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According to the World Health Organization, more 
than 1.4 million people die – and many more are 
severely injured – each year in road traffic ac-
cidents worldwide. Though there has been pro-

gress in areas such as legislation, vehicle standards and 
post-crash care, achieving the goals of the Stockholm 
Declaration (2020) on reducing road traffic deaths by at 
least 50% by 2030 remains a challenge. 

While no reductions in road traffic fatalities in low-in-
come countries can be observed, middle- and high-inco-
me countries did report some reduction in the past few 
years. One reason behind this improvement is the appli-
cation of more rigorous safety standards for passenger 
cars (World Health Organization 2018). The adoption of Ad-
vanced Driver Assistance Systems (ADAS) is one response 
to such measures aimed at preventing future crashes. 

Driver assistance systems have shown huge potenti-
al in reducing the number of road crashes or in mitiga-
ting road traffic fatalities and severe injuries (Euro NCAP 
2017). Though other aspects of road safety still need to 
be addressed in many countries – such as safer road in-
frastructures and driver education – increasingly affor-
dable ADAS technologies can tackle predominant safety 
issues, like speeding. Consequently, its beneficial effects 

will become statistically more relevant and tangible on a 
global level.

The potential of ADAS to impact road safety is com-
plex and understanding all potential effects in diverse 
environments is complicated. Additionally, an uptake 
of high-performance ADAS needs to be encouraged for 
optimised safety benefits. In an ideal situation, correct 
predictions of real-world performance would be available 
during development; the best performance characte-
ristics and activation logics – within given constraints – 
would be selected for production. As a result, real-world 
effectiveness would be openly communicated to end 
customers and insurers. However, these factors are rarely  
known prior to deployment and no real consensus exists  
among manufacturers on how to best translate real-world  
scenarios based on use cases, test drives and experience 
into ADAS design, specifications and fine-tuning. 

Swiss Re and Veoneer share a mutual interest in gai-
ning the best possible insights into the real-world safety 
effects of a variety of ADAS to further improve and tailor 
their performance, and accurately evaluate them. Driven 
by this common goal, they have formed a partnership to 
clearly identify the various factors affecting ADAS bene-
fits (Figure 1). 

Both Veoneer and Swiss Re are strongly committed to 
reducing traffic accidents, saving lives and strengthe-
ning risk-handling in relation to road traffic. Both also 
have a strong background in the analysis of real-life data. 
Swiss Re have specific knowledge of the real-life perfor-
mance of ADAS features based on insurance-relevant 
insights, whereas Veoneer contributes with knowled-
ge on sensors, data processing, performance-enablers 
and constraints to create a complete understanding of  

technology in real-world situations. Together, the part-
nership will lead to a better understanding of the circum-
stances surrounding crashes, and how different set-ups 
of the current technology support the driver in specific 
scenarios. It will also reveal in more detail the opportu-
nities and limitations of current systems. Ultimately, this 
collaboration will further enable fairer premium settings 
and more effective and sustainable development of future  
ADAS features. 

Figure 1: Background, knowledge and needs contributed by Swiss Re and Veoneer.
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Current state of ADAS 
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T here is a consensus that driver comfort should 
not come at the expense of safety. However, it is 
not always straightforward to quantify the safety 
impact of various types of ADAS. ADAS features 

are often categorised and discussed as mainly affec-
ting one aspect of driving, partly depending on a driver 
support timescale. Terms like ‘comfort systems’, ‘assis-
tance systems’ and ‘safety systems’ are frequently used. 
Systems put into the comfort group tend to have a ‘con-
tinuous’, long-duration interaction with the driver, whe-
reas safety systems tend to give only ‘intermittent’ sup-
port in critical situations to avert danger. However, there 
is an overlap between safety and comfort in expected 
functionalities, sensor fusion, logic implementation and 
feature integration by the OEMs. This makes it very dif-
ficult to isolate and assess the impact of a given system 
both from an engineering and an insurance perspective. 
Through current technology advancements, the bounda-
ries between comfort and safety applications have also 
become blurred and increasingly overlapped.

