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ABSTRACT

JOB STRESS, BURNOUT, AND ABERRANT DRIVING AMONG
PROFESSIONAL DRIVERS OF OLD AGE

Findik, Gizem

M.S., Department of Psychology

Supervisor: Assoc. Prof. Timo ]J. Lajunen

June 2016, 97 pages

Commercial vehicles are involved in roughly 18% of all traffic accidents
and 27% of all fatal traffic accidents in Turkey. These numbers highlight
the need to investigate why professional drivers are involved in traffic
accidents. Although the issue has often been on the agenda of the media,
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a similar impact occurred neither in scientific nor policy or applied
domains yet. Therefore, the main purpose of this study is to investigate
the relationship between job stress, burnout, and driving related
outcomes (aberrant driving) among elderly professional drivers.
Participants were 120 Turkish male professional drivers with an age
range of 49 to 75. They completed a demographic information form, the
Occupational Stress Questionnaire (OSQ), Bergen Burnout Indicator-15
(BBI-15), and the Driver Behavior Questionnaire (DBQ). 62% and 64% of
the participants reported that their job is mentally and physically tiring
at least to some extent, respectively. 47% claimed to having experienced
stress at least to some extent. Finally, burnout symptoms mediated the
relationship between job stress and errors, lapses, and ordinary
violations, but not aggressive violations. Implications of the findings are

discussed.

Keywords: Occupational Stress, Burnout, Elderly Professional Drivers,

Commercial Drivers
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0z

YASLI PROFESYONEL SURUCULERDE IS STRESI, TUKENMISLIK
SENDROMU
VE SAPKIN SURUCU DAVRANISLARI

Findik, Gizem
Yiiksek Lisans, Psikoloji Boliimii

Tez Yoneticisi: Dog¢. Dr. Timo J. Lajunen

Haziran 2016, 97 sayfa

Tiirkiye’de ticari araglar tiim trafik kazalarmin yaklasik %18’ine ve tiim
olimlii trafik kazalarmin %27’sine karismaktadirlar. Bu rakamlar
profesyonel siirticiilerin neden trafik kazalarina karistiklarini

arastirmaya duyulan gereksinimi vurgulamaktadir. Bu sorun siklikla
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medyanin giindeminde olmakla birlikte, benzer bir etki ne akademik ne
de politika veya uygulamali alanlarda meydana gelmemistir. Bu sebeple
mevcut ¢alismanin temel amaci yasl profesyonel siirticiilerde is stresi,
tikenmislik sendromu ve arag¢ kullanmayla ilgili ¢iktilarin (sapkin
siirticii davraniglar1) arasindaki iligskiyi arastirmaktir. Katilimcilar: 49-75
yaslar1 arasindaki 120 Tiirk erkek profesyonel siiriicii olusturmaktadir.
Katilimcilar demografik bilgi formu, Is Stresi Anketi (ISA), Bergen
Tiikenmislik Sendromu Olgegi—15 (BTSO-15) ve Siiriicii Davranislar:
Anketi'ni (SDA) tamamlamiglardir. Calismaya katilanlarin sirayla %62’si
ve %64 1 islerinin zihinsel ve fiziksel olarak biraz veya daha fazla yorucu
oldugunu belirtmislerdir. %47’lik bir kesim ise biraz veya daha sik stres
yasadigini iddia etmistir. Son olarak, tiikenmislik sendromu belirtilerinin
is stresi ile hatalar, ihmaller ve siradan ihlaller arasindaki iliskide araci
degisken roliinde oldugu, fakat is stresi ile saldirgan ihlaller arasindaki

iliskide rol oynamadig1 saptanmigtir. Bulgularin 6nemi belirtilmistir.

Anahtar Kelimeler: Is Stresi, Tiitkenmislik Sendromu, Yash Profesyonel

Surtuciler, Ticari Stirtictiler
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CHAPTER 1

1. Introduction

The fact that more than 1.2 million individuals die each year
around the world due to road traffic accidents (World Health
Organization, 2015) clearly shows that traffic accidents constitute a major
public health issue globally. The situation is no different in Turkey.
According to the Turkish Statistical Institute report, 251.729 vehicles
were involved in traffic accidents throughout Turkey in 2013 and 45.336
of those were commercial vehicles (Turkish Statistical Institute, 2014). In
other words, commercial vehicles are involved in roughly 18% of all
traffic accidents in Turkey. Furthermore, the report shows that the
proportion of commercial vehicles involved in fatal accidents is
approximately 27%. These numbers highlight the need in Turkey to
investigate why commercial, or professional, drivers are involved in

traffic accidents.

In fact, traffic accidents that the professional drivers are involved
in have been brought to attention by media from time to time in Turkey.
For instance, the minibus accident in Isparta in which 17 seasonal

workers died (Arkan, 2014) and the EGO bus accident in Ankara in
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which 12 people died (Karapmar, 2015) has brought great impact on the
agenda recently. Unfortunately, a similar impact regarding this issue
occurred neither in scientific nor policy or applied domains yet. On the
contrary, the efforts were directed at finding a scapegoat rather than
finding what underlying factors play a role in these accidents. For this
reason, this thesis will investigate the relationship between job stress,

burnout symptoms, and driving behavior among professional drivers.

1.1.Working Conditions of Professional Drivers

Working conditions of professional drivers has been the subject of
interest as early as 1980 when 534 Round Table on Transport Economics
took place. According to the report based on this discussion, several
conclusions were drawn, such as need for advanced research programs,
technological and safety improvements, and medical screening
regarding the professional drivers (Gutmann, 1981). Despite the
technological and medical improvements since 1980, working conditions
of professional drivers are still a matter of discussion. To name a few,
one study revealed that a vast majority of Argentinian short-distance bus
drivers worked more than 5 days (82.7%) and 40 hours (86.4%) a week
(Diez, Vigo, Cardinali, & Pérez-Chada, 2014). Moreover, 83.8% of the bus
drivers in their sample claimed to have experienced anxiety due to
traffic. Similarly, Sabbagh-Ehrlich, Friedman, and Richter (2005) showed

that 62% of the truck drivers work 12 or more hours a day at least once a



week, mostly due to the busy work schedules. They further found that
41.9% of the truck drivers claimed being forced by their employers to
work above the legal limit of 12 hours and 72.5% of them reported
having problems finding a resting place while driving daily or
occasionally. In their review, Kompier and Di Martino (1995) categorize
occupational stressors of bus drivers as high and conflicting work
demands (e.g. good communication with the passengers, time pressure,
stressful traffic situations, driving safely), low levels of autonomy and
support at work (e.g. isolation from colleagues and management),
threats and violence (e.g. risk of robbery or assault especially during
night shifts), and work schedules (e.g. irregular work schedule, split
shifts, long working hours, insufficient number of breaks, insufficiency
of daily rests as well as off days). Similarly, Kloimdiiller, Karazman,
Geissler, Karazman-Morawetz, and Haupt (2000) claim that their sample
of bus drivers suffered from workplace and ergonomic stressors such as
irregular driving services, long hours in the sitting position, thermal
conditions as well as psychosocial stressors such as lack of esteem and
recognition. As these findings indicate, working conditions of
professional drivers still constitute a serious problem. Despite these
findings, legal efforts aimed at improving the working conditions of
professional drivers exist. Specifically, European Union brings several
limitations to the working conditions of professional drivers. For

instance, according to the European Parliament and the Council of the



European Union, the average weekly working hours may not exceed 48
hours, a professional driver may not drive without a break for longer
than 6 hours, total break time should at least last 30 or 45 minutes (if
total driving hours is between 6 and 9 hours or more than 9 hours,
respectively), and in case night driving is performed daily working time
may not exceed 10 hours (Directive 2002/15/EC). Similar rules and
regulations exist in Turkey as well. To be precise, daily driving time of
professional drivers may not exceed 9 hours, they may not drive without
a break for longer than 4.5 hours, and total break time should last at least
45 minutes (Karayollar1 Trafik Yonetmeligi, 1997). Although there are
legal attempts to control the working conditions of professional drivers,

to what extent they are enforced on transport companies is controversial.

1.2.Stress: History, Definition and Models

Stress is a widely used term in various fields of science such as
physics, medicine, psychology, and so on. Although unsystematically
used around the 14" century, the term started to gain significance when
Robert Hooke used it in the 17" century to refer to the areas of human-
made structures in which a load, or weight, is applied (Lazarus, 1993).
After that, the use of the term spread to other disciplines, yet maintained
its original idea. In human sciences, one of the pioneers in stress research
is Hans Selye, who claimed that stress is a non-specific condition

apparent among all patients (Centre for Studies on Human Stress, n.d.).



His work was built on that of Walter Cannon, another important figure
in stress research, who came up with the fight or flight response
(tendency of organism’s preparing for a battle or escaping upon
encountering stressors) after exposing animals to threatening situations
(Sulsky & Smith, 2005). Initially, consistent with Hooke’s
conceptualization, stress was regarded as a stimulus-response process
(Lazarus, 1993). However, when scientists began to see that the same
stimulus does not always result in the same response, stimulus-
organism-response models began to gain popularity in stress research. In
addition, Selye’s later work expanded the concept of stress from being a
non-specific phenomenon to 2 types of stress: eustress (the good kind of
stress that is associated with positive psychological and physiological
outcomes) and distress (the bad kind of stress that is associated with

negative psychological and physiological outcomes).

Although different sources provide different definitions of stress,
a rather straightforward definition can be “the non-specific response to
all the demands made” (Dolan, 2006, p. 21). On the other hand, stress can
also be defined relative to the stimulus (i.e. the force that influence the
individual and leads to a response), the response (i.e. physical or mental
response elicited in distressing environments) or the stimulus-response
concept (i.e. product of the interaction between external stimuli and
internal response). At a biological level, stress experience has several

indicators. In the face of acute stress, nervous, cardiovascular, endocrine,
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and immune systems produce what is known as the “stress response”
(Schneiderman, Ironson, & Siegel, 2005). Specifically, sympathetic
nervous system (SNS) and hypothalamic-pituitary adrenocortical (HPA)
axis produce stress hormones (catecholamines and cortisol) by
stimulating the adrenal medulla and adrenal glands, respectively.
Catecholamines and cortisol promote energy production, which is then
distributed to the body parts that need it the most. As a result, cardiac
output (heart rate and stroke volume) is increased, some vessels are
constricted and others are dilated, and immune system is activated. In
doing so, the body produces an adaptive response by making energy
stores available and distributing these stores according to the
prioritization (skeletal, nervous, and immune cells are activated; while
digestive and gonadal cells are suppressed). Whereas these responses are
given rather automatically when one comes across universal stressors,
experience of stress is closely associated with cognitive appraisal, a term
put forward by Richard Lazarus, at a psychological level (Sulsky &
Smith, 2005). To be precise, unlike universal stressors such as heat,
danger, and so on, psychological stressors do not always result in stress
and do not have readily available coping options. In order for these
stimuli to elicit stress, primary and secondary appraisal takes place.
Whereas the former refers to evaluating a stimulus as stressful or not, the
latter refers to choosing a response in order to cope with the stressful

stimulus. Secondary appraisal takes place once the primary appraisal



results in a perceived threat and in some cases reappraisal of the

situation can take place.

Sulsky and Smith (2005) categorize models of stress into 2 broad
categories in a way to reflect the dual (physiological and psychological)
nature of this phenomenon: biological/medical models of stress and
behavioral models of stress. Although explaining all the stress models is
out of the scope of this thesis, some of the most influential models are
explained in this section. To begin with, biological/medical models of
stress are based on the work of Selye and Cannon (Sulsky & Smith,
2005). Specifically, according to Selye’s General Adaptation Syndrome
(GAS) approach, the organism goes through 3 stages upon encountering
a stressful situation: alarm reaction (activation of physiological stress
responses), stage of resistance (preparation for long-term adaptation to
the stressor), and stage of exhaustion (depletion of resources and
eventually death of the organism). This triad is non-specific, meaning
that the same responses were elicited regardless of the origin of the
stressful stimulus. Though some other researchers who adopt
biological/medical approach challenged the concept of non-specificity,
the common ground they meet is the examination of physiological

responses (catecholamine and cortisol levels).

Behavioral science stress models, on the other hand, investigate

what makes a situation stressful and what other variables plays a role in



this process. These models can be further divided into 2: general life
models and job-related models of stress. Among the influential general
life models is cognitive-transactional/phenomenological model.
According to this model stress is an outcome of the relationship between
demands and the power to cope with these demands in the absence of
devastating costs. Hence, this model is not interested in the stimuli,
organism or response itself, but it is rather interested in the perception of
stress across a range of situations. Lazarus’ concept of appraisal forms
the basis for this model. As mentioned earlier, there are 3 types of
appraisal: primary, secondary, and reappraisal. Further, primary
appraisal is divided to 3, namely irrelevant, benign-positive, and
stressful. In the case of first two situations, no stress reaction is given.
However, in case the situation is evaluated as stressful, harm-loss
(anticipated loss of a significant object, person, and so on), threat
(perception of higher demands than capabilities of the individual) or
challenge (perception of high demands yet still within the capabilities of
the individual) is perceived. Depending on the secondary appraisal and
reappraisal processes, stress reaction is regulated. According to Lazarus,
these processes are influenced from both individual and contextual
factors. Another general life model worth mentioning is conflict-theory
model. This model originates from the works of Irving Janis, who
studied stress reactions of soldiers and civilians as well as surgical

patients. According to the model he proposed, stress is a function of



antecedents, mediators, and consequences. An antecedent is a kind of
warning that signals the forthcoming stressor, whereas a mediating
process is composed of the manner in which the individual deals with
the antecedent and the coping procedure. Finally, consequences are

product of the previously mentioned stages.

