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Foreword 
The European Corridor is a concept that embraces the high-speed lines known as the Götaland 
Line, including the East Link, and the European Line. If built, the new main lines would serve 
approximately five million inhabitants in the southern part of Sweden with fast rail travel 
connections to many other places, with termini in Stockholm, Gothenburg and Malmö. The 
Inquiry on High-Speed Railways, that is to say the government’s study conducted in 2009 
(Swedish Government Official Report, SOU 2009:74, also known as the Malm Inquiry) also 
included through services to Copenhagen and on to Germany, and to Uppsala, Halmstad, 
Uddevalla, Växjö and Kalmar, to mention just a few medium-size cities outside of the actual 
high-speed lines. 

The capacity of the planned new main lines must be taken into consideration in the planning 
and project stages. In the present report, we have taken the opportunity to improve the 
planned traffic system in accordance with new findings, from both research and studies 
conducted by various parties, that have come to light since the government’s official report 
(SOU 2009:74) was published. In our assignment we also contribute further results for 
continued planning. Another aspect is that the examples of journey times in earlier studies 
have as a rule focused on journey times to and from Stockholm. Many other places, both along 
the planned high-speed lines and on connecting lines, will also have considerably shorter 
journey times with high-speed trains. This holds a potential for more commuting to work. 
Through Gunnar Sibbmark, Europakorridoren AB has therefore commissioned KTH Railway 
Group to fill out the material with more details in these particular areas. 

The running time calculations and capacity assessments in chapter 5 were made in RailSys by 
Jennifer Warg. Other calculations were made by Oskar Fröidh. The report was written jointly 
by Jennifer Warg and Oskar Fröidh. 

The Swedish report was originally published in August 2013 (Europakorridoren: Kapacitet och 
restider. KTH TRITA-TSC-RR 13-009) and this report is identical in content except for the 
language. The report was translated by Ian Hutchinson, Semantix. 

Stockholm, August 2014 

Oskar Fröidh 
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Summary 
New main lines of high-speed standard can drastically shorten journey times, indicating major 
gains for society. Typical decreases in journey time are 50-75% compared to today’s times by 
train and bus where no railway exists today and 35-45% where the fast trains run on the high-
speed line instead of on the Western or Southern main lines. 

The drastically shorter journey times improve accessibility for people in much of the country. 
Faster business trips are important to trade and industry. Faster travel also opens up for 
commuting over longer distances than today, which will contribute to regional expansion and 
larger labour market regions that will lead to positive effects on a regions’ economy. 

In the present assignment, the design of the track system in the European Corridor and how it 
is to be integrated in the existing railway network have been reviewed and revised. The 
starting point is the Inquiry on High-Speed Railways (Swedish Government Official Report, SOU 
2009:74). 

New main lines provide capacity for considerably more services and more direct trains (instead 
of routes where passengers need to change) than today. Pressure is also reduced on the 
express trains on the Western and Southern main lines, freeing up capacity for more freight 
trains and regional trains. It is important that the new main lines be planned and dimensioned 
for the traffic that can be expected in a more long-term perspective. On several routes,the 
additional capacity will be sufficient without any particular problems provided that traffic has 
good punctuality and speed differences between trains are relatively small, but capacity 
utilisation may be high on the East Link and between Gothenburg and Borås. For this reason, a 
number of changes are proposed in order to improve the traffic system. 

These are: 
• 415-metre platforms, according to the European standard, to allow two train sections 

to different destinations to be coupled together in order to save a train path in peak 
traffic. 

• A short double-track branch line between Skavsta Airport and Nyköping C instead of a 
longer single-track line in order to achieve a good frequency of service to these 
stations with fewer trains. 

• Interregional express trains between Borås and Gothenburg with departures every 30 
minutes, stopping at Kråktorp/Bollebygd, Landvetter Airport and Mölnlycke, instead of 
regional trains. 

• Traffic solutions in Skåne, where the main line from Jönköping to Lund, with 
connections to Hässleholm, and a branch from Markaryd to Helsingborg and 
Copenhagen, gives very good connections and short journey times. 
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1. Introduction 

1.1 Background 
New lines for fast passenger traffic allow journey times to be drastically shortened in many 
important relations. Train traffic is in an expansion phase and regional traffic in particular has 
increased as a result of the introduction of various new train systems in recent decades. 
Interregional passenger traffic also increases when the supply is attractive, primarily as regards 
express train services that have shorter journey times than plane or car. Freight traffic 
between Norrland and southern Sweden and the continent on the Western and Southern main 
lines is extensive and also has potential to grow still further. The increasing train traffic is 
putting capacity on the Western and Southern main lines under great strain, which manifests 
itself as poor punctuality. Capacity expansion on these lines is therefore of interest in order to 
secure a positive future development of travel and transportation by train. It also opens up for 
opportunities to build new main lines of high-speed standard that would shorten journey times 
and thereby contribute to greater accessibility in large parts of the country. 

High-speed lines in Sweden have been studied and analysed several times over the years and 
the first plans for the Götaland Line were presented as long ago as the 1980s. The most 
comprehensive study hitherto is the government’s inquiry “High-speed railways – social 
infrastructure for stronger development and competitiveness” (SOU 2009:74) from 2009. In 
2012, the government decided to begin the introduction of two routes that in the future may 
come to constitute parts of new main lines: the East Link between Järna and Linköping and a 
section between Mölnlycke and Bollebygd via Landvetter Airport. After receiving the go-ahead 
from the government, the Swedish Transport Administration has initiated continued planning 
for implementation. 

The track system comprising the Götaland Line Järna–Jönköping–Gothenburg, including the 
East Link, and a southern branch consisting of the European Line from Jönköping to Skåne and 
on to the continent, is generally referred to as the European Corridor. Several different 
variants of traffic operation and routing of the track system in the European Corridor have 
been studied. In the present commission, the starting point is the track system presented in 
SOU 2009:74, but modified for analysis for two reasons: to take capacity into consideration 
and if possible achieve more cost-effective traffic operation with good market effects. The 
track system and the traffic operation studied are shown on the map (Figure 1) and are 
described in the following sections. 

1.2 Aim 
The aim of the report is to review the ideas and proposals for improving the track system and 
traffic operation that have been put forward since the Inquiry on High-Speed Railways (SOU 
2009:74) was published and to make a capacity assessment, calculations of journey times and 
an overall assessment of the effects these might have primarily for home-work commuting 
along the European Corridor. 
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Figure 1. The European Corridor as a high-speed line with intended or planned routing 
(revised alternative, described in the text that follows). 
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2. Track system 
The planning of new main lines for high speeds is in the early stages, where some concept 
studies or pre-studies have been conducted alongside a government inquiry (SOU 2009:74) on 
a holistic solution with the European Corridor. Exceptions are the East Link and the 
Gothenburg-Borås section on the Götaland Line , which have been studied as far as a railway 
study according to the Railway Construction Act. For these sections, project planning and a 
railway plan remain before construction can begin.In the present assignment, the design of the 
track system in the European Corridor and how it is to be integrated into the existing railway 
network have been reviewed and revised. The starting point is the Inquiry on High-Speed 
Railways (Swedish Government Official Report SOU 2009:74). Following its publication, further 
inquiries have been conducted that indicate that certain changes need to be made to the 
planned track system. One example is Region Skåne, who made a study of routing through 
Skåne and recommend a central routing of the European Line outside Hässleholm to Lund, 
which gives the shortest possible journey times to Lund and Malmö (Höghastighetståg genom 
Skåne, 2012). 

The Swedish Transport Administration’s inquiry on high-speed lines (Höghastighetsbanor, 
2012) constitutes further important underlying information where four track systems 
integrated to varying degrees in the existing network were analysed in comparison with a main 
line alternative without new lines. High-speed standard and the question of freight traffic on 
the high-speed lines or not have been studied and the Swedish Transport Administration 
recommends keeping the standard that was assumed in the railway studies, dimensioning 
speed 320 km/h and gradients according to international standard (TSD; up to 35 per mil), 
which is suitable for both passenger traffic and light freight trains but not heavy freight traffic 
(NTP hastighetsstandard, 2013). 

2.1 Stockholm–Järna 
Once the findings of the high-speed enquiry (SOU 2009:74) had been presented, the Swedish 
Transport Administration conducted a preliminary study of future capacity needs between 
Stockholm and Järna (Förstudie Stockholm–Järna, 2011). Two scenarios are described: one 
with the East Link expanded up until 2020, and one the entire European Corridor as it is 
planned to look in 2030. The number of long-distance trains on the route will be considerable 
and capacity will be stretched. The study forecasts 14 long-distance trains (in the most loaded 
direction) at peak times in 2020 and 18 at peak times in 2030. This is somewhat fewer than 
was included in the high-speed inquiry (SOU 2009:74) and the alternative that later came to be 
called US1 in the Swedish Transport Administration’s capacity study. One reason for the 
reduced supply is that the Swedish Transport Administration’s forecasting model Sampers 
generates lower demand than the Samvips forecasting model, which was used in the high-
speed inquiry, gives in many situations.1 

Due to the high capacity utilisation, the preliminary study also recommends that Stage 4 
measures in the four-stage planning be investigated further, i.e. extensive expansion of track 
capacity in preparation for the completion of the European corridor. The preliminary study 
mentions four tracks on the Grödinge Line or on a new routing, (Järna) Gerstaberg–
                                                           
1 First and foremost, there are differences in the forecast demand on routes with low frequency of 
service despite a coordinated timetable, and in travel transferred from air and car and foreign travel 
with the version of Sampers implemented. 
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Flemingsberg over Hallsfjärden. The latter alternative would also give a journey time gain of 
about 3 minutes compared to the detour via Södertälje South (Fröidh, 1992). The cost is 
estimated to be between 8 and 15 billion SEK depending on alternative (Förstudie Stockholm–
Järna, 2011). No capacity expansion is mentioned on the Stockholm–Flemingsberg section, 
however, except for “Track 0” in Flemingsberg which is currently planned to be constructed 
(NTP remiss, 2013), despite there being the same number of trains there as between 
Flemingsberg and Södertälje. 

