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Abstract 

A city is considered to be safe when people can move freely, without being concerned about 
being subjected to any crime. CPTED is a way to work with crime prevention in the society. 
Although safety and security are two distinct concepts, they can interact with each other in the 
work towards a more sustainable society.  

This bachelor essay explores how the perception of safety, regarding common anxiety, is 
distributed between men and women in Stockholm City. Furthermore, the perception of safety 
within the female group is examined in terms of age. This has been conducted in the form of a 
quantitative analysis, based on data from Stockholm’s safety survey in 2014. The results 
showed that the perceived safety, in a general sense, is very low among the Stockholm 
residents. In all but one of the cases, the proportion of women who claimed to be unsafe was 
bigger than the proportion of men. Most women, who felt unsafe in the neighborhood or 
transit environment, were between the ages of 25 and 44 years. The results were analyzed in a 
more qualitative form, by an assessment of its reasonableness and feedback with relevant 
theory that has been presented. This led to the conclusion that there are differences in people’s 
perceived safety, which can be explained by its individual characteristics like gender and age.  

Sammanfattning 

En stad anses vara trygg när människor kan röra sig fritt utan att vara rädda att utsättas för 
brott av något slag. CPTED är ett sätt att jobba med brottsprevention i samhället. Trots att 
trygghet och säkerhet är två säregna begrepp, kan de samverka med varandra vid arbetet mot 
ett mer hållbart samhälle. 

Denna kandidatuppsats undersöker huruvida människors upplevda trygghet, rörande 
allmän oro, är fördelad mellan män och kvinnor i Stockholm. Vidare 
undersöks också trygghetskänslan inom den kvinnliga könsgruppen, med avseende 
på ålder. Denna undersökning har genomförts i form av en kvantitativ analys, vilken 
baserades på data från Stockholms trygghetsmätning år 2014. Resultaten visade att 
den upplevda tryggheten generellt sett var väldigt låg hos invånarna i Stockholm. Vid alla 
utom ett av de undersökta fallen, var andelen kvinnor som uppgett sig vara otrygga 
större än andelen män. De flesta kvinnor som kände sig otrygga i bostadsområdet 
respektive transit miljön var mellan 25-44 år. Resultaten analyserades i form av en mer 
kvalitativ karaktär, genom utförandet av en rimlighetsbedömning och återkoppling 
till relevant teori om trygghet. Detta ledde till slutsatsen att det 
finns skillnader i människors upplevda trygghet, som kan förklaras av dess 
individuella egenskaper såsom kön och ålder. 

Svensk titel: Könsbaserad upplevd trygghet – en undersökning bland Stockholms invånare 
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1. Introduction

1.1. Motivation 

Safety deals primarily with the social aspect of the concept of sustainability. “A sustainable 
city is a safe city, one that allows mobility without the fear of crime victimization and 
harassment” (Ceccato and Loukaitou-Sideris  2018).  

The public transport is in one hand considered to be an important tool for developing a more 
sustainable society that involves, among other things, encouraging of human interaction. On 
the other hand, shortcomings in the public transport, such as lack of security or personal 
safety concerns, might limit some residents’ mobility (Iudici, Bertoli and Faccio 2017). In 
order for cities to be classified as safe and sustainable, it is not sufficient that only one or two 
social groups feel safe in the environment they are in, but it is required that all communities 
do. 

Crime prevention through environmental design (CPTED) is a method that can be used in 
attempt to better people’s perception of safety at a location. However, it is important to keep 
in mind that safety is not the same as security and that the implementation of security 
measures do not automatically increase the safety rate (Urban Utveckling 2018). 

Safety is somewhat subjective (Whitzman 2008) and women declare to be more afraid of 
becoming victims of crime than men. They are also more likely to change their behavior when 
feelings of unsafety appear (d’Arbois de Jubainville and Vanier 2017). Also, in comparison to 
men, women have been underrepresented in the social debate for a long time. Because of this, 
it is now important to take into account their point of view in safety so that sustainability can 
be achieved in future urban development. 

Stockholm is a city that works a lot with the safety issue and crime prevention. In order to 
gain increased knowledge about the perceived safety in the different neighborhoods, the city 
has implemented regulatory safety surveys (Sweco and Stockholm Stad 2014). This report 
will present an analysis on how the perception of safety in the Stockholm neighborhoods and 
nearby public transport environment, which will be based on data from a safety survey 
conducted in 2014. 

1.2. Aim and objectives 

The aim of this paper is to get an overview of how the perception of safety is distributed 
between men and women in Stockholm, Sweden. The main focus will be on the general 
perspective of safety. 

In order to achieve this, the main objective will be to look into the perception of safety 
regarding common anxiety and fear of crime in the neighborhood and transit area. Therefore, 
the following questions will be answered: 

• How does the common anxiety of crime differ between men and women, and within
the female gender group, in Stockholm?