In their work, Mark and Smith (2008) list several job-specific
models of stress. According to person-environment fit model, for
instance, stress or well-being is the outcome of the match between the
characteristics of the person and the job. In order to reduce strain, the
qualifications and the needs of the person should match the
requirements and the supplies of the job, respectively. Though this
model was influential in generating research, it treats the relationship
between person and work characteristics as a stable one, when in fact it
can be dynamic. Another model, the vitamin model, proposes that job
characteristics act on mental health just as the vitamins act on body.
Similar to the vitamins, some job characteristics such as safety or salary
has a linear relationship with mental health, whereas the relationship of
others such as job support and autonomy with mental health is
curvilinear or exponential. Similar to the person-environment fit model,
the vitamin model also did not receive much empirical support. Yet
another job-specific stress model is the Michigan model, also known as
social environment model or role stress approach. According to this

model, individuals” personal perceptions of the stressors are critical in
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terms of mental health and this relationship is moderated by the
environmental stressors such as workload and security. In this model,
core stressors are role issues such as role expectations, role ambiguity,
and role conflict. Due to its complexity, this model also did not receive
empirical evidence. Demand-control-support model is another
occupational stress model, which claims that the interaction between 3
components of work, namely job demands, job control, and job support,
determine the level of strain. Many studies associate these 3 components
with strain, however the model is still limited in reflecting the multi-
faceted nature of modern workplaces. According to the effort-reward
imbalance model, the key concept in occupational stress is reciprocity, in
other words, the match between the effort the employee puts and the
rewards he/she obtains. The model places emphasis on the perceived
match rather than the actual one, taking the individual differences into
account unlike the demand-control-support model. In addition to these,
Bhagat, Segovis, and Nelson (2012) mention several other models of
occupational stress, such as the cybernetic model and the challenge-
hindrance model. Cybernetic model incorporates the feedback loop
mechanism in the occupational stress process. Specifically, the model
claims that individuals constantly monitor the perceived work
conditions and make a comparison between the preferred and reference
state at work. A discrepancy between these two states leads to strain and

eventually motivates the individual to change this situation or adapt to
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it. The challenge-hindrance model, on the other hand, assumes that
occupational stressors are either perceived as challenges, which evoke
positive emotions and improve motivation, or as hindrances, which
evoke negative emotions and constitute threats. As in Lazarus’ cognitive
model, primary appraisal is critical in this model. Bhagat and his
colleagues acknowledge that most of the models mentioned above have
common points and propose an integrative framework. According to this
framework, there are 2 central processes of stress at work: transactions
between the individual and the environment, and short and long-term
dynamic processes. Specifically, person and environment interact
constantly, leading to a dynamic experience of stress. In turn, this
experience brings about modifications in the person himself/herself and
the environment, forming the long-term cycle. In the short-term cycle,
experience of stress is related with appraisal, goal (preferred vs reference

states), and response processes.

In cases where stress is chronic rather than acute, serious
problems may arise. To be precise, extended impact of the acute stress
response on the cardiovascular system, i.e. elevated blood pressure, may
result in damage and formation of plaques in the arteries (Schneiderman
et al., 2005). Moreover, extended suppression of immune system may
lead to impaired recovery processes. This situation is especially
problematic for elderly individuals, since aging adds to the effects of

chronic stress.
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Many professional drivers experience stress and stress-related
health outcomes due to several intrinsic and extrinsic factors, such as
driving environment, work characteristics, relationships, and societal
expectations (Rowland, Davey, Wishart, & Freeman, 2007; Taylor &
Dorn, 2006). Chung and Wong (2011) showed that stress level is
positively associated with burnout and depression levels, which
indicates that occupational stressors could also lead to psychological
problems. They also report a higher rate of depression among bus
drivers than the general population. This finding, a higher rate of
depression than the general population, was also valid for truck drivers
(Shen et al., 2013). According to Kim et al. (2013), other psychological
problems, such as panic disorder and post-traumatic stress disorder
(PTSD), were also more common among professional drivers, as
indicated by lifetime standardized prevalence ratios of 13.3 and 2.1,
respectively. Increased risk for PTSD among professional drivers was
found in other studies as well (Saberi, Abbasian, Kashani, & Esfahani,
2013). Finally, burnout is a common psychological problem among
professional drivers (Couto & Lawoko, 2011; Ruiz-Grosso, Ramos,
Samalvides, Vega-Dienstmaier, & Kruger, 2014). Chen and Kao (2013)
showed that demanding job stressors and burnout is positively
associated, which brings us to the starting point of the current thesis. As
discussed in the previous sections, occupational stress has many

potential consequences on professional drivers. Since it would require
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tremendous amount of work, time, and cost to investigate all these
consequences at once, this work will only examine the relationship
between occupational stress and burnout. Moreover, it will cover this

issue in a rather limited, yet interesting sample.

1.3.0ccupational Burnout
As compared to stress, burnout is a relatively new concept. The
concept was first used by Harold B. Bradley in 1969 and Herbert
Freudenberger in 1974 (McCormack & Cotter, 2013). Freudenberger’s
early use of the term referred to extreme fatigue and lack of motivation

upon working for some time. Shirom (2010, p. 59) defines burnout as:

an affective reaction to ongoing stress whose core content is the
gradual depletion over time of individuals” intrinsic energy
resources, including, as the major types of energy resource
depletion, emotional exhaustion, physical fatigue, and cognitive

weariness.

In that sense burnout can be regarded as a prolonged and more serious
form of occupational stress. Experiencing burnout is associated with
negative outcomes such as cardiovascular problems, drug and alcohol
abuse, and accidents (Bhagat et al., 2012). Although burnout is not listed
as a mental disorder in the Diagnostic and Statistical Manual of Mental

Disorders - 5 (DSM-5), it is mentioned in the Problems Related to Life-
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Management Difficulty section of the International Classification of

Diseases and Related Health Problems — 10 (ICD-10).

Maslach and Leiter (1997) suggest that work overload, lack of
control over the job, insufficient reward at work, lack of community,
unfairness, and conflicting situations are some of the aspects of job that
can lead to burnout. In their book, Sulsky and Smith (2005) mention 3
different models of occupational burnout. According to Leiter and
Maslach’s model emotional exhaustion develops first and leads to
depersonalization, i.e. distancing from the self and others, emotional
detachment or cynicism. In turn, this results in decreased feelings of
personal accomplishment. On the other hand, Golembiewski and
Munzenrider’s model suggests a different path. According to this
approach, first depersonalization occurs and leads to decreased feelings
of personal accomplishment. These two, in turn, together contribute to
emotional exhaustion. Finally, Leiter’s revised model assumes that
emotional exhaustion and decreased personal accomplishment occur in
parallel, yet independent from each other to a great extent. They jointly

contribute to development of depersonalization.

1.4.Health, Stress, and Burnout among Elderly Professional Drivers

Aging brings about declines in the physical functioning. Thus, it is
safe to assume that elderly professional drivers will be affected from the

job stressors to a greater extent and consequently experience worse
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health as compared to their younger counterparts. In support of this
idea, Backman’s (1983) work shows that as age increased, prevalence of
several physical problems such as shoulder pain, back pain,
hypertension, chest pain, and angina pectoris, also increased among
professional drivers. In this study, frequency of stomach ulcer also
showed an increasing trend until the age of 40 to 44, yet it stayed at a
stable rate after that. Similarly, Hannerz and Tiichsen (2001) report that
standardized hospital admission ratios for acute myocardial infarction
increased and for acute gastritis decreased with time. Thus, we can
conclude that, with the exception of problems of the gastrointestinal
system, professional drivers” physical health worsens with age. A similar
trend is observed in the frequency of musculoskeletal discomfort, in
other words, professional drivers experience more discomfort as they get
older (Dev & Gangopadhyay, 2012). These results are not surprising
considering the impact of age on the general degeneration of the human

body.

Influence of age on the mental health of the professional drivers
presents a different picture than that on physical health. Shen et al.
(2013) reported that highest self-reported scores of depression were
observed among the professional drivers with less than 1 year of
experience and some of the more experienced drivers had significantly
lower scores than them. Although years of experience is not necessarily a

direct indication of age, these findings still give us an idea about the
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situation. As a matter of fact, decreased rate of depression among older
professional drivers has been reported in other studies (da Silva-Junior,
de Pinho, de Mello, de Bruin, & de Bruin, 2009). Yet this relationship was
not found in a Turkish sample of local transportation drivers (Kog,
Aktas, Ayanci, Colak, & Diistinceli, 2014). Specifically, drivers scored
high on psychological problems such as somatization, interpersonal
sensitivity, depression, anxiety, anger/hostility, and paranoid thoughts.
However, only somatization, anger/hostility, and paranoid thoughts
were higher among those who are 41 or older, which was the oldest
group in the study. On the other hand, professional drivers who are
suspected to have PTSD are older and more experienced (Saberi et al.,
2013). Increased exposure to traumatic traffic situations might be the
reason for this situation. Examination of the age-burnout relationship
among professional drivers yields similar results. Specifically, Couto and
Lawoko (2011) showed that merely 24.7% of professional drivers aged
younger than 20 experienced burnout, as compared to 81.8% aged 60 or
older. The findings become more intriguing when one considers the
tindings that neither years employed in passenger transport nor years
employed in the current workplace is related to burnout. It is possible
that age-related decline in the functioning, rather than the working
conditions, is playing a role in this situation. Nonetheless, literature also
presents findings in the opposite direction. For instance, several studies

found that age is negatively associated with burnout among professional
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drivers (Chung & Wu, 2013a; Cunradi, Chen, & Lipton, 2009).
Furthermore, Chen and Kao (2013) found no significant relationship
between age and burnout. As these findings indicate, the relationship
between age and mental health of professional drivers is yet to be

explained.

Regardless of their profession, elderly drivers commonly
experience several health problems. Freund and Smith (2011) state that
visual, neurological, cardiovascular, respiratory, endocrine system, and
musculoskeletal problems as well as the side-effects of medication are
some of the issues elderly drivers encounter with. Similarly,
Vichitvanichphong, Talaei-Khoei, Kerr and Ghapanchi (2015) group
functional impairments that are experienced by elderly drivers into three
types: physical, cognitive, and visual problems. The relationship
between these problems and driving of elderly individuals will be

discussed in the subsequent sections.

1.5.Components of Driving

According to the review by Elander, West, and French (1993)
driving is composed of 2 components that may affect individuals’
accident involvement. These are driving skill (or performance) and
driving style (or behavior). Driving skill or performance is related to the
general information processing and driving-specific skills. Reaction time,

visual acuity, or attention switching are some examples for general skills,
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whereas hazard perception is an example of driving-specific skills.
Driving skills are related to the maximum cognitive capacity, in other
words, the best performance a driver can display. It is possible to
improve these skills with increased exposure to traffic. On the other
hand, driver behavior or style is a reflection of the self-paced nature of
the task. Precisely, it is related to what a driver choses to do habitually
while driving. Similar to skills, driver behavior is also composed of
general personality characteristics (e.g. Type A behavior pattern) and

driving-specific features (e.g. speed choice).

In their study, Lajunen and Summala (1995) developed a self-
report measurement tool, the Driver Skill Inventory, in order to
understand drivers’ own perceptions of their driving skills. Their
findings suggested that driving skill has 2 components: skill (perceptual-
motor skills) and safety-motive (safety skills). Whereas the former
referred to rather technical cognitive skills, the latter referred to
defensive accident avoidance skills. Lajunen and Summala (1995) found
that increased exposure to traffic is associated with decreased safety
motive and increased skills. Moreover, males reported higher skills than
temales. Similarly, Stimer, Ozkan, and Lajunen (2006) tested the
relationship between skills, safety motives and several different outcome
variables such as accident involvement, number of penalties, speed, and
so on. They reported that increased mileage is associated with higher

skills, males claim to be more skillful and females claim to have higher
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safety motivation. Furthermore, main effect of safety motivation was
negatively and main effect of driving skill was positively associated with
all 8 and 5 of the outcome variables, respectively. Finally, there were
interactions between driving skills and safety motive for most of the
outcome variables above and beyond the demographic variables and the
main effects. For instance, they reported that change in the safety skills
did not influence accident involvement among those who had low
driving skills. On the other hand, the number of accidents increased as

the safety skills decreased among those who had high driving skills.

Although driving skills are as important as behaviors, they will
not be included in this work. The reason for this is that the study sample
is composed of professional drivers who have many years of experience,
in turn high skills. Hence, this thesis will investigate the relationship
between job stress, burnout, and aberrant driving behavior among
elderly professional drivers. Reason, Manstead, Stradling, Baxter, and
Campbell (1990) initially hypothesized that there are 2 broad categories
of deviant driver behaviors, namely errors and violations. They defined
errors as “the failure of planned actions to achieve their intended
consequences” (p. 1315). They further divided errors in 3 categories. In
doing so, Reason and his colleagues’ classification system evaluated
whether the action went as planned and, if not, whether there was a
prior intention in it. Slips refer to potentially visible actions not gone as

planned, whereas lapses pertain to unobservable failures of memory.
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The common denominator for these 2 types of errors was that deviation
from the intended action is not deliberate. On the other hand, the third
error type, i.e. mistake, is to change a satisfactory behavior in order to
reach a desired goal. In other words, a mistake takes place when the
driver’s intention is not proper. While the nature of the errors point to a
deficiency or a dysfunction in the cognitive processes, violations arise
depending on the social context in traffic. According to Reason and his
friends, a violation is a purposeful aberration from the safe behavior.
Using a similar classification system, they mention 2 types of violations:
unintended violations and deliberate violations. These behaviors are
characterized by being previously unintended and previously intended

yet not meant to harm others, respectively.