The need to expand capacity between (Stockholm–) Flemingsberg and Järna in the form of 
more tracks is not taken up in the high-speed inquiry. It is also one of the shortcomings for 
which the inquiry has been criticised and which the Swedish National Audit Office remarked 
upon in its study (Rir 2012:21). 

The forecast peak-hour loads of 14 and 18 trains respectively is embarrassingly high but since 
it is a borderline case it can not be claimed as a matter of course that a new service or more 
tracks for between 8 and 15 billion SEK must be included in a full expansion of high-speed 
lines, at least not when services begin. The high-speed line between Birmingham and London 
(HS2) that was approved in 2012 will for example be dimensioned from the outset for 14 trains 
in each direction at peak times with the explicit goal of gradually increasing this to 18 (HS2 
Project Specification, 2012). 

The conditions that must be satisfied to possibly cope with up to 18 peak-hour trains on the 
Grödinge Line are: 

• New signalling system, ERTMS level 3 or equivalent 
• All trains run at the same speed (approx. 200 km/h top speed, stops at Södertälje 

South and Flemingsberg only if the train path so permits) 
• Punctuality must be considerably better than today 
• No freight traffic during periods of high loading. 

If any of these conditions cannot be met, traffic must be limited more or new track capacity 
added. 14-18 trains at peak times will lead to high sensitivity to disturbances and lower 
punctuality, which in turn means that capacity increases should in particular be assigned to the 
fastest trains. The journey time gain may thus in practice be greater than approx. 3 minutes on 
newly built sections. 

When planning the East Link and the high-speed network, it is important to design the track 
system such that it can fulfil the traffic tasks and deliver high frequency of service while at the 
same time keeping down the number of trains for capacity reasons. There are two choices that 
should be made and that have not been recommended in SOU 2009:74: 

• The platforms at the high-speed stations should be 415 m long (Train length 400 m + 
1% and a stopping margin of approx. 10 metres) according to the European standard in 
order to be able to couple together two fairly long trains to different destinations and 
thus save a train path during peak traffic periods. 

• The track system at Nyköping/Skavsta is designed with a short branch line to reduce 
the total number of trains while maintaining the same frequency of service at both 
stations (see below). 
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2.2 Nyköping/Skavsta 
The design of the track system in the Nyköping area is an important question in order to 
provide services to both the population centre of Nyköping and Skavsta Airport. In 2012, 
Skavsta was the second largest airport in Stockholm and Mälardalen (after Arlanda which had 
20 million passengers) with 2.3 million passengers, the same number as Bromma Airport. 
Continued positive development requires fast train services to make Skavsta a more attractive 
alternative to Arlanda and Bromma. Flying distances on journeys to the south and west from 
Skavsta Airport are about 100 km shorter and with lower land and terminal costs the airport 
has the prerequisites for such a development. This would mean a great many new train 
passengers at Skavsta, in particular from the Stockholm area but also from Östergötland. In 
order to obtain shorter journey times without reducing speed through the population centre 
of Nyköping, the alternative plan to route the East Link’s main track past Skavsta instead of 
along the existing track has been chosen. 

 
Figure 2. The Eastern Line’s main track via Skavsta. Long branch line via Nyköping C (left) 
and short branch line (right). 

There is also the additional possibility to begin region-wide passenger traffic to Oxelösund with 
through trains from Uppsala and Stockholm, which would increase the area’s accessibility and 
attractiveness. 

The East Link railway study (Järnvägsutredning Ostlänken, 2009a) recommends a track system 
in the area with a long branch line, i.e. that the existing single-track lines be used by 
interregional trains on the East Link to reach Nyköping C, the main line being routed via 
Skavsta and used by other interregional trains that stop at the airport and by non-stopping 
high-speed trains. An alternative with a short branch line was estimated to be approx. 200 
million SEK more expensive (Järnvägsutredning Ostlänken, 2009a) and mean a somewhat 
longer journey time (some minute) for trains continuing on west of Nyköping C than the long 
branch line. 

One the other hand, the short branch line has two advantages that should be valued very 
highly: 

• It gives better capacity and less sensitivity to disturbances since it relieves the single-
track long branch line and reduces the amount of single-track line 

• It enables fewer trains with the same frequency of service since trains can operate to 
both Skavsta and Nyköping C. 
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In contrast to previous studies (Järnvägsutredning Ostlänken, 2009a; SOU 2009:74), the short 
branch line is here proposed as the main alternative. 

Train services are affected in that the separate airport shuttle that was planned can be 
cancelled and replaced by the interregional trains on the Uppsala–Arlanda–Stockholm–
Skavsta–Nyköping C–Oxelösund route (see the map of the interregional lines, Figure 10). In the 
long branch line alternative, this service was planned to operate to Nyköping C and there turn 
back to Oxelösund without passing Skavsta. 

2.3 Linköping–Gripenberg 
The design and number of connecting points has been discussed in the area between 
Linköping and Gripenberg on the Götaland Line (see Figure 3). In SOU 2009:74, as in the 
present work, the alternative with two connecting points was chosen. With regard to the 
connecting point in Gripenberg, it is important that it both allows traffic between Tranås and 
Jönköping to Tranås to have direct routes to the provincial capital and on to the west, and 
from the Götaland Line southwards to the Southern Main Line.  Both these routes are also 
strategically important in case of traffic disturbances and this justifies a double connecting 
point. 

 
Figure 3. Three connecting points (left) and two connecting points (right) in the Linköping–
Gripenberg area. 

The solution with two connecting points enables Mjölby and Tranås on the Southern Main Line 
to be served by fast interregional trains via the Southern Main Line that join the Götaland Line 
at the connecting point. With a design with three connecting points as shown in the figure, 
Tranås would not have direct trains but only trips with changes to Jönköping. 

It must also be mentioned that Tranås Municipality has made a study of building the Götaland 
Line with a station in an underground tunnel at Tranås (Höghastighetsbana genom Tranås, 
2010). Such a solution is also possible (not illustrated) and would primarily shorten the journey 
times by interregional trains that are intended to stop at Tranås for passengers to change. 
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2.4 Jönköping 
In SOU 2009:74, it was assumed that the track system at Jönköping was designed with a new 
station (here referred to as Jönköping HSL, where HSL stands for “High Speed Line”). Several of 
the new train services were assumed to operate on the line between Jönköping HSL and 
Jönköping C to enable exchanges at both stations and thereby fewer connecting journeys by 
local traffic. This, however, is rather a time-consuming and capacity-intensive traffic system 
that risks being sensitive to disturbances and may also require double-track along parts of or 
the entire Jönköping HSL–Jönköping C section. 

 
Figure 4. Three alternative track systems for Jönköping with a new station (Jönköping HSL) 
on the Götaland Line. 

In the present work, variant 2 has been chosen instead, i.e. a triangle that enables a direct 
service from Nässjö till Jönköping HSL. Fewer trains serve both stations and where passengers 
have to change from Jönköping C to Jönköping HSL, local services may be the best option. 

Removing the central station, Jönköping C, entirely and routing trains to Jönköping HSL has 
also been studied, but this solution would mean re-routing a long section of the entry line from 
Falköping and would thus be rather expensive (between 1.4 and 2 billion SEK according to the 
“Nya Jönköpingsbanan” study from 2010). 
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2.5 Värnamo 
In the high-speed inquiry (SOU 2009:74), a design was chosen with a connection from the 
European Line’s main line to the existing station at Värnamo. This would make the one-station 
solution a good exchange point and also provide good possibilities for connecting journeys. 
The drawback compared to a new station on the European Line’s main line is that all trains on 
the European Line that are intended to stop at Värnamo then have longer running times via 
the branch line and the existing station at Värnamo. This makes it more difficult to justify 
through trains stopping at times when the number of passengers boarding or alighting is not 
so large. 

 
Figure 5. One station or two at Värnamo. 

The advantages that might result from a two-station solution where a new station at Värnamo 
on the European Line is additional, here referred to as Värnamo HSL, are: 

• Cheaper to build, no branch line 
• Shorter journey times for through trains stopping at Värnamo HSL 
• Fewer disturbances, fewer conflicts with other trains. 

For this reason, there may be cause to review the one-station solution. In the present work, 
the two-station solution has been chosen. A connection from Värnamo C with a separate 
turning track at Värnamo HSL for train traffic northwards toward Gothenburg and Vaggeryd 
are included in the sketch. In the traffic solution for the interregional trains it is assumed that 
through trains operate between Gothenburg and Växjö via Värnamo HSL, in addition to 
regional trains and high-speed trains between Stockholm, Jönköping and Kalmar/Karlskrona in 
the European Corridor that use the connecting track to Alvesta. 

2.6 Markaryd 
In SOU 2009:74, no station was planned at Markaryd for passenger exchanges on the high-
speed line. A branch station was however designed, where trains from the north would in 
addition to using the main line towards Helsingborg and Malmö would also be able to serve 
the line towards Halmstad and towards Hässleholm and onwards on the Southern Main Line. 

Region Skåne, however, recommends that the main line be routed outside Hässleholm and on 
to Malmö, see also below (Höghastighetståg genom Skåne, 2012). There should nonetheless 
be a branch of high-speed standard towards Helsingborg to obtain shorter journey times to 
north-west Skåne and on to Copenhagen. The route that enables traffic in the Halmstad 
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direction can on the other hand be removed, since the individual trains that would operate it 
would have few passengers and also need to use a single-track line that is sensitive to 
disturbances. Direct train services from Stockholm to Halmstad can instead be routed via 
Gothenburg, or as an alternative via Helsingborg. 

 
Figure 6. Design of Markaryd as in SOU 2009:74 (left) and with a station for passenger 
exchanges (right). 

