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Abstract 
The general opinion is that an increase in fuel taxation would affect the countryside of 

Sweden to a greater extent, than the inner-city areas of the country. The topic of fuel taxation 

has become widely discussed on a political level throughout Europe. This paper examines the 

distributional effects on taxation of fuel in Sweden, by comparing different municipalities 

from different regions. By using aggregated data from different sources and estimate an 

increase in fuel prices by 10 percent, this paper estimates the direct effects of an increase in 

fuel taxation. The results show that by increasing the price on fuel with 10 percent, the 

municipalities located in the countryside of Sweden have a higher distributional impact and a 

greater tax burden compared to municipalities located near larger cities. But the differences 

are modest, and this paper concludes that the fuel tax should be considered proportional 

throughout all regions of the country.  
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1 Introduction 
The question of taxation on fuel has become a hot topic in Sweden on a political level. The 

Swedish government has stated its intentions to raise the tax on fuel to lower the carbon 

emissions in Sweden and lower the biological hazards that are attributed to these emissions 

and create a more sustainable green society. Since the reason of taxation of fuel is used as a 

tool to decrease the negative externalities that comes with transportation vehicles, such as air 

pollution, poisonous waste and contributes to a great proportion of the total greenhouse 

emissions released in Sweden. As Thomas Sterner (2007) states in his article, the importance 

which the taxation of fuel has on limiting the emissions that creates negative externalities on 

society. The introduction of a tax on fuel would therefore decrease the amount of emissions of 

carbon as people would instead use more fuel-efficient ways of transportation. Therefore, the 

taxation of fuel has almost been implemented in all developed countries of the world but to 

different extents.  

However, a lot of criticism has been directed toward the fuel tax for several reasons. People, 

who reside on the countryside, are more dependent on their vehicles for transportation. As the 

public transportation network aren´t as big or widespread as it is in the cities and the distances 

that the individuals need to travel are greater for individuals living on the countryside of 

Sweden. And as the proportion of public transports often differ in different areas, the choices 

of transportation are limited. Thus, making it more important to be able to use self-owned 

transportation means for individuals residing on the countryside. This causes the general 

public in Sweden to believe, that raising the fuel tax, would have a greater negative economic 

impact for those who reside outside of the cities. Since fuel are a consumption goods, 

individuals choose to use/buy fuel for their cars, but for people who rely on their cars for 

everyday use the tax is unavoidable and thus have a greater impact on their utility. And as the 

proportion of public transports often differ from different residential areas the choices of 

transportation are limited, thus making it more important to be able to use self-owned vehicles 

for transportation means. The research’s questions of the paper are therefore: Is the fuel tax in 

Sweden regressive or progressive and is the Swedish countryside more affected by the fuel 

taxation than inner-city areas? 

The main objective of this paper is to examine the distributional effects of the taxation of fuel 

among the Swedish household and if certain areas in Sweden have a higher burden of the 

taxation on fuel. Meaning that the individuals, who are living in on the countryside of Sweden 
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are more affected by the fuel tax than those who live in bigger cities. The purpose of this 

paper is therefore to find evidence if the taxation of fuel is more costly for household residing 

on the countryside. Previous studies on the fuel tax and the distributional effects of the tax 

have been based on income differences between rich and poor individuals, where they have 

measured the impact on the different income groups in their respective countries. This paper 

will instead focus on the impact between different regions in Sweden and the impact an 

increase in the fuel tax has on the municipalities from different regions in Sweden. As such, 

this paper could show different results, compared to previous studies on the impact that fuel 

taxation has on the population of Sweden.  

This paper will use tax incidence analysis to determent the distributional effects that occur 

when raising the fuel tax and will use consumption expenditure data over households for its 

estimations. In this paper total expenditure refers to anything that is consumed by a household 

in a given year.1 

The first section of this paper will introduce the topic and the relevance of the topic of fuel 

taxation. The second section will review earlier studies that have been made on the topic of 

fuel taxation. The third section will introduce and discuss the theoretical framework that this 

paper relies on. The fourth section will introduce the data that will be used to estimate the 

topic of this paper. The fifth section of this paper will introduce the methodological approach 

of this paper and discuss its limitation. The sixth section will show the results from the 

method and interpret them. The last section in this paper will conclude and discuss the 

findings and also discuss future opportunities of studies based on the findings in this paper.  

2 Literature Review 
Sterner (2012) estimate the distributional effect that the taxation of fuel has on seven 

European countries, including Sweden. He investigates the argument that the taxation of fuel 

is a regressive form of taxation and therefore will be unequal distributed on different citizens 

disposable income or if it depends on the country it is active in since countries differ in 

characteristics such as access to public transportation. His findings show evidence that the 

taxation of fuel has some regressive characteristics for all the countries studied. But the 

findings are not as significant to be considered disproportional and he states that the tax on 

fuel is proportional and that the taxation on fuel have tendencies to be progressive in low 

                                                   
1 The data used in this paper will be further discussed in section four of this paper. 



 

3(28) 
 

income countries and regressive in high income countries. Sterner uses a methodological 

approach that is based on the Suits index, which measures the distribution effect of taxes. This 

method is based on the Gini-coefficient and measures the income distribution effect of a 

country and don’t need any welfare weights. However, the Suit index is similar to the Gini-

coefficient and therefore have the same limitations as the latter.   

Blackman et al. (2010) investigates the fuel tax incidence in Costa Rica. They seek to 

understand the distributional effect by looking at how the burden of the tax on fuel distribute 

between the income groups in the Costa Rican society. They mean that a taxation of fuel will 

create a substitution effect to use less fuel and instead use more fuel-efficient ways of 

transportation. They estimate the effects of the increase in fuel price by looking at different 

effects on consumption expenditure. Direct spending on gasoline and diesel. But they also 

estimate indirect effects for spending on diesel from public transportation and indirect 

expenditure on gasoline and diesel, by looking at 6 other categories of services and goods. In 

order for their method to hold, they must assume that the quantity of fuel doesn’t change over 

time. That the consumers do not respond to price changes as they state that if the assumption 

isn’t given, the model they conduct won’t work. This causes problems with the results, 

because the assumption that consumers do not respond to price changes isn’t plausible in 

reality and won’t hold as changes in price will decrease or increase the supply and demand for 

fuel over time. The result that they found in their paper shows that the total effect, if the fuel 

price would increase with 10 percent, would be neutral and that those who would be most 

affected by the fuel tax are the middle-income groups of Costa Rica.  

