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ABSTRACT

THE EFFECT OF ROAD SAFETY ADVERTISEMENTS ON SPEEDING
BEHAVIOR OVER TIME: A SIMULATOR STUDY

OZKAN, Ozgiin
Ph.D., Department of Psychology
Supervisor: Prof. Dr. Tiirker OZKAN

March 2022, 130 pages

Countermeasures to prevent death and injury in traffic are important for traffic
safety. Human error is a critical component associated with road traffic accidents.
Therefore, various organizations and decision-makers are trying to prevent risky
behaviors via different methods. One of the most used methods of raising awareness
and creating behavioral change is traffic safety campaign videos. The focus of the
present study is speeding, which is one of the most dangerous violations on the road.
The study aimed to investigate the effect of anti-speeding advertisements with
different contents (fear, sad emotion, and factual information) on young drivers’
speeding behavior. A total of 124 drivers (84 males, 40 females) aged between 18
to 26 (M = 22.81, SD = 1.80) participated in the study. Participants completed a
questionnaire package including a demographic form, Driver Behavior
Questionnaire, and drove the simulator scenario. The measurements were taken
three times as baseline level and two follow-up levels to observe short and long time
effects of the videos. According to the results, a general pattern was observed that
the average speed of the drivers decreased immediately post-exposure, and it was
measured as the highest after two weeks. On the contrary, drivers reported more



frequent speed violations right after the manipulation than their baseline
measurements. Significant time-dependent differences were observed in the
emotional groups. Results were discussed in the context of related literature. Since
social media campaigns may affect behaviors and attitudes, the results can help
make more effective awareness videos about traffic safety.

Keywords: road safety advertisements, speeding, driver behavior, behavioral
change
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YOL GUVENLIGI REKLAMLARININ HIZ YAPMA DAVRANISINA
ZAMAN ICINDE OLAN ETKISI: BIR SIMULATOR CALISMASI

OZKAN, Ozgiin
Doktora, Psikoloji Boliimii

Tez Yoneticisi : Prof. Dr. Tiirker OZKAN

Mart 2022, 130 sayfa

Trafikte 6liim ve yaralanmalar1 engellemek adina alinacak tedbirler trafik giivenligi
acisindan 6nem teskil etmektedir. Trafik giivenligi s6z konusu oldugunda ise, insan
hatas1 kavrami 6nemlidir. Bu yiizden ¢esitli organizasyonlar ve karar vericiler ¢esitli
yontemlerle riskli siiriici davraniglarinin  Online ge¢meye caligmaktadirlar.
Farkindalik ve davranis degisikligi yaratmak adina en sik kullanilan yontemlerden
biri de trafik glivenligi ile ilgili videolardir. Bu ¢alisma, yolda yapilan en tehlikeli
ithlallerden biri olan hiz yapma davranisina odaklanmaktadir. Arastirmanin amaci,
farkli iceriklere sahip (korku, iizlicii duygu ve olgusal bilgiler) hiz karsiti
reklamlarin geng stiriiciilerin hiz yapma davranisi iizerindeki etkisini incelemektir.
Calismaya 18 ile 26 yas (Ort. = 22.81, SS = 1.80) arasinda toplam 124 siiriicii (84
erkek, 40 kadin) katilmistir. Katilimcilar, demografik form ve Siiriicii Davraniglar
Olgegi’nden olusan bir anket formunu doldurup simiilatér senaryosu siirmiislerdir.
Videolarm kisa ve uzun siireli etkilerini gozlemlemek amaciyla dlglimler temel
diizey ve manipiilasyondan sonraki iki takip seviyesi olmak iizere {i¢ kez alinmustir.
Bulgular, siiriiciilerin ortalama hizlarinin videoyu izledikten hemen sonra diistiigii

ve iki hafta sonraki dl¢limlerde en yiiksek seviyeye ulastigi genel bir Oriintliyii

Vi



ortaya ¢ikarmistir. Bunun tersine siiriiciiler, manipiilasyondan hemen sonra temel
Olctimlerine gore daha sik hiz ihlalleri bildirmislerdir. Elde edilen sonuglar ilgili
literatiir baglaminda tartisilmistir. Sosyal medya kampanyalar: tutum ve davranis
iizerinde etkili olabileceginden, sonuclar trafik gilivenligi hakkinda daha etkili

farkindalik videolar1 olusturmaya yardimei olabilir.

Anahtar Kelimeler: yol giivenligi reklamlari, hiz yapma, siiriicii davranisi,

davranig degisikligi

vii



Nobody gonna take my car

I'm gonna race it to the ground
Nobody gonna beat my car

It's gonna break the speed of sound
Oooh it's a killing machine

It's got everything

Like a driving power big fat tires

And everything

I love it, and | need it

| bleed it

Yeah it's a wild hurricane
Alright hold tight

I'm a highway star

(Deep Purple-Highway Star)
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CHAPTER 1

INTRODUCTION

Speeding is characterized as fun and exhilarating by drivers of all time. Especially
young drivers consider speeding as a way to pose to other road users with their
‘fancy and powerful’ cars (Thomas et al., 2007). Besides, faster speeds seem to
have some advantages, such as reducing travel time, increasing free time, and it is
thought to reduce stress and strain while increasing productivity (Berry etal., 2011).
Due to its attractiveness, speeding has been most resistant to change as a
contributing factor of young driver crashes. Although interventions have been
performed for prevention over the years with different methods, it is still a
significant threat among road users- drivers, pedestrians, and passengers (Elvik,
2010).

Furthermore, traffic accidents are the first cause of death among those aged between
5 and 29 years, and speeding is one crucial potential factor in a fatal crash when the
driver is under 25 years old (World Health Organization [WHQ], 2007). Therefore,
focusing on speed management essential to improve road safety conditions. To do
so, decision-makers and practitioners are using various tools such as classifying
roads, limiting speeds, engineering the road to encourage lower speeds and using
some interventions to change driver behaviors (WHO, 2008). One of the most
effective ways to change behavior is public education, which can be applied via
different methods. With the rise of TV ownership, road safety advertisements
become popular to reach the public to increase awareness about risky behaviors. In
the present study, the effect of road safety advertisements on driver behaviors was
investigated. At this point, it is essential to understand the role of human behaviors

on road traffic safety in the general framework.



1.1. Human Factors in Driving

Human factor is one of the critical components that may directly cause road traffic
accidents. According to Lewin (1982), the reason for more than half of all accidents
iIs solely human factors, while the remaining is caused by the combination of human
factors and others such as environmental and mechanical factors. It has been
studying to reduce accident involvement and provide safety on the road (Evans,
1991). In the context of the traffic environment, the human factor refers to psychical,
cognitive, metacognitive and emotional characteristics of drivers that may influence
their behavior. Any factors such as motivation, fatigue, drugs, distraction, and travel
time may cause a driver to show a lower level of capability. Like driver competence,
speed choice is also affected by human factors (Fuller, 2005; Pécher et al., 2011).

Driver performance and driver behavior are two main components of human factors
that affect driving. The first one refers to what drivers “can” do while driving, such
as motor and safety skills or perceptual, cognitive abilities. The latter reflects what
drivers generally “do” while driving (Elander et al., 1993; Evans, 1991). In a broad
sense, driver behavior is the way how individuals choose to drive. It includes
behaviors such as preferred speed, preferred following distance, overtaking
frequencies, scanning the environment for potential dangers, and following the
traffic rules (Lajunen & Ozkan, 2021).

Figure 1 demonstrates a pathway to clarify the background of a crash (Lajunen &
Ozkan, 2011; 2021). According to this model, driving skills, in other words, driver
performance is affected by a driver’s general cognitive abilities and experience,
which is related to the likelihood of errors. On the other hand, driving style (driver
behavior) is characterized by violations against safe driving. These kinds of risk
behaviors reduce safety margins. In another saying, risky driver behaviors come
with narrower safety margins the driver accepts. Since both errors and safety
margins contribute to crash risk, precautions should include both components. The
present study was focused on one of these main components, driver behavior, as the

outcome.
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Figure 1. Two pathways to crash (Lajunen & Ozkan, 2021)

1.1.1. Driver Behaviors

Various taxonomies evaluate human errors from different perspectives. One of the
widely used taxonomy is Reason, et al.’s (1990) classification of unsafe acts.
According to this approach, driver behaviors are divided into two categories as
errors and violations. These categories have different psychological origins and
distinct from each other in terms of intention.

Errors are defined as "failure of planned actions to achieve their intended
consequences” (Reason et al., 1990, p. 1315) and divided into two categories as slips
and lapses, and mistakes. Slips are referred to attentional or perceptual failures. It is
related to psychomotor components of driving (e.g., switching on the headlights
when you intended to active wipers). Here, the intention is correct, but the execution
is erroneous. Besides, lapses are commonly associated with memory failures (e.g.,
having no clear recall of the road just traveled or forget where you left the car). It
refers to forgetting to do something, although fully intended to do so.

On the contrary, a mistake occurs when a driver intentionally performs a wrong
action (e.g., getting into the wrong lane on approaching a roundabout or junction).
Mistakes arise at the planning level rather than at the execution level. More clearly,

slips are the performance of an action that was not intended. It is a form of error in



the execution of an intention. On the other hand, mistakes are errors of intention
(Norman, 1981; Oppenheim & Shinar, 2011; Reason et al., 1990; Woods, 1983).

Violations are described as “deliberate deviations from those practices believed
necessary to maintain the safe operation of a potentially hazardous system” (Reason
et al., 1990, p. 1316). Later, a further distinction was introduced by Lawton et al.,
(1997) between two forms of violations as ordinary violations and aggressive
violations. The former consists of highway code violations such as speeding,
running a red light, while the latter refers to acting aggressively toward other road

users, such as giving chase with the intention of giving them a piece of your mind.

There have been different self-report instruments to measure unsafe driver
behaviors. The aberrant driver behaviors are most frequently measured by the Driver
Behavior Questionnaire (DBQ), which is based on Reason et al.’s theoretical
taxonomy of aberrant behavior mentioned above (de Winter & Dodou, 2010). The
first factor structure of the DBQ has three factors as deliberate violations, dangerous
errors and silly errors (Reason et al., 1990). Also, the DBQ has been translated into
different languages and used in different cultures. According to de Winter and
Dodou (2010), at least 174 studies have used the DBQ or different versions of the
scale. In most of these studies, ‘violations’ and ‘errors’ factors remained stable, but
the factor structures showed some differences among studies and cultures. The
possible underlying reason for this situation might be that each country has its
culture-based traffic problems as well as global problems like speeding (Ozkan et
al., 2006b).

Furthermore, driver behavior is affected by some driver characteristics. For
example, in the DBQ literature, it has been reported that female drivers tend to
commit errors and lapses more, while young male drivers are more prone to violate
than females (Ozkan et al., 2006¢). Also, male drivers likely to engage in risky
behaviors such as speeding, drinking and driving. As a result, they over-represented
in accident statistics (Clarke et al., 2005; Laapotti et al., 2001; Ozkan et al., 2006c).

In general, young drivers seem to be less concerned with the negative outcomes of
violations or are less aware of the danger. Also, older drivers reasonably tend to
evaluate some outcomes as more negative (e.g., that speeding endangers others'

lives), while younger drivers describe these outcomes as more positive (e.g., that



overtaking in risky circumstances helps arrive at the destination more quickly).
Social context also affects young drivers' behaviors that they see their relatives and
friends as less likely to expect them not to violate. As a result, they have extra
motives to show off their skills and find it hard to resist committing the violations
(Parker et al., 1992a). It is not surprising that young drivers are considered risky,
they are more often involved in accidents than older drivers. Besides, older drivers
cope with certain situations in traffic better. Competitiveness reduces with age and
experience so that older drivers commit fewer violations than younger drivers
(Laapotti et al., 2001; Mesken et al., 2002; Ozkan et al., 2006¢; Reason et al., 1990;
Vassallo et al., 2007). All these risky situations have made young drivers a risky

group that is needed to be examined.

1.1.1.2. Speeding

Speeding has a complex and multicausal nature. Over time, it has become an
intractable key problem behavior in traffic (Elvik, 2010; Laapotti et al., 2001;
Vassallo et al., 2007). Even its benefits are easily noticeable, the risks and problems
are not always perceptible (Elvik, 2010). So, nearly 40-50% of drivers drive faster
than the recommended speed limit and exceeding the speed limit more than 10 km/h
is very prevalent among drivers. Besides, driving at an inappropriate speed increases
not only the probability of crashes but also the likelihood of death or severe injuries
(European Commission [EC], 2021; Truelove et al., 2017). Probably, speeding has
a larger effect than any other risk factor on road safety because the speed at the time
of collision is the key factor for the severity of the crash (Ulleberg et al., 2009).
Furthermore, mortality and morbidity rates due to speeding change across countries.
For instance, in high-income countries, speeding contributes 30% of deaths in
accidents. Simultaneously, it is the main contributor to traffic accidents in low and
middle-income countries with a half proportion of all traffic accidents (WHO,
2004b).

Despite the risks, drivers commit speeding violations for various reasons such as
getting to the destination in time, gaining more free time, or revealing positive
feelings. Moreover, improvements in road standards and vehicles can lead
individuals to drive faster (Berry et al., 2011; Mesken et al., 2002). From this point

of view, speeding has many causes that can be discussed from different perspectives.



To identify and integrate variables influencing speeding, Berry et al. (2011) applied
drivers’ speeding behavior to the Ishikawa diagram (also called fishbone diagram),
which shows the causes and effects of a specific event (see Figure 2). In this
diagram, speeding is considered a nexus variable because of the mediation role
between multidimensional causes and possible positive and negative consequential
effects. Antecedents of speeding are examined in two main fields as driver factors
and environmental factors. Driver factors comprise of three causal factors as culture,
behavior and person. On the other hand, environmental factors include two causal
factors as roadway dynamics and vehicle systems and control. Since the current
study is focused on human factors, three primary causal factors will be presented in
detail.

Antecedents (causes) Nexus Consequences (effects)

Driver factors : ;

| T
i i injury

| cutwe | | Behavior | | Person I i

i Vehicle crash
\ \ [ Pedestrian death & injury
/ Traffic tickets & legal
-""’) penalties
Speed(ing) |

—————> [ Latearrival to destination

\ Early or on-time arrival to

destination

I Dnver education I

Roadway Vehicle systems &
dynamics controls

| Driver self-identity ‘

[ Environment factors |

Figure 2. Ishikawa diagram for speeding behavior (Berry, et al., 2011)

First, personal factors on driving comprise of three subbranches as demographic,
personality and information processing. According to official traffic records and
many studies in the field, demographic characteristics are descriptive of speeding
behavior. For instance, male drivers report more violations than females and have
high accident involvement rates as stated in researches from different nations (e.g.,
Constantinou et al., 2011; Elvik, 2010; Ozkan & Lajunen, 2006a; Ozkan et al.,
2006c¢). Besides, gender seems to be a strong predictor of drivers’ speeding. Males

are more involved in speeding-related crashes and more speed-related fatalities than



are females. Unsurprisingly, they are also more inclined to accept speeding by the
driver (Berry et al., 2011; Cordellieri et al., 2016; Truelove et al., 2017).

Among demographic factors, age is another strong predictor of speeding behavior.
Accident involvement of young drivers is about 2.5 times higher than older drivers.
More or less, their accident characteristics have some differences. For instance,
young drivers generally include single-car accidents involving excess speed limit
and loss of control (Clarke et al., 2002). Also, age and mileage were predictors of
speeding tickets. Young drivers and those with high mileage are generally fined for
excessing the speed limits (Mesken et al., 2002). Besides, speeding is ‘cool and
preferable’ on the roads among young drivers and they tend to violate not only as
single-car users but also in the presence of other passengers (Simons-Morton, et al.,
2005). From this perspective, speeding seems the most common violation on the
road among young drivers (Clarke et al., 2002) and they are more inclined to violate
speed limits (Moller & Haustein, 2014; Ozkan et al., 2006a; Williams et al., 2006).
The present study was focused on young drivers because, as stated in the literature,
they are more prone to underestimate the risks. At the same time, they overestimate
their own abilities as drivers (De Craen et al., 2011; Elvik, 2010; Siimer et al., 2006).

Traffic psychology also relies on personality traits because some are believed to be
more dangerous than others. People who possess these traits may constitute a greater
risk in the traffic environment. For instance, driving provides a suitable atmosphere
for the drivers who have high sensation seeking to satisfy their desire for arousal,
excitement, speed and competition (Hennessy, 2011). As expected, high sensation
seeking can cause dangerous behaviors such as speeding and indirectly predict
accidents (Stimer, 2003; Schwebel et al., 2006). Constantinou et al. (2011) revealed
that impulsivity is related to ordinary violations such as speeding. Similarly,
disinhibition, sensitivity to reward are also related to traffic violations and offenses.
Some other behavior patterns, such as angry/hostile behavior are also related to risky
driving (Schwebel et al., 2006).

Lastly, it is essential which information is processed in what ways for determining
driver behavior. Information processing is like a black box between the observable
stimuli and the response. Driving is mainly an information process that shapes driver

behavior. Drivers process various types of information at multiple levels and



regulate their actions in different ways by considering their driving style, abilities
and associated risks. As a result, this process shapes driver behavior hence qualities
of speeding and related consequences (Berry et al., 2011; Shinar, 2017). People need
time to process information and respond. At higher speeds, drivers need more time
to process information to decide whether or not to react. As a result, avoiding a

collision becomes more challenging as speed increases (van Schagen et al., 2018)

Behavioral factors also shape risky situations in traffic. Drivers adjust their speed
according to the complexity of distractions such as turning on FM radio, cell phone
using, eating and drinking, talking with other passengers. These kinds of critical
distractions divert attention away from the primary task of driving. They may impair
the drivers' performance within the context of dual-task inference, self-regulation
and compensation and cognitive capacity (Berry et al., 2011). These risky behaviors
pose a danger to not only drivers but also other road users. Moreover, distracted
driving contributes to accident fatalities and injuries. Young drivers are involved in
this kind of distracted-effected crashes more than older drivers (National Center for
Statistics and Analysis [NCSA], 2017; Schroeder et al., 2018). In general, distracted
driving, especially texting, may play a significant role in reducing safety. This kind
of behavior also negatively influences traffic flow and traffic operations (Stavrinos
etal., 2013).

The cultural context we live in is another piece of the diagram. Drivers are a kind of
community who shares the roads. Driving includes our evaluations about ourselves
and how others evaluate us as drivers. So, each individual is influenced by this social
environment, including other road users, general social norms, traffic rules (Lonero,
2007; Zaidel, 1992). This cognition guides and motivates cultural-based behaviors
that are deliberate reflections of the culture. For example, the belief structures of a
given culture affect the decision-making process so that the driver’s risk perception.
Attitudes and beliefs related to high benefits and costs may specify drivers' decision
to engage in that behavior (Ward, 2007). Some studies used Theory of Planned
Behavior (TPB) to explain violations such as speeding and they found that attitudes
towards behavior, subjective norms and perceived behavioral control, together
determine driver’s behavior via their speeding intention (Forward, 2009; Parker et

al., 1992b; Wallén Warner & Aberg, 2008; Wallén Warner et al., 2009). Forward



(2010) stated that positive attitudes about speeding were predictors of speeding
behaviors and drivers who intended to speed also had positive beliefs about its
outcome, such as arriving at the destination quicker and an enjoyable driving
experience. Consistently, Conner et al. (2007) revealed that attitudes, moral norms
anticipated regret and past behaviors are predictors of intention to speed. Moreover,

intentions and moral norms also predictors of speeding behavior.

It is obvious that countries have different traffic cultures and this social context
influences driving styles and attitudes in various degrees (Lonero, 2007). For
example, Ozkan et al. (2006b) stated that Southern European and Middle Eastern
drivers reported more aggressive violations than Western Europe drivers. In the
study of Nordfjaern et al. (2014), it was found that Norwegians have safer attitudes
towards traffic safety and driver behavior when compared to countries from Sub-
Saharan Africa, Near East (Turkey and Iran) and Russia/India. Some cross-cultural
differences were also reported by Wallén Warner et al. (2009) on speeding.
According to their study, Swedish drivers have a more positive attitude towards
complying with the speed limit, higher perceived behavioral control and more
positive subjective norm than Turkish drivers. From this point of view, culture and
its influence need to be discussed within the frame of both the attitudes and beliefs
of individuals and norms of the community shared by individuals (Ward et al.,
2010).

All in all, many factors determine speeding behavior in a broad sense. Obviously,
enforcement is an effective way to reduce the tendency of speeding (Hoekstra &
Wegman, 2011; Zhao et al., 2019). However, if the psychological factors beyond
driver behaviors can be determined, more reliable interventions may lead to changes
in speeding behavior. Since young drivers tend to exaggerate their driving skills and
assess others as worse than themselves (De Craen et al., 2011; Deery, 1999), they
may be the drivers who need safety campaign messages more than others. These
driver behavior campaigns on media can lead them to reassess their own driving
behaviors. Consistently, it is stated that this kind of media campaign effectively
changes attitudes and beliefs about speeding (Stead et al., 2005). Therefore, the
contents of media campaigns should be formed carefully with regard to their

effectiveness.



1.2. Behavioral Change in Road Safety

The effectiveness of an intervention is the main factor the designers should consider.
Therefore, the content of the intervention and determining using techniques are
crucial. Researchers, road safety organizations and communities are working
together in applying research to interventions to change risky behavior. Some
theories and behavioral models have been used while forming interventions that
might change behavior by targeting different factors (Fylan & Stradling, 2014;
Ulleberg et al., 2009). However, while these theories lead to which psychological
constructs should be handled to change behavior, their guidance on handling these
constructs is insufficient. Therefore, the issue of how interventions aim to change

behavior has become remarkable (Fylan & Stradling, 2014).

