence
behaviours (Niska et al., 2017). This can make it difficult to design interventions that are
both effective and sensitive to local contexts.

2.5 AST in a Swedish context

Sweden has historically been characterised by relatively high levels of independent
mobility among children, where walking and cycling to school have been common from



an early age. This has often been associated with both urban structure and broader social
norms supporting children’s independence in everyday mobility. However, this pattern
has changed over time. In Sweden, approximately 97% of children aged 7-9 walked or
cycled to school during the 1980s (Spolander, 1985), whereas more recent estimates
suggest that around 48% of children in compulsory school travel actively to school,
depending on season and weather conditions (Trafikverket, 2013). Similar trends are
visible in national travel data. Research shows a clear decline in cycling among children
and young people over recent decades. Data from the Swedish National Road and
Transport Research Institute indicate that the total cycling distance among children aged
6-14 decreased by over 40 percent between the mid-1990s and mid-2010s, largely due
to a reduction in the number of children who cycle rather than shorter distances among
those who do (Niska et al., 2017).

This development is also reflected in school travel patterns. Over the same period, the
share of children cycling to school declined markedly, suggesting a broader shift away
from cycling as a mode of everyday mobility. While some of these trips have been
replaced by walking or public transport, the trend also reflects an increasing reliance on
motorised travel for school journeys (Niska et al., 2017)

At the same time, developments in traffic safety present a more complex picture. Traffic
environments in Sweden have become significantly safer over time, with decreasing rates
of traffic-related injuries and fatalities. Despite this, concerns about traffic safety remain
strong among parents, particularly in relation to children’s independent mobility. This
creates a notable tension between objective improvements in safety and persistent
perceptions of risk, suggesting that safety is not only a technical condition but also a
socially interpreted phenomenon.

Recent survey data further highlight these dynamics. A national survey conducted in
collaboration between Svenska Cykelstader and the insurance company If indicates that
walking remains the most common mode of school travel for children in compulsory
school, while cycling has declined, and car use continues to play a significantrole. At the
same time, a substantial proportion of school principals that take part of the survey
report increasing traffic volumes around schools and identify traffic safety as an ongoing
concern (Svenska Cykelstader, 2022). This suggests that school environments are
perceived as becoming more complex and potentially unsafe, despite broader
improvements in traffic safety.

These patterns are also closely linked to parental behaviour. The same survey indicates
that many parents do not consistently adhere to traffic regulations in school areas, and
that parents themselves are often identified as a key source of traffic-related risk. This
points to a paradox in which efforts to protect children, such as driving them to school,
may simultaneously contribute to creating the very traffic conditions that are perceived
as unsafe.

Recent local data from Gothenburg further reinforces these patterns. A large-scale
survey conducted by the City of Gothenburg shows that walking is the most common



mode of school travel, followed by public transport, while a notable share of children is
driven by car. The survey also indicates that parents who choose to drive often do so due
to practical considerations and concerns about traffic safety, reflecting similar patterns
identified in national studies. At the same time, a significant proportion of respondents
perceive the traffic environment around schools as unsafe, particularly due to congestion
during pick-up and drop-off times. This further illustrates how local traffic conditions and
parental practices interact in ways that may reinforce car dependency and perception of
risk (Goteborgs stad, 2025a).

Swedish research has increasingly emphasised the role of social norms and everyday
practices in shaping school travel behaviour. Studies conducted at Lulea University of
Technology highlight how parents often frame car use as a practical necessity within the
constraints of everyday life, where time pressure and the coordination of daily activities
make driving a rational choice (Rutberg et al., 2023). At the same time, car use is
frequently associated with being a responsible parent, particularly in relation to
protecting children from perceived risks in traffic environments.

Alongside these discussions, several regional initiatives in Sweden have also attempted
to influence school travel behaviour through behavioural and mobility management
approaches rather than infrastructure alone. One example is P4 egna ben, an initiative
coordinated by Vasttrafik that aims to encourage more sustainable school travel among
children in grades 4-6 through gamification and school-based participation (P4 egna ben,
n.d.). The initiative primarily involves schools across Vastra Gétaland and Halland, but
has in recent years also expanded to parts of Skane. Such initiatives illustrate how
behavioural and mobility management approaches have become increasingly integrated
into Swedish AST work.

Another recent Swedish research project highlighting these perspectives is the project
Systeminnovation for aktiva skolresor, presented at Transportforum 2026 by researchers
and practitioners from Trivector Mobility and Innovation Skane (Adell et al., 2026). The
project emphasises that increasing AST requires a broader systems perspective where
municipalities, schools, parents and planners collectively shape the conditions
influencing children’s travel behaviour. The project combines physical planning
measures with behavioural, psychosocial and organisational approaches and is based
on system analyses, workshops, interviews and travel surveys involving both children and
parents. Through this process, the project aims to identify which factors most strongly
influence school travel behaviour and where interventions may create the greatest
impact. The project further highlights how organisational fragmentation, limited
coordination and lack of long-term institutional structures may constrain efforts to
increase AST despite growing political attention towards the issue.

Institutional factors also play an important role in shaping children's independent
mobility. In Sweden, age-based recommendations suggesting that children should be
around 10-12 years old before cycling independently in traffic have historically been
influential in discussions concerning children’s mobility and traffic safety. However,
research has questioned the validity of such general guidelines. Stigell et al. (2019) argue
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that these recommendations often lack strong empirical support and are not sufficiently
adapted to contemporary traffic environments. Rather than being determined by age
alone, children’s ability to travel independently dependents on the specific
characteristics of the local traffic environment (Rutberg et al.,, 2023). Independent
mobility for young children in Sweden has also received increasing attention within recent
Swedish research and public debate. A recent debate article written by researchers and
practitioners within transport, health, and mobility research describes declining
independent mobility among children as a growing societal concern linked to increased
car dependency, parental risk perceptions, and changing urban environments (Lindqvist
etal., 2026). The authors further emphasise the importance of creating environments that
better support children’s independent movement and active mobility.

This perspective is also reflected in more recent national guidance. The Swedish
Transport Administration (Trafikverket) emphasises that children’s opportunities for
independent and active mobility should be supported through the design of safe and
accessible environments, rather than restricted through generalised age thresholds
(Trafikverket, 2026). This suggests a tension between institutional recommendations and
planning ideals, where policy increasingly promotes children’s independent mobility,
while existing norms and guidelines may continue to reinforce more cautious practices.
Taken together, these developments suggest that changes in children’s school travel in
Sweden cannot be explained solely by improvements in infrastructure or traffic safety.
Rather, they reflect the interaction between structural conditions, institutional
guidelines, and socially embedded perceptions of risk, which together shape how
mobility is understood and enacted in everyday practice.

2.6 Theory

The following chapter presents the theoretical perspectives used to support the analysis
of parental perceptions, school travel behaviour, and municipal approaches related to
AST. The chapter introduces the Theory of Planned Behaviour and mobility management
as analytical perspectives for understanding how attitudes, social norms, perceived
control, and behavioural initiatives may influence school travel practices and efforts to
increase AST.

2.6.1 Theory of planned behaviour

The Theory of Planned Behaviour (TPB), developed by Ajzen (1991), is a theoretical
framework commonly used to understand how attitudes, perceptions, and social
influences shape human behaviour. The theory assumes that behaviour is closely
connected to behavioural intentions, meaning that individuals are generally more likely
to perform actions they intend to carry out. According to TPB, these intentions are shaped
through three central components: attitudes, subjective norms, and perceived
behavioural control.
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Figure 1. Simplified overview of the Theory of Planned Behaviour. Source: Adapted from Ajzen (1991)

Attitudes refer to how individuals evaluate a specific behaviour and whether it is
perceived positively or negatively (Ajzen, 1991). In relation to AST, parental attitudes may
include perceptions regarding health benefits, children’s independence, environmental
concerns, convenience, or safety. Parents who perceive walking or cycling to school as
beneficial and manageable may therefore be more likely to support AST, while negative
perceptions related to traffic conditions or insecurity may reduce the likelihood of using
an active travel mode.

Subjective norms concern perceived social expectations surrounding behaviour (Ajzen,
1991). In the context of children’s school travel, this may involve perceptions regarding
whatis considered responsible parenting, appropriate levels of children’s independence,
or expectations connected to children’s safety in traffic environments. Previous research
has shown that parental decisions regarding AST are not only shaped by practical
considerations, but also by broader social norms related to parenting and responsibility
(Forsberg et al., 2020). Forsberg et al. (2020) further argue that parents often balance
concerns regarding safety, independence, and social expectations when evaluating
whether children should travel independently to school. In this study, TPB is used as an
analytical framework for understanding how parental perceptions, social expectations,
and everyday conditions may influence decisions related to AST.

2.6.2 Mobility management

Mobility management is an approach within transport planning that focuses on
influencing travel behaviour through communication, coordination, and behavioural
initiatives rather than relying exclusively on physical infrastructure investments. The
concept developed partly as a response to traditional transport planning approaches,
where infrastructure improvements alone often proved insufficient for generating long-
term changes in travel behaviour (Banister, 2008). Instead, mobility management
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emphasises how mobility practices are shaped through everyday routines, habits,
perceptions, and social contexts.

Rather than assuming that people automatically shift towards more sustainable travel
modes when infrastructure improves, mobility management approaches recognise that
travel decisions are influenced by a wider range of factors. These may include
convenience, social norms, time constraints, perceived safety, and established mobility
habits (Cairns et al., 2008). In practice, this means that behavioural change is often
understood as closely connected to both the physical environment and the practical
realities of everyday life. In relation to school travel, mobility management may involve
measures such as school travel planning, awareness campaigns, organised walking
groups, collaborations between schools and municipalities, or traffic-restricted school
environments. Such initiatives are generally intended to complement physical planning
measures rather than replace them. For example, improved cycling infrastructure or
safer crossings may create better physical conditions for AST, while behavioural
initiatives may aim to influence how parents and children perceive and use these
environments.

Banister (2008) argues that transitions towards more sustainable mobility require
broader cultural and behavioural changes alongside infrastructural improvements.
Similarly, Cairns et al. (2008) highlight the importance of so-called “soft measures”,
referring to non-physical interventions aimed at encouraging more sustainable travel
behaviour. According to the authors, these measures are often most effective when
implemented together with supportive planning and infrastructure rather than asisolated
interventions.

This perspective is particularly relevant in relation to AST, where parental decision-
making is often shaped by several interconnected factors. Previous research has shown
that concerns related to traffic safety, children’s independent mobility, time pressure,
and everyday logistics may strongly influence school travel behaviour (Forsberg et al.,
2020). As a result, infrastructure improvements alone may not necessarily lead to
increased levels of AST if parents continue to perceive the surrounding conditions as
unsafe or difficult to integrate into everyday routines. In this study, mobility management
is used as a supporting analytical perspective for understanding how municipalities work
with AST-related planning and behavioural change. The concept is especially relevant for
interpreting how planners describe the relationship between infrastructure, parental
perceptions, school collaborations, and behavioural initiatives aimed at increasing AST.

Research on children’s school travel points towards a multifaceted phenomenon shaped
by the interaction of physical, social, and behavioural factors. While distance, traffic
safety, and the built environment consistently emerge as important influences on travel
behaviour, studies also demonstrate the significance of parental perceptions, everyday
routines, and broader mobility cultures. Recent research has further highlighted how
children’s opportunities for independent mobility are negotiated within families and
shaped by local contexts rather than determined solely by age or physical conditions.
These perspectives suggest that understanding AST requires attention not only to
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infrastructure and planning interventions, but also to how school travel is experienced
and interpreted by the actors involved. Against this background, the following chapter
presents the theoretical perspectives that guide the analysis of the empirical material.
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3. Background

This chapter presents the broader background and local context of the study. Frist, the
chapter discusses how AST has been addressed within planning and policy work in
Gothenburg, with particular attention directed towards recent initiatives and debates
connected to children’s school travel and traffic safety. The chapter then introduces
Johannebergsskolan and the surrounding study area, outlining key characteristics of the
local traffic environment and the conditions shaping everyday school travel practices.

3.1 AST in Gothenburg

In the Swedish context, municipalities play a centralrole in shaping the conditions for AST
through local transport planning, traffic safety measures, and school siting. This is
particularly evident in Gothenburg, where recent policy initiatives and public debate
highlight both the ambitions and challenges associated with increasing AST among
school children.

The City of Gothenburg has implemented targeted initiatives aimed at improving
children’s travel environments, most notably through the programme Trygg véag till skolan
(Goteborg stad n.d). The programme focuses on identifying unsafe traffic environments
around schools and implementing measures such as speed reductions, improved
crossings and changes in street design to increase safety and accessibility for children.
These measures reflect a broader planning ambition to create environments that enable
independent mobility, in line with national recommendations emphasising the
importance of safe and accessible surroundings for children’s everyday travel.