 

Casler & Rafiqui. (1993) examines the distributional effects of taxation on energy in the 

United States of America. As Blackman et al. (2010), they evaluate the energy taxation by 

looking at both direct and indirect effects. To estimate the impact that the energy taxation has 

on the individuals living in the United States of America, they examine the question under a 

general equilibrium condition. They state in their article that using a general equilibrium 

condition, rather than the partial equilibrium condition for their study would capture a truer 

effect of the real impact that the energy tax has. As studies conducted under the partial 

equilibrium condition are not able of capturing the entire range of relationships among sectors 

of the economy. They estimate the distributional effects on an income, age and location scale 

and find that when including indirect effects into the estimates, the regressiveness of the tax 

decreases and becomes more proportional. 
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Nikodinoska & Schröder (2016) introduced a two-step procedure to estimate the potential 

inequality and welfare trade-offs of emissions by using the German fuel tax as an example. 

By estimating a demographic specification that describes how households respond to price 

and income changes they can estimate a price elasticity for the households and thus doesn’t 

need to assume that consumers do not respond to price changes. Secondly, they quantify three 

different outcomes derived from the demand estimates in the first step. The outcomes are 

emissions, inequality and household welfare. They found that redistribution effect of the fuel 

tax was regressive in Germany and that the burden of the tax was higher on the low-income 

individuals.  

Poterba (1991) argues in his paper that the use of annual expenditure to examine the 

distribution effect of the fuel tax is a more accurate estimation variable then annual income. 

As previous studies have shown that the yearly fluctuation of annual income for low income 

individuals could overstate the regressivity of taxes. He means that, by using annual 

expenditure, the estimates of the incidence of gasoline tax should become more accurate and 

therefore provide more reliable results. His findings suggest that the regressivity of the 

gasoline tax is overestimated when using annual income, as the estimates when using annual 

expenditure shows less regressivity than those who have been estimated on annual income.  

Hassett et al. (2009) uses the lifetime income to estimate incidence of the tax burden, instead 

of annual expenditure or annual income for estimating the distributional impact of the carbon 

tax, as they mean that using current consumption can be misleading since some consumption 

of energy can differ throughout different stages of a lifecycle and cause measurement 

problems as the current income can be downward biased. Thus, they state that the 

measurement of lifetime income would be better to measure the proportional effects that the 

carbon tax has on society.  

Callan et al. (2008) examines in their article the effects of carbon taxation and the revenue 

recycling effects across income distributions in the country of Ireland. The study focuses on 

the impact that an increase in taxation of carbon who’d have on the people of Ireland. 

Compared to other articles, the authors study the total carbon taxation of Ireland, which 

implies that they include other sources of carbon taxation than just only transportation fuel. 

For estimating the impact of on revenue recycling on income distribution after a carbon tax is 

introduced on the household, the use the SWITCH model. This model simulates the 

distributional impact that the revenue recycling would have on the different income deciles of 
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the country. They found in their study that in the taxation of fuel is regressive against the 

higher income deciles of Ireland and that the distributional effects of carbon taxation were 

higher for home heating than for motor fuels and that the carbon tax has regressive properties. 

However, the taxation of carbon is as in many other countries proportional thru the country’s 

different income groups. As the state” In a country like Ireland, distributional concerns need 

not deter the introduction of a carbon tax. And if the revenue of the taxation of carbon would 

be used to increase the social benefit and tax credits, the tax would increase the welfare 

among household across different income deciles.  

 

Author  Country Method  Data Results 
Sterner 
(2012) 

Sweden Measures fuel tax 
distribution in 7 different 
European countries by using 
the suit index 

Data used in this 
paper comes from the 
European household 
budget survey from 
2008. 

Found that the taxation 
of fuel shows 
regressiveness toward 
low income household 
in almost every 
country studied. 
However, the 
regressiveness is 
minimal and the fuel 
tax should be 
considered 
proportional. 

Blackman et 
al. (2010) 

Costa 
Rica  

Measures the tax incidence 
throughout the income 
groups in Costa Rica by 
measuring the direct and 
indirect effects that occurs 
when a 10% increase in fuel 
prices occurs.  

Uses data from 
Household Income 
and Expenditure 
Survey from Costa 
rica, gathered 
between 2004 and 
2005.  

Found that the taxation 
of fuel was more 
levied on the middle-
class, but that the 
taxation of fuel should 
still be considered 
proportional. 

Casler & 
Rafiqui 
(1993) 

USA Uses a general equilibrium 
model in their examination 
of the fuel tax by estimating 
the direct and indirect 
effects of raising the fuel 
tax 

Data used in this 
paper comes from the 
consumption 
expenditure survey 
from 1985 and other 
sources. 

Found that the taxation 
of fuel shows 
regressive properties, 
but by including 
indirect effects, these 
properties decreased. 

Nikodinoska 
& Schröder 
(2016)  

Germany Uses a two-step procedure 
to estimate the inequality 
and welfare trade-offs if the 
fuel tax. 

Data used is the 
German income and 
expenditure survey 
and consumer price 
data from various 
expenditure 
categories. The data 
were collected 1993 
to 2008 

Found that the taxation 
of fuel in Germany 
was regressive against 
low income 
households in 
Germany 
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Poterba 
(1991)  

USA Computes the total amount 
of expenditure that low- and 
high-income households 
devote to retail gasoline.  

Data is gathered from 
the US consumption 
expenditure survey 
conducted in 1985 

Found evidence that 
by measuring fuel tax 
incidence with 
expenditure data, 
rather than income 
data, the tax becomes 
less regressive.  

Hasset et al. 
(2009)  

USA Measures the direct and 
indirect incidence of the 
fuel tax, by using both 
income and lifetime 
income. 

Uses data from the 
U.S. Bureau of Labor 
Statistics Consumer 
Expenditure Survey 
from different years 
and an input-output 
matrix from the U.S. 
Bureau of Economic 
Analysis. 

The results indicate 
that using annual 
income data instead of 
lifetime income data to 
measure tax incidence 
will show more 
regressive results. 

Callan et al. 
(2008) 

Ireland Uses a SWITCH model to 
estimate the revenue cycling 
of the fuel taxation in 
Ireland. 

Uses the household 
Budget Survey from 
Ireland collected 
between 2004 and 
2005.  

Found that the 
distributional impact 
was higher for home 
heating, then for motor 
fuels. Also found that 
if the taxation revenue 
is used to increase the 
social benefit and tax 
credits, the tax would 
increase the welfare 
among households 
across different 
income deciles.  