Based on their taxonomy, Reason and his colleagues constructed a
50-item questionnaire covering all 5 types of errors and violations. Their
results suggested a 3-factor solution, namely violations, hazardous
errors, and non-hazardous errors. Since then, many authors examined
the factor structure of this tool, i.e. the Driver Behavior Questionnaire
(DBQ). Although a number of studies reported support for the original
3-factor solution (Mohamed & Lotfi, 2015; Sucha, Sramkova, & Risser,
2014; Westerman & Haigney, 2000), others reported different results. For
instance, a new factor representing the type of violations that display
anger and hostility towards other road users, aggressive violations,

emerged in Lawton, Parker, Manstead, and Stradling’s (1997) study.
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Similarly, Mesken, Lajunen, and Summala (2002) also reported a fourth
factor, i.e. interpersonal violations, which resembles aggressive
violations. This factor structure (errors, lapses, ordinary violations, and
aggressive violations) was supported by a number of other studies
(Beanland, Sellbom, & Johnson, 2014; Stephens & Fitzharris, 2016;
Sullman, Meadows, & Pajo, 2002), whereas some other researchers found
support for 2-factor (Cordazzo, Scialfa, Bubric, & Ross, 2014) and 6-factor
(Guého, Granié, & Abric, 2014) solutions as well. It seems that different

cultures yield different patterns of aberrant driver behaviors.

In their meta-analysis, de Winter and Dodou (2010) reported that
violations were more common among younger drivers, males, and those
who have higher mileage. Similarly, errors were more common among
younger drivers and females, yet the strength of these relationships were
not as strong as those of violations. Moreover, they found that both
errors and violations predicted self-reported accident involvement rather
than the recorded accident involvement. Similarly, af Wahlberg, Dorn,
and Kline (2011) and af Wahlberg, Barraclough, and Freeman (2015)
report that the DBQ items are weakly associated with self-reported
accident involvement only, which leads them to question the validity of
using this instrument in predicting accident involvement. Yet, another
meta-analysis by de Winter, Dodou, and Stanton (2015) found that errors
and, more strongly, violations predicted accident involvement even after

the effects of age, gender, and exposure are controlled. Moreover,
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influence of the DBQ subscales on accident involvement has been
demonstrated cross-culturally (Ozkan, Lajunen, Chliaoutakis, Parker, &

Summala, 2006).

1.6.Driving-Related Outcomes of Aging, Job Stress, and Burnout

Extra attention should be paid to the elderly professional drivers
since they are vulnerable to the difficulties brought by both age-related
declines and professional driving. Health-related problems of non-
professional elderly drivers make them vulnerable to certain types of
driving errors. For instance, Freund and Smith (2011) stated that some of
the common aberrant driving behaviors among the elderly drivers are
pedal errors, lane position errors, traffic light violations, speed control,
and accidents - intersection accidents in particular. Similarly,
Vichitvanichphong et al. (2015) reported that errors related to lane
control, decision making, perception and recognition of signs, and
physical control were frequent among elderly drivers. According to
them, physical problems (motor condition, reaction time, limited motion,
and so on), cognitive impairments (attention, perception, information
processing, and so on), and visual problems (visual acuity, useful field of
view, glare sensitivity, and so on) were responsible from these errors.
Due to their limitations, some of the elderly drivers choose to regulate
their driving. For example, as compared to those elderly who have

normal cognitive functioning, mildly cognitively impaired and dementia
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groups avoided unfamiliar roads and high-volume traffic more
(O’Connor, Edwards, & Bannon, 2013). This indicates that elderly drivers
are actively aware of at least some of their constraints and regulate their
driving accordingly. However, this may not apply to elderly professional
drivers, as they may not always have control over their driving

conditions (such as time of day, route, and so on).

It is also possible that the previously mentioned outcomes of job
stressors influence how professional drivers do their jobs that is to say
how they drive. The influence of stress on driving may surface as
reduced attentional resources, increased fatigue, decreased vigilance, or
in other forms (Taylor & Dorn, 2006). Increased fatigue, particularly
daytime sleepiness may lead to accidents among professional drivers
(Akkoyunlu et al., 2013; Ozer, Etcibasi, & Oztiirk, 2014). In addition to
reduced attention and fatigue, aggressive behavior and substance use
due to stress may adversely affect driving among professional drivers as
well (Rowland et al., 2007). Other studies show that different reactions to
stress might influence behaviors of professional drivers. For instance, Oz,
Ozkan, and Lajunen (2010) found that increased aggression, dislike of
driving, and hazard monitoring induced by stress were associated with
an increase in accident involvement. Although their finding that hazard
monitoring was positively associated with accident involvement was
unexpected, it shows that a much more complex mechanism is involved

in the relationship between stress and driving.
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Findings mentioned above indicate that stress can lead to
psychological as well as physical symptoms that influence driving
behavior. Hence, it would be useful to identify these mediating or
moderating factors in order to develop effective countermeasures. One
such potentially relevant and commonly reported mediator could be
burnout. As a matter of fact, studies show that burnout has a mediating
role in the relationship between job hassles and aberrant driving (Chen &
Kao, 2013) as well as effort-reward imbalance and accident involvement
(Chung & Wu, 2013b) among professional drivers. The strength of this
relationship among an older sample of professional drivers is yet to be

explored.

1.7.Aim of the Current Study and Hypothesis

The main purpose of this study is to investigate the relationship
between job stress, burnout, and driving related outcomes (aberrant
driving) among elderly professional drivers. Moreover, we aim to draw
attention to the problems of professional drivers in academic, public, and

organizational disciplines.
In light of the current literature, our hypothesis is as follows:

Hypothesis 1: There is a both direct and an indirect (through burnout)

positive association between job stress and aberrant driving.
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2. Method

2.1.Participants

Subjects were 120 Turkish male professional drivers with an age
range of 49 to 75. Mean age of the participants was 56. They drove
various combinations of different types of commercial vehicles,
including truck, taxi, minibus, bus, tractor, and pick-up. Detailed

information regarding the sample characteristics are listed in Table 1.

Table 1 - Sample Characteristics

Mean Standard Range
Deviation

Age 55.98 5.21 49-75
Licensed Years 29.86 7.84 10-49
Professional 26.97 9.75 1-49
Years
Monthly 2931.16 2694.93 0-12000
mileage(km)
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2.2.Procedure

Initial contact with potential participants was established via
leaflets and interviews with the managers of transportation companies.
Upon approval, the drivers contacted the Safety Research Unit in Middle
East Technical University, Department of Psychology and were given
appointments considering their work schedule. During these
appointments they provided the relevant information and filled out the
questionnaires. As compensation, all the participants were paid 60
Turkish Liras for their participation in the study and were ensured of

confidentiality of the information they provided.

2.3.Measurements

2.3.1.Demographic information. The participants filled out a
demographic information form for obtaining background data. This
form included questions regarding the participants’ age, license age,

exposure type and quantity, accident involvement, and traffic fines.

2.3.2.0ccupational stress. In order to evaluate the work
environment and work stress, Occupational Stress Questionnaire (OSQ)
was used. It is a self-report measurement tool, put together by Elo,
Leppénen, Lindstrom, and Ropponen in 1992. Comprehensive version of
the OSQ is composed of 56 items in total; specifically, sociodemographic
information (6 items), perceived work environment (35 items), factors

modifying stress (7 items), response to stress (4 items), and the need for
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work development and individual support (4 items; as cited in Elo,
Leppdnen, & Sillanpad, 1998). In this study, a shorter 17-item version of
the scale is translated to Turkish and utilized. Rating of the questions
includes both Likert and yes/no type scales. Factor structure and the
internal consistency of the OSQ will be examined in the subsequent

sections.

2.3.3.0ccupational burnout. Bergen Burnout Indicator-15 (BBI-15)
was used for measuring the symptoms of occupational burnout. The
original BBI was developed by Matthiesen in 1992 as a 25 item self-report
tool. In this study, participants filled a shorter version of the scale, i.e.
BBI-15 (Naatanen, Aro, Matthiesen, & Salmela-Aro, 2003). BBI-15 is a
self-report tool with 15 items rated on a 6-point Likert-type scale (1 =
totally disagree, 6 = totally agree). For all 15 items, higher scores indicate
more severe symptoms of occupational burnout. BBI-15 examines
burnout symptoms in terms of 3 different dimensions: exhaustive fatigue
(5 items), cynicism (5 items), and impaired occupational self-respect (5
items). Exhaustive fatigue is related with the disability to meet the job
requirements due to lack of resources, cynicism is conceptualized as
experiencing a decrease in the interest and meaningfulness of the job,
and impaired occupational self-respect is characterized by a decrease in
the self-esteem in job-related matters. BBI-15 was translated to Turkish
for the purpose of this study and seems to have an acceptable internal

consistency in this data (Cronbach’s alpha values are .75, .79, and .76 for
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exhaustive fatigue, cynicism, and impaired occupational self-respect,

respectively).

2.3.4.Aberrant driver behaviors. The Driver Behavior
Questionnaire (DBQ) was used for measuring deviant driver behaviors
in traffic. DBQ is a self-report measure developed in 1990 by Reason,
Manstead, Stradling, Baxter, and Campbell in an attempt to reveal how

frequently drivers engage in different types of aberrant driver behaviors.

For the purposes of this thesis, Turkish version (Lajunen & Ozkan,
2004) of the DBQ was used. Turkish DBQ is composed of 28 items rated
on a 6-point Likert-type scale (1 = Never, 6 = Always). For all 28 items,
higher scores indicate more frequent occurrence of that particular
behavior. Factor structure of the Turkish DBQ is similar to the previously
mentioned 4 factor solution. To be precise, it includes errors (8 items),
lapses (8 items), ordinary violations (9 items), and aggressive violations
(3 items). Cronbach’s alpha internal consistency indicators for the

subscales in this study are .70, .71, .74, and .57, respectively.

2.4.Statistical Analyses

Statistical Package for the Social Sciences (SPSS v. 20) is used in
order to run exploratory factor analyses for the Occupational Stress
Questionnaire and the Bergen Burnout Indicator-15. Moreover, a series

of mediation models are tested using SPSS for investigating the
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relationship between job stress, burnout symptoms, and aberrant

driving.

3. Results

3.1.Descriptive Findings

Based on the OSQ questions, frequency of several answers were
examined using the SPSS software. Specifically, 62.4% and 64% of the
participants reported that their job is mentally and physically tiring at
least to some extent, respectively. In line with that, 46.5% claimed to
having experienced stress (defined as feeling nervous, restless, and
anxious; feeling tense or having trouble sleeping due to job issues) at
least to some extent. Finally, 52.5% of the respondents reported that they
had to hurry in order to finish their job sometimes, frequently, or always.
No information could be found regarding the cut-off scores of the BBI.
However, considering the range of possible scores (15-90), 17.2% of the

sample scored above the middle point (52.5).

In terms of exposure, most participants stated that they drove half
of the time or less frequently at night (89.7%), rush hour (62.1%), on
motorways (80.3%), long trips abroad (94.8%), and long trips in home
country (82.9%). In contrast, most participants reported that they drove

in city traffic (76.9%) more frequently than half of the time.
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3.2.Factor Structures of the Instruments

Before examining the factor structures of the questionnaires at
hand, patterns of missing values were examined using SPSS. The results
of this analysis showed that of all the values, 9.3% was missing. Upon
examining the missing value patterns, it was observed that
approximately 10% of the sample did not fill any of the OSQ and BBI-15
items at all. As a result, these cases were removed from the subsequent
analyses, resulting in a sample size of 103. A second missing value
pattern analysis showed that the new dataset had only 3% missing data
and no notable patterns. Hence, it was appropriate to conduct a multiple
imputation procedure in order to deal with the remaining missing

values.

Five imputation procedures were requested from the SPSS.
Demographic (age, accidents, and annual mileage) data were only used
as predictors in the analysis. New dataset obtained after the multiple
imputation procedure was then aggregated by the ID number of the
participants in order to obtain a pooled dataset to be used in the

subsequent analyses.

3.2.1. Occupational Stress Questionnaire (OSQ). Initially, since
the OSQ is rated on various types of scales, Z-scores are computed for
each item. After that, a principal axis factoring was conducted using all

the 17 items. Kaiser-Meyer-Olkin measure of sampling adequacy
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indicated that an adequate amount of the variance was retained in the
data (KMO = .68). Moreover, Bartlett’s Test of Sphericity showed that the
items were factorable (x? (136) = 525.788, p <.001). The analysis suggested
that 5 factors had eigenvalues higher than 1, which means a 5-factor
solution was appropriate. On the other hand, the scree plot suggested a
2-factor solution. In order to determine the appropriate number of
factors, an additional parallel analysis was conducted. Similar to the
scree plot, the results of the parallel analysis also suggested that a 2-
factor solution. Based on these results and considering the
interpretability of the factors, the 2-factor solution was found the most

applicable.