At the same time, local planning strategies emphasise the importance of prioritising
walking and cycling withing the urban transport system. According to municipal planning
documents, increasing the share of walking trips is central to achieving broader
sustainability goals, including reduced congestion, improved public health and more
liveable urban environments (Goteborg stad, 2019). Children’s school journeys are
highlighted as having significant potential, both in terms of increasing physical activity
and establishing long-term travel behaviours. Local data from Gothenburg further
illustrates how these dynamics play out in a specific urban context (Goteborgs Stad,
2025a). While a substantial share of children walk or use public transport, everyday travel
practices remain shaped by a combination of time constraints, household routines and
concerns about traffic safety. At the same time, congestion around schools emerges as
a central issue, not only as a physical condition but as something that is actively
produced through these practices. This suggests that traffic environments around
schools cannot be understood solely as the result of infrastructure or planning decisions,
but also as outcomes of collective behavioural patterns, where parental strategies to
manage risk and everyday life contribute to reproducing the very conditions they seek to
avoid (Goteborgs Stad, 2025a).

In addition to these broader strategies, Gothenburg has also begun to implement more
targeted pilot interventions aimed specifically at school environments. One prominent
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example is the introduction of the concept of a car-free school street at Anasskolan. The
initiative aimed to reduce car traffic in direct proximity to the school, thereby improving
safety and creating a more child-friendly environment during school start and end times.
The follow-up of this initiative indicates that while traffic volumes in the immediate area
decreased and perceived safety improved, the effects on children’s actual travel
behaviour were more limited. The implementation process also revealed a number of
practical challenges, including issues related to compliance, redistribution of traffic to
surrounding streets, and differing attitudes among parents and local residents
(Goteborgs Stad 2025b). These findings suggest that physical measures alone may not be
sufficient to significantly change established travel patterns. This highlights the limits of
infrastructure-based approaches when behavioural patterns remain unchanged.

Despite these ambitions, several challenges remain evident in the local context. A
recurring issue is the high level of parental car use in school travel in Gothenburg. Local
reporting indicates that an increasing number of parents drive their children to school,
which contributes to congestion and creates more complex and potentially unsafe traffic
environments around schools (Eiback, 2024). This development reflects broader trends
identified in the literature where perceived traffic risks lead to increased car use, which
in turn reinforces the high risk that parents seek to avoid.

Inresponse to this, politicalinitiatives have emerged aiming to reduce car traffic in school
environments within Gothenburg. Proposals to introduce car-free traffic-restricted
streets near schools have been presented as a way to both improve safety and encourage
more children to walk or cycle (Ekstrom, 2025a). Similarly, efforts to redesign school
streets and prioritise pedestrian space are framed as key strategies to shift travel
behaviour and reduce dependence on car-based school transport (Ekstrom, 2025b). This
development has continued in Gothenburg during 2026, where the City of Gothenburg
decided to further investigate the implementation of additional car-free school zones at
both Kungsladugardsskolan and Karl Johansskolan (Soderholm, 2026). The initiative was
partly motivated by continued concerns regarding unsafe traffic environments
surrounding schools, but also by ambitions to increase walking and cycling among
children. The proposal further illustrates how children’s school travel and traffic safety
have become increasingly prioritised within local planning initiatives in Gothenburg. The
work on improving AST in Gothenburg illustrates a clear tension between planning
ambitions and everyday practices. While municipal strategies emphasise the importance
of creating safe, accessible, and walkable environments for children, parental
perceptions of risk continue to drive high levels of car use. This suggests that
interventions aimed at promoting AST need to go beyond physical changes and also
address the social and behavioural dimensions that shape everyday mobility practices.

Recent municipal decisions further indicate that the issue of children’s school travel is
being addressed across multiple levels of urban governance in Gothenburg. In 2025, the
City of Gothenburg commissioned the urban environment administration to develop a
plan for implementing safe school routes and car-free zones at selected schools, with
particular focus on locations characterised by unsafe traffic environments (Goteborgs
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Stad, 2025c). At the same time, the City Planning Committee was tasked with reviewing
existing planning documents to ensure that future schools are designed in ways that
prioritise walking and cycling and reduce the need for car-based school travel (Géteborgs
Stad, 2025d). Taken together, these decisions suggest a shift towards a more integrated
approach, where both site-specific interventions and long-term spatial planning are used
to influence school travel behaviour. This also reflects an understanding that promoting
AST requires action across different stages of the planning process, from the design of
individual school environments to the broader structuring of urban space. This further
highlights the importance of understanding how these dynamics are experienced and
interpreted in specific local contexts.

3.2 Study area: Johannebergsskolan

Johannebergsskolan, consisting of the Montessori and Estetiska units, is located in the
district of Johanneberg in central Gothenburg. Throughout this thesis, the two units are
collectively referred to as Johannebergsskolan. The school is situated within a relatively
dense urban environment characterised by apartment buildings, local streets, public
transport infrastructure and green spaces. The surrounding area includes both
residential streets and larger roads carrying through-traffic towards central parts of the
city.

The schoolwas selected as the empirical case for this study based on both analytical and
practical considerations. In recent years, issues related to traffic congestion and school
travel have become increasingly visible around the school environment, particularly
during morning drop-off and afternoon pick-up periods. These conditions make
Johannebergsskolan relevant for examining how AST is shaped through the interaction
between the built environment, parental perceptions and everyday mobility practices.

Several physical characteristics of the area influence the conditions for AST. The school
is located on slightly elevated terrain and is accessed through a network of relatively
narrow streets and intersections. Although sidewalks and pedestrian routes are present,
parts of the surrounding street environment become spatially constrained during periods
of high traffic intensity. At the time the photographs were taken, temporary roadside
stopping, limited visibility near intersections and ongoing construction activity were
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present in close proximity to the school area. Together, these conditions illustrate
aspects of the traffic environment surrounding the school.

@ Photo locations
Johannebergsskolan

Figure 2. Location of Johannebergsskolan and surrounding traffic environment in Johanneberg, Gothenburg.

At the same time, the surrounding urban structure also creates relatively favourable
preconditions for AST. The schoolis located within walking and cycling distance for many
households, and access to public transport is comparatively strong. Tram and bus stops
are situated close to the school area, creating high accessibility by sustainable transport
modes. However, the concentration of multiple transport flows within a limited street
network may also affect how safety and accessibility are perceived by parents and
children. The traffic environment surrounding Johannebergsskolan is further shaped by
the coexistence of different mobility functions within the same urban space. Pedestrians,
cyclists, public transport vehicles and private cars interact within relatively compact
street environments, particularly during peak travel periods. This creates situations
where traffic intensity, visibility and available street space become important factors
influencing everyday school travel practices. See figures 3-5 below for visual images of
the area.
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Figure 3. Intersection and construction activity near Johannebergsskolan (Location 1). Photo: Author.

Figure 4. Public transport stop and surrounding street environment near Johannebergsskolan (Location 2). Photo:
Author.
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Figure 5. Street environment near Johannebergsskolan (Location 3). Photo: Author.

Johannebergsskolan has also expressed an ambition to work more actively with issues
related to sustainable mobility and children’s travel to school. Concerns regarding
congestion and traffic safety have increasingly become part of the local discussion
surrounding the school environment. Against this background, the school represents a
relevant case for examining how AST is understood, negotiated and experienced within a
contemporary Swedish urban context.
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4. Methods

This study examines parental perceptions of barriers and opportunities related to AST,
and how these perceptions shape decision-making regarding children’s school travel. To
address this, the study adopts a mixed method approach, combining quantitative survey
data from parents with four semi-structured interviews conducted with planners and
practitioners working with AST in Swedish municipalities within a case study design.

4.1 Research design and analytical approach

A case study approach is particularly suitable when the objective is to investigate a
contemporary phenomenon in its real-life context, especially when the boundaries
between the phenomenon and its context are not clearly defined (Yin, 2018). In the
context of this study, children’s school travel is understood as a socially and spatially
embedded practice, shaped by the interaction between infrastructure, institutional
conditions, and everyday routines and parental perceptions regarding safety, mobility,
and independence. As parents often play a central role in decisions related to children’s
school travel, the study adopts a context-sensitive research design that recognises how
parental perceptions and everyday considerations influence children’s opportunities for
AST.

The combination of methods allows for methodological triangulation, where different
types of data contribute to a more comprehensive understanding of the research
problem (Bryman, 2018). While the survey captures patterns in parental perceptions and
reported behaviours, the interviews provide insight into how challenges related to traffic
safety, parental car use, and the promotion of AST are understood and addressed within
planning practice. Together, these methods enable an analysis that moves between
individual perceptions and broader institutional perspectives. The study does not aim to
produce statistically generalisable findings. Instead, the ambition is to contribute to
analytical generalisation by identifying mechanisms and relationships that may be
relevant in similar contexts (Yin, 2018). The focus is therefore on understanding how and
why certain patterns emerge, rather than determining how widespread they are.

4.2 Survey with parents

4.2.1 Case selection and research context

Johannebergsskolan in Gothenburg was selected as the empirical case for this study. The
school represents a setting where questions related to AST, traffic safety, and parental
schooltravel practices have become increasingly visible, making it relevant for examining
how parental perceptions and everyday mobility practices shape children’s journey o
school. The case selection was also facilitated by prior engagement with the school In
December 2025, the author conducted a preliminary study at Johannebergsskolan as
part of a previous university course, focusing on similar questions related to children’s
school travel, albeit within a more limited timeframe. This earlier work functioned as an
exploratory step and informed both the formulation of the research questions and the
design of the survey instrument used in the present study. The preliminary study can
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therefore be understood as a pilot, providing initial insights into the local context and
helping to refine the methodological approach.

Prior engagement with the school also facilitated contact with school staff and parents,
making it possible to distribute the survey though established communication channels.
A more detailed description of Johannebergsskolan and its local traffic context is
presented in Section 3.2. Based on these considerations, Johannebergsskolan was
selected as an appropriate case for examining how AST is shaped at the intersection of
local conditions, parental perceptions, and planning ambitions.

4.2.2 Survey design

The study includes a survey directed at parents and guardians of children attending
Johannebergsskolan. Surveys are widely used in social research to capture attitudes,
perceptions and self-reported behaviours across a large group of respondents (Bryman,
2018). The survey was designed to capture key dimensions identified in previous research
as relevant to children’s school travel and AST. These include perceived traffic safety,
distance to school, everyday logistics, parental attitudes towards children’s independent
mobility, and children’s reported travel modes and travel practices. The survey was
conducted in April 2026, which can be considered an appropriate period for capturing
everyday travel behaviour, as travel patterns during spring are generally less affected by
seasonhal weather conditions compared to winter months. The questions were structured
to allow for both descriptive analysis and the exploration of relationships between
variables.

The survey consisted primarily of closed-ended questions, including multiple-choice
questions and Likert-scale statements. In addition, the survey included one open-ended
question where respondents were invited to elaborate on their experiences and
reflections related to children’s school travel. The questionnaire covered themes such as
travel modes, independent mobility, perceptions of traffic safety, everyday travel
routines, social norms, and potential measures aimed at increasing AST. A full version of
the survey questionnaire can be found in Appendix 2.

4.2.3 Data collection

The survey was conducted using Qualtrics and was open between 30 March and 19 April
2026. It was distributed digitally via the school’s communication platform Vklass, where
an initial invitation was sent to all parents and guardians on 30 March. Two additional
reminder messages were distributed to parents and guardians during the period in which
the survey was open. In addition to the digital distribution, physical flyers containing
information about the study and a QR code linking directly to the survey were placed at
the entrances of the school buildings. This was intended to increase visibility and
facilitate access to the survey.

Following a systematic review of all survey responses to ensure data quality, reliability,
and internal consistency, three responses were excluded prior to analysis. The exclusion
was based on indications of low response quality, including unrealistically short
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completion times, inconsistent answer patterns, and responses suggesting limited
engagement with the survey material. The final dataset therefore consisted of 81
respondents. Of these, 63 completed the survey in full, while the remaining respondents
partially completed the questionnaire before discontinuing. Rather than excluding
incomplete responses entirely, the analysis draws on all cavil responses available for
individual survey questions. As a result, the number of responses varies slightly between
different parts of the analysis depending on item nonresponse and survey completion.

The sampling strategy can be described as convenience sampling, as participants were
recruited based on accessibility rather than random selection (Bryman, 2018). While this
limits the possibility of statistical generalisation, it is consistent with the case study
design and the aim of capturing perceptions within a specific local context.

To provide contextual understanding of the survey material, Table 1 presents an overview
of the respondents and selected background variables.

Table 1: Overview of survey respondents and selected background variables.

Variable Category n %
Main travel mode Walking 34 42
Public transport 31 38
Car 11 14
Bicycle 5 6
School year Preschool class 13 16
Grade 1 13 16
Grade 2 13 16
Grade 3 22 27
Grade 4 7 9
Grade 5 8 10
Grade 6 5 6
Distance to school 0-1.1 km 29 36
1.1-2.1 km 38 47
2.1-3.1 km 6 7
3.1-4.1 km 8 4
4.1-5.1 km 2 2
More than 5 km 3 4

4.2.4 Analysis of survey data

The survey data were exported to SPSS for analysis. The analysis primarily consisted of
descriptive statistics, including frequencies and percentages in order to provide an
overview of parental perceptions and reported travel behaviours. Descriptive summaries
are commonly used as an initial step in survey analysis, as they allow for a systematic
overview of key variables (Greasley, 2008). In addition to descriptive statistics, cross
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tabulations were used to explore relationships between perceived traffic safety and travel
behaviour, and between distance to school and mode choice. Cross-tabulations are
useful for identifying patterns and associations within categorical data and for providing
a more nuanced understanding of how differentvariables relate to one another (Greasley,
2008). Given the relatively limited sample size, the analysis focuses on identifying
tendencies and patterns rather than testing statistically significant relationships.