Summary table of the articles reviewed in this paper.  
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3 Theoretical Background  
 Background of fuel taxation in Sweden.  

 

The taxation of transportation fuel in Sweden was implemented into the tax system of Sweden 

in 1924. But the current taxation of fuel was implemented in 1995, when the taxation of fuel 

was divided into two different categories. The carbon tax and the energy tax. The tax was also 

introduced to a value added tax in 1990 and the VAT tax are taxed upon the other two factors 

of the fuel tax and today the tax comprises of these three factors. The tax on fuel is one of 

many energy taxes that an individual in Sweden are faced with. There are however differences 

in the taxation of transportation fuels. When discussing transportation fuel, there are different 

types of fuels that need to be considered. Today, there are gasoline, diesel, biofuels and 

electric driven vehicles and these fuel types are taxed different. Gasoline and diesel are both 

taxed to a larger extent, as the percentage of the price consumer’s pay that are taxes are nearly 

60 percent for gasoline and 50 percent for diesel. The usage of fuel taxation has been justified 

in Sweden throughout the years on different bases, but now the justification of the fuel tax is 

the environmental aspect. The release of carbon emissions throughout the country is an 

extensive problem as it creates negative externalities in the country and taxing transportation 

fuels reduces the negative impact these emissions has on the society. As such, individuals are 

incentivized to reduce their output of emissions of carbon. Other incentives are also given to 

consumers, who are using fossil fuels powered vehicles, to instead use electrically powered 

vehicles in forms of cash backs.   

 Tax incidence 
 

The theory that this paper is based upon is tax incidence. Tax incidence is the effect or impact 

that a particular tax has on the distribution of economical welfare among the society. Often 

tax incidence is estimated on a regional or countrywide bases. By estimating an individual’s 

or households spending behavior before and after the fuel tax is raised, we would be able to 

estimate the real economic impact that the taxation of fuel has on a particular part of society 

and in this case on a regional distribution basis. As the taxation of fuel in Sweden is 

considered an excise tax, which means that the tax is put on the costumer who purchases the 

transportation fuel and the fact that the Swedish government has implemented a polluter’s pay 

principle, the tax burden is completely levied on the consumer. This implies that a raise in 

fuel taxes in Sweden would have a direct impact on the individual’s disposable income or 
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consumption. And as statistics gathered from Statistics Sweden show, there exists a difference 

in disposable income between the different municipalities in Sweden, where individuals in the 

larger cities have a higher disposable income compared to individuals who resides on the 

countryside or smaller municipalities located in Sweden. This could indicate that a raise in 

taxation of fuel could have a larger effect on the individuals who live on the countryside 

compared to those who live in larger cities in Sweden as the would theoretically have a higher 

consumption expenditures on gasoline and diesel as they would drive their vehicles more 

often due to the fact that everything is further away geographically.  

  

Figure 1: Tax incidence on a perfect inelastic demand curve.2 

Tax incidence assumes that that the consumer and firm are rational and maximize their utility. 

And as such would an equilibrium on the market be created, where the utility and prices of the 

commodity in question, in this case fuel, are maximized for both the consumer and the 

producer. Taxation of fuel in Sweden have the characteristics of an ad-valorem tax, which 

means that the taxation on transportation fuels in Sweden is levied as a percentage of the 

price. With an ad-valorem tax were the burden is completely borne by the consumers, we 

would have the following equations. The price of the producers shown in equation 1 and the 

price of the consumers from equation 2. 

Equation 1: 𝑃" = 𝑃 

Equation 2:	𝑃%	 = 𝐴 − 𝐵(1 + 𝑇) × 𝑃, 

A is the intercept and B (1+T) is the slope of the curve, T is the tax and P is the price. By 

introducing or raising the taxation of fuel, the slope of the demand curve would therefore shift 

                                                   
2 Graph gathered from 
http://www2.econ.iastate.edu/classes/econ301/deiter/U4HmwrkKeyF08.htm 
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inwards and create a new equilibrium point. Therefore, supply and demand equals each other 

and create a new equilibrium on the market, where the quantities consumed have been 

reduced. As the equations above shows, an increase in the tax will change the slope of the 

demand and not the intercept, as the price is constant for the supply curve. This will 

graphically show a horizontal supply curve and a price increase of the fuel tax should increase 

the fuel price with the full amount of the tax. The entire burden of the fuel tax will therefore 

be levied on the consumer. 

Equation 3: 
/0
/1
= 23

(24523)
 

In general, the tax burden depends on the relative elasticity of demand and supply in a 

competitive market. Equation 3 shows the equilibrium condition of the elasticities and the 

effect of a price increase on the tax  
/0
/1

 , which determines who bears effective burden of the 

tax. In equation 3,	𝜀% is the elasticity of demand and 𝜀" is the elasticity of supply. The less 

elastic the demand curve is and the more elastic the supply curve is. The more the tax will be 

borne by the consumers. For the tax to be borne by the producers, the demand curve would 

have to become more elastic and the supply curve to become less elastic. In this case as, it’s 

known that the taxation of fuel is completely borne by the consumers in Sweden. Therefore, 

will the elasticity of demand curve would be perfect inelastic (𝜀% = 0), or will the supply 

curve would be perfectly elastic (𝜀" = ∞).  

Figure 1 describes graphically, the effects when the elasticity of demand is inelastic. Since the 

demand curve is inelastic and vertical, a price increase will result in that the entire burden of 

the taxation is borne by the consumers in the different municipality groups. As the price 

increases and the demand is constant, the graph shows that the price of a product, in this case 

fuel, will become more expensive. As the supply curve increases from S1 to S1+t as the tax is 

increased or introduced, this results in that the price that the consumers have to pay after the 

tax is introduced or increased, becomes P1+t instead of P1. This implies that the quantity 

consumed, before an increase in price, will be equal to the quantities consumed after an 

increase in price are introduced. Therefore, will the quantities consumed be constant over 

time.  The implications and limitations to estimating tax incidence while holding quantities 

constant over time will be further discussed in section five in this paper.  
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 Empirical Studies 
When reviewing previous studies that have been done on the distributional effects of the 

taxation of fuel, we can see that the taxation of fuel indeed has regressive properties when 

comparing income groups. This implies that the lower income groups have a higher tax 

burden of the fuel tax, compared to the other income groups. Both Sterner (2012) and 

Blackman et al. (2010) found evidence of regressivity in the fuel taxes in their country of 

study. But these effects were minimal and the taxation of fuel in Sweden particularly, could 

be considered proportional throughout the income groups studied according to Sterner (2012). 

