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ABSTRACT

AN INVESTIGATION OF DRIVER BEHAVIORS: THEIR RELATIONSHIP
WITH INTERPERSONAL PROBLEMS AND REPRESENTATIONS ON THE
INTERPERSONAL CIRCUMPLEX

Ozer, Ozge
M.S., Department of Psychology
Supervisor: Assist. Prof. Dr. Bahar Oz

October 2017, 75 pages

The aim of the current study was to investigate the relationships between
driver behaviors and interpersonal behaviors and detecting the positions of driver
behaviors on interpersonal circumplex (IPC). Although there were many studies that
explore the associations of driver behaviors with many different individual factors,
driver behaviors are not studied directly with interpersonal problems. A total of 357
drivers (109 females, 246 males) participated in this study and they were given The
Driver Behavior Questionnaire with the Positive Driver Behaviors Scale and
Inventory of Interpersonal Problems for measuring the variables of the study.
Bivariate Correlations and Hierarchical Regression Analyses were conducted to
examine the relationship between study variables. Also, ipsatize data method was
used for detecting the positions of drivers in the IPC. Results showed that, the

characteristics of the relationships between driver behaviors and interpersonal



problems are in accordance with the representations of the driver behaviors on the
IPC. Evidencing the interpersonal problems and aberrant / positive driver behaviors
relationship was a theoretical contribution to the literature investigating personality
and interpersonal relationships at traffic context. The results, the limitations and the
critical remarks of the study were evaluated and discussed in detail.

Keywords: driver behaviors, interpersonal problems, interpersonal circumplex
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SURUCU DAVRANISLARININ INCELENMESI: KISILERARASI
PROBLEMLER ILE ILISKILERI VE KiSILERARASI DONGUSEL MODEL
UZERINDEKI TEMSILLERI

Ozer, Ozge
Yiksek Lisans, Psikoloji Bolim

Tez Yoneticisi: Yrd. Dog. Dr. Bahar Oz

Ekim 2017, 75 sayfa

Bu c¢alismanin amaci, siirtici davraniglart ile kisiler arasi davraniglar
arasindaki iligkiyi arastirmak ve kisiler aras1 dongiisel model (KDM) iizerinde siiriicii
davraniglarinin  konumlarin1 saptamaktir. Siiriicii davraniglarinin pek ¢ok farkh
faktorle iligkisini arastiran bir¢cok calisma olmasina ragmen, siiriicli davranislar
dogrudan kisiler aras1 problemlerle incelenmemistir. Caligmaya toplam 357 siiriicii
(109 kadin, 246 erkek) katilmistir ve arastirmanin degiskenlerini 6l¢mek icin SUrtcd
Davranislar: Olgegi ile birlikte Pozitif Siiriicii Davranislar1 Olgegi ve Kisiler Arasi
Problemler Envanteri katilimcilara verildi. Calisma degiskenleri arasindaki iliskiyi
incelemek amaciyla ki Degiskenli Korelasyon ve Hiyerarsik Regresyon Analizi
yapilmistir. Ayrica, KDM’de siiriicii davranislarinin  konumlarini saptamak igin
ipsatize veri yontemi kullanilmistir. Sonuglar, stricl davraniglar1 ve kisiler arasi
problemler arasindaki iligkilerin  O6zelliklerinin, KDM  iizerindeki siiriicii

davraniglarinin  temsilleri ile uyumlu oldugunu gostermistir. Kisiler arasi
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problemlerin ve sapkin / pozitif siiriicii davraniglar arasindaki iliskinin agiklanmasi,
trafik baglaminda kisilik ve kisiler arasi iliskileri arastiran literatiire kuramsal katki
saglamaktir. Calismanin sonuglari, smirlhiliklar1 ve katkilart ayrintili  olarak

degerlendirilecek ve tartisilacaktir.

Anahtar Kelimeler: siiriici davranislari, kisiler arasi problemler, Kisiler arasi

dongusel model
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CHAPTER 1

INTRODUCTION

Road traffic accidents are one of the leading causes of death and injuries in
the world. According to the World Health Organization (WHO) reports 1.25 million
of people die in road traffic accidents yearly and between 20 to 50 million people get
injured (2015). Even those numbers were nearly unchanged since 2007 (WHO,
2015), road traffic accident is still a major issue both globally and nationally.
According to General Directorate of Security Affairs of Turkey (GDSA) data, since
the beginning of 2017 until the end of May total 155.680 traffic accidents happened,
1.170 people had died in those accidents and 104.620 people had been injured
(2017). When a fault happens in roads the results are inevitable and bitter, even the
fault is very minor.

So, traffic is a huge part of human life and health. Even it seems a hazardous
context for humans; traffic is also a social context. Humans are fairly social beings
and they have the most complex and diverse interpersonal relationships. Although
humans are required to cooperate with each other in order to maintain their lives, a
very important part of the distress that they experience is resulted from the problems
in their interpersonal relationships (Cabuk, 2015). Since they are interacting actively
with other people in their lives, they are actively interacting with others on the road
too; and their problems that they experience when they interact with other people are

reflected on their behaviors in traffic.
1.1. Human Factors in Driving

Humans take part in traffic as drivers, pedestrians and passengers. Thus,
human factors in driving can be examined under two dimensions: driver behaviors
and skills. According to Elander, West and French (1993), driver behaviors could be

identified as the ways drivers choose to (habitually) drive, for instance, the choice of
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driving speed, habitual level of general attentiveness, and gap acceptance. In a simple
way it meant what drivers usually “do” in traffic environment. On the other hand,
driver skills’ definition was composed of information processing and perceptual
motor and safety skills, that enhances with driving experience such as practice and
training (Elander et al., 1993). In other words it meant what drivers “can do” in
traffic environment. The perceptual motor skills were identified by the composition
of information processing and motor skills, and safety skills are identified by the
composition of motivational and permanent personality characteristics and attitudes

toward safety (Lajunen, & Summala, 1995).

However, when the research was investigated it could be seen that most of the
road traffic accidents were caused by drivers’ behaviors (GDSA, 2017). Therefore,
the significant role and effect of human behaviors on traffic environments was
undeniable. Accordingly, in this study the focus was on driver behaviors rather than

driver skills; so, in the following parts driver behaviors were explained in detail.
1.2. Driver Behaviors: Errors and Violations

In the literature human factors were studied through different models. Several
models have been developed to clearly explain human behaviors, Reason and his
colleagues’ model (1990) could be a milestone in driver behavior research and

studies.

Based on Reason’s model the driver behaviors could be differentiated into
two main types of aberrant behaviors at traffic settings: “violations” and “errors”
(1990). In the study, errors were defined as “the failure of planned actions to achieve
their intended consequences” and violations were defined as “deliberate deviations
from those practices believed necessary to maintain the safe operation of a
potentially hazardous system” (Reason et al., 1990). Therefore, even both violations
and errors might have a potential danger and lead to crashes; violations were
deliberate actions compared to errors. In addition, there were different types of errors
which are failures of attention and memory: slips and lapses. According to Reason’s
explanation for slips, even there was an intention the actions that were caused by this

intention do not go as planned; for lapses, because of memory and/or attention failure
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the driver misses an action; and for errors, even the action went as planned, it did not
end up with the desired outcome (1990). Violations, on the other hand, were
deliberate actions in traffic environment. So, in order to label a behavior in traffic as
violation it should include an intention. However, there should be a clear distinction
between errors and violations according to Reason and his colleagues (1990). As
indicated in the study they both can be and sometimes they are there within the same
action sequence (Reason et al., 1990). Yet, a driver can make an error without a
violation and commit a violation without an error. The question that was raised by
this unclear distinction can be solved by the answers of intentionality, both with
regard to the actions and their consequences (Reason et al., 1990).

All those differentiations between the categories that mentioned above
created a base for the development of the Manchester Driver Behavior Questionnaire
(the DBQ); Reason et al.,1990). With the DBQ’s self-report measurement style it was
generally used for measuring driver behaviors in traffic context and its focus was on
understanding and differentiating aberrant behaviors of drivers. Moreover, in the
DBQ it was indicated that driver errors, violations, and slips and lapses were three
factor structures of driver behaviors. However, at first in the study errors and
violations were introduced as two main factors of the DBQ’s factor structure (Reason
et al., 1990). Driver errors and violations attracted attentions because they were the
most potential contributors to the road traffic accidents. So, violations and errors
could be characterized as the two critique aberrant behaviors. Moreover, Reason and
his friends introduced “slips and lapses” as the third factor of the DBQ because
errors had different underlying mechanisms (1990). And finally, Lawton, Parker,
Manstead, & Stradling (1997) added new items to the DBQ’s violation subscale and
divided the violations factor into two: ordinary violations and aggressive violations.
This new addition was needed because there should be a distinction based on drivers’
reason to violate. According to this distinction, ordinary violations are committing a
violation without any aggressive intention and aggressive violations include obvious

aggressive actions (Lawton et al., 1997).

As speaking of violations, there was another concept about violations:

interpersonal violations. Mesken, Lajunen and Summala (2002) indicated the concept
3



of ‘interpersonal violations’. ‘Interpersonal’ type of violation is closely related to
‘aggressive’ violations; however, there was a difference caused by different motives
under them (Mesken, et al., 2002). Interpersonal violations seemed to be resulted
from not respecting to other road users’ rights and having a potential for causing
physical or psychological harm to others (Mesken, et al., 2002). More men than
women drivers and younger drivers than older drivers reported to commit
interpersonal violations in the study (Mesken, et al., 2002). Moreover, it was possible
to say that in interpersonal violations there was more driving anger involved than in
speeding violations (Mesken, et al., 2002). Furthermore, the more drivers reported
interpersonal violations; the more they got engaged in passive accidents; also, those
drivers reported that they have involved in an accident but they put the blame on the
other driver (Mesken, et al., 2002). Thus, drivers who admitted more errors were
seem to take the responsibility of the accident but those who admit interpersonal
violations were seem to blame others (Mesken, et al., 2002). And lastly, the research
results indicated that, interpersonal violations predicted getting traffic fine such as
speeding fines or parking fines (Mesken, et al., 2002). In the literature there were
many different studies that investigate the factor structure of DBQ however, the
original factor structure presented by Reason et al. (1990) the errors and violations
distinction appeared to be the most stable one. Even there were different factor
structures shown (two to six) and/or different item numbers (24 to 114), the errors
and violations were found unchanged factors of DBQ by a three-year follow-up
research done in Finland (Ozkan, Lajunen, & Summala, 2006). In Turkey, the DBQ
is used by its four factor structure as errors, slips & lapses, ordinary violations and
aggressive violations (Lajunen & Ozkan, 2004) and the DBQ was adapted to Turkish
by Lajunen, Stimer, and Ozkan (2003).

1.2.1. Positive Driver Behaviors

There were many ways to differentiate violations and errors from each other
but they both have a similarity in common: they both were labeled as aberrant
therefore negative behaviors (Ozkan & Lajunen, 2005). Even focusing on negative
behaviors was well justified in terms of traffic safety interventions, there were some

other behaviors than aberrant behaviors in everyday driving (Ozkan & Lajunen,
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2005). These behaviors may or may not depend on rules and regulations and consider
safety. The most important motivation in those behaviors was being careful about the
traffic environment or other road users and to help and be polite with or without
safety concerns (Ozkan & Lajunen, 2005). Those kinds of behaviors could be named
as “Positive Driver Behaviors”. It could be thought that those ‘positive’ behaviors
could be done by not showing a violation or an error if the action was good enough
for reaching the wanted outcome. However, those ‘positive’ behaviors could include
errors or violations sometimes because these mentioned requirements were not
fulfilled (Ozkan & Lajunen, 2005). In order to give an example; a driver may cross
the barrier line in order to avoid a puddle that might splash water on pedestrians. In
worst scenario this action may lead to an accident even if it was a ‘positive’ and
small action with a good intent. Because such behaviors were fully included in
everyday traffic context and the drivers’ intentions are not to violate the rules but
ease the driving, a reliable scale for measuring ‘‘positive’’ driver behaviors was

developed by Ozkan and Lajunen (2005).
1.3.Factors Related to Driver Behavior

In the literature, there were many studies evidencing the relationship between
driver behaviors and some individual factors like age (e.g. Constantinou et al., 2011,
Ozkan & Lajunen, 2006; Elvik, 2010; Rhodes & Pivik, 2011), sex (Rhodes & Pivik,
2011; Constantinou et al., 2011; Lonczak, Neighbors & Donovan, 2007), some
personality characteristics (Schwebel et al., 2006; Rimm6 & Aberg, 1999; Dahlen et
al., 2005) and some psychological pathologies (Reimer et al., 2005; Oltedal &
Rundmo, 2006). In the following part of this study, critical variables in relation to

driving behaviors within the content of this study were presented.
1.3.1. Age

Age was a strong predictor of safe or risky driving. In the literature, different
studies reported that being young was the riskiest factor for road traffic accidents
among other age groups and an excessive percentage of fatalities and injuries in road
traffic accidents around the world were constituted by young, novice drivers (e.g.

Constantinou et al., 2011; Ozkan & Lajunen, 2006; Elvik, 2010). For example,
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Rhodes and Pivik (2011) stated that the drivers aged between 16 to 20 years old
engaged in more hazardous driver behaviors related to accidents on the road as
compared to the drivers aged between 25 to 45 years old. Also, Reason et al. (1990)
supported this argument by stating that when considering the young drivers, risky
and aggressive driving might be the most influential human factor that places them at
risk (as stated in Constantinou et al., 2011). However, another research showed that
age was positively correlated with reported lapses, which means that there was a
decline in cognitive capacities related to age (Westerman & Haigney, 2000). Also,
people reported the usage of seat-belt and observing the speed limit all the time
increased with age (Shinar, Schechtman & Compton, 2001). In other words, young
drivers carried the risk of accidents by driving dangerously but old drivers carried the

same risk by losing their cognitive abilities.
1.3.2. Sex

Sex was also related to driving behaviors, such as violations, errors, and
positive driving behaviors. For example, male drivers were generally more likely to
enjoy risky behaviors and consider them less risky than female drivers (Rhodes &
Pivik, 2011). Also another study showed that men had higher scores on ordinary and
aggressive violations, however, men and women had no difference on self-reported
mistakes scores (Constantinou et al., 2011). Moreover, men stated having more
accidents and traffic offences than women and admitting more intentional violations
on the DBQ (Constantinou et al., 2011). In accordance with the previous study, male
drivers were reported involving in more accidents, getting more traffic tickets and
more violations than female drivers (Gonzalez-Iglesias, Gdmez-Fraguela, & Luengo-
Martin, 2012). Additionally, Lonczak, Neighbors & Donovan’s (2007) study agreed
the majority of research indicating that men tend to engage in traffic violations and
experience injuries or fatalities on traffic more than women. And lastly, women
generally acted in accordance with the obligation to obey the traffic laws, while men
were reported to obey more selectively such laws (Lonczak, Neighbors & Donovan,
2007).