The survey data were exported from Qualtrics and analysed using SPSS. The analysis
focused on identifying patterns related to parental perceptions, school travel behaviour,
and factors associated with AST. Descriptive statistical methods, including frequencies
and percentages, were used to provide an overview of the survey material and selected
background variables. Cross-tabulations were further applied in order to examine
relationships between variables such as travel distance, independent mobility, and travel
mode choice. Greasley (2008) highlights that descriptive statistics can be useful for
identifying broader tendencies and relationships within survey-based research,
particularly in exploratory studies with relatively limited sample size.

The analysis was primarily exploratory and aimed to examine how different factors
appeared to relate to AST within the studied context. The intention was not to establish
casual relationships, but rather identify recurring tendencies and patterns within the
material. Particular attention was directed towards variables associated with safety
perceptions, children’s independence, convenience, and everyday logistics, as these
themes repeatedly emerged throughout both the survey responses and the interviews
with the planners.

For analytical purposes, several variables were grouped into broader categories in order
to strengthen comparability between response groups and reduce the impact of
categories containing relatively few respondents. Similar approaches to categorisation
are commonly applied in survey-based research when the aim is to identify broader
analytical patterns rather than highly detailed subgroup differences (Bryman, 2018). The
analytical grouping applied in this study are presented in Table 2.
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Table 2: Analytical grouping of selected survey variables.

Variable Original categories Analytical grouping N
School grade Preschool class, Grade 1, Grade Preschool class — 61

2, Grade 3 Grade 3

Grade 4, Grade 5, Grade 6 Grade 4-6 20
Travel mode Walking, cycling AST 37

Car, public transport Non-AST 44
Travel distance 0-1.1 km Short distance 29

1.1-2.1 km Medium distance 38

>2.1km Long distance 14
Independent Always / Sometimes allowed Independent 46
mobility

Never allowed Not independent 35

The grouping of variables was considered necessary in order to support clearer
interpretation of broader tendencies within the dataset. School grades were grouped into
broader age categories, while travel modes were categorised into AST and non-AST.
Travel distance and independent mobility were similarly grouped into broader analytical
categories based on the distribution of responses within the material. In addition to
descriptive analysis and cross-tabulations, chi-square tests were conducted for selected
variables in order to examine whether observed relationships between categories
appeared statistically significant. These tests were primarily applied to relationships
where comparatively clear differences were identified within the material.

The survey also included an open-ended question where respondents were invited to
elaborate on their experiences and perceptions related to children’s school travel. These
responses were reviewed qualitatively and used to provide contextual depth and
illustrate examples connected to the quantitative findings. Although the responses were
not analysed through a formal qualitative coding process, recurring themes and shared
concerns were identified and incorporated into the broader interpretation of the survey
material. All quotations from the survey respondents and interview participants originally
writer or spoken in Swedish have been translated into English by the author. Minor
linguistic adjustments have in some cases been made in order to improve readability and
clarity, while maintaining the original meaning and intention of the statements.
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4.3 Interviews with planners

4.3.1 Selection of municipalities and respondents

In addition to the survey, semi-structured interviews were conducted in order to capture
institutional perspectives on AST and to complement the parental data. Semi-structured
interviews are particularly suitable when exploring complex and context-dependent
issues, as they allow for both consistency across interviews and flexibility to follow up on
specific topics raised by respondents (Kvale & Brinkmann, 2014).

The interviews were conducted with planners and professionals working with AST-related
issues in four Swedish municipalities: Enkoping, Uppsala, Eskilstuna and Gothenburg.

The selected municipalities represent different stages and approaches to working with
AST. Enkoping was included due to its early implementation of car-free school street
initiatives, dating back to around 2018, which is relatively early in a Swedish context.
Uppsala represents a municipality with a long-standing and systematic approach and is
often considered to be at the forefront of AST-related work in Sweden. Eskilstuna was
selected as an example of a municipality where work with AST is ongoing but
characterised by practical and organisational challenges. At the same time, the
municipality has recently initiated broader efforts to promote active mobility among
children and young people, such as the BUMS initiative, which aims to increase physical
activity and sustainable travel behaviours (Eskilstuna kommun, 2025). Gothenburg was
included due to its recent intensification of efforts, including pilot projects such as the
implementation of a car-free school street at Anasskolan since 2024. It is also of
particular relevance as the case study of Johannebergsskolan is located in Gothenburg,
making it possible to relate institutional perspectives directly to the empirical case.
Together, these municipalities provide insight into different approaches, experiences,
and challenges related to the promotion of AST within Swedish planning practice. The
selection of respondents was purposive, meaning that participants were chosen based
on their expertise and direct involvement in planning processes related to children’s
school travel (Bryman, 2018). Potential interview participants were initially identified
through discussions with supervisors at Trivector Mobility, who possess extensive
experience working with municipalities on issues related to AST and sustainable mobility.
Additional respondents were identified through municipal projects, professional
networks, and public-facing work related to children’s mobility and school travel. The
selection process aimed to recruit practitioners with direct experience of planning,
implementing, or coordinating initiatives related to AST within their respective
municipalities. All participants hold positions that involve active work with mobility,
traffic safety or transport planning in relation to compulsory school.

An overview of the interview participants, including their roles, municipalities, and
interview formats, is presented in Table 3.
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Table 3: Overview of interview participants.

Municipality

Position(s)

Date

Format, length

Enkoping

Gothenburg

Traffic planner

Project

6 March 2026

19 March 2026

Digital, 35 min

In person, 33

manager, min

active travel
Uppsala | Project 11 March 2026
manager,

mobility

management &

Traffic planner

Digital, 40 min

Eskilstuna | Project 17 March 2026
Coordinator,

Mobility

management &

Traffic planner

Digital, 45 min

The interviews were conducted either digitally or in person, depending on availability and
location. An interview guide was used to ensure that key themes were consistently
addressed across interviews, including planning strategies, perceived barriers, and
reflections on parental behaviours (see appendix 3-6). At the same time, the semi-
structured format allowed for follow-up questions and the exploration of issues specific
to each local context. In interviews with two participants (Uppsala & Eskilstuna), the
interaction between respondents also provided additional insights into shared practices
and perspectives.

All participants were informed about the purpose of the study prior to the interviews and
contributed in their professional roles.

4.3.2 Interview analysis

The interview material was analysed using thematic analysis. Thematic analysis is a
commonly used approach within qualitative research and is particularly suitable when
the objective is to identify recurring patterns, meanings, and themes across a body of
empirical material (Braun & Clarke, 2006). In this study, the approach was considered
appropriate due to the exploratory nature of the interviews and the ambition to
understand how planners and practitioners describe and interpret challenges related to
AST within different municipal contexts.

The analysis followed an iterative process in which the interview transcripts were read
repeatedly in order to develop familiarity with the material and identify recurring themes
and points of tension. Rather than applying a strictly predefined coding framework, the
analysis moved back and forth between the empirical material, the research questions,
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and concepts highlighted in previous research. This approach made it possible for
themes to emerge gradually through engagement with the interviews themselves, while
still being informed by the broader theoretical and empirical context of the study (Braun
& Clarke, 2006; Kvale & Brinkmann, 2014).

The coding process was conducted manually by the researcher. During initial readings,
shorter descriptive codes were assigned to sections of text relating to issues such as
traffic safety, parental car use, behaviour change, school streets, organisational
responsibility, parking, convenience, and mobility culture. Particular attention was also
given to how respondents framed relationships between infrastructure, everyday
routines, and parental decision-making. Similarities and differences between
municipalities were continuously compared throughout the analytical process. As the
analysis progressed, individual codes were grouped into broader analytical themes. For
example, codes related to congestion, drop-off off behaviour, and parking conflicts were
brought together under themes concerning mobility cultures and everyday convenience.
Similarly, discussions regarding organisational coordination, political priorities, and
project-based work were grouped into broader themes connected to institutional and
planning challenges. The final themes presented in the result chapter were therefore
developed through continuous movement between individual statements, broader
patterns in the material, and the overall aims of the study. This form of iterative coding is
common within qualitative thematic analysis and allows the researcher to gradually
refine interpretations throughout the analytical process (Bryman, 2018; Saldana, 2021).

The analysis should therefore be understood as interpretive, meaning that the themes
presented in the study reflect the researcher’s interpretation of the interview material
(Braun & Clarke, 2006).

4.4 Methodological reflections and limitations

The combination of survey data and semi-structured interviews made it possible to
approach questions related to AST from different perspectives and levels
simultaneously. While the survey provided insight into how parents reason about
children’s school travel within a specific local context, the interviews contributed
broader reflections on planning practice, implementation challenges, and institutional
conditions. The use of multiple methods also created opportunities for methodological
triangulation, where different forms of empirical material could be used to illuminate
similar issues from different perspectives (Bryman, 2018).

4.4.1 Survey material and representativeness

At the same time, several methodological limitations should be acknowledged. One
important limitation concerns the survey material and the issue of non-response.
Johannebergsskolan includes approximately 550 pupils, although several pupils may
belong to the same household. In total, 81 respondents began the survey, of which 63
completed it in full. While the response rate can therefore be considered relatively high
in relation to the estimated number of households connected to the school, the material
should nevertheless be interpreted with some caution.

27



The somewhat high dropout rate may partly be related to the design of the survey itself.
Since the questionnaire included several thematic sections and reflective questions
concerning school travel behaviour, some respondents may have perceived it as
relatively time-consuming to complete in full. This creates uncertainty regarding whether
respondents who discontinued the survey differed systematically from those who
completed it. If respondents who chose to discontinue the survey held different
perspectives for travel practices than those respondents that completed then survey in
full, certain perspective may be less visible within the analysis.

The survey material also indicates lower participation among parents of older children.
Since independent mobility often increases with age, school travel among older children
may be perceived as less dependent on parental involvement compared to younger age
groups. Parents of younger children may therefore have been more likely to engage with
the survey topic.

A particularly important methodological reflection concerns the relatively limited number
of respondents who reported travelling by car. During the analysis, it became apparent
that parents who regularly drive their children to school may be somewhat
underrepresented within the final survey material. This became noticeable not only in the
survey responses themselves, but also through repeated visits to the school area, where
car traffic during morning drop-off periods appeared relatively extensive, as well as
through conversations with school staff regarding congestion and traffic conditions
surrounding the school.

Severalrespondents similarly described concerns related to heavy traffic, stressful drop-
off situations, and unsafe crossing connected to parents driving children to school. One
possible explanation is that the topic itself influenced participation patterns. Since the
survey focused on AST, traffic safety, and sustainable mobility, parents already
interested or engaged in these issues may have been more likely to participate and
complete the questionnaire. At the same time, parents who rely more heavily on the car
in everyday life may have been less inclined to participate, particularly if the topic was
perceived as sensitive or implicitly judgemental. This is consistent wit broader
methodological discussions concerning self-selection bias in voluntary surveys, where
participation may be shaped by respondents’ prior interest in the subject being studied
(Bryman, 2018).

This does not mean that the survey findings lack value, but it does affect how the results
should be interpreted. The material may to some extent reflect the perspectives of
parents who are already relatively positive towards AST, while parents experiencing
stronger dependence on the car in everyday life may be less visible within the dataset.
The findings should therefore not be understood as fully representative of all parents
connected to the school, but rather as reflecting the perspectives that became visible
through the study’s recruitment process and participation patterns.

Another methodological limitation concerns the design of the survey questions related to
potential measures for increasing AST. Rather than allowing respondents to formulate
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suggested measures freely, the survey presented a predefined set of alternatives based
on themes commonly identified in previous research, such as traffic safety, crossings,
and cycling infrastructure. While this approach enabled clearer comparison between
responses and facilitated quantitative analysis, it may also have influenced how
respondents reflected upon the issue. By presenting predefined measures, the survey
potentially directed attention towards certain aspects of AST while limiting the possibility
for respondents to raise alternative concerns or priorities not already reflected in the
questionnaire. A more open-ended approach may therefore have generated a broader
range of perspectives regarding perceived barriers and opportunities for AST.

Another limitation concerns the contextual nature of the study itself. The results are
closely connected to Johannebergsskolan and its surrounding urban environment. The
area differs from many other school contexts in Sweden in terms of density, accessibility,
socio-economic conditions, and transport infrastructure. The findings should therefore
primarily be understood as context-dependent rather than broadly generalisable.

4.4.2 Interviews and interpretive limitations

The interview material also involves limitations that should be acknowledged. Since the
interview were conducted with planners and practitioners already working actively with
AST-related questions, the material mainly reflects institutional and professional
perspectives from municipalities where these questions already receive relatively high
attention. Municipalities where AST is less prioritised, or where such work is less
developed, are therefore less visible within the material. Similarly, the interviews do not
capture the perspectives of politicians, teachers, or children themselves, all of whom
may understand these issues differently.