Blackman et al. (2012) estimations shows us that the fuel tax has a higher distributional 

impact on the middle class when they examined the distributional effects of the taxation of 

fuel. These results imply that the municipalities with the lowest disposable income per 

household would have a higher tax burden of fuel in Sweden. But the distributional effect of 

the fuel tax would be proportional or “neutral”.  

Previous studies have also highlighted the importance of the estimations differences that 

occur when different measurements variable is used. This is of course obvious in an empirical 

sense, as different measurements cause different results. However, as Hasset et al. (2009) and 

Poterba (1991) discusses in their articles, the importance of different measurement 

estimations when we calculate tax incidence, as they mean that using different measurements 

could distort the regressiveness of the fuel tax or give the wrong “true estimate”. The usage of 

lifetime income instead of yearly expenditure or disposable income would give a more “true 

effect” of distributional impact of the taxation of fuel as the state, because of the fact that 

income and expenditure could differ from year to year and would therefore give more 

distorted empirical results compared to the use of lifetime income. Therefore, using lifetime 

income instead of disposable income and expenditure data would give a better estimation of 

the regressivity of the fuel tax and also the distributional differences among the regions in 

Sweden. Also, the fact that the methodological approaches used to estimate the tax incidence 

will lead to different results. As Casler & Rafiqui (1993) states in their article, using the 

partial equilibrium condition instead of the general condition will not capture the true 

relationship effects in a country. As an increase in a certain tax would have a wide range of 

implications in different aspects other than just the tax tested due to the fact that household 

will shift their consumption behavior accordingly to theory as the prices of fuel rises. From 

the results in Callan et al. (2008), we know that the usage of a carbon tax would be a good 

way of distributing welfare among the different income groups in a country if the tax revenues 

would be used to increase social welfare and tax credits. However, the destination of the fuel 
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taxation revenues in Sweden are not set and are impossible to know as the revenues of this tax 

are collected with all the other taxes in Sweden. Before, the revenues collected in Sweden of 

the fuel taxes where used to repair the infrastructure of Sweden. But after 1980, this link 

changed, and the revenues collected from the tax is going to the joint government treasury 

instead and don’t have a direct destination and are instead directed to those sectors that the 

revenue of fuel taxation is needed.  

 Regional estimation framework 
 

To study the effects of an increase in the taxation of fuel, we need to take into account that 

different effects occur on the households. As Blackman et al. (2010) and S. Casler and A. 

Rafiqui. (1993) discusses in their articles, we need to consider both the direct and indirect 

effects when raising the fuel tax. When raising the taxation on fuel, direct effects occurs on 

the price that the consumers purchases the fuel for. But simultaneously, many indirect effects 

occur when the price of fuel increases. These indirect effects are complicated to analyze but 

would be different for every municipality group. In this aspect, transportation costs would 

increase on commodities that needs to be transported and this would in theory have a larger 

effect on the countryside of Sweden. To analyze of these effects are however impossible to 

estimate in this paper, as the data used aren’t able to estimate these effects. An analysis of 

how changes in the fuel tax directly affect the welfare among the households the distributional 

effects in different parts of Sweden must therefore be based on the individual household’s 

situation, there are various factors that need to be considered.  

The first factor is the household's need for vehicles and economic situation. An increase in 

fuel tax can affect the households in different ways. They can refrain from using the car to the 

same extent to preserve their ability to retain the capacity to consume in other areas. On the 

other hand, they can choose to instead reduce other consumption and consume fuel to the 

same extent as before. In reality, there should also be households who do both. Different 

households have different choices in this respect. The freedom of choice is dependent on 

financial conditions based on income and wealth. The other important factor is car 

dependency. Some households, such as retirement homes, can reduce their travel while 

families with children can be more dependent on the car for their everyday life. There should 

also be stated that there should exist variation between these different household groups. But 

these variations would probably be distributed among the extremes according to the normal 

distribution curve. The other relationship that affects the distributional effects locally, is the 
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changes in the fuel tax that is related to the local environment in which the households resides 

in. The most obvious is the availability of public transport means that determine which 

freedom of choice households have. If there is an opportunity to take the bus instead of the 

car, the likelihood that the tax increase will have an impact on the transport patterns are larger 

and thus the household economy increases. Close to the prevalence of collective alternatives, 

the urban area and the geographical extent of the municipality in which the household lives. 
 

This framework above implies that the impact of a raise in the fuel tax would have different 

effects in the municipality groups depending on the elasticity of the demand and the supply 

curve and that elasticity would be different within the groups. As the municipalities 

considered metropolitan areas or larger cities, where the public transportation system is highly 

effective, the distributional effect of raising the fuel tax would be lower. As these households 

have a higher grade of choices among the way they travel to work or to different locations, 

and would therefore have the highest substitution effect among the municipality groups 

towards public transportation. When considering the suburban or commuter municipalities, 

the theory implies that the effect of an increase in taxation of fuel would have a relatively high 

effect. As these municipalities are relying heavier on the usage of vehicles compared to 

metropolitan areas or large cities. These municipalities, however, are closely located to larger 

cities or metropolitan areas and should therefore, in theory, be able to substitute their 

transportation needs with public transport to a larger extent than other municipality groups. 

The second smallest impact would be in the smaller municipalities of Sweden, as these 

municipalities relies to a larger extent on their own vehicle for transportation as these 

municipalities have smaller public transportation networks compared to the other 

municipalities that they can substitute their transportation needs with. The largest impact 

would be measured in the municipalities group “Sparsely populated”. These municipality 

group is considered the most countryside regions among these groups and thus have the 

highest reliability of their own vehicles and have the worst public transport network. These 

municipalities would therefore bare the highest burden among these municipality groups after 

the taxation of fuel is increased according to theory. There should also be expected that some 

household will be more affected by an increase in the taxation of fuel compared to others, 

because of the fact that some individuals aren’t as highly affected by the increase in the 

taxation of fuel. For an example the older population of a municipality do not have the same 

need for transportation compared to those who have children or work further away. Therefore, 

there should exist a difference between the impact of the increase in taxation in the age 
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spectrum, those who have children and those who have to travel daily to work.  

When analyzing the direct effects of fuel changes in different municipalities, income and 

wealth differences between households in different parts of the country are relevant but 

probably of limited importance. Deviations from the normal distribution within individual 

municipalities are also likely to be of limited importance, although it may be that the curve is 

somewhat distorted so that the individual households' savings deviate from the normal curve 

in different directions depending on the household's financial situation. In order to analyze the 

impact of raise in the taxation in fuel, this paper have been forced to a number of 

simplifications in view of the data material that is available. Since the data used in this paper 

are aggregated, the reasoning is based on the various households' freedom of action in 

economic terms, based on average figures on comparisons between different municipalities. 