1.3.3. Exposure

Ozkan & Lajunen (2006) defined exposure as “the degree to which a driver
exposes himself to traffic and to the probability of being involved in an accident”.
There were many different studies about exposure to traffic. One study stated that,
novice drivers’ violation and crash rates dramatically decreased after one year and
following years (Chapman, Masten, & Browning, 2014). Also, as drivers’ age
increased their crash risk decreased according to their driving experience that they
acquired in their practices (Roman et al., 2015). However, there were other studies
that indicated the positive correlation between exposure and traffic accidents (Ozkan
et al., 2006) and other studies that reported accident involvement increased with
exposure (Poulter et al., 2008; Rodriguez et al., 2003). Moreover, it was indicated
that frequency of dangerous violations was also associated to exposure (Reason et
al., 1990). In addition, engaging in violation and getting traffic fines were positively
correlated with exposure (Lourens, Vissers, & Jessurun, 1999). Lastly, exposure was
explained and studied as annual mileage in this study.

1.3.4. Personality Related Factors

Research showed that, driving behavior may be indirectly related to
personality. Oltedal and Rundmo (2006) indicated that risky driving was influenced
by personality and this situation affected the behavior’s attitudinal factors. For
example, there was a relationship between personality and risky driving behavior,
which was sensation-seeking, conscientious, and angry/hostile behavior patterns
were found to be positively related risky driving (Schwebel, Severson, Ball & Rizzo,
2006). On another research it was found that violations were related to high sensation
seeking (Rimmd & Aberg, 1999). Moreover, while thrill-seeking was associated with
speeding, disinhibition personality trait was in association with carelessness offences
(Rimmo & Aberg, 1999). So in addition, when violations were in a relationship with
sensation-seeking variables, errors were in a relationship with disinhibition variable
(Rimmo6 & Aberg, 1999). Moreover, Oltedal & Rundmo’s study (2006) indicated
that the association between anxiety and driving behavior had moderate effect which
meant that if a driver had an average or controllable level of anxiety, their driver
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behavior would not be affected in any important way. But if the level was very high
or very low, then anxiety might still be related to risky driving (Oltedal & Rundmo,
2006). In addition, driving anger trait was associated with driving behavior
regardless of gender and age (Dahlen & White, 2006). Also, some aberrant driver
behaviors such as risky driving, aggressive driving, and minor losses of vehicular
control were predicted by driving anger (Dahlen & White, 2006). So, individual
differences in the tendency to experience anger while driving were strong predictors
of driving behavior and accident-related outcomes (Dahlen & White, 2006). In
another study it was found that impulsiveness and boredom proneness predicted
crash-related situations, aggressive driving and driver anger expression (Dahlen,
Martin, Ragan & Kuhlman, 2005). Violations, risky driving and anger expression
were successfully predicted by impulsiveness; close calls are successfully predicted
by external boredom proneness; and constructive/adaptive anger expression was
successfully predicted by internal boredom proneness (Dahlen et al., 2005).
According to the study of Reimer et al. (2005), Attention Deficit Hyperactivity
Disorder (ADHD) was found to be related to increased number of hazardous driving
situations and accident risk. Moreover, in the same study it was found that having
ADHD was in a positive and significant relationship with errors, lapses and

violations (Reimer et al., 2005).

It was evidenced that driving behavior was affected by different individual
related variables. As emphasized before, humans are social creatures and their all
behaviors are influenced by their social relationships in addition to the individual
related variables. In those interpersonal relationships people have various attitudes,
beliefs, problems and behaviors. So, in the following sections interpersonal behaviors
and its special structural method for examination and interpretation were explained in
detail.

1.4. Interpersonal Behavior

The interpersonal behavior could be defined as “to obtain categories of
increasing generality that permit description of behaviors according to their natural

relationships” (Pincus & Ansell, 2003). Thus, in order to understand interpersonal
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behavior clearly, explanation of ‘interpersonal situation’ should be clarified. It could
be indicated as “the expression of personality (and hence the investigation of its
nature) focuses on phenomena involving more than one person—that is to say, some
form of relating is occurring (Benjamin, 1984; Kiesler, 1996; Mullahy, 1952 as cited
in Pincus & Ansell, 2003). Moreover, according to Sullivan an ‘anxiety gradient’
which was related to interpersonal situations created a base for interpersonal learning
of social behaviors (Pincus & Ansell, 2003). Also, the range of all interpersonal
situations went from rewarding (highly secure) through different levels of anxiety
and finishes in a set of situations related with such severe anxiety that they were
separated from experience (Pincus & Ansell, 2003). According to Sullivan there
were three different possible outcomes for interpersonal situations: security,
negotiation and frustration (Pincus & Ansell, 2003). The primary ideas of an
interpersonal theory should be including a description of the meaning of
‘interpersonal’ and a sSystematic definition of interpersonal behavior (Pincus &
Ansell, 2003). And specifically, according to the writers this definition brought a
view of the people’s reciprocal behavior patterns, for example, resolving, negotiating

or disintegrating their interpersonal situations (Pincus & Ansell, 2003).

As Foa (1961) indicated, it was claimed that an interpersonal behavior was an
attempt to build an emotional relationship of a person towards themselves and
towards the others, at the same time build a social association of the self and the
other concerning a larger reference group. According to Horowitz et al. (2006),
interpersonal behaviors were motivated behaviors. For example, when a person
started an interaction with another person, it was assumed that this behavior was
goal-directed. However, it was not always necessary for the person to be conscious
about that goal and that goal’s importance may vary from trivial to vital (Horowitz et
al., 2006). At the same time, if the motive of an interpersonal behavior was not clear
enough, the result of the behavior was ambiguous (Horowitz et al., 2006). Moreover,
people’s expectations about others’ motives influenced the interpersonal interaction
(Horowitz et al., 2006). Interpersonal behaviors were not only influenced by motives
or goals, but also affect. Forgas (2002) indicated in the study that ‘figuring out how

people’s interpersonal strategies were influenced by affect” was one of the most
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important points in psychology. People’s abilities for planning effectively and using
complex interpersonal strategies were essential; also, the big part of affect in these
processes was still not understood enough (Forgas, 2002). There was enough
evidence to take it seriously that affect had a huge and complex influence on the
content and the process of people’s methods of planning and executing their strategic
interpersonal behaviors (Forgas, 2002). Furthermore, people’s constructive
interpretations of social situations and their next interpersonal behaviors were
undeniably influenced by affect (Forgas, 2002). Besides motive and affect, the
interpersonal behaviors were influenced by expectancies between people. According
to Jones (1986), for social adaptation interpersonal expectancies were necessary.
People’s previous experiences with others were reflected by their expectancies and
people got prepared for the most possible occasions of their future by their
expectancies (Jones, 1986). So, by doing all of these, expectancies helped people to
establish interpersonal behaviors of themselves.

As speaking of interpersonal behaviors, there are different types of them and
they are examined under special constructions. Circumplex model was one of the
methods that examine those behaviors and information about the interpersonal

circumplex was given in following sections in detail.
1.5. Interpersonal Circumplex

Cataloging individuals’ interpersonal behaviors opened the way for an
empirically produced circular structure (Pincus & Ansell, 2003). Sullivan’s theory
about interpersonal relations mentions the facts of security and self-esteem which
were the most important motivations under interpersonal interactions. So, Leary
(1957) evaluated Sullivan’s theory and developed a circle of interpersonal behavior
(as cited in Akyunus, 2012). That circular space was named as ‘circumplex’ and that
space was consisted of two dimensions. Leary described those two dimensions
according to Sullivan’s security and self-esteem concepts and created the coordinates
of affiliation and dominance, respectively (as cited in Akyunus, 2012). According to
Horowitz et al. (2006), these dimensions could be exemplified as ‘connection

between people’ and ‘one person's influence over the other’, respectively. According
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to this model, affiliation and dominance represented the basic coordinates on a
circumplex; thus, interpersonal behavior could be explained as a combination of
these coordinates (Alden et al., 1990; Horowitz et al., 2003; as cited in Akyunus &
GengoOz, 2016). The dimension of affiliation on the horizontal axis varied between
the hostility behaviors and friendly behaviors. At the same time, the dimension of
dominance on the vertical axis varied between dominance and submission (Alden et
al., 1990; Horowitz et al., 2003; as cited in Akyunus & Gen¢6z, 2016). In addition to
the four poles (e.g. dominant, hostile, submissive and friendly) of these two axes
(dominance and affiliation), when four more poles of the mentioned four poles’
combinations are added, the interpersonal circumplex became separated into eight
interpersonal behavior/problem areas (i.e., octants) (Alden et al., 1990; Horowitz et
al., 2003; as cited in Akyunus & Gencgoz, 2016). The combinations of those points
were named ‘Hostile-Dominant, Hostile-Submissive’, Friendly-Submissive and

Friendly-Dominant’ respectively. The interpersonal circumplex (IPC) can be seen in

Figure 1.
Dominant
Hostile - Dominant Friendly - Dominant
Hostile Friendly
Hiashile - Submissive Friendly - Submissive
Submissive

Figure 1. Interpersonal Circumplex Model.

Individual differences in a range of interpersonal domains could be
represented geometrically by the IPC model. So, blends of the circumplex’s two

main dimensions could define all features of individual differences among these
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domains (Pincus & Ansell, 2003). Around a 360° perimeter of the circle, those
mentioned blends of affiliation and dominance could be located. On the circumplex
the octants which were neighbor to each other (e.g. Friendly and friendly-dominant)
are conceptually and statistically similar, octants which were at 90° (e.g. Dominant
and Friendly) are conceptually and statistically independent, and octants which were
180° apart (e.g. Hostile and Friendly) are conceptual and statistical opposites (Pincus
& Ansell, 2003). In sum, that circular model had no beginning or end and it was a
continuum (Carson, 1969, 1996; Gurtman & Pincus, 2000; as cited in Pincus &
Ansell, 2003). Even the IPC demonstrated a model that a person can be possibly
located in more than one interpersonal situation, the model was monadic; which
meant that the IPC model components do not include interaction among each other
(Pincus & Ansell, 2003). Studies in the context of interpersonal circumplex models
provided interpersonal diagnosis and conceptual mapping in psychotherapies, unlike
other interpersonal inventory studies (Akyunus & Geng0z, 2016). In this way,
clinicians can position the patient's interpersonal behavior pattern on the circumplex
model and determine the area of the patient's prominent interpersonal dissonance
(Akyunus & Gencgoz, 2016).

In order to measure various types of difficulties in interpersonal functionality
that individuals experience, the inventory named as “The Inventory of Interpersonal
Problems (1IP)” was developed (Horowitz, Rosenberg, Baer, Ureno, & Villasenor,
1988). Detecting various interpersonal problems’ severity and frequency, spotting the
general interpersonal problems, sorting out interpersonal problems which were
related to stress and psychotherapeutical processes constitutes 1IP-C’s clinical use
areas (Akyunus & Gengoz, 2016). With respect to the eight divisions of IPC, the IIP
includes eight subscales. However, in the inventory the names of the octants were
changed in the 11P subscales. The subscale corresponding to the ‘Dominant’ octant
was named ‘Domineering-Controlling’; other subscale corresponding to the ‘Hostile’
octant was named ‘Cold-Distant’, other subscale corresponding to the ‘Submissive’
octant was named ‘Nonassertive’ and other subscale corresponding to the ‘Friendly’
octant was named ‘Self-Sacrificing’. Furthermore, considering the combinations of

those octants one subscale corresponding to the ‘Hostile-Dominant’ octant was
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named ‘Vindictive-Self-centered’, the subscale corresponding to the ‘Hostile-
Submissive’ octant was named ‘Socially Inhibited’, the subscale corresponding to the
‘Friendly-Submissive’ octant was named ‘Overly Accommodating’ and lastly the
subscale corresponding to the ‘Friendly-Dominant’ octant was named ‘Intrusive-
Needy’. According to Akyunus (2012), the octants of the IPC can be explained as in
following: ‘Domineering-Controlling Subscale’ was described as the having
difficulty in giving up the control, person’s level of being controlling or
manipulative, intolerance for losing control, not being able to see others’ viewpoints
and propensity to having arguments with others. ‘Vindictive-Self Centered Subscale’
was described as having hostile dominance problems, anger and irritability
expressions and experiences, suspecting and not trusting others, disregarding and not
supporting other people’s needs and welfare, and being irresponsible. ‘Cold-Distant
Subscale’ was described as minimum level of feelings of affection and bonding with
others, having hard times in continuing long-term commitments, and not having
sympathy, nurturance, warmth and generosity to others. ‘Socially Inhibited Subscale’
was described as feeling anxious, timid and embarrassed with other people around,
inability to starting social interactions, joining in groups, socializing and showing
feelings. ‘Nonassertive Subscale’ was described as having seriously low levels of
self-confidence and self-esteem, inability to take initiative and be center of attention,
avoiding from socially challenging situations and from making wishes because of
fearing from disapproval and negative evaluation. ‘Overly Accommodating
Subscale’ was described as not being offensive about pleasing others and gain their
approval, inability to say ‘no’ to others, lack of feeling and expressing anger, being
easy to convince and deceive, avoiding from assertiveness because of fearing
inability to maintain relationships. ‘Self-Sacrificing Subscale’ was described as
having overly enthusiastic levels of serving and giving to others, being overly
generous, caring, trusting and permissive for others, and inability to keeping
boundaries in relationships with others, being too protective of others, and difficulty
to put their own needs before others’. ‘Intrusive-Needy Subscale’ was described as
being in a need for engagement with others, inability to spend their time alone, self-
disclosing inappropriately and having poor interpersonal boundaries. This inventory

was studied before with different variables such as: with personality disorders (Alden
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& Capreol, 1993; Stern, Kim, Trull, Scarpa, & Pilkonis, 2000; Lejuez et al., 2003)
and in clinical therapeutic use (Muran, Segal, Samstag, & Crawford, 1994,
Borkovec, Newman, Pincus, & Lytle, 2002; Hansen & Lambert, 1996). However, the
Inventory of Interpersonal Problems was never studied with driver behaviors and in

the current study this was achieved.
1.6. The Relationship between Driver Behaviors and Interpersonal Problems

In the literature there were many studies evidencing the relationship between
driver behaviors and different individual related characteristics. Although these
studies showed that in the literature, driver behaviors had been studied in many
problematic situations, but they had not been studied directly with interpersonal
relationships. When drivers can be negatively or positively affected by traffic-related
stimuli, they also transfer their emotions, stress, or anxiety from daily life to traffic
environment. Driving behaviors can be affected by not only driving situations but
also unresolved “nondriving” problems. The traffic environment is an environment
that involves a lot of interpersonal interaction. Drivers are not alone in traffic so;
even if there is no verbal interaction as in many other interactive life settings, the
expressions and attitudes are reflected in the behaviors on the roads, and interaction
in traffic environment is established between people through behaviors. Of course,
this interaction is not always positive or pleasant. The problems that people (drivers)
have in interpersonal relationships are reflected in the way they express themselves
through their behavior.