Abraham and Michie (2008) stated that it is hard to identify the intervention
techniques that contribute to effectiveness without standardizations and definitions.
To clarify this problem, they exhibited a taxonomy that defines the contents of an
intervention. Later, these behavioral change techniques were applied in the road
safety setting for young people by Fylan and Stradling (2014). In this study, 27

behavioral change techniques were determined, and they grouped as:

e giving information about the negative consequences of the unwanted
behaviour;

teaching people how to undertake the target behaviour;

planning how to undertake the target behaviour;

agreeing to undertake the target behaviour;

supporting people to undertake the target behaviour;

implementing the acquisition and maintenance of the target behaviour;
monitoring progress in developing and maintaining the target behaviour;
managing and coping with change;

feeling good through identifying incentives to acquiring and maintaining
the target behaviour (Fylan & Stradling, 2014, p.127).

According to the literature, the most commonly used techniques are related to the
negative consequences of crashes (Delhomme et al., 2009; Fylan & Stradling, 2014;
Ulleberg et al., 2009). These techniques aim to inform young people about the risks
(e.g., the risk of crashing if you speed) and physical, psychological, and financial
results of unwanted behaviors. Education programs in schools generally present

crash scenes involving young people images to help them understand their physical
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damages (Fylan & Stradling, 2014). Besides, mass media campaigns have a
significant role in improving road safety. Hence, it is essential to understand what
elements improve the effectiveness of a road safety campaign and how future
campaigns can be more effective (Delhomme et al., 2009; Vaa et al., 2009;
Wundersitz et al., 2010).

1.3. Road Safety Campaigns

Road safety campaigns can be defined as any intervention programs to inform,
persuade or motivate the whole population or a specific group of people to change
their beliefs, attitudes and/or behaviors with intent to reduce risk in traffic, using
organized communications involving specific media channels within given a time
period. These purposeful attempts have various goals: providing information about
laws, improving knowledge and awareness, modifying problem behaviors,
maintaining safe behaviors, and decreasing the frequency of crashes and their
severities (Delhomme et al., 2009; Vaa et al., 2009).

Despite many road safety campaigns worldwide, only a few of them are formally
and thoroughly evaluated (Boulanger et al., 2007). According to a meta-analysis,
the campaigns were mainly mass media campaigns conducted in industrialized
countries, mainly with speeding and drunk-driving themes. The same study also
revealed that road safety campaigns reduce accidents by 9% (Phillips et al., 2011).
However, some reports indicated that road safety campaigns are more effective on
behavior when used in conjunction with education, legislation and law enforcement
(WHO, 2004a; Vaa et al., 2004; Vaa et al., 2009; Wundersitz et al., 2010). Besides,
the effectiveness of the campaign can be improved by tailoring the message content
to the characteristics of the target audience and using different forms of media to
reach the target audience (Wundersitz et al., 2010). Lastly, besides rational contents,
emotional contents are widely used in safety campaigns because emotions are
important determinants of behavior (Phillips et al., 2011; Ulleberg et al., 2009).
Particularly, fear appeals have generated a great deal of interest, although using
them in road safety remains contentious. Since fear appeal effects are far from
unequivocal, it was discussed in detail in the next section with the other

manipulation elements in the study.
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1.3.1. Negative Emotional Approaches in Road Safety Campaigns
Drivers may experience various emotions behind the wheels, and these emotional
states and frequency of emotions affect driving and its outcomes (Pécher et al.,
2011). As a result, emotions may cause a traffic accident through aberrant driver
behaviors. Traffic safety research generally focuses on negative emotions because
especially strong negative emotions may cause dangerous behavioral patterns on the
road. (Mesken et al., 2007; Roidl et al., 2014). Besides, emotional arousal can affect
different body components as bilateral activity in the brain and force-producing in
the body (Schmidt et al., 2009). Also, it has an impact on memory (Anderson et al.,
2006). Emotion-evoking stimuli influence risk perception. For instance, fear is
associated with higher risk perception and lack of control, affecting driver
performance (Mesken et al., 2007). Besides its direct effect on driver behaviors,
emotions also have been used in interventions because from attitudes, beliefs to
behavior, emotions have an impact on a wide range. Hence, it is essential to
understand the outputs and consequences of exposing emotions. In the present
study, two negative emotions (fear and sadness) were used for arousal to observe

their effects on simulated driver behaviors and self-report aberrant driver behaviors.

1.3.1.1. Fear and Behavioral Change
Threat appeals have been studied in psychological research since the 1950s and fear
is a widely used emotion in behavioral change interventions. It was the primary
focus of research between 1953 and 1975 (Witte, 1992; Witte, 1996; Witte & Allen,
2000). Fear has been characterized as an emotional state which motivates protective

behavior, accompanied by a high level of arousal (Janis, 1967; Witte, 1996).

However, ‘fear appeal’ is defined as a persuasive message for motivating people to
take any action that protects them from potential danger or harm by changing their
attitudes and behavior (Maddux & Rogers, 1983; Rogers, 1975). Fear appeal is used
in threatening health messages on social media campaigns such as drug and alcohol
use, unsafe sex or safety-related concerns as behaviors on road and so on (Ruiter et
al., 2014). In countries like Canada, Australia or the UK, many road safety campaign
videos are broadcasted frequently on media, demonstrating bloody consequences of
traffic accidents. These campaigns aim to decrease risky behaviors on the road

hence, deaths and injuries. These kinds of videos create fear arousal and this
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unpleasant emotional state force people to take precautions against risky situations.
Additively, anti-speeding campaigns mostly use fear-based approaches for the
compliance with speed limits like showing the deathly consequences of speeding on
the road (e.g., Kaye et al., 2016; Lewis et al., 2007a; Plant et al., 2017).

1.3.1.1.1. Some Theories on Fear Appeals

Some theories examine the effect of fear and threat on attitudes and behavior. For
example, Janis and Feshbach (1954) suggested the “defensive avoidance”
hypothesis that if a persuasive message stimulates fear but does not include
necessary relief, people tend to deny the importance of threat; they may ignore or
disdain it. This hypothesis asserted a negative linear relationship such that lower
levels of fear resulted in more persuasion. After that, a curvilinear (inverted ‘u’)
relationship was proposed by Janis (1967). In this theory, the “reflective fear”
concept was suggested that people specified their fear according to the anticipated
harm and threat. So, they adjust their behavior by the level of their reflective fear.
As a result, they may deny the threat or make high optimistic expressions about the
threat, and they take no action (mild reflective fear). On the other hand, people may
feel a momentary rise in emotional tension, and they likely to planning for
emergency situations (moderate reflective fear). Lastly, they may feel high
emotional tension, show jittery reactions. They may be highly defensive, and their
cognitive constriction can be marked (strong reflective fear) (Janis, 1967). In other
words, this view suggested that higher levels of fear increase persuasion until some
critical point, but after that point, the level of the fear becomes so high so that
defensive avoidance reactions arise. As a result, rejection of the message more likely
to occur (Lewis et al., 2007b). This curvilinear view revealed that some optimal
level of fear exists (Janis, 1967).

In the Parallel Response Model, Leventhal (1970) focused on both cognitive ‘danger
control response’ and emotional ‘fear control response’ factors as two separate
reactions to fear appeal. The danger control process includes promoting protective
behavior. In this case, people more likely to regulate their attitudes, intentions and
behaviors in line with the message’s recommendations. The fear control process
comprise of finding responses to decrease the emotional threats by minimizing the

threat with various mechanisms (deny, avoidance) or rejecting the message.
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Besides, perceived threat and perceived efficacy were first identified as important
variables by Rogers (1975; 1983) within the concept of the Protection Motivation
Theory. Perceived threat is a concept that also plays a role during the decision-
making, which has two dimensions. The first one is perceived susceptibility to the
threat; in another saying, the degree that individual’s feelings and beliefs about the
chance of experiencing the threat. The second dimension, perceived severity, refers
to the belief about the seriousness of the threat. Lastly, perceived efficacy also has
two dimensions as perceived self-efficacy and perceived response efficacy. The
former refers to the individual's belief about their ability to perform the
recommended action, while the latter contains the beliefs of the effectiveness of the
response on prevention (Rogers, 1975; 1983; Witte, 1992; Witte, 1996). According
to this theory, higher levels on these dimensions influence peoples’ beliefs,
intentions and behavior changes. In other words, when the severity and
susceptibility are high in a message, beliefs, intentions and behaviors are more likely
to change. Besides, when the response efficacy and self-efficacy are expressed in a
strong way by the message, beliefs, intentions and behaviors are more likely to close
to the recommended response (Rogers, 1975; 1983; Witte & Allen, 2000).

Lastly, the Extended Parallel Process Model combines the Protection Motivation
Theory and the Parallel Response model. This theory asserted that when both
perceived threat and efficacy are high, danger control processes arise with adaptive
and protective behavior. In other words, adaptive behaviors emerge and the appeal
is applied successfully. On the other hand, when the perceived threat is high but
efficacy is low, fear control processes arise with maladaptive behavior. In this case,
individuals may ignore the message (Witte,1992; Witte & Allen, 2000).

In conclusion, theoretical development in the fear-persuasion literature reveals the
complex relationship between the two and changing nature of the perceived fear in
different models. Different models also exhibit that fear appeals can be effective in
specific situations, and many factors must be considered (Delhomme et al., 2009).
For the effectiveness of the fear appeal, the message must be realistic and credible
and suggest a coping strategy to avoid the threat. Besides, the audience should
perceive it as effective and useful to avert the threat (i.e., high response efficacy).

After the exposure, the target audience should believe their competence to carry out
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suggested actions (i.e., high self-efficacy) (Donovan et al., 1995, as cited in
Wundersitz et al., 2010).

1.3.1.2. Sadness and Behavioral Change
Although it is not as broadly studied as fear, one of the other emotions associated
with fear in road safety campaigns is sadness. It is a negative emotion that may arise
from loss or failure, such as separation, death of a relative, or an object of interest.
This loss can have an impact not only on self but also on others and it may contain
a large interval of time from childhood to the present. Also, people can respond to
sadness to varying degrees, from less intense to very intense, such as tears and
shouts (Rottenberg et al., 2002). Some studies investigate the effect of sadness on
other risky behaviors like smoking (Durkin et al., 2018). It was reported that greater
exposure to this kind of advertisement leads to increase quit attempts. Some studies
have shown that television programs involving sadness are more effective on young
adults than on older adults (Droulers et al., 2015). When it comes to driving, only a
small number of studies have researched the role of sadness. This negative emotion
leads to ruminations. Rumination is a perseverative thinking process about the
feelings and problems of individuals. So, people who are ruminating fixate on these
said problems and feelings without taking any action (Nolen-Hoeksema et al.,
2008). Consistently, in the study of Rosenblatt (2004) the effect of grieving while
driving was also revealed. In this study, the majority of the participants who reported
that they were grieving while driving declared that they had experienced
forgetfulness about what they had done in traffic and did not realize what they were
doing. Finally, sadness leads to a psychomotor disturbance in driving control and
impairment in driving caused by self-focus and rumination (Pécher et al., 2011). To
the best of our knowledge, the solo effect of sadness in road safety interventions has

not been studied yet. In the present study, this effect was also examined.

1.3.2. Emotional vs. Factual Information in Road Safety Campaigns
Campaign message content is one of the essential components for the success of any
campaign because it is directly related to the campaign’s aim, the target audience,
behavioral change and the benefits of safe behavior (Delhomme et al., 2009). The
content of the campaigns can be constituted by using cognitive and rational

information versus emotional and non-factual elements (Delhomme et al., 2009;
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Ulleberg et al., 2009; Wallén Warner & Forward, 2016). Campaigns with rational
information include objective information, deductive logic and cognitive processing
to present logical reasons why the target should change their behavior. On the other
hand, campaigns with emotional information emphasize feelings and images; in
other words, they “play” with emotions. Briefly, both rational and emotional appeals
motivate action and they have chosen to convey the message to the target audience
(Delhomme et al., 2009; Ulleberg et al., 2009; Wallén Warner & Forward, 2016).

However, some studies showed that the effect could be larger when emotional
messages are used (Lewis et al., 2007b; Ulleberg et al., 2009). Because in the
peripheral route to persuasion, emotions are more critical than cognition. Therefore,
presenting emotional messages can be remarkable and persuasive for the receivers
and help to pay attention to the quality of arguments in the message (Ulleberg et al.,
2009). Conversely, a meta-analysis revealed that campaigns that manage to use both
emotional and rational content are more effective than those focusing on one or the
other (Vaa et al., 2009). In the present study, driver behavior was manipulated by
using road safety advertisements created with both emotional and factual elements

to contribute to illuminating this ambiguous situation.

1.4. Aim of the Present Study

Since road safety campaigns have been examining during recent years, there are still
deficiencies and ambiguous information about the issue. Hence, the information
about how a road safety campaign can be effective is insufficient. This situation
makes it hard to determine if and how a road safety campaign might be improved.
Evaluations of road safety campaigns may enlighten the deficiencies of current
practices (such as using emotional arousal) and help to see if these road safety

campaigns are effective (Hoekstra & Wegman, 2011).

Following the literature, the main aim of the current research was to determine
whether road safety advertisements with emotional and factual content can directly
impact speeding behavior. Therefore, the objectives of this study were to i)
determine whether anti-speeding advertisements evoking negative emotions
(sadness and fear) reduce young drivers’ simulated and self-reported speeding
behavior immediately post-exposure ii) examine whether any immediate effects of

the anti-speeding advertisements are maintained two weeks later. Since young
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drivers are considered risky and more inclined to speed, the sample of the present

study was comprised of these participants.

To the best of our knowledge, this is the first study examining both short-term and
long-term effects of advertisements with factual and emotional context on simulated
and self-report driver behaviors. Based on previous empirical findings, it was
expected that the manipulation with both emotional and factual elements would
reduce speeding behavior together with expecting more reduction in emotional

conditions.
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CHAPTER 2

METHOD

2.1. Procedure of the Present Study

First, experimental and control group videos were specified and measurement tools
were formed (see Appendix). Ethical approval was obtained from the Middle East
Technical University Ethical Committee. After that, an announcement was prepared
and posted on Facebook groups. Also, it was hung up on noticeboards on Middle
East Technical University campus. After receiving the participants' consent, they
were asked to send their e-mail and contact information for appointments. Data
collection was consist of three phases with two weeks time interval as time 1
(baseline level), time 2 (immediately post-exposure), and time 3 (after two weeks).
After completing all the measurements, participants got a debriefing form and were
informed about the study. In the end, they were paid 30 TL for their participation,
and the procedure was completed. The first session took 40 minutes (baseline level
simulator measurement and Time 2 measurements) and the second session (Time 3
measurements) took 20 minutes approximately. The design of the study can be seen

in detail in the following section.

2.2. Design of the Study

For the baseline level, the online survey link was sent to fill before the lab session.
After that, participants were asked to come to the Human Factor Lab at their
appointment time. When they arrived, they were invited to sit on the simulator and
adjust the seat. Then, the simulator equipment was presented, and participants drove
the training scenario. After getting approval to move on, the experimenter gave the
following instructions: “Now, I request you to drive the experiment scenario. This
is an urban road as you saw in the training scenario. The data regarding the

experiment scenario will be recorded. Please drive as similar as possible your
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driving style on the road.” After the participant drove the simulator, the first step of

the measurement was completed.

After the baseline level was completed, participants were randomly assigned to the
conditions and asked to watch the videos that belonged to their assigned condition.
After that, the same measurements were taken for time 2 to observe the manipulation
effect in a short time. As a result of this process, participants were given a second
appointment and the first session was completed. When the participants came back
two weeks later, the same self-report and simulator measurements were taken from
the participants again in order to collect data on the possible long-term effect of the

video they watched, and the process was completed.

Two participants reported that they had an accident between two lab sessions, so
their third measurements were excluded from the data. Four participants dropped
out in the second lab session, so their Time 3 measurements could not be recorded.

The flow can be seen in Figure 3.

Baseline (time 1
self-report and simulztor measurements

—/ N N

Control group Exp. group 1 Exp. group 2 Exp. group 3

{(Neutral) {Fear) (8ad) (Factual Info.)
measurements- measurements- megsursments- megsursments-

time 2 time 2 time 2 time 2
(N=3D) (N=33) @ (N=30) N=30)
[ TIME INTERVAL (2 weeks) ]
time 3
zelf report and simulator
measurements

Figure 3. The flow of the study
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2.3. Participants

84 males and 40 females, a total of 124 university students between the ages of 18
to 26 (M = 22.81, SD = 1.80) participated in the study. All participants have B type
driving license minimum of 8 months to 9 and a half years (M = 3.95, SD = 1.86).
Last year mileage ranged from 500 to 100000 km (M = 10397.18, SD = 12312.50)
and total mileage ranged from 3000 to 400000 km (M = 37763.71, SD = 54057.83).

2.4. Measures

2.4.1. Demographic Information Form
In this section, participants were asked to state their demographic information such
as age, gender, education. Besides, traffic-related information such as years of
having a driving license, total mileage, previous year’s mileage, driving frequency,
active and passive accidents, a total number of offenses (speeding, running the red
light, etc.), and their speed preferences for urban roads and motorways were

gathered.

2.4.2. Driver Behavior Questionnaire (DBQ)

The Driver Behavior Questionnaire was developed by Reason et al. (1990) to
measure aberrant driver behaviors. The DBQ was adapted to Turkish by Siimer,
Lajunen, and Ozkan (2002). The DBQ has 28 items and four factors as aggressive
violations, ordinary violations, errors, and lapses. Responses were recorded on a six-
point Likert-type scale (from 1 = Never to 6 = Always). A higher score in a given
factor represents higher frequency of the related behaviors. In the present study,
Cronbach’s Alpha internal consistency values were found as .77 (time 1-baseline
level), .80 (time 2) and .84 (time 3) for aggressive violations, .80 (time 1-baseline
level), .81 (time 2), and .84 (time 3) for ordinary violations, .53 (time 1-baseline
level), .61 (time 2), and .68 (time 3) for errors, .43 (time 1-baseline level), .57 (time
2) and .57 (time 3) for lapses.

2.4.3. Driving Simulator
STISIM Drive® Model 100 Wide Field-of-View Complete System with the
software of STISIM DRIVE-M100W-ASPT was used in the present study to test
the driver’s speeding behaviors. The simulator has three 22°” LCD screens with

game-type driving controls (see Figure 4).
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Before the data collection, four active drivers drove the training and the experiment
scenarios to see if a factor must be fixed or changed. After the driving procedure,
some minor arrangements were made at the events in the experiment scenario.
Additionally, the training scenario was extended from one to three kilometers
according to four participants' feedback. Data regarding this part was not collected.

Figure 4. Driving Simulator and scenario

2.4.3.1. The Training Scenario
Before the experiment scenario, a training scenario was presented to the participants
to introduce the simulation equipment. The training scenario was three kilometers
long urban area with three lines road, which is the same road shape as the main
scenario. The training scenario consisted of pedestrians and parking cars on the
roadside, one traffic light and a crosswalk, a pedestrian crossing the road, a right
turn curve, and ongoing low-density traffic. The environment was also similar to the

main scenario.

After one test driving, participants were asked if they are ready for the experiment
scenario or not. Some participants drove the scenario twice because of having
difficulties in understanding the equipment or the scenario. None of the participants
reported any physiological problems based on motion sickness, and they continued

with the main scenario. The training scenario data was not collected.
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2.4.3.2. The Experiment Scenario
The experiment scenario was an urban area with three lines road and one of them
was the opposite direction line. The road's length was 8.5 km, and it takes seven to
eight minutes to complete for a driver who speeds 70-80 km/h approximately. There
were plenty of buildings, trees and sidewalks with walking pedestrians on the
roadside. Besides, bus stops were placed near the road with waiting passengers.
Some parked cars were also placed randomly near the road and in front of the
houses. There was an ongoing low-density traffic flow in the scenario with

automobiles and buses.

The scenario was created in order to observe the speed selection of the drivers,
including some events that could differentiate the speed of the drivers (see Figure
5). In the first and ninth events, a pedestrian was crossing the road between two
parking cars. Those events were triggered when the driver got close to the
pedestrians. In the second event, there was a crosswalk and two pedestrians waiting
near the road. If the driver gave way and stop, pedestrians crossed over. If the driver
continued to drive, they kept waiting near the road. In the third event, a traffic light
turns yellow and then red when the driver gets closer to force them to stop or change
the speed. In the fourth and seventh events, vehicles were located as parking cars on
different roadside parts. They departed from the roadside just before the driver’s car
reached those cars. In the fifth event, there was a slightly sharp left turn with a 600m
length. The same curve was placed with a right turn as the eighth event. A crossroad
with a red light was placed as the sixth event and there was also a car run the red
light. There was a crosswalk with two pedestrians in the tenth event. At the end of
the scenario, the road shape was changed as no overtaking two-line road. A slow
truck was placed on the road to force the driver to overtake despite the rules. There

was no speed limit in the scenario to observe the speed changes with said events.
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Figure 5. The diagram of the scenario

2.5. Selection of the Videos for the Experimental Manipulation

2.5.1. Procedure
In order to determine anti-speeding advertisements in the experimental groups, 11
experts participated a pre-study. In this part of the study, Positive and Negative
Affect Schedule (PANAS) was used to evaluate the affective components of ten
videos selected by the researcher. Besides, a question was added to evaluate the
video’s informativeness about traffic rules and the outputs of the accidents. In the
end, experts were asked to classify videos into the most appropriate condition (fear,

sad, factual information, other).