Finally, the thematic analysis should be understood as interpretive. The themes
presented in the study were developed through repeated readings and manual coding of
the interview material, meaning that the analysis reflects the researcher’s interpretation
of recurring patterns and meaning within the data. Different researchers may therefore
have identified somewhat different analytical emphases or thematic interpretations
within the material. At the same time, the iterative process of moving between interview
material, previous research, theory, and emerging themes contributed to strengthening
the coherence and analytical depth of the analysis (Braun & Clarke, 2006)
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5. Results

This chapter presents the findings from the semi-structured interviews and the parent
survey. The results are organised according to the two data collection methods and are
subsequently brought together in the discussion chapter.

5.1 Results from the survey

5.1.1 Respondents characteristics and school travel patterns

An overview of the survey respondents and selected background variables is presented
in Table 1. Walking was the most commonly reported travel mode among respondents’
children (42%), followed closely by public transport (38%). Smaller proportions of
respondents reported that their child primarily travelled to school by car (14%) or bicycle
(6%). Most respondents reported that their child lived within 2.1 kilometres of the school,
with 38 respondents reporting a travel distance of 1.1-2.1 km (medium) and 29
respondents reporting a distance of 0-1.1 km (short). Further, 14 respondents stated that
their child had more than 3.1 km (long) in distance to school.

The survey results indicate a clear relationship between distance to school and AST. As
shows in Table 4, AST (walking and cycling) was considerably more common among
children living shorter distance to school, while non-AST modes (public transport and car
use) were substantially more common among children living medium and longer
distances from the school. Among respondents reporting short travel distance between
home and school, 84% reported AST as the child’s primary travel mode. In comparison,
AST represented 26% of reported travel modes within the medium distance category and
21% within the long distance category.

Table 4: Relationship between distance to school and AST use. Note: Percentages are based on row percentages
within each distance category. (x°=25.129, p <.001; Cramer’s V =.557).

Distance to school AST (%) Non-AST (%) N
Short | 83 17 29

Medium | 26 74 38

Long | 21 79 14

The findings suggest that distance to school plays a significant role in shaping school
travel behaviour among the children included in the study. While AST was dominant
among children living relatively short distance from the school, the proportion of children
using non-AST modes increased substantially as distance increased. Further, the
relationship between distance to school and AST was also statistically significant, with
the chi-square test indicating a strong association between travel distance and travel
mode (X° =25.129, p <.001). The relatively high Cramer’s V value further suggests that the
association was substantial rather than merely statistically significant. The sharp decline
in AST between the short and medium distance categories further suggests that even
moderate increases in travel distance are strongly associated with children’s likelikhood
of travelling actively to school.
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5.1.2 Independent mobility and parental permission

Questions related to independent mobility and parental permission revealed clear
differences in how independently children were allowed to travel to school. When
respondents were asked whether their child was allowed to travel to school without adult
accompaniment, 32.1% reported that their child was always allowed to travel
independently, while 24.7% reported that their child was sometimes allowed to do so. In
contrast, 43.2% reported that their child was not allowed to travel to school without adult
accompaniment.

Respondents who reported that their child was allowed to travel independently at least
occasionally were also asked at what age independent school travel was first permitted.
The most commonly reported age was 9 years old (41%), followed by 8 years old (22%)
and 10 years old (20%). Only a relatively small proportion of respondents reported
allowingindependent travel at younger ages, such as 6 or 7 years old. Overall, the findings
suggest that parental permission forindependent school travel was generally introduced
gradually and was more commonly associated with children approaching middle primary
school age.

The relationship between independent mobility and AST is presented in Table 4. Among
children who were allowed to travel independently, AST and non-AST modes were
reported at equal levels (50.0% respectively). Among children who were not allowed to
travel independently, non-AST modes were somewhat more common, accounting for
60.0% of reported travel modes, compared to 40.0% for AST. While the results suggest a
tendency for AST to be more common among children with greater independent mobility,
the differences between the groups were less pronounced than those observed in
relation to travel distance.

Table 5: Relationship between independent mobility and AST use. Note: Percentages are based on row percentages
within each independent mobility category.

Independent mobility AST (%) Non-AST (%) N
Independent | 50.0 50.0 46
Not independent \ 40.0 60.0 35

An additional cross-tabulation analysis was conducted to examine the relationship
between travel distance and independent mobility. Unlike the strong relationship
observed between distance and AST, no statistically significant relationship was
identified between distance category and whether children were allowed to travel
independently (x* = 0.388, p = .824). Independent mobility appeared relatively evenly
distributed across the different distance categories.

5.1.3 Factors influencing school travel decisions

All respondents were asked to assess the extent to which different factors influenced
decisions related to their child’s school travel for four transport modes: walking,
travelling by car, cycling, and travelling by public transport. Figures 2-6 illustrate the
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proportion of respondents stating that a factor had either a high or very high influence on
their decision making.

Factors influencing school travel decisions by transport
mode (%) - High/very high

How other children travel
Access to transport modes
Health impacts

Weather

Traffic safety recommendations
Child's preference

Distance to school

Everyday logistics

Child's capability

Traffic safety
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Figure 6. Factors influencing school travel decisions by transport mode (%). Note: Percentages represent respondents
reporting “high” or “very high” influence. Percentages are based on valid responses. Respondents evaluated all factors
separately, meaning percentages do not sum to 100.

Figure 6 provides an overall comparison of how different factors influenced decisions
regarding children’s school travel across the four transport modes. Overall, traffic safety,
the child’s capability, distance to school and everyday logistics emerged as the most
influential factors, although the relative importance of these factors varied considerably
between transport modes. To further examine these differences, figures 3-6 present the
results separately for the different transport modes.
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Factors influencing decisions to allow children to walk to
school (%)
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Figure 7. Factors influencing decisions to allow children to walk to school. Note: Percentages represent respondents
reporting “high” or “very high” influence. Percentages are based on valid responses. Respondents evaluated all
factors separately, meaning percentages do not sum to 100.

For walking to school, traffic safety clearly emerged as the most influential factor. A
majority of respondents also identified the child’s owns capability as an important
consideration, while distance to school and everyday logistics were reported as having
moderate influence. In contrast, how other children travelled to school appeared to have
relatively limited importance for parental decision making.

In the final open-ended survey question, respondents were given the opportunity to ad
additional reflections regarding their child’s school travel. Many of the responses
reflected concerns similar to those identified in the quantitative findings. Several
respondents expressed concerns regarding heavy traffic around the school area, unsafe
crossings, and stress associated with morning drop-off traffic. One respondent
described the traffic situation near the school entrance as “incredibly bad”, emphasising
that drivers were often stressed and in a hurry. Another respondent highlighted concerns
regarding “dangerous crossings and heavy traffic” near the school environment.
Concerns regarding traffic safety were also closely connected to perceptions of
children’s independent mobility and capability. Some respondents explained that their
child did not yet feel comfortable walking independently, while others stated that walking
worked well due to the short distance between home and school.
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Factors influencing decisions to allow children to travel by
car to school (%)
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Figure 8. Factors influencing decisions to travel by car to school. Note: Percentages represent respondents reporting
“high” or “very high” influence. Percentages are based on valid responses. Respondents evaluated all factors
separately, meaning percentages do not sum to 100.

A somewhat different pattern emerged regarding travelling by car to school. Compared
to walking and cycling, everyday logistics represented the most influential factor
associated with travelling by car. Traffic safety, distance to school, and access to
transport modes were also perceived as relevant, although to a lesser extent than for
walking-related decisions.

Several respondents referred to time pressure and the difficulty of coordinating school
journeys with work schedules and other daily activities. One respondent explained that
“a lot depends on having enough time to get to work, pick up children on time, and
manage other activities”. Another respondent stated that the family occasionally drove
their child to school if the morning bus was missed.

Notably, concerns regarding congestion and unsafe traffic conditions surrounding the
school were not expressed by respondents whose children primarily travelled to school
by car. Instead, these concerns were mainly raised by respondents reporting AST modes
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Factors influencing decisions to allow children to cycle to
school (%)
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Figure 9. Factors influencing decisions to allow children to cycle to school. Note: Percentages represent respondents
reporting “high” or “very high” influence. Percentages are based on valid responses. Respondents evaluated all
factors separately, meaning percentages do not sum to 100.

For cycling to school, traffic safety and the child’s own capability represented the most
influential factors just as for walking to school. Distance to school and the child’s
preference was also reported as important considerations, whereas everyday logistics
appeared less influential compared to travelling by car.

The qualitative responses provided further insight into these concerns. Several
respondents described the surrounding cycling environment as unsafe for children,
particularly due to heavy traffic, narrow streets, parked cars, and the absence of
dedicated cycling infrastructure. One respondent stated that there was “no safe cycling
route” to the school and questioned how children were expected to cycle safely in the
current traffic environment. Another respondent argued that cycling in the city was
perceived as “too dangerous”, both due to cars and the behaviour of other cyclists. Some
respondents also highlighted topographical conditions as a barrier to cycling. Steep
uphill routes surrounding the school area were described as physically demanding for
children and were perceived as limiting the feasibility of cycling to school.
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Factors influencing decisions to allow children to travel by
public transport to school (%)
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Figure 10. Factors influencing decisions to allow children to travel by public transport to school. Note: Percentages
represent respondents reporting “high” or “very high” influence. Percentages are based on valid responses.
Respondents evaluated all factors separately, meaning percentages do not sum to 100.

For public transport, distance to school represented the most influential factor, followed
by the child’s capability and access to transport modes. Compared to the other transport
modes, decisions regarding public transport appeared more strongly associated with
practical accessibility and children’s ability to manage the journey independently.
Several respondents also referred to the complexity of public transport journeys. One
respondent explained that “transfers in public transport quickly increased the difficulty
for children travelling independently by public transport”. Others highlighted concerns
related to children travelling alone in urban traffic environments. While some
respondents suggested that travelling together with friends or classmates could increase
children’s confidence and willingness to travel independently.

Across all four transport modes, how other children travelled to school consistently
appeared to have relatively limited influence on parental decision-making. Instead,
factors related to traffic safety, the child’s capability, everyday logistics, and
characteristics of the surrounding transport environment were more frequently reported
as influential. The results also demonstrate notable differences between transport
modes. For walking and cycling, traffic safety and the child’s capability were reported as
particularly important factors. In contrast, everyday logistics represented the most
influential factor related to travelling by car. For public transport, distance to school,
accessibility, and the child’s capability appeared most influential.

Overall, the findings suggest that parents considered different factors depending on the
transport mode in question. However, concerns related to traffic conditions, children’s
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capability, and practical everyday considerations appeared consistently throughout the
responses.

5.1.4 Perceived measures for increasing AST

Respondents were also asked to evaluate different measures that could make it easier
for their child to walk or cycle to school. Overall, measures connected to traffic safety
and the physical school environment received the strongest supporting among
respondents. As illustrated in Figure 5, safer traffic environments surrounding the
school (67.9%) and along the route to school (66.7%) were identified as the most
important measures for facilitating AST. Improved walking and cycling infrastructure
were also perceived as highly important, with 55.5% of respondents reporting that
better walking and cycling routes could facilitate children’s opportunities to travel
actively to school.

Measures facilitating AST (%)

If the child could walk or cycle together with other children | RRENEGEEN 37,1
Reduced everyday time pressure | NGB 39,5
Organised solutions (e.g. walking school bus) [ I /0.8
If the child was accompanied by an adult | NN /-,
Better walking and cycling infrastructure | NI 5.5
Safer traffic environment on the way to school | I ¢S,/
Safer traffic environment surrounding the school [ ININIINININGgGgGgoNHNN ¢/ .°
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Figure 11. Measures perceived by respondents to facilitate children’s walking and cycling to school. Note:
Percentages represent respondents reporting “high” or “very high” influence. Percentages are based on valid
responses and do not sum to 100, as respondents evaluated each measures separately.

Measures related to social or organisational support generally received somewhat lower
levels of support compared to infrastructure-related measures. Nevertheless, several
respondents still perceived these measures as relevant in certain situations. Adult
accompaniment was considered important by 45.7% of respondents, while organised
solutions such as walking school buses received support from 40.8% of respondents.
Reduced everyday time pressure (39.5%) and the possibility of walking or cycling
together with other children (37.1%) were also viewed as potentially important, although
less influential overall than measures connected to traffic safety and infrastructure
improvements.

Additional cross-tabulation analyses were conducted to examine whether perceptions
regarding measures facilitating AST differed between AST and non-AST households.
Overall, only relatively small differences were identified between the groups, suggesting
that several perceived barriers and factors that could have a positive influence were
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shared across households regardless of current travel mode. The largest difference
concerned whether children were accompanied by an adult, which was more frequently
emphasises among AST households.

The open-ended responses further reinforced the central role of perceived traffic safety
and the physical environment surrounding the school. Several respondents expressed
strong frustration regarding traffic conditions around Johannebergsskolan, particularly
during morning drop-off periods. A recurring concern involved the large number of cars
near the school entrance and the stress associated with parents arriving by car. One
respondent described the situation by explaining that “cars and drivers in a rush make
the close neighbourhood around the school unsafe”. Another respondent referred to the
traffic environment near the school entrance as “chaos because of stressed parents
arriving by car”. Similar concerns were also expressed regarding unsafe crossings,
congestion, and the lack of clearly separated walking and cycling infrastructure.