1.7. Aim of the Study

The present study had two main purposes: The first one was to examine the
relationship between driver behaviors and interpersonal problems; and the second
one was representing different driver behaviors on the Interpersonal Circumplex
space. By this way, those two concepts would be studied in relation to each other, for
the first time in the literature.
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CHAPTER 2

METHOD

2.1. Participants

The sample of the study was consisted of 357 Turkish adults who had valid
driver’s licenses and drive in traffic regularly. The participants were from different
cities in Turkey, mainly from Ankara and Balikesir. The females represented 30.5%
(N =109) and males represented 69.3% (N = 246) of the sample. The ages of the
participants ranged from 18 to 70 (Mage = 36.46, SD = 13.38). Considering the
education levels of the participants; two participants (0.6% of the sample) were
graduated from primary school, six participants (1.7% of the sample) were graduated
from middle school, 38 participants (10.6% of the sample) were graduated from high
school, 47 participants (13.2% of the sample) were graduated from junior college,
210 participants (58.8% of the sample) were graduated from university and 52
participants (14.6% of the sample) were post-graduates. All participants obtained
driving licenses at least a year and the range of this duration was between 1 and 47
(M =14.64, SD = 11.02). Moreover, the range of the annual mileage was between 0
and 560000 (M = 15194.50, SD = 35608.68) and total mileage was between 0 and
7000000 (M = 213746.14, SD = 569538.43). The demographics of the participants
were given in Table 1 and Table 2.
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Table 1. Descriptive statistics of participants in the study.

N Minimum Maximum Mean Std.
Deviation

Age 335 18 70 36.46 13.38

Duration of having a 355 1 47 14.64 11.02

valid driver’s license

(in vears)

Total distance in km 340 0 7000000 21374 56933843
6 14

Annual distance in 349 0 5360000 15194 35608.68

km 50

Number of active 352 0 3 B0 108

accidents

Number of passive 352 0 3 51 98

accidents

Table 2. Frequency Table of Types of Tickets.

T}'pe of Ticket N (\Ell d) Prequency
Erroneous Parking 355 136
Erroneous Overtaking 355 87
Owver-Speeding 335 164
Fed Light Violation 355 09
Other 355 96
No Ticket 355 181

Note: Frequency means that the number of people received tickets.

2.2. Procedure

Before data collection started the ethical approval was obtained from Middle
East Technical University Human Subjects Ethics Committee. The participants were
invited to the study via e-mails and social media announcements, using the snowball
sampling method. The materials were uploaded to the online survey software
(Qualtrics) and also paper copies of the material were printed. Some participants
completed the study online and to some participants, for whom online system was

not available paper-pencil version of it was distributed. When the procedure began,
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participants were given an informed consent form and they were expected to give
their consent to participate the study voluntarily (See Appendix B). The participants
were informed about anonymity and confidentiality. After that, they completed the
demographic questions which included age, gender, education, annual mileage,
number of traffic tickets and accidents (See Appendix C). No personal information
was asked. When these steps completed, the questionnaires started and all

participants were expected to answer all of the questions.
2.3. Instruments
2.3.1 Demographic Information Form

Before the questionnaires were administered to the participants a
demographic information form was given in order to collect the relevant data. In this
form there were no questions about personal information. The participants were
asked about their age, gender, education level, duration of having a valid driver’s
license (in years), total and annual mileage in kilometers, and number of traffic

tickets and accidents.
2.3.2. Inventory of Interpersonal Problems- Circumplex (I11P-C)

The “Inventory of Interpersonal Problems (I1IP) was developed in order to
explain people’s challenging experiences in their interpersonal relationships
(Horowitz, Rosenberg, Baer, Ureno, & Villasenor, 1988). In its original version, the
IIP was a 127 items scale which was developed with the contribution of
psychotherapy seeking people’s interpersonal complaints. Horowitz, Alden, Wiggins
and Pincus (2003) constructed the short version of this inventory (1IP-32) and the

scale’s psychometric structure is preserved.

[IP-32 is a 5-point Likert type scale in which participants evaluated their
attitudes (1= Not at all, 5= Almost). It also is a 32 item self-report measure including
eight subscales and all subscales have four items separately. The subscales were
named as Domineering-Controlling, Cold-Distant, Nonassertive, Self-Sacrificing,
Vindictive-Self-centered, Socially Inhibited, Overly Accommodating, Intrusive-

Needy. The overall internal consistency reliability score of the IIP in the current
17



study was .87. Moreover, the reliability scores of the subscales were given as:
domineering-controlling .65, vindictive-self-centered .70, cold-distant .70, socially
inhibited .80, nonassertive .63, overly accommodating .56, self-sacrificing .74 and
intrusive-needy .08. Each subscale was illustrated in the following Figure 2 by items
from the IIP.

Domineering- Controlling
“I try to control other people

too much
Vindictive/ Self-Centered Intrusive - Needy
“Itis hard for me to put somebody “I tell personal things
else’s needs before my own! to other people too much.”
Cold/ Distant Self-Sacrificing
“Itis hard for me “I try to please other
to feel close to people too much!
other people”
Socially Inhibited Overly - Accomodating
“It is hard for me to “It is hard for me to say 'no’
socialize with other people! other people”

Nonassertive
“Itis hard for me
to be assertive with
another person.”

Figure 2. lllustrative items of each subscales of 1IP-C.
2.3.3. Driver Behavior Questionnaire (DBQ)

The Manchester Driver Behavior Questionnaire (DBQ) was developed in
order to identify and measure aberrant driver behaviors on traffic by Reason and
colleagues in 1990. Lawton et al. (1997) extended the scale with the distinction of
aggressive and ordinary violations and it was adapted to Turkish by Lajunen and
Ozkan (2004). So, DBQ has four subscales as errors, slips and lapses, ordinary
violations and aggressive violations. In 2005, Ozkan and Lajunen conducted a

research and added “Positive Driver Behaviors Scale” to DBQ.
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DBQ is a 6-point Likert type scale which participants rate their behavior
frequencies (1=Never, 6=Always). It also is a 37 item self-report measure including
five subscales. There are eight items in slips and lapses subscale, eight items in errors
subscale, nine items in ordinary violations subscale, three items in aggressive
violations subscale and nine items in positive driver behaviors subscale. The DBQ
was given to participant in order to measure the aberrant driver behaviors and the
Positive Driver Behaviors scale was given with it in order to measure positive
behaviors. The DBQ’s overall internal consistency reliability score was .76 in the
current study. And the reliability scores of subscales of DBQ for slips and lapses was
.57, for errors was .47, for aggressive violations was .65, and for ordinary violations
.76. Moreover, for positive driver behavior scale the reliability score was .80. The
subscales of the DBQ and Positive Driver Behaviors scale were illustrated in the

following Table 3.

Table 3. The Examples of Driver Behavior Questionnaire Items and Positive Driver
Behavior Items

The tvpe of behavior Example

In a quene of vehicles tuming left on to a main road, pav such close
Slips attention to the traffic approaching from the right that vou nearly hit
the car in front.

Lapses Attempt to drive away from trafficlights in third gear.

Ovwertake a single line of stationary or slow-moving vehicles, only to
Errors discover that thev were queneing to get through a one-lane gap or
roadwork lights.

. I Give chase with the intention of giving him or her a piece of vour
Aggressive Violations . -
mind.
. b Staving in a motorway lane that vou know will be closed ahead until
Ordinary Violations p . - . y .
’ the last minute before forcing vour way into the other lane.
Following the driver of the vehicle ahead, at a distance that will not

Positive Driver Behaviors . ;
disturb him or her.
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CHAPTER 3

RESULT

3.1. Analysis Method

In this study, all the computations were made by IBM SPPS Statistics V.20
program. The scores of subscales and constructs of the instruments were computed
by averaging the scores of the items that belonged to each factor. Also, the reliability
scores of all instruments and their subscales were computed. In the first step,
descriptive statistical values of the variables used in the study were computed. After
that, the bivariate correlation analyses were conducted to see the basic relationships
between the variables. And then, hierarchical regression analyses were done in order
to investigate the relationships between the DBQ, positive driver behaviors scale and
IIP and their subscales. In the following sections those processes were presented in
detail.

In order to observe the representations of driver behaviors on the
interpersonal circumplex model, similar statistical procedures were performed in
accordance with the previous studies with the DBQ, positive driver behaviors scale
and 1P (Locke, 2010; Akyunus & Geng6z, 2016). This section described the analytic
procedure of ipsatize data and finding the positions of driver behaviors on IPC space
and how to do it. And the procedure was given step by step:

e Translating raw data to ipsatized data: In order to obtain the bipolar

dimensions of affiliation and dominance of the interpersonal
circumplex, raw data was translated into ipsatized data (Locke, 2010).
For finding the ipsatized data, firstly, the raw scale scores for each
octant of the IIP were computed. The raw score meant the mean
scores of every subscale of IIP for every participant. And then,
subtracting overall mean of the scale from each scale score gave us
the ipsatized data (Locke, 2010).
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e Detecting the participants’ positions on affiliation and dominance

dimensions: In order to accomplish that Locke’s (2010) formulation
was used to obtain the agentic, unagentic, communal and uncommunal
dispositions.
e The formulation:

Agentic Vector= (0.414)(PA + (0.707)(BC + NO))

Unagentic Vector= (0.414)(HI + (0.707)(FG + JK))

Communal Vector= (0.414)(LM + (0.707)(JK + NO))

Uncommunal Vector= (0.414)(DE + (0.707)(BC + FG))

e Finding X and Y coordinate values: By subtracting unagentic vector

score from agentic vector score, Y (vertical) coordinate value can be
obtained. By subtracting uncommunal vector score from communal
vector score X (horizontal) coordinate value can be obtained. These X
and Y coordinates defined a vector sum in the IPC space.

e Plotting the positions: And lastly, in order to plot the positions of

driver behaviors on IPC space a correlation should be computed. The
scores that can be obtained after correlating DBQ’s subscale scores
with X and Y coordinate values of 1P, gave the coordinate values of
driver behaviors on IPC space (Locke, 2010; Akyunus & Gengoz,
2016).

+A (PA)

+A+C (NO)

e
Agentic

< (DE) ‘L —— Uncommunal Communal  —— 4:‘ +C(LM)
|

\

\

e

( Unagentic

-AC (FG) "A+C (JK)

-A (HI)

Figure 3. The interpersonal circumplex illustration for the analytic procedure of
ipsatized data
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3.2. Descriptive Statistics

The study’s variables, which were DBQ’s four subscales, positive driver
behavior scale and IIP’s eight subscales, were evaluated in Table 4 and descriptive
statistics values were reported.
Table 4. Descriptive Statistics of Variables

Variables N Mean sD Min Max Range
Lapses 357 161 41 1.00 3.13 2.13
Errors 357 1.58 44 1.00 3.50 2.50
Aggressive 357 2.05 79 1.00 567 467
Violations
Ordinary 357 1.81 60 1.00 456 3.56
Viclations
Positive 357 458 1.00 1.11 6.00 4.89
Behavior
Dominant 357 1.95 71 1.00 475 3.75
Hostile- 357 1.99 74 1.00 425 3.25
Dominant
Hostile 357 2.01 77 1.00 425 3.25
Hostile- 357 1.99 82 1.00 5.00 4.00
Submissive
Submissive 357 2.33 78 1.00 450 3.50
Friendly- 357 2.37 73 1.00 5.00 4.00
Submissive
Friendly 357 2.72 85 1.00 5.00 4.00
Friendly- 357 239 74 1.00 5.00 4.00
Dominant

When the table was evaluated it can be seen that participants rated positive
driver behaviors (M=4.58, SD= 1.00) higher than any other driver behavior
categories. Moreover, concerning the aberrant driver behaviors, participants rated
themselves highest in aggressive violations category (M= 2.05, SD= .79).
Furthermore, when IIP values were examined it can be said that all subscales were
rated similarly by participants according to the mean scores of IIP. However, the
friendly octant of the IIP was rated highest (M= 2.72, SD= .85) compared to other
seven octants and the dominance octant was rated lowest (M= 1.95, SD=.71).
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3.3. The Relationship between Driver Behaviors and Interpersonal Problems
3.3.1. Bivariate Correlation Analyses

A bivariate correlation analysis was conducted in order to see the relationship
between demographic variables and DBQ subscales. The correlation results are given
in Table 5. Some of the significant relationships are indicated in the following.

When the relationship between some demographic variables and DBQ
variables were examined it can be seen that there was a negative relationship
between age and lapses (r = -.25, p < .01), aggressive violations (r = -.18, p < .01),
and ordinary violations (r = -.31, p < .01). This meant, as age increased, frequency of
engaging in lapses, aggressive violations and ordinary violations decreased.
Moreover, as a participant’s duration of having a driver license got longer, their
number of having active accidents (r = -.22, p < .01), lapses (r = -.24, p < .01), and
aggressive violations (r = -.15, p < .01) got lower. And finally, there was a positive
relationship between the number of active accidents and lapses (r = .23, p < .01),
aggressive violations (r = .14, p < .01) and ordinary violations (r = .16, p < .01).
Also, there was a positive relationship between passive accidents and aggressive
violations (r = .14, p <.01) and ordinary violations (r = .16, p < .01). These all meant
that, as a driver’s frequency of engaging in an active or passive accident increased,
that driver’s frequency of engaging in aggressive and ordinary violations increased as

well.
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In addition, another bivariate correlation analysis was conducted in order to
see the relationship between DBQ subscales and IIP subscales. The correlation
results were given in Table 6. Some of the significant relationships were indicated in
the following section.

When the table was examined it can be seen that there was a positive
relationship between DBQ subscales excluded positive driver behaviors; such as,
there was a positive correlation between lapses and errors (r = .40, p < .01),
aggressive violations (r = .20, p < .01) and ordinary violations (r = .36, p < .01).
Moreover, errors had positive relationship with aggressive violations (r = .28, p <
.01) and ordinary violations (r = .34, p <.01). And finally, aggressive violations were
found to be positively related with ordinary violations (r = .47, p <.01).

Concerning the relationships between the IIP subscales, the correlation
analysis showed that being dominant on IPC is positively related to being hostile-
dominant (r = .34, p < .01), being hostile (r = .35, p <.01), being hostile-submissive
(r=.28, p < .01), being submissive (r = .26, p < .01), being friendly-submissive (r =
17, p <.01), being friendly (r = .20, p< .01), and being friendly-dominant (r = .41, p
< .01). Moreover, hostile-dominant subscale of IIP had a positive relationship with
being hostile (r = .60, p < .01), being hostile-submissive (r = .38, p < .01), being
submissive (r = .29, p < .01), and being friendly-submissive (r = .21, p < .01).
Furthermore, there was a positive relationship between being hostile on IPC and
being hostile-submissive (r = .57, p < .01), being submissive (r = .47, p < .01), and
being friendly-submissive (r = .29, p < .01). Also, being hostile-submissive on IPC
was positively related to being submissive (r = .59, p < .01), being friendly-
submissive (r = .43, p < .01), and being friendly (r = .13, p < .01). Moreover, a
positive correlation was found between being submissive and being friendly-
submissive (r = .67, p <.01), being friendly (r = .35, p <.01), and friendly-dominant
(r = .33, p < .01). There was also a positive relationship between being friendly-
submissive and being friendly (r = .59, p < .01) and being friendly-dominant (r = .34,
p < .01). And finally, being friendly on IPC had positive correlation with being
friendly-dominant (r = .45, p <.01).

