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Abstract

This study aimed to determine whether the Safe Driving Program (SDP), a behaviour
change program ordered by the courts operating in Victoria, Australia, was successful in
reducing the offending and crashes by hoon drivers. A sample of 3,324 hoon drivers who
completed the SDP were compared with 1,063 hoon drivers who were ordered to complete
the program but failed to do so. These two groups were also compared with a third
group consisting of 30,678 hoon drivers who, for various reasons, had not been ordered
to complete the SDP. Longitudinal group comparisons were made regarding overall, hoon
and serious offending, as well as the number of crashes, fatalities and serious injuries
and the proportion of offenders receiving bans and vehicle impoundments. Generalised
Estimating Equations were used for this purpose, providing estimates of group differences.
It was found that statistically significant benefits were obtained through the placement of
SDP orders. However, differences between the offenders that completed their SDP order
and those that failed to complete their SDP order were not always as expected. Reasons for
this are explained and implications for the program, policies and penalties are discussed.

No changes are recommended for current impoundment and SDP arrangements.

Key findings

» The SDP is a behaviour change program developed to stop hoon offenders reoffending
» SDP court orders with additional bans and vehicle impoundments reduce reoffending
» Completion of SDP orders is associated with lower rates of serious reoffending

» Ideally magistrates should consistently impose SDP orders, reissuing for recidivism

Introduction

Dangerous and reckless drivers are a threat to themselves
and the community, and in most countries the public is en-
couraged to report evidence of such driving. In Australia,
high-level speeding offences, and dangerous or careless dri-
ving involving improper use of a motor vehicle (i.e., inten-
tional loss of traction in burnouts, drag racing and donuts
on public roads), have been given a special name. They are
referred to as “hoon” offences (Victoria Legal Aid, 2023).
Leal and Watson (2011) reported that 3.7 percent of illegal
street racing offences brought to police attention resulted

in crashes, while speeding violations resulting in licence
suspension, more than any other type of offence, were as-
sociated with increased injury severity in crashes (Hamzeie
et al., 2017).

In Victoria, Australia, hoon offences include:

» exceeding the speed limit by 45 km/h or more in any
speed zone

» travelling at 145 km/h or more in a 110 km/h zone

» loss of traction in combination with careless or dan-
gerous driving

+ causing excessive noise or smoke by improper use of
a motor vehicle
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» organising or engaging in a race/speed trial

Drivers who commit a hoon offence may have their vehi-
cle impounded immediately for up to 30 days, with an im-
poundment of at least three months for repeat offenders
or offenders who exceed the speed limit by 70 km/h or
more. In addition, there may be considerable fines and even
imprisonment for repeated hoon offending (Victoria Legal
Aid, 2023).

Since 20 February 2013, hoon offenders have also been
ordered by court magistrates to complete a Safe Driving
Program called the SDP (VicRoads, 2023). This is a be-
haviour change program consisting of a 5-hour facilitated
group discussion among 4 to 12 participants who have all
received a court order to attend the program. The broad aim
of the program is to reduce the likelihood of participants
engaging in unsafe driving/riding, offending and hoon pub-
lic nuisance behaviours in the future. The program is de-
signed to enable participants to develop an understanding
of their motivations and triggers for high risk and anti-so-
cial driving, while also developing strategies to avoid these
behaviours in the future.

The program is delivered by the Victorian Department of
Transport and Planning (DTP) through approved providers,
and only these providers can issue a Completion Certificate
to prove that the SDP has been completed. A hoon offender
has four months from the date of notification to complete
the SDP, with additional licence suspensions or disqualifi-
cations imposed if this does not occur. SDP orders are man-
dated by the courts and additional penalties such as licence
disqualification, fines and vehicle impoundment are often
imposed at this time. Between May 2014 and December
2020, an average of 55 hoon drivers were ordered to com-
plete this program each month. It is in this context that the
evaluation of the SDP has been conducted, using a before/
after treatment/control group longitudinal design, whilst
controlling for confounding factors.