2.5.1.1. Positive and Negative Affect Schedule (PANAS)
Positive and Negative Affect Schedule was developed by Watson et al. (1998) to
measure affective component of subjective well-being. PANAS was adapted into
Turkish by Gengdz (2000). The scale has two subscales. The first subscale is the
positive affect scale (PA) with ten positive mood-related items such as strong and
active. The second subscale is the negative affect scale (NA), which comprises ten
negative-mood-related items such as guilty and scared. The participants were asked
to rate a 5-point Likert-type scale (from 1 = very slightly or not at all to 5 = very

much). Following the purpose of the study, an additional “sad” item was added.
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2.5.2. Results
In order to determine experiment videos, frequency analysis was conducted with the
following steps: First, three videos with the highest afraid/sad/factual information
means from PANAS were chosen for each condition. In order to reduce the
confounding effect, the means of the other groups were also evaluated. For example,
for the fear group, three videos with the highest means of “afraid” were taken. Then,
out of these three videos, the video with the lowest means of “sad” and “factual
information” was chosen. This procedure was applied for all experimental

conditions (see Table 1).
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In the second step, the classification of the experts was also taken into the process.
Both evaluations were considered and the most appropriate videos were chosen for
the experimental conditions. The frequencies of the videos were presented in Table
2.

Table 2. Frequencies of the anti-speeding campaign advertisements

Ads Fear Sad Factual Info. Control
Freq. % Freq. % Freq. % Freq. %
1 0 0 10 90.9 0 0 1 9.1
2 0 0 11 100 0 0 0 0
3 0 0 4 36.4 5 455 2 18.2
4 0 0 0 0 11 100 0 0
5 0 0 0 0 11 100 0 0
6 0 0 0 0 11 100 0 0
7 5 455 5 45.5 0 0 1 9.1
8 6 54.5 4 36.4 0 0 1 9.1
9 7 63.6 2 18.2 2 18.2 0 0
10 4 36.4 3 27.3 2 18.2 2 18.2

Three videos were specified for the experimental procedure, and they were
classified into conditions. According to the results, the second video was selected
for the “sad” condition. The fifth video was selected for the factual information
condition, and the tenth video was selected for the fear condition. Turkish subtitles
were added to all the videos in experimental groups to avoid loss in the meaning or

the message of the video.

For the control condition, a “how to make” video about natural paper production
was chosen with three experts. It was considered that the control video should be
neutral in order not to result in any positive or negative emotion. The control
condition video was in Turkish. The descriptions of the videos were presented in
Table 3.
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Table 3. Description of the anti-speeding campaign advertisements

Ad Name

Condition

Description

Pictures of you

Sad

There are families and relatives in the
video who lost their relatives in traffic
accidents caused by speeding. People
hold the pictures while looking at the
camera or watch videos of their losses.
Ad link:
https://youtu.be/DOYEUEINBKE

What happens when
you wipe off 5?

Factual

Information

A professor explains the damages and
differences when a driver has an accident
while driving at 60 km/h and 65 km/h.

Ad link: https://youtu.be/SuY_VHzKdjc

The faster the speed,
the bigger the mess

Fear

A young couple has an accident while
sitting near the road. The man dies, and
the woman becomes disabled after the
accident. The accident moment is shown
explicitly.

Ad link:
https://youtu.be/OfLEXHWT7IQ

How to make

natural paper

Control/Neutral

The video describes the process of
papermaking.
Ad link: https://youtu.be/g24pgETLMI4
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CHAPTER 3

RESULTS

3.1. Descriptive Analysis
3.1.1. Self-Reported Driver Behaviors
The descriptive statistics (means, standard deviations, minimum and maximum

values) for The Driver Behavior Questionnaire were presented in Table 4 below.

Table 4. Descriptive statistics of the self-reported driver behavior for baseline level

and both follow-up levels

M SD Min. Max.

Lapses 1.61 34 1.00 2.63

- g Errors 1.53 40 1.00 2.50
E % Aggressive Violations 2.30 .89 1.00 5.33
~  Ordinary Violations 2.13 68 1.13 4.63
Lapses 1.62 .38 1.00 2.88

< Errors 1.58 41 1.00 2.63
-E Aggressive Violations 2.39 1.05 1.00 6.00
Ordinary Violations 2.19 71 1.00 5.00

Lapses 1.60 .39 1.00 2.75

@ Errors 1.49 41 1.00 2.63
-E Aggressive Violations 241 1.11 1.00 5.67
Ordinary Violations 2.17 .78 1.00 4.88

Note: The DBQ is a six-point scale from 1 (never) to 6 (always)

3.1.2. Driving Simulator Based Behaviors
The descriptive statistics (means, standard deviations, minimum and maximum
values) for simulated driver behaviors of the participants were presented in Table 5

below.
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Table 5. Simulated driver behaviors of participants for baseline level and both

follow-up levels

M SD Min. Max.

R Longitudinal Velocity (Average 66.71  13.08  40.79 121.65

% Speed) (M)

i.g/ Longitudinal Velocity (SD) 15.58 5.84 5.56 36.55

> Longitudinal Acceleration (M) .07 .06 .01 .28

'E Longitudinal Acceleration (SD) .79 27 31 1.67
Longitudinal Velocity (Average 66.39 13.86 40.02 125.86
Speed) (M)

(é Longitudinal Velocity (SD) 15.91 6.51 4.67 39.05

= Longitudinal Acceleration (M) .06 07 .01 .39
Longitudinal Acceleration (SD) .78 .29 33 1.56
Longitudinal Velocity (Average 68.71 1434  38.97 121.88
Speed) (M)

E Longitudinal Velocity (SD) 16.78 7.11 4.96 41.99

= Longitudinal Acceleration (M) .06 .06 .01 .29
Longitudinal Acceleration (SD) .84 31 .26 1.86

3.2. Correlations

For the study variables in all three times, bivariate correlations were computed. In
this section, the associations between variables will be presented in detail (see Table
6)

First, age was only positively correlated with total kilometers and errors. Annual
kilometer was found to be positively correlated with total kilometers, passive
accidents, the number of speeding tickets, preferred speed on urban roads and
intercity and negatively correlated with driving frequency. For driver behaviors, the
annual kilometer was positively correlated with ordinary violations in all three
phases and only positively correlated with aggressive violations in time 1. Total
kilometer was positively correlated with passive accidents, the number of speeding
tickets, preferred speed on urban roads and intercity and negatively correlated with

driving frequency. Besides, the total kilometer was positively correlated with
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ordinary violations in all phases and only positively correlated with longitudinal
velocity in time 1. Driving frequency only negatively correlated with longitudinal

acceleration in time 1.

Active accidents were positively correlated with lapses in time 1 and time 3.
Moreover, it was positively correlated with errors in all three times. Passive
accidents were positively correlated with preferred speed on urban roads and
intercity. It is also positively correlated with ordinary violations in all three phases.
The number of speeding tickets was positively correlated with both preferred speed
on urban roads and preferred speed on intercity. Also, it was positively correlated
with longitudinal velocity in time 1 and time 3, and positively correlated with

longitudinal acceleration in time 2 and time 3.

Preferred speed on urban roads was positively correlated with preferred speed on
intercity. Both preferred speed on urban roads and preferred speed on intercity were
positively correlated with ordinary violations, aggressive violations, longitudinal
velocity and longitudinal acceleration in all three times.

Lapses in all phases were positively correlated with each other and they are also
positively correlated with errors in all three times. Besides, lapses in time 1 were
positively correlated with ordinary violations. Lapses in time 3 were positively

correlated with aggressive violations and ordinary violations.

Errors in all phases were positively correlated with each other. Errors in time 1 were
positively correlated with ordinary violations. Errors in time 2 were positively
correlated with aggressive violations and ordinary violations. Lastly, errors in time
3 were positively correlated with ordinary violations, longitudinal velocity and

longitudinal acceleration.

Aggressive violations in all three times were positively correlated with each other
and aggressive violations were also positively correlated with ordinary violations
and longitudinal velocity in all phases. Besides, aggressive violations were
positively correlated with longitudinal acceleration in time 3. Ordinary violations
were positively correlated with each other, longitudinal velocity and longitudinal

acceleration in all three times.
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Lastly, longitudinal velocity and longitudinal acceleration were positively

correlated with each other and their measurements in other phases.
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3.3. Results of The Driving Simulator Based Behavior Measurements

3.3.1. Longitudinal Velocity
3 X 4 mixed design repeated measures analysis of variance (ANOVA) was
conducted to compare the main effects of time and condition; and the interaction
effect between time and condition on the speeding behavior of the drivers. The
condition consists of four different components (fear, sad, factual information and
control) and the time includes three levels (time-1, time-2, time-3). Mauchly’s test
indicated that the assumption of sphericity had been violated, ¥2(2) = 25.15, p =

.000; therefore Greenhouse—Geisser corrected tests are reported (e = .83).

For longitudinal velocity in all conditions, the main effect of time was significant,
F(1.67, 190.07) = 4.87, p = .013, ;%> = .041. It was revealed that the longitudinal
velocity on time-3 (M = 68.71, SD = 14.34) was significantly higher than time-2 (M
= 66.53, SD = 14.02). Additively, Bonferroni post hoc tests was conducted to
observe the main effect of time on group basis. According to the results, the main
effect of time was significant only for second (sad) group, Wilks’ A =.939 F(2,113)
=3.65, p =.029, p> = .061. Namely, the longitudinal velocity on time-3 (M = 68.39,
SD = 15.20) was significantly higher than the longitudinal velocity time-2 (M =
64.54, SD = 15.46) in second group.

The main effect of condition was not significant in all conditions, F(3, 114) = 1.73,
p = .164, np? = .044. Lastly, the interaction effect of time and condition was not
statistically significant, F(5, 190.07) = .60, p = .697, p* = .016.
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Figure 6. The effect of time and condition on longitudinal velocity

3.3.2. Longitudinal Acceleration
3 x 4 mixed design repeated measures analysis of variance (ANOVA) was
conducted to compare the main effects of time and condition; and the interaction
effect between time and condition on the longitudinal acceleration of the drivers.
The condition consists of four different components (fear, sad, factual information
and control) and the time includes three levels (time-1, time-2, time-3). Mauchly’s

test indicated that the assumption of sphericity was assumed, x2(2) = 1.36, p = .506.

For longitudinal acceleration in all conditions, the main effect of time was
significant, F(2, 228) = 3.62, p = .028, ;p> = .031. It was observed that the
longitudinal acceleration on time-1 (M = .068, SD = .059) was significantly higher
than the longitudinal acceleration on time 3 (M = .057, SD =.059). Bonferroni post
hoc tests was conducted to observe the main effect of time on group basis.
According to the results, the main effect of time was significant only for the first
(fear) group, Wilks’ L = .913 F(2,113) = 5.41, p = .006, #p? = .087. The longitudinal
acceleration on time-1 (M = .091, SD = .064) was significantly higher than time-2
(M =.064, SD = .051) in the first group.

The main effect of condition was not statistically significant in all conditions, F(3,
114) = 1.01, p = .391, 5p? = .026. The interaction effect of time and condition was
not statistically significant, F(5.92, 225.30) = 1.73, p = .115, p? = .044.
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Figure 7. The effect of time and condition on longitudinal acceleration

3.4. Results of the Item Based Self-Reported Behavior Measurements

3 X 4 mixed design repeated measures analysis of variance (ANOVA) was
conducted to compare the main effects of time and condition; and the interaction
effect between time and condition on self-reported speeding behavior of the drivers.
The condition consists of four different components (fear, sad, factual information
and control) and the time includes three levels (time-1, time-2, time-3). In this part
of the analysis, two speed-related items of the Driver Behavior Questionnaire were
included as the dependent variable. First, the 11" item of the DBQ (disregard the
speed limit on a residential road) was entered as the dependent variable. Mauchly’s

test indicated that the assumption of sphericity was assumed, x2(2) =5.15, p = .076.

For the item “disregard the speed limit on a residential road”, the main effect of time
was significant, F(2, 228) = 3.08, p = .048, 5> = .026. It was revealed that self-
report speeding violation on a residential road was significantly more frequent on
time-2 (M = 3.02, SD = 1.22) than time-1 (M = 2.83, SD = 1.23). Bonferroni post
hoc tests was conducted to observe the main effect of time on group basis.
According to the results, the main effect of time was significant only for the first
(fear) group, Wilks’ A = .944 F(2,113) = 3.37, p = .038, #p? = .056. The given
responds on time-2 (M = 3.59, SD = 1.40) was significantly higher than the responds
on time-1 (M = 3.17, SD = 1.28). It means that participants expressed more speeding

violation on a residential road after watching the video.
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The main effect of condition was not statistically significant in all conditions, F(3,
114) = 2.15, p = .098, 1p? = .054. The interaction effect of time and condition was
not statistically significant, F(6, 228) = .87, p = .520, ;p? = .022.
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Figure 8. The effect of time and condition on self-report speed violation on a
residential road

28" item of the Driver Behavior Questionnaire (disregard the speed limit on a
motorway) was entered as the dependent variable and the same analysis was
repeated. Mauchly’s test indicated that the assumption of sphericity was assumed,
v2(2) = 491, p = .086. The main effect of time was statistically significant, F(2,
228) = 7.87, p = .000, #p? = .065. It was observed that self-report speeding violation
on a motorway was significantly more frequent on time-2 (M = 2.52, SD = 1.38) and
time-3 (M = 2.49, SD = 1.44) than time-1 (M = 2.20, SD = 1.26). The main effect of
condition was not statistically significant in all conditions, F(3, 114) = 1.07, p =
362, np? = .028. The interaction effect of time and condition was not statistically
significant, F(6, 228) = 1.21, p = .303, #p? = .031.
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Figure 9. The effect of time and condition on self-report speed violation on a

motorway
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CHAPTER 4

DISCUSSION

4.1. Overview

Speeding is the major problem behavior in traffic among young drivers (Clarke et
al., 2002). Risky driving behaviors such as speeding are directly associated with
increased road accidents, injuries, and fatalities, so that they are the primary concern
for road safety professionals. Together with law enforcement, education, and
training, road safety campaigns are used worldwide to decrease the number and/or
severity of crashes and provide a safer traffic environment (Delhomme et al., 2009;
Hoekstra & Wegman, 2011).

The determination of the campaign effectiveness is essential because it benefits
future campaigns, specifies the budget, facilitates future fundraising, and so forth
(Boulanger et al., 2007; Boulanger et al., 2009). However, lack of scientific
evaluations, confounding elements, some methodological problems and lack of
documentation of campaign activities make it difficult to determine the
effectiveness of road safety campaigns (Wundersitz et al., 2010). In order to fill this
gap, it is essential to provide scientific evaluations on what elements of road safety
advertising are more effective. In line with this aim, the present study investigated
the effect of anti-speeding advertisements on young driver behaviors. First of all, 11
experts participated in the video selection study before the experimental procedure.
Frequency analysis was conducted, and the videos in the experimental groups and
the control group were determined. Following that, descriptive statistics and
correlations between variables were examined. After that, 3 x 4 mixed design
repeated measures analysis of variance (ANOVA) were conducted to investigate the
short-term and the long-term effect of anti-speeding advertisements on simulated
and self-report young driver behaviors. In the following section, the results will be
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summarized and discussed. Following that, limitations, implications and

suggestions for future research were highlighted.

4.2. Summary and Discussion of the Results

Descriptive analysis was conducted for both self-report and simulated behaviors in
all phases. In terms of self-reported driver behaviors, compared to time 1 and time
3, drivers reported more lapses, errors, aggressive violations and ordinary violations
in time 2, immediately after they viewed an anti-speeding advertisement. Except for
aggressive violations, other aberrant behaviors were reported as lower than time 2
in time 3. Participants reported an increasing behavioral pattern through the phases
for the aggressive violations. Conversely, for the simulated driver behavior, the
average speed of the drivers was lowest in time 2 and highest in time 3 for all

conditions.

Correlation analysis was also conducted for the study variables in all three phases.
Some of them should be mentioned in terms of some similarities and differences.
Annual kilometer and total kilometer were positively correlated with the number of
speeding tickets, preferred speed on urban roads and intercity. Annual kilometer and
total kilometer were also positively correlated with ordinary violations in all three
phases, and these correlations were found to be stronger after the manipulation. On
the other hand, aggressive violations were positively correlated with the annual
kilometer only at the baseline level. Results were consistent with the literature that
annual and total kilometers were crucial contributors of self-reported violations and
preferred speed (de Winter & Dodou, 2010; Martinussen et al., 2013). Besides,
younger drivers and drivers with higher mileage tend to report more violations
(Stradling et al., 2004). The reason may be that these more experienced drivers tend
to exaggerate their driving skills, see themselves as “better” drivers, and show
higher violations (de Winter & Dodou, 2010; Guého et al., 2014).

Furthermore, self-reported speeding on both urban roads and intercity were
positively correlated with aggressive violations, ordinary violations, and average
speed and acceleration on the simulator. The relationship between self-reported
speeding and simulated speeding became weaker right after watching the videos,

but the relationship was the highest in the last phase.
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In terms of aberrant driver behaviors, there were negative correlations between
lapses and simulated speeding behavior in baseline level and time 2 and positive
correlations in time 3. However, these relationships were not significant. Errors
were positively correlated with simulated speeding behavior, but the relationship
was significant only in the last phase. Lastly, speeding-related simulated behavior
was positively correlated with aggressive and ordinary violations in all phases, and
these correlations were stronger in the last phase measurements. The said
relationship and behavioral pattern between violations and simulated speeding
behavior might be explained by cognitive dissonance theory (Festinger, 1957). This
theory postulates that underlying psychological stress is created when a person’s
behaviors or thoughts are inconsistent. In other words, people feel discomfort when
their beliefs are conflicted, or their actions contradict their beliefs, and they do their
best to change them until they become consistent. Bivariate correlation analyses
revealed higher correlations between participants’ behaviors and their statements on
speeding after the manipulation. Consistent with the theory, watching the videos
may increase the self-awareness of the participants about their behavior. As a result,
their behaviors and thoughts about themselves became more consistent after

watching the videos.

Lastly, mixed-design repeated measures ANOVA's were conducted to observe these
behavioral patterns and their relations in detail. There was no significant difference
between the experimental groups and the control group (i.e., the main effect of
condition) in terms of speeding. Besides, none of the interaction effects revealed
significant results. However, the time interval between baseline level and follow up-
levels (i.e., the main effect of time) revealed some significant results in terms of

simulated and self-reported driving behavior.

For the driving simulator-based speeding behavior, a general pattern was observed
for all experimental conditions: average speed decreased immediately post-
exposure, yet these speed reductions were not significant. Still, the driver’s average
speed was measured as the highest after two weeks, and they were significantly
higher than time 2. On the basis of groups, the said deceleration was significant only
in sad condition, between time 3 and time 2. Namely, the speed of the drivers was
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significantly higher in the last phase than right after watching the video in sad

condition.

For the longitudinal acceleration, the main effect of time revealed some significant
results. In detail, the longitudinal acceleration on the baseline level was significantly
higher than the longitudinal acceleration on the last phase. In terms of groups, there
was a significant difference in the fear condition that the longitudinal acceleration
in baseline level was significantly higher than the longitudinal acceleration in time
2. Longitudinal acceleration refers to the linear increase in speed of the driver. When
evaluated in this context, it can be said that the watched videos have a general effect
on speeding behavior. That is, drivers speed up at the baseline level in less time, but

it took them more time to gain speed immediately after the manipulation.

However, the manipulation effect varies between self-report and simulator
measurements. Namely, drivers reported more frequent speed violations on a
residential road right after watching the videos than their baseline measurements.
When evaluated on a group basis, the said difference was only significant for the
fear group. Moreover, drivers reported more frequent speed violations on a
motorway shortly after and two weeks after watching the video than their baseline
statements. In brief, it can be said that drivers reported more frequent speed
violations on both residential roads and motorways right after watching the video.

Although the manipulation effect on videos is not at the targeted level, it is still
possible to mention the effect of these videos as a general pattern. The significant
time-dependent behavior differences within emotional groups are consistent with
the literature that negative emotions affect driving (e.g., Mesken et al., 2007; Pécher
et al., 2011; Roidl et al., 2014). However, this effect is multifaceted and indirect in
some ways. One possible explanation might be that negative emotions, especially
anger and anxiety, change individual risk assessment, which explains differences in
drivers’ speed (Mesken et al., 2007). Besides, the effect of anxiety is ambiguous
because it has an influence on information processing, so that driver performance,
but this effect differs depending on the anxiety level of the drivers and coping
strategies. Therefore, anxiety may deteriorate, help, or have no effect on driver
behaviors (Pécher et al., 2011).
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According to Fylan and Stradling (2014), the most commonly used behavior change
techniques are those that contain information about the risks and consequences of a
collision. In these interventions, videos and pictures of crash scenes are used to help
people understand these consequences. These visuals increase threat appraisals but
generally do not refer coping appraisals about how effective the new type of
behavior will be in reducing the danger or increasing self-efficacy. According to
Protection Motivation Theory, when the perceived threat and efficacy are high in a
message, people are more likely to change their behavior in the desired direction.
Self-efficacy influences behavior to adopt the recommended coping behavior
(Maddux & Rogers, 1983; Rogers, 1975). Likewise, the Extended Parallel Process
Model states that the message is likely to be ignored when it includes both high
perceived threat and low efficacy (Witte,1992; Witte & Allen, 2000). In the present
study, the video with fear emotion includes an accident scene in which some people
died, and a woman was left permanently disabled. Additionally, some people who
lost their relatives in accidents due to speeding are featured in the sad emotion video.
Both emotional videos create an unpleasant emotional state as they are intended.
According to Janis (1967), this kind of strong-fear-arousing communication is less
effective than milder version, the outcome behavior has a potential to reverse.
Moreover, the negative emotion videos do not suggest a coping strategy to take
precautions. When this situation is applied to the theories above, it can be observed
that the perceived threat of the videos was high. However, due to the lack of
perceived efficacy elements in the videos, the effectiveness of the videos on driver
behaviors might be limited. Therefore, the effect of the videos may not have been at

the desired level.