Upon determining the appropriate number of factors, another
principal axis factoring with a varimax rotation was applied. This time,
the number of factors to be extracted was fixed to 2. Items 2 and 4 loaded
on neither of the factors, thus, they were removed from the later
analyses. Item loading intervals were .35 to .80 for the first and .34 to .85
for the second factors. A total of 9 items were included in the 1t and 6
items were included in the 2" factor with Cronbach’s Alpha values of .78
and .72, respectively. Since the items in the 1% factor reflected stressful
situations and aspects related to work, this factor was labeled as “Job
stressors”. On the other hand, items in the 2" factor were related to

workplace arrangements and control, thus it was labeled as “Stress
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modifiers”. See Table 2 for the final factor structure of the Occupational

Stress Questionnaire.

Table 2 — Factor structure of the end version of the OSQ

Items Factor 1 - Factor 2 -
Job stressors Stress
modifiers

1. igyerinizde sizinle ve iginizle ilgili 335
konular: etkileyebiliyor musunuz?
3. Ihtiyaciniz oldugunda 346
ustlerinizden (6rn., patron) destek
aliyor musunuz?
5. Isinizde beceri ve bilginizi 345
kullanabiliyor musunuz?
6. Isinizi zamaninda bitirmeniz icin 373
acele etmeniz gerekiyor mu?
7. Isinizde sizin icin cok zor olan .804
durumlar oluyor mu?
8. Isiniz zihinsel olarak yorucu mu? 677
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Table 2 (continued)
9. Isiniz fiziksel olarak yorucu mu?

10. Stres bir kisinin kendisini gergin,
huzursuz, kaygili hissettigi;
sinirlerinin gergin oldugu ya da onu
rahatsiz eden is konulari nedeniyle
uyumada zorluk ¢ektigi
durumlardir. Su anda kendinizde

boyle bir stres hissediyor musunuz?

11. Kendi yaginizdaki
hemcinslerinize kiyasla genel

sagligimiz nasil?

12. Simdiki isiniz sizin i¢in ne kadar

tatminkar?

13. Bugtinlerde hayatiniz sizin icin

ne kadar tatminkar?

14. Eger boyle bir sansiniz olsayd,
bir ruh sagligi uzmanu ile kisisel
problemleriniz hakkinda tartismak
ister miydiniz?
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Table 2 (continued)

15. Calisma makineleri ve 776
araglarmizmn yenilenmesi yaptigimniz

isi ne kadar iyilestirirdi?

16. Isinizi yeniden organize etme, S5P
yaptiginiz isi ne kadar iyilestirirdi?

17. Takim galigmasi gelistirme ve 677
calisanlar arasindaki igbirligi

calismanizi ne kadar artirirdi?

Eigenvalue 2.802 2433
Variance explained % 16.482 14.313
Cronbach’s alpha 775 716

3.2.2. Bergen Burnout Indicator-15. Since the factor structure of

this inventory has not been explored in a Turkish sample previously, an

exploratory factor analysis was conducted in examining the factor

structure of the BBI-15. According to the Kaiser-Meyer-Olkin measure of

sampling adequacy, a satisfactory amount of the variance was retained

in the data (KMO = .86). Furthermore, Bartlett’s Test of Sphericity
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indicated that the items were factorable (x? (105) = 653.942, p < .001).
Whereas eigenvalues (higher than 1) suggested a 3-factor solution, scree
plot suggested a single factor solution. Therefore, a parallel analysis was
conducted in an attempt to determine the factor structure. Result of this
analysis proposed a single factor, consistent with the scree plot. Thus, the

single factor solution was found the most appropriate.

A second principal axis factoring was applied, fixing the number
of factors to be extracted to 1. No rotation methods were used in this
second analysis. All the 15 items loaded on the scale, resulting in a
loading interval of .49 to .74. The resulting single factor solution had very
good internal consistency (Cronbach’s alpha =.90). See Table 3 for

detailed information regarding the item loadings.

Table 3 — Factor structure of the end version of the BBI-15

Items Factor 1 -
Occupational
burnout
1. Isten boguldugumu hissediyorum. 704
2. Isimi yaparken kendimi sik sik isteksiz 664

hissediyorum ve sik sik isimi birakmay1

diistintiyorum.
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Table 3 (continued)
3. Sik sik yetersizlik hissine kapliyorum.

4. Isle ilgili endiseler yiiziinden gogu

zaman iyi uyuyamiyorum.

5. Miisterilerden/yolculardan ya da isimle
ilgili diger insanlardan sik sik rahatsiz

oluyorum.

6. Sik sik yaptigim isin degerini

sorguluyorum.

7. Is baskist yakin iligkilerimde (6rnegin;
esimle, ailemle ya da arkadaslarimla)

sorunlara neden oluyor.

8. Isime kendimden verebileceklerimin

gitgide azaldigimni hissediyorum.

9. Diger insanlara istedigim kadar yardim

edemedigimi hissediyorum.

10. Bos zamanlarimda, isle ilgili konular1

diistintiyorum.

36
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.620

.638

.669
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722

557
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Table 3 (continued)

11. Miisterilerimin sorunlarina veya
ihtiyaglarma kendimi vermekte

zorlandigimi fark ediyorum.

12. ise basladigimda, isimden ve
basarabildiklerimden daha fazlasini

bekliyordum.

13. Kendimi her zaman koti
hissediyorum, ¢linkii ailemi ve
yakinlarimi ihmal etmek zorunda

kaliyorum.

14. Miisterilerime olan ilgimi kaybettigimi

hissediyorum.

15. Diirtist olmak gerekirse; eskiden
isimde daha fazla takdir edildigimi

hissediyorum.

505

.606

551

.596

482

Eigenvalue
% Variance explained

Cronbach’s alpha

5.697

37.978

897
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3.3.Relationships between the Study Variables

After investigating the factor structures of the instruments,
relationships between the study variables were examined. Job stress
showed significant positive associations with the first factor of the OSQ
(job stressors) and burnout symptoms. Interestingly, it had no
relationship with the second factor of the OSQ, i.e. stress modifiers.
Moreover, job stress had significant positive associations with some of
the aberrant driver behaviors, namely errors, lapses, and aggressive
violations. Accidents were only positively associated with errors, lapses,
and ordinary violations; but not aggressive violations. The relationships

between all the study variables can be seen on Table 4.

Table 4 — Pearson correlations among the study variables

1.JS 2. 3. 4. 5. 6. 7. 8. 9.
Jst. SM BBI Er. La. OV AV. Acc

2 A48

3 .05 17

4 38 277 .08

5 35* 35 .03 31*
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Table 4 (continued)

6 41% 32% 16  28% 72*

7 19  29% 06  .32¥ .57

g§ .32%* 35 .01 .15  40*

9 -0 16 .02 -12 .20*

M 00 .00 .00 265 1.33

SD 1.00 .60 .64 97 41

Note. JS = Job stress, JSt. = Job stressors, SM = Stress modifiers, Er. =

Errors, La. = Lapses, OV = Ordinary violations, AV = Aggressive

violations, Acc. = Accident involvement, **p <.01, *p <.05.

3.4.Impact of Job Stress on Aberrant Driving through Burnout

A series of mediation analyses were conducted using Preacher

and Hayes’ (2008) indirect macro in order to test the indirect impact of

job stress on different types of aberrant driver behaviors through

burnout. In all 4 mediation analyses bootstrapping method was used, re-

sampling from the data 1000 times and calculating the 95% confidence

intervals.
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The first mediation analysis included errors as the outcome
variable. A significant amount of the variance in the data was explained
by the model (R?=.16, F(2, 100) = 9.70, p <.001). According to the results,
indirect effect was significant (.36*.09 = .03, SE = .017, 95% CI [.01, .08]). In
other words, job stress influenced errors of elderly professional drivers

through burnout (see Figure 1).

Job stress

36* 09*

Burnout

Figure 1. Standardized regression coefficients of job stress on burnout
(path a), burnout on errors (path b), and job stress on errors (path c’), *p

< .05.

The second mediation analysis was conducted taking lapses as the

outcome variable; job stress and burnout as the independent variable
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and mediator, respectively. This model explained 18% of the variance in
the data (F(2, 100) = 11.29, p <.001). The results suggested that the
indirect effect was significant (.36*.05 = .02, SE = .01, 95% CI [.00, .06]).

Figure 2 shows the relationship between job stress, burnout, and lapses.

Job stress Lapses

36

Burnout

Figure 2. Standardized regression coefficients of job stress on burnout
(path a), burnout on lapses (path b), and job stress on lapses (path c’), *p
<.001.

In the third mediation analysis, the outcome variable was
ordinary violations. As in the previous two mediations, the independent
variable was job stress and the mediator was burnout. A significant
amount of the variance in the data was explained by the model (R?*= .11,

F(2,100) = 6.11, p = .0032). According to the results, indirect effect of job
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stress on ordinary violations through burnout was significant (.36*.11 =

.04, SE = .02, 95% CI [.01, .08]; see Figure 3).

.03

Ordinary
Job stress

violations

=
36 11

Burnout

Figure 3. Standardized regression coefficients of job stress on burnout
(path a), burnout on ordinary violations (path b), and job stress on

ordinary violations (path ¢’), *p <.005.

As a final mediation model, aggressive violations were treated as
the outcome variable keeping the independent variable and the mediator
constant. A significant 11% of the variance in the data was explained by
this model (F(2, 100) = 5.89, p =.0038). However, the indirect effect of job

stress on aggressive violations via burnout was not significant (.36%.02 =
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.01, SE =.02, 95% CI [-.03, .05]). Figure 4 displays the regression

coefficients between the variables in the model.

7=

Aggressive

Job stress violations

®
36 01

Burnout

Figure 4. Standardized regression coefficients of job stress on burnout
(path a), burnout on aggressive violations (path b), and job stress on

aggressive violations (path ¢’), *p <.005.

4. Discussion

Increasing life expectancy and mobility needs bring about new
problems regarding professional driving. Elderly professional drivers
are especially at risk since they are vulnerable to the difficulties

associated with both aging and professional driving. Moreover, their
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working conditions do not allow them to regulate their driving activities
unlike elderly non-professional drivers. Even though the issues
professional drivers experience have been on the agenda of media in
Turkey, scientific research regarding professional drivers, especially the
older ones, seems to be limited. In order to address some of these
problems, this thesis examined the relationship between job stress,

burnout and aberrant driving among elderly professional drivers.

In their study, van der Beek, Meijman, Frings-Dresen, Kuiper, and
Kuiper (1995) compared lorry drivers’ stress levels (indicated by the
urinary excretion of catecholamines, i.e. adrenaline and noradrenaline)
on work and rest days 6 times each throughout the day. They reported
that neither adrenaline nor noradrenaline levels differed on work and
rest days immediately after waking up. However, adrenaline and
noradrenaline levels were higher on the work day than they were on the
rest day for the remaining 5 time-points, even after the end of work
hours. Moreover, increased physical exertion was associated with an
increase in the noradrenaline excretion. Similar physiological stress
reactions were observed on work days in other studies as well (Roohi &
Hayee, 2010). Also, nearly half of the sample composed of Turkish bus
drivers reported experiencing stress sometimes or more frequently
(Basayar, 2014). In Basayar’s study, the participants claimed that more
than 50% worked 7 days a week, 66% worked more than 9 hours a day,

and 68% worked more than 45 hours a week. Finally, 73% of Turkish taxi
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drivers report that they experience stress (Keskin et al., 2012). These
findings indicate that professional driving is a stressful work and this
applies for Turkish professional drivers as well. In support of these,
approximately half of our sample reported experiencing occupational
stress. Furthermore, both physical and mental exhaustion were equally
common among our participants. These results emphasize the necessity
of identifying job stressors of professional drivers. In addition to these,
Yigit, Dilmag, Deniz, and Hamarta (2011) claimed that anxiety can be
considered as a subjective reaction to stress and investigated state and
trait anxiety levels among Turkish professional drivers. They found that
state anxiety levels did not change with age, however trait anxiety levels
were highest among the oldest group (aged 61 or older). These results
indicate that occupational stress is a critical and common problem that

needs attention for older professional drivers.

Our finding that job stressors leading to psychological problems,
burnout in particular, was in line with previous studies (Chen &
Cunradi, 2008; Cunradi et al., 2009; Kompier, 1996). With regard to the
mediating role of burnout, the results supported our hypotheses and
previous research (Chen & Kao, 2013; Chung & Wu, 2013b). Specifically,
burnout mediated the relationship between job stress and driving
behavior for errors, lapses, and ordinary violations; but not for
aggressive violations. In other words, job stress lead to increased

burnout symptoms, which in turn lead to increased errors, lapses, and
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ordinary violations among elderly professional drivers. This finding is
critical in the sense that job stress may lead to mental health problems
and these problems may influence risky behaviors among these
individuals. Moreover, research shows that burnout (Chung & Wu,
2013b) and stress (Basayar, 2014) lead to more serious outcomes such as
accident involvement. The reason why the mediation model was not
significant for aggressive violations might be relevant to the nature of
this type of behaviors. Specifically, aggressive violations are induced by
or directed at other individuals in traffic. On the other hand, ordinary
violations are rather related to traffic situations, which is highly related
to the job itself. These types of behaviors might be displayed through job
stress and burnout in an attempt to counteract the burden of the job,
such as time pressure. In addition, errors and lapses might be influenced
from stress and burnout through a decreased amount of attentional
resources. In fact, van der Linden, Keijsers, Eling and van Schaijk (2005)
reported that differences were observed in self-reported cognitive
failures and several other measures of cognitive functioning between
individuals who received clinical burnout diagnosis and those who did

not.