Let us have a look at the development of two of the 
most common and well-known ADAS functions:

Adaptive Cruise Control
Adaptive Cruise Control (ACC) is a continuous support 
function that has its origin in a purely comfort feature, 
namely cruise control, where the car maintains a set 
speed. Over the years, cruise control has developed to 
include adaptive speed regulation based on the vehicle 
ahead (ACC), braking to and accelerating from stand-still, 
and automated speed alignment to locally changing con-
ditions. And this is still not the end of ACC development, 
but rather the beginning of further diversification based 
on the addition of steering assist functionality, intelli-
gent speed assistance and driver adaptation. These new 
system variants will have an impact on the occurrence of 
traffic conflicts – and thus on road safety in general – as 
they alter the risk of the driver being exposed to critical 
situations. The effects, however, will vary depending 
mainly on three aspects:

First, it is not obvious to the end user what type of 
support can be expected from the system, even from 
reading the manual. The effectiveness of the ACC will 
be revealed through use over time, as traffic situations, 
weather and roads may reveal a range of limitations de-
pending on the system. Indeed, as with other assistance 
systems, there is a learning curve that will span several 
months depending on how and how much the system is 
used. When encountering new usage situations, the dri-
ver needs to remain vigilant and pre-empt the system in 
responding if a situation becomes risky.

Second, there is a consumer trend moving away from 
car ownership to renting or leasing. Car users will incre-
asingly drive a wider range of different vehicle brands 
and models. In such an environment, familiarity with one  

specific ACC system may not suffice and critical situa-
tions may occur because the driver may have incorrect 
expectations set vis-à-vis the ACC function from one 
brand to another.

Third, over-the-air updates will allow fast-paced up-
grading of functions to improve performance once more 
real-world experience and advancements in software 
processing are available. Consumers must know about 
the software updates and also understand their conse-
quences, if familiarisation with the system operation is 
affected. To this end, driver coaching systems will beco-
me instrumental in explaining the differences in newly 
installed systems.

Automated Emergency Braking
Automated Emergency Braking (AEB) is a function that is 
only activated in the event of a serious pending conflict 
that most likely cannot be solved by the driver. Like the 
ACC function, AEB has advanced several steps during 
its relatively short period of existence. Development has 
gone from plain time-to-collision controlled rear-end 
crash mitigation to crash avoidance in complex and arbi-
trary conflict constellations using advanced algorithms. 
Yet the minimisation of false-positive interventions (sys-
tem activations when not necessary) still holds the same 
importance as in the early days.

As systems become able to handle increasingly com-
plex scenarios, the definition of a false-positive event is 
not that simple anymore. From a mathematical perspec-
tive, something may be a clear conflict, but from the dri-
ver’s perspective their understanding and intention could 
very well push the situation in a different direction. In or-
der to reduce false negatives (where the system does not 
act though it should have), even more scenarios can and 
should perhaps be incorporated, but the driver’s inter-
pretation still needs to be taken into account.

As AEB systems handle increasingly complex geo-
metries, the definitions of false positives and false ne-
gatives are no longer entirely clear-cut. Is an activation 
justified when a specific driver is extremely uncomfor-
table, and no other conflicts would arise with activation? 
Or is activation justified if a pedestrian approaches fast 
the edge of the road and only at the last second makes 
an abrupt stop? The matter is further complicated by the 
fact that the thresholds of false positives are typically 
linked to and tweaked by the legacy of the different car 
manufacturers. A car manufacturer active in the sports 
car field will be less inclined to hamper the driving style 
of its drivers (by initiating early or more frequent AEB in-
terventions) compared to a manufacturer whose target 
segment is family cars (where drivers might be more ac-
cepting of a precautionary approach). Both philosophies 
can be correct for different drivers, but they highlight the 
fact that a one-size-fits-all approach to AEB is probably 
not what the future holds for increasing the safety bene-
fits of these systems. 

ADAS effectiveness: Assessment  
of safety systems
One common way to convey the effectiveness of ADAS 
is to demonstrate the absolute or percentage reduction 
in crashes or injuries, if all vehicles in a fleet were to be 
equipped with such a function. To date, such safety me-
trics have only been evaluated for safety system; however, 
efforts to investigate the effects of comfort systems  
on exposure to critical situations have recently been  
initiated. 