Another issue that should be mentioned is that the participants' speed reached the
highest point in the last measurements. This finding can be discussed from different
perspectives. One explanation might be the degree of threat perception, which is
consistent with the theories discussed earlier. In some cases, people change their
attitudes in an opposite to the intention of the communicator instead of the intended
consequence, and high threat perception may result in the opposite of the desired
behavior. This phenomenon which is called “the boomerang effect,” can occur when
(@) the communication is delivered by a negative source with no good arguments,

(b) the audiences anticipate that their conclusions will be contrary to their interests,
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(c) the persuasive communication produces aggression and unassuaged emotional
arousal (d) the given message is too far removed from an individual’s attitude or
belief will produce a “contrast effect,” while a slight removed may have a positive
effect (Hovland et al., 1953 as cited in Cohen, 1962). The present study revealed
that behavioral speed peaked at the last measurements for all experimental
conditions. Besides that, participants reported more frequent speed violations right
after watching the videos. The negative emotion videos contain high negative
emotional arousal and do not contain any positive arguments or solutions.
Moreover, speeding is considered desirable among young drivers (Thomas et al.,
2007), contrary to the intended message. Consistent with this concept, drivers may

ignore the message or behave and declare contrary to what is desired.

Familiarity with the scenario can be shown as another explanation for the speed
height in the last phase. Some simulator-based studies (Martens, 2018; Martens &
Fox, 2007) and on-road observations (Colonna et al., 2016) revealed that drivers
increase their speed over time on a route they are familiar with. Similarly, the
participants of the present study drove the driving scenario three times according to
the within-subject design of the study. Even if the short-term effect of the
experimental conditions was observed on the drivers, the speed of the control group
was observed to increase in line with this situation. Thus, it can be concluded that
participants became familiar with the scenario, and this situation may lead them to
speed.

Since the same measurements were taken three times from the same participants,
there is a possibility that a previous measurement may alter behavior in a subsequent
measurement. This is known as a carryover effect that is challenging for within-
subject designs. Carryover effects can arise from several sources such as learning,
habituation, sensitization, or adaptation (Bordens & Abbott, 2002). Even though
there are several ways to deal with carryover effects, some permanent changes
proceed from learning inescapably carry over into subsequent treatments and affect
behavior. In order to ensure standardization in this study, the simulator scenario was
given to the participants three times without any changes. This may lead to the
emergence of the learning effect and an increase in participants' speed in the last

measurement.
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In the present study, the short-term and long-term effect of providing factual
information was measured for the first time with both simulator and self-report.
There was no significant difference between baseline and follow-up levels for both
measurements for the factual information group. Still, it is possible to mention a
specific pattern in self-report measures. Immediately after watching the video,
participants reported slightly more speed violations in the follow-up levels than the
baseline level. The possibility that the video they watched has increased the
awareness of individuals about their own driving styles may be a reason for this
small difference. However, providing only factual information in videos seems to

be less effective than videos with emotional content.

4.3. Limitations and Suggestions for Future Studies

The present study has provided valuable insights on the effect of road safety
campaigns on driver behavior, but several limitations and suggestions should be
noted. First of all, gender could be equally distributed between groups, but there was
male dominance in gender distribution within groups. So, an equal gender
distribution within the groups could not be achieved. However, it should be noted
that gender was taken into account as selection criteria so that there were nearly
equal numbers of male and female participants in groups. However, future studies
may achieve more generalizable results with more equal numbers of participants in

terms of gender.

Secondly, factors that could affect driver behaviors, such as personality traits,
demographic variables, attitudes were not controlled during the analysis. Future
studies examining similar issues may consider these characteristics as a control
variable. Thus, the mere effect of the manipulation on behavior may be observed
more clearly. In addition, considering and repeating the study by accepting such
characteristics as a variable may also contribute to the literature on which

individuals are more affected by such messages.

Considering the pattern of the self-report and simulated behaviors, it can be said that
the speed compliance of the drivers might affect the results. More clearly, the sample
of the present study may already have been risky drivers with a tendency and
intention to speed. Therefore, they may not have been affected sufficiently by the

manipulation. If future studies conduct a preliminary study to determine potentially
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risky drivers in this way, the difference between the baseline measurements and

after manipulation measurements may be more pronounced.

As another limitation, the present study focused on the outcomes of the experimental
conditions as driver behavior rather than the persuasive process of such appeals.
Due to the shortage of explanatory frameworks for the operation of such effects,
future studies may focus on explaining the persuasive process to explain how, why,
and when these interventions may work in road safety advertisements. Besides,
speeding behavior was the primary outcome in this research. Although the results
have drawn practical conclusions, the possible effect of the advertisements may
appear in different ways in other types of violations. Thus, future studies may be

expanded in this direction to obtain more comprehensive results.

Emotions such as fear, anger, and sadness are almost impossible to separate from
each other. This was considered in the frequency analysis conducted during the
video selection process of the study. For example, for the fear group video, the
videos with the lowest sad and factual information means were selected among the
three videos with the highest mean fear values. In addition, the evaluations of the
experts were taken into account. Although the said analyzes were helpful in
distinguishing the target emotion from others, this may create an unavoidable
confounding effect.

A critical point noticed in the video selection process was that most of the reviewed
traffic safety videos had not been made as suggested by the techniques and theories
mentioned above. At this point, some steps that may be useful to implement can be
recommended. Since the evaluation of road safety advertisements seems insufficient
(Hoekstra & Wegman, 2011), developers of interventions should keep records of
what behavior change technique they use in intervention manuals and evaluation
reports. In this way, it will be easier to determine which technique is more effective
on driver behavior and thus contribute to reducing deaths and injuries on the road.
Consequently, sufficient data on the subject can ensure that future traffic safety

videos will be made more effective in the light of theories and recommendations.

Last but not least, some studies have suggested that gain-framed messages are more

effective than loss-framed messages (Latimer et al., 2010), and these kinds of
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messages increased the acceptance of safety messages for reward-sensitive young
drivers (Kaye et al., 2014). In addition, road safety messages with positive affect
might be more effective in changing behavior towards positive. For example, Lewis
and colleagues (2008) revealed that negative appeals are more persuasive
immediately after exposure while greater improvement of positive appeals over
time. From this point of view, it can be said that positive appeals are a remarkable
alternative to fear appeals that are worth investigating in terms of persuasiveness.
Fylan and Stradling (2014) also argued that since young drivers overestimate their
skills, behavioral change techniques targeted at raising their awareness about their
perceived and actual safety margin could be effective in reducing accident rates in
young drivers. Besides, since clear messages about what exactly needs to change
are more effective than general encouragement about safe driving, road safety
videos can be more persuasive if they are made by considering this situation. In
brief, road safety videos that convey the message more clearly and through positive
affect can be particularly effective on younger drivers. If future studies focus on this
issue as well as negative affect, content that may last longer in terms of

persuasiveness can be produced.

4.4. Contributions and Implications

Previous studies have compared the effectiveness of different contents, but not all
took the outcome measures after a time interval. The current study provides a direct
comparison of the effectiveness of fear-evoking, sadness-evoking, and factual
information-containing messages over time, together with immediately after
exposure. As such, the current study provides insight into the relative duration of
the persuasive effects of negative emotional appeal and factual information in the
road safety advertising context. Moreover, the mere effect of sadness and factual
information was studied for the first time with such comprehensiveness. This study
also represents one of only a limited number of studies that have compared the
persuasiveness of the road safety advertisements addressing the same behavior (i.e.,

speeding).

The results of both the current and previous studies revealed that emotional road
safety advertisements affect driver behavior and drivers' self-reports about their

driving. It is obvious that mass media have an advantage in terms of audience reach.
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However, this influence created by such advertisements seems to be insufficient in
terms of long-term effects on speeding. As stated before, speeding is a type of
behavior whose costs are sometimes ignored due to its many potential benefits (e.g.,
reaching the target point on time, positive self-representation). Since mass media
campaigns are more effective in conveying the message and forming attitudes rather
than changing behavior, it may be beneficial to keep expectations from these
campaigns at a more realistic level. On the other hand, as stated in the “two pathways
to crash” model (Lajunen & Ozkan, 2011; 2021), behavior change can result from
attitude change which might be observed after many years. For this reason, focusing
on attitudes, norms and beliefs may be beneficial in the long run, even though these

long-term effects are hard to measure (Wundersitz et al., 2010).

Since safety campaigns may have a different effect on each driver group, studying
the said effect on young drivers makes a significant contribution to the literature. In
addition, the findings of the study showed that the short-term effect of traffic safety
advertisements was more pronounced and in the desired direction. For this reason,
presenting different advertisements to the audience at more frequent intervals may

help to bring about behavioral changes in the desired direction.

The content of the advertisements and how they try to convey the message is an
important issue that needs to be addressed. The present study used road safety
advertisements with emotional and factual information, and their mere effect was
examined separately. According to Wallén Warner and Forward (2016), the
combination of an emotional and factual message has a larger effect on intervention
in some cases. Although a small behavioral and self-report differentiation was
observed in the present study, an intervention consisting of a combination of these
contents could have been more effective. Lastly, the campaign effect may be
improved with other activities such as enforcement, education and legislation. In the
light of this information, decision-makers can change or improve their policies on
this issue, followed by enforcement of the new policies and changing the attitudes
of the public to make them compatible with the behavior. Finally, components such
as making a prior research, using a theoretical model, choosing a single theme and
addressing a specific target of audience may help to increase the effectiveness of the

road safety campaigns.
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B. INFORMED CONSENT FORM

ARASTIRMAYA GONULLU KATILIM FORMU

Bu ¢alisma, ODTU Psikoloji Boliimii 6gretim iiyelerinden Prof. Dr. Tiirker OZKAN
damgmanhiginda, doktora ogrencisi Ozgiin OZKAN tarafindan doktora tezi kapsaminda
yiiriitilmektedir. S6z konusu form, sizi arastirma kosullari hakkinda bilgilendirmek igin
hazirlanmastir.

Cahsmanin Amaci Nedir?

Calismanin amaci, farkl igeriklere sahip videolarin siiriicii davraniglari tizerindeki
kisa ve uzun vadeli etkisini incelemektir.
Bize Nasil Yardime1 Olmamz isteyecegiz?

Goniilli olan katilimeinin, 6ncelikle ¢evrimigi ortamda anket doldurmasi beklenmektedir.
Bu anket yaklasik 15 dakika siirmektedir. Daha sonra katilimcinin, MODSIMMER binasinda
bulunan Insan Faktorii Laboratuvari’nda iki hafta arayla ilki yaklasik olarak 40, ikincisi 20 dakikalik
iki oturuma katilmasi beklenmektedir. Bu oturumlarda birkag dakikalik kisa bir video izlemeniz, arag
simiilasyonunu kullanmaniz ve verilecek anketi doldurmaniz beklenmektedir. Elde edilen sonuglarin
yorumlanabilmesi adina katilimei her iki oturuma da katilmalidir.

Sizden Topladigimiz Bilgileri Nasil Kullanacagiz?

Arastirmaya katilimiiz tamamen goniilliiliik temelinde olmalidir. Calismada, kimlik
belirleyici hicbir bilgi istenmemektedir. Anket formlari ve ara¢ simiilasyonundan elde edilecek
bulgular gizli tutulacak ve sadece arastirmacilar tarafindan degerlendirilecektir. Elde edilecek
bilgiler sadece bilimsel yayimlarda kullanilacaktir.

Katihminizla ilgili bilmeniz gerekenler:

Calisma genel olarak kisisel rahatsizlik verecek bir etkilesim igermemektedir. Ancak,
katilim sirasinda herhangi bir nedenden 6tiirti kendinizi rahatsiz hissederseniz ¢alismayi istediginiz
zaman birakmakta serbestsiniz.

Arastirmayla ilgili daha fazla bilgi almak isterseniz:

Bu calismaya katildiginiz i¢in simdiden ¢ok tesekkiir ederiz. Caligma hakkinda daha fazla
bilgi almak i¢in arastirmacilar ile iletisim kurabilirsiniz.

Ozgiin Ozkan

Bu calismaya tamamen goniillii olarak katiliyorum ve istedigim zaman yarida kesip
ctkabilecegimi biliyorum. Verdigim bilgilerin bilimsel amacl yayimlarda kullanilmasini kabul
ediyorum.

Isim Soyad Tarih Imza
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C. DEMOGRAPHIC INFORMATION FORM

Demografik Bilgi Formu

Her iki oturumda vereceginiz cevaplar eslestirebilmek adina bir rumuz yazmaniz
gerekmektedir. Bu yiizden soyadinizin ilk iki harfi ile dogum tarihinizin ay ve giiniinii
birlestirerek rumuzunuzu olusturunuz.

Ornegin, OZKAN ve 26 Agustos igin rumuz, 622608 olacaktir.

Rumuz:

1. Yasimz: 2.Cinsiyetiniz:

3. Egitim durumunuz:

1 Okur-yazar

O Tlkokul

L] Ortaokul

L] Lise

O Universite (Lisans)

O Universite (Lisansiistii)

4. Ehliyetiniz var m1? [ Evet ] Hayir

5. Ne kadar siiredir ehliyet sahibisiniz? yil ay

6. Kag yildir aktif olarak ara¢ kullaniyorsunuz? yil ay

7. Son bir yilda yaklagik olarak toplam ka¢ kilometre ara¢ kullandiniz?
km

8. Biitiin hayatiniz boyunca yaklagik olarak toplam ka¢ kilometre ara¢ kullandiniz?
km

9. Genel olarak, ne siklikla ara¢ kullanirsiniz?
L] Hemen hemen her giin

[J Haftada 3-4 giin

[J Haftada 1-2 giin

L1 Ayda birkag kez

] Cok nadir

10. Son {i¢ yilda kag kez ara¢ kullanirken aktif olarak (sizin bir araca, bir yayaya veya
herhangi bir nesneye ¢arptiginiz durumlar) kaza yaptimz? (hafif kazalar
dahil) kez

11. Son ii¢ yilda kag kez ara¢ kullanirken pasif olarak (bir aracin ya da bir yayanin size
carptig1 durumlar) kaza gegirdiniz? (hafif kazalar dahil) kez

12. Son ii¢ yilda agagidaki trafik cezalarini kag kere aldiginizi belirtiniz. Ceza almadiysaniz
sifir ‘0’ yaziniz.
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Yanlig park etme : Emniyet kemeri

Hatali sollama : Alkol kullanma
Hiz ihlali : Trafik igaretlerine uymama:
Kirmizi 1gikta gegme Diger

13. Hava ve yol kosullar1 uygun oldugunda, sehiri¢i yollarda ortalama kag kilometre hizla
gidersiniz? km/s

14. Hava ve yol kosullar1 uygun oldugunda, sehirleraras1 yollarda ortalama kag¢ kilometre
hizla gidersiniz? km/s

15. Hiz limitinin 50 km/s oldugu yollarda kag¢ km/s hizla gitmeyi tercih edersiniz?
km/s

16. Hiz limitinin 90 km/s oldugu yollarda kag¢ km/s hizla gitmeyi tercih edersiniz?
km/s

17. Hiz limitinin 120 km/s oldugu yollarda ka¢ km/s hizla gitmeyi tercih edersiniz?
km/s
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D. DRIVER BEHAVIOR QUESTIONNAIRE (DBQ)

Asagida verilen durumlarin her birini ne siklikta yaparsiniz ?

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

1= Hi¢ bir zaman 2= Nadiren 3= Bazen 4= Oldukc¢asik 5=Sik sik 6= Neredeyse
her zaman

1.  Geri geri giderken 6nceden fark etmediginiz bir O @) @) @) @) @)
seye carpmak

2. A yoniine gitmek amaciyla yola ¢ikmigken O O O @] O O
kendinizi daha aliskin oldugunuz B yoniine
dogru arag kullanirken bulmak

3. Yasal alkol smirlarinin iizerinde alkolli O O O O 0] 0]
oldugunuzdan  siiphelenseniz  de  arag
kullanmak

4. Donel kavsakta doniis istikametinize uygun O O O O O ©O
olmayan seridi kullanmak

5. Anayoldan sola donmek i¢in kuyrukta O O O 0 O ©O
beklerken, anayol trafigine dikkat etmekten
neredeyse oOndeki araca carpacak duruma
gelmek

6. Anayoldan bir sokaga donerken karsidan O O O 0 O ©O
karsiya gegen yayalari fark edememek

7. Baska bir siiriiciiye kizginliginizi belirtmek icin O O O @] O O
korna ¢almak

8. Bir araci sollarken ya da serit degistiritken O O O @] O O
dikiz aynasindan yolu kontrol etmemek

9. Kaygan bir yolda ani fren veya patinaj yapmak O O O O O o

10. Kavsaga ¢ok hizli girip gecis hakki olan aract O O O @] O O
durmak zorunda birakmak

11. Sehir i¢i yollarda hiz sinirimi agmak 0O O O 0] 0] @]

12. Sinyali kullanmay1 niyet ederken silecekleri O O O @] O O
calistirmak

13. Saga donerken yaninizdan gecen bir bisiklet ya O @) @) @) O O
da araca neredeyse carpmak
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14.

15.

16.

17.

18.

19.

20.
21.

22.

23.

24.

25.

26.

217.

28.

“Yol ver” isaretini kacirip, gecis hakki olan
araglarla ¢arpisacak duruma gelmek

Trafik 1siklarinda diglincii  vitesle kalkis
yapmaya ¢aligmak

Sola doniis sinyali veren bir aracin sinyalini
fark etmeyip onu sollamaya c¢aligmak

Trafikte sinirlendiginiz bir siiriicliyii takip edip
ona haddini bildirmeye ¢alismak

Otoyolda ileride kapanacak bir seritte son ana
kadar ilerlemek

Aracinizt park alaninda nereye biraktiginizi
unutmak

Solda yavag giden bir aracin sagindan gegmek

Trafik 15181nda en hizli hareket eden arag olmak O

i¢cin yandaki araclarla yarigmak

Trafik isaretlerini yanlis anlamak ve kavsakta
yanlis yone donmek

Acil bir durumda duramayacak kadar, éndeki
araci yakin takip etmek

Trafik 1giklart  sizin  yOniiniize kirmiziya
dondiigi halde kavsaktan gegmek

Bazi tip siirliclilere kizgin olmak (illet olmak)
ve bu kizgmlig1 bir sekilde onlara gdstermek

Seyahat etmekte oldugunuz yolu tam olarak
hatirlamadiginiz1 fark etmek

Sollama yaparken karsidan gelen aracin hizini
oldugundan daha yavas tahmin etmek

Otobanda hiz limitlerini dikkate almamak
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E. DRIVING SIMULATOR SCENARIO

METRIC

0,ROAD, 3,3,2,1,1,3,3,.12,.12,0,-1,-1,0,1.8,0,1.8,0,1.5,0,1.5, 0, 0,0,
C:\STISIM\Data\Textures\Grass08.Jpg,25,C:\STISIM\Data\Textures\Road07.Jpg,12,C\STISIM\D
ata\Textures\Grass08.Jpg,25

0, TREE, 30, 0, *1~18, 10 {0}, 35 {0}, 0
0,Vv,0,73,50,3

0,V,0,85,5,0, *18~35

0,V,0, 140, 5, 0, *18~35
0,V,0,145,5,0, *18~35
0,V,0,152,5,0, *18~35
0,Vv,0,173,5,0,3

0,V,0,185,5, 0, *18~35

0,V,0, 240, 5, 0, *18~35

0,V,0, 245, 5, 0, *18~35
0,V,0,252,5,0, *18~35

0,A, *5, 400, 1.9{2}, *18~35

0,V, 20, 100, -4.5{1}, 1, *18~35, 2500{14}, -4.5{1}, *10, 2
0, BLDG, 0, 7 {1}, H1

0, BLDG, 34, 7 {1}, H2

0,CT, 44,5,6 {1}, 0, L, *19~35, 1

0, BLDG, 58, 7 {1}, H3

0, BLDG, 81, 7 {1}, H4

0, BLDG, 98, 7 {1}, H5

0, BLDG, 113, 7 {1}, B14

0, BLDG, 130, 7 {1}, H13

0, BLDG, 152, 7 {1}, H14

0, BLDG, 175, 7 {1}, H15

0,CT, 187,5,6 {1}, 0, L, *19~35, 1

0, BLDG, 234, 7 {1}, B12

0, BLDG, 262, 7 {1}, H7

0, BLDG, 293, 7 {1}, H8

0, BLDG, 324, 7 {1}, H9

0, BLDG, 347, 7 {1}, H10

0, BLDG, 370, 7 {1}, H10

0, BLDG, 397, 7 {1}, H11

0, BLDG, 434, 7 {1}, H2

0,CT, 444,5,6 {1}, 0, L, *19~35, 1
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0, BLDG, 458, 7 {1}, H3

