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11 Reasons for speeding and need for
technical support

Lars Åberg

Abstract

In the present paper the results of a survey of opinions about speeding is discussed.
A nation wide sample of 2800 Swedish drivers, with a response rate of 68.4%, have
been asked to answer a questionnaire based on the Theory of planned behaviour.
The results, presented in the paper, show that the theoretical model provides a good
frame of reference for explanations of self reported speeding behaviour. Implications
from the results and from the literature, are discussed with respect to possible
measures to improve behaviour, including, for example, technical support  to drivers
and information about the general speed level. Also, possible strategies for
implementation of such technical solutions are discussed.

11.1 Reasons for speeding and need for technical support

Drivers’ attitudes are often referred to when the discussion concerns traffic violations
and possibilities for driver improvement. However, there might be other factors of
importance for behaviour in traffic. The traffic environment is a complex social
system and it is not always an easy task to comply with the rules, especially when
other drivers do not seem to care about compliance.

In the present paper some results of an investigation of attitudes and behaviours
concerning traffic law violations in Sweden are presented and discussed. As an
attempt to measure effects of traffic safety measures based on the ‘zero vision’ idea
a questionnaire was constructed. For this construction the Theory of planned
behaviour Ajzen (1985) was used as a frame of reference and this theory is an
extended version of an earlier theory of Fishbein and Ajzen (1975) The theory of
reasoned action. This theory was originally developed to deal with volitional
behaviours and does not explain habitual or behaviours that do not involve
conscious decision-making. Autonomous decision making is a significant aspect of
the tasks of driving. It is often assumed that an experienced driver performs many
driving acts, like everyday driving from home to work without awareness. Many
drivers can report experiences when they intend to drive to a certain place partly
along the same roads as they normally drive and then they ‘wake up’ to find
themselves on the workplace parking lot where they had no intention at all to go to.
Partly to expand the theory to cover also habitual, involuntary behaviours Ajzen
(1985) added a new factor to the theory of reasoned action namely perceived
behavioural control. The revised theory is called the theory of planned behaviour
and it is shown in Figure 1. The concept of perceived behaviour control is believed
to determine behaviour indirectly via behavioural intentions but also that there might
be a direct path to Behaviour. According to the theory intentions are determined by
attitudes together with subjective norms and perceived behavioural control.
Behaviour is determined by intentions and by perceived behavioural control. The
concept of perceived behaviour control is (in a way similar to attitudes and subjective
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norms) determined by a sum of products of control beliefs and perceived power. In
Figure 1 the present author has added a new independent variable to the model,
named other driver’s behaviour. The reason for this inclusion is that earlier research
(Aberg et al, 1998) has shown that the behaviour of other road users affect a driver’s
behaviour, more or less directly, a fact that might be of importance for traffic safety
actions in the future. It is assumed, also based on previous results, that the influence
from other drivers affect behaviour rather directly but that there also is an indirect
influence via behaviour intentions

Attitudes towards
the behaviour

Subjective norm Intention Behaviour

  Perceived
  behaviour
  control

  Behaviour of
  other drivers

Figure 1.  The revised theory of planned behaviour (after Ajzen (1988) and Aberg et
al, (1998)).

11.2 Method
In accordance with a principle of compatibility between attitude, norms, etc. and
behaviour it is important to carefully define the behaviour to be predicted. All model
concepts should be formulated on the same level of behavioural specificity, e.g.
specification of action, target, context and time frame. The questionnaire constructed
include questions about different traffic violations and was sent to a sample of 2800
Swedish licence holders. Thirteen different violations, defined below, were
considered and are listed below. (The violations were selected by the Swedish road
administration and the purpose was to use them in future evaluations of measures
intended to change driver behaviour).

Abbreviations and definitions of violations:
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30 km/h — To drive 45 km/h or more on a 30 km/h road in a built-up area.
50 km/h —  To drive 65 km/h or more on a 50 km/h road in a built-up area.
70 km/h —  To drive 85 km/h or more on a 70 km/h road in an urban area.
90 km/h — To drive 105 km/h or more on a 90 km/h highway.
110 km/h — To drive 125 km/h or more on a 110 km/h highway.
Overtake — When overtaking forcing meeting vehicles to drive on the road
shoulder.
Close 50 — To drive closer than one car length to the car in front at 50km/h.
Close 90 — To drive closer than one car length to the car in front at 90km/h.
Stop — To pass a stop sign without stopping.
Red light — To drive against a red light one second after the change of light.
Pedestrian — Not stopping for a pedestrian crossing the road at a pedestrian
crossing
Ped cross — Passing other vehicle at a pedestrian crossing.
Bicyclist — Not stopping for a bicyclist crossing the road at a bicycle crossing.

In the present paper only speed violations are considered, and these are then
categorised as law speed violations (30 and 50 km/h) and high speed violations (70,
90 and 110 km/h).