Nor have I had the opportunity to analyze in more detail the extent to which a tax or price 

increase totally affects the demand for fuel. The fact that there exists such an elasticity in 

consumption from the current economic theory, these estimations requires data at the 

individual level which have been impossible to carry out. I have therefore assumed that the 

households in the short term chose the option of not reducing their demand for fuel. As 

households' options vary between different environments, this can lead to certain differences 

between municipalities decreasing in the income statement. However, my assessment is that 

this is of less importance for comparisons between different types of municipalities. 

4 Data  
The data used in this paper comes from Statistics Sweden and other sources. The first data set 

comes from the household budget survey (HBS) that was collected from 2006 to 2009. This 

data was collected from individuals from different regions and households in Sweden. The 

statistics shows how different consumption expenditures of goods and services are distributed 

among the households in Sweden. The data divide the goods and services into different 

categories of consumption expenditures and the region that the household is in. Thus, this data 

is useful to examine the relative expenditure of different goods and services in different 

regions. The municipalities are grouped into nine different subdivisions and are defined by the 

characteristics of the municipality, the population size and the areal size of the municipalities. 

This subdivisions of municipalities in Sweden was developed by the Swedish Association of 
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Local Authorities and Regions, SKL, in 20053. Like Thomas Sterner (2012) and Blackman et 

al. (2010) where both papers use grouping of income differences in income deciles, the 

grouping of municipalities in Sweden makes it possible to examine the effect of fuel taxation 

on different categories of municipalities and examine if the countryside of Sweden is more 

affected by the fuel tax as larger cities. The data from this dataset was collected from a survey 

that were sent out to different individuals with a questionnaire on their expenditure pattern. As 

this data can be accessed by anyone, the data has been aggregated. This means that the data 

shows the average consumption expenditure and not the individual expenditure. This could 

therefore overstate or understate the impact that fuel taxation has as the data doesn’t show the 

individuals own expenditures. 

Municipality Groups 2006  2007  2008   2009 

Metropolitan municipalities 276310 278410 305490 283930 

Suburban municipalities 298590 308760 331890 339490 

Large cities municipalities 255450 254690 282370 261430 

Commuter municipalities  290630 312310 325910 298870 

Sparsely populated municipalities 255390 247790 255310 265420 

Manufacturing  252530 250260 274020 271160 

More than 25 000 inhabitants  274380 250160 278400 273010 

12 500-25 000 inhabitants 234890 242640 269940 258230 

12 500 inhabitants  258730 235290 234090 260370 
Table 1: Average yearly total expenditure per household for every municipality group 2006-2009, shown in Swedish Kronor. 

scb.se, Statistics Sweden, Household Budget Survey, updated 2010. 

 

Table 1 shows the average yearly total expenditure for every municipality group between 

2006-2009 and we can see from table 1 that the average total expenditure for every 

municipality group is different. The bigger cities in Sweden, which are divided into the 

metropolitan group have a higher total expenditure compared to sparsely populated 

municipalities. But the highest total expenditure has the suburban municipality grouping. The 

difference between the average total expenditure between the municipality groups indicates 

that there exists a difference between earnings between them as average total yearly 

                                                   
3 The subdivision of the municipalities and the description of the groups can been read in Swedish on this paper, 
page 2 
: https://www.scb.se/contentassets/993f9e23a41e420b8a8f4075db7b9aa3/ulf-redovisningsgrupper.pdf 
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expenditure acts as a proxy to the municipality’s average income. The more an individual 

earn, the higher will their expenditure be.  

This paper will also use data from Statistics Sweden that shows the individuals average 

consumption of transportation fuel across different municipalities. The data was assembled by 

Statistics Sweden on assignment from the institution of energy in Sweden and that data was 

collected by the Swedish transport agency and shows the individuals average consumption of 

both diesel and gasoline across different municipalities during the time period between 2012 

and 2016. Since the aim is to measure the tax incidence across different regions in Sweden, 

we have selected 27 different municipalities across Sweden. The 27 different municipalities 

are sorted according to the subdivision of the Swedish Association of Local Authorities and 

Regions from 2005.  The selection of the municipalities has been limited to municipalities that 

have a geographically closeness to each other. Municipalities comes from middle and 

southern Sweden. The northern parts of Sweden have been left out due to that the subdivision 

of municipalities divide the bigger cities and metropolitan areas of Sweden into a subdivision 

of the municipalities. These cities are located in the middle and southern part of Sweden. The 

data will therefore focus on the difference in fuel consumption across the municipality groups 

located in the middle and southern parts. In table 5 in the appendices, we can see the average 

consumption of gasoline and diesel in the municipalities that have been chosen during the 

period between 2012 and 2016. The statistics show, as expected that smaller municipalities 

such as Rättvik consume more gasoline and diesel compare to the bigger municipalities, such 

as Stockholm or Malmö. Over time, the consumption of gasoline decreases for all 

municipalities’ meanwhile diesel increases for all the municipalities.  

The last dataset shows the historical prices for gasoline and diesel in Sweden between 2012 

and 2017. The data has been gathered by the Swedish institute of petroleum and biofuel and 

shows statistics for prices for both gasoline and diesel per month and year. As all other data 

has been aggregated, this paper will use the yearly data over diesel and gasoline prices for 

estimating the tax incidence over the municipality groups.  

5 Methodical Approach 
To estimate the distributional effects of the fuel taxation, this paper will use a tax incidence 

analysis. This type of analysis measures the change in welfare attributed to a relative change 

in expenditure for different households or individuals. Measuring the incidence of fuel tax is 
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usually measured by investigating what a change in fuel prices does to the household welfare, 

which is usually estimated by looking at the change in disposable income or expenditure 

when a certain tax is raised or introduced. Blackman et al. (2010) uses this approach to 

estimate the change in expenditure in different income groups if the fuel prices would 

increase with 10 percent to estimate the distributional effect of the fuel tax. If the total 

spending of fuel increased more on poor people, the tax would be regressive. To evaluate the 

effect of the increase in fuel prices, this paper will use expenditure as the measurement basis. 

As Hasselt et al. (2009) states in their article, the usage of disposable income or consumption 

as the estimation basis can give misleading results of the real impact of the tax incidence and 

that the usage of lifetime income will give the best results. However, the collection of lifetime 

income data was not achievable for this paper and thus making it hard to use this approach to 

estimate the tax incidence of transportation fuel.   