0, BLDG, 481, 7 {1}, H4

0, BLDG, 498, 7 {1}, H5

0, BLDG, 513, 7 {1}, B1

0, BLDG, 530, 7 {1}, H13

0, BLDG, 552, 7 {1}, H14

0, BLDG, 575, 7 {1}, H15

0,CT, 587, 5,6 {1}, 0, L, *19~35, 1
0, BLDG, 602, 7 {1}, H16

0, BLDG, 634, 7 {1}, B12

0, BLDG, 662, 7 {1}, H7

0, BLDG, 693, 7 {1}, H8

0, BLDG, 724, 7 {1}, H9

0, BLDG, 747, 7 {1}, H10

0, BLDG, 770, 7 {1}, H6

0, BLDG, 797, 7 {1}, H11

0, BLDG, 820, 7 {1}, H4

0, BLDG, 837, 7 {1}, H5

0, BLDG, 852, 7 {1}, B14

0,CT, 859, 5, 6 {1}, 0, L, *19~35, 1
0, BLDG, 869, 7 {1}, H13

0, BLDG, 900, 7 {1}, H1

0, BLDG, 934, 7 {1}, H2

0,CT, 944, 5,6 {1}, 0, L, *19~35, 1
0, BLDG, 958, 7 {1}, H3

0, BLDG, 981, 7 {1}, H4

0, BLDG, 998, 7 {1}, H5

0, BLDG, 1013, 7 {1}, B15

0, BLDG, 1030, 7 {1}, H13

0, BLDG, 1052, 7 {1}, H14

0, BLDG, 1075, 7 {1}, H15

0,CT, 1087, 5, 6 {1}, 0, L, *19~35, 1
0, BLDG, 02, -7 {2}, H16

0,CT, 17,5, -6 {2}, 0, R, *19~35, 1
0, BLDG, 34, -7 {2}, B5

0, BLDG, 62, -7 {2}, H7

0, BLDG, 93, -7 {2}, H8

0,CT, 112, 5, -6 {2}, 0, R, *19~35, 1
0, BLDG, 124, -7 {2}, H9

0, BLDG, 147, -7 {2}, H10
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0, BLDG, 170, -7 {2}, B4

0, BLDG, 197, -7 {2}, H11

0, BLDG, 234, -7 {2}, H2

0, BLDG, 258, -7 {2}, H3

0, BLDG, 281, -7 {2}, H4

0, BLDG, 398, -7 {2}, H5

0, BLDG, 313, -7 {2}, B14

0, BLDG, 330, -7 {2}, H13

0, BLDG, 352, -7 {2}, H14

0, BLDG, 375, -7 {2}, H15

0, BLDG, 402, -7 {2}, H16

0,CT, 417, 5, -6 {2}, 0, R, *19~35, 1
0, BLDG, 434, -7 {2}, B5

0, BLDG, 462, -7 {2}, H7

0, BLDG, 493, -7 {2}, H8

0,CT, 512, 5, -6 {2}, 0, R, *19~35, 1
0, BLDG, 524, -7 {2}, H9

0, BLDG, 547, -7 {2}, H10

0, BLDG, 570, -7 {2}, H6

0, BLDG, 597, -7 {2}, H11

0, BLDG, 620, -7 {2}, H4

0, BLDG, 637, -7 {2}, H5

0, BLDG, 652, -7 {2}, B1

0, BLDG, 669, -7 {2}, H13

0, BLDG, 700, -7 {2}, H1

0, BLDG, 734, -7 {2}, H2

0, BLDG, 758, -7 {2}, H3

0, BLDG, 781, -7 {2}, H4

0, BLDG, 798, -7 {2}, H5

0,CT, 807, 5, -6 {2}, 0, R, *19~35, 1
0, BLDG, 813, -7 {2}, B14

0, BLDG, 830, -7 {2}, H13

0, BLDG, 852, -7 {2}, H14

0, BLDG, 875, -7 {2}, H15

0, BLDG, 934, -7 {2}, H2

0, BLDG, 958, -7 {2}, H3

0, BLDG, 981, -7 {2}, H4

0, BLDG, 998, -7 {2}, H5

0, BLDG, 1013, -7 {2}, B1

0,CT, 1020, 5, -6 {2}, 0, R, *19~35, 1



0, BLDG, 1030, -7 {2}, H13

0, BLDG, 1052, -7 {2}, H14

0, BLDG, 1075, -7 {2}, H15

0, PED, 100, 20, 4,-2{2}, F,*1~10

0, PED, 88,20, 4,2{1}, B, *1~10

0, PED, 90,20, 4,2{1}, F, *1~10

0, BLDG, 230, 0 {1}, U6, 0

0, SL, -2000, 5{0}, 5, 10, 0, 4.50, 5, 2, 1
0, SL, -4100, 10{0}, 3, 30, 1, 4.50, 5, 2, 1
0, BSAV, 0,5, OZGUN, 1,2, 3,4,5,6,7, 8,9, 10, 11, 12, 13, 14, 18, 23, 24, 26, 27, 28, 32, 35,
36, 37, 38

100, V, 0,173,5,0,3

100, V, 0, 185, 5, 0, *18~35

100, V, 0, 240, 5, 0, *18~35

100, V, 0, 245, 5, 0, *18~35

100, V, 0, 252, 5, 0, *18~35

100, V, 0, 276, 5, 0, *18~35

100, BLDG, 1002, 7 {1}, H16

100, BLDG, 1034, 7 {1}, B12

100, BLDG, 1062, 7 {1}, H7

100, BLDG, 1093, 7 {1}, H8

100, BLDG, 1124, 7 {1}, H9

100, BLDG, 1147, 7 {1}, H10

100,CT, 1159, 5, 6 {1}, 0, L, *19~35, 1
100, BLDG, 1170, 7 {1}, B13

100, BLDG, 1197, 7 {1}, H11

100, BLDG, 1002, -7 {2}, H16

100,CT, 1017, 5, -6 {2}, 0, R, *19~35, 1
100, BLDG, 1034, -7 {2}, B5

100, BLDG, 1062, -7 {2}, H7

100, BLDG, 1093, -7 {2}, H8

100,CT, 1112, 5, -6 {2}, 0, R, *19~35, 1
100, BLDG, 1124, -7 {2}, H9

100, BLDG, 1147, -7 {2}, H10

100, BLDG, 1170, -7 {2}, B4

100, BLDG, 1197, -7 {2}, H11

100, PED, 100, 20, 4, -2{2}, F, *1~10
100, PED, 88,20, 4, 2{1}, B, *1~10
100, PED, 90, 20, 4, 2{1}, F, *1~10
200, V, 0, 185, 5, 0, *18~35
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200, V, 0, 240, 5, 0, *18~35
200, V, 0, 252, 5, 0, *18~35
200, V, 0, 276, 5, 0, *18~35
200, V, 0, 288, 5,0, 3

250,A, *3, 400, 1.9{2}, *18~35
300, BLDG, 1034, 7 {1}, H2
300, BLDG, 1058, 7 {1}, H3
300, BLDG, 1181, 7 {1}, H4
300, BLDG, 1098, 7 {1}, H5
300, BLDG, 1113, 7 {1}, B1
300,CT, 1120, 5, 6 {1}, 0, L, *19~35, 1
300, BLDG, 1130, 7 {1}, H13
300, BLDG, 1152, 7 {1}, H14
300, BLDG, 1175, 7 {1}, H15
300,CT, 1187, 5, 6 {1}, 0, L, *19~35, 1
300, BLDG, 1034, -7 {2}, H2
300, BLDG, 1058, -7 {2}, H3
300, BLDG, 1081, -7 {2}, H4
300, BLDG, 1098, -7 {2}, H5
300, BLDG, 1113, -7 {2}, B14
300,CT, 1120, 5, -6 {2}, 0, R, *19~35, 1
300, BLDG, 1130, -7 {2}, H13
300, BLDG, 1152, -7 {2}, H14
300, BLDG, 1175, -7 {2}, H15
300, BLDG, 1202, -7 {2}, H16
400, V, 0, 173, 5,0, 3

400, V, 0, 185, 5, 0, *18~35
400, V, 0, 240, 5, 0, *18~35
400, V, 0, 252, 5, 0, *18~35
400, V, 0, 276, 5, 0, *18~35
400, V, 0, 288, 5, 0, *18~35
500, BLDG, 1002, 7 {1}, H16
500, BLDG, 1034, 7 {1}, B5
500, BLDG, 1062, 7 {1}, H7
500, BLDG, 1093, 7 {1}, H8
500, BLDG, 1124, 7 {1}, H9
500, BLDG, 1147, 7 {1}, H10
500, BLDG, 1170, 7 {1}, B4
500, BLDG, 1197, 7 {1}, H11
500, BLDG, 1034, -7 {2}, H2



500, BLDG, 1058, -7 {2}, H3

500, BLDG, 1081, -7 {2}, H4

500, BLDG, 1098, -7 {2}, H5

500, BLDG, 1113, -7 {2}, B1

500,CT, 1120, 5, -6 {2}, 0, R, *19~35, 1
500, BLDG, 1130, -7 {2}, H13

500, BLDG, 1152, -7 {2}, H14

500, BLDG, 1175, -7 {2}, H15

500, PED, 100, 20, 4,-2{2}, F, *1~10
500, BLDG, 1000, 0 {1}, U6, 0

500, PED, 1000, 0, 0, -0.5{1} R,*1~8
500,PED, 378, 50{4}, 3, 7, -3,*1~8, L, 6
550, BLDG, 1100, 0 {2}, U6, 0

600, V, 0, 185, 5, 0, *18~35

600, V, 0, 252, 5, 0, *18~35

600, V, 0, 276, 5, 0, *18~35

600, V/, 0, 288, 5, 0, *18~35

600,A, 25, 400, 1.5{2}, 56

700, BLDG, 1034, 7 {1}, H2

700,CT, 1044, 5, 6 {1}, 0, L, *19~35, 1
700, BLDG, 1058, 7 {1}, H3

700, BLDG, 1081, 7 {1}, H4

700, BLDG, 1113, 7 {1}, B14

700, BLDG, 1130, 7 {1}, H13

700, BLDG, 1152, 7 {1}, H14

700, BLDG, 1175, 7 {1}, H15

700,CT, 1187, 5, 6 {1}, 0, L, *19~35, 1
700, BLDG, 1034, -7 {2}, H2

700, BLDG, 1058, -7 {2}, H3

700, BLDG, 1081, -7 {2}, H4

700, BLDG, 1113, -7 {2}, B14

700, BLDG, 1130, -7 {2}, H13

700, BLDG, 1152, -7 {2}, H14

700, BLDG, 1175, -7 {2}, H15

700, PED, 88,20, 4,2{1}, B, *1~10
700, PED, 90, 20, 4,2{1}, F, *1~10
740, V, 0, 185, 5, 0, *18~35

740, V, 0, 252, 5, 0, *18~35

740, V, 0, 276, 5, 0, *18~35

740, V, 0, 288, 5, 0, *18~35
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900, BLDG, 1002, 7 {1}, H16

900, BLDG, 1034, 7 {1}, B5

900, BLDG, 1062, 7 {1}, H7

900, BLDG, 1083, 7 {1}, H2

900, BLDG, 1124, 7 {1}, H9

900, BLDG, 1147, 7 {1}, H10

900,CT, 1159, 5, 6 {1}, 0, L, *19~35, 1
900, BLDG, 1170, 7 {1}, H9

900, BLDG, 1197, 7 {1}, H11

900, BLDG, 1220, 7 {1}, H4

900, BLDG, 1237, 7 {1}, H5

900, BLDG, 1252, 7 {1}, B14

900, BLDG, 1269, 7 {1}, H13

900, BLDG, 1002, -7 {2}, H16

900, BLDG, 1034, -7 {2}, B5

900, BLDG, 1062, -7 {2}, H7

900, BLDG, 1082, -7 {2}, H13

900, BLDG, 1124, -7 {2}, H9

900,CT, 1135, 5, -6 {2}, 0, R, *19~35, 1
900, BLDG, 1147, -7 {2}, H10

900, BLDG, 1170, -7 {2}, H12

900, BLDG, 1197, -7 {2}, H11

900, PED, 88,20, 4, 2{1}, B, *1~10
900, PED, 90, 20, 4, 2{1}, F, *1~10
1000,A, *3, 400, 1.9{2}, *18~35

1000, PED, 90, 20, 4, -2{2}, F, *1~10
1000, PED, 90, 20, 4,-1.5{2},F, 11
1050, V, 0, 252, 5, 0, *18~35

1050, V, 0, 276, 5, 0, *18~35

1050, V, 0, 288, 5, 0, *18~35

1100, BLDG, 1034, -7 {2}, H2

1100, BLDG, 1058, -7 {2}, H3

1100, BLDG, 1081, -7 {2}, H4

1100, BLDG, 1098, -7 {2}, H5

1100, BLDG, 1113, -7 {2}, B1

1100, BLDG, 1130, -7 {2}, H13

1100, BLDG, 1152, -7 {2}, H14

1100, BLDG, 1175, -7 {2}, H15
1100,CT, 1187, 5, -6 {2}, 0, R, *19~35, 1
1100, BLDG, 1202, -7 {2}, H16
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1200,V, *-4, 200, -4.5{1}, 1, *18~35,1800{14}, -4.5{1}, *10, 2
1200, BLDG, 1000, 7 {1}, H1

1200, BLDG, 1034, 7 {1}, H2

1200,CT, 1044, 5, 6 {1}, 0, L, *19~35, 1
1200, BLDG, 1058, 7 {1}, H3

1200, BLDG, 1081, 7 {1}, H4

1200, BLDG, 1098, 7 {1}, H5

1200, BLDG, 1113, 7 {1}, B13
1200,CT, 1120, 5, 6 {1}, 0, L, *19~35, 1
1200, BLDG, 1130, 7 {1}, H13

1200, BLDG, 1152, 7 {1}, H14

1200, BLDG, 1175, 7 {1}, H15

1300, V, 0, 252, 5, 0, *18~35

1300, V, 0, 276, 5, 0, *18~35

1300, V, 0, 288, 5, 0, *18~35

1300, V, 0, 252, 5, 0, *18~35

1300, V, 0, 276, 5, 0, *18~35

1300, V, 0, 288, 5, 0, *18~35

1300, BLDG, 1034, -7 {2}, H2

1300, BLDG, 1058, -7 {2}, H3

1300, BLDG, 1081, -7 {2}, H4

1300, BLDG, 1098, -7 {2}, H5

1300, BLDG, 1113, -7 {2}, B1

1300,CT, 1120, 5, -6 {2}, 0, R, *19~35, 1
1300, BLDG, 1130, -7 {2}, H13

1300, BLDG, 1152, -7 {2}, H14

1300, BLDG, 1175, -7 {2}, H15
1300,CT, 1187, 5, -6 {2}, 0, R, *19~35, 1
1300, PED, 100, 20, 4, -2{2}, F, *1~10
1300, PED, 88,20, 4, 2{1}, B, *1~10
1300, PED, 90,20, 4, 2{1}, F, *1~10
1350, V, 0, 252, 5, 0, *18~35

1350, V, 0, 276, 5, 0, *18~35

1350, V, 0, 288, 5, 0, *18~35

1400, V, 0, 252, 5, 0, *18~35

1400, V, 0, 276, 5, 0, *18~35

1400, V, 0, 288, 5, 0, *18~35

1400, BLDG, 1002, 7 {1}, H16

1400, BLDG, 1034, 7 {1}, B5

1400, BLDG, 1062, 7 {1}, H7
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1400, BLDG, 1093, 7 {1}, H8

1400, BLDG, 1124, 7 {1}, H9

1400, BLDG, 1147, 7 {1}, H10
1400,CT, 1159, 5, 6 {1}, 0, L, *19~35, 1
1400, BLDG, 1170, 7 {1}, B4

1400, BLDG, 1197, 7 {1}, H11

1500, BLDG, 1002, -7 {2}, H16

1500, BLDG, 1034, -7 {2}, B5

1500, BLDG, 1062, -7 {2}, H7

1500, BLDG, 1093, -7 {2}, H8
1500,CT, 1112, 5, -6 {2}, 0, R, *19~35, 1
1500, BLDG, 1124, -7 {2}, H9

1500, BLDG, 1147, -7 {2}, H10

1500, BLDG, 1170, -7 {2}, B4

1500, BLDG, 1197, -7 {2}, H11

1500, PED, 100,20, 4,-2{2}, F, *1~10
1500, PED, 88, 20, 4, 2{1}, B, *1~10
1500, PED, 90, 20, 4, 2{1}, F, *1~10
1500, BLDG, 1000, 0 {1}, U6, 0

1500, PED, 1000, 0, 0, -0.5{1} R,*1~8
1500, SIGN, 100, 280, C:\STISIM\Data\EuroSigns\E_PedXing.3ds
1550, BLDG, 1100, 0 {2}, U6, 0

1550, PED, 1100, 0, 0, 0.5{2} L, 2
1550, PED, 1100, 0, 0, 0.5{2} L, 3
1600, BLDG, 1034, 7 {1}, H2

1600,CT, 1044, 5, 6 {1}, 0, L, *19~35, 1
1600, BLDG, 1058, 7 {1}, H3

1600, BLDG, 1081, 7 {1}, H4

1600, BLDG, 1098, 7 {1}, H5

1600, BLDG, 1113, 7 {1}, B14

1600, BLDG, 1130, 7 {1}, H13

1600, BLDG, 1152, 7 {1}, H14

1600, BLDG, 1175, 7 {1}, H15

1600, BLDG, 1202, 7 {1}, H16

1600, PED, 193, 3{22}, 3, -1{1},R,*4
1600, PED, 190, 3{22}, 3, -1{1},R,*1
1700, BLDG, 1034, -7 {2}, H2

1700, BLDG, 1058, -7 {2}, H3

1700, BLDG, 1081, -7 {2}, H4

1700, BLDG, 1098, -7 {2}, H5
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1700, BLDG, 1113, -7 {2}, B1

1700,CT, 1120, 5, -6 {2}, 0, R, *19~35, 1

1700, BLDG, 1130, -7 {2}, H13

1700, BLDG, 1152, -7 {2}, H14

1700, BLDG, 1175, -7 {2}, H15

1700,CT, 1187, 5, -6 {2}, 0, R, *19~35, 1

1700, BLDG, 1202, -7 {2}, H16
1700,1,2,100,0,4,0

1700,1,0,300,0,2,2,0

1767.33972279235, ROAD, 3, 3,2,1,1, 3,3, .12,
.12,19.8122402879568,0,0,0,1.8,0,1.8,0,1.5,0,1.5, 0
1800, V, 0, 252, 5, 0, *18~35

1800, V, 0, 276, 5, 0, *18~35

1800, V, 0, 288, 5, 0, *18~35

1800, BLDG, 1052, 7 {1}, U4

1800, PED, 100, 20, 4,-2{2},F, *1~10

1800, PED, 88, 20, 4,2{1}, B, *1~10

1800, PED, 90, 20, 4, 2{1}, F, *1~10

1800,CT, 200, 5, 10 {1}, 15,L,9,1

1800,CT, 200, 5, 30 {1}, 20, R, *19~35, 1
1800,CT, 200, 5, 150 {1}, 20, R, *47~51;7;-49, 1
1808.84803691969, ROAD, 3, 3,2,1, 1, 3, 3, .12, .12,19.8122402879568, -1,-1, 0,1.8,0,1.8,
0,1.5,0,1.5, 0, 0,0,
C:\STISIM\Data\Textures\Grass08.Jpg,25,C:\STISIM\Data\Textures\Road07.Jpg,12,C:\STISIM\D
ata\Textures\Grass08.Jpg,25

1950, V, 0, 252, 5, 0, *18~35

1950, V, 0, 276, 5, 0, *18~35

1950,V, 0, 288, 5, 0, *19~27, 25{4}, -4.5{1}, 20, 1.25, 2350{14}, -4.5{1}, 35,5
1967.33972279235, ROAD, 3, 3,2,1,1, 3, 3, .12,
.12,19.8122402879568,0,0,0,1.8,0,1.8,0,1.5,0,1.5, 0
2000, TBox, 980, -15, 300, 7, 150

2000, TBox, 980, 10, 300, 7, 150

2000,A, *5, 400, 1.9{2}, *18~35

2000, PED, 100, 20, 4,-2{2}, F, *1~10

2000, PED, 88, 20, 4, 2{1}, B, *1~10

2000, PED, 90, 20, 4,2{1},F, *1~10

2000, BLDG, 1382, 7 {1}, G3

2000, BLDG, 1400, 7 {1}, S2

2000, BLDG, 1427, 7 {1}, S1

2000, BLDG, 1463, 7 {1}, S3
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2000, BLDG, 1497, 7 {1}, S4
2000, BLDG, 1519, 7 {1}, B1
2000, BLDG, 1539, 7 {1}, G6
2000, BLDG, 1560, 7 {1}, G3
2008.84803691969, ROAD, 3, 3,2, 1, 1, 3, 3, .12, .12,19.8122402879568, -1,-1, 0,1.8,0,1.8,
0,1.5,0,1.5, 0, 0,0,
C:ASTISIM\Data\Textures\Grass08.Jpg,25,C:\STISIM\Data\Textures\Road07.Jpg,12,C:\STISIM\D
ata\Textures\Grass08.Jpg,25
2050, V, 0, 252, 5, 0, *18~35
2050, V, 0, 276, 5, 0, *18~35
2050, V, 0, 288, 5, 0, *18~35
2050, V, 0, 300, -1.5{1}, 0, 56
2100, V, 0, 252, 5, 0, *18~35
2100, V, 0, 276, 5, 0, *18~35
2100, Vv, 0, 288, 5, 0, *18~35
2150, V, 0, 252, 5, 0, *18~35
2150, V, 0, 276, 5, 0, *18~35
2150, V, 0, 288, 5, 0, *18~35
2200, V, 0, 252, 5, 0, *18~35
2200, V, 0, 276, 5, 0, *18~35
2200, V, 0, 288, 5, 0, *18~35
2300, V, 0, 252, 5, 0, *18~35
2300, V, 0, 276, 5, 0, *18~35
2300, V, 0, 288, 5, 0, *18~35
2350, V, 0, 252, 5, 0, *18~35
2350, V, 0, 276, 5, 0, *18~35
2350, V, 0, 288, 5, 0, *18~35
2400, BLDG, 963, -7 {2}, G26
2400, BLDG, 1005, -7 {2}, G34
2400, BLDG, 1045, -7 {2}, G32
2400, BLDG, 1071, -7 {2}, S11
2500, BLDG, 1000, -7 {23}, S6
2500, BLDG, 1032, -7 {2}, S3
2500, BLDG, 1060, -7 {2}, G11
2500, BLDG, 1090, -7 {2}, G10
2500, BLDG, 1186, -7 {2}, G16
2500, BLDG, 1299, -7 {2}, G17
2500, BLDG, 1344, -7 {2}, B13
2500, BLDG, 1356, -7 {2}, B14
2500, BLDG, 1368, -7 {2}, B15
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2500, BLDG, 1383, -7 {2}, B9