A number of respondents specifically highlighted shortcomings in the cycling
environment leading to the school. One respondent explained that there was “no safe
cycling route” to Johannebergsskolan and criticised the municipality for not addressing
the issue despite the school’s large number of pupils. Another respondent pointed to
dangerous crossings and heavy traffic volumes along Eklandagatan and Viktor
Rydbergsgatan, describing concerns about children travelling independently in the area.
Several responses also suggested that the current traffic environment indirectly
encourages parents to drive their children to school instead of allowing AST, particularly
when safe walking and cycling conditions were perceived as insufficient. At the same
time, the responses illustrated that school travel decisions were not only shaped by
concerns related to infrastructure. Everyday practical considerations also appeared to
influence parental decision-making. Time pressure, weather conditions, steep
topography, and children’s confidence in traffic environments were all mentioned as
factors affecting travel choices. One respondent explained that “a lot depends on having
enough time to get to work, pick up children on time, and manage other activities”, while
another respondent noted that missing the morning bus often resulted in the child
travelling to school by car instead.

Other respondents described how children’s level of maturity, confidence, and feelings
of insecurity influenced whetherwalking or cycling were considered realistic alternatives.
In several responses, parents expressed that their child had not yeat reached a level of
development where independent school travel felt manageable or same. Taken together,
these findings indicate that respondents viewed AST as shaped by a combination of
physical planning conditions, perceived safety, and the practical realities of everyday
family life. While safer infrastructure and reduced traffic were often described as
important conditions for increasing AST, the responses also suggest that travel decisions
were influenced by broader everyday considerations connected to time, routines, and
parental responsibility. Taken together, the findings highlight how perceptions of school
travel are shaped not only by the physical environment itself, but also by how parents
navigate and interpret these conditions in relation to their child’s daily mobility.
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5.2 Results from semi-structured interviews

This chapter presents the findings from the semi-structured interviews conducted with
planners and mobility practitioners working with AST in Gothenburg, Uppsala, Eskilstuna
and Enkdping. Although the municipalities differ in terms of size, political priorities,
transport culture and organisational structure, several recurring themes emerged across
the interviews. Reflections related to parental behaviour, traffic safety, implementation
challenges, and responsibility appeared in all municipalities, although they were framed
somewhat differently depending on local context and planning conditions.

Across all interviews, AST was described as an increasingly important planning issue. At
the same time, respondents repeatedly returned to the difficulty of translating broader
ambitions into actual behaviour change. While safer crossings, lower speeds, and
improved cycling infrastructure were viewed as important, several interviewees argued
that infrastructure alone rarely changes how families travel to school. Instead, school
travel was described as closely connected to everyday routines, perceptions of safety,
convenience, and broader mobility cultures.

5.2.1 AST as a growing but uneven planning priority

All interviewees described AST as a topic that has received increasing attention during
recent years. However, the degree to which these questions were integrated into
everyday planning processes differed considerably between municipalities. In Uppsala,
both the Project manager working with mobility management and the Traffic planner
described AST as relatively well established within the municipal planning. The
municipality was portrayed as having worked systematically with cycling and sustainable
mobility for a relatively long period of time, where questions related to school travel have
gradually become integrated into broader planning strategies connected to
sustainability, public health, and accessibility. According to the respondents, school
mobility is now discussed relatively early in planning processes, particularly when new
school or neighbourhoods are developed.

The situation described in Eskilstuna and Enkdping was more fragmented. In Eskilstuna,
both respondents explained that AST initiatives have often depended heavily on
individual engagement rather than long-term organisational structures. Several projects
had been implemented over time, although many were described as temporary or
dependent on external fundings. Questions surrounding organisational responsibility
also appeared repeatedly throughout the interviews. The respondents described AST as
an issue falling somewhere between transport planning, schools, public health, and
sustainability work. The interviewees describe how this makes long-term coordination
very difficult.

A somewhat similar picture emerged in Enkoping. The Traffic planner described AST as
important, but also as something competing with many other planning priorities within a
relatively small organisation. Although Enkoping has worked with school street-inspired
measures since around 2018, much of the work was described as relying on relatively
informal collaboration between planner and schools.
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In Gothenburg, the Project manager working with active travel described a municipality
where AST has received significantly more political attention during the last five to six
years, particularly through discussions surrounding school streets and safer school
environment. At the same time, the respondent noted that earlier interventions around
schools had largely focused on the traffic safety rather than children’s independent
mobility itself. Across the interviews, AST therefore appeared to occupy a somewhat
uncertain organisational position. While all municipalities described the issue as
increasingly important, several respondents simultaneously portrayed AST work as
vulnerable to changing political priorities, staffing changes, and project-based fundings.

5.2.2 Mobility cultures, parking, and everyday convenience

The interviews revealed clear differences in how municipalities described local mobility
cultures and attitude towards car use. In Uppsala, cycling was repeatedly described as
relatively normalised within everyday urban life. Both respondents referred to the
municipality’s cycling culture and compact urban structure as factors making AST
initiatives easier to introduce politically and socially. According to the Traffic planner,
reallocating street space away from cars often generates less resistance in Uppsala
compared to more car-oriented municipalities.

The situation described in Eskilstuna differed substantially. Both respondents
characterised the municipality as more strongly shaped by car dependency, both
physically and culturally. The Traffic planner connected this partly to commuting patterns
and local identity, arguing that measures perceived as restricting car accessibility often
become politically sensitive very quickly. Similar tendencies were described in Enkoping,
where the Traffic planner explained that many parents continue to view driving as the
most practical and natural way of travelling to school, even when the distances are
relatively short.

Questions related to parking appeared repeatedly throughout the interviews. In both
Gothenburg and Uppsala, parking was described not only as a technical issue but as
something closely tied to expectations regarding accessibility and everyday
convenience. The Project manager working with active travel in Gothenburg argued that
school street discussions often become emotionally charged precisely because they
interfere with established routines:

“As soon as you remove parking spaces or limit access for cars, people react very
strongly because it affects everyday routines”

These reactions do not necessarily reflect opposition to the interventions themselves,
but rather illustrate how school travel is closely embedded within established everyday
routines and expectations regarding accessibility. Several respondents also described
how reactions surrounding school traffic tend to become particularly intense because
school journeys are closely connected to stress, time pressure, and family logistics.
Rather than appearing as a purely technical planning issue, the interviews suggest that
AST interventions often become entangled in broadertensions surrounding convenience,
accessibility, and the role of the car in everyday life.
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5.2.3 Infrastructure, school streets, and the limit of physical planning

Arecurringtheme across allinterviews was that municipalities increasingly recognise the
limitations of relying solely on infrastructure improvements to increase AST. Although
respondents consistently emphasised the importance of safer crossings, lower vehicle
speeds, and improved cycling infrastructures as some examples, several interviewees
simultaneously argued that these measures rarely lead to substantial behaviour change
ontheir own. The interviewees instead highlighted the importance of addressing parental
perceptions, everyday mobility practices, and long-term behavioural change surrounding
school travel. This became particularly visible in discussions surrounding school streets
and traffic-restricted school environments. The Traffic planner in Enkdéping described
how the municipality introduced measures inspired by the idea of car-free school
environments, partly because the physical layout around the school made conventional
pick-up solutions difficult Despite restrictions and designated drop-off areas further
away from the school, many parents still attempted to drive as close to the school
entrance as possible. The respondent summarised the issue bluntly:

“If it is physically possible to drive all the way to the school, people will do so.”

Similar experiences were described in Gothenburg. According to the Project manager
working with active travel, the pilot project at Anasskolan substantially reduced traffic
directly outside the school, although some traffic also shifted into surrounding streets
instead. Several interviewees returned to what they described as a paradox surrounding
schooltraffic; parents often drive because the traffic environmentis perceived as unsafe,
while the increasing number of cars simultaneously contributes to producing the very
unsafe conditions experiences as dangerous.

The Project manager working with active travel in Gothenburg described it as follows:

“Many parents drive because they think it's unsafe [to let their children use AST], but by
driving, they also create the unsafe situation..”

Respondents in both Uppsala and Enkdping similarly argued that infrastructure
improvements alone rarely change behaviour if driving remains the easiest and most
convenient option in practice. Parking availability, drop-off opportunities, and
surrounding traffic systems were repeatedly described as shaping travel behaviour just
as much as cycling lanes or crossings. At the same time, several respondents still
described school streets interventions as symbolically important, partly because they
visibly signal that children are prioritised within public space. The interviews therefore
suggest that municipalities increasingly understand AST as something extending beyond
infrastructure itself. Physical interventions may create conditions for AST, but they do not
necessarily alter the everyday routines and norms shaping how families travel to school.

5.2.4 The “life puzzle” and the difficulties of behavioural change

Across all municipalities, respondents repeatedly returned to parental routines and
everyday life as central explanations for why AST remains difficult to increase. Several
interviewees referred to what they described as the “life puzzle”, where school travel

41



becomes integrated into broader commuting patterns, work schedules, leisure activities,
and time constraints. Several interview participants also highlighted how children’s
school journeys are often closely connected o parents’ own commuting patterns, where
dropping children off at school becomes integrated into longer work-related car trips. In
this sense, the school journey itself cannot always be understood as an isolated trip, but
rather as part of broader everyday mobility chains shaped by work locations, time
constraints and household logistics. The Traffic planner in Enkdping explained that many
parents drive not necessarily because infrastructure is poor or distances are long, but
because driving fits more smoothly into already stressful daily routines. Similar
reflections appeared in Eskilstuna, where the Project coordinator working with mobility
management described how many families today are accustomed to solving logistical
problems through car use, making behavioural change difficult even when municipalities
improve physical conditions.

At the same time, several respondents expressed frustration regarding how limited
municipalities influence over these routines can be in practice. Several interviewees
emphasised the importance of information campaigns, school collaborations, and
broader mobility initiatives aimed at influencing everyday travel practices. This, while
also arguing that such efforts needed to be combined with physical planning measures
in order to create more substantial behavioural change surrounding school travel. The
interviews also revealed somewhat different perspectives regarding responsibility. In
Gothenburg, the Project manager working with active travel argued that too much
responsibility is often placed on children and parents to adapt to unsafe traffic
environments, rather than questioning why school environments are dominated by cars
in the first place. Other municipalities framed the issue somewhat differently, focusing
more on cooperation, gradual behavioural shifts, and information-based approaches.

Severalinterviewees also pointed towards tensions between schools and municipalities.
School were repeatedly described as central actors in working with AST while
simultaneously lacking time and resources to prioritise mobility-related questions.
According to the Project manager working with active travel in Gothenburg, schools are
often already under substantial pressure and cannot easily take additional
responsibilities connected to transport planning or behavioural campaigns. Overall, the
interviews suggest that municipalities increasingly recognise AST as deeply connected to
broader mobility norms and everyday practices rather than simply problems related to
infrastructure.

5.2.5 Long-term planning ambitions and organisational challenges

A final recurring theme concerned the organisational difficulties surrounding working
with AST. Across all municipalities, respondents described AST as an issue involving
multiple departments and actors simultaneously, including transport planning, schools,
public health, urban development, politicians, and parents. While this creates
possibilities for collaboration, it also generated uncertainty regarding ownership and
responsibility.
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This became particularly clear in Eskilstuna, where both respondents questioned who is
ultimately expected to lead AST-related work within the municipality. Similar concerns
appeared in Enkoping, where collaboration with schools was described as highly
dependent on individual principals and teachers. Respondents in Uppsala described a
somewhat more integrated organisational structure, although they also emphasised that
coordination between departments remains time-consuming and difficult.

Another recurring issue concerned timing within planning processes. Several
interviewees argued that AST perspectives are often introduced too late, particularly in
relation to new schools and urban development. Retrofitting existing environments was
repeatedly described as significantly more difficult than integrating AST considerations
from the beginning. At the same time, the interviews suggest that municipalities are
gradually beginning to frame AST less narrowly as a traffic safety issue and more broadly
in relation to sustainability, public health, children’s independence and urban quality.
Despite this, several respondents still described a noticeable gap between broader
planning ambitions and what municipalities are realistically able to implement in
practice.

43



6. Discussion

The findings of this study suggest that children’s school travel is shaped through an
interaction between physical planning conditions, parental perceptions, and broader
everyday mobility practices. While traffic safety and the built environment emerged as
highly important throughout both the survey material and the interviews, the findings also
indicate that AST can not be understood solely as a question of infrastructure. Instead,
school travel appears deeply connected to everyday routines, mobility norms, and wider
urban transport systems.

This chapter discusses these findings in relation to previous research and the theoretical
perspectives introduced earlier in the thesis.

6.1 AST, traffic safety and the limits of physical planning

One of the clearest findings in this study concerns the importance of traffic safety and the
built environment for how children’s journeys to school are perceived and organised.
Across both the survey material and the interviews, traffic-related concerns repeatedly
emerged as central when discussing AST. As shown in Figure 7, respondents frequently
highlighted safer traffic environments, improved crossings, and better walking and
cycling infrastructure as measures that could facilitate AT. Similar findings have been
identified in earlier research, where parental perceptions of traffic safety consistently
emerge as one of the most influential factors shaping children’s school travel (Aranda-
Balboa et al., 2020; Forsberg et al., 2020; Forward et al., 2023; Panter et al., 2009).