To assess the safety benefits of ADAS, predictive (also 
called a priori) and retrospective (also called a posteriori) 
methods are used. Predictive analysis involves the gene-
ration of data, for example by using statistical modelling 
and/or simulation methods to derive an estimate for the 
size of the effect. Retrospective analysis uses data that 
has been collected from real-world driving involving ve-
hicles with and without specific ADAS functions.

Retrospective data analysis indicates an effective-
ness of rear-end AEB systems of around 7 to 39 percent 
(ie. in up to 39 out of 100 rear-end crashes the collision 
can be either avoided or mitigated), depending on the 
type of data used and the effectiveness metric (Cicchino 
2016; Doyle et al. 2015; Fildes et al. 2015; Isaksson-Hell-
man and Lindman 2016). Estimates for other types of AEB 
such as pedestrian or cyclist AEB and junction AEB have 
been published based on predictive assessments only 
(Van Auken et al. 2011; Hamdane et al. 2015; Lindman et al. 
2010; Sander et al. 2019; Sander and Lubbe 2018; Scanlon 
et al. 2016, 2017a, 2017b; Yanagisawa et al. 2017).

As discussed before, though ACC and AEB are tradi-
tionally classified as comfort and safety functions res-
pectively, each of them cover substantial aspects of both 
safety and comfort. An uncomfortable AEB or ACC will 
lead drivers to avoid them, and the expected safety be-
nefit will not materialise. The opposite is also true, with 
competent, comfortable and understandable ACC and 
AEB being used and so having a greater effect. We could 
expect that a combined AEB and ACC system would pro-
vide a different level of effectiveness than an AEB system 
alone.

ADAS features are extensively tested to ensure that they 
behave according to specifications that are generally 
defined to cover the most relevant and frequent traffic 
situations. As technical systems continue to evolve and 
effectiveness increases, more focus has been put on 
‘edge cases’ – situations that only occur infrequently. In 
data collections with small sample sizes and detailed in-
formation, such edge cases may not or only rarely occur, 
emphasising a need for other types of data as well. Gathe-
ring large enough sample sizes to cover the edge cases 
with a sufficient level of detail is technically complex,  

time-consuming and costly, which of course will drive the 
price of such features up. Decreasing the level of detail is 
not a solution either, as a high level of detail is needed to 
identify and describe the circumstances surrounding the 
edge cases: infrastructure, regulations, traffic culture 
and specific user characteristics to name a few.

The collaboration with Swiss Re provides unique in-
surance insights on crashes, with and without personal 
injury in high level of detail (Figure 2).

Swiss Re’s reinsurance knowledge and work on ADAS pro-
vides an understanding not only of the vehicle driven, but 
also of the driver behaviour, which is not normally collec-
ted in such substance. The effectiveness of ADAS featu-
res is influenced by both the technical and non-technical 
characteristics of the system. Technical characteristics 
can be based on the hardware, such as components for 
sensing, processing and actuation, or on the software, 
such as algorithms for tracking, classification, informa-
tion fusion, motion prediction, threat assessment and de-
cision making. Limitations beyond the technical sphere 
that require an understanding of the interaction between 
the driver and the vehicle include aspects such as human 
(mis-)interpretation of information, predictability of hu-
man action and comfort thresholds. 

Having a data-driven approach is necessary to fur-
ther improve ADAS performance and robustness despite 
the complexity and diversity that is already present and 
will further increase in the coming years. Even the most 
complex virtual simulations that generate huge amounts 
of synthetic data are only of value if the generated sce-
narios are representative of and cover the diversity of 
real-world conditions. This is where the collaboration 
between Swiss Re and Veoneer will make a huge impact 
on system development in the coming years. 