4.1.Limitations

The current study has a number of limitations. First, the

characteristics of the sample are controversial. Specifically, the sample is
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composed of a mixed group of professional drivers. Put in other way,
our participants were composed of a combination of taxi, bus, truck
drivers, and so on. It is highly possible that these different groups of
drivers are exposed to different types of stressors at work. For instance,
long hours of driving may be a more serious problem for truck drivers
than it is for in-city bus drivers. On the other hand, in-city bus drivers
may be more stressed due to urban traffic than truck drivers are. After
all, job requirements of each group makes them vulnerable to different
types of stressors. Another issue regarding the sample characteristics is
the age of the participants. It can be argued that the sample is relatively
young to be considered as “elderly”. In our defense for both arguments,
tinding “old enough” participants in each driver category who remain in
the workforce was not as easy as it seems. However, we strongly
encourage researchers to investigate the issue in distinct driver groups of
appropriate age. It would be even more fruitful if drivers of different

ages can be compared on the issue.

A second potential limitation is the use of a single question in
measuring job stress. Some may argue that administrating a separate
questionnaire could increase the validity of the measurement. Although
it would be a sound argument, several studies showed that a single-item
measure of stress has satisfactory content, construct, and criterion
validity (Elo, Leppanen, & Jahkola, 2003) as well as test-retest reliability

(Littman, White, Satia, Bowen, & Kristal, 2006). As a matter of fact, the
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item measuring stress used by Elo and her colleagues was the very same
item used in our study, which was taken from the Occupational Stress

Questionnaire. Therefore, we do not consider this method problematic.

4.2.Implications

The current thesis has critical implications regarding professional
driving. First of all, to our knowledge, it is the first study to investigate
this specific sample in Turkey. Our findings revealed that stress is a
critical problem among professional drivers of old age. Job stressors are
created by an imbalance between the effort put by the drivers and the
rewards they gain from work, which leads to strain and eventually to
negative health outcomes such as burnout, cardiovascular problems, and
low self-rated health (Chung & Wu, 2013a). Thus, it poses a threat to
both mental and physical health of professional drivers. In order to
eliminate this problem and improve their health, detailed identification
of stressors of each group of drivers is a crucial first step. The findings
from these investigations, then, must be turned into appropriate
interventions by all the related parties, such as vehicle manufacturers,
transportation companies, governments, and so on. As Kompier (1996)
suggests, this can be done by either eliminating the stressors with job-
related rearrangements or improving the coping strategies of drivers at

primary, secondary, and tertiary levels.
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The second implication is related to the negative health outcomes
prompted by stress. As shown by the literature, occupational stressors
may lead to mental and physical health problems (Kompier, 1996; Tse,
Flin, & Mearns, 2006). Our work shows that these problems, in turn, may
lead to aberrant driving. This situation poses a serious threat to road
traffic safety. Taking age-related decline in the mental and physical
functioning as well as the absence of self-regulatory practices into
account, the issue might become even more severe for the older groups
of professional drivers. Hence, early detection of potential health
problems should be encouraged by stronger communication between
drivers and companies as well as by periodic controls. Some of the other
potential countermeasures listed by Rowland et al. (2007) are
rearranging time schedules, using alternative routes, developing and
implementing safety programs, implementing support mechanisms and

stress reducers.

Last but not least, we deeply hope that this thesis will inspire
other researchers and encourage the media, public, policy makers, and
other relevant parties to look at professional drivers from a different
perspective. Each occupational group, even each individual employee
may experience unique problems at work. Keeping an open mind about
the problems of others and trying to understand their conditions is a key

step in bringing solutions to these problems. In that sense, our greatest
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expectation and biggest reward is a more understanding attitude and

increased action (based on scientific data) towards professional drivers.

4.3.Author’s Note

The data we used in this thesis are collected as part of a larger
project (103K017 — The Psychotechnical Testing of the Elderly
Professional Drivers in Turkey) funded by The Scientific and

Technological Research Council of Turkey.
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APPENDICES

Appendix A: Instruments: Demographic Information Form

1. Kag yildir ehliyetiniz var? yil

2. Kag yildir profesyonel olarak ara¢ kullaniyorsunuz?

yil

3. Su ana kadar hangi tiir araglar kullandiniz (6rn;

kamyon,otobiis)?

4. Gegen ay toplam kag kilometre ara¢ kullandiniz?

km

5. Gegen yil toplam kag kilometre arag¢ kullandmniz?

km

6. Her y1l ortalama kag kilometre arag¢ kullanirsmiz? (son 5 y1l1 goz

oniinde bulundurdugunuzda) km

7. Hayatiniz boyunca toplam kag kilometre arag¢ kullandimniz?

km

Yaptigmiz iste asagidaki durumlarda ne siklikla arag kullanirsmiz?
Cevaplar:

1=Hig ya da ¢ok az; 2=Yaridan az; 3=Yar1 yariya; 4=Yaridan fazla; 5=Cok

fazla veya gogunlukla

a) Hafta sonlarinda 112|345
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b) Hava karardiginda 1123|415
c) Gece (24:00-6:00 arasi) 112|345
d) Ise gidis/ isten doniis saatlerindeki trafikte | 1|2 |3 |4 |5
e) Sehir ici trafiginde 11231415
f) Otoyolda veya sehirlerarasi yolda 1123|415
g) Tiirkiye’deki uzun yolculuklarda 1123|415
h) Yurtdisindaki uzun yolculuklarda 112|345
* Son 1 sene boyunca kag tane kaza gecirdiniz? kaza
Son 5 sene boyunca kag tane kaza gecirdiniz? kaza

* Son 1 sene boyunca gecirdiginiz kazalarin kag tanesinde kars: taraf
hataliydi? kaza

Son 5 sene boyunca gecirdiginiz kazalarin kag tanesinde kars: taraf
hataliyd1? kaza

* Bagmizdan gegen kag tane kazada birisi yaralandi ya da 6ldii? kaza

* Son 1 sene i¢inde kag defa asagidaki ihlalleri yaptiginiz igin ceza

aldiniz?
Hatali park etme kez, Hiz ihlali kez, Diger
sebepler kez

* Son 5 sene icinde kag defa asagidaki ihlalleri yaptiginiz igin ceza

aldmniz?
Hatal1 park etme kez Hiz ihlali kez Diger
sebepler kez
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Appendix B: Instruments: Occupational Stress Questionnaire

1. Isyerinizde sizinle ve isinizle ilgili konular1 etkileyebiliyor musunuz?
1. Cok fazla.
2. Fazla
3. Bir dereceye kadar
4. Cok az
5. Hig

2 Kisisel meseleleriniz ve problemleriniz konusunda agik¢a
konusabileceginiz bir aile tiyesi, arkadas, ya da is arkadasiniz var m1?

1. Hayir
2. Evet
3. Bilmiyorum

3. Thtiyaciniz oldugunda iistlerinizden (6rn., patron) destek aliyor
musunuz?

1. Cok fazla
2. Oldukga fazla
3. Bir dereceye kadar.
4. Oldukc¢a az
5. Cok az
4.1s yerinizde galisanlar arasindaki iligkiler nasil?

1. Hig is arkadasim yok
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2. Cok iyi
3. Oldukga iyi
4. Ne iyi ne kot
5. Oldukga problemli
6. Kot (gergin, sert vb.)
5. Isinizde beceri ve bilginizi kullanabiliyor musunuz?
1. Cok fazla
2. Oldukga fazla
3. Bir dereceye kadar.
4. Olduk¢a az
5. Cok az
6. Isinizi zamaninda bitirmeniz igin acele etmeniz gerekiyor mu?
1. Asla
2. Oldukg¢a nadir
3. Bazen.
4. Oldukca sik
5. Her zaman
7. Isinizde sizin icin cok zor olan durumlar oluyor mu?
1. Asla
2. Oldukg¢a nadir
3. Bazen.

4. Oldukca sik
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5. Her zaman

8. Isiniz zihinsel olarak yorucu mu?
1. Hig degil
2. Oldukca hafif
3. Bir dereceye kadar/biraz
4. Oldukga yorucu
5. Cok yorucu

9. Isiniz fiziksel olarak yorucu mu?
1. Hig degil
2. Oldukga hafif
3. Bir dereceye kadar/biraz
4. Oldukga yorucu
5. Cok yorucu

10. Stres bir kisinin kendisini gergin, huzursuz, kaygil hissettigi;
sinirlerinin gergin oldugu ya da onu rahatsiz eden is konulari nedeniyle
uyumada zorluk ¢ektigi durumlardir. Su anda kendinizde bdyle bir stres

hissediyor musunuz?
1. Hig
2. Biraz
3. Oldukca
4. Oldukca fazla
5. Cok fazla

11. Kendi yaginizdaki hem cinslerinize kiyasla genel saghgmiz nasil?
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1. Cok iyi
2. Oldukga iyi
3. Ortalama
4. Oldukca kot
5. Cok kotii
12. Simdiki isiniz sizin i¢in ne kadar tatminkar?
1. Cok tatminkar
2. Oldukga tatminkar
3. Ne tatminkar ne degil
4. Oldukga tatminkar
5. Cok tatminkar
13. Bugiinlerde hayatiniz sizin i¢in ne kadar tatminkar?
1. Cok tatminkar
2. Oldukca tatminkar
3. Ne tatminkar ne degil
4. Oldukca tatminkar

5. Cok tatminkar

14. Eger boyle bir sansimiz olsayds, bir ruh saglig1 uzmanu ile kisisel

problemleriniz hakkinda tartismak ister miydiniz?
1. Hayir istemezdim
2. Belki isterdim
3. Kesinlikle isterdim

4. Bilmiyorum
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15. Calisma makineleri ve araglarimizin yenilenmesi yaptiginiz isi ne
kadar iyilestirirdi?

1. Cok fazla
2. Oldukga fazla
3. Az
4. Hig
5. Hatta zarar verici olabilir
6. Zaten iyilestirdi
16. Isinizi yeniden organize etme, yaptiginiz isi ne kadar iyilestirirdi?
1. Cok fazla
2. Oldukga fazla
3. Az
4. Hig
5. Hatta zarar verici olabilir
6. Zaten iyilestirdi

17. Takim galismasi gelistirme ve ¢alisanlar arasindaki isbirligi
calismanizi ne kadar artirird1?

1. Cok fazla

2. Oldukca fazla

3. Az

4. Hig

5. Hatta zarar verici olabilir

6. Zaten artirdi
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Appendix C: Instruments: Bergen Burnout Indicator-15

Liitfen is kosullarinizi en iyi tanimlayan rakami daire igine aliniz. Bunu
yaparken su anki is ortaminizi diisiiniiniiz. Liitfen sorularin her birini
olabildigince diiriist yanitlamaya 6zen gosteriniz.

581 8 d5|.5
$85 | 8 8% |z2¢
v o © £ s 4w w© Vv ©
M M| M MM MM VAR
1. Isten boguldugumu 1 2 3 4 5 6
hissediyorum.
2. Isimi yaparken kendimi sik 1 2 3 4 5 6
sik isteksiz hissediyorum ve
sik sik isimi birakmay1
diisiiniiyorum.
3. Sik sik yetersizlik hissine 1 2 3 4 5 6
kapiliyorum.
4. Isle ilgili endiseler 1 2 3 4 5 6
yliziinden ¢ogu zaman iyi
uyuyamiyorum.
5. Miisterilerden /yolculardan 1 2 3 4 5 6
ya da isimle ilgili diger
insanlardan sik sik rahatsiz
oluyorum.
6. Sik sik yaptigim isin 1 2 3 4 5 6
degerini sorguluyorum.
7. Is baskist yakin iligkilerimde 1 2 3 4 5 6
(Ornegin; esimle, ailemle ya da
arkadaslarimla) sorunlara
neden oluyor.
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8. Isime kendimden
verebileceklerimin gitgide
azaldigini hissediyorum.

9. Diger insanlara istedigim
kadar yardim edemedigimi
hissediyorum.

10. Bos zamanlarimda, isle
ilgili konular1 diistiniiyorum.

11. Miisterilerimin sorunlarimna
veya ihtiyaclarina kendimi
vermekte zorlandigimi fark
ediyorum.

12. Ise basladigimda, isimden
ve basarabildiklerimden daha
fazlasmi bekliyordum.

13. Kendimi her zaman kot
hissediyorum, ¢linkii ailemi ve
yakinlarimi ihmal etmek
zorunda kaliyorum.

14. Migterilerime olan ilgimi
kaybettigimi hissediyorum.

15. Diiriist olmak gerekirse;
eskiden isimde daha fazla
takdir edildigimi
hissediyorum.
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Appendix D: Instruments: Driver Behavior Questionnaire

Asagida verilen her bir madde i¢in sizden istenen bu tiir seylerin sizin
basmiza NE SIKLIKLA geldigini belirtmenizdir. Degerlendirmelerinizi
gectigimiz yil boyunca kendinizin ara¢ kullanma davraniglarindan ne
hatirhyorsaniz onlar1 temel alarak yapiniz. Liitfen degerlendirmelerinizi
size gore dogru olan secenegi karalayarak belirtiniz. Her bir soru igin
cevap secenekleri: 1= Hi¢ bir zaman 2= Nadiren 3=Bazen 4= Oldukca

stk 5=Sik sik 6= Neredeyse her zaman

Geri geri giderken onceden fark O O O 0O OO
etmediginiz bir seye carpmak

A yoniine gitmek amaciyla yola O O 0O 0 OO
¢ikmigken kendinizi daha aliskin
oldugunuz B yoniine dogru arag
kullanirken bulmak

Yasal alkol sinirlarinin tizerinde alkolli O O O O O O
oldugunuzdan siiphelenseniz de
ara¢ kullanmak

Donel kavsakta dontis istikametinize O 0O O OO0 O
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10.