• What are the impacts to the residents’ concern about crime? How does it affect their
overall sense of safety?

These questions first require a review of what the concept of safety involves. 
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1.3. Delimitations 

Safety is a concern of sustainable development, which focuses on the social dimension. As 
mentioned in the section above, the main focus regarding the different levels of which safety 
is defined will be on common anxiety (also known as general concern). As for the remaining 
levels, the individual and the environmental aspect of safety will be taken into account when 
discussing the results. 

1.4. Disposition 

The report begins with a literature review and by a description of the methods and data used. 
This will be followed by a presentation of the results, in the form of a quantitative analysis. 
After that, the report will present a discussion with conclusions and final suggestions based on 
this. 

2. Theory

This section provides a theoretical background with relevant information from previous 
research on the safety issue. The idea is to use this as a complement to the method that has 
been chosen (see Chapter 3.) in order for better conclusions to be drawn. 

2.1. Social sustainability 

Sustainable development is defined as ensuring different needs in the society, without the risk 
of negatively affecting future generations ability to do the same (Barnaby 1987). Social 
sustainability is one of three dimensions that are generally taken into consideration when 
discussing the concept of sustainability (Boverket 2010). Social sustainability is a lot about 
each individual’s need, well-being, rights and power as well as justice (KTH 2016). 

A socially sustainable urban development can be seen as a long-term process, which forms 
the social terms for future generations. It can also be seen as a condition, which regards its 
impact on the social and economic aspects of life. Consideration to different social groups, 
improved conditions for human encounters and promoting gender equality are examples of 
some characteristics that should be used in order to achieve socially sustainable urban 
development (Boverket 2010). 

2.2. Safety 

2.2.1. Definition 

Safety can be defined as ”a state in which hazards and conditions leading to physical, 
psychological or material harm are controlled in order to preserve the health and well-being of 
individuals and the community”. There are two dimensions of safety: objective safety that 
regards a behavioral and environmental aspect, and subjective safety, that is the feeling or 
perception of safety (Whitzman 2008).  

2.2.2. Security 

In terms of urban planning, safety is separated from security. Security is a quantitative term 
that can be measured based on facts and/or physical measures. It is harder to measure 
safety because it is, as mentioned above, more about a feeling or an experience. The perceived 
safety 



6	  

of people depends on, among other things, their experiences, the physical design and 
reputation of the place and its contact with the surrounding environment. Something that is 
often misinterpreted is that security enhancement would lead to an increased safety. This is 
not always the case. In some cases security-effective measures can even bring an opposite 
effect leading to a decrease of safety in a place (Urban Utveckling 2018). 

2.2.3. Gender differences 

Women tend to feel more afraid than men, but in spite of that, men appear more often as 
victims of crime in transit environments (Ceccato 2017). Certain acts can be perceived 
differently for a woman than it does for a man. An example of this is compliments. They may 
seem pretty harmless, but in reality can be considered as an insult to their gender and amplify 
the feelings of vulnerability (Vanier and d’Arbois de Jubainville 2017).  

Women are more dependent on the public transportation than men. Studies show, that in 
Sweden, women have less access to a car and often take more, shorter and more varied trips at 
different times. However, they are less likely than men to travel in the evening. Therefore 
victimization in the public transport could be seen as a gendered issue (Ceccato 2017). 
Gender specific violence such as sexual victimization has a big impact on women’s feeling of 
unsafety. Although not every woman has been assaulted, as a gender group, women do not 
forget that they are at greater risk at becoming victims of physical or sexual assaults (Vanier 
and d’Arbois de Jubainville 2017). 

2.2.4. Individual factors and intersectionality 

The fear of becoming a victim of crime is not only gender based. It might also appear as a 
result from humans’ individual characteristics like age, ethnic background, previous 
experiences etcetera (Ceccato 2017). Women with disabilities are especially at risk of being 
subjected to sexual assault in the public transport environment (Iudici et al. 2017). 

Results from a study of the perceived safety among female public transport users in Paris 
indicated that their feelings depend on their user profile. In this study four profile groups are 
described: (1) daily working users, (2) young females, (3) less active users and (4) casual 
users. The first group feels unsafe early in the morning during weekdays, while the second 
group feel less safe at night hours. While the third group feels less safe in crowded transit 
areas such as carriages, the last group tend to feel unsafe in deteriorated or empty ones 
(Vanier and d’Arbois de Jubainville 2017). 

2.2.5. Changing behaviors 

Women declare to feel less safe than men in general. When it comes to travelling with the 
public transport, women tend to change their behavior if they are feeling unsafe. This could 
be caused by real or perceived vulnerability and risk of victimization, greater sensitivity to 
disorders (d’Arbois de Jubainville and Vanier 2017) or to the configuration (the physical 
design) of public transport (Ceccato 2013). 