Partnership implications  
for automotive industry
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Figure 2: Swiss Re data stack based on the network of insurer clients
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Insurance risk models containing traditional variables1 
overestimate the claims frequency of less prone-to- 
accident vehicles and underestimate that of more pro-
ne-to-accident ones. The Swiss Re ADAS Risk Score can 
correct this behaviour. In particular, previous analyses 
performed on EU insurers’ portfolios show that by using 
the ADAS Risk Score on top of the traditional base model, 
the predictive power of the motor risk model can achieve 
a significant boost. Such improvements include a change 
in the technical rates of up to 30% for certain risk seg-
ments of the insurers’ portfolios, corresponding to >60% 
of the policyholders tested. This shows that the ADAS 
Risk Score, reflecting the impact of ADAS in insurance 
terms, can be a remarkable predictor of risk for the motor 
insurance industry, and can be used to develop strategies 
allowing for increased policy volumes and reductions in 
loss ratio. Such insurance strategies have the benefit of 
properly pricing the vehicles based on a more accurate 
description of the real risk associated with policyholders 
and their vehicles, hence reducing insurance market in-
efficiencies.

Figure 4 shows the increased prediction power (here 
on the frequency of claims) of a risk model using the ADAS 
Risk Score across different vehicle risk profiles (A to E) as 
evaluated by the ADAS Risk Score. Group A contains the 
vehicles with the most performant ADAS (capable of best 
preventing claims), while the group E contains the least 
performant ADAS. When integrated to the ”traditional” 
risk model of the insurer, the ADAS Risk Score is capable 
of drastically reducing the prediction error, particularly 
for the vehicles equipped with the most and least perfor-
mant ADAS.

The ADAS Risk Score only reflects the impact of safety 
features on insurance claims. It does not integrate other 
risk factors to be considered, such as driving style. This can 
be typically reflected by telematics insurance solutions, 
collecting a set of geo- and accelerometer data enriched 
with contextual data, allowing insurers to understand dri-
ving styles and how they impact insurance claims. Swiss 
Re has been working towards a holistic motor solution, 
which would yield a thorough and comprehensive picture 
of the risk by combining vehicle characteristics (including 

ADAS features), driver behaviour and context. A very inte-
resting field for study (which is part of the Swiss Re/Veo-
neer cooperation) is to understand how ADAS technologies 
impact different driving profiles. Another very important 
point would be to consider how the end-user interacts and 
uses the ADAS technologies.

From previous years’ focus on ”self-driving” technologies, 
one could easily be fooled into believing that ADAS have 
been developed to their full potential. As Veoneer has 
shown in its White Paper (Veoneer, 2020), there are still 
many aspects where driver-vehicle collaboration could 
and should be improved for ADAS. For example, to date, 
intermittently activated ADAS functions rarely consider 
individual comfort levels. However, substantial ADAS 
benefits can be expected when individualisation of th-
reshold settings is a generic part of system functionali-
ty (Sander 2018). Some measure of individualisation can 
already be seen in ADAS functions with continuous sup-
port, where settings like sport, comfort and eco play an 
integral role. What we see is a trend where the same will 
happen, but perhaps through in-vehicle learning, with in-
termittent safety systems. So, systems will merge, with 
safety systems being more individualised and moving 
more to the comfort component. 

In addition, international standardisation will catch 
up with the development of automated driving functions. 
The usual procedure of defining standards after ADAS are 
introduced onto the market is changing so that standards 
are defined before this happens (Verband der Automobil-
industrie 2019). The need for the change can be seen in the 
current situation: Despite several international standards 
on performance requirements of ACC systems (ISO 15622, 
ISO 20035 and ISO 22179), systems that build on ACC such 
as Pilot Assist or Highway Cruise show a diversification 
in functionality and behaviour, as their standards are still 
under development.

In the last few years, the automotive industry has used 
more disruptive technology than ever, which means it has 
implemented innovations that have substantially altered 
the way it used to work. 

Robotics and artificial intelligence have become an 
integral part of ADAS and Automated Driving (AD) tech-
nology, allowing for functionalities previously impossible. 
With this development, new scalable system architectu-
res are arising: centralised computing and system-on-
chip providing the basis for powerful and cost effective 
integration of different ADAS/AD features in a more mo-
dular fashion (Veoneer 2020).