Lastly, after examining the correlations between DBQ subscales and IIP

subscales, the findings were given as following (See Table 5). The ‘lapses’ subscale
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of DBQ was positively correlated with all of the subscales of I1P; such as, with being
dominant (r = .24, p < .01), being hostile-dominant (r = .16, p <.01), being hostile (r
= .22, p <.01), being hostile-submissive (r = .14, p <.01), being submissive (r = .25,
p <.01), being friendly-submissive (r = .19, p <.01), being friendly (r = .11, p <.01),
and being friendly-dominant (r = .23, p < .01). Also, ‘errors’ subscale of DBQ had a
positive relationship with being dominant (r = .23, p <.01), being hostile-dominant (r
= .14, p <.01), being hostile (r = .21, p < .01), being hostile-submissive (r = .12, p <
.01), being submissive (r = .22, p < .01), being friendly-submissive (r = .12, p <.01),
and being friendly-dominant (r = .10, p < .01). Furthermore, there was a positive
relationship between ‘aggressive violations’ subscale of the DBQ and being hostile (r
= .11, p < .05) and being hostile-submissive (r = .15, p < .01). In addition, positive
relationships were found between ‘ordinary violations’ subscale of the DBQ and
being dominant (r = .34, p < .01), being hostile-dominant (r = .14, p < .01), being
hostile (r = .18, p <.01), being hostile-submissive (r = .21, p < 01), being submissive
(r = .16, p < .01), being friendly-submissive (r = .12, p < .05), and being friendly-
dominant (r = .13, p < .05). And finally positive driver behaviors were negatively
correlated with some 1P subscales; such as; with being dominant (r = -.12, p < .05),
with being hostile-dominant (r = -.17, p < .01), and being hostile (R = -.15, p <.01).
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3.3.2. Hierarchical Regression Analyses

In the following section, the hierarchical regression analyses were used to test
the relationships between driver behaviors and interpersonal problems. In order to
see the accurate results, the relationships of significantly correlated variables were
put into the analyses.

The first analysis was conducted in order to see the association between slips
& lapses and interpersonal problems. In the analysis, slips & lapses were identified
as the dependent variable (DV) and interpersonal problems were identified as the
independent variables (1V). In order to control the statistical effects of age, sex, and
exposure, these variables were entered in the first step of the analysis. Later, the
interpersonal problems were entered at the second step as the 1Vs. The results of the
analysis are showed in the Table 7. The results presented that controlled variables
contributed significantly to regression model and accounted for 8% of variation in
slips & lapses (F(3, 345) = 9.87, p < .05, R? = .08). Introducing the interpersonal
problems explained an additional 10% of variation in slips & lapses (Fchange(8, 337) =
5.12, p < .05, R? = .17). The only interpersonal problem that related to slips & lapses

was being hostile; being hostile was found to be positively related to slips & lapses.
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Table 7. Hierarchical Regression of Slips and Lapses on the 1P Components

Variables B P R R han =
Step 1 2000 079 079
Age -231 2000
Sex -.060 271
Annual Mileage -.097 063
Step 2 2000 179 100
Age - 164 002
Sex -062 257
Annual Mileage -.062 225
Dominant 101 101
Host-Dom 006 930
Hostile 146 049
Host-Sub - 083 232
Submsv 123 123
Fmd-Sub 061 451
Friendly -027 700
Fmd-Dom 118 063

Note: N = 340, Host-Dom = Hostile-Dominant, Host-Sub = Hostile-Submissive,
Submsv = Submissive, Frnd-Sub = Friendly-Submissive, Frud-Dom = Friendlv-Dominant

Dependent Variable = Slips & Lapses

The second analysis was conducted in order to see the association between
errors and interpersonal problems. In the analysis, errors were identified as the DV
and interpersonal problems were identified as the IV. In order to control the
statistical effects of age, sex, and exposure, these variables were entered in the first
step of the analysis. Later, the interpersonal problems were entered at the second step
as the IVs. The results of the analysis are showed in the Table 8. The results
presented that controlled variables contributed significantly to regression model and
accounted for 1% of variation in errors (F(3, 345) = .77, p < .05, R? = .01).
Introducing the interpersonal problems explained an additional 10% of variation in
errors (Fehange(7, 338) = 5.58, p < .05, R? = .11). The interpersonal problems that
related to errors were being dominant (B = .18, p < .05) and being submissive (8 =
21, p=.05).
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Table 8. Hierarchical Regression of Errors on the 1IP Components

Variables J:i P R R e
Step 1 509 007 007
Age -031 582

Sex 080 159

Annual Mileage -.039 473

Step 2 000 110 103
Age 029 601

Sex 079 158

Anmal Mileage -.011 832

Dominant 182 004

Host-Dom - 028 670

Hostile 149 052

Host-Sub -.125 {083

Submsv 218 009

Frnd-Sub -.011 876

Frnd-Dom -.011 .8a2

Note: N = 349 Hosi-Dom = Hostile-Dominani, Hosi-Sub = Hostile-Submissive,
Submsv = Submissive, Frnd-Sub = Friendly-Submissive, Frmd-Dom = Friendly-Dominant

Dependent Variable = Errors

The third analysis was conducted in order to see the association between
aggressive violations and interpersonal problems. In the analysis, aggressive
violations were identified as the DV and interpersonal problems were identified as
the IV. In order to control the statistical effects of age, sex, and exposure, these
variables were entered in the first step of the analysis. Later, the interpersonal
problems were entered at the second step as the IVs. The results of the analysis are
showed in the Table 9. The results presented that controlled variables contributed
significantly to regression model and accounted for 3% of variation in aggressive
violations (F(3, 345) = 4.53, p < .05, R? = .03). Introducing the interpersonal
problems explained an additional 7% of variation in aggressive violations (Fchange(3,
342) = 8.46, p < .05, R? = .10). The only interpersonal problem that related to
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aggressive violations was being dominant; being dominant was found to be

positively related to aggressive violations.

Table 9. Hierarchical Regression of Aggressive Violations on the 1IP Components

Wariahles B P B? R chamnee
Step 1 004 038 038
Age -.178 001

Sex -.012 833

Annual Mileage -.057 284

Step 2 000 104 0e7
Age -.120 031

Sex - 040 436

Annual Mileage -.047 362

Dominant 233 2000

Hostile -.017 793

Host-Sub 090 132

Note: N = 349, Host-Sub = Hostile-Submissive, Dependent Variable = Aggressive Violations

The fourth analysis was conducted in order to see the association between
ordinary violations and interpersonal problems. In the analysis, ordinary violations
were identified as the DV and interpersonal problems were identified as the 1V. In
order to control the statistical effects of age, sex, and exposure, these variables were
entered in the first step of the analysis. Later, the interpersonal problems were
entered at the second step as the 1Vs. The results of the analysis are showed in the
Table 10. The results presented that controlled variables contributed significantly to
regression model and accounted for 14% of variation in ordinary violations (F(3,
345) = 18.85, p < .05, R? = .14). Introducing the interpersonal problems explained an
additional 10% of variation in ordinary violations (Fchange(7, 338) = 6.58, p < .05, R?
= .24). The only interpersonal problem that related to ordinary violations was being

dominant; being dominant was found to be positively related to ordinary violations.
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Table 10. Hierarchical Regression of Ordinary Violations on the IIP Components

Wariables B P R R e
Step 1 RV 141 141
Age -.376 000

Sex 209 RV

Anmial Mileage -.032 290

Step 2 RN 244 103
Age -311 000

Sex 182 RN

Anmial Mileage -.036 A33

Dominant 281 2000

Host-Dom -.044 472

Hostile 017 814

Host-Sub 106 .108

Submsv 022 769

Frmnd-Sub 038 563

Frmd-Dom -.041 483

Note: N = 340 Hosi-Dom = Hostile-Dominani, Host-Sub = Hostile-Submissive,
Submsv = Submissive, Frnd-Sub = Friendly-Submissive, Frnd-Dom = Friendlh-Dominant

Dependent Variable = Ordinary Violations

The fifth analysis was conducted in order to see the association between
positive driver behaviors and interpersonal problems. In the analysis, positive driver
behaviors were identified as the DV and interpersonal problems were identified as
the IV. In order to control the statistical effects of age, sex, and exposure, these
variables were entered in the first step of the analysis. Later, the interpersonal
problems were entered at the second step as the IVs. The results of the analysis are
showed in the Table 11. The results presented that controlled variables contributed
significantly to regression model and accounted for 3% of variation in positive driver

behaviors (F(3, 345) = .35, p < .05, R? = .01). Introducing the interpersonal problems
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explained an additional 1% of variation in positive driver behaviors (Fchange(3, 342) =
4.20, p < .05, R? = .04). The only interpersonal problem that related to positive driver
behaviors was being hostile-dominant; being hostile-dominant was found to be

negatively related to positive driver behaviors.

Table 11. Hierarchical Regression of Positive Driver Behaviors on the 1IP

Components

Variables B P R? R.’;hangé_
Step 1 782 .003 003
Age - 043 445

Sex -003 929

Annual Mileage 037 498

Step 2 {006 039 0353
Age -080 162

Sex 030 603

Annual Mileage 024 B56

Dominant -058 318

Host-Dom - 151 029

Hostile -022 T48

Note: N = 340, Host-Dom = Hostile-Dominant, Dependent Variable = Positive Driver Behaviors

3.4. The Representations of Driver Behaviors on Interpersonal Circumplex

All the computations were made by using the ipsatized data of variables and
X and Y coordinates of driver behaviors were obtained. After determining the
placements of variables on Interpersonal Circumplex (IPC) space the representations
were given in Figure 3.

According to the placement on the IPC space, Aggressive Violations and
Ordinary Violations were represented on the ‘low affiliation-high dominance’
quadrant of the circumplex. Thus, the drivers who showed aggressive and/or ordinary

violations on traffic context had the characteristics of dominant, hostile-dominant
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and hostile octants of the IPC. Moreover, Errors were represented on the ‘low
affiliation-low dominance’ quadrant but close to the ‘low affiliation’ vector of the
circumplex. Thus, error prone drivers had the characteristics of hostile, hostile-
submissive and submissive octants of the IPC. Besides, Slips & Lapses were placed
very close to ‘low affiliation’ vector and the center of the circumplex. It almost fell
nearly the same distances from all of the octants. Thus, this position had no
remarkable characteristics of any of the quadrants of the IPC. And finally, Positive
Driver Behaviors were represented on the ‘high affiliation-low dominance’ quadrant
of the circumplex. Thus, the drivers who showed positive driver behaviors on traffic
context have the characteristics of submissive, friendly-submissive and friendly
octants of the IPC.
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CHAPTER 4

DISCUSSION

4.1. General Discussion

The main aims of this study were to examine the relationship between the
driver behaviors on traffic and interpersonal behaviors and see the representations of
driver behaviors on the IPC for the first time in the literature. There were many
studies that investigated driver behaviors with different individual concepts (Oltedal
& Rundmo, 2006; Rimmd & Aberg, 1999; Dahlen & White, 2006; Reimer et al.,
2005) however none of these studies attempted to investigate the driver behaviors’
relationship with interpersonal behaviors. Moreover, there were different studies that
investigated the interpersonal behavior in different contexts (Pincus & Ansell, 2003;
Foa, 1961; Horowitz et al., 2006; Forgas, 2002) however there was not such study
that tried to see the relationship between IPC and driver behaviors. In this study IPC
was used with driver behaviors because the traffic context is an interpersonal context
itself and best ways to understand interpersonal behaviors and problems are IPC
models. When drivers are in traffic they may be in their vehicles but they are not
isolated completely. They still interact with other road users such as other drivers,
passengers or pedestrians. Since they are interacting actively with other people on the
road; their problems that they experience when they interact with other people are
reflected on their behaviors in traffic (which are driver behaviors). Thus, combining
these two perspectives would provide new theoretical and practical contributions; so,

this relationship could not be ignored to research.

In the following sections, general findings about the study variables and their
relationship were discussed separately and in detail. Moreover, critical remarks,

implications of the study and suggestions for future researches were presented.
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4.2. Evaluation of the Findings

Before examining the representations of driver behaviors on circumplex
model, in order to get more detailed view about the variables was discussed

according to data analyses separately.
4.2.1. Evaluation of Descriptive Statistics

According to the results of the DBQ subscales, the drivers tended to engage
in positive driver behaviors on the road than aberrant driver behaviors. Thus, it can
be said that drivers tend to evaluate themselves as careful about the traffic
environment or other road users and to help and be polite with or without safety
concerns (Ozkan & Lajunen, 2005). Moreover, they admitted that they carry a good
intent in their actions and they intend not to violate the rules but ease the driving. So
they all meant that they preferred to show more high affiliation behaviors than low.
And that was in accordance with their evaluation on IIP subscales. According to the
results of 1P subscales drivers tended to admit that they belong to high affiliation
quadrants of the circumplex than others. They reported themselves as on the
‘friendly’ octant of the circumplex mostly and ‘friendly-dominant’ and ‘friendly-
submissive’ after. So, it can be interpreted that participants evaluated themselves as
people who have the qualities of having overly enthusiastic levels of serving and
giving to others, overly generous, caring, trusting and permissive for others,
difficulty to put their own needs before others’, a need for engagement with others, a
need for pleasing others and gain their approval, inability to say ‘no’ to others, and
lack of feeling and expressing anger; also, engaging in positive driver behaviors on

the road.

However, among aberrant behaviors drivers admitted that they engage in
aggressive violations than any other behaviors. Since aggressive violations included
negative intentions, this result was contrary to them because they reported
themselves as high affiliation people. Moreover, since drivers rated themselves
higher in showing aggressive violations on the road, it was expected that there should
have been more people that rated themselves as being on the high dominance and

low affiliation quadrants which have the characteristics of not being able to see
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others’ viewpoints and propensity to having arguments with others, anger and
irritability expressions and experiences, disregarding and not supporting other

people’s needs and welfare, and being irresponsible.
4.2.2. Evaluation of the Bivariate Correlation Analyses

The Bivariate Correlation Analyses were done to examine the relationship
between study variables. The driver behaviors and age relationships have been
evidenced many times by some previous studies (Constantinou et al., 2011; Ozkan &
Lajunen, 2006; Elvik, 2010; Rhodes and Pivik, 2011; Westerman & Haigney, 2000).
And in the current study age had negative relationships with active accidents, slips
and lapses, and aggressive and ordinary violations. This conclusion supported the
literature. Thus, it can be interpreted that as the drivers’ ages increased, their
tendency to engage in active accidents, slips and lapses and aggressive and ordinary
violations decreased. Furthermore, when active accidents variable was evaluated
there is a positive relationship with passive accidents, slips and lapses and aggressive
and ordinary violations. That was, as the drivers’ frequency of active accidents
increased their tendency to engage in passive accidents, slips and lapses and

aggressive and ordinary violations increased too.