Study Aims

The primary aim of this study was to determine whether
traffic offending and crashing were statistically signifi-
cantly reduced after completing the SDP. Secondary aims
were to explore possible reasons for the failure of offenders
to complete the SDP when ordered to do so by the court
magistrates, and to determine if any improvements for the
SDP need to be considered.

Method

Evaluation of Large-Scale Road Safety
Interventions

In many countries, including Australia, detailed official in-
formation is collected on the licensing and offence history
of drivers (including motorcyclists). In these countries, it
is therefore possible to conduct evaluations of intervention
programs involving large sections of the driving popula-
tion. This means that sample sizes can be large and there
is considerable detail available on the police-reported of-

fending behaviour of individual drivers and the penalties
imposed. However, working with such observational data
rather than experimental data does have drawbacks when
evaluating such programs. Most importantly, drivers can-
not be randomly allocated to intervention and control
groups. Instead, pseudo control groups need to be arti-
ficially constructed, representing some “control interven-
tion”, ideally with careful matching of the intervention and
control groups in terms of demographic factors and offence
history. However, this is not always possible and the use
of control variables to adjust for these group differences is
also sometimes problematic.

Ideally a longitudinal analysis is required for evaluation
purposes, in which changes in offending in the period be-
fore and after the intervention are compared for the inter-
vention and control groups. This can also raise challenges,
especially when determining these before and after periods
for a control group which may not experience any interven-
tion.

Data

The Victorian DTP provided data from the Driver Licensing
System (DLS) database and the Road Crash Information
System (RCIS) database. Vehicle impoundment data were
sourced from Victoria Police. In addition, dates were pro-
vided for SDP orders and SDP completion (if completed) for
hoon offenders. Although the SDP was formally introduced
on 20 February 2013, offenders with SDP orders placed be-
fore May 2014 were omitted to avoid what was a ‘settling-
in’ period for the courts, during which time some SDP or-
ders might have been incorrectly imposed or omitted (to
allow time for magistrates to implement the new legislation
requirements). Various changes and delays in the reporting
systems meant that the study was confined to offences
committed in the period from 2007 to 2020. Only drivers
(including motorcyclists) who resided in Victoria through-
out the study period and who had committed at least one
hoon offence during this period according to police records
were included in the study. Offences not included in police
records have been excluded from this study.

Intervention and Control Groups

All offenders included in this study committed at least one
hoon offence in the period 2007 to 2020. The intervention
group (Group 1) consisted of offenders who received an SDP
order between May 2014 and December 2020 and then pro-
ceeded to complete this program.

Two control groups were chosen for comparison. The
first control group (Group 2) consisted of drivers/riders who
received an SDP order between May 2014 and December
2020 but failed to complete the SDP. The second control
group (Group 3) consisted of offenders who committed a
hoon offence in the period 2007 to 2020 but did not receive
a SDP order. For 54.7 percent of the Group 3 offenders, the
hoon offence was committed before 20 February 2013, that
is, before the SDP was established. For the remaining 45.3
percent of the Group 3 offenders, the magistrate did not im-
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Table 1. Time at risk of offence/crash

pose an SDP order despite convicting the driver of a hoon
offence.

Definition of Cut-Points for the Pre/Post
Intervention Periods

The Cut-Points (to define pre and post intervention peri-
ods) were set at the SDP order date for all offenders in
Groups 1 and 2. For Group 3, the Cut-Point was the date
of their first hoon offence in the period 2007 to 2020. The
times at risk before and after these Cut-Points should be re-
garded as exposure times to the risk of offence or crash. For
all Group 3 offenders the offences corresponding with the
first hoon offence were included in the before Cut-Point pe-
riod.

Table 1 illustrates the pre/post intervention periods in
red. It is important to note that many offenders were serv-
ing bans or impoundments during these times. However,
these offenders often ignored such orders (Watson et al.,
2020) and continued to drive illegally during these times,
allowing for various driving scenarios as described below:

Scenario 0: Offenders who received their first Learner
Permit before 2007 and were still alive at the end of 2020.

Scenario 1: Offenders who obtained a Learner Permit af-
ter January 2007, but before the Cut-Point and were alive at
the end of December 2020.