Technological development has resulted in sensors 
operating in a wider physical spectrum, and in more  

In the last 10 years, automakers have been accelerating 
the rollout of technology designed to avoid crashes. 
However, the insurance industry is still not systematically 
accounting for safety systems when rating a driver for the 
purpose of calculating premiums.

Most insurers say they do not have enough informa-
tion and experience to validate the automotive industry 
promises regarding ADAS safety benefits. Additionally, 
the difference/variation in performance is generally not 
sufficiently detailed to allow for extensive monetary sa-
vings in the insurance rate while keeping the risk under 
control.

In particular, the insurance industry points to five 
aspects:

First, the reluctance of the automotive industry to 
provide detailed information on models sold with spe-
cific ADAS features and versions. With enough granula-
rity, such data would allow the insurance industry to run 
traditional actuarial analyses on the technology to better 
understand the impact of ADAS on real safety benefits, as 
captured by insurance claims. It is particularly difficult to 
get access to granular data providing insurers with cer-
tainty on what precise features (at system/sensor level) 
equip a given vehicle. Finally, even if insurers have access 
to granular data, such data is limited to a given OEM.

Second, there is a lack of consistent standards at sys-
tem/performance level, beyond the name of a function, to 
allow for a comparison across OEMs and system genera-
tions.

Third, there is a lack of clarity regarding how drivers 
use the systems (dynamic ADAS).

Fourth, higher repair expenditure due to the conside-
rable cost of sensors in damage-prone areas (impact on 
severity not clear). 

And finally, the insurance industry traditionally builds 
its rates based on actuarial analysis, using claims data re-
flecting accidents that have already happened (backward 
analysis). Even if granular ADAS data became available, 
insurers would only be able to reflect the benefits and 
costs of the latest automotive technologies in the three 
to five years from the day a new vehicle is introduced in 
the market, depending on the type of car and exposure of 
a given insurer to new vehicles.

For these reasons, motor rating is often based on re-
latively static, easy-to-collect demographic factors –such 
as age, gender, post code etc. – which are proxies of risk 
but do not reflect the real risk on the road.

Further, some insurers might use raw vehicle data, 
highlighting the presence or absence of some generic 
features (e.g. AEB) Yet, such data sources neither tell in-
surers how effective a safety feature might be in reducing 
car accidents, nor allow cross-vehicle comparisons (in-
ter/intra-OEMs). Indeed, ADAS differs in performance and 

description across different manufacturers and across 
models by the same automaker. Previous tests perfor-
med by Swiss Re have demonstrated that among different 
generations/versions of a given AEB from one OEM, the 
change in propensity to reduce car crashes was conside-
rable (see Figure 3). 

  

 

As previously discussed, automakers have invested sub-
stantially in safety technology during the last few years, 
which is not properly considered by the insurance indu-
stry. This is due to difficulty in accessing granular ADAS 
data, as well as the way risk models are built in the insu-
rance industry. They are primarily designed around demo-
graphic variables as well as basic vehicle characteristics 
(e.g. vehicle type, engine displacement, engine power) 
and using a backward analysis only.

Swiss Re has developed a methodology and built a 
score – the ADAS Risk Score – that provides the insuran-
ce industry with a tool that allows for a granular predic-
tive assessment of ADAS features. Developed through a 
scientific approach, using inputs and insights collected 
from the Swiss Re network of automotive players, the 
ADAS Risk Score is uncorrelated to the variables typically 
used by insurers and designed to capture the impact of 
ADAS on the frequency and severity of insurance claims.  
Veoneer’s knowledge of sensor capabilities and limi-
tations, data processing, feature design and system  
integration will lead to further enhancements of the 
ADAS Risk Score, and thus to even more accurate claim  
prediction.

Partnership implications for  
the insurance industry

High-level thoughts on future 
ADAS development and  
consequences for insurance

State of the insurance  
market relative to ADAS 
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Figure 3: - Approximate impact of different generations of the same ADAS 
(non-identified car manufacturer) on crash frequency (as captured by 
claims data). The chart differentiates between two underlying insurance 
covers: Comprehensive and Third-Party Liability covers.