Avoidance is defined as keeping a distance from places, times or people that are perceived as 
dangerous, and is an example of a change of behavior. In the transit environment, this could 
mean that women avoid certain lines or stations, reduce the number of exchanges (for 
example from the bus, to the commuter train and then to the metro), avoid long distances of 
walking or wait for the next means of transport. Avoidance can be based of space, which 
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suggests to be related to a person’s age and education. Another type of avoidance, that also 
occurs more often, is time-based avoidance. This is suggested to relate to peoples’ age, 
education and professional situation. Not everyone is able to use avoidance as a security 
measure. People who are completely dependent on the public transport, so-called "transit 
captives", would not benefit from this because they do not have access to any alternative 
means of transport (d’Arbois de Jubainville and Vanier 2017). 

2.3. Crime prevention 

2.3.1. Situational crime prevention 

It is said that “the opportunity makes the thief”. Situational crime prevention is about making 
it difficult and, if possible, preventing situations that lead to acts of crime. The occurrence of 
a crime opportunity can be described according to the "Crime Triangle" (see Figure 2.3.). It is 
a model used by, among others, the Crime Prevention Council (Brottsförebyggande rådet 
2018) that is based on two criminologists theory (Cohen and Felson 1979) about the 
prerequisites for a crime situation to appear. According to this model, crimes are committed 
under three conditions. The first thing that is required is a motivated perpetrator and the other 
one needed is a suitable victim. The third that can lead to a crime occuring is the absence 
of control (Ibid). For example, if a transit station has a low passenger flow and a lack 
of guardianship, it can be considered as a criminogenic factor (Ceccato 2013).  

Figure 2.3. A model of the Crime Triangle (Brottsförebyggande rådet 2018) 

There are five different strategies described in the work of situational crime prevention. The 
first strategy is about increasing the effort demanded to commit a crime, for instance by 
inserting security doors or door phones. The second strategy is about increasing the risk of the 
offender by, for instance, using camera surveillance. The third strategy is about reducing the 
reward for the offender, for example by labeling theft goods or removing theft prone objects. 
The fourth strategy is about reducing the provocations that might lead to crime. The fifth 
and final strategy is about removing excuses for the offender with, for instance control of 
alcohol service or bring clear information about laws and regulations (Brottsförebyggande 
rådet 2018). 

2.3.2. CPTED – Crime Prevention Through Environmental Design 

CPTED stands for Prevention of crime through environmental design and is a way of working 
with crime prevention by changing the physical design of a place. Places with dark corners 
and potential hiding places for the perpetrator are examples of environmental features that 
might affect the criminogenic conditions or its impression of safety (Ceccato 2013). The use 
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of CPTED can involve minor action, like for instance removing graffiti from a building wall, 
or major actions, like reconstructing a commuter train station. There are six principles 
described regarding CPTED, which are presented in the following text below 
(Brottsförebyggande rådet 2018). 

1) Territoriality

This principle was, together with the third and fifth principle, presented in the book 
Defensible space by (Newman 1972). Territoriality means that a place is entitled to a specific 
group of people or that it is dedicated to certain activities. With the entitlement comes a 
feeling of responsibility for the place, which can decrease the rates of crimes committed there. 
This can be achieved by creating physical or symbolic barriers that separate the public, semi-
public and private areas from each other (for example with marked entrances), by using the 
place for different activities or by removing the signs of disorders like trash and graffiti. This 
will signal the surrounding environment that there are people who control possible attempts to 
commit crime on the place (Brottsförebyggande rådet 2018). 

2) Access control

Access control means that there is a restriction over who has access to a place or building by, 
for instance, installing coded doors, door phones or the similar so that it gets more difficult for 
people to attempt crime there (Ibid). 

3) Surveillance

Surveillance means that a place is monitored in some way to complicate potential crime 
opportunities and thereby also increase the sense of safety. The monitoring can be either 
formal or informal, depending on what is considered to be necessary at the place in question. 
Formal surveillance can be achieved with security guards, police patrols or CCTV, that is 
camera surveillance. Buildings with balconies directed towards the street, good street lighting 
and removal of large shrubberies are some examples of informal or natural surveillance 
(Ibid).  

4) Obstruction of execution of crimes

The principle Obstruction of crime is about reducing the crime opportunities at a location. 
This can be done by putting up fences or put locks, burglar alarms etcetera (Ibid). 

5) Image

A place’s rate of crime can increase or decrease depending on its Image, in other words, on its 
reputation and aesthetic impression (Newman 1972). For example, a place that has got 
buildings with nice facades, without graffiti or destroyed windows, streets where the bus stops 
are not vandalized or with burned cars by the sidewalk, create signals of social 
order (Brottsförebyggande rådet 2018). 