2600, BLDG, 1042, 7 {1}, G16

2600, BLDG, 1142, 7 {1}, G38

2600, BLDG, 1181, 7 {1}, S17

2800, JBAR, 328.08, 338.08, 333.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 338.08, 348.08, 343.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 348.08, 358.08, 353.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 358.08, 368.08, 363.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 368.08, 378.08, 373.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 378.08, 388.08, 383.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 388.08, 398.08, 393.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 398.08, 408.08, 403.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 408.08, 418.08, 413.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 418.08, 428.08, 423.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 428.08, 438.08, 433.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 438.08, 448.08, 443.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 448.08, 458.08, 453.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 458.08, 468.08, 463.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 468.08, 478.08, 473.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 478.08, 488.08, 483.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 488.08, 498.08, 493.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 498.08, 508.08, 503.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 508.08, 518.08, 513.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 518.08, 528.08, 523.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 528.08, 538.08, 533.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 538.08, 548.08, 543.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 548.08, 558.08, 553.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 558.08, 568.08, 563.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 568.08, 578.08, 573.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 578.08, 588.08, 583.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 588.08, 598.08, 593.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 598.08, 608.08, 603.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 608.08, 618.08, 613.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 618.08, 628.08, 623.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 628.08, 638.08, 633.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 638.08, 648.08, 643.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 648.08, 658.08, 653.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 658.08, 668.08, 663.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 668.08, 678.08, 673.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 678.08, 688.08, 683.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
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2800, JBAR, 688.08, 698.08, 693.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 698.08, 708.08, 703.08,-9.514319, 0,-9.514319,-9.514319, 10,0, 0
2800, JBAR, 708.08, 718.08, 713.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 718.08, 728.08, 723.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 728.08, 738.08, 733.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 738.08, 748.08, 743.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 748.08, 758.08, 753.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 758.08, 768.08, 763.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 768.08, 778.08, 773.08,-9.514319, 0,-9.514319,-9.514319, 10,0, 0
2800, JBAR, 778.08, 788.08, 783.08,-9.514319, 0,-9.514319,-9.514319, 10,0, 0
2800, JBAR, 788.08, 798.08, 793.08,-9.514319, 0,-9.514319,-9.514319, 10,0, 0
2800, JBAR, 798.08, 808.08, 803.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 808.08, 818.08, 813.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 818.08, 828.08, 823.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 828.08, 838.08, 833.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 838.08, 848.08, 843.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 848.08, 858.08, 853.08,-9.514319, 0,-9.514319,-9.514319, 10,0, 0
2800, JBAR, 858.08, 868.08, 863.08,-9.514319, 0,-9.514319,-9.514319, 10,0, 0
2800, JBAR, 868.08, 878.08, 873.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 878.08, 888.08, 883.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 888.08, 898.08, 893.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 898.08, 908.08, 903.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 908.08, 918.08, 913.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 918.08, 928.08, 923.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 928.08, 938.08, 933.08,-9.514319, 0,-9.514319,-9.514319, 10,0, 0
2800, JBAR, 938.08, 948.08, 943.08,-9.514319, 0,-9.514319,-9.514319, 10,0, 0
2800, JBAR, 948.08, 958.08, 953.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 958.08, 968.08, 963.08,-9.514319, 0,-9.514319,-9.514319, 10,0, 0
2800, JBAR, 968.08, 978.08, 973.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 978.08, 988.08, 983.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 988.08, 998.08, 993.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 998.08, 1008.08, 1003.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1008.08, 1018.08, 1013.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1018.08, 1028.08, 1023.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1028.08, 1038.08, 1033.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1038.08, 1048.08, 1043.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1048.08, 1058.08, 1053.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1058.08, 1068.08, 1063.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1068.08, 1078.08, 1073.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1078.08, 1088.08, 1083.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
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2800, JBAR, 1088.08, 1098.08, 1093.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1098.08, 1108.08, 1103.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1108.08, 1118.08, 1113.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1118.08, 1128.08, 1123.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1128.08, 1138.08, 1133.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1138.08, 1148.08, 1143.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1148.08, 1158.08, 1153.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1158.08, 1168.08, 1163.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1168.08, 1178.08, 1173.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1178.08, 1188.08, 1183.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1188.08, 1198.08, 1193.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1198.08, 1208.08, 1203.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1208.08, 1218.08, 1213.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1218.08, 1228.08, 1223.08,-9.5143109, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1228.08, 1238.08, 1233.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1238.08, 1248.08, 1243.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1248.08, 1258.08, 1253.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1258.08, 1268.08, 1263.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1268.08, 1278.08, 1273.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1278.08, 1288.08, 1283.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1288.08, 1298.08, 1293.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1298.08, 1308.08, 1303.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1308.08, 1318.08, 1313.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1318.08, 1328.08, 1323.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1328.08, 1338.08, 1333.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1338.08, 1348.08, 1343.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1348.08, 1358.08, 1353.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1358.08, 1368.08, 1363.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1368.08, 1378.08, 1373.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1378.08, 1388.08, 1383.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1388.08, 1398.08, 1393.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1398.08, 1408.08, 1403.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1408.08, 1418.08, 1413.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1418.08, 1428.08, 1423.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1428.08, 1438.08, 1433.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1438.08, 1448.08, 1443.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1448.08, 1458.08, 1453.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1458.08, 1468.08, 1463.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1468.08, 1478.08, 1473.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1478.08, 1488.08, 1483.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
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2800, JBAR, 1488.08, 1498.08, 1493.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1498.08, 1508.08, 1503.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1508.08, 1518.08, 1513.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1518.08, 1528.08, 1523.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1528.08, 1538.08, 1533.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1538.08, 1548.08, 1543.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1548.08, 1558.08, 1553.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1558.08, 1568.08, 1563.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1568.08, 1578.08, 1573.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1578.08, 1588.08, 1583.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1588.08, 1598.08, 1593.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1598.08, 1608.08, 1603.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1608.08, 1618.08, 1613.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1618.08, 1628.08, 1623.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1628.08, 1638.08, 1633.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, JBAR, 1638.08, 1648.08, 1643.08,-9.514319, 0,-9.514319,-9.514319, 10, 0, 0
2800, BLDG, 1013, 7 {1}, S16

2800, BLDG, 1048, 7 {1}, S14

2800, BLDG, 1077, 7 {1}, S13

2800, BLDG, 1101, 7 {1}, B4

2800, BLDG, 1134, 7 {1}, G13

2800, BLDG, 1130, -7 {2}, G17

2800, BLDG, 1235, -7 {2}, G23

2800, BLDG, 1340, -7 {2}, G19

2850, V, 0, 640, 5, 0, *18~35

2850, V/, 0, 691, 5,0, 3

2900, JBAR, 328.08, 338.08, 333.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0

2900, JBAR, 338.08, 348.08, 343.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0

2900, JBAR, 348.08, 358.08, 353.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0

2900, JBAR, 358.08, 368.08, 363.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0

2900, JBAR, 368.08, 378.08, 373.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0

2900, JBAR, 378.08, 388.08, 383.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0

2900, JBAR, 388.08, 398.08, 393.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0

2900, JBAR, 398.08, 408.08, 403.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0

2900, JBAR, 408.08, 418.08, 413.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0

2900, JBAR, 418.08, 428.08, 423.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0

2900, JBAR, 428.08, 438.08, 433.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0

2900, JBAR, 438.08, 448.08, 443.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0

2900, JBAR, 448.08, 458.08, 453.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0

2900, JBAR, 458.08, 468.08, 463.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
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2900, JBAR, 468.08, 478.08, 473.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 478.08, 488.08, 483.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 488.08, 498.08, 493.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 498.08, 508.08, 503.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 508.08, 518.08, 513.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 518.08, 528.08, 523.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 528.08, 538.08, 533.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 538.08, 548.08, 543.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 548.08, 558.08, 553.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 558.08, 568.08, 563.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 568.08, 578.08, 573.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 578.08, 588.08, 583.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 588.08, 598.08, 593.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 598.08, 608.08, 603.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 608.08, 618.08, 613.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 618.08, 628.08, 623.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 628.08, 638.08, 633.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 638.08, 648.08, 643.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 648.08, 658.08, 653.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 658.08, 668.08, 663.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 668.08, 678.08, 673.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 678.08, 688.08, 683.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 688.08, 698.08, 693.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 698.08, 708.08, 703.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 708.08, 718.08, 713.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 718.08, 728.08, 723.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 728.08, 738.08, 733.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 738.08, 748.08, 743.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 748.08, 758.08, 753.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 758.08, 768.08, 763.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 768.08, 778.08, 773.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 778.08, 788.08, 783.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 788.08, 798.08, 793.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 798.08, 808.08, 803.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 808.08, 818.08, 813.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 818.08, 828.08, 823.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 828.08, 838.08, 833.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 838.08, 848.08, 843.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 848.08, 858.08, 853.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 858.08, 868.08, 863.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
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2900, JBAR, 868.08, 878.08, 873.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 878.08, 888.08, 883.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 888.08, 898.08, 893.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 898.08, 908.08, 903.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 908.08, 918.08, 913.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 918.08, 928.08, 923.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 928.08, 938.08, 933.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 938.08, 948.08, 943.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 948.08, 958.08, 953.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 958.08, 968.08, 963.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 968.08, 978.08, 973.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 978.08, 988.08, 983.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 988.08, 998.08, 993.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 998.08, 1008.08, 1003.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1008.08, 1018.08, 1013.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1018.08, 1028.08, 1023.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1028.08, 1038.08, 1033.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1038.08, 1048.08, 1043.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1048.08, 1058.08, 1053.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1058.08, 1068.08, 1063.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1068.08, 1078.08, 1073.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1078.08, 1088.08, 1083.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1088.08, 1098.08, 1093.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1098.08, 1108.08, 1103.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1108.08, 1118.08, 1113.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1118.08, 1128.08, 1123.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1128.08, 1138.08, 1133.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1138.08, 1148.08, 1143.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1148.08, 1158.08, 1153.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1158.08, 1168.08, 1163.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1168.08, 1178.08, 1173.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1178.08, 1188.08, 1183.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1188.08, 1198.08, 1193.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1198.08, 1208.08, 1203.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1208.08, 1218.08, 1213.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1218.08, 1228.08, 1223.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1228.08, 1238.08, 1233.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1238.08, 1248.08, 1243.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1248.08, 1258.08, 1253.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1258.08, 1268.08, 1263.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
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2900, JBAR, 1268.08, 1278.08, 1273.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1278.08, 1288.08, 1283.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1288.08, 1298.08, 1293.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1298.08, 1308.08, 1303.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1308.08, 1318.08, 1313.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1318.08, 1328.08, 1323.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1328.08, 1338.08, 1333.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1338.08, 1348.08, 1343.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1348.08, 1358.08, 1353.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1358.08, 1368.08, 1363.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1368.08, 1378.08, 1373.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1378.08, 1388.08, 1383.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1388.08, 1398.08, 1393.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1398.08, 1408.08, 1403.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1408.08, 1418.08, 1413.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1418.08, 1428.08, 1423.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1428.08, 1438.08, 1433.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1438.08, 1448.08, 1443.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1448.08, 1458.08, 1453.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1458.08, 1468.08, 1463.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1468.08, 1478.08, 1473.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1478.08, 1488.08, 1483.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1488.08, 1498.08, 1493.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1498.08, 1508.08, 1503.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1508.08, 1518.08, 1513.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1518.08, 1528.08, 1523.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1528.08, 1538.08, 1533.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1538.08, 1548.08, 1543.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1548.08, 1558.08, 1553.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1558.08, 1568.08, 1563.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1568.08, 1578.08, 1573.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1578.08, 1588.08, 1583.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1588.08, 1598.08, 1593.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1598.08, 1608.08, 1603.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1608.08, 1618.08, 1613.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1618.08, 1628.08, 1623.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1628.08, 1638.08, 1633.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
2900, JBAR, 1638.08, 1648.08, 1643.08, 19.6848, 0, 19.6848, 19.6848, 10, 0, 0
3000, C,0, 100, 400, 100, -.0040

3000,A, *5, 400, 1.9{2}, *18~35
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3000, BLDG, 1030, 7 {1}, G18
3000, BLDG, 1178, 7 {1}, G15
3000, BLDG, 1265, 7 {1}, G26
3000, V, 0, 585, 5, 0, *18~35
3000, V, 0, 640, 5, 0, *18~35
3000, V, 0, 552, 5, 0, *18~35
3000, V, 0, 576, 5, 0, *18~35
3000, V, 0, 691, 5, 0, 3
3100,1,0,1000,0,2,2,0

3100, V, 0, 585, 5, 0, 43

3100, V, 0, 640, 5, 0, *18~35
3100, V, 0, 552, 5, 0, *18~35
3100, V, 0, 576, 5, 0, *18~35
3100, V, 0, 691, 5, 0, 3

3200, BLDG, 1003, -7 {2}, G29
3200, BLDG, 1044, -7 {2}, G39
3200, BLDG, 1098, -7 {2}, G23
3200, BLDG, 1155, -7 {2}, G22
3200, BLDG, 1207, -7 {2}, G33
3200, BLDG, 1256, -7 {2}, G1
3200, BLDG, 1275, -7 {2}, B6
3200, BLDG, 1294, -7 {2}, S14
3200, V, 0, 585, 5, 0, *18~35
3200, V, 0, 640, 5, 0, 44

3200, V, 0, 552, 5, 0, *18~35
3200, V, 0, 576, 5, 0, *18~35
3200, V, 0, 691, 5,0, 3

3300, BLDG, 1028, 7 {1}, S5
3300, BLDG, 1056, 7 {1}, S6
3300, BLDG, 1081, 7 {1}, S7
3300, BLDG, 1103, 7 {1}, S8
3300, BLDG, 1125, 7 {1}, S9
3300, BLDG, 1153, 7 {1}, S10
3300, BLDG, 1190, 7 {1}, G12
3300, V, 0, 585, 5, 0, *18~35
3300, V, 0, 640, 5, 0, *18~35
3300, V, 0, 552, 5, 0, *18~35
3300, V, 0, 576, 5, 0, 45

3300, V, 0, 683, 5, 0, 45

3300, V, 0, 690, 5, 0, 3
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3400, BLDG, 1030, 7 {1}, S1

3400, BLDG, 1058, 7 {1}, S2

3400, BLDG, 1086, 7 {1}, S13

3400, BLDG, 1122, 7 {1}, S14

3400, BLDG, 1154, 7 {1}, S17

3400, BLDG, 1184, 7 {1}, S5

3400, BLDG, 1209, 7 {1}, S2

3400, BLDG, 1229, 7 {1}, S8

3400, BLDG, 1259, 7 {1}, S1

3400, BLDG, 1287, 7 {1}, S2

3500,A, *5, 400, 1.9{2}, *18~35
3500,V, *-3, 200, -4.5{1}, 1, 4, 5000{14}, -4.5{1}, *17, 1
3500, PED, 100, 20, 4,-2{2}, F, *1~10
3500, PED, 88,20, 4, 2{1}, B, *1~10
3500, PED, 90, 20, 4, 2{1}, F, *1~10
3500, BLDG, 1000, 0 {1}, U6, 0

3500, BLDG, 1215, 7 {1}, S13

3500, BLDG, 1244, 7 {1}, B13

3500, BLDG, 1256, 7 {1}, B14

3500, BLDG, 1268, 7 {1}, B15

3500, BLDG, 1283, 7 {1}, B9

3500, BLDG, 1019, -7 {2}, S15

3500, BLDG, 1046, -7 {2}, S16

3500, BLDG, 1077, -7 {2}, S17

3500, BLDG, 1101, -7 {2}, B4

3500, BLDG, 1118, -7 {2}, B1

3500, BLDG, 1139, -7 {2}, B5

3500, BLDG, 1164, -7 {2}, B7

3500, V, 0, 585, 5, 0, *18~35

3500, V, 0, 640, 5, 0, 43

3500, V, 0, 552, 5, 0, 58

3500, V, 0, 576, 5, 0, *18~35

3500, V, 0, 690, 5, 0, 3

3550, BLDG, 1100, 0 {2}, U6, 0

3550, PED, 1100, 0, 0, 0.5{2}L, 3

3550, PED, 1100, 0, 0, 0.5{2},L, 7

3600, PED, 100, 20, 4,-2{2}, F, *1~10
3600, PED, 88,20, 4, 2{1}, B, *1~10
3600, PED, 90, 20, 4, 2{1}, F, *1~10
3700, PED, 100, 20, 4,-2{2}, F, *1~10
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3700,V 0, 585, 5, 0, *43~45;1~4, 25{4}, -4.5{1}, 25, 1.25, 4450{14}, -4.5{1}, 35, 3, 5500{14}, -
4.5{1}, %20, 3

3700, BLDG, 1130, 7 {1}, G17

3700, BLDG, 1183, 7 {1}, S17

3700, BLDG, 1207, 7 {1}, S2

3700, BLDG, 1229, 7 {1}, S6

3700, BLDG, 1257, 7 {1}, S10

3700, BLDG, 1289, 7 {1}, S11

3700, BLDG, 1316, 7 {1}, S12

3700, BLDG, 1340, 7 {1}, S13

3700, BLDG, 1370, 7 {1}, S6

3700, BLDG, 1000, -7 {2}, S2

3700, BLDG, 1027, -7 {2}, S1

3700, BLDG, 1063, -7 {2}, S3

3700, BLDG, 1097, -7 {2}, S4

3700, BLDG, 1119, -7 {2}, B1

3700, BLDG, 1139, -7 {2}, G6

3700, BLDG, 1160, -7 {2}, G3

3700, V, 0, 640, 5, 0, *18~35

3800, PED, 88,20, 4, 2{1}, B, *1~10
3800, PED, 90,20, 4, 2{1}, F, *1~10
3900, PED, 88,20, 4,2{1}, B, *1~10
3900, PED, 90,20, 4, 2{1}, F, *1~10
3900, BLDG, 1042, -7 {2}, G16

3900, BLDG, 1142, -7 {2}, G38

3900, BLDG, 1181, -7 {2}, S17

3900, V, 0, 552, 5, 0, *18~35

3900, V, 0, 560, 5, 0, *18~35

3900, V, 0, 568, 5, 0, *18~35

3900, V, 0, 576, 5, 0, 45

3900, V, 0, 684, 5,0, 3

4000,A, *5, 400, 1.9{2}, *18~35

4000, PED, 90, 20, 4, -2{2}, F, *1~10
4000, PED, 90,20, 4,-15{2},F, 11
4000,CT, 100, 5, 9 {1}, 20, R, *19~35, 1
4000,CT, 100, 5, 25 {1}, 20, R, *19~35, 1
4000,CT, 100, 5, 400 {1}, 20, R, *19~35, 1
4067.33972279235, ROAD, 3, 3,2, 1, 1, 3, 3, .12,
12,19.8122402879568,0,0,0,1.8,0,1.8,0,1.5,0,1.5, 0
4100, PED, 100, 20, 4,-2{2}, F, *1~10
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4100, PED, 88,20, 4,2{1}, B, *1~10
4100, PED, 90, 20, 4,2{1},F,*1~10
4100, BLDG, 1003, 7 {1}, G29

4100, BLDG, 1044, 7 {1}, G39

4100, BLDG, 1098, 7 {1}, G23

4100, BLDG, 1155, 7 {1}, G22

4100, BLDG, 1207, 7 {1}, G33

4100, BLDG, 1256, 7 {1}, G1

4100, BLDG, 1275, 7 {1}, B6

4100, BLDG, 1294, 7 {1}, S14

4100, BLDG, 1013, -7 {2}, S16

4100, BLDG, 1048, -7 {2}, S14

4100, BLDG, 1077, -7 {2}, S13

4100, BLDG, 1101, -7 {2}, B7

4100, BLDG, 1134, -7 {2}, G13

4100, V, 0, 585, 5, 0, *18~35

4100, V, 0, 640, 5, 0, 43
4108.84803691969, ROAD, 3,3, 2,1, 1, 3,3, .12, .12,19.8122402879568, -1,-1, 0,1.8,0,1.8,
0,1.5,0,15,0, 0,0,
C:\STISIM\Data\Textures\Grass08.Jpg,25,C:\STISIM\Data\Textures\Road07.Jpg,12,CASTISIM\D
ata\Textures\Grass08.Jpg,25

4200,A, *5, 400, 1.9{2}, *18~35

4200, PED, 100, 20, 4,-2{2}, F, *1~10
4200, PED, 88,20, 4,2{1}, B, *1~10
4200, PED, 90, 20, 4,2{1},F, *1~10
4300, PED, 100, 20, 4,-2{2}, F, *1~10
4300, BLDG, 1030, -7 {2}, G14

4300, BLDG, 1178, -7 {2}, G15

4300, BLDG, 1265, -7 {2}, G26

4300, V, 0, 552, 5, 0, 58

4300, V, 0, 576, 5, 0, *18~35

4300, V, 0, 691, 5, 0, 3

4400, PED, 88,20, 4,2{1}, B, *1~10
4400, PED, 90, 20, 4,2{1},F, *1~10
4400, BLDG, 1019, 7 {1}, S15

4400, BLDG, 1046, 7 {1}, S16

4400, BLDG, 1077, 7 {1}, S17

4400, BLDG, 1101, 7 {1}, B4

4400, BLDG, 1118, 7 {1}, B1

4400, BLDG, 1139, 7 {1}, B5
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4400, BLDG, 1164, 7 {1}, B7