For each violation questions about attitudes, subjective norms, perceived behaviour
control, other drivers behaviour, own past behaviour, and expected future behaviour
were asked. The contents of the questions and response scales are briefly
described below:

Attitudes — ” What do you think of traffic violations?” On a scale from Not at all
acceptable (1) to Quite acceptable (5)
Subjective norm — ”What do important others think of you committing...?” on a
scale from Not at all acceptable (1) to Quite acceptable (5)
Perceived behaviour control — ””How easy, or how difficult, is it to follow the
rules?” on a scale from Very easy (1) to Very difficult (5)
Other drivers violations — ”How many of  a hundred ordinary Swedish drivers
will commit...?” in percentages
Future violations — ” How likely is it that you will commit .... during next
month?” on a scale from Not at all likely (1) to Very likely (5)
Past violations — ”How often do you commit....?” on a scale from Never (1) to
Very often (6)

The response rate was 68.4% resulting in a sample of  1863 drivers, 51% males and
49% females. Mean age for males was 48.6 years and for females 51.0 years. Mean
yearly mileage was, for men 16100 km and for women 8000 km.

11.3 Results
The drivers self reports show that to drive 15 km/h over speed limits on 90 km/h
roads is the most frequently reported violation. The second and third most frequent
violations came on 110 km/h and on 70 km/h roads, respectively. On 30 km/h roads
there are few violators while the mean number of violations on 50 km/h roads is a
little more frequent. The patterns of self reported speeding was similar for males and
females while the former violated more often than the latter group. The number of
reported violations showed a descending decrease with age of the driver.
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Behavioural intentions mirrors the result concerning self reported behaviour. This is
also true for attitudes and subjective norm. For perceived behavioural control (the
difficulty of keeping the speed limit) roads with different speed limits did not differ to
any greater extent. The behaviour of other drivers varied in the same way as self
reported behaviour and it was believed that between 40% (on 30 km/h roads) and
63% (on 90 km/h roads) of other drivers drove faster that 15 km/h over the speed
limit, which is a clear overestimation.

Path analyses were performed on the data , based on the theory of planned
behaviour and in order to estimate the effects of independent variables four of the
model variables were regressed on self reported behaviour. The results are
presented as total effects (the sum of direct effects and indirect effects via
behavioural intentions). A total effect of 1.0 means that a variable explains all
variance in the dependent variable while a total effect of 0.0 means no effect at all.
On low speed roads about 38% of the variance of self reported behaviour could be
explained (significantly) by the four model variables (based on questions about 30
and 50 km/h roads): attitude, subjective norm, perceived behavioural control, and
behaviour of other drivers. On high speed roads about 61% of the variance could be
explained by the four variables (based on questions about 70, 90 and 110 km/h
roads).

On  low speed roads perceived behavioural control was the best predictor (total
effect:.33), with attitudes as the second (total effect:.25), others behaviour as the
third  (total effect:.20) and subjective norm (total effect:.13) as least important. The
result was similar for males and females with one exception, attitudes were more
important than subjective norm for males while the opposite was true for females.

For high speed roads the perceived attitudes was the best predictor (total effect:.38),
with behavioural control as the second (total effect:.36), others behaviour as the
third  (total effect:.14) and subjective norm (total effect:.14) as least important. The
same pattern was true for males while perceived behavioural control was more
important than attitudes for females.

11.4 Discussion
The results are in line with previous results indicating that influences on speed
violations can be modelled with the theory of planned behaviour (Parker et al, 1992;
Aberg et al, 1998). However it is important to note that perceived behavioural control
is more important than attitudes for the explanation of behaviour and that others
behaviour have contribute significantly to the prediction. It is important for choice of
safety measures that there are other variables besides attitudes that can be of
importance for traffic violations. To some extent it is drivers that accept violations
that also performs them. Subjective norm is not as important as norms for males,
who commit most violations but at least on low speed roads the norms are more
important for females. I should be kept in mind that the inter-correlation between
attitude and subjective norm is quite high (.46 and .64 for low and high speed roads
respectively). However, most drivers report that they find it difficult to keep the speed
limits and this is perhaps the most important variable for an explanation of (self-
reported) speeding. The behaviour of other drivers is also important for the choice of
speed.
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Based on these results it is possible to suggest different measures to decrease
speeding violations and to improve traffic safety:

- For those drivers that have ‘wrong’ attitudes, traditional measures like
information campaigns, education, enforcement, etc. could be used. It should be
remembered that information campaigns, especially in combination with
enforcement, have been found to affect behaviour (Elliot, 1993)

- Some drivers might have the proper attitudes but they need help and support to
keep the speed limits. In this case in-vehicle warning devices or speed limiters
activated with help of electronic maps and GPS (Global Positioning System)
might be appreciated.

- The social environment with other drivers is also important and still more
important is the perceived social environment, that is, drivers perceptions about
other drivers behaviour and expectations. The present result show that drivers
overestimate other drivers speeding. Therefore, simple information, e.g. on
electronic signs at the road side about the percentage of drivers keeping the
speed limit, can reduce the number of speeding drivers (see Van Houten, 1983).

Thus, in addition to traditional measures to influence driver behaviour there are
other measures based on new technologies that can be used to decrease high
speeds on the roads.
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