The survey material further illustrates how these concerns were connected to very
concrete local experiences surrounding Johannebergsskolan. Several respondents
described the traffic environment around the school as stressful, congested, and difficult
for children to navigate independently. Concerns regarding unsafe crossings, narrow
sidewalks, heavy traffic, and limited cycling infrastructure appeared repeatedly in the
open-ended responses. Particularly among respondents discussing walking and cycling,
traffic safety clearly emerged as one of the most influential factors shaping school travel
decisions (Figures 3 and 5). At the same time, the finding suggest that the relationship
between infrastructure and behaviour is considerably more complicated than planning
policy sometimes assumes. Several of the interviewed practitioners described how
municipalities have implemented traffic calming measure, car-free school streets,
reduced speed limits, and improved cycling infrastructure while still struggling to
substantially reduce car traffic around schools. Particularly in the interviews with the
Project manager working with active travel in Gothenburg and the Traffic planner in
Enkoping, respondents repeatedly returned to the practical limitations of physical
planning interventions in already built urban environments. These findings reflect earlier
research arguing that favourable physical conditions do not necessarily translate into
AST in practice (Easton & Ferrari, 2015; O’Driscoll et al., 2025).

This became especially visible in discussions regarding school streets and traffic-
restricted school environments. While planners generally described these interventions
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positively from a traffic safety perspective, they simultaneously emphasised how difficult
such measures can be to fully implement in practice. Legal frameworks, accessibility
requirements, deliveries, parking needs, and surrounding traffic systems were all
described as limiting factors. Particularly in Gothenburg, the Project manager working
with active travel discussed how municipalities often lack sufficient legal tools to fully
restrict access to streets surrounding schools, even when traffic safety concerns are well
documented. Similar tensions appeared in Enkdping, where restrictions near schools
were described as creating new traffic conflicts in surrounding streets rather than fully
removing the problem itself.

The findings also illustrate an important paradox surrounding school traffic. Both the
survey material and the interviews suggest that parents often drive children to school
because the surrounding traffic environment is perceived as unsafe, while the increasing
number of cars simultaneously contributes to producing the very conditions that are
experienced as dangerous. This paradox appeared particularly clearly in the interviews
with the planners. As one respondent explained parents drive because they perceive AST
as unsafe, but through driving they also contribute to increasing congestion and traffic
complexity around schools. Interestingly, several parents simultaneously expressed
frustration regarding congestion and stressful traffic conditions despite describing car
travel as the most practical or safest option within everyday life.

Similar dynamics have been discussed in previous research. Rutberg et al. (2023) and
Forsberg et al. (2029) both argue that parental concerns regarding traffic safety often
shape school travel behaviour even in contexts where objective traffic safety has
improved over time. This suggests that traffic safety should not be understood solely as
a technical or infrastructural issue, but also as a socially interpreted condition shaped
through experience, norms, and perceptions. In many cases, parents appear to evaluate
traffic environments not only based on measurable safety indicators, but through
broader assessments of predictability, control, and responsibility.

An interesting aspect of the findings concerns the relatively small differences identified
between AST and non-AST households regarding which measures were perceived as
important for increasing AST. Concerns regarding traffic safety, crossings, and
infrastructure were shared relatively equally regardless of current travel mode. This is
significant because it suggests that even parents whose children already travel actively
may still perceive the surrounding traffic environment as problematic or unsafe. AST
therefore does not necessarily imply that parents experience the traffic environment as
supportive or secure. Rather, some parents may still allow AST despite perceiving
considerable traffic-related risks, while others may interpret similar environments as
unacceptable for independent travel.

At the same time, the interviews revealed a somewhat different perspective among
planners. Several interview participants argued that municipalities already possess
relatively strong knowledge regarding what types of physical measures are generally
needed. Instead, they described behavioural change itself as the much larger challenge.
This creates an interesting contrast between how problems surrounding school travel are
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experienced by parents and how they are understood institutionally. Parents often
discussed concrete local traffic situations surrounding the school itself, while planners
more frequently described organisational limitations, mobility cultures, and broader
behavioural patterns related to car use. In several interviews, respondents even
suggested that municipalities sometimes overestimate the ability of infrastructure alone
to alter mobility behaviour that is already deeply embedded within everyday routines.

This difference may indicate a certain gap between how problems related to school travel
are experienced in everyday life and how they are approached within planning practice.
From the perspective of parents, the problem often appears immediate and local,
connected to crossings, traffic speeds, or unsafe traffic situations near the school. From
the perspective of planners however, the issue often becomes more structurally
complex, involving fragmented responsibilities, political priorities, legal frameworks, and
broader behavioural patterns related to everyday mobility. These perspectives are not
necessarily contradictory, but they operate at different scales and therefore sometimes
risk talking past each other.

While parents and planners often identified many of the same underlying challenges,
particularly those related to traffic safety, congestion, and increasing levels of car use
around schools, they tended to approach these issues from different perspectives. The
difference lies less in what is perceived as problematic and more in how these issues are
understood and addressed. Parents typically encounter these challenges through
specific situations and everyday experiences surrounding their child’s journey to school,
whereas planners tend to interpret them within broader systems of mobility, governance,
and long-term behavioural change. This distinction may partly help explain why there can
be broad agreement regarding the importance of AST while disagreements remain
concerning which measures are most effective or realistic to implement in practice.

The findings therefore support previous research arguing that AST should not be
approached solely as an infrastructural issue requiring technical solutions (Easton &
Ferrari, 2015; Panter et al., 2009). Infrastructure clearly matters, but the study suggests
that physical interventions alone may have limited effects if they are not combined with
broader changes in mobility behaviour and everyday travel practices. Several interviewed
planners described how municipalities increasingly recognise the need to combine
physical planning with behavioural interventions, communication strategies, and long-
term organisational work. However, the interviews simultaneously suggest that such
approaches are often difficult to maintain over time due to limited resources and
fragmented responsibilities between schools, municipalities, and other actors.

This perspective also becomes visible in recent Swedish initiatives discussed earlier in
the thesis, including P4 egna ben and the project Systeminnovation for aktiva skolresor
(Pa egna ben, n.d.; Adell et al., 2026). Both initiatives emphasise that increasing AST
requires broader behaviouraland organisational approaches alongside physical planning
measures. Particularly Systeminnovation for aktiva skolresor highlights how AST is
shaped through interaction between municipalities, schools, parents, and broader
mobility systems rather than infrastructure alone. The findings of this study strongly
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support such perspectives. Overall, the findings suggest that traffic safety and
infrastructure remain highly important for understanding children’s school travel, but
that improving physical conditions alone may be insufficient if broader everyday mobility
patterns and perceptions remain relatively unchanged.

6.2 Everyday logistics, mobility cultures and the persistence of car
dependency

A second central finding concerns the importance of everyday logistics and mobility
routines in shaping school travel behaviour. Across both the interviews and the survey
material, school travel repeatedly emerged as deeply integrated into broader everyday
practices rather than functioning as an isolated journey. Particularly in the interviews,
respondents frequently returned to what several described as the “life puzzle”, where
school travel becomes connected to work commuting, leisure activities, household
coordination, and time pressure. The Traffic planner in Enkdping argued that many
parents drive not primarily because distances are long or infrastructure is poor, but
because driving fits more smoothly into already stressful daily routines. Similar
reflections appeared in Eskilstuna, where the Project coordinator working with mobility
management described how many families today are accustomed to solving everyday
logistical challenges through car use.

The survey material strongly supports these interpretations. As shown in Figure 4,
everyday logistics represented the single most influential factor associated with
travelling by car to school. Several respondents similarly described how time pressure,
work schedules, and the coordination of daily activities influenced school travel
decisions. Some parents explained that school travel needed to function together with
commuting to work, picking up siblings, or broader household routines. This is an
important finding because it suggests that travelling by car is often not perceived by
parents as an ideological choice, but rather as a practical strategy for managing everyday
life. Similar arguments have been identified in previous research, where car use in
relation to school travel is frequently described as embedded within broader household
routines and mobility systems rather than simply reflecting individual preferences (Mah
et al., 2017; Niska et al., 2017; Stewart, 2011).

The findings further indicate that children’s school journeys are often part of longer
mobility chains connected to parents own commuting patterns. In several interviews,
practitioners described how dropping children off at school frequently becomes
integrated into longer car journeys towards workplaces or other activities. In this sense,
the school trip itself cannot always be understood as a separate journey, but rather as
one component within broader urban mobility systems. One possible interpretation is
therefore that behavioural change surrounding AST becomes difficult not because
parents necessarily oppose walking or cycling, but because these modes may not fit
smoothly within the broader organisation of everyday life.

This perspective is highly relevant from a planning perspective because it complicates
simplified assumptions regarding behavioural change. If school travel is deeply
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integrated into broader commuting patterns and household logistics, improving the
school environment alone may not necessarily lead to substantial changes in travel
behaviour. Parents may still choose to drive because doing so remains the most practical
solution within the broader structure of everyday life. This may partly explain why several
planners described frustration regarding the relatively limited behavioural effects of
certain infrastructure-base interventions despite generally positive reactions from
schools and parents.

The interviews also revealed important differences between municipalities regarding
local mobility cultures. In Uppsala, cycling was described as relatively normalised within
everyday urban life, where reallocating street space away from cars often generated
comparatively limited resistance. In contrast, interviewees in Eskilstuna and Enkdping
described stronger forms of car dependency, both physically and culturally. These
differences suggest that AST is shaped not only by infrastructure and individual
perceptions, but also by broader local mobility norms and urban cultures. Such findings
align closely with Banister’s (2008) discussions of sustainable mobility transitions, where
transport behaviour is understood as socially embedded rather than determined solely
through rational infrastructure-based decision making.

The findings further suggest that car parking plays a particularly important symbolic and
practical role in these dynamics. Across several interviews, parking was described not
simply as a technical issue, but as something closely connected to expectations
regarding accessibility, convenience, and entitlement to urban space. The Project
manager working with active travel in Gothenburg explained that discussions regarding
school streets often become emotionally charged precisely because they interfere with
deeply established everyday routines. In this sense, debates surrounding AST sometimes
appear to involve broader societal questions concerning mobility, flexibility, and the role
of the car withing everyday urban life.

Interestingly, the findings also suggest that parents themselves may contribute to
reinforcing the traffic conditions they perceive as problematic. Several respondents
expressed strong frustration regarding congestion and stressful traffic conditions
surrounding the school, while planners simultaneously described how much of this
traffic is generated though parental drop-off behaviour itself. This creates a self-
reinforcing cycle where concerns regarding safety contribute to increased car use, which
in turn further intensifies congestion and perceptions of risk.

From a planning perspective, these findings suggest that increasing AST may require
broader societal and behavioural changes extending beyond school environments alone.
The findings indicate that school travel cannot easily be separated from wider questions
concerning urban mobility systems, commuting structures, work-Llife balance and social
expectations surrounding parenting and mobility.

48



6.3 Distance, independent mobility and parental perceptions of
capability

This study also highlights the strong relationship between distance to school and AST. As
demonstrated in Table 4, AST was considerably more common among children living
shorter distances from the school, while non-AST modes became increasingly dominant
as distance increased. The relationship was also statistically significant and relatively
strong (X° = 25.129, p < .001; Cramer’s V = .557). These findings strongly align with
previous research identifying distance as one of the most influential factors shaping
children’s school travel (McMillan, 2007; Panter et al., 2009; Rutberg et al., 2023).

An interesting aspect of the findings is that the decline in AST appeared already between
relatively short and medium distances. This suggests that even moderate increases in
travel distance may substantially reduce the likelihood of AST. One possible explanation
is that relatively small increases in travel time may become highly important within
already time constrained everyday routines. Distance therefore appears connected not
only to physical effort, but also to broader questions surrounding convenience,
predictability, and household coordination.

However, the findings also indicate that distance alone cannot fully explain school travel
behaviour. Some children living relatively short distances still travelled by car or public
transport, while AST remained present even within some longer distance categories. This
further supports previous research arguing that travel behaviour is shaped through
interactions between structural conditions, perceptions, and everyday practices rather
than through distance alone (Easton & Ferrari, 2015).

Questions surrounding independent mobility also emerged as highly important
throughout the material. The survey results showed that many parents gradually begin
allowing independent school travel around the ages if eight to ten years old. At the same
time, a relatively large share of respondents reported that their child was not allowed to
travel independently at all. Particularly in the qualitative survey responses, parents
frequently referred to children’s capability, maturity, confidence, and ability to navigate
traffic environments independently. Similar concerns also appeared in te interviews,
where planners repeatedly described parental uncertainty regarding children’s
independent mobility in increasingly complex traffic environments.