Stations at Markaryd and Örkelljunga 
Region Skåne also intends to have a station for regional trains on the European Line at 
Markaryd (Höghastighetståg genom Skåne, 2012). Since Markaryd is a small population centre 
(4,000 inhabitants on 31 December 2010; Statistics Sweden), it was assumed in the high-speed 
inquiry that capacity conflicts with a slower regional design would outweigh the benefits of a 
station. A comparison with the East Link, however, shows that Vagnhärad (3,300 inhabitants 
but also the closest station to Trosa with 5,000 inhabitants) is planned to have a station and it 
would therefore be consistent for a station also to be planned at Markaryd as well as at 
Örkelljunga (4,800 inhabitants) between Markaryd and Helsingborg. The European Line will be 
less loaded than the Götaland Line east of Jönköping and there is some free capacity for 
interregional traffic designs with stops at the main localities in the municipalities. 

No station has been planned at Vaggeryd but the question can be studied further. 

2.7 Hässleholm 
The high-speed inquiry (SOU 2009:74) recommends routing the European Line’s main line 
through Helsingborg and along the E6 motorway down to Åkarp outside Malmö. Some trains 
operate instead from Markaryd on the upgraded track via Hässleholm and the Southern Main 
Line to Malmö in order to have good connections at Hässleholm. 
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Figure 7. Hässleholm with the European Line’s main line via Helsingborg and some trains on 
upgraded tracks via Hässleholm (left) and the main line via Hässleholm (right). 

During 2011 and 2012, Region Skåne conducted an effort to draw up a basis for a decision on 
the routing of the European Line in Skåne. The conclusions that the authority came to are that 
they recommend that the main line be routed just to the west of Hässleholm (Tyringe) and 
south towards Lund (Höghastighetståg genom Skåne, 2012). 

The design of the track system in the Hässleholm area differs tangibly between the 
alternatives. A connection point with the Hässleholm–Helsingborg section of the Skåne Line 
(Skånebanan) has been placed outside Tyringe, while the trains that are to stop at Hässleholm 
use the central station. As a temporary solution before a possible Helsingborg branch of the 
European Line is built between Markaryd and Helsingborg, the trains can stop at Hässleholm 
and then continue on an extended line to Helsingborg. 

In the remainder of the present work, journey times are calculated using the main line via 
Hässleholm. 

2.8 Öresund 
As mentioned in the section on Hässleholm, the high-speed inquiry (SOU 2009:74) 
recommended routing the European Line’s main line through Helsingborg and along the E6 
motorway down to Åkarp outside Malmö. Some trains operate instead from Markaryd via 
Hässleholm and the Southern Main Line to Malmö in order to have good connections at 
Hässleholm. 

During 2011 and 2012, Region Skåne conducted an effort to draw up a basis for a decision on 
the routing of the European Line in Skåne. The conclusions that the authority came to are that 
they recommend that the main line be routed just to the west of Hässleholm (Tyringe) and 
south towards Lund. This gives shorter journey times to Lund and Malmö and the European 
Line’s new line can then be the third and fourth tracks on the Southern Main Line which are 
considered to have highest priority (Höghastighetståg genom Skåne, 2012). 
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Figure 8. The Öresund region (on Zealand in Denmark only the Öresund Line and Kystbanan 
are shown). The proposal in the inquiry on High-Speed Railways, main line via Helsingborg 
(left) and Region Skåne’s proposal with the main line via Hässleholm (right). 

In the present work it is assumed that the main line is built as recommended in the Skåne 
report. In a second stage, however, a high-speed line is proposed between the branching point 
outside Markaryd and Helsingborg. The new line is coupled to the fixed link between 
Helsingborg and Helsingör that together with traffic on Kystbanan (which would be facilitated 
by a proposed S-train solution that replaces today’s Öresund trains on this section) can give 
shorter south-bound journey times from Sweden to Copenhagen H. This also means that no 
new main line is needed along the E6 motorway between Helsingborg and Åkarp. 

High-speed traffic in Skåne is thus divided into two parts: to Lund, Malmö and Copenhagen 
(including the airport at Kastrup) on the main line outside Hässleholm, and to Helsingborg, 
north-west Skåne and Copenhagen H with shorter journey times via Helsingborg. 

A map summarising the modifications described here is appended as Figure 1. 
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3. Traffic operation on the high-speed lines 
Several connection points are planned between the new tracks and the existing network. This 
allows traffic designs where trains can operate to stations outside the high-speed lines and 
thereby offer direct services, without passengers needing to change, to more places. Such 
traffic systems, however, are in general more sensitive to disturbances than if the high-speed 
lines are built as separate lines without connections to the existing network. 

According to earlier studies, it is considered appropriate to operate trains on the new tracks 
with two different traffic designs, viz. high-speed trains and interregional trains, where the 
latter are also suitable for long-distance commuting in addition to leisure time journeys and 
business travel. 

3.1 High-speed trains 
The high-speed trains will form the backbone of fast passenger traffic over long distances. 
They give short journey times between large and medium-size towns and cities and operate at 
the high-speed line’s maximum permitted speed, on newly-built sections 320 km/h. Business 
and leisure-time journeys are the most common purposes of travelling while a degree of long-
distance commuting does exist. 

As in the government’s official report (SOU 2009:74), different services are planned with 
differentiated stopping patterns. The high-speed network’s main services are made up of 
frequent departures along the entire Götaland Line and European Line, i.e. different services 
with hourly departures between Stockholm and Gothenburg and Copenhagen. On the 
European Line, most high-speed trains are planned to operate to Copenhagen via Malmö and 
Copenhagen Airport but hourly services will also be operated via Helsingborg at peak times. 

While the East Link railway study and the capacity study’s US2 alternative 
(Höghastighetsbanor, 2012) assumed traffic with two high-speed services each stopping at two 
of four stations on the Götaland Line between Stockholm and Gothenburg, in the present 
study direct non-stopping services are planned and departures that stop at the five stations 
served by the high-speed trains (Södertälje South, Norrköping, Linköping, Jönköping and 
Borås), as in alternative US1 in the capacity study. Södertälje South was not included as a 
station for high-speed trains in the East Link railway study and the capacity study’s US2 but has 
a passenger base that may be of commercial interest. Värnamo, Hässleholm, Lund and Malmö 
are planned as stations on the European Line, along with Helsingborg on the new Helsingborg 
branch. The stopping pattern corresponds to that of the trains in the direction of Gothenburg 
on the Götaland Line section but is more mixed south of Jönköping. Some of the high-speed 
lines begin or continue on conventional lines in order to provide good services to a larger 
hinterland. 

The high-speed lines included in this report are shown in Table 1 and on a map (Figure 9) and 
in the timetables (Appendix 2). The European Corridor is also served by interregional trains, 
see Section 3.2. 
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Table 1. High-speed lines in the European Corridor 
Line Basic 

frequency 
of service 
(Mon-Fri) 

Section (journey time 
between termini, hrs:min) 

Stops at intermediate stations 

Base G 1 hr Uppsala C–Gothenburg C 
(2:58) 

(Stockholm–Gothenburg 2:18) 

Arlanda C, Stockholm C, Södertälje South, 
Norrköping C, Linköping C, 
Jönköping HSL, Borås C 

Direct G 1-2 hrs Uppsala C–Gothenburg C 
(1:58) 

 

Peak traffic G 4 services in 
peak traffic 

Gävle C–Uddevalla C 
(4:07) / Halmstad C (4:28) 
(Stockholm–Gothenburg 1:58) 

Uppsala C, Arlanda C, Stockholm C, 
Gothenburg C (train is split at 
Gothenburg C), Trollhättan C/Varberg, 
Falkenberg  

Base H 1-2 hrs Stockholm C–
Copenhagen H (2:45) 

Jönköping HSL, Helsingborg C 

Peak traffic H 4 services in 
peak traffic 

Gävle C–Copenhagen H 
(4:22) 

(Stockholm–Copenhagen 
3:02) 

Uppsala C, Arlanda C, Stockholm C, 
Södertälje South, Norrköping C, 
Linköping C, Jönköping HSL, 
Värnamo HSL, Helsingborg C 

Base M 1 hr Uppsala C–Malmö C–
Copenhagen H (4:09) 
(Stockholm–Malmö 2:57) 

Arlanda C, Stockholm C, Södertälje South, 
Norrköping C, Linköping C, 
Jönköping HSL, Hässleholm C, Lund C, 
Malmö C, Copenhagen Airport (Kastrup) 

Hamburg 2 hrs Stockholm C–Malmö C–
Hamburg Hbf (4:35) 

(Stockholm–Malmö 2:27) 

Lund C, Malmö C, Copenhagen Airport 
(Kastrup), Lübeck Hbf  

Peak traffic 
Ka 

3 services in 
peak traffic 

Stockholm C–
Kalmar C/Karlskrona C 

(3:33/3:34) 
(Stockholm–Växjö 2:25) 

Norrköping C, Linköping C, 
Jönköping HSL, Värnamo HSL, Alvesta, 
Växjö C, Emmaboda (train is split), Nybro, 
Kalmar C/Karlskrona C 
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Figure 9. High-speed trains for long-distance journeys, with few stops at intermediate 
stations (revised compared to SOU 2009:74). 
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3.2 Interregional trains 
Interregional trains (IR trains) give faster services to a great many medium-size stations and 
are suitable for commuting to work, leisure time travel and business trips. They are to be seen 
as a necessary complement to the high-speed trains in order to achieve a comprehensive 
traffic system. The interregional trains and the high-speed trains can in principle be of the 
same type; it is primarily the stopping pattern that differs but also the demand for the number 
of seats. From the point of view of capacity, it is important for the interregional trains to have 
almost as short running times as the high-speed trains on the high-speed lines, which require 
high top speed and good acceleration. 

In addition to the stations in the European Corridor served by the high-speed trains, the 
interregional trains also stop at several stations and also operate on the conventional network 
(see Table 2, Figure 10 and Appendix 2). 