The results also showed that the driver behaviors and the interpersonal
problems octants were related to each other. Concerning the relationship between
driver behaviors and interpersonal problems, there was a positive relationship
between slips and lapses and all the eight octants of IPC. That meant as the
frequency of slips and lapses increased, the degree of having interpersonal problems
increased as well. Moreover, there was also a positive relationship between errors
and all the octants of IPC except for ‘friendly’ octant. So it meant that the frequency
of errors increased, the degree of having interpersonal problems except for ‘being
friendly’ increased as well. Furthermore, there was also a positive relationship
between aggressive violations and ‘dominant’, ‘hostile’ and ‘hostile-submissive’
octants of IPC. That meant, as drivers more carried the problems of being
‘dominant’, ‘hostile’ and ‘hostile-dominant’ their frequency of engaging in

aggressive violations increased. In addition, there was also a positive relationship
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between ordinary violations and all the octants of IPC except for ‘friendly’ octant,
again. So, it can be said that the frequency of ordinary violations increased, the
degree of having interpersonal problems except for ‘being friendly’ increased as
well. And lastly, there were negative relationships between positive driver behaviors
and ‘dominant’, ‘hostile-dominant’ and ‘hostile’ octants of IPC. That meant, as
drivers more carried the problems of being ‘dominant’, ‘hostile’ and ‘hostile-

dominant’ their frequency of engaging in positive driver behaviors decreased.
4.2.3. Evaluation of Hierarchical Regression Analysis

In the current study, different hierarchical regression analyses were conducted
to test the relationships between the driver behaviors and interpersonal problems. In

the analyses the effects of age, sex, and annual mileage were controlled.

The results revealed that being dominant on the IPC was positively related to
the errors, aggressive violations, and ordinary violations. So that meant that, having
dominance problems in interpersonal relationships leaded drivers to commit errors,
aggressive violations and ordinary violations on the road. Moreover, it was also
indicated that being hostile on IPC was positively related to committing to slips and
lapses. Thus, having hostile traits meaning hostility problems in interpersonal
relationships leaded drivers to engage in slips and lapses on the road. Furthermore,
according to the results being submissive on the IPC was positively related to
engaging in errors. That meant, being submissive in interpersonal relationships as a
problem caused drivers to commit errors in traffic context. And lastly, it was
indicated that being hostile-dominant on the IPC was negatively related to engaging
in positive driver behaviors. So this can be said that, having hostile dominance
problems, anger and irritability expressions and experiences, the less a person has the
qualities of suspecting and not trusting others, disregarding and not supporting other
people’s needs and welfare, and being irresponsible; the more that person shows
positive driver behaviors on the road. Actually, some of these results were expected.
For example, it was known that violations are deliberate deviations from safety
which have a potential to be hazardous and they were intentional deviations (Reason
et al.,, 1990). Also, being dominant included being controlling or manipulative,
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inability to consider other’s perspective and tendency to argue with others (Akyunus,
2012). So, a person who was willing to do any kinds of violations was expected to be
disrespectful to safety rules and inconsiderate to other road users and it was not
unexpected that having dominance problems on IPC resulted in committing
violations in traffic environment. In addition, it was also expected that being hostile-
dominant on the IPC was negatively predicted positive driver behaviors. It was
known that being hostile-dominant includes experience and expression of anger and
irritability and disregard for other’s needs and welfare. Also positive driver behaviors
included being careful about the traffic environment or other road users and to help
and be polite with or without safety concerns (Ozkan & Lajunen, 2005). Moreover,
the study presented that angry/hostile behavior patterns were found to be predicting
risky driving (Schwebel, et al., 2006). So, it was expected to say that the drivers that
show positive driver behaviors on roads do not have the characteristics of being
hostile-dominant on IPC. However, it was also known that slips and lapses are
failures of attention and memory (Reason et al., 1990), so they were cognitive
processes. Thus it was unexpected to see that having hostility problems on IPC have
a positive relationship with slips and lapses. Because, slips and lapses were caused
by cognitive processes they were not supposed to be affected by interpersonal

problems.

4.2.4. Evaluation of the Representations of Driver Behaviors on Interpersonal

Circumplex

Interpersonal circumplex offers a balance of comprehensiveness and
simplicity; and it helps to build a multidimensional understanding of the
interpersonal world (Locke, 2010). In order to evaluate the circumplex clearly, it was
important to understand how this model works. The IPC was described graphically
by two orthogonal axes: vertical (dominance) and horizontal (affiliation). So, each
point within the IPC can be defined as a ‘weighted mixture of dominance and
affiliation” (Locke, 2010). This model was used for assessing interpersonal
dispositions and for each interpersonal disposition there is a particular location in the
IPC space (Locke, 2010). Thus, moving around the circle meant finding a reflection

of a blend of the two axial dimensions. Moreover, those points within the IPC space
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were at some distance from the center and that distance was named as vector. Vector
lengths represented how much intensity and consistency was included in particular
interpersonal disposition (Locke, 2010). And as the vector got longer, the behavior
expressions of that particular segment of the IPC got more exclusive and intense
(Locke, 2010). Also, the longer the vector got in a region in IPC space; there was a
clearer peak in that region and the clearer drop in the opposite region (Locke, 2010).
In the light of that information, representations of driver behaviors in IPC model

were evaluated in this section.

According to results it can be seen that aggressive violations and ordinary
violations fell on the ‘low affiliation-high dominance’ quadrant of the IPC. Thus, it
can be said that the drivers who showed aggressive and/or ordinary violations on
traffic context had the characteristics of dominant, hostile-dominant and hostile
octants of the IPC. Those characteristics can be summarized as; intolerance for losing
control, not being able to see others’ viewpoints, tendency to having arguments with
others, expressions and experiences of anger and irritability, not trusting others,
disregarding other people’s needs, being irresponsible, minimum level of affection
and bonding, not having sympathy, nurturance, warmth and generosity to others. So,
having those kinds of problems in interpersonal relationships caused drivers to
commit in aggressive and/or ordinary violations. There were different studies that
supported the statement that there was a positive relationship between hostility and
dangerous driving (Gidron, Gaygisiz & Lajunen, 2014; Kovacsova, Roskova &
Lajunen, 2014; Patil, Shope, Raghunathan & Bingham, 2006). That meant the
location of aggressive and ordinary violations in the results were supported by the
literature in an indirect way. However, there were not any studies that evaluated the
relationship of violations dominance problems in the literature; so, this finding was

an important contribution.

In addition, according to the results errors fell on the ‘low affiliation-low
dominance’ quadrant but close to the ‘low affiliation’ axis of the circumplex. Low
affiliation-low dominance quadrant had the characteristics of minimum level of
affection and bonding, not having sympathy, nurturance, warmth and generosity to

others, feeling anxious, timid and embarrassed with other people around, inability to
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starting social interactions, low levels of self-confidence and self-esteem, inability to
take initiative, and avoiding from socially challenging situations. But in the position
of errors on the circumplex it was emphasized that the error making drivers were
minimal feelings of affection for and connection with others, difficulty in
maintaining long-term commitments, lack of sympathy, nurturance, warmth,
generosity relative to other people (Akyunus, 2012). Also, being on this axis meant
being cold/distant traits in interpersonal relationships. On the other hand, according
to Reason and his colleagues (1990) even both violations and errors both might had a
potential danger and lead to crashes; errors were not deliberate actions compared to
violations. That means, errors in driving were involuntary actions and they do not
include intentions disregarding the rules or other road users. Still they might include
dangerous behaviors and some risks and they might threaten the traffic safety.
Because of these characteristics of errors these ‘involuntary’ actions might got
affected from having ‘hostility’ problems in interpersonal relationships. And as
mentioned before, hostility successfully predicted hazardous driving behaviors
(Gidron et al., 2014; Kovacsova et al., 2014; Patil et al., 2006).

Furthermore, the results showed that positive driver behaviors fall on the
‘high affiliation-low dominance’ quadrant of the IPC. Thus, it can be said that the
drivers who showed positive driver behaviors on traffic context had the
characteristics of submissive, friendly-submissive and friendly octants of the IPC.
Those characteristics can be summarized as; having seriously low levels of self-
confidence and self-esteem, inability to take initiative, avoiding from socially
challenging situations, inability to say ‘no’ to others, lack of feeling and expressing
anger, being easy to convince and deceive, being too eager to serve, too ready to
give, too generous, too caring, too trusting, too permissive, and difficulty to maintain
boundaries in relationships (Akyunus, 2012). So, having those kinds of problems in
interpersonal relationships caused drivers to commit in positive driver behaviors. At
the same time, positive driver behaviors had the characteristics of being not
dependent on certain rules and regulations but caring, helping and being polite for
the traffic environment and other road users (Ozkan & Lajunen, 2005). So, there was

an intention behind those behaviors and those intentions are proactive and helpful.
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Moreover, being a polite driver included avoiding the behaviors that may be
annoying for other road users and it was expressed in less-demanding driving
situations (Ozkan & Lajunen, 2005). Furthermore, the socialization process of
driving helped drivers to acquire the unofficial driving behaviors; so, positive driver
behaviors were ‘good manners of driving” and they were acquired from experiences
in traffic (Ozkan & Lajunen, 2005). And lastly according to Ozkan and Lajunen
(2005), positive driver behaviors and hostile aggression were negatively related;
hence, those kinds of behaviors may mean to be ‘good’ for traffic environment and
the positive driver behaviors may prevent the places in which interpersonal contacts
are frequent from the effects of ‘bad’ behaviors on the roads. So, even those positive
driver behaviors carried good intentions behind them according to the place of them
on IPC they were affected by having high affiliation problems. Lack of self-
confidence, self-esteem, anger expression, assertiveness, taking initiative and being
too easy to convince, being too eager to serve and to give are problematic issues in
interpersonal relationships and those problems leaded drivers to convince them to be
polite in traffic. Those kinds of drivers may want to create a good impression on
other road users, maintain ‘friendly’ relationships with them and they may fear

rejection and conflicts because of the interpersonal problems they have.

Lastly, as the thought provoking but not surprising result of the
representations slips and lapses fell on a point that very close to the center of the IPC.
It can be said that this position had no remarkable characteristics of any of the
quadrants. It almost fell nearly same distances from all of the octants. So, as Locke
(2010) mentioned that vector lengths represented how much intensity and
consistency was included in particular interpersonal disposition. Moreover, moving
around the circle meant finding a reflection of a blend of the two axial dimensions
which all of them represented different problems in interpersonal relationships
(Locke, 2010). In the light of these information it can be said that the position of
slips and lapses on IPC did not represent any of the problems. In accordance, it was
known that slips and lapses were failures of attention and memory (Reason et al.,
1990). So they were caused by cognitive processes of the brain and they had no good

or bad intentions. In that case, it is predictable to see that they were not affected by
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interpersonal problems. So, they were not represented on the circumplex adequately.
In order to see this association more clearly, slips and lapses can be studied with
some other variables too and investigated if there is another relational effect of slips
and lapses and interpersonal relationships. The content and the structure of the slips
and lapses may be examined more deeply in a different study and to explain that link

more evidently.
4.3. Critical Remarks

There are some limitations of the study to mention. First of all, method of
data collection was self-report method. This method may contain social desirability
bias because participants may have given socially desirable answers. Moreover, the
cross-sectional nature of this study may be problematic because it causes difficulty to
draw cause and effect relationships, and also there was not the possibility of

observing the changes on the sample in a period of time either.
4.4. Implications of the Study and Future Directions

The aim of this study was to examine and plot the representations of driver
behaviors on the IPC space and integrate those two concepts, for the first time. Also,
to our knowledge this study is the first one to investigate, the relationship between
driver behaviors and IPC structures. Although in the literature there are different
studies that indicate the associations of driver behaviors and interpersonal
problematic relationships through investigating different individual factors. But this
study establishes the direct connection between those two variables. Because it was
known that everyday driving is affected not only by technical driving situations but
also non-technical non-driving situations. Also, traffic environment is not isolated
from social context environment. Drivers connect through their behaviors in traffic
and obviously their behaviors affected from their interpersonal relationships. That’s
why it was important to present the path between interpersonal interactions and
driver behaviors. From a theoretical framework, this study is important because of
those contributions emphasized above to the literature. From practical point of view,
the results showed that in preparing intervention programs for the overly violating or

error prone drivers, their interpersonal problem types could be considered. Moreover,
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it is valuable for drivers that to learn having problems in interpersonal relationships
affects driving behaviors, so they can learn how to manage their actions on the road.

Such work might make safe driving interventions more effective.

Because the study the first one in its own area; the future studies which are
willing to investigate the interpersonal problems at traffic settings can take this study
as a reference study and make some additional investigations based on its findings.
After evidencing the proposed relationship in the present study, the future studies
might focus on some other investigations including the not-examined variables of
this study. For instance, comparison of different age and sex groups or exposure
differences in driver behaviors could be investigated. Similarly, cross-cultural
comparisons of driver behaviors and interpersonal problems can be made through
differences in interpersonal interactions and their relation to the human factors in

driving.
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APPENDIX B
INFORMED CONSENT FORM/ GONULLU KATILIM FORMU
Gonilli Katilim Formu

Bu ¢alisma Orta Dogu Teknik Universitesi 6gretim iiyelerinden Yrd. Dog. Dr.
Bahar Oz damismanliginda Trafik ve Ulasim Psikolojisi yiiksek lisans 6grencisi Ozge
Ozer tarafindan yiiriitiilmektedir. Bu calisma, siiriicii davranislarmin Kisiler arasi
problemler ile iliskisini test etmek amaciyla yapilmaktadir. Calismada fiziksel veya
psikolojik rahatsizlik verebilecek unsurlar bulunmamaktadir. Herhangi bir rahatsizlik

duydugunuz takdirde ¢alismayi istediginiz zaman birakabilirsiniz.

Elde edilen bilgiler sadece bilimsel arastirma ve yayinlarda kullanilacaktir.
Calisma kapsaminda higbir kisisel veri toplanmayacak ve kullanilmayacaktir.
Calisma hakkinda daha fazla bilgi edinmek i¢in agagida iletisim bilgileri verilen
arastirmacilar ile iletisime gegebilirsiniz. Bu arastirmaya katildiginiz ve verdiginiz

destek icin ¢ok tesekkiir ederiz.
Psk. Ozge Ozer (Tel: 0 555 618 6839), E-posta: 0zge.ozer@metu.edu.tr)

Yrd. Dog. Dr. Bahar Oz ( Tel: 0 312 210 2094, E-posta: ozbahar@metu.edu.tr)

Caligmaya katilmay1 kabul ediyorum.

Ad Soyad/Rumuz: Tarih: Imza:
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APPENDIX C
DEMOPGRAPHIC INFORMATION FORM
Demografik Bilgi Formu
1- Yas:

2- Cinsiyet:  Erkek  Kadin

3- Egitim Diizeyi:

Okur —Yazar Tkokul Ortaokul Lise
Y tiksekokul Universite Yuksek Lisans/Doktora
4- Kag yildir ehliyet sahibisiniz? yil
5- Son 1 yilda yaklasik olarak toplam kag kilometre arag
kullandiniz? km
6- Biitiin hayatiniz boyunca yaklasik olarak toplam kag kilometre arag
kullandiniz? km
7- Son li¢ yilda kag kez arag kullanirken aktif olarak (sizin bir araca, bir yayaya
veya herhangi bir nesneye ¢arptiginiz durumlar) kaza yaptiniz? (hafif kazalar dahil)
kez
8- Son ti¢ y1lda kag kez ara¢ kullanirken pasif olarak (bir aracin ya da bir
yayanin size ¢arptig1 durumlar) kaza gecirdiniz? (hafif kazalar dahil)
kez
9- Son ii¢ yil igerisinde, asagida belirtilen trafik cezalarini kag kere aldiginizi
belirtiniz.

a) Yanlis park etme

b) Hatali sollama

¢) Asirt hiz

d) Kirmizi1 1g1kta gegme

e) Diger (eksik ekipman, kirik far vb.)

f) Hig¢ ceza almadim
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APPENDIX D
DRIVER BEHAVIOR QUESTIONNAIRE (DBQ)

Siiriicii Davramislar1 Olgegi

Asagida verilen durumlarin her birini ne sikhikta yaparsimz ?