11.
12.

13.

uygun olmayan seridi kullanmak

Anayoldan sola donmek i¢in kuyrukta
beklerken, anayol trafigine dikkat
etmekten neredeyse dndeki araca
carpacak duruma gelmek

Anayoldan bir sokaga donerken
karsidan karsiya gecen yayalar1
fark edememek

Bagka bir siirticiiye kizginhigmizi
belirtmek i¢in korna ¢almak

Bir arac1 sollarken ya da serit
degistirirken dikiz aynasindan
yolu kontrol etmemek

Kaygan bir yolda ani fren veya patinaj
yapmak

Kavsaga ¢ok hizli girip gecis hakki olan
aract durmak zorunda birakmak

Sehir i¢i yollarda hiz simnirimi agsmak

Sinyali kullanmay1 niyet ederken
silecekleri ¢alistirmak

Saga donerken yaninizdan gegen bir
bisiklet ya da araca neredeyse

carpmak
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14.

15.

16.

17.

18.

19.

20.

21.

22.

23.

“Yol ver” isaretini kagirip, gecis hakki
olan araclarla ¢arpisacak duruma
gelmek

Trafik 1siklarinda tiglincii vitesle kalkis
yapmaya ¢alismak

Sola dontis sinyali veren bir aracin
sinyalini fark etmeyip onu
sollamaya c¢alismak

Trafikte sinirlendiginiz bir siirticliyii
takip edip ona haddini bildirmeye
calismak

Otoyolda ileride kapanacak bir seritte
son ana kadar ilerlemek

Araciniz1 park alaninda nereye
biraktiginizi unutmak

Solda yavas giden bir aracin sagindan
gecmek

Trafik 151¢1nda en hizli hareket eden arag
olmak i¢in yandaki araclarla
yarismak

Trafik isaretlerini yanlis anlamak ve
kavsakta yanlis yone donmek

Acil bir durumda duramayacak kadar,
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24.

25.

26.

27.

28.

ondeki arac1 yakin takip etmek

Trafik 1siklari sizin yoniiniize kirmiziya O

dondiigii halde kavsaktan gegmek

Baz1 tip siiriiciilere kizgin olmak (illet o
olmak) ve bu kizginlig: bir sekilde

onlara gostermek

Seyahat etmekte oldugunuz yolu tam (@)
olarak hatirlamadiginizi fark

etmek

Sollama yaparken karsidan gelen aracin O
hizini oldugundan daha yavas

tahmin etmek

Otobanda hiz limitlerini dikkate (@)

almamak
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Appendix E: Turkish Summary

Giris

Tiirkiye Istatistik Enstitiisii raporuna gore 2013 yilinda Tiirkiye'de
toplam 251 729 arag¢ kaza yapmistir ve bunlarin 45 336’s1 ticari araglardan
olusmaktadir (Turkish Statistical Institute, 2014). Diger bir deyisle,
Tiirkiye’deki trafik kazalarinin yaklasik %18’ine ticari araglar
karigmislardir. Bununla birlikte rapor gostermektedir ki 6ltimlii kazalara
karisan ticari arag oram yaklasik %27’dir. Bu rakamlar Tiirkiye’deki
ticari arag stirticiilerinin, yani profesyonel stirticiilerin, neden trafik
kazalarma karistiklarinin arastirilmasi yoniindeki ihtiyaci
vurgulamaktadir. Aslinda profesyonel siirticiilerin karistiklar: kazalar
Tiirkiye’de zaman zaman medya kanallar1 aracilifiyla giindeme
getirilmektedir. Ornegin Isparta’da 17 mevsimlik is¢inin hayatini
kaybettigi minibiis kazasi (Arkan, 2014) ve Ankara’da 12 kiginin can
verdigi EGO otobiisti kazas1 (Karapmar, 2015) gitindemde biiytik etki
yaratmustir. Ne yazik ki bu konuda benzer bir etki ne bilimsel ne de

sosyal politika veya uygulamali alanlarda gozlenmistir.

Gegmisten giintimiize aktarilan teknolojik ve tibbi gelismelere

ragmen profesyonel siiriiciilerin ¢alisma kosullar1 halen tartisma
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konusudur. Bir ¢alisma gostermektedir ki Arjantinli kisa mesafe otobiis
sofdrlerinin biiyiik cogunlugu haftada 5 glinden (%82.7) ve 40 saatten
(%86.4) fazla calismaktadir (Diez ve ark., 2014). Buna ek olarak, otobiis
soforlerinin %83.8"i trafik sebepli kayg: hissettiklerini iddia etmislerdir.
Kompier ve Di Martino (1995) otobiis soforlerinin mesleki stres
etkenlerini yiiksek ve celisen is gereklilikleri, isyerinde diisiik otonomi
ve destek seviyesi, tehdit ile siddet ve is ¢izelgesi sorunlari olarak
siniflandirmistir. Benzer sekilde, Kloimdiiller ve arkadaslar1 (2000) kendi
otobiis soforl orneklemlerinin diizensiz siiriis servisleri, oturma
pozisyonunda gegirilen uzun saatler ve termal kosullar gibi calisma
ortami/ergonomi kaynakli stres etkenlerinin yani sira saygi ve taninma
gibi psikososyal stres etkenlerinden yakindiklarini 6ne stirmiislerdir. Bu
bulgular, profesyonel siiriiciilerin ¢alisma kosullarinin giintimiizde

halen bir sorun tegkil ettigine isaret etmektedir.

Stres fizik, tip, psikoloji ve bunlar gibi gesitli bilim dallarinda
siklikla kullanilan bir terimdir. Beseri bilimler alanindaki stres
calismalarindaki onciilerden biri, stresin tiim hastalarda goriilen spesifik
olmayan bir durum oldugunu iddia eden Hans Selye’dir (Centre for
Studies on Human Stress, n.d.). Selye'nin ¢alismalari, stres
calismalarindaki bir diger 6nemli figiir olan ve hayvanlar: tehditkar
durumlara tabi tuttuktan sonra savas ya da kag tepkisini (stres etkeniyle
karsilastiklarinda organizmalarin savas i¢in hazirlanma ya da ka¢gma

egilimi) ortaya atan Walter Cannon’un ¢alismalari {izerine insa edilmistir
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(Sulsky & Smith, 2005). Arastirmacilar ayni uyaranin her zaman ayni
tepkiyle sonu¢lanmadigini gérmeye basladiginda, stres arastirmalarinda
uyaran-organizma-tepki modelleri popiilerlik kazanmaya baslamigtir
(Lazarus, 1993). Farkli kaynaklar stresi farkl sekillerde tanimlasa da
basit bir tanim g0yle olabilir: “gelen tiim taleplere verilen spesifik
olmayan tepki” (Dolan, 2006). Ote yandan stres uyarana (bireyi etkileyen
ve bir tepkiye yol acan giic), tepkiye (zorlayici ortamlarda olusan fiziksel
ya da zihinsel tepki) veya uyaran-tepki kavramina (dis uyaranlarla ig
tepkiler arasindaki etkilesimin {irtinii) gore de tanimlanabilir. Biyolojik
seviyede stresin birtakim gostergeleri vardir. Akut stres karsisinda sinir,
kalp-damar, endokrin ve bagisiklik sistemleri “stres tepkisi” olarak
bilinen tepkiyi iiretir (Schneiderman et al., 2005). Ozellikle sempatik sinir
sistemi ve hipotalamus-hipofiz-adrenal aksi sirasiyla adrenal medulla ve
bobrekiistii bezlerini uyararak stres hormonlar: (katekolamin ve kortizol)
tiretir. Katekolaminler ve kortizol enerji iretimini artirir ve daha sonra
bu enerji kendisine en ¢ok ihtiya¢ duyulan viicut parcalarma dagitilir.
Sonug olarak, kardiyak ¢ikt1 artar, baz1 damarlar sikilasirken digerleri
genisler ve bagisiklik sistemi aktive edilir. Bu tepkiler evrensel stres
etkenleriyle karsilagildiginda otomatik olarak verilirken, stres deneyimi
psikolojik seviyede Richard Lazarus tarafindan ortaya atilan bir terim
olan biligsel degerlendirme ile yakindan iliskilidir (Sulsky & Smith,
2005). Isy, tehlike ve benzeri evrensel stres etkenlerinin aksine, psikolojik

stres etkenleri her zaman stres ile sonu¢lanmaz ve halihazirda mevcut
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basa ¢ikma segenekleri yoktur. Bu uyaranlarin strese yol agmasi i¢in
birincil ve ikincil degerlendirme olmalidir. Bu kavramlardan ilki bir
uyaranin stres uyandirici olup olmadigimnin degerlendirilmesi anlamina
gelirken, ikincisi stres yaratan uyaranla basa ¢ikmada uygun basa ¢itkma
yonteminin segilmesidir. Birincil degerlendirme algilanan tehditle
sonuclandiginda ikincil degerlendirme yapilir ve bazi durumlarda
yeniden degerlendirme olabilir. Sulsky ve Smith (2005) stres modellerini,
stres kavraminin ikili dogasin (fizyolojik ve psikolojik) yansitacak
bicimde 2 ana kategoriye ayirmislardir: biyolojik/medikal stres modelleri
ve davranigsal stres modelleri. Tiim stres modellerini agiklamak bu tezin
amaci disinda olsa da alanda etkili olmus modellerin bazilari bu
boliimde incelenmistir. 1k olarak biyolojik/medikal stres modelleri Selye
ve Cannon’un calismalari {izerine kurulmustur. Ozellikle Selye'nin
Genel Uyum Sendromu yaklasimina gore organizmalar stres
uyandirabilecek bir durumla karsilastiklarinda 3 asamadan gegerler:
alarm tepkisi (fizyolojik stres tepkilerinin aktive edilmesi), rezistans
evresi (stres etkenine uzun siireli uyuma hazirlanma) ve titkkenme evresi
(kaynaklarin titkenmesi ve organizmanin 6liimii). Bu iiglii spesifik
degildir, yani stresli uyaranin mensei goze alinmaksizin ayni tepkiler
verilir. Biyolojik/medikal modeli benimseyen baz1 arastirmacilar spesifik
olmama kavramina meydan okusalar da, birlestikleri ortak nokta
fizyolojik tepkilerin incelenmesidir. Ote yandan davranigsal stres

modelleri neyin bir durumu stresli yaptigini ve bu siiregte rol oynayan
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diger etkenleri arastirmaktadir. Bu modeller 2'ye ayrilir: genel yasam

modelleri ve isle ilgili stres modelleri.

Stres bireylerde fiziksel ve psikolojik sonuglara yol acabilecek
ciddi bir problemdir. Chung ve Wong (2011) gostermektedir ki stres
seviyesi tiikenmislik sendromu ve depresyon seviyeleriyle pozitif iligki
icerisindedir, bu da isle ilgili stres etkenlerinin psikolojik sorunlara yol
acabilecegine isaret etmektedir. Tiikenmislik sendromu profesyonel
stiriictiler arasinda yaygin bir problemdir (Couto & Lawoko, 2011; Ruiz-
Grosso et al., 2014). Chen ve Kao (2013) talepkar is stresi etkenleri ve
tiikenmisligin pozitif iligki gosterdigini bulmustur ki bu da bizi bu tezin
baslangi¢ noktasina getirmektedir. Onceki kisimlarda tartisildigi iizere,
is stresinin profesyonel siirticiiler iizerinde bircok olasi etkisi vardir.
Biitiin bu sonuglar1 tek seferde arastirmak muazzam miktarda is yiikii,
zaman ve maliyet gerektirdiginden, bu calisma yalnizca is stresi ve

tikenmislik arasindaki iligkiyi ele alacaktir.

Stresle kiyaslandiginda tiikenmislik gorece yeni bir kavramdr.
Terim ilk kez Harold B. Bradley tarafindan 1969’da ve Herbert
Freudenberger tarafindan 1974’te kullanilmistir (McCormack & Cotter,
2013). Shirom (2010) titkenmisligi “temel igerigi bireyin i¢sel enerji
kaynaklarmin, ana enerji tiiketimi tipi olarak duygusal tiikenme, fiziksel
yorgunluk ve bilissel asinma dahil, zamanla kademeli olarak tiiketilmesi

olan stirekli strese verilen duygusal bir tepki” olarak tanimlamaktadir.
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Bu baglamda tiikenmislik mesleki stresin uzayan ve daha ciddi bir
formu olarak diistintilebilir. Maslach ve Leiter’e (1997) gore asir1 is yiikii,
is tizerinde kontrol eksikligi, yetersiz odiillendirilme, topluluk hissinin
olmamas, adaletsizlik ve ¢elisen durumlar isin titkenmislige yol
acabilecek bazi 6zellikleridir. Sulsky ve Smith (2005) yazdiklar: kitapta 3
farkli mesleki tiikenmislik modelinden bahsetmektedir. Leiter ve
Maslach modeline gore ilk olarak duygusal tiikenme olusur ve bu benlik
yitimine, yani kisinin kendinden ve digerlerinden uzaklagsmasina,
duygusal ayrilmaya ve kinizme neden olur. Bu durum da sonrasinda
azalan kisisel basar1 hissine neden olur. Ote yandan Golembiewski ve
Munzenrider modeli daha farkli bir yol 6nermektedir. Bu yaklasima gore
ilk olarak benlik yitimi meydana gelir ve bu durum azalan kisisel basar1
hissine yol agar. Sonrasinda bu ikisi birlikte duygusal tiikenmeye sebep
olur. Son olarak Leiter’in yenilenmis modeli duygusal tiikenmenin ve
azalan kisisel basar1 hissinin paralel sekilde fakat biiyiik ol¢tide
birbirinden bagimsiz sekilde meydana geldigini varsayar. Bu iki durum

birlikte benlik yitimine yol agmaktadir.