6) Activity support

Activity support is about implementing measures that encourage “positive activities” that 
leads to a higher human flow and human interactions. Examples of activities that might 
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increase the incitement for meetings between humans are playgrounds outdoor gyms and 
open-air café or restaurants. Bus stops and ATMs could help increase the human flow at a 
location (Ibid). 

2.4. Stockholm 

The public transport system is well developed in Stockholm and quite integrated in the 
residents’ everyday lives. Therefore it is as important to study the safety in the transit 
environments as in the general neighborhood. This section presents a brief description of the 
composition of the public transport system in Stockholm. 

2.4.1. The public transport system in Stockholm 

According to (Mawby 2017), four dimensions can be identified in the public transport system: 
(1) The micro transit environment, like a bus or a train station, (2) The journey, (3) The meso- 
and macro settings, that is the neighborhood, and (4) The user principally-traveller-
perspective.

SL, which stands for AB Storstockholms Lokaltrafik in Swedish, is the company responsible 
for the public transport system in Stockholm County. The public transport system consists of 
different traffic networks. There is the railway traffic that consists of the metro, also known 
as “the city’s artery”, and the commuter trains. They are designed to allow longer-distance 
travel within the county (SL 2018a). The trains are running from 5:00 am to 1:00 am the 
next day (Ceccato 2013). SL also provides buses, which is described as a “flexible 
compliment to the railway traffic” in Stockholm. There are approximately 800 thousand 
people every day that are using SL’s services to get to different locations in the county 
(SL 2018a). 

The metro or subway system in Stockholm consists of 100 stations, 47 underground and 53 
aboveground, and three lines: the Red, Green and Blue line (see Figure 2.4a.). Based on the 
number of stations (49 stations) and passengers, the Green line is the largest one. Half of all 
platforms are underground. A station is composed by a platform that connects to the lobby 
directly, alternatively with a transition area, which can include elevators, stairs and 
escalators. Out of all stations, there are only ten stations where the platforms can be seen 
easily from the lobby area and vice versa. However, no station in the subway system is 
classified to have a low level of visibility in every considered section, which regards the 
platform, transition area, lobby and exits (Ceccato 2013). 

Because of security purposes, there are in average 29 CCTV cameras placed in every station at 
the Stockholm metro system. They are placed in what are considered to be “key places” of the 
stations like the platform, transition and lobby areas. Some of the cameras are not visible for 
the passengers (Ibid).  

Below are two maps; the first one illustrates the railway network over the whole county (see 
Figure 2.4a.) while the second one illustrates the bus network in the inner city of Stockholm 
(see Figure 2.4b.). 
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Figure 2.4a. SL’s Rail Network Map over Stockholm County (SL 2018b) 

Figure 2.4b. SL’s bus network over Stockholm City (Ibid) 

Tryck: V-TA
B 2017

Information

SL:s kundtjänst
Du når SL:s kundtjänst via chatten på sl.se eller i 
SL-appen. Du kan också mejla till kundtjanst@sl.se 
och om du hellre vill prata med oss kan du ringa 
08-600 10 00. Hos kundtjänsten kan du få biljett- och 
trafikinformation, hjälp med bästa resvägen, svar på 
frågor och lämna synpunkter. SL:s kundtjänst har
öppet dygnet runt.

sl.se
På vår webbplats finns reseplaneraren, information om
trafikförändringar, nyheter, SL-trafikens tillgänglighet 
och massor med annan information som du kan vilja ha 
om oss. Informationen fungerar även för dig som surfar 
med mobilen.

Trygghetscentralen
Vill du anmäla pågående hot, våld, skadegörelse 
eller annat som gör dig otrygg, ring Trygghetsnumret 
020-120 25 25 eller kontakta personalen. 
Ring 112 vid nödläge.

En resa för alla
I stora delar är SL-trafiken tillgänglig för dig som har 
en funktionsnedsättning. För att få mer information 
kring just din resa använd någon av nedan kanaler.

• Webben, sl.se 
välj ”start” fliken, nedanför kartbilden hittar du 
”En resa för alla” där du kan hitta specifik information 
per trafikslag

• För information om tillgänglighet ring 020-120 20 22 
eller skicka sms på telefonnummer 070-256 46 81. 
Du kan nå oss dygnet runt, alla dagar i veckan.

• Mejla på adressen tillganglighet@sl.se

Information in English
SL Customer Services
You can live chat with SL Customer Services at sl.se or 
in the SL app. You can also email to kundtjanst@sl.se 
or call 08-600 10 00. Customer services can provide 
ticket and service information, help you plan journeys, 
answers questions and listen to feedback. SL 
Customer Services is open 24 hours a day.

SL Travel Centre 
To report threatening behaviour, violence and vandalism, 
or any other security concerns, call our SL Travel Centre
on 020-120 25 25 or contact a member of staff.
Call 112 in an emergency.