Scenario 2: Offenders who obtained a Learner Permit,
Probationary licence or full licence before 2007 but died be-
fore the end of December 2020.

Scenario 3: Offenders without a licence (Learner permit
or Probationary licence or full licence) at the time of the
Cut-Point (i.e., driving illegally) who were still alive at the
end of December 2020. It was assumed that these offenders
were driving without a licence for a full year prior to the
Cut-Point, resulting in a Time at Risk of one year before the
Cut-Point.

Outcome Measures

Although overall driving offending behaviours were consid-
ered in this study, the primary interest was hoon and other

Scenario Time at Risk of Offence/Crash Cut- Time at Risk of Offence/Crash
Before Cut-Point Point After Cut-Point
date
Jan Dec
2007 2020
0 Learner
Permit
1 Learner
Permit
2 Learner
Permit
3 1 Learner
Year Permit

serious offending. These behaviours may ultimately result
in crashes and fatalities or serious injuries (Palk et al.,
2011), so the number of crashes as driver and the number
of fatal or serious injuries resulting from these crashes were
also considered as outcome measures. Hoon and other se-
rious offence types result in bans and/or vehicle impound-
ments, also making the proportion of offenders receiving
such penalties of interest as outcome measures.

Control Variables

Numerous variables are known to relate to offending and
crashes (e.g. Meyer et al., 2021). Age, residence (major city/
rural) and the Index of Relative Socio-economic Advantage
and Disadvantage (IRSAD) are commonly considered as
control variables for comparisons of this nature. However,
even more important than these variables is the “Time at
Risk of Offending/Crashing”. Gender was not included as a
control variable due to low representation of females, par-
ticularly in Group 1 (5.6%).

Statistical Analysis
Trends in Offending

An initial graphical analysis was conducted to track offence
rates over time in the period 2007 to 2020 for all 3 groups
when combined. Offence rates were calculated for each year
by dividing the number of offences in any year by the num-
ber of offenders at risk of offence in that year, with fractions
introduced for offenders who received a learner permit or
died within the year (e.g. 0.5 for 6 months at risk).

Group Comparison for Demographic Variables

Chi-Squared tests of association and analysis of variance
tests were used to compare the 3 groups in terms of gender,
age, residence (major city/ rural) and IRSAD decile at the
Cut-Point date.
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Group Comparisons for Changes in Offending
from Before to After the Cut-Point

The comparisons of the intervention group (Groups 1) and
control groups (Group 2 and Group 3) were conducted to
better understand the relative changes in offending and
crash history from before to after the Cut-Point. These
analyses were conducted using Generalised Estimating
Equations (GEEs) to take into account the repeated mea-
sures nature of the data (with the same drivers observed in
the periods before and after the Cut-Points). These models
were appropriate due to the large sample sizes (Hutchings
et al., 2003; Park & Pugh, 2018). It was assumed that the
number of offences, crashes and fatal and serious injuries
(FSIs) in each period followed a Negative Binomial distrib-
ution (Mohammadi et al., 2014).

To allow for the differences between the groups in terms
of age, IRSAD decile and major city/rural residence at the
time of the Cut-Point, these variables were added as control
variables, together with the “Time at Risk of Offence/
Crash” before and after the Cut-Point. Statistical signifi-
cance levels of 5 percent were used for testing statistical
significance, with values of Cramer’s V and n? used to in-
dicate the magnitude of the effects observed for categorical
and continuous variables respectively. SAS version 9.4 and
IBM SPSS Statistics version 28 were used for the prepara-
tion of the data files and the analyses respectively.

Comparison of Offending After SDP Imposition
for Groups 1 and 2

A final Negative Binomial Regression Analysis was con-
ducted to compare the offending of Groups 1 and 2 while
controlling for the imposition of bans or impoundments af-
ter the Cut-Point as well as regional location, age, IRSAD
decile and Time at Risk. This analysis considered only the
time after SDP imposition.