Yaslanma beraberinde fiziksel islevsellikte birtakim diisiisler de
getirmektedir. Bu sebeple yash profesyonel siiriiciilerin is stresi
etkenlerinden gen¢ meslektaslarina kiyasla daha fazla etkilenecegi ve
boylece sagliklariyla ilgili daha fazla problem yasayacaklar1
varsayilabilir. Backman’in (1983) calismasi gostermektedir ki profesyonel

stiriicliler arasinda yas arttik¢ca omuz agrisi, sirt agrisi, yiiksek tansiyon,

82



gogiis agrisi ve anjina pektoris gibi bazi fiziksel sorunlarin yayginlig: da
artmaktadir. Benzer sekilde, Hannerz ve Tiichsen (2001) zamanla
standartlagtirilmis hastaneye yatis oraninin miyokardiyal enfarktiis igin
arttigimi ve akut gastrit icin azaldigini rapor etmistir. Bu yilizden, mide-
bagirsak sistemi problemleri istisnasiyla, profesyonel siirticiilerin fiziksel

sagliginin yasla beraber kotiilestigi sonucuna ulasilabilir.

Profesyonel siirticiilerde yaslanmanin zihinsel saglik tizerindeki
etkisi, fiziksel saglik tizerindekinden daha farkl bir resim ¢izmektedir.
Shen ve arkadaslar1 (2013) 6z beyana dayali en yiiksek depresyon
skorlarinin 1 yildan daha az deneyimi olan profesyonel siirticiilerde
gozlendigini ve daha deneyimli baz1 profesyonel siirticiilerin anlamli
seviyede diisiik depresyon skorlar1 oldugunu rapor etmislerdir. Yash
profesyonel siirticiilerdeki diisiik depresyon oranlar: diger ¢alismalarda
da gosterilmistir (da Silva-Junior et al., 2009). Couto ve Lawoko (2011) ise
gostermektedir ki 60 yas ve tizerindeki %81.1'lik orana kiyasla, 20
yasindan daha geng profesyonel siiriiciilerin yalnizca %24.7’si
tiikkenmislik yasamaktadir. Ne yolcu tasimaciliginda ne de mevcut
isyerinde ¢alisilan yillarin titkenmislikle iliskili olmasi diisiintildiigtinde
s0z konusu bulgular daha ilging hale gelmektedir. Calisma
kosullarindan ziyade, islevsellikteki yas kaynakh diistislerin bu
durumda bir rol oynuyor olmasi muhtemeldir. Buna ragmen yazinda
aksi yondeki bulgular da mevcuttur. Ornegin, bazi ¢alismalar

profesyonel siiriiciiler arasinda yasin tiikenmislikle negatif iliskili
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oldugunu gostermektedir (Chung & Wu, 2013a; Cunradi et al., 2009).
Buna ek olarak, Chen ve Kao (2013) yas ve tiitkenmislik arasinda bir iligki
olmadigini bulmustur. Bu sonuglar gostermektedir ki, profesyonel

stiriictilerde yas ve psikolojik saglik arasindaki iligki hentiz agiklanmay1

beklemektedir.

Elander ve arkadaslarinin (1993) yaptig1 calismaya gore siirtis
bireylerin kazaya karigmasini etkileyebilecek 2 bilesenden olusmaktadir.
Bunlar stirticli becerileri (veya performansi) ve siiriicii davraniglaridir
(veya stili). Siirticti becerileri veya performansi genel bilgi isleme ve
stiriige O0zel becerilerle ilgilidir. Tepki stiresi, gorsel keskinlik veya dikkat
kaydirma genel becerilere birka¢ 6rnek olup tehlike algisi siirtise 0zel
becerilere bir 6rnek tegkil etmektedir. Bu becerileri gelistirmek trafige
maruz kalmayla miimkiin olabilir. Ote yandan, siiriicii davranislar1 veya
stili stirtigtin kendine has temposu olan dogasinin bir yansimasidair.
Becerilere benzer olarak, siirticti davranislari da genel kisilik 6zellikleri
(A tipi davrans deseni ve benzeri) ve siiriise 0zel 6zelliklerden (hiz
se¢imi ve benzeri) olusmaktadir. Lajunen ve Summala (1995) yaptiklar:
calismada siiriiciilerin kendi beceri algilarin1 6l¢gmek adina 6z beyana
dayal1 bir 6l¢tim, Stirticti Becerileri Envanterini, gelistirmislerdir.
Bulgular siiriis becerilerinin 2 bileseni oldugunu gostermistir: bunlar
beceri (algisal-motor beceriler) ve giivenlik giidiistidiir (gtivenlik
becerileri). Bunlardan ilki teknik bilissel becerileri temsil ederken ikincisi

savunmaya dayali kazadan kaginma becerilerini temsil etmektedir.
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Stirticli becerileri, en az stirlicti davraniglar1 kadar 6nemli olsa da bu
calismaya dahil edilmeyecektir. Bunun nedeni, ¢alisma 6rnekleminin
yillarca siiriis deneyimi ve dolayisiyla yiiksek becerileri olan profesyonel
siirticiilerden olugmasidir. Reason ve arkadaslar1 (1990) baslangig olarak
2 tip sapkin siirticii davranigi (hatalar ve ihlaller) oldugunu 6ne
sirmiislerdir. Hatalar1 “planlanan eylemlerin niyet edilen sonuglarina
ulastirilmasindaki basarisizlik” olarak tanimlamiglardir. Hatalar1 da
kendi icinde 3 gruba ayirmaktadirlar. Bunu yaparken Reason ve
arkadaslarinm smiflandirma sistemi eylemin planlandig gibi gidip
gitmedigini, eger gitmediyse bu durumun 6nceden niyetli olup
olmadigmi degerlendirmektedir. Hatalarin dogasi biligsel stireclerdeki
bir eksiklige ya da bozukluga isaret ederken, ihlaller trafikteki sosyal
baglamdan meydana gelmektedir. Reason ve arkadaslaria gore ihlaller
guvenli davranigtan kasitli olarak sapma olarak tanimlanabilir. Benzer
bir siniflandirma sistemi kullanarak 2 tip ihlal oldugunu ortaya

koymuslardir.

Is stresi etkenlerinin 6nceki kisimlarda anlatilan sonuclarmm
profesyonel siirticiilerin islerini nasil yaptiklarini yani nasil arag
kullandiklarini etkilemesi muhtemeldir. Stresin siiriis tizerindeki etkisi
azalan dikkat, artan yorgunluk, azalan teyakkuz veya diger sekillerde
kendini gosterebilir (Taylor & Dorn, 2006). Artan yorgunluk, 6zellikle de
giindiiz uykululugu profesyonel siiriiciiler arasinda kazalara yol acabilir

(Akkoyunlu ve ark., 2013; Ozer ve ark., 2014). Azalan dikkat ve
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yorgunluga ek olarak, stres kaynakli saldirgan davranis ve madde
kullanimi1 da profesyonel siiriiciiler arasinda stirtise olumsuz etkide
bulunabilir (Rowland ve ark., 2007). Diger calismalar gostermektedir ki
strese verilen farkl tepkiler profesyonel siiriiciilerin davranislarin
etkileyebilmektedir. Ornegin Oz ve arkadaslar1 (2010) stres sebebiyle
artan saldirganlik, ara¢ kullanmay1 sevmemek ve tehlike gozetimi

kazaya dahil olmada bir artisla iligkilidir.

Bu ¢alismanin temel amaci yasli profesyonel siiriiciilerde is stresi,
tikenmislik ve siiriigle ilgili ¢iktilar (sapkin siirticii davraniglari)
arasindaki iligkiyi arastirmaktir. Buna ek olarak, profesyonel siiriiciilerin
yasadiklar1 problemlere akademik, kamusal ve kurumsal alanlarda
dikkat gekmek amaglanmaktadir. Mevcut yazin 1s1gimda hipotezlerimiz

su sekildedir:

e Hipotez 1: Is stresi ve sapkin siiriicii davraniglari arasmnda hem
direkt hem de endirekt (tiikenmislik araciliiyla) pozitif iligki

vardir.
Yontem
Katilimcilar

Katilimcilar yaslar1 49 ile 75 arasinda degisen 120 Tiirk erkek
profesyonel siiriiciiden olugsmaktadir. Katilimcilarin ortalama yas:

56’dir. Katilimcilar kamyon, taksi, minibiis, otobiis, traktor ve pikap
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gibi farkl tipteki ticari araglarin cesitli birlesimlerini

kullanmaktadirlar.
Prosediir

Olas1 katilimcilarla ilk etkilesim brostirler ve ulasim
firmalarindaki yetkili kisilerle yapilan miilakatlar araciligiyla
saglanmistir. Onay alinmasimin ardindan siirticiiler Orta Dogu
Teknik Universitesi Psikoloji Boliimii'nde bulunan Giivenlik
Aragtirma Birimi ile irtibata ge¢mis ve ¢alisma saatleri goz oniinde
bulundurularak randevu almislardir. Bu randevular stiresinde
gerekli bilgileri saglamiglar ve calismada kullanilan anketleri
doldurmuslardir. Calismaya katilimlari i¢gin telafi olarak biitiin
katilimcilara 60 Tiirk Liras: verilmis ve sagladiklar: bilginin gizliligi

konusunda temin edilmislerdir.

Ol¢iimler

Katilimailar arka plan bilgilerinin elde edilmesi i¢in bir

demografik bilgi formunu doldurmuslardir. Bu form katilimcilarin yas,

ehliyet yasi, maruz kalma miktari ve tipi, kazaya karisma ve trafik

cezalar1 hakkinda sorular icermektedir.

Is ortami ve is stresinin degerlendirilmesinde Is Stresi Anketi

(ISA) kullanilmistir. Bu anket Elo ve arkadaslari tarafindan 1992 yilinda

ortaya konmus 6z beyana dayali bir 6lgiim aracidir. ISA'nin kapsamli
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hali sosyo-demografik bilgi (6 madde), algilanan is ortami (35 madde),
stresi diizenleyici etkenler (7 madde), stres tepkisi (4 madde) ve is
gelisimi ve bireysel destege duyulan ihtiyag (4 madde) olmak tizere
toplamda 56 sorudan olusmaktadir (akt. Elo et al., 1998). Bu ¢alismada
olgcegin 17 sorudan olusan kisa hali Tiirkceye ¢evrilmis ve kullanilmistir.
Sorularin degerlendirilmesinde hem Likert tipi hem de evet/hayir
formatinda cevap yelpazesi kullanilmistir. ISA'nin faktdr yapis ve i¢

tutarlilik degeri ilerleyen boliimlerde incelenecektir.

Tiikenmislik sendromu semptomlarinin dl¢iilmesinde Bergen
Tiikenmislik Gostergesi-15 (BTG-15) kullanilmistir. Orijinal BTG 1992
yilinda Matthiesen tarafindan 25 maddelik bir 6z beyan 6l¢timii olarak
gelistirilmistir. Bu calismada katilimcilar 6lgegin daha kisa bir versiyonu
olan BTG-15"i (Naatanen ve ark., 2003) doldurmuslardir. BTG-15 6
kategorili Likert tipi 6lcek tizerinde 6z beyana dayal1 olarak
degerlendirilen 15 maddeden olugsmaktadir (1 = Kesinlikle katilmiyorum,
6 = Tamamen katiliyorum). Her 15 madde igin yiiksek puanlar daha
ciddi tiikenmiglik belirtisine isaret etmektedir. BTG-15 tiikenmislik
belirtilerini 3 farkli boyut tizerinden incelemektedir: asir1 yorgunluk (5
madde), kinizm (5 madde) ve hasar gormiis mesleki 6zsaygi (5 madde).
Asir1 yorgunluk, kaynaklarin yetersizliginden dolay1 isin
gerektirdiklerini karsilayamama durumuyla, kinizm isin anlami ve ise
duyulan ilgideki azalmayla, hasar gormiis mesleki 6zsaygi ise isle alakali

meselelerde azalan 6zsaygi ile iligkilidir. BTG-15 bu ¢alisma igin
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Tiirkgeye gevrilmis olup kabul edilebilir bir i¢ tutarlilik gostermektedir
(Cronbach Alfa degerleri asir1 yorgunluk igin .75, kinizm i¢in .79 ve hasar

gormiis mesleki 6zsayg1 i¢in .76"d1r).

Trafikteki sapkin siiriicii davranislarinin lgiilmesinde Siirticii
Davranislart Anketi (SDA) kullanilmigtir. SDA 1990 yilinda Reason ve
arkadaslar1 tarafindan siirtictilerin ne siklikla farkl: tipteki sapkin stirticii
davranislar: sergilediklerini degerlendirmek amaciyla gelistirilmistir bir
0z beyan Ol¢timiidiir. Bu tezde SDAnin Tiirkge hali (Lajunen ve Ozkan,
2004) kullanilmistir. Tiirkge SDA 6 kategorili Likert tipi 0lgek tizerinde
degerlendirilen 28 maddeden olugsmaktadir (1 = Asla, 6 = Her zaman).
Her 28 madde igin yiiksek puanlar bahsedilen davramisin daha sik
yapildigina isaret eder. Tiirkge SDA'nin faktor yapist hatalar (8 madde),
ihmaller (8 madde), siradan ihlaller (9 madde) ve saldirgan ihlallerden (3
madde) olusmaktadir. Faktorlerin bu ¢alismadaki i¢ tutarlilik katsayilar
sirasiyla .70, .71, .74 ve .57’dir.