1) ie. based on 
demographic 
variables as well  
as basic vehicle 
characteristics 
(e,g,, vehicle type, 
engine displa-
cement, engine 
power).

Figure 4: – The ADAS Risk Score can capture the impact of ADAS on insurance 
claims and increase the prediction power of the traditional insurance risk model.
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physical dimensions to improve all-weather and all-day ca-
pabilities. Sensing resolution has also increased, making 
it possible to detect the external and internal vehicle en-
vironment with higher detail and robustness. The methods 
of sensor system design and production also seem to be 
on the verge of a technical revolution, however, only time 
will tell if this is going to alter the layout of the sensor  
fusion platforms that we see in today’s vehicles. 

Besides performance, the unit costs are important 
driving forces in enabling high performance ADAS in all 
vehicles, from high to low end. This will create equality in 
road user safety as requested at the Third Ministerial Con-
ference on Road Safety (Stockholm Declaration 2020). 

Connectivity is also considered by many as a key tech-
nology to improve road traffic safety. On the one hand, 
connectivity is the key enabler to allow data upload into 
the cloud for further offline processing such as feature 
personalisation and improvement, and as a complement 
to edge processing. Connectivity also enables over-the-
air-updates. On the other hand, connectivity can be used 
as another sensor to retrieve environmental information. 
However, it remains to be seen in the future how industry 
and lawmakers can agree to communicate safety-rele-
vant information in a timely fashion across all types of 
road participants, infrastructure and country borders 
while protecting the integrity of all involved.

One of the milestones of future ADAS software de-
velopment is the adaptation of comfort-safety features 
specific to the characteristics of the driver. Drivers have 
different comfort thresholds, such as what characterises 
a safe distance from other traffic participants, subjective 
experiences of longitudinal and lateral acceleration and 
their derivative, the jerk, and safety when driving in incle-
ment weather conditions. Not only are there differences 
between drivers, but drivers themselves exhibit a range in 
their individual behaviour. Alertness, stress levels or time 
pressure, as well as different driving contexts, will cause 
the same driver to have different driving support needs. 
Here, driver monitoring systems will play an important 
role in linking the driver’s state to the intervention thres-
holds of a safety feature. Thus it will be relevant to identi-
fy a driver baseline and deviations from that baseline. The 
detection of deviations will allow the integration of driver 
support that can intervene much earlier and less intrusi-
vely than current intermittent ADAS features. Adjusting 
ADAS characteristics to these thresholds and expecta-
tions is a substantial step towards creating true collabo-
ration between driver and vehicle, where driver and vehic-
le complement each other to complete the driving task. 

Adapting to the individual driver will drastically impact 
the evaluation of road safety effectiveness. In the future, 
the risk of sustaining a crash will not only be dependent 
on the technical system itself, but also on the driver cha-
racteristics that have been recorded, computed and refi-
ned over a specific time. For such applications, it will be 
necessary to log information in the ADAS on driving cha-
racteristics, driver attention scoring, other markers and 
the corresponding feature settings. Additionally, if the 

driver changes their behaviour with regard to the system, 
an understanding of each of the components (driver and 
ADAS) may not result in an understanding of the combined 
system (as a complex adaptive system). Thus, with indivi-
dualisation, the ADAS performance will change over time 
as driver behaviour data is collected. As a consequence, 
performance evaluation and system validation will be 
much more complicated as it will no longer be possible to 
perform testing without the driver or an advanced driver 
model.

The insurance industry, on the other side, should keep 
up with the changes and improvements brought onto the 
road by the automakers. The overarching way to achieve 
this is by creating an ecosystem of mutual interests and 
two-way cooperation where the automotive industry pro-
vides insights into the vehicles’ performance (thus ena-
bling insurers to assess more accurately the safety per-
formance of vehicles) and the insurance industry share its 
views on the observed effects on claims (thus allowing car 
manufacturers to tailor and improve vehicle safety). While 
this is a conceptual approach, the more tangible ways the 
insurance industry should innovate are based around two 
pillars: dynamism and connectivity. 