Asagida verilen her bir madde i¢in sizden istenen bu tiir seylerin sizin baginiza NE
SIKLIKLA geldigini belirtmenizdir. Degerlendirmelerinizi gectigimiz yil boyunca
kendinizin ara¢ kullanma davraniglarindan ne hatirliyorsaniz onlar1 temel alarak yapiniz.
Litfen degerlendirmelerinizi size gére dogru olan segenegi karalayarak belirtiniz. Her bir
soru igin cevap secenekleri:

1= Hic bir zaman 2= Nadiren 3= Bazen 4= Oldukca sik 5=Sik sik 6= Neredeyse

her zaman

1 | Gerigeri giderken dnceden fark etmediginiz bir seye

garpmak

2 |Karsidan gelen arag siirliclisiiniin géris mesafesini
koruyabilmesi icin uzunlari miimkin oldugunca az

kullanmak

3 | Ayoniine gitmek amaciyla yola ¢ikmisken kendinizi
daha aliskin oldugunuz B yoniine dogru arag

kullanirken bulmak

4 | Yasal alkol sinirlarinin tizerinde alkolli oldugunuzdan

siphelenseniz de arag kullanmak

5 | Donel kavsakta donis istikametinize uygun olmayan

seridi kullanmak
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6 | Anayoldan sola donmek icin kuyrukta beklerken,
anayol trafigine dikkat etmekten neredeyse dndeki
araca carpacak duruma gelmek

7 | Anayoldan bir sokaga dénerken karsidan karsiya
gecen yayalari fark edememek

8 | Baska bir slirlictye kizginhginizi belirtmek igin korna
calmak

9 |Bir araci sollarken ya da serit degistirirken dikiz
aynasindan yolu kontrol etmemek

10 | Kaygan bir yolda ani fren veya patinaj yapmak

11 | Gereksiz yere glrilti yapmamak igin kornayi
kullanmaktan kacinmak

12 | Otobanda trafik akisini engellememek i¢in en sol
seridi gereksiz yere kullanmaktan kaginmak

13 | Kavsaga cok hizli girip gecis hakki olan araci durmak
zorunda birakmak

14 | Sehir ici yollarda hiz sinirini agmak

15 | Sinyali kullanmay!i niyet ederken silecekleri
cahistirmak

16 | Saga donerken yaninizdan gegen bir bisiklet ya da
araca neredeyse ¢carpmak

17 | Oniinlizdeki aracin stirliciisiinii, onu rahatsiz
etmeyecek bir mesafede takip etmek

18 | “Yol ver” isaretini kacirip, gecis hakki olan araclarla

carpisacak duruma gelmek
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19

Trafik 1siklarinda Uglinci vitesle kalkis yapmaya

¢ahsmak

20

Sola d6nis sinyali veren bir aracin sinyalini fark

etmeyip onu sollamaya galismak

21

Trafikte sinirlendiginiz bir stirictiyl takip edip ona

haddini bildirmeye g¢alismak

22

Otoyolda ileride kapanacak bir seritte son ana kadar

ilerlemek

23

Aracinizi park alaninda nereye biraktiginizi unutmak

24

Sollama yapan siriciye kolaylik olmasi icin hizinizi

onun gecis hizina gore ayarlamak

25

Solda yavas giden bir aracin sagindan gegmek

26

Arkadan hizla gelen aracin yolunu kesmemek icin

sollamadan vazgecip eski yerinize dénmek

27

Trafik 1518inda en hizli hareket eden arag olmak igin

yandaki araglarla yarismak

28

Trafik isaretlerini yanlis anlamak ve kavsakta yanlis

yone donmek

29

Acil bir durumda duramayacak kadar, dndeki araci

yakin takip etmek

30

Aracinizi park ederken diger yol kullanicilarinin (yaya,
surtciler, vb) hareketlerini sinirlamamaya 6zen

gostermek

31

Trafik isiklari sizin yoniiniize kirmiziya dondiigu halde

kavsaktan ge¢cmek
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32

Bazi tip sUriiculere kizgin olmak (illet olmak) ve bu

kizginligi bir sekilde onlara gostermek

33

Aracinizi kullanirken yol kenarinda birikmis suyu ve
benzeri maddeleri yayalarin lzerine sigratmamaya

dikkat etmek

34

Yayalarin karsidan karsiya gegebilmeleri igin gegis

hakki bende dahi olsa durarak yol veririm

35

Seyahat etmekte oldugunuz yolu tam olarak

hatirlamadiginizi fark etmek

36

Sollama yaparken karsidan gelen aracin hizini

oldugundan daha yavas tahmin etmek

37

Otobanda hiz limitlerini dikkate almamak
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APPENDIX E
INVENTORY OF INTERPERSONAL PROBLEMS - CIRCUMPLEX (11P-C)

Kisilerarasi Problemler Olcegi — Dongiisel Model

Insanlar baskalariyla iliskilerinde asagida belirtilen problemleri yasadiklarini ifade
etmektedirler. Liitfen asagidaki ifadeleri okuyun ve her maddeyi hayatinizdaki HERHANGI
BiR ONEMLI KiSIYLE (aile bireyleri, dostlar, is arkadaslar1 gibi) ILISKINIZDE sizin
i¢in problem olup olmadigina gore degerlendirin. Problemin SIZIN ICIN NE KADAR
RAHATSIZ EDICi OLDUGUNU numaralandirilmis daireleri yuvarlak igine alarak

belirtiniz.

Asagidaki ifadeler baskalariyla iligkilerinizde yapmakta
ZORLANDIGINIZ seylerdir.
S
[<B]
= S | l=
Benim icin, =S IE B I3
T @ O O |=
1. Bagkalarina “hayir” demek zordur. 112345
2. Gruplara katilmak zordur. 112|345
3. Bir seyleri kendime saklamak zordur. 1123|415
4. Birine beni rahatsiz etmemesini sGylemek zordur. 112345
5. Kendimi yeni insanlara tanitmak zordur. 112345
6. Insanlar1 ortaya cikan problemlerle yiizlestirmek zordur. 112345
7. Bagkalarina kendimi rahatlikla ifade etmek zordur. 1123|415
8. Bagkalarina kizgiligimi belli etmek zordur. 112345
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9. Bagkalariyla sosyallesmek zordur. 2|3
10. Insanlara sicaklik/ sefkat gostermek zordur. 2|3
11. Insanlarla anlasmak/ geginmek zordur. 213
12. Bagkalariyla iliskimde, gerektiginde kararli durabilmek 2| 3
zordur.
13. Bagka birisi i¢in sevgi/ agk hissetmek zordur. 213
14. Baska birinin hayatindaki amaglari igin destekleyici olmak 2|3
zordur.
15. Baskalarina yakin hissetmek zordur. 2 |3
16. Bagkalariin problemlerini ger¢ekten umursamak zordur. 2|3
17. Bagkalarmin ihtiyaglarini kendi ihtiyaclarimdan 6ne 5| 3
koymak zordur.
18. Baska birinin mutlulugundan memnun olmak zordur. 2|3
19. Bagkalarindan benimle sosyal amagla bir araya gelmesini 5| 3
istemek zordur.
20. Bagkalariin duygularini incitmekten endise etmek sizin 2|3
kendimi rahatlikla ifade etmek zordur.
[<B]
2
Asagidaki ifadeler COK FAZLA yaptiginiz seylerdir. _ § =
21323
< N s | |8
L | |[E IB |8
I |[m |O |0 |=
21. Insanlara fazlasiyla agilirm/ i¢imi dokerim. 1 41 5
22. Baskalarina kars1 fazlastyla agresifim / saldirganim. 1 4| 5
23. Baskalarint memnun etmek igin fazlasiyla ugragirim. 1 4| 5
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24. Fark edilmeyi fazlasiyla isterim.

25. Bagkalarini1 kontrol etmek icin fazlasiyla ugragirim.

26. Siklikla (fazlasiyla) bagkalarinin ihtiyaglarini kendi

ihtiyaglarimin 6niine koyarim.

27. Bagkalarina kars1 fazlasiyla cOmertim.

28. Kendi istedigimi elde edebilmek i¢in bagkalarini

fazlasiyla yonlendiririm.

29. Baskalarina kisisel bilgilerimi fazla anlatirim.

30. Bagkalariyla fazlastyla tartisirim.

31. Siklikla (fazlasiyla) baskalariin benden

faydalanmasina izin veririm.

32. Bagkalariin 1zdirabindan / magduriyetinden fazlasiyla

etkilenirim.
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APPENDIX F
TURKCE OZET / TURKISH SUMMARY

SURUCU DAVRANISLARININ INCELENMESI: KiSILERARASI
PROBLEMLER iLE ILISKILERI VE KiSILERARASI DONGUSEL MODEL
UZERINDEKI TEMSILLERI

GIRIS

Trafik kazalar1 diinyadaki en biiyiik 6liim ve yaralanma nedenlerinden biridir.
Diinya Saglik Orgiitii'niin (WHO) raporuna gore, trafik kazalarinda yillik 1,25
milyon insan Olmekte ve 20 ila 50 milyon arasinda insan yaralanmaktadir
(2015).Trafik insan hayatimin ve saghigm biiyiik bir parcasidir. Insanlar icin tehlikeli
bir ortam olsa bile ayn1 zamanda trafik sosyal bir ortamdir. Insanlar da oldukca
sosyal varliklardir ve en karmasik ve farkli kisiler arasi iliskilere sahiptirler.
Insanlarin yasamlarmni siirdiirmeleri icin birbirleriyle isbirligi yapmalar1 gerekmekle
birlikte, karsilastiklart sikintinin  6nemli bir kismu kisiler arast iligkilerdeki
sorunlarindan kaynaklanmaktadir (Cabuk, 2015). Hayatlarindaki diger insanlarla
aktif olarak etkilesime girdikleri kadar yolda baskalariyla da aktif etkilesime

girmektedirler ve diger insanlarla etkilesime girerken karsilastiklar1 problemler

trafikteki davraniglarina yansir.
Siiriiciiliikte Insan Faktorii

Insanlar trafikte siiriiciiler, yayalar ve yolcular olarak yer alirlar. Boylece,
siricullikteki insan faktorleri iki boyutta incelenebilir: siiriicii davraniglart ve
becerileri. Elander, West and French'e (1993) gore, siiriicii davraniglari, siiriiciilerin
(aligkanlik olarak) ara¢ surmeyi se¢me yollar1 olarak tanimlanabilir. Bagka bir
deyisle, siiriiciilerin trafik ortaminda genellikle neler "yaptiklar1" anlamina gelir. Ote
yandan, siirlicli becerilerinin tanimlanmasi, bilgi isleme ve algisal motor ve glivenlik
becerilerinden olusur ve surticulik deneyimi ile artar (Elander ve ark., 1993). Baska
bir deyisle, trafik ortaminda siiriiciilerin neler "yapabildikleri" anlamina gelir.
Bununla birlikte, yapilan arasgtirmalar incelendiginde trafik kazalarinin ¢ogunun

stiriclilerin davraniglarindan kaynaklandigi gorilmektedir (EGM, 2017). Dolayisiyla,
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insan davraniglarinin trafik ortamlarindaki 6nemli rolii ve etkisi yadsinamazdir. Bu
calismada, odak siiriicti becerileri yerine siirlicii davranislari tizerinedir bu nedenle

asagidaki boliimlerde siiriicii davranislar1 ayrintili olarak agiklanacaktir.
Siiriicii Davranislari: Hatalar ve Ihlaller

Literatiirde insan faktorleri farkli modellerle incelenmektedir. Reason ve
meslektaslarinin modeli (1990), siiriicli davraniglar1 arastirmalar1 ve ¢aligmalarinda
kilometre tasi olabilir. Reason’un (1990) modeline gore, siiriicii davranislar trafik
ortamlarinda "ihlaller" ve "hatalar" olmak {izere iki ana tiir sapkin (kuraldan sapan)
davraniga ayrilabilir. Hatalar "planlanan eylemlerin amaglanan sonuglarinin
basarisizliga ugramasi" olarak tanimlanmaktadir ve ihlaller “potansiyel olarak
tehlikeli bir sistemin giivenli bir sekilde yiiriitilmesi i¢in gerekli olduguna inanilan
uygulamalardan kasitl sapmalar" olarak tanimlanmaktadir (Reason ve ark., 1990).
Buna ek olarak, farkli hata tiirleri vardir: ihmaller ve dikkatsizlikler. Diger taraftan,
ihlaller trafik ortaminda yapilan kasitli eylemlerdir. Hatalar ve ihlaller bazen ayni
eylem dizisi iginde bulunabilirler (Reason ve ark., 1990). Bununla birlikte, bir surtct
bir ihlal olmaksizin bir hata yapabilir ve bir hata yapmadan bir ihlali
gerceklestirebilir. Bu belirsiz ayrimla giindeme getirilen soru, davranigta kasit olup
olmamasina gore cevaplanabilir (Reason ve ark., 1990). Yukarida bahsedilen
kategoriler arasindaki tiim bu farklilasma, Manchester Siiriicii Davranisi Olgeginin
gelistirilmesi igin bir temel olusturmustur (SDO; Reason ve ark., 1990). SDO
genellikle trafik ortaminda siiriicti davraniglarin1 6lgmek ig¢in kullanilir ve odak
noktas: siiriiciilerin sapkin davramislarmi anlamak ve aywrmaktir. Ustelik SDO'de
slriicii hatalari, ihlaller ve dikkatsizlikler ve ihmaller siiriicii davraniglarinin tig
faktorlii yapisidir. Lawton, Parker, Manstead ve Stradling (1997), SDO'niin ihlal alt
Olcegine yeni maddeler eklemistir ve ihlal faktoriini ikiye bolmiistiir: siradan ihlaller
ve saldirgan ihlaller. Bu ayrima gore, siradan ihlaller saldirgan bir niyet tagimaksizin
bir ihlali tagimaktadir ve agresif ihlaller bariz agresif eylemleri icerir (Lawton ve
ark., 1997). TIhlallerle ilgili baska bir kavram daha bulunmaktadir: kisiler arasi
ihlaller. "Kisiler arasi" ihlaller "saldirgan" ihlallerle yakindan iligkili olsa bile
aralarindaki farklhiliklar altindaki farkli motivasyonlardan kaynaklanmaktadir