 Estimating tax incidence  

       
By using the partial equilibrium condition, we are able to estimate the change in tax incidence 

for all the municipality groups. By using a partial equilibrium approach, we assume that the 

quantities are fixed over time as stated before. A methodological issue with this approach is 

that it doesn’t take into account the changes in expenditure that individuals will make when 

some goods and services become more expensive to consume. As the prices increase, 

individuals would change their consumption behavior and more likely adapt their 

consumption expenditure on fuel to the new prices and change their utility. Due to this fact, 

we ideally would like to estimate a general equilibrium as Casler &. Rafiqu (1993) uses in 

their article. But such an estimation requires an enormous amount of different estimations on 

the behavior on consumption. Therefore, the general equilibrium approach cannot be used in 

this paper, as collecting data for this approach would be a tremendous task.  

Previous studies have studied the tax incidence of fuel taxation on different levels. Blackman 

et al (2010) used both indirect and direct expenditure, were the authors study effects of a price 

hike in fuel in consumption goods that are indirectly linked to fuel consumption. As stated in 

section 3 in this paper, we will only examine the direct impact on the fuel taxation by only 

examining the effect of gasoline and diesel. Therefore, could the results in this paper 

understate the real impact of the taxation of fuel for the municipalities, as the taxation of fuel 

would impact other aspects of expenditures for the households. Food and other commodities 

may need transportation to reach its destination and thus could an increase in fuel prices 
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increase the prices fuel indirectly as transporting these goods would become more costly. But 

as described before, the data does not support the estimation of such an indirect effect. But 

nevertheless, the results in this paper should show a substantial effect of fuel tax distributional 

effect over the municipalities. Another methodical issue is the collection of data. The data 

used in this is aggregated and are as such an average of the municipality’s total expenditure 

and consumption of gasoline and diesel. Therefore, this approach won’t show the tax 

incidence on gasoline and diesel on an individual effect but instead on the different 

municipality groups as an average. Another issue with the data is that the total expenditure 

and consumption of the fuel types are from different years. Due to the difficulty of collecting 

data on expenditure on a municipality level, the data for total expenditure is older than the 

data covering consumption of different fuel types. This could cause bias issues, as the total 

expenditure for the municipality groups could have increased or decreased during recent 

years. Due to this fact, this paper will focus its results on the tax incidence effect between the 

years of 2009 and 2012 to be able to more accurately state the impact that the increase has on 

the different municipality groups.  

 Empirical framework 
 

Paper will use the direct expenditures of fuel by estimating two different categories of 

expenditures. Expenditure of diesel in equation (1) and expenditure of gasoline in equation (2) 

Were PD and PG are the price of diesel and gasoline and XD and XG is the total consumption of 

diesel respectively gasoline. The analytical framework will be based upon the method used in 

Blackman et.al (2010). By estimating the total cost of both diesel and gasoline per household 

for every municipality as equation 3 below describes were EG, D is the total expenditure of 

consuming XG amount of gasoline and XD amount of diesel. Unlike Blackman et al. (2010) I 

will not consider the indirect expenditures into the estimations. The reason for not including it 

into the calculations is that the data doesn’t allow for it. The expenditure of the diesel and 

gasoline is defined as the price of the fuel type, times the quantity consumed of the fuel type. 

This would give us the total amount consumed in the average household per municipality. 

Equation (1) E: = (P: × X:)		 

Equation (2) E= = (P= × X=).  

Equation (3) 𝐸?,% = (𝑃? × 𝑋?) + (𝑃% × 𝑋%)   
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To estimate the change in expenditure for every household’s consumption expenditure on 

diesel and gasoline, we simply estimate the change in fuel type expenditure by using equation 

(4). In this equation the variable ∆𝑃%,?  is the percentage increase of the fuel prices multiplied 

with the original expenditure of both fuel types.   

 Equation (4) ∆E=,: = (∆CD,E
CD,E

) × (X: + X=) 

In this case, this paper will introduce a uniform price increase for both fuel types and increase 

the price by 10 percent, as to simulate a relative high increase in expenditure for each of the 

municipality groups. To calculate this price increase, this paper simply estimates the changes 

in fuel spending divided on total expenditure on all the fuel types (EG, D) in equation (5) and 

examine the relative change in expenditure per household between the different municipality 

groups. 

 Equation (5)  ∆FE,D
FED

= G∆CD
CD
H × I FD

FE,D
J + G∆CE

CE
H × I FE

FE,D
J 

By comparing the change in expenditure between the different municipality groups after the 

price increase is introduced, we can study the impact that the increase in price have on them. 

If the change in expenditure is higher for a certain municipality group, than the others, then 

this group has a higher loss of welfare and thus the tax has a higher regressive effect on that 

particular municipality group. By using this methodical framework, we can assess the direct 

impact that an increase in fuel price has on the different municipalities and examine the tax 

incidence on fuel taxation throughout Sweden. 
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6 Results 
 Analyzing expenditure on fuel 

 

Municipality Group/Year 2 012    2 013    2 014    2 015    2 016    

      

Metropolitan   5 152    4 746    4 540    4 125    4 049    

Suburban  6 976    6 609    6 366    5 731    5 543    

Large cities  7 388    6 878    6 611    5 964    5 793    

Commuter  8 500    7 816    7 470    6 750    6 480    

Sparsely populated  10 686    10 116    9 728    8 942    8 675    

Manufacturing  9 295    8 579    8 257    7 441    7 219    

 More than 25 000  7 865    7 587    7 322    6 623    6 474    

12 500-25 000   8 824    8 144    7 795    7 094    6 879    

Less than 12 500  9 771    9 163    8 826    8 176    8 171    
Table 2: Average total expenditure per household on both gasoline and diesel for the municipality groups in Swedish Kronor 
after a 10% price increase 2012-2016  

Spbi.se (2012-2016), Trafikverket.se (2017), own calculations. 