Table 2. Interregional services (IR) in the European Corridor 
Line Basic 

frequency 
of service 
(Mon-Fri) 

Section (journey time 
between termini, hrs:min) 

Stops at intermediate stations 

IR Grey 1 hr Uppsala C–Oxelösund 
(1:45) 

Arlanda C, Solna, Stockholm C, 
Flemingsberg, Södertälje South, 
Vagnhärad, Skavsta Airport, Nyköping C 

IR Olive 
Green 

1 hr Gävle C–Linköping C 
(2:39) 

Tierp, Uppsala C, Arlanda C, Solna, 
Stockholm C, Flemingsberg, Södertälje 
South, Skavsta Airport, Norrköping C 

IR Bright Red 2 hrs Stockholm C–
Gothenburg C 

(3:09) 

Södertälje South, Vagnhärad, Nyköping C, 
Norrköping C, Linköping C, Mjölby, Tranås, 
Jönköping HSL, Ulricehamn, Borås C, 
Landvetter Airport 

IR Gold 2 hours from 
Nässjö 
1 hour from 
Jönköping 

Nässjö C–Gothenburg C 
(1:28) 

Forserum, Tenhult, Huskvarna, 
Jönköping HSL, Ulricehamn, Borås C, 
Landvetter Airport 

IR Light Blue 2 hours from 
Växjö 
½ hour from 
Borås 

Växjö C–Gothenburg C 
(Borås–Gothenburg 0:34) 

Alvesta, Värnamo HSL, Värnamo C, 
Gnosjö, Hestra, Limmared, Borås C, 
Kråktorp/Bollebygd, Landvetter Airport, 
Mölnlycke 

IR Bright 
Blue 

2 hrs Stockholm C–Malmö C 
(4:22) 

Södertälje South, Vagnhärad, Nyköping C, 
Norrköping C, Linköping C, Mjölby, Tranås, 
Nässjö C, Sävsjö, Alvesta, Älmhult, Osby, 
Hässleholm C, Eslöv, Lund C 

IR Light 
Green 

1 hr Stockholm C–Örebro C–
Jönköping HSL 

(Örebro–Jönköping 1:42) 

Strängnäs, Eskilstuna C, Kungsör, Arboga, 
Örebro C, Hallsberg, Motala C, Mjölby, 
Tranås 

IR Dark 
Green 

2 hrs Skövde C–Kalmar C 
(3:06) 

Stenstorp, Falköping C, Mullsjö, Habo, 
Bankeryd, Jönköping C, Jönköping HSL, 
Värnamo HSL, Alvesta, Växjö C, Lessebo, 
Emmaboda, Nybro  

IR Dark Blue 1 hr Jönköping HSL–Malmö C 
(1:55) 

Värnamo HSL, Ljungby, Markaryd HSL, 
Örkelljunga, Helsingborg C, Landskrona, 
Lund C 
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Figure 10. Interregional trains in southern Sweden with the European Corridor that serve a 
large number of medium-size stations (map revised compared to SOU 2009:74). 

Compared to earlier plans, the stop at Vagnhärad needs to be removed from IR Olive Green for 
capacity reasons but is added to IR Bright Blue and IR Bright Red to compensate (see Table 2). 
IR Olive Green must have short running times between Stockholm and Linköping to fit in with 
the high-speed trains and the stop at Vagnhärad takes too much time, while IR Bright Blue and 
IR Bright Red can be overtaken by high-speed trains passing on the main line when they take 
the branch line route via Nyköping C. 

3.3 Other train systems 
There are several regional train systems that have an important feeder function to the long-
distance trains. Sometimes they also provide direct services in many relations that would 
otherwise only have long-distance trains, for example Tranås–Linköping and Alvesta–Malmö. 
These train systems are not shown on the maps but are in certain cases included in the 
number of services today (2013) (see the tables in Appendix 2).   
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4. Journey times 

4.1 Method used to calculate journey times 
Journey times and the number of routes through the European Corridor refer to the traffic 
system described in the present report. The traffic system is taken from SOU 2009:74 (2009) 
and corresponds to the Swedish Transport Administration’s feasibility study’s US1 alternative 
(Höghastighetsbanor, 2012), but has here been adapted to further improve accessibility, 
economic viability and capacity utilisation. 

The journey times and the number of services in 2013 have been taken from Resrobot 
(www.resrobot.se). The information refers to Thursday 11 April. Mainly only services starting 
at 5 a.m. or later are shown (night trains excluded). In certain cases, only bus services or a 
combined supply of trains and buses where buses dominate is available, which is then stated in 
footnotes. Services with changes are only included when the number of direct services is 
limited, and some train services that are obviously unattractive (many changes or a much 
longer journey time) have been deleted by hand. 

The time to change trains has been assumed to be 10 minutes on average, which presupposes 
(some) timetable adjustment. At particularly large stations such as Stockholm C 20 minutes are 
needed, and at Gothenburg C and Malmö C at least 15 minutes (Samtrafikplan, 2012). 

Journey times on the new lines have been calculated using the RailSys simulation software. 
The model of the Götaland Line’s infrastructure was constructed by the Swedish Transport 
Administration. In this assignment, KTH has contributed a complementary model of the 
Jönköping–Markaryd–Helsingborg/Lund section of the European Line, an outline execution of 
which can be found in Appendix 1. 

The train types used when calculating the journey times are variants of Gröna Tåget [The 
Green Train]. Gröna Tåget has somewhat better performance than the train types in use in 
Europe today, but is a fully credible development over the period until the European Corridor 
is completed. For the interregional trains a train type with a top speed of 280 km/h and an 
output of 20 kW/tonne has been chosen, and for the high-speed trains a train type with a top 
speed of 320 km/h and an output of 25 kW/tonne. The trains are operated with a speed profile 
for category B trains, i.e. a general speed excess of 10% in curves. 

The journey times are obtained by calculating running speeds for different train types on the 
line in RailSys and adding extra time (time supplements). Time supplements consist of an 
additional 3% in so-called driver supplement and a supplement of 1 minute per 80 km, with an 
extra supplement for the Lund–Malmö section, to compensate for unplanned disturbances. 
Departure times after stops are rounded upwards to the nearest whole minute to obtain 
timetable times. 
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Table 3. Timetable supplements in the journey time calculations 
Section 3% driver supplement approx. 

equivalent to 
Further timetable 
supplements for 
unplanned disturbances 

Stockholm–Jönköping 2.75 min 4 min 
Jönköping–Gothenburg 1.25 min 2 min 
Jönköping–Lund 1.5 min 2 min 
Lund–Malmö 0.25 min 2 min 
 

Journey times on other lines than the high-speed network have been assessed on the basis of 
today’s journey times with track upgrades on some sections, for example Värnamo–Växjö 
(speed increase up to 230 km/h according to SOU 2009:74) and Uppsala–Gävle (completed 
upgrade to double-track speed increase to S250, i.e. up to 250 km/h with express trains). 

The calculated journey times are given in Appendix 2 (service timetables) and Appendix 3 
(direct tables). 

4.2 Alternative track systems 
There are other ways of designing the track system that greatly affect journey times. The most 
important of these are: 

• If a new line were to be built between Flemingsberg and Gerstaberg for capacity 
reasons, the journey times for all trains that do not stop at Södertälje South are 
shortened by at least 3 minutes (and a further few minutes if additional capacity 
becomes available on the Grödinge Line). 

• If the Markaryd–Helsingborg link were not to be built, the journey times to 
Helsingborg and north-west Skåne would be 20-60 minutes longer on the Hässleholm 
route depending on the traffic design (and a possible double track between 
Hässleholm and Helsingborg). 

• If the Markaryd–Helsingborg link and a fixed link between Helsingborg and Helsingör 
were not to be built, the trains can only reach Copenhagen H via Malmö and journey 
times to Copenhagen H will be 15 minutes longer. 

• If train speed can be increased from 320 km/h to 360 km/h, this will shorten journey 
times between Stockholm and Jönköping and between Jönköping and Skåne by 
approx. 5 minutes. This is important as regards the train’s market share, primarily 
between Stockholm and Mälardalen and the Skåne/Copenhagen area. 

4.3 Journey times by air 
The planned stations at Skavsta Airport (outside Nyköping) between Södertälje and Norrköping 
and Landvetter Airport between Borås and Gothenburg mean that connecting journeys to 
these airports will be faster and simpler than with today’s bus services. This increases the 
attractiveness of air travel. 

The airport shuttle between Gothenburg (the bus terminal behind the station) today takes 30 
minutes to reach Landvetter Airport. On a new railway line, the same journey would take 12-
15 minutes. 
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The shortest journey time today from Stockholm C to Skavsta is 1:24 by train + bus or airport 
shuttle. By train on the East Link, the journey would take between 40 and 44 minutes 
depending on train departure. 

The improved accessibility to Skavsta will also lead to a certain redistribution of the traffic 
between the airports. Linköping, Norrköping, Bromma and Arlanda may lose flights to Skavsta. 
Skavsta has the advantage of being situated 100-120 km more to the south-west than the 
Stockholm airports and thereby offers shorter journeys to the south and west. 

The greatest impact of the European Corridor, however, is that many plane journeys can be 
replaced by train journeys from start to finish (inter-termini journeys) and also some transfer 
journeys. The airports that will lose air travellers to and from Stockholm are mainly 
Gothenburg Landvetter, Malmö Sturup, Ängelholm, Växjö and Copenhagen Kastrup, but also 
to some extent Trollhättan, Kalmar and Ronneby. In other relations than to Stockholm, 
Jönköping, Linköping and Norrköping will probably also lose air travellers.
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5. Timetables and capacity 

5.1 Train traffic on the high-speed lines 
Capacity utilisation on a given infrastructure is determined by the amount of traffic and the 
average speed. From the point of view of capacity, the traffic designs in this study can 
therefore be divided into three groups: IR trains that stop at all stations, high-speed trains that 
stop at all high-speed stations, and non-stopping high-speed trains. On the European Line, 
there are several differences as regards stops and choice of service; these will be analysed 
separately. 

In addition to longer journey times between termini, the interregional trains’ more frequent 
stops and somewhat lower top speed (in this analysis we assume 280 km/h compared to 320 
km/h for the high-speed trains) also lead to greater differences in average speed, which affects 
capacity. On the interregional services, it is however possible to use different train types with a 
maximum permitted speed of 250-320 km/h provided that capacity effects are studied. 

The traffic supply in the analysis is characterised by several services starting and ending 
outside the high-speed network. The mixture of train types in the conventional network leads 
to a greater risk of disturbances, although these can be compensated for through measures to 
improve punctuality. 