Travel for everyone
Many of SL’s services are accessible for passengers 
with disabilities. You can use the following channels to 
find out more about your particular journey.

• For information about accessibility, call 020-120 20 22 
or send a text message to 070-256 46 81. You can 
contact us 24 hours a day, seven days a week.

• E-mail us at tillganglighet@sl.se.

• More information in Swedish is available on our website
at sl.se. Go to the Start tab, then click on ‘En resa för alla’ 
below the map for specific information about individual 
transport modes.
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3. Data and methods

3.1. Method 

This project will look into people’s perception of safety by making a quantitative analysis 
based on data from Stockholm’s safety survey from 2014. The literature review in the 
previous section (see Chapter 2) more on safety in the public transport system, while the 
survey focuses more on general safety in the city and the residential areas. The idea is to use 
these two methods as complements to one another in order to draw better conclusions. 

3.2. Study Area 

The residents’ perception of safety will be investigated in both the residential areas and the 
transit environments in Stockholm City. The reason that Stockholm was chosen as the current 
study area is partly because it is Sweden's largest city, but also because it is a city with well-
developed public transport and a city that is constantly working on safety and security issues. 
The city is divided into 14 different urban districts (Sweco and Stockholm Stad 2014) but 
since the aim is to examine the general perception of safety, no specific district 
area/neighborhood or transit line will be analyzed. 

3.3. Data 

In 2014, the population consisted of nearly 900 thousand (897700) people. Out of these, 23 % 
are born abroad. The distribution on the education level of the residents between 16-74 years 
is as such that 50 % have a post-secondary education, 33 % have an upper secondary level, 
while 14 % have a primary education. 3,2 % of the 2014’s population is unemployed (Sweco 
and Stockholm Stad 2014). 

The data is secondary data that has been collected in 2014 by Sweco Strategy AB. The 
company was commissioned by Stockholm City to measure the safety among the Stockholm 
residents. In order to do so, a questionnaire was sent out by mail to a random selection of a 
little bit over 32 thousand (32279) people. Out of them, about 51 % (16436 people) responded 
to it. The questionnaire consisted of 64 questions in total, corresponding to general questions 
about the residents housing area, concerns about crime, unsafety in their residential area and 
district, their vulnerability to crime and a few questions about themselves (Ibid). 

All survey-answers have been compiled in a statistic file, which has been used to make an 
analysis. Access to this, was provided by the Social Administration in Stockholm City, in 
order to create and present an own analysis of the data. In this report, a number of the 
questions will be presented with the participants’ responses. The responses have been 
compared between the gender groups Women and Men. Some of the questions have been 
looked into a bit deeper, by comparing the responses between different age groups (of women 
only). Note that what is presented in the results section below is an independent analysis of 
the statistic data. This means that there might be some differences between this result in this 
paper and the result that was presented in the Stockholm Safety Report from 2014. 

3.2.1 Adjustments 

As previously mentioned the questionnaire consists of 64 questions (go to the Appendix, A.). 
The quantitative study will deal with nine of these questions, Q8-Q11, Q13, Q20, Q29, Q30, 
Q42 and Q43, which are considered to be relevant to the paper’s aim and objectives. All of 
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these have been divided by gender, whereof the questions 13, 29 and 30 also have been 
divided by age (only women). 

Regarding the questions 8, 11, 13, 20, 29 and 30, the number of response options has been 
changed. For example, Q11, where option 1 has been merged with option 2 to the Greater 
extent option, while 3 and 4 have been merged to Less/No extent (see Appendix A. to compare 
with the original questionnaire). 

When it comes to the questions 10, 13 and 43, only some of the response options have been 
analyzed (see Appendix A. to compare with all of the options). Question 10 looks into the 
options (a), (b), (e), (f) and (i), while question 13 looks into (a), (d), (f) and (h). Question 19 
and 43 only deals with one option each, question 19 with the option (i) and 43 with (d). A 
further explanation of these alternatives will be presented in the results. 

4. Results

A total of 16436 people participated in Stockholm’s safety survey 2014. Out of all 
participants, 56  % consisted of women and 44 % of men. When it comes to the distribution of 
age regarding the female participants, 7 % out of them were under 25 years, while 37 % 
were between the ages of 25 and 44 years. 32 % consisted of women between the ages of 45 
and 64 years, while 24 % were 65 years or older. Note that the total amount of 
participants, male and female and the different age groups are the same in all of the questions. 

In the subsections below there are several charts, presenting the distribution of the 
participants’ response to the different questions that have been analyzed. What applies to all 
but one of them (Chart 3) concerning their stack color is that blue represent all 
concerned/unsafe participating residents, while the color red represent the non-concerned/safe 
residents. What applies to Chart 3, concerning the stack color, is that the different colors 
represent different examples of residents changed behavior because of their concern about 
crime. 