These findings align closely with previous Swedish research emphasising the role of
parental perceptions and responsibility in shaping independent mobility (Forsberg et al.,
2020; Rutberg & Lindqgvist, 2019). Parents often appear to balance concerns regarding
safety, independence, capability and responsibility simultaneously when evaluating
whether children should be allowed to travel independently. Interestingly, the study
found no statistically significant relationship between travel distance and whether
children were allowed to travel independently. This may suggest that parental decisions
regarding independent mobility are shaped less by distance itself and more by how
specific traffic environments are perceived and interpreted.
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This finding also connects to recent Swedish discussions concerning age-base
recommendations for children’s cycling and independent mobility. As discussed earlier
in the thesis, research has increasingly questioned simplified recommendations
suggesting that children should only travelindependently from certain ages onwards (Erik
Stigelletal., 2018; Rutberget al., 2023). Instead, children’s opportunities forindependent
mobility appear highly dependent on local traffic environments, parental perceptions,
and context specific conditions.

The findings further suggest that independent mobility should not be understood solely
as an individual capability connected to the child itself. Rather, independent mobility
appears socially negotiated within families and shaped through parental interpretations
of responsibility, risk, and acceptable behaviour. This also relates closely to the Theory
of Planned Behaviour presented earlier in the thesis. Parents decisions regarding AST and
independent mobility appear strongly influenced not only by practical considerations,
but also by subjective norms, perceptions of responsibility, and broader understandings
of what constitutes “good parenting”. Several findings within both the survey and
interviews support Forsberg et al.’s (2020) argument that mobility decisions often
become closely tied to parentalidentity and responsibility. The findings therefore suggest
that increasing children’s independent mobility may require more than simply improving
infrastructure. Parents also need to perceive these environments as manageable,
predicable, and socially acceptable for independent travel.

6.4 Methodological reflections and implications for planning practice

Several methodological limitations should be considered when interpreting the findings
of this study. As discussed in Chapter 4.2, the survey material reflects one specific school
context in Gothenburg and should therefore primarily be understood as context-
dependent rather than broadly generalisable. In addition, the study mainly captures
parental and planning perspectives, while children’s own experiences of school travel
remain less visible within the material.

At the same time, the combination of survey material and semi-structured interviews
contributed to a broader understanding of how AST is understood and negotiated from
both parental and institutional perspectives. The interviews particularly provided
valuable insight into organisational challenges, implementation difficulties, and planning
perspectives surrounding AST work within Swedish municipalities.

From a planning perspective, the findings illustrate the importance of combining physical
planning measures with broader behavioural and organisational approaches when
working with AST. While infrastructure and traffic safety remain highly important, the
study also indicates that school travel is closely connected to everyday mobility
practices, parental routines, and broader mobility cultures. These findings may therefore
contribute to ongoing discussions surrounding how municipalities can work more
holistically with AST in contemporary urban environments.
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7. Conclusion

Over recent decades, children’s active and independent mobility has declined across
many Western countries, including Sweden. Although AST represents only one part of a
broader discussion surrounding sustainable mobility and public health, the issue has
received growing attention due to its potential implications for children’s physical
activity, traffic environments, and long-term travel behaviours. Against this background,
this study has examined how parents and municipal planners understand and experience
AST within a contemporary Swedish urban context.

By combining survey data from parents connected to Johannebergsskolan in Gothenburg
with interviews conducted with planners and mobility practitioners from four Swedish
municipalities, the study contributes with insight into how children’s school travel is
shaped through the interaction between physical planning conditions, parental
perceptions, everyday routines, and broader mobility cultures.

The findings demonstrate that school travel decisions are influenced by a combination of
factors rather than by single explanations alone. Traffic safety, distance to school, the
built environment, and perceptions of independent mobility all emerged as important
influences on parental decision-making. The survey results showed a clear relationship
between distance and AST use, where active travel decreased substantially as travel
distances increased. Parents also repeatedly highlighted concerns related to crossings,
traffic intensity, vehicle speeds, and cycling infrastructure surrounding the school
environment.

At the same time, the study suggests that improving infrastructure alone may not be
sufficient to substantially increase AST. Several planners described how municipalities
continue to struggle with behavioural change despite investments in cycling
infrastructure, traffic calming measures, and school street interventions. School travel
decisions appeared closely connected to broader everyday mobility practices, including
work commuting, time pressure, household coordination, and social expectations
surrounding parenting and responsibility. In this sense, the findings highlight the limits of
approaching AST primarily as a technical or infrastructural issue.

Another important finding concerns the relationship between parental perspectives and
planning practice. While parents often focused on immediate and localised traffic
situations surrounding the school environment, planners more frequently described
broader organisational, political, and behavioural challenges connected to
implementation and long-term mobility change. Several interviewees also emphasised
the difficulties associated with introducing car restrictions in already built environments.
These differing perspectives help explain why AST interventions may become difficult to
implement in practice, even when there is broad agreement regarding the importance of
increasing walking and cycling among children.

The study also contributes to ongoing discussions surrounding children’s independent
mobility. The findings suggest that parental decisions regarding independent school
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travel are shaped not only by objective traffic conditions or children’s age, but also by
perceptions of safety, capability, trust, and responsibility. Independent mobility
therefore appears socially negotiated within families rather than determined solely
through measurable physical conditions.

Overall, the findings indicate that promoting AST likely requires broader and more long-
term approaches than infrastructure improvements alone. While physical planning and
traffic safety measures remain highly important, AST also appears closely connected to
behavioural patterns, mobility cultures, organisational structures, and the practical
realities of everyday life. By focusing on both parental perspectives and municipal
planning experiences, the study contributes with empirically grounded insight into the
complexity surrounding children’s school travel and highlights why increasing AST
remains a challenging but important issue within contemporary urban and transport
planning.

These conclusions also carry several implications for planning practice. Many of the
factors shaping school travel decisions appear embedded within broader everyday
mobility practices, parental responsibilities, and local mobility cultures. Efforts to
increase AST may therefore benefit from stronger collaboration between municipalities,
schools, and families, alongside measures aimed at influencing travel behaviour and
perceptions of independent mobility. Rather than viewing school travel primarily as a
transport issue, the results suggest that AST may be more effectively understood as a
cross-sectoral challenge situated at the intersection of transport planning, public health,
education, and sustainable urban development. Such an approach may become
increasingly important if municipalities seek to address the longer-term decline in
children’s active and independent mobility highlighted in both Swedish and international
research.
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8. Further research

The findings of this study also highlight several areas where further research may be
valuable. First, while the study provides insight into how parents and planners
understand children’s school travel, children’s own perspectives remain relatively
absent within the empirical material. Future research could therefore benefit from
placing greater emphasis on how children themselves experience traffic environments,
independence, safety, and everyday mobility practices related to school travel. Since
previous research suggests that children and parents may perceive mobility and risk
differently, incorporating children’s perspectives could contribute to a more nuanced
understanding of how school travel is negotiated in everyday life.

Second, the findings highlight the importance of local context in shaping AST. This study
focused on one specific school environment in Gothenburg characterised by relatively
short travel distances and a dense urban structure, while several respondents
simultaneously described challenges related to traffic conditions, congestion, and the
surrounding mobility environment. Future studies could therefore explore how similar
questions are understood in different urban, suburban, or rural contexts, where both
mobility cultures and physical planning conditions may differ substantially. Comparative
studies between schools with varying socio-economic and spatial conditions may
contribute to a deeper understanding of how local environments shape parental
perceptions, independent mobility, and everyday travel behaviour.

The findings further suggest that future research may benefit from examining the
relationship between school travel and broader household mobility practices in further
detail. Several respondents described how school travel often forms part of larger
commuting chains connected to work travel, time pressure, and the coordination of
everyday activities. While this study identifies the importance of such routines, future
research could examine more closely how school travel decisions are embedded within
wider patterns of urban mobility and everyday life.

Finally, several interview participants described ongoing challenges related to
implementation, behavioural change, and long-term organisational work surrounding
AST. Future research could therefore benefit from following specific interventions, such
as school streets, mobility management initiatives, or behavioural campaigns, over
longer periods of time. Longitudinal studies may contribute to a better understanding of
how behavioural change develops in practice, how parental perceptions evolve over
time, and whether planning interventions generate lasting changes in children’s every
mobility patterns.
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Al Statement

As part of the writing process, Al tool ChatGPT was used in a supportive and reflective
way. The tool was primarily used for language-related support, including improving the
clarity of English phrasing and assisting with translation between Swedish and English.
ChatGPT was also used for technical guidance related to SPSS, Excel and Microsoft
Word.

All analytical decisions, interpretations, methodological reflections and conclusions
were developed independently by me. The Al tool served as a supportive resource for
language assistance and technical guidance rather than a substitute for my own
academic work.
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Appendix

Appendix 1 — Survey recruitment poster placed at school entrances at
Johannebergsskolan

Hur tar sig ditt barn till skolan?

Johannebergsskolan stottar ett examensarbete vid
Gdteborgs universitet om barns skolresor.

Studien undersoker vilka faktorer som paverkar val av
fardsitt.

Enkéten tar cirka 7-10 minuter att besvara och riktar sig till
vardnadshavare till barn pd Johannebergsskolan Estetiska
och Johannebergsskolan Montessori.

Skanna QR-koden med mobiltelefonen
for att komma till enkaten
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Appendix 2 - Survey guide
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(‘jﬂj\ GOTEBORGS UNIVERSITET

e

English (United Kingdom)

Default Question Block

Hello,

This survey is part of a Master's thesis at the University of
Gothenburg, conducted in collaboration with Trivector Mobility.

The study is aimed at parents or guardians of children in preschool

class to Year 6 at Johannebergsskolan Montessori and Estetiska.

The purpose of the survey is to examine the potential factors that
influence parents’ or guardians’ choice of transport mode for
their child.

Participation is voluntary and anonymous. All responses will be
used solely for academic research purposes.

The survey consists of approximately 13 questions and takes about
7-10 minutes to complete.
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The survey may be completed once per child. Exception: if the child
lives in shared custody (e.g. alternating weeks), each parent or
guardian may complete the survey.

If you have more than one child attending the school, you are
welcome to complete the survey once for each child.

Thank you in advance for your time.

Contact: William Dahlin (guswillida@student.gu.se)

Del 1 - Bakgrund

Part 1 - Background

What year group is your child in?

Reception (Preschool Class)
Year 1
Year 2
Year 3
Year 4
Year 5

Year 6
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Approximately how far is it from your home to the school (by road)?

0-1,1 km

1,1-2,1 km
2,1-3,1 km
3.1-41 km
4,1-5,1 km

Mer dn 5 km

Del 2 - Nuvarande resvanor

Part 2 - Current travel habits

How did your child travel to school today, or on the most recent day
they attended school?

Walking

Bicycle

Public transport

Transported by bicycle (e.g. cargo bike, child bike seat)
School transport

Car

Other
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Did your child have company on the way to school today, or on the
most recent day they attended school?

Mo

Yes, accompanied by an adult

Yes, accompanied by a sibling

‘Yes, accompanied by another child

Is your child allowed to travel to school without adult supervision?

Yes, always
Yes, sometimes

Mo

From what age was our child allowed to start traevlling to school
without adult supervision?

From age 6
From age 7
From age 8
From age 9
From age 10
From age 11

From age 12

Del 3 - Mdjligheter
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Part 3 - Opportunities

How would you assess the conditions for the following?

Don't

konw /
Very Fairly Fairly Very No
limited limited good good opinion

Your child being

able to walk to O O O O O

school?

Your child

being able to O @ Q O O

cycle to school?

Your child being

able to travel to

school by public O O O O O

transport?

You being able

to drive your O 'CJ O O O

child to school

Del 4 Upplevda hinder

Part 4 - Perceived Barriers



To what extent do the following factors influence the decision to
allow your child to walk to school?

Don't
Fairly know /
No Low high High No
influence influence influence influence opiniot
Traffic safety (e.g.
pedestrian
Crossings, car O O O O O
traffic)
Distance to the
cchool O O O O O
How other
children travel to O O O O O
school

How the mode of

transport affects O O O O O

the child's health

lgﬁi;:'lild'S awn O O O O O

My daily logistics
(e.g. work and

combining the O O O O O

journey with other
errands)



Weather

Accessto
transport

The child's
preference

Recommendations
regarding
children's traffic
safety (e.g. from
authorities or
organisations)

Mo
influence

O

O

Low
influence

O

O

Fairly
high
influence

O

O

High
influence

O

O

Don't
know /
Mo
opiniot

O

O

To what extent do the following factors influence the decision to take
your child to school by car?

Traffic safety (e.g.
pedestrian
Crossings, car
traffic)

Mo
influence

O

Low
influence

O

Fairly
high
influence

O

High
influence

O

Don't
know /
Mo
opiniot

O
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Distance to the
school

How other
children travel to
school

How the mode of
transport affects
the child's health

The child's own
ability

My daily logistics
(e.g. work and
combining the
journey with other
errands)

Weather

Access to
transport

The child's
preference

Mo
influence

O

Low
influence

O

Fairly
high
influence

O

High
influence

O

Don't
know /
Nao
opiniot

O
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Recommendations
regarding
children's traffic
safety (e.g. from
authorities or
organisations)

To what extent do the following factors influence the decision to

Mo
influence

Low
influence

Fairly
high
influence

High
influence

allow your child to travel to school by public transport?