5.2 Outline timetables 
In order to test how the traffic supply can be realised, outline timetables are planned that 
describe peak traffic. In addition to the single-track eastern section of the branch line via 
Nyköping C, only the southbound direction is included. Traffic in the opposite direction is 
assumed to function in a corresponding manner through the symmetry that exists between 
the operating directions. 

The timetables are designed taking into account the services’ traffic tasks and distribution over 
the course of the day. For example, services with a similar function must operate at regular 
intervals and departures and arrivals must be fairly evenly distributed over the hour also at off-
peak times. 

The East Link between Stockholm and Linköping 
All high-speed services use the Götaland Line between Stockholm and Jönköping and traffic is 
also densest on this section. Of the non-stopping services on the section, two are planned to 
continue to Gothenburg. Despite the fact that only one runs in peak traffic, these departures 
are suitable for half-hourly operation. The Stockholm–Gothenburg relation is complemented 
with a third service that operates hourly and stops at five intermediate stations. Departure just 
after the non-stopping trains gives well-distributed arrival times in Gothenburg also during low 
traffic periods, which is more important for travellers than spread departure times. This also 
avoids overtaking along the route. 

To obtain the best capacity utilisation, the services that continue south on the European Line 
can to advantage be timed immediately before or after the services towards Gothenburg. 
Services that operate every two hours or less frequently on the same routes or with similar 
stopping patterns can be timed alternately in the same train path at odd and even hours 
respectively. 
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Timing the main services immediately after the direct trains gives good utilisation of the 
available capacity and an evenly balanced provision of services at the stations on the route. 
Here again, differences in journey time and different alignments of the European Line mean 
that arrival times at the terminus differ and the that the services thus fulfil different functions. 

 
Figure 11. Outline timetable between Stockholm and Linköping. High-speed trains in red, IR 
trains in yellow. Thin dashes indicate that the train does not use the main line via Skavsta but 
the branch line via Nyköping C. 

The interregional traffic that has a lower average speed than the high-speed trains should be 
placed in train paths that do not require overtaking. Two of the four services from Stockholm 
operate via Nyköping C and the branch line. Running the high-speed trains in convoy (several 
departures at short intervals) allows two trains to overtake on the main line via Skavsta while 
an interregional train operates services to Nyköping C. 

The short branch line between Skavsta Airport and Nyköping C enables the number of 
interregional services to be reduced with the same frequency of service at Skavsta and 
Nyköping by running through trains from Stockholm to Oxelösund via Skavsta and Nyköping (IR 
Grey, see Figure 10). This frees capacity for other trains. On the section between Skavsta and 
Nyköping C, double-track is an advantage in order to reduce sensitivity to disturbances. 
Nyköping’s branch line east of Nyköping C, however, is only used by one train an hour in each 
direction (IR Bright Red and IR Bright Blue). Single-track is judged to be sufficient here. As on 
the service to Linköping that also runs via Skavsta (IR Olive Green), a stop at Vagnhärad is 
desirable. Because the services use the same tracks as the high-speed trains over a long 
section, although at lower speeds and with several stops, they need considerable space in the 
timetable. Removing a stop is one way of speeding up departures in order to adjust the 
average speeds, running faster trains another. From the point of view of capacity, slower 
interregional trains or faster high-speed trains than described here might entail a need to 
adjust the traffic supply and this might in turn lead to fewer possible services. 

The extensive traffic supply between Stockholm and Linköping results in little flexibility in the 
construction of the timetable and capacity utilisation is high compared to other sections of the 
new lines. This makes it difficult to adjust the timetable when market conditions change. 
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Linköping–Jönköping 
The traffic loading between Linköping and Jönköping is not as great as on the East Link. It is 
however important that the connections between the Southern Main Line and the new line 
function as intended, i.e. adjustments may be needed to allow the trains to be inserted in the 
right spaces on the new line. This may necessitate speed increases on the existing line or 
longer stops in order for the interregional trains to be fitted into the traffic on the high-speed 
line. It is also important that traffic operations on the Southern Main Line be robust to prevent 
delays being propagated to the high-speed lines. 

 
Figure 12. Outline timetable between Linköping and Jönköping. High-speed trains in red, IR 
rains in yellow. Thin dashes indicate that the train does not use the main line via Mjölby and 
Tranås. 
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Gothenburg–Jönköping 

 
Figure 13. Outline timetable for the planned traffic supply between Jönköping and 
Gothenburg. 

In the Gothenburg area, the two-hourly interregional service between Stockholm and 
Gothenburg is strengthened with two new hourly services. These can operate half-hourly with 
regular departure times between Borås and Gothenburg and stopping at Landvetter, see 
below. The capacity also allows regular departures every 20 minutes, but not quarter-hourly if 
overtaking is to be avoided. Stops at several intermediate stations, e.g. Kråktorp/Bollebygd 
and Mölnlycke, are also possible. 

 
Figure 14. Outline timetable for the planned traffic supply between Borås and Gothenburg 
with stops for the IR train at Kråktorp, Landvetter and Mölnlycke (shown in lime-green) and 
other interregional and non-stopping high-speed trains (red). 
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Figure 15. Regional trains (in green) on the IR Light Blue service (Växjö–)Borås–Gothenburg 
also stopping at Kråktorp/Bollebygd, Landvetter and Mölnlycke, lower maximum speed and 
half-hourly frequency of service between Borås and Gothenburg. 

Regional trains are appropriate for the described traffic function between Borås and 
Gothenburg with several stops. Slower trains that stop at all stations, however, consume a lot 
of capacity in mixed traffic with interregional and high-speed trains. There is no room for a 
Regina regional train with a maximum permitted speed of 200 km/h without conflicts and 
overtaking since other interregional and high-speed trains run so much faster when they utilise 
the tracks’ maximum permitted speed of 320 km/h, although only 250 km/h west of 
Landvetter. 

Nor is it possible without more changes to replace the interregional express trains (280 km/h) 
on the service that uses the Götaland Line between Jönköping and Gothenburg with trains 
with a maximum permitted speed of 200 km/h. There is, however, room in the timetable for 
several stops. The service between Gothenburg and Borås that continues on to Växjö can in 
the same way be operated with several stops. By increasing the frequency of this interregional 
service (IR Light Blue) between Gothenburg and Borås to half-hourly, where a train comes 
from Växjö every two hours, with stops at the intermediate stations Kråktorp/Bollebygd, 
Landvetter Airport and Mölnlycke, journey times can be made shorter than by regional train 
and capacity on the section will be sufficient for the desired long-distance traffic. Between 
Borås and Gothenburg, the other interregional trains offer several services with stops at 
Landvetter in addition to the half-hourly services by IR Light Blue. 

The European Line between Jönköping and Skåne 
The European Line is most heavily loaded between Jönköping and Markaryd. Direct high-speed 
trains and interregional trains towards Växjö, Kalmar and Karlskrona leave it already at 
Värnamo. At Markaryd, the line splits into two: one branch connects with the Southern Main 
Line at Lund with a branch line to Hässleholm, while the other goes directly to Helsingborg. 
The branches are served by roughly half of the services each. 
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Figure 16 shows an outline timetable for the section between the connection from the 
Götaland Line at Jönköping to Helsingborg. 

 
Figure 16. Outline timetable for the planned traffic supply between Helsingborg and 
Jönköping (IR trains in yellow, high-speed trains in red). 

The train paths on the Götaland Line give a good distribution of services. Trains and stops are 
fewer than on the Götaland Line and construction of the timetable is therefore fairly flexible 
and the timetable can be better adjusted to demand. Unused capacity also means that more 
trains can operate and that a robust timetable can be obtained even if the speed difference 
between the high-speed trains and the interregional trains would increase to some extent. 
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6. Possibilities to commute to work 
Possibilities to commute to work are highly dependent on the distance in journey time 
between home and work. In reality, it is a question of generalised journey cost, which includes 
price, frequency of service, comfort and all the other factors that are important when it comes 
to choosing a journey and by what means of transport. Given that the price and the other 
factors are acceptable, it is largely people’s time budget in relation to the attractiveness of the 
job that determines whether they are commute to work. 

The time available for daily commuting can be roughly assumed to be one hour one way 
between home and work. If the journey time is longer, there is a risk that journeys to work will 
steal so much time from family life or other activities that a person will decide not to 
commute. On the other hand, a higher salary or a more rewarding job may be more tempting 
and can justify commuting over a longer distance. Limits, however, are fluid and it is instead 
more a question of the number commuters increasing dramatically when journey times are 
shorter than an hour (see Figure 17). It is when commuter volumes increase that noticeable 
effects are seen in society. 

 
Figure 17. General correlation of travel frequency as a function of journey time, single 
journey. 

The effect of faster rail services is in the form of increases in potential accessibility. By this is 
meant that every individual gains access to several destinations, for example jobs in different 
industries. This means that it is easier for companies to recruit qualified employees; 
competence supply increases. It also means that fluctuations in the local housing and labour 
markets can be compensated for through regional commuting. 

An example from the Svealand Line shows how many workplaces a person can reach by train 
from Eskilstuna Central inside a specific journey time (Figure 18), which is a measure of 
potential accessibility (reachability) to workplaces. This type of analysis is useful when planning 
new traffic systems like the Götaland Line and the European Line. 
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Figure 18. Number of workplaces a person can reach within a specified journey time from 
Eskilstuna central station. Bus traffic shows the situation before the opening of the Svealand 
Line, “Today’s trains” with a journey time of 60 minutes between Eskilstuna and Stockholm 
and “Faster trains” with a journey time of 40 minutes between Eskilstuna and Stockholm. 

 
Figure 19. Journey time within 60 minutes by bus or train in 2013. Coloured areas roughly 
correspond to daily commuting by public transport that is possible today. 
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Increased accessibility to workplaces is a prerequisite for many inhabitants to be able to 
commute. The result of regional commuting is a so-called regional enlargement where labour 
market regions are fewer but larger. In a situation where train or bus services are slow, it is the 
travelling time by car that defines how large the labour market region can be but fast rail 
services increase its size and thereby contribute to regional development. The magnitude of 
the effects this development can have on homes and workplaces can for example be found in 
the TTP project (Petterson, 2012). 