In overview, the results presented below show that there are a larger percentage of residents 
who do not feel concerned or unsafe of crime, on all questions. When comparing between the 
two gender groups, on all but one question, there are more women than men who claim to feel 
unsafe. When looking closer to the female group, the results show that most people who claim 
to be worried about being subjected to any crime are between the age of 25 and 44 years.  

4.1. Common anxiety 

Out of all participants, about 45 % answered that they have been concerned about being 
subjected to any sort of crime in the past twelve months (see Chart 1). 53 % responded that 
they have not been concerned about this. 60 % out of the concerned responding residents were 
women and 40 % were men. Women, especially, are proclaiming that this is an issue in their 
everyday lives. 

What are the impacts? 

Due to the concern of being subjected to any sort of crime, 5 % of the Stockholm 
residents, consisting of 65 % women and 35 % men, feel that it is affecting their daily lives to 
a greater extent. 14 %, of which 66 % are women and 34 % are men, feel that it has less or no 
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extent at all. 18 % also claimed that there are consequences in the concerned residents 
daily lives (see Chart 2). About 65 % of them were women and 35 % were men (see Chart 3). 
Because of this, seven percent do not go out during certain times of the day, whereof 72 % 
women and 28 % men. Two percent of which 70 % women and 30 % men, are refraining 
from some activities like going to the movies and restaurants etcetera. 6,5 % often take a 
taxi home when it is getting late and out of these, 72 % out of these are women, while 28 
% are men. Just over 3 %, of which 71 % women and 29 % men, may take detours to get 
home in the evening. 6,6 %, consisting of 78 % women and 22 % men, do not usually go out 
alone in the evening because of their concern about crime.  

Chart 1: The Stockholm residents’ general concern about crime (Q8), divided by gender 
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Chart 3: Examples of changed behavior of the residents’ concern about crime in Stockholm (Q10), divided by 
gender 
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Chart 4: The Stockholm residents’ concern about becoming victims of assault or violence in the public 
environment (Q13 (a)), divided by gender 

Chart 5: The female respondents concern about becoming victims of assault or violence in the public area, 
divided by age 
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Chart 6: The Stockholm residents’ concern about becoming victims of sexual harassment in the public area (Q13 
(d)), divided by gender 

Chart 7: The female respondents’ concern about becoming victims of sexual harassment in the public area, 
divided by age 
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Chart 8: The Stockholm residents’ concern about becoming victims of rape in the public area (Q13 (f)), divided 
by gender 

Chart 9: The female respondents’ concern about becoming victims of rape in the public area, divided by age 
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Chart 10: The Stockholm residents’ concern about becoming victims of robbery (Q13 (h)), divided by gender 

Chart 11: The female respondents’ concern about becoming victims of robbery, divided by age 
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Chart 12: The Stockholm residents’ perception of safety in the public transport system (Q29), divided by gender 

Chart 13: The female respondents’ perception of safety in the public transport system, divided by age 
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Chart 14: The Stockholm residents’ perception of safety on their way home from the public transport system 
(Q30), divided by gender  

Chart 15: The female respondents’ perception of safety on their way home from the public transport system, 
divided by age 
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5. Discussion

5.1. Limitations of data sources 

Due to the fact that the survey was not sent to the entire population of Stockholm, but to a 
selection only, the results may not reflect the reality to one hundred percent. Also, the results 
are based on survey answers from year 2014, which means that the perception of safety is 
probably different today than from fours years ago. However, the results are presumably not 
that different because drastic changes to this context would probably require more time than 
four years.  

5.1.1. Error sources and deficiencies 

Overall, the results are pretty reasonable, but no method has ever been perfectly performed 
which means that the results might have a few error sources and deficiencies. To begin with, 
there were more women than men who participated in the survey. This could have had an 
impact on the results, regarding the distribution of the gender perception of safety, by 
showing greater differences than it actually is. The same applies to the female gender group, 
where for example the number of participants under the age of 25 was significantly lower 
than the remaining age groups, which in the end might have given some deviating results. 

This study mainly focused on the general aspect of safety. The data has been analyzed based 
on each question instead of each participant in the survey, which means that a lot of 
assumptions have been made regarding the overall perception of safety. What would have 
been interesting to investigate is how many residents actually experience a complete sense of 
unsafety, namely which residents fear of being subjected to crime in every imaginable 
situation. The question of which factors are most crucial to the resulting feeling of unsafety 
could have been answered more concretely, if one had taken a more quantitative approach by 
taking a closer look at the correlation between a person’s individual characteristics. 