 

When looking at the total expenditure per household on both gasoline and diesel in table 2, we 

can see that after increasing the price of both gasoline and diesel, that the sparsely populated 

municipalities are the group that have the highest total expenditure on fuel for transportation 

compared to the other municipality groups with an average total expenditure of 10686 

Swedish kronor. The metropolitan municipalities are the group of the municipalities that have 

the lowest expenditure with an average total expenditure of 5152 Swedish kronor in 2012 

which is nearly half the amount of expenditure on transportation fuel when compared to the 

sparsely populated municipalities. When comparing the results with table 5 in the appendix, 

we can also see that the increase in fuel prices have the highest effect on total expenditure in 

the sparsely populated municipalities and that overall the increase in expenditure on 

transportation fuels are higher for the smaller municipality groups. We can also see in table 2, 

that in the municipality groups where the smaller municipalities are included, have a larger 

amount of total expenditure on transportation fuel after the increase in prices, compared to the 

municipality groups where the larger cities are grouped together. This indicates that the 

municipalities located in the countryside relies more on their vehicles for transportation than 

those who live in larger cities in Sweden, as they spend more of their disposable income on 

diesel and gasoline. However, when comparing the results from the municipality group 
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12 500-25000 inhabitants to the large cities and the commuter groups, we see that their 

consumption expenditure for is smaller. This contradicts the theory that the impact would be 

larger for the municipalities located in the countryside.  

We can also see from table 2 that the total average expenditure on transportation fuel 

decreases over time for all the municipality groups. When comparing the results from 2012 to 

2016, we can see that the expenditure has decreased significantly, as the total average 

expenditure has decreased with 23 percent for the sparsely populated municipalities. But 

when comparing the results across the municipality groups, the total average expenditure on 

transportation fuel is still highest for the sparsely populated municipalities and lowest for the 

metropolitan municipalities. Overall, the total average expenditure for transportation fuel is 

still highest for the municipality groups which are considered countryside in Sweden. Looking 

at the graph in figure 2, we can clearly see for metropolitan, large cities and sparsely 

populated municipalities that the total yearly expenditure on fuel are decreasing over time for 

all the municipality groups. This could indicate that the individuals in Sweden are using more 

alternative fuels or other means of transportation then their own vehicles. But also, that the 

general consumption of fuel has decreased over time, with newer vehicles using less fuel 

overall. 

Figure 2: Yearly expenditure on fuel consumption in three municipality groups 2012-2016. 
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 Analyzing total consumption expenditures 
 

 

Figure 1: Direct effects: Percentile expenditure on fuel consumption on total expenditure for household per municipality 
group after price increase 2012 

Spbi.se (2012-2016), Trafikverket.se (2017), Scb.se (2010), own calculations  

 

When looking at figure 3, we can see the direct effect of the 10 percent increase in fuel prices 

in percentage of total house expenditure for 2012. Here we can see that the all the 

municipality groups have a higher expenditure increase in expenditure on gasoline compared 

to diesel, as the direct effect of increasing the fuel prices for both fuel types have higher 

change in gasoline expenditure. This could be explained by the fact that all of the 

municipality groups consume more gasoline than diesel when looking at table 2 in the 

appendices. When comparing the total effects of the price increase, we can see from the 

results that the effects are relatively small. This is due to the fact that transportation fuel is a 

relatively small expenditure for households, compared to other expenditures. The effect of the 

price hike is highest for the sparsely populated municipalities where a uniform increase in 

both fuel types changes the total household expenditure to 4.03 percent. Smallest increase in 

total expenditure is for the metropolitan municipalities where the expenditure changed to 1.8 

percent. When examining table 3 and comparing them to figure 4 in the appendix, we can see 

that the metropolitan, the suburban, the large cities and the commuter municipalities have a 

relatively low change in total expenditure compared to sparsely populated, manufacturing, 

more than 25000 inhabitant, 12500-25000 inhabitants and less than 12500 inhabitants. The 

municipality groups of more than 25000 inhabitants and commuter municipalities have a 

similar change in total expenditure as the expenditure on fuel increases to 3 percent 

respectively 2,8 percent of total expenditure. Also, that the average expenditure of fuel is 
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higher for the group 12 500-25 000 compared to the large cities and the commuter 

municipalities. Comparing these results with the results from table 2, we can see that the large 

cities and commuter municipalities may have a higher total expenditure compared to the 

municipalities with 12 500-25 000 inhabitants. But looking at the total expenditure on fuel 

relative to the total yearly expenditure, we can see that the municipalities with 12 500-25 000 

inhabitants have a higher expenditure on fuel relative to their total consumption. These results 

show that the smaller and sparsely populated municipalities have a higher increase in fuel 

expenditure when comparing them to the larger municipality groups and the municipalities 

who are located close to larger cities. This implies that a raise in fuel prices would have a 

larger distributional effect on the household’s residing further away from large cities or heavy 

populated areas and that a raise in the fuel tax would have a more regressive effect toward the 

countryside of Sweden.    

However, these results also indicate that the price increase for fuel barely affect the 

household’s total expenditures. In table 4, we can see that for all the municipality groups, the 

change of total expenditure is marginal, after introducing a uniform price increase on both 

gasoline and diesel for every municipality group. As all municipalities has change in fuel 

expenditures below 0, 01 percent of total expenditures. Therefore, should a price increase in 

transportation fuels not affect the different municipalities groups to a larger extent due to the 

small increases that the price increase in fuel comes with. However as can be seen from table 

4, the effects of the price increase are still largest on the household’s residing further away 

from large cities or heavy populated areas.  

 2012 
Region Gasoline Diesel All 

metropolitan municipalities 0,0012 0,0005 0,0016 
suburban municipalities 0,0014 0,0004 0,0019 

large cities 0,0019 0,0006 0,0026 
commuter municipalities 0,0021 0,0005 0,0026 

sparsely populated municipalities 0,0028 0,0009 0,0037 
manufacturing municipalities 0,0025 0,0007 0,0031 
more than 25 000 inhabitants 0,0022 0,0006 0,0027 

12 500-25 000 inhabitants 0,0025 0,0006 0,0031 
less than 12 500 inhabitants 0,0027 0,0007 0,0034 

Table 4: Percentile increase in total expenditure after the price hike was introduced in 2012.  

Spbi.se (2012-2016), Trafikverket.se (2017), Scb.se (2010), own calculations  
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7 Discussion/Conclusion 
The economical questions for this paper were “Is the fuel tax in Sweden regressive or 

progressive and is the Swedish countryside more affected by the fuel taxation than inner-city 

areas”. By using the data from the three different sources, this paper analyses the 

distributional impact of  10% increase in fuel prices in different municipality groups. The 

results in this paper show that increasing the prices of fuel would have a higher negative 

effect on the smaller municipalities and to those, who are located on the countryside of 

Sweden when we compare to larger cities and metropolitan areas. The results also indicate 

that increasing the taxes on transportation fuel do indeed result in that individuals living on 

the countryside of Sweden bare a higher cost of the tax, compared to individuals living in the 

metropolitan areas or larger cities in Sweden. However, the extra burden for  the individuals 

living in  the countryside is limited and as such can the taxation of transportation fuel be 

considered proportional or neutral across the Swedish regions. As the results show, by 

increasing the prices of transportation fuel by 10 percent, we only increase the total spending 

on fuel by an extremely small margin. These results are in line with the general opinion of 

fuel taxation in Sweden and the theory above described. That the individuals residing on the 

countryside of Sweden are affected more negatively by an increase in fuel taxes. But the 

economic impact of raising the tax on fuel would not have the distributional effect towards the 

countryside of Sweden, contrary to general public beliefs.  