By dynamism, we mean the capability to introduce the 
time dimension into the computation of vehicle risk. So 
far, the Swiss Re ADAS Risk Score and alternative scoring 
methodologies available to other insurers rely on creating 
a time-fixed snapshot of a vehicle’s ”riskiness” (ie. not ac-
counting for some features, like ACC, that can be switched 
on or off by the driver). Going forward, accounting for the 
activation and deactivation of features rather than their 
presence or absence will add a further layer of knowledge 
to the insurers’ static collection of typical variables. 

In addition, such dynamic vehicle knowledge will be 
enriched with another two important components: the 
behaviour of the driver and the context in which the ve-
hicle is being driven. The final risk equation to be solved 
revolves around the knowledge of how a given vehicle is 
driven by certain driver in a certain way in a particular dy-
namic context. Connectivity is the enabler, and the other 
side of this equation. In a connected ecosystem, insurers 
will have to offer dynamicity and provide contexts for their 
scoring and, consequently, pricing.

8 9
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Concluding statement About us
Swiss Re and Veoneer are combining their efforts, expe-
rience and knowledge to create a cross-industry part-
nership aimed at reducing the impact of car accidents on 
society. This is achieved by:

•  Providing the automotive industry – starting with 
car manufacturers – with insights into how diffe-
rent ADAS technologies actually perform in real-life 
situations with a multitude of real-life drivers. The 
main goal here is to ensure that safety technologies 
are designed using a granular feedback loop from 
real accident data – as demonstrated by claims to the 
insurance industry – allowing an improvement in the 
efficiency of these systems, focusing on promising 
upcoming technologies and promoting them to avoid 
or reduce the consequences of car crashes. 

• Supporting the insurance industry on how to best 
assess the latest car safety technologies for insuran-
ce purposes. This means reflecting on the impact of 
ADAS in terms of claims (both frequency and severi-
ty). The overall cost of ownership of a given vehicle 
will then be affected and act as a financial catalyst to 
adopting the highest performing safety technologies 
(ie. with higher efficiency to avoid or reduce acci-
dents).

• Helping end users to understand the real-life impact 
of car safety features and assisting them in selec-
ting their vehicles based on the associated real-life 
safety. 

Swiss Re and Veoneer believe that extensive analysis of 
field data from insurance claims, in combination with in-
depth accident information and physical and virtual tes-
ting, is key to learning about real-world performance and 
identifying the opportunities and limitations of current 
systems. Furthermore, such analysis will ensure deeper 
knowledge of the difference between ADAS and support 
the methodology for complementary testing of complex 
use cases. Finally, fair insurance rates for end users ba-
sed on ADAS effectiveness scoring will support technolo-
gies that lead to a sustainable future.

THE SWISS RE GROUP is one of the world’s leading pro-
viders of reinsurance, insurance and other forms of  
insurance-based risk transfer, working to make the world 
more resilient. It anticipates and manages risk – from  
natural catastrophes to climate change, from ageing  
populations to cyber crime. The aim of the Swiss Re Group 
is to enable society to thrive and progress, creating new 
opportunities and solutions for its clients. Headquartered  
in Zurich, Switzerland, where it was founded in 1863, the 
Swiss Re Group operates through a network of around 80 
offices globally. It is organised into three Business Units, 
each with a distinct strategy and set of objectives contri-
buting to the Group’s overall mission.

Contact info:
Swiss Re
Mythenquai 50/60
P.O. Box
8022 Zurich
Switzerland
Telephone +41 43 285 2121
www.swissre.com

VEONEER, INC. is a worldwide leader in automotive tech-
nology. Veoneer’s purpose is to create trust in mobility.  
The company designs, develops, and manufactures sta-
te-of-the-art software, hardware and systems for occu-
pant protection, advanced driving assistance systems, 
and collaborative and automated driving to OEMs globally.  
Headquartered in Stockholm, Sweden, Veoneer has 7,500 
employees in 11 countries. The Company is building on  
a heritage of close to 70 years of automotive safety  
development. 

Contact info:
Veoneer
Box 13089
SE-103 02 Stockholm
Sweden
Telephone: +46 8-527 762 00
www.veoneer.com
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