5.2. Synthesis of the results 

5.2.1. Common anxiety 

There are approximately 700 thousand people who use public transport in Stockholm 
everyday (SL 2018a). Women are more likely to travel by public transport than men. The 
perception of safety is considered to be a gendered issue. Although men are being subjected to 
crime in transit environments more often than women, women tend to feel less safe (Ceccato 
2017). Gender specific violence is suggested to have a great impact on women’s perception of 
safety. When feeling unsafe people, especially women, are more likely to change their 
behavior in order to minimize the risks of being victimized (Vanier and d’Arbois de 
Jubainville 2017). 

The results showed that women’s general perception of safety is lower than men’s. Out of the 
residents who claimed that their fear of crime affects the daily lives, 65 % of the claims came 
from women. The results also showed that around 70 % out of the women who are 
concerned tend to change their behavior, a percentage that is almost twice as big as the men’s 
(around 30 %). 

Taking into account that there are also more women who have participated in the safety 
survey, one can imagine that the proportion of female residents who feel unsafe is greater than 
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male ones because of their higher dependence on the public transport. Due to this, women 
also face a greater risk of being victimized in the transit environment. 

5.2.2. Fear of crime in the neighborhood 

The perception of safety can depend on a place’s physical design and its contact with the 
surrounding environments (Urban Utveckling). It can also be based on a person’s individual 
characteristics, which regards its gender, age, ethnical background, level of education and job 
situation etcetera (Ceccato 2017). 

Assault and violence 

When it comes to general violence it is reasonable that men and women are almost as 
concerned about being victims, which was shown in the results. It is also reasonable that 
young women, below 25, worry more about this crime than women from 45 years. In today’s 
society, it does not come as a surprise if a violent situation occurs when there are a lot 
of young people present, for example at a party.  

Sexual harassment and rape 

As mentioned earlier in the text, the fear of being subjected to sexual crimes is greater for 
women than what it is for men (Ceccato 2017). This is also shown in the quantitative analysis, 
with the results showing that 83 % out of all residents who are concerned of being sexually 
harassed or raped is correspondent to women. The results also show that perception of safety, 
regarding fear of crime, does not change exponentially. Most of the female residents who 
worry about being victims both sexual harassment and rape are between 25 and 44 years old. 
Although the second most concerned group is women younger than 25 years, there are 
significant differences when looking at the distribution of their fear. An explanation to why 
the youngest participants are not as worried as the others could be that the fear does not 
increase because of age but because of their life experiences. Perhaps it has become more 
relevant when they have gotten older, because they become more aware of their risk of being 
victims, because they have received more information about sexual offenses in the 
neighborhood and transit areas (Vanier and d’Arbois de Jubainville 2017). This combined 
with that their use of the public transportation might have been extended makes them more 
observant of their surroundings. 

The perception of safety could suggestively be described out of an "out of sight, out of mind" 
point of view. This would mean that people do not worry about being subjected to certain 
crimes until they or people in their surroundings actually experience it themselves. The fact 
that a crime situation has occurred in their surroundings is a factor per se that might increase 
peoples’ sense of unsafety. 

Robbery 

The fact that more men are worried about being robbed than women does not come as a 
surprise. This could be because women worry more about being exposed to violence and sex 
crimes (Ceccato 2017) that may be perceived as being worse offenses. Anyone can be 
exposed to robbery and it affects people's sense of safety differently, but sexual assaults are 
harder against women as a gender group and perception of safety. 
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5.2.3. Fear of crime in the transit environment 

According to the result, the sense of security decreases when public transport users leave the 
subway / commuter train station closest to where they live. This could be due to the lack of 
monitoring in the "intermediate" areas, which according to the Crime Triangle (see Figure 
2.3.) is one factor for a crime situation to occur (Cohen and Felson 1979). 

The theory that younger travelers are more afraid in the evenings (Vanier and d’Arbois de 
Jubainville 2017) does not really match the outcome of Stockholm's safety measure. The 
results show that women under 25 do not feel as unsafe in the transit areas as the other age 
groups. This could be because young travelers are more likely to travel spontaneously with 
public transport, both in terms of time and space. Women between the ages of 25 and 64 are 
presumably corresponded as daily working users, who use the public transportation for more 
routine travels, like getting home and away from school, getting the kids from school etcetera. 
(Ibid). This could mean that young women pose a greater risk of being subjected to crimes in 
both the housing and transit environment. With this, it is still reasonable that women between 
25-64 years of age are more concerned about being subjected to crimes when using public 
transport for spontaneous journeys, as it becomes somewhat unknown from the usual routines.

Ethnicity is, as previously mentioned, another example of an individual characteristic that is 
suggested to have an impact on the perceived safety among people (Ceccato 2017). According 
to the results from the quantitative analysis, the link between being assaulted because of 
someone's ethnic background and being in the transit environment is extremely weak and 
almost non-existent. However, this is not enough evidence to make any conclusion as 
to how the connection between people's ethnic background and perceived safety looks like. 