Previous studies conducted have found the distributional effects of the fuel tax to be slightly 

regressive. But overall, should the distributional effects in Sweden be considered 

proportional, when comparing between income groups.  By comparing the distributional 

properties of the fuel tax estimated in this paper to previous studies, we can see that the results 

are nearly identical to studies conducted before. The distributional effects of the fuel tax 

should be considered both proportional over different income groups and over different 

regions in Sweden. 

The results in this paper only show the direct effect of an increase in fuel prices and don’t 

show the indirect effect. It’s important here to understand that the effects of an increase in 

prices of fuel are only a small part of a larger total effect. By estimating these “indirect 

effects” of the taxation of fuel, we would likely get a higher total effect of the price increase 

in all municipalities. Also, this paper doesn’t take into account other use of transportation than 

vehicles driven by the owners alone. By including other factors, such as transportation by bus 

or train, we would likely get a higher estimate of the impact of the price increase also. But due 
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to the limitations of the data used in this paper, we aren’t able to examine or estimate these 

effects. As the data used in this paper is aggregated, the results don’t show how the 

individuals are affected. Instead it shows the average effect on the municipality groups. Some 

individuals or households could have a lower or higher impact of the raise in fuel taxation, as 

the consumptions behavior varies. This paper uses partial equilibrium instead of the general 

equilibrium condition, this paper can’t predict how the market in Sweden reacts to an increase 

in fuel prices. Future studies should use a more extensive model for estimating tax incidence 

on the regions of Sweden and try to estimate the consequences, as these effects should paint a 

clearer picture on the total effect that an increase in fuel taxation has for the individuals living 

on the countryside of Sweden. 

As the results in this paper implies that the regional and distributional impact of an increase of 

fuel taxation in Sweden is limited. More studies on this subject would be interesting to 

conduct on countries around the world. Different countries have different types of taxation on 

fuel and the tax incidence of fuel could have different regional and distributional impacts . An 

interesting future study would be to examine the distributional impact in France as the country 

also have had a quite strong reaction to increasing the taxation of fuel in the country. 
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9 Appendices  
 2012 2013 2014 2015 2016 

Municipality    Diesel Gasoline Diesel Gasoline Diesel Gasoline Diesel Gasoline Diesel Gasoline 
Göteborg 91 223 98 197 103 182 111 172 117 162 
Malmö 68 251 79 228 85 215 90 202 97 196 

Stockholm    130 197 142 177 149 163 154 152 162 142 
Staffanstorp 84 389 106 356 117 329 130 300 140 280 

Mölndal 96 307 109 273 123 250 132 234 138 219 
Danderyd   148 270 192 242 218 219 231 199 240 181 

Lund 166 287 179 257 190 237 200 219 206 204 
Karlskrona 84 390 98 360 112 339 126 315 139 291 

Växjö     109 336 128 305 140 282 148 264 160 249 
Höganäs 111 392 124 358 134 330 147 308 155 288 
Gnesta 109 443 124 399 139 382 154 354 170 316 

Kävlinge 97 419 107 387 121 354 136 329 153 305 
Rättvik 126 488 143 461 163 432 187 410 203 382 
Torsby 210 487 222 457 236 430 250 403 253 377 

Vansbro 153 517 176 489 193 456 213 436 223 423 
Herrljunga 143 446 154 404 169 389 178 359 187 339 

Surahammar 105 460 122 428 137 401 159 369 174 342 
Alvesta 135 433 149 392 164 358 177 336 188 317 

Uddevalla 129 359 144 327 158 304 169 285 179 266 
Karlshamn  76 405 89 375 104 353 117 330 130 318 
Norrtälje 129 415 143 380 157 358 168 335 182 314 
Klippan 106 482 118 446 136 416 153 392 171 377 
Arboga 98 422 107 392 124 357 135 348 151 324 
Lysekil 125 398 139 359 155 337 168 303 178 286 

Mellerud 160 424 178 376 194 361 202 343 212 325 
Askersund 146 487 166 448 176 422 194 379 213 346 
Munkfors 114 479 130 464 146 430 161 453 194 461 

Table 4: Average municipality consumption on diesel and gasoline in liters 2012-2016  

 

 2012 
Region Gasoline Diesel All 

metropolitan 0,0130 0,0052 0,0181 
suburban 0,0157 0,0049 0,0205 

large cities 0,0213 0,0070 0,0283 
commuter 0,0231 0,0054 0,0284 

sparsely populated municipalities 0,0309 0,0094 0,0403 
manufacturing municipalities 0,0271 0,0072 0,0343 
more than 25 000 inhabitants 0,0237 0,0062 0,0299 

12 500-25 000 inhabitants 0,0277 0,0065 0,0342 
less than 12 500 inhabitants 0,0294 0,0082 0,0375 

Table 5: Average total expenditure on both gasoline and diesel per household for the municipality groups in Swedish Kronor 
after a price increase were introduced 2012-2016 
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Table 6: Average total expenditure on both gasoline and diesel per household for the municipality groups in Swedish Kronor 
2012-2016 

 

 
Figure 2: Percental expenditure on fuel consumption on total expenditure per municipality group before price increase 2012 
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2012 Gasoline 2012 Diesel 2012 All

Municipality Group 2012 2013 2014 2015 2016 

metropolitan  4 683  4 315  4 127  3 750  3 681  

suburban  6 342  6 009  5 787  5 210  5 039  

large cities  6 716  6 253  6 010  5 421  5 266  

commuter  7 727  7 105  6 791  6 136  5 890  

sparsely populated  9 714  9 197  8 844  8 129  7 887  

manufacturing  8 450  7 799  7 507  6 765  6 563  

 more than 25 000 inhabitants  7 150  6 897  6 656 6 021  5 885  

12 500-25 000  8 022  7 403  7 086  6 449  6 254  

less than 12 500  8 883  8 330  8 024  7 433  7 428  