Traffic safety (e.g.
pedestrian
Crossings, car
traffic)

Distance to the
school

How other
children travel to
school

[ []
influence

O

Low
influence

O

Fairly
high
influence

O

High
influence

O

Don't
know /
No
opiniot

Don't
know /
Mo
opiniot

O
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How the mode of
transport affects
the child's health

The child's own

ability

My daily logistics
{e.g. work and
combining the
journey with other
errands)

Weather

Access to
transport

The child's
preference

Recommendations
regarding
children’s traffic
safety (e.g. from
authorities or
organisations)

Mo
influence

O

Low
influence

O

Fairly
high
influence

O

High
influence

O

To what extent do the following factors influence the decision to

Don't
know /
Mo
opiniot

O
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Traffic safety (e.g.
pedestrian
crossings, car
traffic)

Distance to the
school

How other
children travel to
school

How the mode of
transport affects
the child’s health

The child's own
abiliy

My daily logistics
(e.g. work and
combining the
journey with other
errands)

Weather

Accessto
transport

Mo
influence

O

allow your child to cycle to school?

Low
influence

O

Fairly
high
influence

O

High
influence

O

Don't
know /
No
opiniot

O
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Mo
influence
The child's
preference O
Recommendations
regarding
children’s traffic O

safety (e.g. from
authorities or
organisations)

Del 5 Attityder och normer

Part 5 - Attitudes and Norms

Low
influence

O

Fairly
high
influence

O

High
influence

O

To what extent do you agree with the following statements?

Strangly
disagree
Driving your
child to schoaol is -
O

often the most
practical option

Tend to
disagree

Tend to

agree

Strongly
agree

Don't
know /
No
opiniot

O
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Strongly
disagree

Itis important

that my child O
walks or cycles

to school

Other parents’

choices

influence what | O
dao

Driving your

child to scheol is

part of being a O
responsible

parent

Del 6 - Vilja och hinder

Tend to
disagree

O

O

Part 6 - Willingness and Barriers

Tend to
agree

O

O

Strongly
agree

O

O

Would you like your child to walk or cycle to school more often than

they do today?

Yes
Na
Don't know
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To what extent do you think the following measures could make it
easier for your child to walk or cycle to school?

Toa Dont
Toa Toa very know /
Mot at small large large No
all extent extent extent apinian

A safer traffic

environment on

the way to

school (e.g.

reduced car O O O O O
traffic, clearer

traffic rules,

safer pedestrian

Crossings)

A safer traffic
environment

near the school

(e.g. reduced car

traffic, clearer O O O O O
traffic rules,

safer pedestrian
crossings)

If the child could

walk or cycle ®) ® ®) ®) ®)

together with
other children

If the child were

accompanied by O O O QO O

an adult



Toa

Toa Toa very
Mot at small large large
all extent extent extent
Less time
pressure in O O O O
everyday life
If organised
solutions were
available (e.g. O O O O
walking bus)
Better walking
and cycling O @ O O
infrastructure
Del 7 - Avslutning

Section 7 - Conclusion

Don't
know /
No
opinion

@)

Is there anything else you would like to add about your child's journey

to school?
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Would you like to receive the summary of the results? Please enter
your email address below, and the report will be sent to you once the
study has been completed.

If you have any questions, please feel free to contact me: William
Dahlin (guswillida@student.gu.se)

48k

Block 6

Powered by Qualtrics
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Appendix 3 - Intervjuguide 1, Enkoping
6 March 2026, digital. Traffic planner.

Interviewer: William Dahlin

Introductory information

Before the interview, the participant was informed about:

the purpose of the study and the interview,
their right to withdraw from the interview at any time,
how the interview material would be used,

and that the interview would be audio recorded and transcribed for research
purposes.

Consent to use the interview material was obtained from the participant.

Background and professional role

Could you briefly describe your educational and professional background?

What is your current professional role and what types of issues do you mainly
work with?

How would you describe Enkoping as a “traffic city” in relation to other Swedish
municipalities of similar size? For example, would you describe it as car-
oriented, cycle-oriented, walkable, or something else?

Active school travel in Enkdping Municipality

How does Enkoéping Municipality work with AST?

How important is the issue within the municipality?

What kinds of measures or strategies are used to promote AST?
Why does the municipality work with AST?

Where would you say the demand or motivation for working with AST primarily
comes from? For example, politics, parents, schools, municipal departments, or
other actors.

Are there any political goals or policy ambitions connected to AST within the
municipality?
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Questions related to the implementation of “bilfria skolvagar” connected to
Munksundsskolan.

o Why was the concept of bilfria skolvagar introduced around Munksundsskolan?
« What have been the main positive effects of the intervention?

¢ Have there been any negative effects or resistance connected to the
implementation?

e Have public attitudes towards the intervention changed over time?

¢ How have parents, residents, politicians, or municipal officials responded to the
initiative?

¢ Has the municipality introduced any other concepts or strategies aimed at
promoting AST? If so, what effects have these measures had?

o Have schools themselves carried out activities or educational initiatives related
to AST?

Parental decision-making and travel behaviour

¢ What would you say are the main reasons behind different school travel modes
among children in lower and middle school?

¢ Whatfactors influence whether children travel independently or together with
parents?

¢ Which factors do you believe are most important when parents decide how their
child should travel to school?

Challenges and future work
e What are the main challenges associated with working with AST today?

e What would the municipality need in order to work more effectively with AST? For
example, tools, knowledge, resources, or investigations.

¢ How doyou see the future of AST work within the municipality?

¢ Do you believe the municipality will continue working with AST to the same extent
in the future, or will the work increase or decrease?

Closing question

e Isthere anything additional that you would like to add before the interview
concludes?

81



Appendix 4 — Interview guide 2, Uppsala

11 March 2026, digital. Project manager, mobility management & Traffic planner.

Interviewer: William Dahlin

Introductory information

Before the interview, the participants were informed about:

the purpose of the study and the interview,

their right to withdraw from the interview at any time,
their right to decline answering specific questions,
how the interview material would be used,

and that the interview would be audio recorded and transcribed for research
purposes.

Consent to use the interview material was obtained from the participants.

Interview participants:

Shirin Khalil, Mobility Manager, Uppsala Municipality

Theresa Uggla, Mobility Manager, Uppsala Municipality

Background and professional roles

Could you briefly describe your educational and professional backgrounds?

What are your current professional roles and what types of issues do you mainly
work with?

How would you describe Uppsala as a “traffic city” in relation to other Swedish
municipalities of similar size? For example, would you describe it as car-
oriented, cycle-oriented, walkable, or something else?

Active school travel in Uppsala Municipality

How does Uppsala Municipality work with AST?
How important is the issue within the municipality?
What kinds of measures or strategies are used to promote AST?
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Why does the municipality work with AST?

Where would you say the demand or motivation for working with AST primarily
comes from? For example, politics, parents, schools, municipal departments, or
other actors.

Are there any political goals or policy ambitions connected to AST within the
municipality?

School street interventions and mobility measures

Questions related to the municipality’s work with school street interventions and traffic
measures surrounding schools.

Why has the municipality chosen to work with concepts such as “bilfria
skolvagar/skolzoner”?

What effects have these interventions had, both positive and negative?
Have there been any forms of resistance connected to the implementation?
Have public attitudes towards these measures changed over time?

How have parents, residents, politicians, and municipal officials responded to
the interventions?

Are school street interventions viewed as particularly important within the
municipality’s AST work, or are other measures considered equally important?

Has the municipality introduced any other concepts or strategies aimed at
promoting AST? If so, what effects have these measures had?

Have schools themselves carried out activities or educational initiatives related
to AST?

Parental decision-making and travel behaviour

What would you say are the main reasons behind different school travel modes
among children in lower and middle school?

Which factors influence whether children travel independently or together with
parents?

Which aspects or considerations do you believe are most important when
parents decide how their child should travel to school?

Do you have any reflections regarding the broader changes in school travel
behaviour among children over recent decades?
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Challenges and future work
e What are the main challenges associated with working with AST today?

¢ What would the municipality need in order to work more effectively with AST? For
example, tools, knowledge, resources, or investigations.

e How doyou see the future of AST work within the municipality?

e« Do you believe the municipality will continue working with AST to the same extent
in the future, or will the work increase or decrease?

Closing question

¢ Isthere anything additional that you would like to add before the interview
concludes?

Appendix 5 — Interview guide 3, Eskilstuna
17 March 2026, digital. Project Coordinator, Mobility management & Traffic planner.

Interviewer: William Dahlin

Introductory information

Before the interview, the participants were informed about:
e the purpose of the study and the interview,
¢ theirright to withdraw from the interview at any time,
e theirright to decline answering specific questions,
e how the interview material would be used,

e andthatthe interview would be audio recorded and transcribed for research
purposes.

Consent to use the interview material was obtained from the participants.
Interview participants:
« Ebba Sidh, Mobility Manager, Eskilstuna Municipality

e Elin Andersson, Traffic Planner, Eskilstuna Municipality

Background and professional roles
e Could you briefly describe your educational and professional backgrounds?
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What are your current professional roles and what types of issues do you mainly
work with?

How would you describe Eskilstuna as a “traffic city” in relation to other Swedish
municipalities of similar size? For example, would you describe it as car-
oriented, cycle-oriented, walkable, or something else?

Active school travel in Eskilstuna Municipality

How long has the municipality worked with promoting AST?
How importantis the issue within the municipality?
Why did the municipality begin working with AST?

Where would you say the demand or motivation for working with AST primarily
comes from? For example, politics, parents, schools, municipal departments, or
other actors.

Are there any political goals or policy ambitions connected to AST within the
municipality?

BUMS and school travel initiatives

Questions related to the project Barn och ungas mobilitet i samhéllet (BUMS).

Could you briefly describe the BUMS project and explain whether AST forms part
of the project?

Why do you see potential in working specifically with AST?

What concepts or strategies has the municipality introduced in order to promote
AST, and what effects have these measures had?

Have public attitudes towards AST changed over time?

How have parents, residents, politicians, and municipal officials responded to
these initiatives?

Have schools themselves carried out activities or educational initiatives related
to AST?

What would you say are the main reasons behind different school travel modes
among children in lower and middle school?

Which factors influence whether children travel independently or together with
parents?

Which aspects or considerations do you believe are most important when
parents decide how their child should travel to school?
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¢ Would you say that everyday logistics and the “life puzzle” are more important
than perceptions of traffic safety and security, or do these factors interact?

¢ Do you have any reflections regarding the broader changes in school travel
behaviour among children over recent decades?

Challenges and future work
e What are the main challenges associated with working with AST today?

« What would practitioners or municipalities need in order to work more effectively
with AST? For example, tools, knowledge, resources, or investigations.

e How doyou see the future of AST work within the municipality?

e Do you believe the municipality will continue working with AST to the same extent
in the future, or will the work increase or decrease?

Closing question

¢ Isthere anything additional that you would like to add before the interview
concludes?

Appendix 6 — Interview guide, Gothenburg

19 March 2026, in person. Project manager, active travel.

Interviewer: William Dahlin

Introductory information
Before the interview, the participant was informed about:
e the purpose of the study and the interview,
¢ theirright to withdraw from the interview at any time,
e theirright to decline answering specific questions,
e how the interview material would be used,

e andthatthe interview would be audio recorded and transcribed for research
purposes.

Consent to use the interview material was obtained from the participant.

Interview participant:
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Hanna Ljungblad, Development Strategist, City of Gothenburg

Background and professional role

Could you briefly describe your educational and professional background?

What is your current professional role and what types of issues do you mainly
work with?

How would you describe Gothenburg as a “traffic city” in relation to other
Swedish cities of similar size? For example, would you describe it as car-
oriented, cycle-oriented, walkable, or something else?

Active school travel in Gothenburg

How long has the City of Gothenburg worked with promoting AST?
How importantis the issue within the municipality today?

Where would you say the demand or motivation for working with AST primarily
comes from? For example, politics, parents, schools, municipal departments, or
other actors.

Which actors are involved in the municipality’s work with AST?

Measures and experiences related to AST

Questions related to the municipality’s work with school travel interventions and the
pilot project at Andsskolan.

What potential do you see in working with AST?

Could you describe the background to the pilot project at Anasskolan and
explain why the concept of “bilfria skolvagar” was considered suitable for the
area?

What effects has the pilot project at Anasskolan had?

What other concepts or strategies has the municipality introduced in order to
promote AST?

Have public attitudes towards AST changed over time among politicians,
municipal officials, parents, or residents?

Have schools themselves worked with activities or educational initiatives related
to AST? If so, how have these initiatives been received?
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Factors influencing school travel behaviour

What would you say are the main factors influencing school travel mode choice
among children aged 6-127?

How do parents generally reason when deciding how their child should travel to
school?

How do factors such as safety, distance, and everyday logistics influence these
decisions in practice?

Do you have any reflections regarding why children’s school travel habits have
changed over recent decades?

Challenges and future work

What are the main challenges associated with promoting AST today?

What kinds of tools, knowledge, or resources would help the municipality work
more effectively with AST?

How do you see the future of AST work within the municipality?

Are there plans to further develop or expand the work?

Closing question

Is there anything additional that you would like to add before the interview
concludes?
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