5.3. Implications of the results 

Although safety and security are two distinctive concepts there is no strong link between 
(Urban Utveckling), it is nevertheless important that they take each other into account. In one 
hand, crime opportunities like vandalism in the public space arise in empty and unsupervised 
areas. But on the other hand, people tend to find crime opportunities at locations where the 
human flow is big, pickpockets on the subway for instance (Mawby 2017). 

People’s fear of crime could lead to inhibition of their mobility as well as to counteraction of 
sustainable development. When feeling unsafe, people, especially women may take behavior-
changing actions in order to avoid situations where they could become victims of different 
crimes. What is problematic with this is that not everybody has the opportunity to take this 
type of action because their dependence on public transport as a means of travel dominates 
their sense of insecurity. But then this is a very short-term solution to an ever-increasing 
problem. Building sustainable cities requires solutions that increase the sense of security in 
one place, while reducing incentives for different behavioral changes. The question that needs 
to be asked is what measures can be taken in order to develop a more safe, and therefore also a 
sustainable society. As the concept of safety to some extent, is personal, there is no exact 
solution. So how should we proceed in the work of creating a safer society for everybody? A 
suggestion is to start using CPTED as this method includes several different approaches to the 
safety work, thus providing a good basis for other complementary solutions. 

Exploiting the tools available for planning security in society is important to try and reach out 
to the citizens. Not only by informing about the laws and regulations that exist but also about 
different norms, like what is socially acceptable to people on, for example, the bus home. It is 
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desirable to believe that all human beings are acting in “common sense”, but the fact is that 
people are quite irrational, which means that there will be situations where they do wrong and 
even commit crimes. 

6. Conclusions

Based on the results of the quantitative analysis and from the theory, the following 
conclusions have been drawn regarding the questions below: 

• How does the common anxiety of crime differ between men and women, and within
the female gender group, in Stockholm?

Gender is one of many factors that play a role in whether people feel safe or not in the society. 
The results showed overall perception of safety among the residents in Stockholm is pretty 
good. There are more women than men who are concerned about becoming victims of any 
crime, regarding assault and violence, sexual harassment or rape. Although, there are more 
men than women who worry about being robbed. 

The perception of safety is also affected by a person’s individual characteristics; age has 
proven to be one example of this. The study shows that the sense of fear among women is not 
exponential. Most women, who worry about being subjected to any crime in Stockholm, were 
between the ages of 25 and 44. The second most concerned age group depends on the 
type of crime regarded. Young travellers (women under 25 years) tend to be more 
concerned about being victims of crimes including assault or violence and sexual harassment, 
while women between the ages of 45 and 64 years are more concerned about crimes that 
regard rape and robbery. The study also shows that female travellers from 25 years are more 
concerned, than women younger than 25 years, about crime when being in the transit 
environments. 

• What are the impacts to the residents’ concern about crime? How does it affect their
overall sense of safety?

The perceived safety has an impact on people’s mobility, and especially women’s. Their 
concerns about being subjected to any crime might lead to inhibition of their mobility that 
involves the likelihood of changed behavior such as avoidance. In the long run, this then leads 
to a less sustainable society. In order for sustainable cities to be built, both security and safety 
measures are required so that both the actual safety and the perception of it increase. CPTED 
is suggestively a good tool to begin with regarding to this matter. 
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7. Suggestions

There are many ways that the perception of safety could be investigated. This study could 
have been made in a less general context, in order to map out the residents perception of 
safety and answer the question of where, in which district/neighborhood/transit station they 
feel more or less safe. 

A further suggestion would be to perform a study with a more quantitative approach by, for 
instance creating a logit-model, performing a regression, correlation analysis, a chi-squared 
tests or similar in order to get an understanding in how the different aspects and factors are 
connected. 

Another way to approach this issue could be to add study visits as a complementary method in 
order to add your own perspective. In addition to statistics from the safety survey, a 
suggestion would be to get access to police records in order for a broader analysis to be made. 
This type of data could be used to, among other things, understand how the confidence in the 
police, number of reported crimes are related to the safety issue. 
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Appendix 

A. Questionnaire from Stockholm’s safety survey 2014

1

Frågorna besvaras genom att du sätter ett kryss i rutan för det/de svars alternativ 

som passar bäst. Om svars alternativen inte passar alls, ber vi dig kommentera 

med egna ord.

Du kan besvara enkäten på följande sätt: 

Internet. Din personliga kod till webbenkäten finner du i följebrevet. 

Per post. Vi ber dig skicka in det ifyllda formuläret så snart som möjligt. Använd 

det bifogade svarskuvertet. Det behöver inte frankeras.

Om du har några frågor är du välkommen att ringa oss på Sweco Strategy AB 

på telefon 08 – 613 08 35. 

Du kan också skriva till Sweco på e-post: falt@sweco.se

TRYGGHET
I DIN STADSDEL
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