(Mesken, Lajunen & Summala, 2002). Kisiler arasi ihlaller, suruculerin diger yol
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kullanicilarinin haklaria saygi géstermemesi ve bagkalarina fiziksel veya psikolojik
zarar verme potansiyeline sahip olmasi sonucu ortaya ¢ikmaktadir (Mesken, Lajunen
& Summala, 2002). Literatiirde, SDO’niin faktdr yapisini arastiran bircok farkli
arastirma bulunmaktadir ama Reason ve ark. (1990) tarafindan sunulan orijinal faktor
yapist yani hatalar ve ihlaller arasindaki ayrim en istikrarli olan olarak
gozikmektedir. Turkiye'de SDO, hatalar, ihmaller ve dikkatsizlikler, siradan ihlaller
ve saldirgan ihlaller olarak dort faktdr yapisiyla kullanilmaktadir (Lajunen & Ozkan,
2004) ve SDO Lajunen, Siimer ve Ozkan tarafindan 2003 yilinda Tirkce'ye

uyarlanmistir.
Pozitif Siirtici Davraniglari

Trafikte olumsuz davraniglara odaklanmak, trafik gilivenligi miidahaleleri
acisindan iyi  gerekgelendirilmis olsa bile, gilindelik siiriiciiliikte  sapkin
davraniglardan baska davranislar da vardir (Ozkan & Lajunen, 2005). Bu davranislar
kurallara ve yonetmeliklere bagl olmayabilir veya giivenligi géz oniine almayabilir.
Bu davraniglarin en Onemli motivasyonu, trafik ortami igin veya diger yol
kullanicilart igin dikkatli olmak, giivenlik endiseleri olmadan da yardim etmek ve
kibar olmaktir (Ozkan & Lajunen, 2005). Bu tiir davramslar "Pozitif Siiriicii

Davraniglar1" olarak adlandirilmaktadir.
Surtct Davramslariyla Tlgili Faktorler

Literatiirde, siiriicii davraniglar1 ile bazi kisisel faktorler arasinda iliskili
calismalar bulunmaktadir; drnegin yas (6rn. Constantinou ve ark., Ozkan ve Lajunen,
2006; Elvik, 2010; Rhodes & Pivik, 2011), cinsiyet (Rhodes & Pivik, 2011)
(Schwebel ve ark., 2006; Rimmé & Aberg, 1999; Dahlen ve ark., 2005) ve bazi
psikolojik patolojiler (Reimer ve digerleri, 2005; Oltedal & Rundmo, 2006).
Calismanin ilerleyen boliimiinde, bu calismanin igerigi dahilindeki siiriiciiliik
davraniglariyla ilgili kritik degiskenler sunulmustur. Yas, cinsiyet ve maruz kalma en
agirlikli demografik degiskenler oldugu icin bu calismanin kapsamina dahil
edilmistir. Bahsedilen degiskenler siirekli olarak trafikte insan faktorleri ile iligkili

olarak bulunmustur.
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Kisilikle Ilgili Faktorler

Arastirmalar  sOriculik davranisinin = dolayli  olarak kisilikle iliskili
olabilecegini gostermektedir. Ornegin kisilik (heyecan arama, vicdanh, Ofkeli /
diismanca davranig) ve riskli sriictlik davranislar1 arasinda pozitif yonde bir iliski
bulunmaktadir (Schwebel, Severson, Ball & Rizzo, 2006). Ayrica, Oltedal &
Rundmo'nun (2006) ¢alismasi kaygi ve siiriiciilik davraniglari arasindaki iliskinin
ortalama bir etkiye sahip oldugunu gostermektedir; ancak kaygi seviyesi ¢ok yiksek
veya ¢ok diisikkse kaygi hala riskli sirlcllikle iliskili olabilmektedir (Oltedal &
Rundmo, 2006). Buna ek olarak, siriici ofkesi cinsiyet ve yas farki olmaksizin
strdculik davranisiyla iligkilidir (Dahlen & White, 2006). Baska bir calismada
dirtiselligin ve can sikilmasina yatkinligin kaza ile ilgili durumlari, agresif
stirtictiliig ve strtciilikte 0fke ifadesini yordadigi bulunmustur (Dahlen, Martin,
Ragan ve Kuhlman, 2005). Siriiciluk davraniginin farkli bireysel degiskenlerden
etkilendigi kanitlanmistir. Daha 6nce vurgulandigi gibi, insanlar sosyal yaratiklardir
ve tim davraniglari, bireysel degiskenlere ek olarak sosyal iliskilerinden etkilenir.
Kisiler arasi iligkilerde insanlar ¢esitli tutum, inang, sorun ve davraniglara sahiptir.
Bu nedenle, asagidaki boliimlerde kisiler aras1 davranislar ve inceleme ve yorumlama

icin 6zel yontemleri ayrintili olarak agiklanmustir.
Kisiler Aras1 Davranisg

Foa'nin (1961) belirttigi gibi, kisiler arasi davranigin, bir kisinin kendine ve
digerlerine karsi duygusal bir iliski kurma girisimi oldugu gibi ayn1 zamanda
kendiyle ve daha buyuk bir referans grupla bir bag kurma girisiminde bulunmasidir.
Horowitz ve ark.na gore (2006), kisiler aras1 davraniglar motivasyonlu davraniglardir.
Ornegin, bir kisi baska biriyle etkilesime basladiginda, bu davranisin hedefe yonelik
oldugu varsayilir. Bununla birlikte, kisinin bu amag¢ hakkinda bilingli olmas1 her
zaman gerekli degildir ve bu hedefin dnemi 6nemsizden hayatiye kadar farklilik
gosterebilmektedir (Horowitz ve ark., 2006). Etkilenimin insanlarin stratejik kisiler
arast davraniglarin1 planlama ve yiiriitme yontemleri ve igerigi Uzerinde blyuk ve
karmagik bir etkisi vardir (Forgas, 2002). Dahasi, insanlarin toplumsal durumlara

dair yapici ¢ikarimlari ve bir sonraki kisiler arasi davranislari yadsinamaz bir sekilde
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etkilenimden etkilenmektedir (Forgas, 2002). Davranis ve etkilenim disinda, kisiler
aras1 davranislar insanlar arasindaki beklentilerden etkilenir. Jones'a (1986) gore
sosyal uyum igin kisiler arasi beklentiler gereklidir. Kisiler aras1 davranislarin farkl
tirleri vardir ve 0zel yapilar altinda incelenirler. Dongusel model bu davranislart

inceleyen yontemlerden biridir.
Kisiler Arast Dongiisel Model

Bireylerin kisiler arast davramiglarinin  simiflandirilmas: ampirik olarak
uretilen bir dairesel modele yol agmaktadir (Pincus & Ansell, 2003). Bu dairesel
alana "circumplex (déngusel model)" adi verilir ve bu alan iki boyuttan olusur.
Horowitz ve ark.na gore (2006), bu boyutlar sirasiyla 'insanlar arasindaki baglanti' ve
'bir kiginin digerine olan etkisi' olarak 6rneklenebilir. Bu modele gore, yakinlik ve
baskinlik bir dongusellikteki temel koordinatlari temsil eder; dolayisiyla, kisiler arasi
davranig, bu koordinatlarin bir kombinasyonu olarak agiklanabilir (Alden ve ark.,
1990; Horowitz ve ark., 2003; Akyunus & Geng¢dz, 2016'da belirtildigi gibi). Yatay
eksende yakinlik boyutu, diismanlik davraniglart ve dostane davraniglar arasinda
degismektedir. Ayn1 zamanda dikey eksende baskinlik boyutu hakimiyet ve teslim
olma arasinda degismektedir (Alden ve digerleri, 1990; Horowitz ve digerleri, 2003;
Akyunus & Gengdz, 2016'da belirtildigi gibi). Bir dizi kisiler arasi alanlardaki
bireysel farkliliklar Kisiler Arasi Dongiisel (KAD) model ile geometrik olarak
gosterilebilir. Dolayisiyla, dénglnin iki ana boyutunun harmanlari, bu alanlar
arasindaki bireysel farkliliklarin tiim 6zelliklerini tanimlayabilir (Pincus & Ansell,
2003). Dongunin 360° cevresinde, sozi edilen yakinlik ve baskinlik karigimlart
bulunabilir. Déngudeki birbirine komsu olan oktantlar kavramsal ve istatistiksel
olarak benzerdir, 90°'deki oktantlar kavramsal ve istatistiksel olarak bagimsizdir ve
180°’deki oktantlar kavramsal ve istatistiksel karsitlardir (Pincus & Ansell, 2003).
Dongusel modelin basi ya da sonu yoktur ve bir siirekliliktir (Carson, 1969, 1996;
Gurtman & Pincus, 2000; Pincus & Ansell, 2003). KAD model bilesenleri birbirleri
arasinda herhangi bir etkilesim i¢cermez (Pincus & Ansell, 2003). Bireylerin yasadigi
kisiler arasi islevsellikteki c¢esitli zorluklari 6lgmek igin "Kisilerarasi Problemler
Envanteri (KPE)" adli envanter gelistirilmistir (Horowitz, Rosenberg, Baer, Ureno ve

Villasenor, 1988). KAD modelinin sekiz boyutuyla baglantili olarak, KPE sekiz alt
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Olcek icerir. Bununla birlikte, envanterde KPE alt dlgeklerinde oktantlarin isimleri

degistirilmistir.
Siiriicii Davranislar ve Kisiler Aras1 Problemler Arasindaki iliski

Literatirde, surucu davraniglart birgok problemli durumla incelenmistir,
ancak kisiler arasi iligkilerle dogrudan calisiilmamustir. Surdcdler, trafikle ilgili
uyaranlardan olumsuz veya olumlu olarak etkilenebildikleri gibi, duygularini,
streslerini veya giinliik yasantilarindaki kaygilarini trafik ortamina aktarmaktadirlar.
Trafik ortami, kisiler arasi etkilesimi i¢eren bir ortamdir. Siirticiiler trafikte yalniz
degildir; bircok diger etkilesimli hayat ortaminda oldugu gibi sozlii bir etkilesim
olmasa bile, ifadeler ve tutumlar yollardaki davraniglara yansir ve trafik ortamindaki
etkilesimler davranislar yoluyla insanlar arasinda aktarilir. Tabii ki, bu etkilesim her
zaman olumlu veya hos degildir. Kisilerin kigiler arasi iliskilerde sahip olduklari

sorunlar, davranislar araciligiyla kendilerini ifade etme bi¢imine yansir.
Amag

Bu ¢alismanin iki ana amaci vardir: birincisi, siiriicii davranislar1 ve kisiler arasi
sorunlar arasindaki iliskiyi incelemektir; ikincisi, Kisiler arasi dongisel model
tizerinde farkli siirticii davramiglarinin temsillerini incelemektir. Bodylece bu iki

kavram literatiirde ilk kez birbirleriyle iliskili olarak incelenecektir.
YONTEM

Katilimcilar

Aragtirmanin 6rneklemi, gecerli ehliyete sahip 357 (109 kadin, 246 erkek)
Turk vatandasi, yetiskin ve diizenli olarak trafikte ara¢ kullanan Kkisilerden
olugmaktadir. Katilimcilar Tirkiye'deki farkli sehirlerdendir. Katilimcilarin yaglar

18 ile 70 arasinda degismektedir.
Prosedr

Veri toplama baslamadan 6nce, ODTU Insan Arastirmalar1 Etik Kurulu'ndan

etik onay alinmistir. Katilimcilar ¢aligmaya e-posta ve sosyal medya duyurular
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yoluyla davet edilmistir. Baz1 katilimecilar ¢alismayi ¢evrimigi tamamlamistir ve
cevrimici sistem mevcut olmayan bazi katilimcilara ¢alisma basili  olarak
dagitilmistir. Calisma basladiginda, katilimcilara bilgilendirilmis bir onay formu
verilmigtir. Katilimcilara anonimlik ve gizlilik hakkinda bilgi verilmistir ve
demografik sorular1 tamamlamislardir. Higbir kisisel bilgi sorulmamistir. Bu adimlar
tamamlandiginda anketler baslatilmistir ve tiim katilimcilarin tiim sorulari

cevaplamasi beklenmistir.
Materyaller
Demografik Bilgi Formu

Katilimcilara yaslari, cinsiyetleri, egitim diizeyleri, gecerli bir ehliyet sahibi
olma sureleri (y1l olarak), toplam ve yillik kilometre sayilar1 ve trafik cezasi ile kaza

sayilar1 sorulmustur.
Kisilerarasi Problemler Envanteri — Dongusel Model (KPE-D)

KPE-D, katilimcilarin tutumlarint degerlendirdikleri 5 puanli Likert tipi bir
Olgektir (1 = Hig degil, 5 = Fazlasiyla). Ayn1 zamanda, sekiz alt 6lgek igeren 32
maddelik bir 6z bildirim 6lgegidir ve tiim alt 6lgeklerin ayr1 olarak dort 6gesi vardir.
Kisilerin kisiler aras1 iliskilerindeki zorlayict deneyimleri agiklamak icin

gelistirilmistir (Horowitz, Rosenberg, Baer, Ureno ve & V Villasenor, 1988).
Siiriicii Davranislar1 Olgegi (SDO)

SDO katilimcilarm davrams sikliklarini derecelendiren bir 6 puanli Likert tipi
Olgektir (1 = Higbir zaman, 6 = Her zaman). Ayrica, bes alt 6lgegi de igeren 37
maddelik 6z bildirim 6lgegidir. Katilimcilarin olumsuz siriicl davraniglarini 6lgmek
icin SDO verilmistir ve pozitif davranislar1 dlgmek igin Pozitif Siiriicii Davranislari

Olgegi kullanilmustur.
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BULGULAR
Analiz Yontemi

Bu ¢aligmada, tiim hesaplamalar IBM SPSS Statistics V.20 programi ile
yapilmustir. Tk asamada, ¢alismada kullanilan degiskenlerin tanimlayici istatistiksel
degerleri hesaplanmistir. Bundan sonra, degiskenler arasindaki temel iliskileri
gormek icin iki degiskenli korelasyon analizleri yapilmistir. Daha sonra, SDO,
pozitif slricu davranislart olgegi ve KPE ile alt Olgekleri arasindaki iligkileri
aragtirmak amaciyla hiyerarsik regresyon analizleri yapilmstir.  Sdricl
davraniglarinin kisiler aras1 dongiisel model iizerinde temsil edilisini gézlemlemek
icin, SDO, pozitif stiriicti davramslar1 dlgegi ve KPE ile dnceki caligmalara gore
benzer istatistiksel prosediirler uygulanmistir (Locke, 2010; Akyunus & Gengoz,
2016).