With the European Corridor, many small commuting hinterlands, or labour market regions, will 
expand. It will be possible to travel considerably faster and further by public transport than 
today. Two maps show the areas where daily commuting is possible today and will be possible 
in the future with the European Corridor. It will bring with it economic advantages for the 
municipalities along the European Corridor and will also make it easier for people living along 
the future high-speed line routes to find employment. 

 
 
 
 
 

 
Figure 20. Journey time within 60 minutes by train in the European Corridor. Coloured areas 
roughly correspond to daily commuting by public transport that will be possible in the future. 
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7. Conclusions 
With the government’s explicit ambition to build the East Link and also Mölnlycke–Bollebygd, 
which can constitute the first two sections of new main lines for high speeds, planning of a 
future high-speed network can continue. Many questions remain to be resolved and the 
physical location needs to be studied and investigated in more detail. The track system and 
traffic design presented here can be seen as a development of the system that was presented 
in the government’s inquiry into high-speed lines (SOU 2009:74). 

7.1 Journey times 
New main lines of high-speed standard can drastically shorten journey times, indicating major 
gains for society. Typical decreases in journey time are 50-75% compared to today’s times by 
train and bus where no railway exists today and 35-45% where the fast trains run on the high-
speed line instead of on the Western or Southern main lines. Travel between the termini in 
Skåne, Gothenburg and Stockholm will be extensive, but many intermediate stations on the 
new main lines and through trains to the conventional railway network give a very large 
number of routes to destinations that can be reached directly without changing and that have 
short journey times. 

The drastically shorter journey times improve accessibility for people in much of the country. 
Faster business trips are important to trade and industry. Faster travel also opens up for 
commuting over longer distances than today, which will contribute to regional expansion and 
larger labour market regions that will lead to positive effects on a regions’ economy. 

7.2 Capacity 
New main lines provide capacity for considerably more services and more direct trains instead 
of routes where changes are necessary than today. Pressure is also reduced on the express 
trains on the Western and Southern main lines, freeing up capacity for more freight trains and 
regional trains. It is important that the new main lines be planned and dimensioned for the 
traffic that can be expected in a more long-term perspective. On several routes,the additional 
capacity will be sufficient without any particular problems provided that traffic has good on-
time performance and speed differences between trains are relatively small, but capacity 
utilisation may be high on the East Link and between Gothenburg and Borås. For this reason, a 
number of changes are proposed in order to improve the traffic system. 

Platform length 
The platforms at the high-speed stations should be 415 m long (Train length 400 m + 1% and a 
stopping margin of approx. 10 metres) according to the European standard in order to be able 
to couple together two fairly long trains to different destinations and thus save a train path 
during peak traffic periods. 

The East Link 
A short double-track branch line between Nyköping C and Skavsta means that the total 
number of trains can be reduced. It is also of importance as regards punctuality and double-
track improves the system. The railway study recommended a long single-track branch line 
westwards from Nyköping C, but the alternative presupposes several trains on the East Link, 
which would put capacity under even greater strain and increase the risk of disturbances in 
opposing traffic on the branch line’s single track. 
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Gothenburg–Borås 
By adjusting the times of the interregional trains and incorporating the interregional trains 
from Värnamo and Växjö into the regional train traffic, room is made for half-hourly regional 
services stopping at Mölnlycke, Landvetter and Kråktorp/Bollebygd on the Götaland Line 
during peak traffic. 

More frequent services than half-hourly cannot, however, be operated since the stops at the 
intermediate stations and the lower top speed mean that the regional trains prevent more 
extensive long-distance traffic with interregional and long-distance trains on the Götaland Line. 
In order to be able to increase frequency of service to more than one departure every half an 
hour from Mölnlycke and Kråktorp/Bollebygd, if desired, more track capacity is needed in the 
form of possibilities for high-speed and interregional trains to overtake slower trains. 
Gothenburg–Borås stopping at Landvetter Airport, however, already has more frequent 
services than half-hourly in the base scenario through other interregional trains. 

The European Line between Jönköping and Skåne 
Several different routings of the European Line through Skåne have been proposed. A straight 
line from Jönköping to Lund and on to Malmö gives the fastest services to south-west Skåne. 
Better services to northern Skåne and Blekinge are obtained with a connection to 
Hässleholm C and through trains via Hässleholm. The shortest journey times to north-west 
Skåne and Copenhagen would however be achieved with a branch of the European Line 
between Markaryd and Helsingborg and onwards over a fixed link between Helsingborg and 
Helsingör and Kystbanan or a new routing to Copenhagen H. 

The European Line has free capacity to arrange stations for the interregional traffic also in 
smaller municipal centres such as Ljungby, Markaryd and Örkelljunga. 
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Appendix 1. Infrastructure model of the European Line 
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Appendix 2. Service timetables with journey times 
 

 

Gävle- Stockholm-Jönköping-Gothenburg-Uddevalla/Halmstad
High-speed trains (HST) Interregional trains (IR)

Service Base G Direct G Peak tr G Grey Olive green Bright red Gold Light blue
Trains/day 16 12 4 16 16 8 16 32

Trains/peak hour 1 1 1 1 1 0.5 1 2
Remarks 1) 2) 3) 4)

Gävle C dep 00:00 00:00
Tierp dep 00:21
Uppsala C arr 00:38 00:43
Uppsala C dep 00:00 00:40 00:00 00:45
Arlanda C dep 00:18 00:58 00:17 01:02
Solna dep 00:33 01:18
Stockholm C arr 00:36 01:16 00:38 01:23
Stockholm C dep 00:40 00:00 01:20 00:42 01:27 00:00
Flemingsberg dep 00:53 01:38
Södertälje syd dep 00:58 01:03 01:48 00:18
Vagnhärad dep 01:14 00:29
Skavsta flygplats arr 01:26 02:07
Skavsta flygplats dep 01:29 02:09
Nyköping C arr 01:34 00:42
Nyköping C dep 01:36 00:44
Oxelösund arr 01:45
Norrköping C arr 01:29 02:24 01:03
Norrköping C dep 01:31 02:26 01:05
Linköping C arr 01:43 02:39 01:18
Linköping C dep 01:45 01:20
Mjölby arr 01:35
Tranås arr 01:55
Nässjö C dep 00:00
Jönköping HSL arr 02:13 02:12 00:31
Jönköping HSL dep 02:15 02:14 00:33
Ulricehamn arr 02:29 00:48
Borås C arr 02:35 02:41 01:00
Borås C dep 02:37 02:43 01:02 00:00
Kråktorp/Bollebygd arr 00:10
Landvetters flygplats dep 02:57 01:16 00:19
Mölnlycke dep 00:25
Gothenburg C arr 02:58 01:58 03:18 03:09 01:28 00:34
Gothenburg C dep 03:22
Trollhättan C arr 03:47
Uddevalla C arr 04:07
Gothenburg C dep 03:23
Varberg arr 03:53
Falkenberg arr 04:08
Halmstad C arr 04:28

1) Train is split/coupled together at Gothenburg C, one section travelling to Uddevalla and the other to Halmstad
2) Together with IR Bright Blue, 16 trains between Stockholm C and Tranås
3) 8 trains start from Nässjö, a further 8 from Jönköping (for capacity reasons)
4) 8 trains start from Växjö, a further 24 from Borås
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Gävle- Stockholm-Jönköping-Helsingborg/Malmö-Copenhagen-Hamburg/Berlin
High-speed trains (HST) Interregional trains (IR)

Service Base H Peak tr H Base M Hamburg Peak tr Ka Bright Blue Light Green Dark Green Dark Blue
Trains/day 10 4 16 6 3 8 16 12 16

Trains/peak hour 1 1 1 0.5 0.5 0.5 1 1 1
Remarks 1) 2)

Gävle C dep 00:00
Tierp dep
Uppsala C arr 00:38
Uppsala C dep 00:40 00:00
Arlanda C dep 00:58 00:18
Solna dep
Stockholm C arr 01:16 00:36
Stockholm C dep 00:00 01:20 00:40 00:00 00:00 00:00
Flemingsberg dep
Södertälje syd dep 01:38 00:58 00:18
Vagnhärad dep 00:29
Skavsta flygplats arr
Skavsta flygplats dep
Nyköping C arr 00:42
Nyköping C dep 00:44
Oxelösund arr
Norrköping C arr 02:09 01:29 00:45 01:03
Norrköping C dep 02:11 01:31 00:47 01:05
Linköping C arr 02:23 01:43 00:59 01:18
Linköping C dep 02:25 01:45 01:01 01:20
Örebro C dep 00:00
Hallsberg dep 00:16
Mjölby arr 01:35 01:00
Tranås dep 01:55 01:20
Nässjö C dep 02:21
Skövde C dep 00:00
Falköping C dep 00:19
Jönköping HSL arr 01:22 02:55 02:13 01:31 01:42 01:07
Jönköping HSL dep 01:24 02:57 02:15 01:33 01:09 00:00
Värnamo HSL arr 03:17 01:53 01:29 00:21
Alvesta arr 02:15 03:01 01:51
Växjö C arr 02:25 02:01
Kalmar C arr 03:33 03:06
Karlskrona C arr 03:34
Ljungby arr 00:32
Markaryd arr 00:47
Örkelljunga arr 01:03
Helsingborg C arr 02:19 03:56 01:18
Helsingborg C dep 02:21 03:58 01:20
Landskrona arr 01:30
Hässleholm C arr 03:05 03:48
Kristianstad C arr 03:32
Hässleholm C dep 03:07 03:50
Lund C arr 03:25 02:15 04:10 01:43
Lund C dep 03:27 02:17 04:12 01:45
Malmö C arr 03:37 02:27 04:22 01:55
Malmö C dep 03:39 02:29
Cph Airport (Kastrup) arr 03:55 02:45
Copenhagen H arr 02:45 04:22 04:09
Copenhagen H dep 00:00
Hamburg Hbf arr 01:45 04:35
Copenhagen H dep 00:00
Berlin Hbf arr 02:40