4500, C,0, 50, 500, 50, .0040

4500,A, 25, 400, 1.9{2}, 56

4500, PED, 100, 20, 4,-2{2}, F, *1~10
4500, PED, 88,20, 4,2{1}, B, *1~10
4500, PED, 90, 20, 4, 2{1}, F, *1~10
4500, BLDG, 1000, 0 {1}, U6, 0

4500, PED, 1000, 0, 0, -0.5{1},R,*1~8
4500, V, 0, 536, 5, 0, *18~35

4500, V, 0, 548, 5, 0, *18~35

4500, V, 0, 560, 5, 0, *18~35

4500, V, 0, 572, 5, 0, *18~35

4500, V, 0, 585, 5, 0, *18~35

4500, V, 0, 640, 5, 0, *18~35

4500, V, 0, 655, 5, 0, *18~35

4550, BLDG, 1100, 0 {2}, U6, 0

4550, PED, 1100, 0, 0, 0.5{2},L, 1
4600, PED, 100, 20, 4,-2{2}, F, *1~10
4600, PED, 88,20, 4,2{1}, B, *1~10
4600, PED, 90, 20, 4, 2{1}, F, *1~10
4600, BLDG, 1028, -7 {2}, S5

4600, BLDG, 1056, -7 {2}, S6

4600, BLDG, 1081, -7 {2}, S7

4600, BLDG, 1103, -7 {2}, S8

4600, BLDG, 1125, -7 {2}, S9

4600, BLDG, 1153, -7 {2}, S10

4600, BLDG, 1178, -7 {2}, G5

4600, BLDG, 1014, 7 {1}, H7

4600, BLDG, 1034, 7 {1}, H2

4600,CT, 1044, 5, 6 {1}, 0, L, *19~35, 1
4600, BLDG, 1058, 7 {1}, H3

4600, BLDG, 1081, 7 {1}, H4

4600, BLDG, 1098, 7 {1}, H5

4600, BLDG, 1113, 7 {1}, B14

4600, BLDG, 1130, 7 {1}, H13

4600, BLDG, 1152, 7 {1}, H14

4600, BLDG, 1175, 7 {1}, H15
4600,CT, 1187, 5, 6 {1}, 0, L, *19~35, 1
4700, PED, 100, 20, 4,-2{2}, F, *1~10
4700, V, 0, 552, 5, 0, *18~35
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4700, V, 0, 576, 5, 0, 45

4700, V, 0, 691, 5, 0, 3

4750,PED, 400, 50{4}, 3, 7, -3, *1~8, L, 6
4800, PED, 88,20, 4,2{1}, B, *1~10
4800, PED, 90, 20, 4, 2{1}, F, *1~10
4800, BLDG, 1002, 7 {1}, H16

4800, BLDG, 1034, 7 {1}, B5

4800, BLDG, 1062, 7 {1}, H7

4800, BLDG, 1093, 7 {1}, H8

4800, BLDG, 1124, 7 {1}, H9

4800, BLDG, 1147, 7 {1}, H10
4800,CT, 1159, 5, 6 {1}, 0, L, *19~35, 1
4800, BLDG, 1170, 7 {1}, H10

4800, BLDG, 1197, 7 {1}, H11

4800, BLDG, 1034, -7 {2}, B5

4800, BLDG, 1062, -7 {2}, H7

4800, BLDG, 1093, -7 {2}, H8
4800,CT, 1112, 5, -6 {2}, 0, R, *19~35, 1
4800, BLDG, 1124, -7 {2}, H9

4800, BLDG, 1147, -7 {2}, H10

4800, BLDG, 1170, -7 {2}, B4

4800, BLDG, 1197, -7 {2}, H11

4900, PED, 100, 20, 4,-2{2}, F, *1~10
4900, PED, 88,20, 4,2{1}, B, *1~10
4900, PED, 90, 20, 4, 2{1}, F, *1~10
4900, V, 0, 585, 5, 0, *18~35

4900, V, 0, 640, 5, 0, 43

5000,A, *5, 400, 1.9{2}, *18~35

5000, PED, 100, 20, 4,-2{2}, F, *1~10
5000, PED, 88,20, 4,2{1}, B, *1~10
5000, PED, 90, 20, 4, 2{1}, F, *1~10
5000, BLDG, 1034, 7 {1}, H2

5000, BLDG, 1058, 7 {1}, H3

5000, BLDG, 1081, 7 {1}, H4

5000, BLDG, 1098, 7 {1}, H5

5000, BLDG, 1113, 7 {1}, B1

5000, BLDG, 1130, 7 {1}, H13

5000, BLDG, 1152, 7 {1}, H14

5000, BLDG, 1175, 7 {1}, H15
5000,CT, 1187, 5, 6 {1}, 0, L, *19~35, 1
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5000, BLDG, 1034, -7 {2}, H2

5000, BLDG, 1058, -7 {2}, H3

5000, BLDG, 1081, -7 {2}, H4

5000, BLDG, 1098, -7 {2}, H5

5000, BLDG, 1113, -7 {2}, B1

5000, BLDG, 1130, -7 {2}, H13

5000, BLDG, 1152, -7 {2}, H14

5000, BLDG, 1175, -7 {2}, H15

5100, PED, 100, 20, 4,-2{2}, F, *1~10
5100, PED, 88,20, 4, 2{1}, B, *1~10
5100, PED, 90,20, 4, 2{1}, F, *1~10
5100, V, 0, 552, 5, 0, *18~35

5100, V, 0, 576, 5, 0, *18~35

5200, PED, 100, 20, 4,-2{2}, F, *1~10
5200, BLDG, 1002, 7 {1}, H16

5200, BLDG, 1034, 7 {1}, B5

5200, BLDG, 1062, 7 {1}, H7

5200, BLDG, 1093, 7 {1}, H8

5200, BLDG, 1124, 7 {1}, H9

5200, BLDG, 1147, 7 {1}, H10
5200,CT, 1159, 5, 6 {1}, 0, L, *19~35, 1
5200, BLDG, 1170, 7 {1}, H6

5200, BLDG, 1197, 7 {1}, H11

5200, BLDG, 1220, 7 {1}, H4

5200, BLDG, 1237, 7 {1}, H5

5200, BLDG, 1252, 7 {1}, B14

5200, BLDG, 1269, 7 {1}, H13

5200, BLDG, 1002, -7 {2}, H16
5200,CT, 1017, 5, -6 {2}, 0, R, *19~35, 1
5200, BLDG, 1034, -7 {2}, B5

5200, BLDG, 1062, -7 {2}, H7

5200, BLDG, 1093, -7 {2}, H8
5200,CT, 1112, 5, -6 {2}, 0, R, *19~35, 1
5200, BLDG, 1124, -7 {2}, H9

5200, BLDG, 1147, -7 {2}, H10

5200, BLDG, 1170, -7 {2}, B7

5200, BLDG, 1197, -7 {2}, H11

5200, BLDG, 1220, -7 {2}, H4

5200, BLDG, 1237, -7 {2}, H5

5200, BLDG, 1252, -7 {2}, B15
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5200, BLDG, 1269, -7 {2}, H13

5200, V, 0, 585, 5, 0, *18~35

5200, V, 0, 640, 5, 0, *18~35

5250, V, 0, 552, 5, 0, *18~35

5250, V, 0, 576, 5, 0, *18~35

5250, V, 0, 691, 5, 0, 3\

5300, PED, 88,20, 4,2{1}, B, *1~10
5300, PED, 90, 20, 4,2{1}, F, *1~10
5300, V, 0, 552, 5, 0, *18~35

5300, V, 0, 576, 5, 0, *18~35

5350, V, 0, 691, 5, 0, 3

5400, PED, 100, 20, 4,-2{2}, F, *1~10
5400, PED, 88,20, 4,2{1}, B, *1~10
5400, PED, 90, 20, 4,2{1}, F, *1~10
5500, PED, 100, 20, 4,-2{2}, F, *1~10
5500, PED, 88,20, 4,2{1}, B, *1~10
5500, PED, 90, 20, 4, 2{1}, F, *1~10
5500, BLDG, 1000, 0 {1}, U6, 0

5500, SIGN, 100, 280, C:\STISIM\Data\EuroSigns\E_PedXing.3ds
5500, BLDG, 1000, 7 {1}, H1

5500, BLDG, 1034, 7 {1}, H2

5500,CT, 1044, 5, 6 {1}, 0, L, *19~35, 1
5500, BLDG, 1058, 7 {1}, H3

5500, BLDG, 1081, 7 {1}, H4

5500, BLDG, 1098, 7 {1}, H5

5500, BLDG, 1113, 7 {1}, B1

5500,CT, 1120, 5, 6 {1}, 0, L, *19~35, 1
5500, BLDG, 1130, 7 {1}, H13

5500, BLDG, 1152, 7 {1}, H14

5500, BLDG, 1175, 7 {1}, H15

5500, BLDG, 1000, -7 {2}, H1

5500, BLDG, 1034, -7 {2}, H2

5500, BLDG, 1058, -7 {2}, H3

5500, BLDG, 1081, -7 {2}, H4

5500, BLDG, 1098, -7 {2}, H5
5500,CT, 1107, 5, -6 {2}, 0, R, *19~35, 1
5500, BLDG, 1113, -7 {2}, B1

5500, BLDG, 1130, -7 {2}, H13

5500, BLDG, 1152, -7 {2}, H14

5500, BLDG, 1175, -7 {2}, H15
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5550, BLDG, 1100, 0 {2}, U6, 0

5600, PED, 100, 20, 4,-2{2}, F,*1~10

5600, PED, 88,20, 4,2{1}, B, *1~10

5600, PED, 90, 20, 4, 2{1}, F, *1~10
5600,1,2,200,0,4,0

5600, PED, 190, 50{4}, 3, 1{1},-3,3, L, 6

5600, PED, 187, 52{4}, 3, 1{1},-3,6, L, 6

5700, PED, 100, 20, 4,-2{2}, F, *1~10

5700, BLDG, 1002, 7 {1}, H16

5700, BLDG, 1034, 7 {1}, B5

5700, BLDG, 1062, 7 {1}, H7

5700, BLDG, 1093, 7 {1}, H8

5700, BLDG, 1124, 7 {1}, H9

5700, BLDG, 1147, 7 {1}, H10

5700,CT, 1159, 5, 6 {1}, 0, L, *19~35, 1

5700, BLDG, 1170, 7 {1}, B4

5700, BLDG, 1197, 7 {1}, H11

5700, BLDG, 1034, -7 {2}, H2

5700, BLDG, 1058, -7 {2}, H3

5700, BLDG, 1081, -7 {2}, H4

5700, BLDG, 1098, -7 {2}, H5

5700, BLDG, 1113, -7 {2}, B1

5700,CT, 1120, 5, -6 {2}, 0, R, *19~35, 1

5700, BLDG, 1130, -7 {2}, H13

5700, BLDG, 1152, -7 {2}, H14

5700, BLDG, 1175, -7 {2}, H15
5767.33972279235, ROAD, 3, 3,2,1, 1, 3, 3, .12,
.12,19.8122402879568,0,0,0,1.8,0,1.8,0,1.5,0,1.5, 0
5800, PED, 88, 20, 4, 2{1}, B, *1~10

5800, PED, 90, 20, 4, 2{1}, F, *1~10
5808.84803691969, ROAD, 3,3, 2,1, 1, 3, 3, .12, .12,19.8122402879568, -1,-1, 0,1.8,0,1.8,
0,1.5,0,1.5, 0, 0,0,
C:\STISIM\Data\Textures\Grass08.Jpg,25,C:\STISIM\Data\Textures\Road07.Jpg,12,C\STISIM\D
ata\Textures\Grass08.Jpg,25

5850, V, 13, 300, -2.25{1}, 0, 53

5900, PED, 100, 20, 4,-2{2}, F, *1~10

5900, PED, 88, 20, 4, 2{1}, B, *1~10

5900, PED, 90, 20, 4, 2{1}, F, *1~10

5900, BLDG, 1034, 7 {1}, H2

5900, BLDG, 1058, 7 {1}, H3
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5900, BLDG, 1081, 7 {1}, H4

5900, BLDG, 1098, 7 {1}, H5

5900, BLDG, 1113, 7 {1}, B1

5900,CT, 1120, 5, 6 {1}, 0, L, *19~35, 1
5900, BLDG, 1130, 7 {1}, H13

5900, BLDG, 1152, 7 {1}, H14

5900, BLDG, 1175, 7 {1}, H15

5900,CT, 1187, 5, 6 {1}, 0, L, *19~35, 1
5900, BLDG, 1002, -7 {2}, H16
5900,CT, 1017, 5, -6 {2}, 0, R, *19~35, 1
5900, BLDG, 1034, -7 {2}, B5

5900, BLDG, 1062, -7 {2}, H7

5900, BLDG, 1093, -7 {2}, H8

5900,CT, 1112, 5, -6 {2}, 0, R, *19~35, 1
5900, BLDG, 1124, -7 {2}, H9

5900, BLDG, 1147, -7 {2}, H10

5900, BLDG, 1170, -7 {2}, B4

5900, BLDG, 1197, -7 {2}, H11

6000, ROAD, 35,2,1,2,1,3,3,.12, .12, 150, -1,-1, 0,1.8,0,1.8, 0,1.5,0,1.5, 0, 0,0,
C:\STISIM\Data\Textures\Grass08.Jpg,25,C:\STISIM\Data\Textures\Road07.Jpg,12,CASTISIM\D
ata\Textures\Grass08.Jpg,25

6000, PED, 100, 20, 4,-2{2},F, *1~10
6000, PED, 88, 20, 4,2{1}, B, *1~10
6000, PED, 90, 20, 4, 2{1}, F, *1~10
6100, PED, 100, 20, 4,-2{2}, F, *1~10
6100, PED, 88,20, 4,2{1}, B, *1~10
6100, PED, 90, 20, 4, 2{1}, F, *1~10
6100, BLDG, 1002, 7 {1}, H16

6100, BLDG, 1034, 7 {1}, B5

6100, BLDG, 1062, 7 {1}, H7

6100, BLDG, 1093, 7 {1}, H8

6100, BLDG, 1124, 7 {1}, H9

6100, BLDG, 1147, 7 {1}, H10

6100,CT, 1159, 5, 6 {1}, 0, L, *19~35, 1
6100, BLDG, 1170, 7 {1}, H6

6100, BLDG, 1197, 7 {1}, H11

6100, BLDG, 1034, -7 {2}, H2

6100, BLDG, 1058, -7 {2}, H3

6100, BLDG, 1081, -7 {2}, H4

6100, BLDG, 1098, -7 {2}, H5
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6100, BLDG, 1113, -7 {2}, B1
6100,CT, 1120, 5, -6 {2}, 0, R, *19~35, 1
6100, BLDG, 1130, -7 {2}, H13

6100, BLDG, 1152, -7 {2}, H14

6100, BLDG, 1175, -7 {2}, H15

6100, BLDG, 1202, -7 {2}, H16

6200, PED, 100, 20, 4,-2{2}, F, *1~10
6300,A, *5, 400, 2.50{2}, *18~35

6300, PED, 88,20, 4, 2{1}, B, *1~10
6300, PED, 90, 20, 4, 2{1}, F, *1~10
6300, BLDG, 1034, 7 {1}, H2

6300, BLDG, 1058, 7 {1}, H3

6300, BLDG, 1081, 7 {1}, H4

6300, BLDG, 1098, 7 {1}, H5

6300, BLDG, 1113, 7 {1}, B14
6300,CT, 1120, 5, 6 {1}, 0, L, *19~35, 1
6300, BLDG, 1130, 7 {1}, H13

6300, BLDG, 1152, 7 {1}, H14

6300, BLDG, 1175, 7 {1}, H15
6300,CT, 1187, 5, 6 {1}, 0, L, *19~35, 1
6300, BLDG, 1202, 7 {1}, H16

6300, BLDG, 1034, -7 {2}, H2

6300, BLDG, 1058, -7 {2}, H3

6300, BLDG, 1081, -7 {2}, H4

6300, BLDG, 1098, -7 {2}, H5

6300, BLDG, 1113, -7 {2}, B15

6300, BLDG, 1130, -7 {2}, H13

6300, BLDG, 1152, -7 {2}, H14

6300, BLDG, 1175, -7 {2}, H15

6400, PED, 100, 20, 4,-2{2}, F, *1~10
6400, PED, 88, 20, 4, 2{1}, B, *1~10
6400, PED, 90, 20, 4, 2{1}, F, *1~10
6500,A, *5, 400, 2.50{2}, *18~35

6500, BLDG, 1000, 0 {1}, U6, 0

6500, BLDG, 1034, 7 {1}, H2

6500, BLDG, 1058, 7 {1}, H3

6500, BLDG, 1081, 7 {1}, H4

6500, BLDG, 1098, 7 {1}, H5

6500, BLDG, 1113, 7 {1}, B1

6500, BLDG, 1130, 7 {1}, H13



6500, BLDG, 1152, 7 {1}, H14

6500, BLDG, 1175, 7 {1}, H15

6500, BLDG, 1034, -7 {2}, H2

6500, BLDG, 1058, -7 {2}, H3

6500, BLDG, 1081, -7 {2}, H4

6500, BLDG, 1098, -7 {2}, H5
6500,CT, 1107, 5, -6 {2}, 0, R, *19~35, 1
6500, BLDG, 1113, -7 {2}, B15

6500, BLDG, 1130, -7 {2}, H13

6500, BLDG, 1152, -7 {2}, H14

6500, BLDG, 1175, -7 {2}, H15

6550, BLDG, 1100, 0 {2}, U6, 0

6550, PED, 1100, 0, 0, 0.5{2},L, 6
6550, PED, 1100, 0, 0, 0.5{2},L, 4
6700, BLDG, 1034, 7 {1}, H2

6700,CT, 1044, 5, 6 {1}, 0, L, *19~35, 1
6700, BLDG, 1058, 7 {1}, H3

6700, BLDG, 1081, 7 {1}, H4

6700, BLDG, 1098, 7 {1}, H5

6700, BLDG, 1113, 7 {1}, B14

6700, BLDG, 1130, 7 {1}, H13

6700, BLDG, 1152, 7 {1}, H14

6700, BLDG, 1175, 7 {1}, H15
6700,CT, 1187, 5, 6 {1}, 0, L, *19~35, 1
6700, BLDG, 1002, -7 {2}, H16

6700, BLDG, 1034, -7 {2}, B5

6700, BLDG, 1062, -7 {2}, H7

6700, BLDG, 1093, -7 {2}, H8
6700,CT, 1112, 5, -6 {2}, 0, R, *19~35, 1
6700, BLDG, 1124, -7 {2}, H9

6700, BLDG, 1147, -7 {2}, H10

6700, BLDG, 1170, -7 {2}, H6

6700, BLDG, 1197, -7 {2}, H11

6900, BLDG, 1002, 7 {1}, H16

6900, BLDG, 1034, 7 {1}, B5

6900, BLDG, 1062, 7 {1}, H7

6900, BLDG, 1093, 7 {1}, H8

6900, BLDG, 1124, 7 {1}, H9

6900, BLDG, 1147, 7 {1}, H10
6900,CT, 1159, 5, 6 {1}, 0, L, *19~35, 1



6900, BLDG, 1170, 7 {1}, B4

6900, BLDG, 1197, 7 {1}, H11

6900, BLDG, 1034, -7 {2}, H2

6900, BLDG, 1058, -7 {2}, H3

6900, BLDG, 1081, -7 {2}, H4

6900, BLDG, 1098, -7 {2}, H5

6900, BLDG, 1113, -7 {2}, B1

6900,CT, 1120, 5, -6 {2}, 0, R, *19~35, 1
6900, BLDG, 1130, -7 {2}, H13

6900, BLDG, 1152, -7 {2}, H14

6900, BLDG, 1175, -7 {2}, H15
6900,CT, 1187, 5, -6 {2}, 0, R, *19~35, 1
6900, BLDG, 1202, -7 {2}, H16

7000,A, *5, 400, 2.50{2}, *18~35

7000, PED, 100, 20, 4,-2{2}, F, *1~10
7000, PED, 88,20, 4, 2{1}, B, *1~10
7000, PED, 90, 20, 4, 2{1}, F, *1~10
7100, PED, 100, 20, 4,-2{2}, F, *1~10
7100, PED, 88,20, 4, 2{1}, B, *1~10
7100, PED, 90, 20, 4, 2{1}, F, *1~10
7100, BLDG, 1034, 7 {1}, H2

7100,CT, 1044, 5, 6 {1}, 0, L, *19~35, 1
7100, BLDG, 1058, 7 {1}, H3

7100, BLDG, 1081, 7 {1}, H4

7100, BLDG, 1098, 7 {1}, H5

7100, BLDG, 1113, 7 {1}, B14

7100, BLDG, 1130, 7 {1}, H13

7100, BLDG, 1152, 7 {1}, H14

7100, BLDG, 1175, 7 {1}, H15
7100,CT, 1187, 5, 6 {1}, 0, L, *19~35, 1
7100, BLDG, 1202, 7 {1}, H16

7100, BLDG, 1034, -7 {2}, H2

7100, BLDG, 1058, -7 {2}, H3

7100, BLDG, 1081, -7 {2}, H4

7100, BLDG, 1098, -7 {2}, H5

7100, BLDG, 1113, -7 {2}, B15
7100,CT, 1120, 5, -6 {2}, 0, R, *19~35, 1
7100, BLDG, 1130, -7 {2}, H13

7100, BLDG, 1152, -7 {2}, H14

7100, BLDG, 1175, -7 {2}, H15
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7100,CT, 1187, 5, -6 {2}, 0, R, *19~35, 1
7200, PED, 100, 20, 4,-2{2}, F, *1~10
7200, PED, 88,20, 4,2{1}, B, *1~10
7200, PED, 90,20, 4,2{1}, F, *1~10
7300, PED, 100, 20, 4,-2{2}, F, *1~10
7300, PED, 88,20, 4,2{1}, B, *1~10
7300, PED, 90, 20, 4, 2{1}, F, *1~10
7300, BLDG, 1034, 7 {1}, H2