Tamimlayici Istatistiksel Degerler

Sonuglar degerlendirildiginde, katilimcilarin pozitif siiriici davranislarini
diger siiriicii davranig kategorilerinden daha yiiksek olarak degerlendirdikleri
goriilmektedir. Dahasi, sapkin siirlicli davraniglart ile ilgili olarak, katilimcilar
kendilerini agresif ihlaller kategorisinde en yiiksek sekilde derecelendirmislerdir.
Dahasi, KPE degerleri incelendiginde, tim alt 6lceklerin, KPE'nin ortalama
puanlaria gore katilimcilar tarafindan benzer sekilde derecelendirildigi sdylenebilir.
Bununla birlikte, KPE'nin arkadasca oktanti diger yedi oktantla karsilastirildiginda

en yliksek ve baskin oktant en diisiik olarak derecelendirilmistir.
Iki Degiskenli Korelasyon Analizleri

Bazi demografik degiskenler ile SDO degiskenleri arasindaki iliski
incelendiginde, yas ile ve dikkatsizlikler, saldirgan ihlaller ve siradan ihlaller
arasinda anlamli bir negatif iliski oldugu gortlmektedir. Bir katilimcinin bir siiriicii
belgesi sahibi olma siiresi uzadikga, aktif kazalar, dikkatsizlikler ve saldirgan ihlaller
sayist azalmaktadir. Aktif kazalarin sayisi ile dikkatsizlikler, saldirgan ihlaller ve
siradan ihlaller arasinda pozitif bir iligski vardir. Ayrica, pasif kazalar ile saldirgan

ihlaller ve siradan ihlaller arasinda pozitif iligki vardir.
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SDO alt dlgekleri ile KPE alt dlgekleri arasindaki korelasyonlar incelendikten
sonra goriilmiistiir ki SDO'niin 'dikkatsizlikler' alt dlgegi, KPE alt 6lgeklerinin timdi
ile pozitif korelasyon géstermektedir. Ayrica, SDO'iin 'hatalar' alt 6l¢egi KPE nin
baskinlik, diismanca-baskin, diismanca, diismanca-itaatkar, itaatkar, arkadasca-
itaatkar ve arkadasca-baskin alt Glgekleri ile pozitif bir iliskiye sahiptir. Dahasi,
SDO'niin 'agresif ihlaller' alt 6lgegi ile KPE nin diismanca ve diismanca-itaatkaralt
olcekleri arasinda pozitif bir iliski vardir. Buna ek olarak, SDO'niin 'siradan ihlaller'
alt olgegi ile KPE’nin baskin, diismanca-baskin, diismanca, diismanca-itaatkar,
itaatkar, arkadasca-itaatkar olmak ve arkadasca-baskin alt 6lgekleri arasinda pozitif
iliskiler bulunmaktadir. Ve son olarak olumlu siiriicii davranislari bazi KPE alt
Olcekleri ile negatif korelasyon gostermektedir; baskin, diismanca-baskin ve

diismanca olmak gibi.
Hiyerarsik Regresyon Analizleri

Takip eden bolimde, siriicii davramiglart ve kisiler arasi problemler
arasindaki iligkileri test etmek i¢in hiyerarsik regresyon analizleri kullanilmigtir. Yas,
cinsiyet ve maruz kalmanin istatistiksel etkilerini kontrol etmek i¢in, bu degiskenler
analizin ilk adimmina girilmistir. Daha sonra, kisiler arasi problemler bagimsiz
degisken olarak 2. adimda girilmistir. Degisik siiriicii davraniglar1 da analizde
bagimli degiskenler olarak tanimlanmistir. Birinci analiz, dikkatsizlikler ve ithmaller
ile kisiler arast problemler arasindaki iligkiyi gormek amaciyla yiiritiilmiistiir.
KPE’de diismanca olmanin dikkatsizlik ve ihmallerle pozitif iligkili oldugu tespit
edilmistir. Ikinci analiz, hatalar ve kisiler aras1 problemler arasindaki iliskiyi gérmek
icin yiiriitiilmustiir. KPE’de baskin olmak ve itaatkar olmak hatalar ile pozitif iligkili
bulunmustur. Ugiincii analiz, saldirgan ihlallerle kisiler arasi problemler arasindaki
iliskiyi gormek amaciyla yiritilmistir. KPE’de baskin olmak agresif ihlallerle
pozitif iligkili bulunmustur. Dordiincii analiz, siradan ihlallerle kisiler arasi
problemler arasindaki iligskiyi gérmek amaciyla yapilmistir. KPE’de baskin olmak,
siradan ihlallerle pozitif iligkili bulunmustur. Besinci analiz, pozitif siiriicii
davraniglar1 ile kisiler arasi problemler arasindaki iliskiyi gormek amaciyla
yapilmistir. KPE’de diismanca-baskin olmanin pozitif surticti davraniglariyla negatif

olarak iliskili oldugu bulunmustur.
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Siiriicii Davranislarinin Kisiler Aras1 Déngiisel Model Uzerindeki Temsilleri

KAD model alanindaki yerlesime gore, agresif ihlaller ve siradan ihlaller,
dongunun "diistik yakinlik-yiikksek baskinlik" ¢eyreginde temsil edilmistir. Hatalar
“duisiik yakinlik-diisiik baskinlik” g¢eyreginde ancak “diisiik baskinlik” vektoriine
olduk¢a yakin bir konumda temsil edilmistir. Ayrica, dikkatsizlikler ve ihmaller
“diisiik yakinlik” vektorine yakin olsa da neredeyse dongiiniin merkezinde temsil
edilmistir. Son olarak, pozitif srici davranislar1 donguniin "yiiksek yakinlik-disiik

baskinlik" ¢eyreginde temsil edilmistir.
TARTISMA

Bu calismanin temel amaci trafikteki siirlicii davraniglart ile kisiler arasi
davraniglar arasindaki iliskiyi incelemek ve siiriicii davraniglarinin KAD modeli
Uzerindeki temsillerini literatirde ilk defa gormektir. Farkli kisisel kavramlarla
stiriicii davraniglarini arastiran bir¢ok ¢aligma bulunmaktadir (Oltedal ve Rundmo,
2006; Rimmo & Aberg, 1999; Dahlen & White, 2006; Reimer ve ark., 2005) ancak
bu calismalarin higbiri siiriicii davraniglarinin kisiler arasi davranislarla iliskisini
calismamistir. Trafik ortami bir kisiler arasi iligkiler ortami oldugu i¢in ve kisiler
aras1 davraniglar1 ve sorunlari anlamanin en iyi yollart KAD modelleri oldugu i¢in
KAD modeli siiriicii davraniglariyla birlikte bu ¢aligmada ele alinmistir. Bu iKi
perspektifi birlestirmek yeni teorik ve pratik katkilar saglayacaktir ve bu iligki

arastirma i¢in goz ardi edilemez bir iliskidir.
Bulgularin Degerlendirilmesi
Tanimlayic1 Analizlerin Degerlendirilmesi

SDO alt &lgeklerinin sonuglarina gére, siiriiciiler kendilerini sapkin striici
davraniglarina gore pozitif siiriici davraniglarina daha fazla meyilli olarak
degerlendirmislerdir. Dolayisiyla, siiriiciilerin kendilerini trafik ortami veya diger yol
kullanicilart hakkinda giivenlik kaygisi ile veya giivenlik kaygist olmadan dikkatli
olarak degerlendirmeye egilimli olduklar1 sdylenebilir (Ozkan & Lajunen, 2005).
KPE alt Olgeklerindeki sonuglara gore, sdrlciler donglnin yuksek yakimnlik

ceyreklerine ait olduklarini belirtmislerdir.
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Iki Degiskenli Korelasyon Analizlerinin Degerlendirilmesi

Iki degiskenli Korelasyon Analizi, ¢alisma degiskenleri arasindaki iliskiyi
incelemek amaciyla yapilmistir. Sdrlcllerin  yaslart arttikga aktif kazalar,
dikkatsizlikler ve ihmaller, agresif ve siradan ihlallerin azaldigi yorumlanabilir.
Siiriiciilerin aktif kaza siklig1 arttikca, pasif kazalar, dikkatsizlikler ve ihmaller ve
saldirgan ve siradan ihlaller de artmaktadir. Ayrica hatalarin sikligi arttikca,
'arkadasca olma' disinda kisiler arasi sorunlara sahip olma derecesi de artar.
Sirdculerin "baskin", "diismanca" ve "diismanca baskin" olma sorunlarini daha fazla
tasidikca, saldirgan ihlallere karigsma sikligi da artmaktadir. Siradan ihlallerin sikligt
arttikca, 'dostca olma' disinda kisiler arasi sorunlara sahip olma derecesi de
artmaktadir. Sirliciiler "baskinlik", "diismanca" ve '"diismanca baskin" olma
sorunlarin1 daha cok tasidikca olumlu siiriicii davramiglarin1 gosterme sikligi

azalmaktadir.
Hiyerarsik Regresyon Analizinin Degerlendirilmesi

Kisiler arasi iliskilerde baskinlik problemleri yasanmasi, siiriiciilerin trafikte
hata, agresif ihlal ve siradan ihlal yapmalarina yol agmaktadir. Kisiler arasi
iliskilerde diismanca Ozelliklere sahip olmasi, siiriictilerin trafikte dikkatsizlik ve
ihmaller gostermesine yol acar. Kisiler arasi iliskilerde itaatkar olmak sirctlerin
trafik ortaminda hatalar yapmasina neden olmaktadir. KAD modelinde diigmanca

baskinligin olumlu siiriicti davraniglari ile negatif iliskili oldugu goriilmiistiir.

Siiriicii Davranislarinin Kisiler aras1 Déngusel Model Uzerindeki Temsillerinin

Degerlendirilmesi

Sonucglara gore, baskalarmin bakis agilarini  gorememe, baskalart ile
tartismaya girme egilimi, 6fke ve sinirlilik ifadesi ve deneyimi, baskalarina
giivenmeme, diger insanlarin ihtiyaglarii gz ardi etme, sorumsuz olma, asgari
diizeyde sevgi ve baglanma, sempati, bakim, sicaklik ve baskalarina comertlik
bulunmamasi gibi 6zelliklere sahip olmak siiriiciilerin trafikte agresif ve siradan ihlal
yapmalarma yol agmaktadir. Ikinci olarak, baskalarma sempati, hosnutluk, sicaklik

ve comertlik hissetmemek, diger insanlarlayken endiseli, g¢ekingen ve utang
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hissetmek, sosyal etkilesimlere baslayamamak, kendine giiven ve benlik saygisi
distiklugi, inisiyatif alamama, sosyal olarak zorlayict durumlardan kaginma gibi
Ozelliklere sahip olmak siiriiciilerin trafikte ‘hata’ yapmalarina yol ag¢maktadir.
Dahasi, inisiyatif kullanamama, sosyal agidan zorlayict durumlardan kaginma,
baskalarina 'hayir' diyememe, 6fkeyi hissedememe ve ifade edememe, ikna etmesi ve
aldatmasi kolay olma, fazla istekli olma, kendine gliven ve benlik saygisinin ciddi
derecede diisiik olmasi, sunmak icin ¢ok hazir, ¢ok comert, ¢cok bakim veren, ¢ok
guvenen, cok izin veren olma ve iliskilerde simirlar1 korumakta zorlanma gibi
problemlere sahip olmak siiriiciilerin trafikte pozitif siiriicii davraniglar1 géstermesine
yol agmaktadir. Ve son olarak ‘dikkatsizlikler ve ihmaller’ davranislarinin KAD
modelinin merkezi noktasina yakin temsil edilmesi dikkat ¢ekicidir. Bu konumun
herhangi bir geyregin belirgin 6zelliklerine sahip olmadigi sdylenebilir. Bu sebeple
ihmaller ve dikkatsizlikler davraniglarinin temsil edildigi noktaya bakilinca da
dongiideki temel ozelliklerin higbirini tam olarak tagimadigi sdylenebilir. Bu da
dikkatsizlikler ve ihmallerin hafiza ve dikkat bozukluklarindan kaynaklanmasinin

sonucu olabilmektedir.
Elestirel Yorumlar

Bu calismanin bazi sinirlamalar1 bulunmaktadir. Oncelikle, veri toplama
yontemi 6z degerlendirme yontemi oldugu i¢in bu yontemdeki bazi cevaplar dnyargi
igerebilir ve katilimcilar toplumsal olarak istenen cevaplar1 vermis olabilir. Dahast,
bu ¢aligmanin kesitsel niteligi, sebep-sonug iligkileri ¢ikarmakta gii¢liik yaratacagi
icin sorun olabilmektedir ve ayn1 zamanda bir siire zarfi igerisinde 6rneklemdeki

degisiklikleri gbzlemleme imkan1 da bulunmamaktadir.
Calismanin Etkileri ve Gelecek Calismalar igin Oneriler

Bu ¢alismanin amaci, siiriici davraniglarinin KAD modeli diizlemi Gzerindeki
temsillerini incelemek ve bu iki kavrami ilk kez biitiinlestirmektir. Bildigimiz
kadariyla bu c¢aligma, siiriicii davraniglari ile KAD modeli yapilari arasindaki iligkiyi
arastiran ilk ¢alismadir. Glndelik strlculik sadece teknik trafik durumlarindan degil
ayni zamanda teknik olmayan trafik dis1 durumlardan da etkilenmektedir. Ayrica,

trafik ortami sosyal hayattan bagimsiz degildir. Siriictiler trafikte davranislar
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araciligi ile iletisim kurmaktadirlar ve tabii ki davraniglari kisiler arasi iliskilerinden
etkilenmektedir. Bu nedenle kisiler arasi etkilesimler ve siiriicii davranislari
arasindaki iligskiyi arastirmak Onemlidir. Uygulama agisindan sonuglar, asir1 ihlal
veya hata egilimli siiriiciiler i¢in miidahale programlarinin hazirlanmasinda, kisiler
aras1 problem tiplerinin dikkate alinabilecegini gOstermistir. Dahasi, siiriiciiler i¢in
kisiler arasi iliskilerde yasanan problemlerin siiriiciilik davramiglarini etkiledigini
ogrenmek, bu nedenle trafikte hareket halindeyken davraniglarini nasil
yoneteceklerinde yardimei olabilecektir. BU ¢alisma kendi alanindaki ilk oldugu
igin; trafik ortamlarindaki kisiler arasi sorunlari arastirmak isteyen gelecekteki
calismalar, bu ¢alismayi bir referans ¢aligma olarak alabilir ve bulgularina dayanarak
ek aragtirmalar yapabilir. Bu ¢alismada onerilen iliskinin kanitlanmasi1 sonradan
gelecek ¢alismalarda, bu ¢alismanin incelenmemis degiskenleri ile diger arastirmalar

Uizerine odaklanilabilir.
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APPENDIX G
TEZ FOTOKOPISI iZIN FORMU
ENSTITU

Fen Bilimleri Enstitusi |:|
Sosyal Bilimler Enstitiist

Uygulamali Matematik Enstitiisii

Enformatik Enstitisi

Deniz Bilimleri Enstitusi

YAZARIN
Soyadi : __'O'zer
Adi  : Ozge
BolUma : Psikoloji

TEZIN ADI (ingilizce) : An Investigation of Driver Behaviors: Their Relationship
with Interpersonal Problems and Representations on the Interpersonal Circumplex

TEZIN TURU : Yiiksek Lisans Doktora |:|

1. Tezimin tamamindan kaynak gosterilmek sartiyla fotokopi alinabilir. | X

2. Tezimin igindekiler sayfasi, 6zet, indeks sayfalarindan ve/veya bir
boliimiinden kaynak gosterilmek sartiyla fotokopi alinabilir.

3. Tezimden bir bir (1) yil stireyle fotokopi alinamaz. X

TEZIN KUTUPHANEYE TESLIiM TARIHI:
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