1) Train is split/coupled together in Emmaboda, one section travelling to Kalmar and the other to Karlskrona
2) Together with IR Bright Red, 16 trains between Stockholm C and Tranås
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Appendix 3. Direct timetables 

1. Journey times from Gothenburg, Malmö and Stockholm 
 

 

 

 

 

 

 

From Gothenburg C Today (2013) With the European Corridor
Journey time No. of services Journey time No. of services Journey time reduction

To Shortest Direct Incl change Shortest Direct Incl change hrs:min per cent
Borås C 00:53 >100 b+t 00:21 72 00:32 60%
Gävle C 05:01 16 03:18 4 20 01:43 34%
Jönköping C (HSL) 01:56 5 17 00:43 40 01:13 63%
Linköping C 03:09 17 01:13 24 01:56 61%
Stockholm C 02:50 21 01:58 40 00:52 31%
Uppsala C 04:09 15 02:38 20 40 01:31 37%

Connecting services to Gothenburg C
From Journey time (shortest in 2013) Time to change (approx.) Mode
Kungsbacka 00:20 00:15 Train
Kungälv 00:27 00:15 Bus
Stenungsund 00:38 00:15 Train
Trollhättan 00:31 00:15 Train
Vänersborg 00:49 00:15 Train

From Malmö C Today (2013) With the European Corridor
Journey time No. of services Journey time No. of services Journey time reduction

To Shortest Direct Incl change Shortest Direct Incl change hrs:min per cent
Gävle C 06:15 12 04:03 24 02:12 35%
Jönköping C (HSL) 02:41 20 01:22 32 01:19 49%
Linköping C 02:51 17 01:52 24 00:59 35%
Norrköping C 03:15 16 02:06 24 01:09 35%
Stockholm C 04:13 18 02:27 30 01:46 42%
Uppsala C 05:19 14 03:23 16 30 01:56 36%
Örebro C 04:31 7 03:12 16 01:19 29%

Connecting services to Malmö C
From Journey time (shortest in 2013) Time to change (approx.) Mode
Falsterbo 00:49 00:15 Bus
Svedala 00:21 00:15 Train
Trelleborg 00:55 00:15 Bus t
Vellinge 00:33 00:15 Bus
Ystad 00:49 00:15 Train
t  "Pågatåg" regional train possible from 2016 with a journey time of 30 min.
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2. Journey times from other stations 
In alphabetical order: (for tables in Swedish please see explanations in tables below) 

 

 

 

 

 

From Stockholm C Today (2013) With the European Corridor
Journey time No. of services Journey time No. of services Journey time reduction

To Shortest Direct Incl change Shortest Direct Incl change hrs:min per cent
Borås C 03:33 18 01:55 24 01:38 46%
Gothenburg C 02:50 21 01:58 40 00:52 31%
Helsingborg C 04:47 19 02:19 14 02:28 52%
Jönköping C (HSL) 03:19 1 19 01:22 65 01:57 59%
Copenhagen H 04:52 6 19 02:45 30 02:07 43%
Linköping C 01:39 30 00:59 71 00:40 40%
Lund C 04:01 18 02:15 30 01:46 44%
Malmö C 04:13 18 02:27 30 01:46 42%
Norrköping C 01:15 39 00:45 71 00:30 40%

From Alvesta Today (2013) With the European Corridor
Journey time No. of services Journey time No. of services Journey time reduction

To Shortest Direct Incl change Shortest Direct Incl change hrs:min per cent
Jönköping C (HSL) 01:17 9 29 00:42 15 00:35 45%
Linköping C 01:27 17 01:14 11 23 00:13 15%
Stockholm C 03:08 16 02:15 11 23 00:53 28%

From Borås C Today (2013) With the European Corridor
Journey time No. of services Journey time No. of services Journey time reduction

To Shortest Direct Incl change Shortest Direct Incl change hrs:min per cent
Gothenburg C 00:53 >100 b+t 00:21 72 00:32 60%
Jönköping HSL 01:10 21 b 00:20 40 00:50 71%
Copenhagen H 04:27 20 01:51 30 02:36 58%
Linköping C 03:07 7 b 26 b+t 00:50 24 02:17 73%
Malmö C 03:46 17 01:52 16 01:54 50%
Stockholm C 03:33 18 01:55 24 01:38 46%
b  Bus services only
b+t  Mostly bus services but also some trains

Connecting services to Borås C
From Journey time (shortest in 2013) Time to change (approx.) Mode
Bollebygd 00:19 00:10 Train r
Fristad 00:13 00:10 Train
Kinna 00:24 00:10 Train
Svenljunga 00:44 00:10 Bus
r  By regional train on the Götaland Line approx. 10 min.
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Från Gävle C Idag (2013) Med Europakorridoren
Restid Antal förbindelser Restid Antal förbindelser Restidsförkortning

Till Kortaste Direkt Inkl bytes Kortaste Direkt Inkl bytes tim:min procent
Göteborg C 05:01 16 03:18 4 20 01:43 34%
Jönköping C (HSL) 05:30 18 02:55 4 24 02:35 47%
Köpenhamn H 07:13 12 04:22 4 24 02:51 39%
Linköping C 03:25 8 14 02:23 20 01:02 30%
Malmö C 06:15 12 04:03 24 02:12 35%

Från Halmstad C Idag (2013) Med Europakorridoren
Restid Antal förbindelser Restid Antal förbindelser Restidsförkortning

Till Kortaste Direkt Inkl bytes Kortaste Direkt Inkl bytes tim:min procent
Stockholm C 04:50 18 03:08 4 32 01:42 35%

From Helsingborg C Today (2013) With the European Corridor
Journey time No. of services Journey time No. of services Journey time reduction

To Shortest Direct Incl change Shortest Direct Incl change hrs:min per cent
Copenhagen H 01:15 26 00:24 >50 r 00:51 68%
Jönköping C (HSL) 03:09 19 00:55 30 02:14 71%
Linköping C 03:19 14 01:31 4 30 01:48 54%
Stockholm C 04:47 19 02:19 14 02:28 52%
r  The journey time is for a high-speed train while the number of direct trains includes regional trains

Anslutande linjer till Helsingborg C
Från Restid (kortaste 2013) Bytestid (ca) Färdmedel
Höganäs 00:38 00:10 Buss
Klippan 00:31 00:10 Tåg
Landskrona 00:12 00:10 Tåg
Åstorp 00:23 00:10 Tåg
Ängelholm 00:23 00:10 Tåg

Från Hässleholm C Idag (2013) Med Europakorridoren
Restid Antal förbindelser Restid Antal förbindelser Restidsförkortning

Till Kortaste Direkt Inkl bytes Kortaste Direkt Inkl bytes tim:min procent
Jönköping C (HSL) 01:58 18 00:48 16 01:10 59%
Linköping C 02:08 17 01:20 24 00:48 38%
Stockholm C 03:33 18 02:25 24 01:08 32%

Anslutande linjer till Hässleholm C
Från Restid (kortaste 2013) Bytestid (ca) Färdmedel
Eslöv 00:23 00:10 Tåg
Karlshamn 01:04 00:10 Tåg
Kristianstad 00:17 00:10 Tåg
Osby 00:15 00:10 Tåg
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From Jönköping C Today (2013) With the European Corridor (Jönköping HSL)
Journey time No. of services Journey time No. of services Journey time reduction

To Shortest Direct Incl change Shortest Direct Incl change hrs:min per cent
Gothenburg C 01:56 5 17 00:43 40 01:13 63%
Copenhagen H 03:14 20 01:21 30 01:53 58%
Linköping C 01:33 3 17 00:30 47 01:03 68%
Malmö C 02:41 20 01:22 32 01:19 49%
Stockholm C 03:19 1 19 01:22 65 01:57 59%
Tranås 00:56 3 22 b+t 00:17 24 00:39 70%
b+t   Mostly bus services but also some trains

Connecting services to Jönköping C (HSL)
From Journey time (shortest in 2013) Time to change (approx.) Mode
Aneby 00:54 00:10 Train
Falköping 00:39 00:10 Train
Gränna 00:35 00:10 Bus
Habo 00:13 00:10 Train
Mullsjö 00:21 00:10 Train
Tenhult 00:14 00:10 Train
Vaggeryd 00:34 00:10 Train

Från Kalmar C Idag (2013) Med Europakorridoren
Restid Antal förbindelser Restid Antal förbindelser Restidsförkortning

Till Kortaste Direkt Inkl bytes Kortaste Direkt Inkl bytes tim:min procent
Jönköping C (HSL) 02:45 15 01:57 15 00:48 29%
Linköping C 02:55 6 18 02:32 9 21 00:23 13%
Stockholm C 04:36 15 03:33 3 15 01:03 23%

From Linköping C Today (2013) With the European Corridor
Journey time No. of services Journey time No. of services Journey time reduction

To Shortest Direct Incl change Shortest Direct Incl change hrs:min per cent
Gothenburg C 03:11 16 01:13 24 01:58 62%
Jönköping C (HSL) 01:33 3 17 00:28 47 01:05 70%
Copenhagen H 03:24 5 16 01:57 20 01:27 43%
Malmö C 02:51 16 01:52 24 00:59 35%
Norrköping C 00:22 44 p 00:12 71 p 00:10 45%
Stockholm C 01:39 30 00:59 71 00:40 40%
p  No. of direct trains does not include commuter trains

Anslutande linjer till Linköping C
Från Restid (kortaste 2013) Bytestid (ca) Färdmedel
Borensberg 00:35 00:10 Buss
Ljungsbro 00:27 00:10 Buss
Mantorp 00:15 00:10 Tåg
Åtvidaberg 00:35 00:10 Tåg
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Från Ljungby Idag (2013; buss) Med Europakorridoren
Restid Antal förbindelser Restid Antal förbindelser Restidsförkortning