Results

Trends in Offending

A graphical analysis was used to gain an understanding of
offence rates for the offenders included in the study during
the period 2007-2020 (Figure 1). Significant declines in per
annum offending rates were detected for serious offend-
ing on the primary axis (p<.05). The secondary axis (right)
shows a significant decline in hoon offence rate per an-
num with an additional significant decline from 2016, from
about 0.16 offences per offender prior to 2016 to about 0.08
offences per offender after 2016. As shown on the primary
axis (left), there were also additional significant declines for
overall, minor and speeding offences from 2016.

Group Comparisons for Demographic
Variables at the Cut-Point

The relatively large sample sizes (Group 1: n=3,324; Group
2: n=1,063; Group 3: n=30,678) meant that statistically sig-
nificant differences were commonly found when the groups

were compared, even when effect sizes were small. There
was a statistically significant but very small difference
(V=.047) in the gender breakdown for the three groups, with
males more common in the SDP completion group (Group
1: 94.4%) than the control groups (Group 2: 91.6%, Group
3: 87.6%). There were again small but statistically signifi-
cant age differences for the three groups (n% = .002), with
lower mean ages at the Cut-Points for Group 1 (mean=26.36
years, SD=8.27) than Group 2 (mean=28.32 years, SD=8.41)
and Group 3 (mean = 27.99 years, SD=10.04). Group 2 of-
fenders were slightly less likely to live in the major cities
of Victoria (Melbourne and Geelong) than the other two
groups (V=.018, Group 2: 69%, Groups 1 and 3: 74%). Fi-
nally, Group 1 offenders were less likely to live in low socio-
economic decile areas (IRSAD decile < 5; V=.042, Group 1:
55%, Group 2: 61%, Group 3: 62%).

Group Comparisons for Changes in
Offending from Before to After the Cut-Point

As shown in Table 2, there were marked differences in the
offending patterns of Group 1 and Group 2 in the period
before the imposition of SDP orders (before the Cut-Point),
which needed to be considered when comparing the groups.
While Group 1 offenders were more likely to have incurred
vehicle impoundments (77.3% v 57.9%), the average num-
ber of offences committed per offender per annum (espe-
cially serious offences) was higher for Group 2 than Group 1
offenders, resulting in a larger proportion of bans for Group
2 offenders than Group 1 offenders (94.0% versus 85.4%).
The offence rates for Group 3 were more like Group 1 prior
to the Cut-Point although the rate of vehicle impoundment
was much lower at only 23.7%, due perhaps to fewer court
appearances. However, for all three groups Table 2 shows
marked reductions in offending and penalties (bans and ve-
hicle impoundments) after the Cut-Point.

A statistical analysis was conducted to compare changes
in offending, crashes and FSIs from before to after the
Cut-Point for Groups 1 and 2, with a similar comparison
for Groups 1 and 3 and Groups 2 and 3. Table 3 provides
the results of these GEE analyses. In all these analyses we
tested for statistically significant differences between the
groups in terms of the changes observed from before to
after the Cut-Point, while controlling for residence (ma-
jor city/rural), age and IRSAD decile at the Cut-Point, and
Time at Risk of Offending/Crashing before and after the
Cut-Point.

No statistically significant group differences were ob-
tained for the number of crashes or the number of FSIs, due
in part to the rarity of these events. However, for all the re-
maining variables, Group 1 showed statistically significant
(p <.05) greater improvements than Group 3 (greater re-
duction for: hoon offences (18.8%); other serious offences
(23.3%) and all offences (14.5%)). Group 2 also showed
statistically significant greater improvements over Group
3 with greater reduction for serious offences (22.2%) and
all offences (30.5%). These results indicate that the fines,
bans and/or impoundments that accompanied the SDP or-
ders have been beneficial (even without SDP completion).
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Figure 1. Trends in Offence Rates

=

=~ 35 018 g,
38 30 0.16 8
5 3 0.14 35
b .

i =

g 012 O &
2 e 2.0 5 @
5% 2 010 £ %
5% 15 008 £ §
o & 006 &3
= 1.0 8 g
g 0.04 28
gg 0 002 E<
g 8 o
2 00 000 =
E 2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 2017 2018 2019 2020 3
g =
33 Year
p=