Istatiksel Analizler

ISA ve BTG-15 icin aciklayici faktor analizleri yapmak icin SPSS
(Statistical Package for the Social Sciences) programi kullanilacaktir.
Buna ek olarak, is stresi, tiikenmislik belirtileri ve sapkin stirticii
davranislar: arasindaki iligkiyi arastirmak i¢in SPSS kullanilarak bir dizi

mediasyon modeli test edilecektir.
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Bulgular
Tanimlayic1 Bulgular

ISA sorulari temel alinarak birtakim sorulara verilen cevaplarin
siklig1 SPSS programi kullamilarak analiz edilmistir. Ozellikle,
katilimcilarin sirasiyla %62.4't ve %64 i islerinin biraz veya daha fazla
zihinsel ve fiziksel olarak yorucu oldugunu rapor etmislerdir. Bununla
paralel olarak %46.5’lik bir kesim biraz veya daha fazla strese maruz
kaldigini iddia etmistir. BTG-15"in kesim noktalar1 hakkinda bir bilgiye
ulagilamamustir. Fakat, alinabilecek puanlarin yelpazesi (15-90)
diistintildiigiinde, 6rneklemin %17.2’si orta noktanin (52.5) tizerinde

puan almstir.
Olciim Araclarmin Faktor Yapilari

Baglangic olarak, ISA farkli tip 6lgekler iizerinden
degerlendirildiginden her bir madde icin Z-skorlar hesaplanmustir.
Sonrasinda tiim 17 madde kullanilarak bir temel eksenler faktorlesmesi
analizi yapilmistir. Kaiser-Meyer-Olkin istatistigi verideki yeterli
miktarda varyansin korundugunu gostermistir (KMO = .68). Buna ek
olarak Bartlett testi 6lgegin faktor yapisma uygun oldugunu gostermistir
(x 2 (136) = 525.788, p < .001). Analiz 5 faktoriin 1’den yiiksek 6zdegeri
olan 5 faktor oldugunu, yani 5 faktorliik biz ¢6ziimiin uygun oldugunu

onermistir. Ote yandan 6zdegerlerin grafik dagilimi 2 faktorliik bir
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¢ozim Onermistir. Grafik dagilimina benzer sekilde, paralel analizin
sonuglar1 da 2 faktorliik ¢oztimii 6nermistir. Bu sonuglar ve faktorlerin
yorumlanabilirligi temel alinarak, 2 faktorliik ¢6ziimiin en uygulanabilir
yap1 oldugunda karar kilimustir. Uygun faktor yapisiin
belirlenmesinin ardindan varimax dondiirmeli bir temel eksenler
faktorlesmesi analizi daha uygulanmistir. 2 ve 4. maddeler hicbir faktore
yliklenmediginden, sonraki analizlerden ¢ikarilmiglardir. Madde
yliklenme araliklar1 birinci faktor i¢in .35 ve .80, ikinci faktor i¢in .34 ve
.85’tir. Birinci faktore Cronbach Alfa degeri .78 olan toplam 9 madde ve
ikinci faktore Cronbah Alfa degeri .72 olan toplam 6 madde dahil
edilmistir. Birinci faktordeki maddeler stres igeren durumlari ve isle ilgili
durumlar1 yansittigi igin “Is stresi etkenleri” olarak isimlendirilmistir.
Ote yandan ikinci faktdrdeki maddeler isyeri diizenlemeleri ve is
kontroliiyle ilgili oldugu igin “Stres diizenleyicileri” olarak

adlandirilmistir.

Bu 0Olgegin faktor yapisi onceden bir Tiirk drneklemde
incelenmedigi i¢cin BTG-15"in faktor yapisini belirlemek amaciyla bir
temel eksenler faktorlesmesi yiiriitiilmiistiir. Kaiser-Meyer-Olkin
istatistigine gore verideki varyansin yeterli miktar: korunmustur (KMO =
.86). Bartlett testi maddelerin faktorlesebilecegine isaret etmistir (x 2
(105) = 653.942, p <.001). Ozdegerler (I"den ytiksek) 3-faktorliik bir
¢ozim Onerirken, grafik dagilimi tek faktorliik bir sonug onermistir. Bu

ylizden faktor yapisini belirlemek amaciyla paralel analiz uygulanmustir.
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Bu analizin sonucu grafik dagilimla tutarl sekilde tek faktor onermistir.
Cikarilacak faktor sayist 1’e sabitlenerek ikinci bir temel eksenler
faktorlesmesi uygulanmustir. Tiim 15 madde yiiklenme aralig: .49 ve .74
olacak sekilde 6lgege yiiklenmistir. Ortaya ¢ikan faktor ¢ok iyi bir ig
tutarlilik degerine sahiptir (Cronbach Alfa =.90).

Is Stresinin Sapkin Siiriicii Davranislarina Tiikenmislik Araciligiyla

Etkisi

[s stresinin farkl tipteki sapkin siiriicii davramislar1 {izerindeki
endirekt etkisini test etmek amaciyla Preacher ve Hayes'in (2008)
indirect makrosu kullanilarak bir dizi mediasyon analizi ytirtitiilmiistiir.
[k mediasyon modelinde bagimli degisken olarak hatalar ele almmustir.
Verideki varyansin anlamli bir boliimii model tarafindan agiklanmistir
(R?=.16, F(2,100) =9.70, p < .001). Sonuglara gore endirekt etki
anlamlidir (.36*.09 = .03, SE = .017, 95% CI [.01, .08]). Ikinci mediasyon
analizi bagiml degisken ihmaller olacak sekilde yiirtitiilmiistiir. Bu
model verideki varyansin %18’ini a¢iklamistir (F(2, 100) =11.29, p <.001).
Bulgular endirekt etkinin anlamli oldugunu ortaya koymustur (.36*.05 =
.02, SE =.01, 95% CI [.00, .06]). Ugiincii mediasyon analizinde bagiml
degisken siradan ihlallerdir. Verideki varyansin anlamli bir boliimii
model tarafindan agiklanmaktadir (R? = .11, F(2, 100) = 6.11, p = .0032).
Sonuglara gore is stresinin tiikenmislik aracilifiyla siradan ihlaller

tizerindeki endirekt etkisi anlamlidir (.36*.11 = .04, SE = .02, 95% CI [.01,
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.08]). Son mediasyon modeli olarak bagimsiz ve araci degiskenler sabit
tutulmak kaydiyla saldirgan ihlaller bagimli degisken olarak kabul
edilmistir. Verideki varyansin %11’lik anlaml1 bir kism1 bu model
tarafindan agiklanmistir (F(2, 100) = 5.89, p = .0038). Ancak is stresinin
tikenmislik araciligiyla saldirgan ihlaller izerindeki endirekt etkisi

anlamli degildir (.36*.02 = .01, SE = .02, 95% CI [-.03, .05]).
Tartisma

1995 tarihli calismalarinda van der Beek ve arkadaslar1 kamyon
suirticiilerinin ¢alisma ve tatil glinlerindeki (idrardaki adrenalin ve
noradrenalin salgilanma miktar: tarafindan olgiilen) stres tepkilerini giin
boyunca 6’sar kez 6l¢miislerdir. Ne adrenalin ne de noradrenalin
seviyelerinin ¢alisma ve tatil giinlerinde uyandiktan hemen sonra fark
gostermedigini rapor etmislerdir. Ancak adrenalin ve noradrenalin
seviyeleri geri kalan 5 zaman noktasindaki ¢calisma giinlerinde, hatta
mesai saatleri sonrasinda bile, dinlenme giinlerindekilere kiyasla daha
yiiksektir. Calisma giinlerindeki benzer fiziksel stres tepkileri diger
calismalarda da gozlenmistir (Roohi & Hayee, 2010). Bu bulgular
gostermektedir ki profesyonel stiriictiliik stresli bir istir. Buna destek
olarak, drneklemimizin yaklasik yaris1 mesleki stres yasadiklarmi rapor
etmislerdir. Ayrica katilimcilarimiz arasinda hem fiziksel hem de

zihinsel yorgunluk esit derecede yaygindir. Acikca goriilmekte ki is

93



stresi yasl1 profesyonel siirticiiler arasinda dikkate deger kritik ve ciddi

bir problemdir.

Is stresinin psikolojik sorunlara, 6zellikle tiikenmislige, sebep
olmasi yoniindeki bulgumuz diger ¢alismalarla paralellik
gostermektedir (Chen & Cunradi, 2008; Cunradi ve ark., 2009; Kompier,
1996). Tiikenmisligin araci rolii diistinildiigtinde, bulgular hem
hipotezlerimizi hem de mevcut yazini (Chen & Kao, 2013; Chung & Wu,
2013b) destekler niteliktedir. Tiikenmislik, is stresi ile siiriicii
davraniglar1 arasindaki iliskide hatalar, ihmaller ve siradan ihlaller i¢in
arac1 degisken roliindeyken saldirgan ihlaller i¢cin bu durum gecerli
degildir. Is stresinin psikolojik rahatsizliklara ve bu rahatsizliklarin da
riskli siirtise yol acabilecegi baglaminda bulgular kritik 6nem
tagimaktadir. Ustelik tiilkenmislik kazaya karisma gibi daha ciddi
sorunlara da yol acabilmektedir (Chung & Wu, 2013).

Bu tez profesyonel siirticiiliik agisindan bazi 6nemli bulgular
ortaya koymustur. {1k olarak, bu tez stresin yasl profesyonel siiriiciiler
arasinda kritik bir sorun tegkil ettigini ortaya ¢ikarmustir. Is stresi
etkenleri, stiriicliler tarafindan ortaya konan ¢abayla isten elde ettikleri
kazanglar arasindaki dengesizlikten ortaya ¢ikmakta olup stres ile
tiikenmislik, kalp-damar rahatsizliklar1 ve diisiik 6z beyana dayal1 saghk
gibi saglik acisindan olumsuz sonuglara da yol agmaktadir (Chung &

Wu, 2013). Bu sebeple profesyonel siirticiilerin hem fiziksel hem de
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zihinsel sagliklarma kars1 bir tehdit olusturmaktadir. Bu problemi
ortadan kaldirmak i¢in her siirticti grubunun stres etkenlerini belirlemek
kritik bir ilk adimdar. Yapilacak bu ¢caligmalarm bulgular1 daha sonra
arag lreticileri, ulasim firmalari, devlet ve benzeri tiim ilgili gruplar
tarafindan uygun miidahalelere doniistiiriilmelidir. Ikinci 6nemli sonug
stres tarafindan ortaya ¢ikarilan saglikla ilgili olumsuz sonuglardir.
Yazm tarafindan gosterildigi tizere, mesleki stres etkenleri zihinsel ve
tiziksel sorunlara yol agabilmektedir (Kompier, 1996; Tse ve ark., 2006).
Bizim calismamiz gostermektedir ki bu problemler sapkin siirticii
davraniglarma sebep olabilmektedir. Bu durum yol ve trafik giivenligi
acisindan ciddi bir tehlike olusturmaktadir. Zihinsel ve fiziksel
islevsellikteki yas kaynakh diistiisler hesaba katildiginda, bu problemler
yash profesyonel siirticiiler arasinda daha ciddi olabilir. Bu yiizden olas1
saglik sorunlarmin erken tanisi siirticiiler ve firmalar arasindaki giiglii
iletisim ve periyodik kontrollerle cesaretlendirilmelidir. Son olarak, bu
tezin diger arastirmacilari ilham vermesini ve medya, kamu, kanun
koyucular ve diger ilgili gruplarin profesyonel siiriictilere farkl: bir
perspektiften bakmasini ummaktayiz. Her meslek grubu, hatta her
calisan isyerinde 6zgiin problemlerle karsilasabilir. Digerlerinin
yasadiklar1 problemlerle ilgili acik goriislii olmak ve iginde bulunduklar:
durumu anlamaya ¢alismak, bu sorunlara ¢oziim tiretmede anahtar

roldedir. Bu manada en biiyiik temennimiz ve 6diiliimiiz profesyonel
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suirticiilere yonelik daha anlayish bir tutum ve artan (bilimsel veri

temelli) uygulamalar olacaktir.
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Appendix F: Tez Fotokopisi izin Formu

TEZ FOTOKOPISI iZIN FORMU
ENSTITU

Fen Bilimleri Enstitiisi

Sosyal Bilimler Enstitiisii -

Uygulamali Matematik Enstitiisii

Enformatik Enstitiisti

Deniz Bilimleri Enstitiisii [ ]
YAZARIN

Soyad: :Findik

Adi : Gizem

Boliimii : Psikoloji

TEZIN ADI (ingilizce) : JOB STRESS, BURNOUT, AND
ABERRANT DRIVING AMONG PROFESSIONAL DRIVERS OF
OLD AGE

TEZIN TURU : Yiiksek Lisans- Doktorl:l

. Tezimin tamamindan kaynak gosterilmek sartiyla fotokopi -
almabilir.

. Tezimin igindekiler sayfasi, 6zet, indeks sayfalarindan ve/vey
bir boliimiinden kaynak gosterilmek sartiyla fotokopi almabilir.
. Tezimden bir (1) yil siireyle fotokopi alinamaz.

TEZIN KUTUPHANEYE TESLIM TARIHI:

97