Till Kortaste Direkt Inkl bytes Kortaste Direkt Inkl bytes tim:min procent
Göteborg C 02:50 10 01:23 16 01:27 51%
Jönköping C (HSL) 02:17 10 00:32 16 01:45 77%
Köpenhamn H 02:53 16 01:20 16 01:33 54%
Malmö C 02:16 17 01:55 16 00:21 15%
Stockholm C 04:05 11 02:04 16 02:01 49%

Anslutande linjer till Ljungby
Från Restid (kortaste 2013) Bytestid (ca) Färdmedel
Lagan 00:12 00:10 Buss
Lidhult 00:40 00:10 Buss
Ryssby 00:15 00:10 Buss

Från Lund C Idag (2013) Med Europakorridoren
Restid Antal förbindelser Restid Antal förbindelser Restidsförkortning

Till Kortaste Direkt Inkl bytes Kortaste Direkt Inkl bytes tim:min procent
Jönköping C (HSL) 02:26 21 01:08 32 01:18 53%
Linköping C 02:36 17 01:40 24 00:56 36%
Stockholm C 04:01 18 02:15 30 01:46 44%
Uppsala C 05:26 18 03:11 16 02:15 41%

Anslutande linjer till Lund C
Från Restid (kortaste 2013) Bytestid (ca) Färdmedel
Bjärred 00:20 00:10 Buss
Dalby 00:22 00:10 Buss
Hörby 00:39 00:10 Buss
Kävlinge 00:07 00:10 Tåg
Staffanstorp 00:13 00:10 Buss

From Norrköping C Today (2013) With the European Corridor
Journey time No. of services Journey time No. of services Journey time reduction

To Shortest Direct Incl change Shortest Direct Incl change hrs:min per cent
Gothenburg C 02:44 11 01:27 24 01:17 47%
Jönköping C (HSL) 02:00 3 20 00:42 47 01:18 65%
Copenhagen H 03:48 5 16 02:11 20 01:37 43%
Linköping C 00:22 44 p 00:12 71 p 00:10 45%
Malmö C 03:15 16 02:06 24 01:09 35%
Stockholm C 01:15 39 00:45 71 00:30 40%
p  No. of direct trains does not include commuter trains
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Some routes in the Nyköping area are faster with a change at Skavsta Airport. 

 

 

 

 

Connecting services to Norrköping C
From Journey time (shortest in 2013) Time to change (approx.) Mode
Arkösund 01:10 00:10 Buss
Finspång 00:41 00:10 Buss
Skärblacka 00:38 00:10 Buss
Söderköping 00:30 00:10 Buss
Valdemarsvik 01:00 00:10 Buss
Åby 00:13 00:10 Buss t
t  By train 00:05, can to advantage begin with the East link

Från Nyköping C Idag (2013) Med Europakorridoren
Restid Antal förbindelser Restid Antal förbindelser Restidsförkortning

Till Kortaste Direkt Inkl bytes Kortaste Direkt Inkl bytes tim:min procent
Göteborg C 03:49 13 01:56 8 16 01:53 49%
Linköping C 01:04 4 18 00:34 16 00:30 47%
Malmö C 04:01 13 02:35 8 16 01:26 36%
Stockholm C 01:02 14 00:42 32 00:20 32%

Anslutande linjer till Nyköping C
Från Restid (kortaste 2013) Bytestid (ca) Färdmedel
Jönåker 00:29 00:10 Buss
Oxelösund 00:24 00:10 Buss t
Tystberga 00:21 00:10 Buss
t  Med tåg 00:09, trafikstart med fördel med Ostlänken

Från Nässjö C Idag (2013) Med Europakorridoren
Restid Antal förbindelser Restid Antal förbindelser Restidsförkortning

Till Kortaste Direkt Inkl bytes Kortaste Direkt Inkl bytes tim:min procent
Göteborg C 02:37 4 13 01:28 8 16 01:09 44%
Linköping C 00:53 22 01:01 8 24 00:08 -15%
Malmö C 01:57 16 02:01 8 24 00:04 -3%
Stockholm C 02:34 18 02:21 8 16 00:13 8%
r  Ökad restid jämfört med vissa snabbtåg idag. Med regionaltåg oförändrat 1:20

Anslutande linjer till Nässjö C
Från Restid (kortaste 2013) Bytestid (ca) Färdmedel
Aneby 00:12 00:10 Tåg
Eksjö 00:17 00:10 Tåg
Vetlanda 00:30 00:10 Tåg
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Från Södertälje syd Idag (2013) Med Europakorridoren
Restid Antal förbindelser Restid Antal förbindelser Restidsförkortning

Till Kortaste Direkt Inkl bytes Kortaste Direkt Inkl bytes tim:min procent
Göteborg C 02:48 12 02:00 24 00:48 29%
Jönköping C (HSL) 03:10 15 01:17 44 01:53 59%
Köpenhamn H 04:52 5 12 02:44 4 20 02:08 44%
Linköping C 01:18 23 00:45 68 00:33 42%
Malmö C 04:11 12 02:39 24 01:32 37%

Anslutande linjer till Södertälje syd
Från Restid (kortaste 2013) Bytestid (ca) Färdmedel
Ekeby 00:44 00:10 Buss
Järna 00:06 00:10 Tåg
Nykvarn 00:06 00:10 Tåg
Södertälje centrum 00:07 00:10 Tåg
Tumba 00:19 00:10 Tåg

From Tranås Today (2013) With the European Corridor
Journey time No. of services Journey time No. of services Journey time reduction

To Shortest Direct Incl change Shortest Direct Incl change hrs:min per cent
Gothenburg C 03:30 12 01:14 8 24 02:16 65%
Jönköping C (HSL) 00:56 3 22 b+t 00:22 24 00:34 61%
Linköping C 00:32 19 00:35 16 00:03  -9% r
Malmö C 02:20 1 10 01:54 8 24 00:26 19%
Stockholm C 02:13 3 15 01:55 16 00:18 14%
b+t  Mostly bus services but also some trains
r  Longer journey times than with some express trains today. By regional train unchanged 44 min.

Från Ulricehamn Idag (2013; buss) Med Europakorridoren
Restid Antal förbindelser Restid Antal förbindelser Restidsförkortning

Till Kortaste Direkt Inkl bytes Kortaste Direkt Inkl bytes tim:min procent
Borås C 00:40 35 b 00:12 24 00:28 70%
Göteborg C 01:51 35 b 00:40 24 01:11 64%
Jönköping C (HSL) 00:55 11 b 00:15 24 00:40 73%
Malmö C 03:54 20 01:47 24 02:07 54%
Stockholm C 03:50 18 02:29 8 24 01:21 35%
b  Bussförbindelser

Från Uppsala C Idag (2013) Med Europakorridoren
Restid Antal förbindelser Restid Antal förbindelser Restidsförkortning

Till Kortaste Direkt Inkl bytes Kortaste Direkt Inkl bytes tim:min procent
Göteborg C 04:09 1 15 02:38 20 40 01:31 37%
Jönköping C (HSL) 04:24 16 02:15 36 57 02:09 49%
Köpenhamn H 05:51 15 03:41 20 36 02:10 37%
Linköping C 02:36 6 27 01:43 52 71 00:53 34%
Malmö C 05:19 14 03:23 16 30 01:56 36%
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Från Vagnhärad Idag (2013) Med Europakorridoren
Restid Antal förbindelser Restid Antal förbindelser Restidsförkortning

Till Kortaste Direkt Inkl bytes Kortaste Direkt Inkl bytes tim:min procent
Göteborg C 03:38 12 02:11 8 16 01:27 40%
Linköping C 01:28 4 20 00:49 16 00:39 44%
Malmö C 04:25 11 02:50 16 01:35 36%
Norrköping C 01:02 13 00:34 16 00:28 45%
Stockholm C 00:39 14 00:29 32 00:10 26%

Anslutande linjer till Vagnhärad
Från Restid (kortaste 2013) Bytestid (ca) Färdmedel
Trosa 00:15 00:10 Buss
Västerljung 00:09 00:10 Buss

Från Värnamo C Idag (2013) Med Europakorridoren
Restid Antal förbindelser Restid Antal förbindelser Restidsförkortning

Till Kortaste Direkt Inkl bytes Kortaste Direkt Inkl bytes tim:min procent
Göteborg C 02:05 4 13 01:11 8 43 00:54 43%
Jönköping C (HSL) 01:03 11 00:20 35 00:43 68%
Köpenhamn H 02:59 12 01:05 4 20 01:54 64%
Malmö C 02:17 15 01:34 16 00:43 31%
Stockholm C 03:42 11 01:53 7 35 01:49 49%

Anslutande linjer till Värnamo
Från Restid (kortaste 2013) Bytestid (ca) Färdmedel
Gislaved 00:40 00:10 Buss
Gnosjö 00:19 00:10 Tåg
Skillingaryd 00:22 00:10 Tåg
Smålandsstenar 00:31 00:10 Tåg

Från Västerås C Idag (2013) Med Europakorridoren
Restid Antal förbindelser Restid Antal förbindelser Restidsförkortning

Till Kortaste Direkt Inkl bytes Kortaste Direkt Inkl bytes tim:min procent
Köpenhamn H 05:48 15 03:54 30 01:54 33%
Malmö C 05:15 15 03:40 30 01:35 30%

Från Växjö C Idag (2013) Med Europakorridoren
Restid Antal förbindelser Restid Antal förbindelser Restidsförkortning

Till Kortaste Direkt Inkl bytes Kortaste Direkt Inkl bytes tim:min procent
Jönköping C (HSL) 01:42 5 22 00:52 15 23 00:50 49%
Linköping C 01:49 15 01:24 3 23 00:25 23%
Stockholm C 03:31 15 02:25 3 23 01:06 31%

Från Örebro C Idag (2013) Med Europakorridoren
Restid Antal förbindelser Restid Antal förbindelser Restidsförkortning

Till Kortaste Direkt Inkl bytes Kortaste Direkt Inkl bytes tim:min procent
Jönköping C (HSL) 02:41 7 01:42 16 00:59 37%
Köpenhamn H 05:07 7 03:13 16 01:54 37%
Malmö C 04:31 7 03:12 16 01:19 29%
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