Minor Speeding

sssssssssses Hoon

Table 2. Mean numbers of offences, FSIs and crashes per offender per year at risk and percentages of offenders
with bans and vehicle impoundments

Mean number per offender Group 1 Group 2 Group 3
perannum SDP completed SDP ordered but not No SDP order (N=30,678)
(n=3,324) completed (n=1,063)
Before After Before Cut- After Cut- Before After
Cut-Point Cut- Point Point Cut-Point Cut-
Point Point
Hoon offences 0.196 0.021 0.198 0.030 0.253 0.016
Other serious offences 0.240 0.157 0.632 0.480 0.276 0.183
All offences 1.891 1.019 3.302 1.526 2.165 1.183
FSls 0.010 0.007 0.014 0.012 0.009 0.007
Crashes p.a. 0.021 0.014 0.028 0.015 0.019 0.013
Other Variables
Mean Time at Risk (years) 6.26 4.26 6.82 3.69 4.31 772
% Offenders with bans 85.4 29.3 94.0 37.9 86.5 41.0
% Offenders with vehicle 77.3 17.2 57.9 215 23.7 16.4
impoundments

Table 3. Results of GEE Analyses Adjusted for Controlled Variables (significant differences bolded, p <.05)

Variables of Interest

Relative Change from Before to After Cut-Point

Group 1v Group 2

Group 1v Group 3

Group 2v Group 3

Number of Hoon Offences

18.7% greater reduction

18.8% greater reduction

3.3% greater reduction

Number Other Serious Offences

9.6% greater reduction

23.3% greater reduction

22.2% greater reduction

Number all Offences

16.7% smaller reduction

14.5% greater reduction

30.5% greater reduction

Number Crashes

15.3% smaller reduction

3.3% greater reduction

22.6% greater reduction

Number FSls

13.0% greater reduction

16.6% greater reduction

8.8% greater reduction

The effects of SDP completion (Group 1 versus Group 2)
were positive for hoon and serious offending. There were

greater reductions for Group 1 in hoon (18.7%) and other
serious offending (9.6%) than for Group 2, but these dif-
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ferences were not statistically significant. In addition, the
decline in overall offending was greater for Group 2 than
Group 1 and this difference was statistically significant.
This can probably be explained by the very high rate of
overall offending for Group 2 (75% higher than for Group 1)
before the date of their SDP order.

Comparison of Offending After SDP Imposition
for Groups 1 and 2

Considering only the period after SDP completion, while
controlling for the imposition of bans and vehicle im-
poundments as well as regional location, age, IRSAD and
Time at Risk, the number of serious offences was 66.9 per-
cent lower for Group 1 than Group 2 and this difference was
statistically significant. The number of careless/dangerous
driving offences was also significantly lower for Group 1;
however, the number of speeding offences was 56 percent
higher for Group 1 than Group 2. Interestingly the percent-
age of drivers with unauthorised driving offences was high
for both these groups, but significantly higher for Group 2
(29.1% for Group 1 drivers and 44.1% for Group 2 drivers).

Discussion

Importantly the results indicate a decline in offending after
the Cut-Point for all three groups. There are several factors
that may be associated with this decline. Increasing age is
commonly associated with lower offence and crash rates
(Meyer et al., 2021), so maturation and increased driving
experience may be contributory factors. Another contrib-
utory factor may be the effects of the penalties resulting
from the hoon offence associated with the Cut-Point for
each offender. However, of more interest for this study are
the differences observed between the three groups that can
be used to measure the effects of the SDP.

Impacts of the SDP

The results suggest that the SDP has shown some success
in reducing serious offending. However, no statistically sig-
nificant differences in crash and FSI rates were observed,
probably due to the relatively small numbers of these
events.

Comparison of hoon offenders who received an SDP or-
der (Groups 1 and 2) with those that did not (Group 3)
shows evidence of reduced offending overall. This may be
partly due to the vehicle impoundment penalties that are
more regularly ordered by a magistrate when an SDP is im-
posed. Vehicle impoundment in Victoria has been previ-
ously found to act as an important deterrent to reoffending
in Victorian high-level/serious speeding drivers (Watson et
al., 2020), so it is perhaps not surprising that reductions
in offending appear to be greater for offenders who receive
SDP orders. Notably, approximately 40 percent (n=12,300)
of the Group 3 drivers committed a hoon offence when the
SDP was fully operational (after the ‘settling in’ period” was
completed on 1 May 2014). This is a concern and suggests

that magistrates need to be reminded of their legislated
obligation to impose SDP orders on hoon drivers.

The results suggest that for those drivers ordered to
complete the SDP, completing the program (Group 1) was
associated with a greater reductions in impoundments,
hoon and serious offending compared to those not com-
pleting the program (Group 2). Although these effects were
not significant, it was found that the rate of serious offend-
ing was significantly lower for Group 1 than Group 2 in the
period after the SDP imposition. This suggests that there
are advantages for SDP completion, indicating that the rea-
sons for failure to complete the SDP, despite the resulting
penalties, need to be further investigated.

Group 2 offenders differed from Group 1 offenders in
several respects. They were more likely to live in regional
areas, perhaps making access to the SDP more difficult. In
addition, they tended to live in lower socio-economic areas,
perhaps making the cost of the SDP (approximately $800)
more of a barrier. Ways to address barriers to SDP com-
pletion for these offenders while also reducing SDP costs
could be explored. A third difference relates to the more
serious and more frequent offending of Group 2 offenders
prior to their SDP order. This would have resulted in higher
fines and longer bans and impoundments, perhaps explain-
ing the delay in SDP completion for Group 2. This suggests
that issues associated with delay in SDP completion could
be investigated, regardless of the length of any outstanding
bans, with more immediate follow-up by authorities when
SDP completion does not occur within the legislated four-
month period. One of the determinants of the road safety
effectiveness of targeted deterrence sanctions is the swift-
ness with which these sanctions are applied (Davey & Free-
man, 2011).

There is a proportion of drivers (17.2%) who continue
to commit serious offences that result in vehicle impound-
ments even after completion of the SDP. Currently there
is no repeat SDP for such offenders and a compulsory re-
fresher course or follow-up messaging of some form could
perhaps be considered for these recidivist serious offenders.
The installation of telematics devices is another option for
these drivers. Telematics is a relatively new technology,
which involves the transmission of driving behaviour in-
formation (e.g., acceleration, braking and speed measures)
over long distances. This information could be used to trig-
ger alerts to warn offenders and authorities when unsafe
behaviours are evident (Boylan et al., 2024; Kirushanth &
Kabaso, 2018).

Another finding from this study has been the number
of drivers with unauthorised driving offences. The average
number of such offences per offender was high for all the
groups during the period 2007-2019 (Group 1: 2.1; Group
2: 6.1; Group 3: 2.4). This suggests that the penalties for
these offences are not creating a deterrent effect, which
may be due to offenders having other social determinants
(i.e., life problems) that reduce the perceived impact or im-
portance of unauthorised driving consequences. As indi-
cated in Table 2, bans are more likely to be imposed on
hoon drivers than vehicle impoundments. It may be that
vehicle impoundments would be a more successful method
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for reducing unauthorised driving, although it is noted that
offenders can gain access to a non-impounded vehicle.

Study strengths and limitations

The design used for this study endeavoured to address the
problems identified in previous evaluation studies of this
nature. The use of official offence, crash and impoundment
data resulted in large samples of detailed, largely accurate
data. As shown in Figure 1, there was a very marked decline
in the offending of these drivers over the period 2007 and
2020, perhaps related to the increasing maturation and ex-
perience of drivers, as well as the introduction of 48-hour
impoundments in July 2006, increased to 30-day impound-
ments in July 2011. This decline makes a longitudinal
analysis with control groups appropriate for the testing of
the impact of the SDP.

It is acknowledged that the control groups were not ideal
as the allocation into intervention and control groups was
not random, resulting in some important group differences
at the Cut-Point, despite our best efforts to produce mean-
ingful control groups. However, in the ensuing statistical
analysis, there was a judicious use of control variables to
account for these group differences, and appropriate sta-
tistical methodologies that accounted for the data distribu-
tions.

Group 2 consisted of offenders who were given an SDP
order but did not complete the program. Group 2 had
higher rates of offending prior to their SDP order than
Group 1. This meant that the decline in the rate of overall
offending observed for Group 2 exceeded that for Group 1.
The very high rates of offending for Group 2 before their
SDP orders may well relate to their failure to complete
their SDP (e.g., these offenders may have had a higher risk-
taking propensity or other social determinants that con-
tributed to their offending and lack of compliance), and fur-
ther research is needed to understand if this is the case.

Group 3 consisted of offenders who were not ordered
to complete the SDP despite having committed at least
one hoon offence in the period 2007-2020. The majority of
these offenders committed their first hoon offence before
the SDP came into operation, but a large percentage (ap-
proximately 40% after the SDP was fully operational) had
never received an SDP order despite legislation requiring
the order. The reasons for this could be further investi-
gated. It is acknowledged that the Cut-Point for Group 3
was chosen as the date of the first hoon offence, which
would have preceded the date of conviction for this offence,
while the Cut-Point for Groups 1 and 2 was chosen as their
SDP order date following conviction for a hoon offence. The
impact of these choices on the results could also be investi-
gated.

Another limitation was the inclusion of the hoon offence
for the period before the Cut-Point. This hoon offence was
instrumental for the choice of study participants, but,
strictly speaking, it would have been better to remove this
single offence for the longitudinal study to avoid regression
to the mean. However, the relatively high rates for other of-
fence types in the before Cut-Point period suggest that this
would have had little impact on the final results.

The Time at Risk was not reduced to account for the du-
ration of bans and vehicle impoundments despite previous
work showing that offending rates decrease significantly
during bans (Imberger et al., 2019). However, the high num-
bers for unauthorised driving offences suggest that for this
cohort of drivers the likelihood of driving despite bans and
impoundments is relatively high. The final limitation of
this study is the relative rarity of crashes which meant that
the effects of the SDP on crashes involving hoon drivers,
and the resulting FSIs, could not be reliably assessed.

Future research

While findings from this study evaluated the SDP, they also
raised new questions that would benefit further study.

An area for future research is the reasons for serious re-
offence(s) resulting in vehicle impoundments for offend-
ers after receipt of an SDP order (Group 1: 17.2%; Group 2:
21.5%). These reasons are not well understood and need to
be examined to determine if anything more, apart from in-
dividual case management, can be done to stop this serious
reoffending and its potential for causing harm on Victorian
roads (Baltruschat et al., 2021).

Offenders who committed hoon offences before receiv-
ing a learner permit are another group of concern
(n=1,997). For the purposes of this study, it was assumed
that these drivers drove illegally for a year prior to the Cut-
Point (SDP order for Groups 1 and 2, first hoon offence for
Group 3). Further investigation is needed to test this as-
sumption and determine if/how motivations contributed to
these driver behaviours and if suitable interventions may
have helped prevent their illegal or hoon driving behaviours
(e.g. Pressley et al., 2016).

Conclusions

The overall decline in hoon offending observed since 2007
indicates that hoon offending was being successfully ad-
dressed even before the SDP was introduced. However, the
comparisons of offenders who completed the SDP com-
pared with those who did not, indicate that SDP orders
and the associated driving bans and vehicle impoundments
have further reduced hoon and other offences, even when
the SDP is not completed. However, the comparison of
Groups 1 and 2 indicates that the completion of the SDP has
particular advantages in terms of serious offending, making
it important that efforts to ensure SDP completion are pri-
oritised. Nevertheless, a small number of repeat offenders
remain, and for these offenders repeat SDPs and other mea-
sures are worthy of consideration, including exploration of
ways to encourage rapid SDP completion and ways to over-
come barriers to SDP completion, including cost. The ex-
tension of the SDP to include case management interven-
tion for recidivist offenders could also be considered.
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