7300,CT, 1044, 5, 6 {1}, 0, L, *19~35, 1
7300, BLDG, 1058, 7 {1}, H3

7300, BLDG, 1081, 7 {1}, H4

7300, BLDG, 1098, 7 {1}, H5

7300, BLDG, 1113, 7 {1}, B1

7300, BLDG, 1130, 7 {1}, H13

7300, BLDG, 1152, 7 {1}, H14

7300, BLDG, 1175, 7 {1}, H15

7300, BLDG, 1002, -7 {2}, H16

7300, BLDG, 1034, -7 {2}, B5

7300, BLDG, 1062, -7 {2}, H7

7300, BLDG, 1093, -7 {2}, H8
7300,CT, 1112, 5, -6 {2}, 0, R, *19~35, 1
7300, BLDG, 1124, -7 {2}, H9
7300,CT, 1135, 5, -6 {2}, 0, R, *19~35, 1
7300, BLDG, 1147, -7 {2}, H10

7300, BLDG, 1170, -7 {2}, H6

7300, BLDG, 1197, -7 {23, H11

7400, PED, 100, 20, 4,-2{2}, F, *1~10
7500,A, *5, 400, 2.50{2}, *18~35

7500, PED, 88,20, 4,2{1}, B, *1~10
7500, PED, 90, 20, 4, 2{1}, F, *1~10
7500, BLDG, 1000, 0 {1}, U6, 0

7500, BLDG, 1002, 7 {1}, H16

7500, BLDG, 1034, 7 {1}, B5

7500, BLDG, 1062, 7 {1}, H7

7500, BLDG, 1093, 7 {1}, H8

7500, BLDG, 1124, 7 {1}, H9

7500, BLDG, 1147, 7 {1}, H10
7500,CT, 1159, 5, 6 {1}, 0, L, *19~35, 1
7500, BLDG, 1170, 7 {1}, H6

7500, BLDG, 1197, 7 {1}, H11
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7500, BLDG, 1034, -7 {2}, H2

7500, BLDG, 1058, -7 {2}, H3

7500, BLDG, 1081, -7 {2}, H4

7500, BLDG, 1098, -7 {2}, H5

7500, BLDG, 1113, -7 {2}, B15
7500,CT, 1120, 5, -6 {2}, 0, R, *19~35, 1
7500, BLDG, 1130, -7 {2}, H13

7500, BLDG, 1152, -7 {2}, H14

7500, BLDG, 1175, -7 {2}, H15
7500,CT, 1187, 5, -6 {2}, 0, R, *19~35, 1
7500, BLDG, 1202, -7 {2}, H16

7550, BLDG, 1100, 0 {2}, U6, 0

7550, PED, 1100, 0, 0, 0.5{2},L, 8

7550, PED, 1100, 0, 0, 0.5{2},L, 2

7600, PED, 100, 20, 4,-2{2}, F, *1~10
7650, ROAD, 35,2,1,1,1,3,3,.12,.12,0,-1,-1,0,1.8,0,1.8, 0,1.5,0,1.5, 0, 0,0,
C:ASTISIM\Data\Textures\Grass08.Jpg,25,C:\STISIM\Data\Textures\Road07.Jpg,12,C:\STISIM\D
ata\Textures\Grass08.Jpg,25

7700, PED, 88,20, 4,2{1}, B, *1~10
7700, PED, 90, 20, 4, 2{1}, F, *1~10
7700, BLDG, 1034, 7 {1}, H2

7700, BLDG, 1058, 7 {1}, H3

7700, BLDG, 1081, 7 {1}, H4

7700, BLDG, 1098, 7 {1}, H5

7700, BLDG, 1113, 7 {1}, B14

7700, BLDG, 1130, 7 {1}, H13

7700, BLDG, 1152, 7 {1}, H14

7700, BLDG, 1175, 7 {1}, H15

7700,CT, 1187, 5, 6 {1}, 0, L, *19~35, 1
7700, BLDG, 1202, 7 {1}, H16

7700, BLDG, 1034, -7 {2}, H2

7700, BLDG, 1058, -7 {2}, H3

7700, BLDG, 1081, -7 {2}, H4

7700, BLDG, 1098, -7 {2}, H5

7700, BLDG, 1113, -7 {2}, B15

7700, BLDG, 1130, -7 {2}, H13

7700, BLDG, 1152, -7 {2}, H14

7700, BLDG, 1175, -7 {2}, H15
7700,CT, 1187, 5, -6 {2}, 0, R, *19~35, 1
7700, BLDG, 1202, -7 {2}, H16
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7800, PED, 100, 20, 4,-2{2}, F, *1~10
7800, PED, 88,20, 4, 2{1}, B, *1~10
7800, PED, 90, 20, 4, 2{1}, F, *1~10
7900, BLDG, 1034, 7 {1}, H2

7900, BLDG, 1058, 7 {1}, H3

7900, BLDG, 1081, 7 {1}, H4

7900, BLDG, 1034, -7 {2}, H2

7900, BLDG, 1058, -7 {2}, H3

7900, BLDG, 1081, -7 {2}, H4

8000, TREE, 30, 0, *1~18, 10 {0}, 35 {0}, 0
8000,A, *5, 400, 2.50{2}, *18~35
8500,A, *5, 400, 2.50{2}, *18~35

8500, BLDG, 1000, 0 {1}, U6, 0

8500, PED, 1000, 0, 0, -0.5{1},R,*1~8
8500, ESAV

8500, ES
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F. DEBRIEFING FORM

Katilim Sonras Bilgilendirme Formu

Bu arastirma, daha &nce de belirtildigi gibi, ODTU Psikoloji boliimii Trafik
ve Ulasim Psikolojisi doktora programi 6grencisi Ozgiin Ozkan tarafindan Prof. Dr.

Tiirker Ozkan danismanliginda yiiriitiilmektedir.

Arastirmanin amaci, farkli iceriklere sahip trafik gilivenligi ile ilgili olan
videolarin siirlicii davranislari iizerinde, videoyu hemen izledikten sonra ve iki hafta
gectikten sonraki etkileri arasinda farklilasma olup olmadiginin incelenmesidir.
Bununla beraber, s6z konusu videolar1 izleyen katilimcilarin gruplar arasi
karsilastirilmas1 yapilarak, video igerigine bagl olasi farklilagmanin incelenmesi

calismanin bir diger amacidir.

Bu ¢alismadan elde edilecek bilgiler, sadece bilimsel arastirma ve yazilarda
kullanilacaktir. Caligmanin saglikli ilerleyebilmesi ve giivenilir bulgular elde
edilebilmesi adina, calismanin igerigi ile ilgili detaylart diger kisilerle

paylasmamanizi dileriz.

Calismamiza katildiginiz i¢in tekrar tesekkiir ederiz.

Aragtirma ile ilgili daha fazla bilgi almak i¢in arastirmacilarla iletisime

gecebilirsiniz.
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H. TURKISH SUMMARY / TURKCE OZET

Giris

Hiz yapmalk, tarih boyunca siiriiciiler tarafindan eglenceli ve keyif veren bir davranig
olarak nitelendirilmistir. Ozellikle gen¢ siiriiciiler, hiz yapma davramsini diger
siiriiciilere “havali ve giicli” araglariyla gosteris yapmanin bir yolu olarak
degerlendirmektedirler (Thomas ve dig., 2007). Bununla birlikte hiz yapmanin
seyahat siiresini kisaltarak siiriiciiye zaman kazandirma gibi bazi1 avantajlar1 da
vardir (Berry ve dig., 2011). Hiz, bu tiir ¢ekici goriinen bazi 6zellikleri sebebiyle
ozellikle geng siiriiciilerin trafik kazalarinda 6liimiine en ¢ok sebebiyet veren ve tiim
yol kullanicilari i¢in ciddi bir tehdit olusturan, degisime direngli bir risk faktori
olarak karsimiza ¢ikmaktadir (Elvik, 2010). Bu yiizden yol giivenligini artirmak
adma hiz yonetimine odaklanmak gereklidir. Karar vericiler ve uygulayicilar bu
amacgla yol smiflandirmast yapmak, hiz limiti belirlemek, yollar1 daha diisiik
hizlarda seyahat etmeye yonelik diizenlemek ve siiriicli davranisini degistirmeye
yonelik miidahalelerde bulunmak gibi farkli araglarla asir1 hiz davraniginin 6niine
geemeye caligmaktadirlar. Bu calismada da miidahale 6gelerinden biri olan yol
giivenligi kampanyalarinin siiriicli davranisi iizerine etkisi incelenmistir. Bu noktada
insan davranisina daha yakindan bakmak siiriicii davranigini da anlamak adina

Onemlidir.
Siiriiciiliikte Insan Faktorii

Insan faktorii, trafik kazalarma direkt olarak sebebiyet verebilen en dnemli 6ge
olarak karsimiza c¢ikmaktadir. insan faktorii ile cevre ve arag faktorleri ve bu
ogelerin etkilesimleri de kazaya sebebiyet verebilmektedir (Lewin, 1982). Diger pek
cok siiriicii davranis1 gibi, hiz tercihi de insan faktoriiyle birlikte sekillenmektedir
ve yol giivenligini saglamak adina sik¢a galisilmaktadir (Evans, 1991; Fuller, 2005;
Pécher ve dig., 2011). Bu yiizden hiz yapma odaginda siiriicii davranisi bu

calismanin temel ¢iktis1 olarak ele alinmustir.
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Reason ve digerlerinin (1990) smiflandirmasina gore, siiriiciilerin yollarda
sergiledikleri giivenli olmayan davramislar niyet temelinde birbirinden
ayrilmaktadir. Bu baglamda diisiiniildiigiinde de hiz yapmanin niyetli sergilenen bir
tir “ihlal” davranig1 oldugu goriilmektedir. Bununla birlikte geng siiriiciiler genel
olarak ihlallerin olumsuz sonuglar1 hakkinda daha az endise etmektedirler ya da
tehlikenin daha az farkindadirlar. Bu kisiler, siiriiciiliik becerilerini sergilemek adina
daha fazla glidiilenmislerdir bu sebeple ihlallere karsi koymakta da zorlanirlar
(Parker ve dig., 1992a). Geng siiriiciileri, daha yasl siiriiciilere kiyasla daha riskli
bir yere koyan bu bulgular, geng siiriiciilerin trafik ortamindaki davranislarinin
aragtiritlmasi gerekliligini dogurmustur (Laapotti ve dig., 2001; Mesken, ve dig.,
2002; Ozkan, ve dig., 2006c; Reason ve dig., 1990; Vassallo ve dig., 2007).

Hiz Yapma Davranisi

Hiz yapma davranis1 karmasik ve ¢cok nedenlidir ve zamanla trafikte problem bir
davranis haline gelmistir (Elvik, 2010; Laapotti ve dig., 2001; Vassallo ve dig.,
2007). Daha once de bahsedildigi gibi, hiz yapmanin olumlu gibi goriinen yanlari
her ne kadar daha kolay fark edilebilir olsa da bu davranigin riskleri siiriiciiler
tarafindan g6z ardi edilmektedir (Elvik, 2010). Bu sebeple ¢ogu siiriicii hiz
limitlerinin tizerinde ara¢ kullanmaya devam etmektedir. Hiz yapmak sadece kaza
yapma olasiligini arttirmakla kalmayip, gerceklesen kazalardaki oliim ve ciddi
yaralanma oranlarini da arttirmaktadir (Avrupa Komisyonu, 2021; Truelove ve dig.,
2017).

Bahsedilen tiim risklere ragmen siiriiciiler yine de gidecekleri yere zamaninda
varabilmek, daha fazla zaman kazanabilmek ve hiz yapmanin hissettirdigi olumlu
duygular sebebiyle hiz limitlerini agmaya devam etmektedirler. Ayrica, yol
standartlarindaki ve araglardaki iyilestirmeler de bireylerin daha hizli arag
kullanmalarina sebep olabilmektedir (Berry ve dig., 2011; Mesken ve dig., 2002).
Bu noktadan bakildiginda hiz yapma davranisinin farkli yonlerden tartisilabilecek
pek ¢ok sebebi bulunmaktadir. Bu sebepleri tanimlamak ve bir araya getirmek adina
Berry ve digerleri (2011) siiriiciilerin hiz yapma sebeplerini ve hiz yapmanin
sonuglarin1 bir araya getiren bir diyagram olusturmuslardir (Bkz. Sekil 2). Bu
diyagramda siiriiclilerin hiz yapmasi ile ilgili onciiller siiriicii temelli nedensel

faktorler (kiltiir, davranig ve kisi) ve cevre temelli nedensel faktorler (yol
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dinamikleri, arag¢ sistemleri ve kontrolleri) olarak iki ayri temel baslik altinda
incelenmistir. Bu ¢alismada temel olarak insan faktoriine odaklanildigindan, siirticti
temelli nedensel faktorler daha detayli bir bigimde ele alinmustir.

Kisi temelli faktorler demografik 6zellikler, kisilik 6zellikleri ve bilgi isleme olarak
ii¢ ayr1 alt baslik altinda incelenebilir. I1k olarak, demografik dzelliklerin siiriiciilerin
hiz yapma davranmisinda betimleyici bir rol oynadig: sdylenebilir. Ornegin farkli
iilkelerde yapilan baz1 ¢aligmalar, erkek siiriiciilerin kadin siirticiilere kiyasla daha
fazla ihlal yaptiklarin1 ve kazaya dahil olma sikliklarinin da kadinlardan daha fazla
oldugunu rapor etmislerdir (Orn., Constantinou ve dig., 2011; Elvik, 2010; Ozkan
ve Lajunen, 2006a; Ozkan ve dig., 2006c). Ayrica, cinsiyetin hiz yapma
davranisinin gii¢lii bir yordayicisi oldugu belirlenmistir. Yine beklenen sekilde,
erkekler siiriicii tarafindan hiz yapilmasini kabul etmeye daha meyillidirler (Berry
ve dig., 2011; Cordellieri ve dig., 2016; Truelove ve dig., 2017).

Stirticiilerin yasinin da hiz yapma davraniginin giiclii bir yordayicist oldugu
gorilmektedir. Yapilan ¢alismalara gore geng siirliciilerin, yash siiriiciilere kiyasla
kazaya karisma oranlar1 2,5 kat daha fazladir. Bununla birlikte az ya da ¢ok bu iki
grubun kaza ozellikleri de bazi farkliliklara sahiptir. Ornegin geng siiriiciiler hiz
limitini asma ve kontrol kaybi igeren kazalara daha fazla karismaktadir (Clarke ve
dig., 2002). Ayrica yas ve siirliciiniin ara¢ kullanma sikligi, hiz cezalarinin bir
yordayicisidir. Araba kullanma siklig1 fazla olan geng siiriiciiler genellikle hiz
limitini agsmak sebebiyle ceza almaktadirlar (Mesken ve dig., 2002). Bununla
birlikte hi1z yapmak geng siiriiciiler tarafindan “haval1 ve tercih edilir” bir davranis
olarak degerlendirilmektedir ve bu siiriiciiler sadece yalnizken degil, baska
yolcularin varliginda da hiz limitlerini asmaya egilimlidirler (Simons-Morton ve
dig., 2005). Tiim bu bulgular bir arada degerlendirildiginde geng siiriiciiler arasinda
en sik goriilen ihlal davranisinin hiz yapmak oldugu (Clarke ve dig., 2002) ve geng
stiriiciilerin hiz limitlerini daha ¢ok astiklar1 goriilmektedir (Moller ve Haustein,
2014; Ozkan ve dig., 2006; Williams ve dig., 2006). Bu ¢alisma da hiz yapma
davranisi temelinde geng siirliciilere odaklanmaktadir ¢iinkii bu siirliciiler riskleri
daha az ciddiye alma egilimindedirler. Ayn1 zamanda, kendi siiriiciiliik becerilerini
de oldugundan daha iyi degerlendirirler (De Craen ve dig., 2011; Elvik, 2010;
Stimer ve dig., 2006).
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Kisilik 6zelliklerinin etkisi de riskli siiriiciilik baglaminda incelenen bir konudur
clinkli baz1 kisilik 6zellikleri, o 6zellige sahip siiriiciiyii trafikte daha riskli hale
getirebilmektedir. Ornegin ara¢ kullanmak uyarilma, heyecan, hiz ve rekabet
arzusunu tatmin eder ve yiiksek heyecan arama diizeyine sahip siiriiciiler i¢in uygun
bir ortam olusturur (Hennessy, 2011). Tahmin edilebilecegi gibi, yiiksek heyecan
arama diizeyi hiz yapma gibi tehlikeli davraniglara yol a¢ip dolayl da olsa kazalara
sebep olabilmektedir (Siimer, 2003; Schwebel ve dig., 2006). Constantinou ve
digerlerinin (2011) ¢aligmasinda da diirtiiselligin hiz yapma davranis1 gibi siradan
ihlallerle iligkili oldugu bulgulanmistir. Benzer sekilde, disinhibisyon, odiile
duyarlilik da trafik ihlalleri ve alinan cezalarla iliskilidir. EK olarak, 6fke, diismanca
davraniglar gibi davranis ortintiileri de riskli siiriiciiliikle iligkilidir (Schwebel, ve
dig., 2006).

Son olarak, hangi bilginin nasil islendigi de siiriicli davranisinin sekillenmesinde
onemli bir rol oynar. Siiriiciiler, ¢esitli tiirdeki bilgileri farkli diizeylerde islerler ve
stirlis tarzlarini, yeteneklerini, ilgili riskleri géz onilinde bulundurarak yapacaklari
eylemleri farkli sekillerde diizenlerler. Sonu¢ olarak bu siire¢ siiriiciilerin
davraniglarini, dolayisiyla hizlarin1 ve buna bagl sonuglar sekillendirir (Berry ve
dig., 2011; Shinar, 2017). Ayrica insanlar genel olarak bilgiyi islemek ve buna tepki
vermek i¢in zamana ihtiyac duyarlar. Yiiksek hizlarda siiriiciiler davranislarina karar
verebilmek i¢in daha fazla zamana ihtiya¢ duyacagindan, hiz arttiginda kazadan

kaginmak daha zor hale gelir (van Schagen ve dig., 2018).

Siiriiciilerin diger davraniglar1 da trafikteki riskli durumlara sebep olabilen bir
faktordiir. Siiriicliler hizlarini radyoyu karistirmak, telefonla ya da diger yolcularla
konusmak, bir seyler yemek ve icmek gibi dikkat dagitic1 faktorlerin karmasikligina
gore ayarlarlar. Bu tiir kritik dikkat dagiticilar siiriiclinlin dikkatini birincil gorev
olan siirlisten ayirmalarina sebep olur. Bu durum da kiginin siiriis performansini
olumsuz yonde etkileyebilir ve kisi hem kendini hem de diger yol kullanicilarim
tehlikeye atmis olur (Berry ve dig., 2011). Aragtirmalar geng siiriictilerin dikkat
daginikligina bagli bu tiir kazalara, yagsl siirtiiciilere oranla daha sik dahil olduklarini
gostermistir (NCSA, 2017; Schroeder ve dig., 2018).

Bireylerin i¢inde bulunduklar kiiltiir de diyagramin bir baska parcasidir. Siirticiiler,
yollar1 paylasan bir toplulugun tiyeleridirler. Siiriictiliik, kisilerin kendi siiriisleri ve

diger striiciiler hakkindaki degerlendirmelerini igerir. Bu sebeple her bir birey
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icinde bulunduklar1 ve diger yol kullanicilarini, sosyal normlari ve trafik kurallarini
iceren bu sosyal ortamdan etkilenir (Lonero, 2007; Zaidel, 1992). Ornegin iginde
bulunulan kiiltiiriin inang ve diisiince kaliplar1 kisilerin karar verme siireglerini ve
risk algilarin etkiler. Ayrica fayda ve zararla ilgili tutum ve inanclar da stirticiilerin
davranis kararlarini etkileyebilir (Ward, 2007). Forward ve digerleri (2010), hiz ile
ilgili pozitif tutumlarin hiz yapma davranisinin yordayicisi oldugunu ve hiz
yapmaya istekli olan siirliciilerin varilacak yere daha erken gitmek, eglenceli bir
slirlis deneyimi gibi daha pozitif 6geleri 6n plana ¢ikardiklarini ortaya koymuslardir.
Son olarak, farkli trafik kiiltlirtine sahip iilkelerin sosyal baglamlar1 da kisilerin
stiriis stillerini ve hiz yapma davranis1 hakkindaki tutumlarini farkli derecelerde
etkilemektedir (Lonero, 2007; Nordfjern ve dig., 2014; Wallén Warner, 2009; Ward
ve dig., 2010).

Sonug olarak hiz yapma davranisini etkileyen faktorler genis bir yelpazede ve ¢ok
cesitli olarak karsimiza ¢ikmaktadir. Kuskusuz kanuni uygulama ve yaptirimlar hiz
yapma egilimini azaltan etkili miidahalelerdir (Hoekstra ve Wegman, 2011; Zhao
ve dig., 2019). Ancak siiriicii davranisinin ardindaki psikolojik faktorler daha
belirgin hale gelirse, hiz yapma davranisinda degisikliklere yol acabilecek daha
giivenilir ve etkili miidahaleler olusturulabilir. Cesitli medya kanallarinda gdsterilen
trafik glivenligi ile ilgili kampanyalar siiriiclilerin konu hakkindaki tutum ve
diistincelerini degistirmede etkilidir (Stead ve dig., 2005). Ancak bu kampanyalarin
icerikleri, etkililikleri baglaminda dikkatli bir sekilde olusturulmalidir.

Yol Giivenliginde Davranis Degisikligi

Miidahalenin etkililigi, tasarimcilarin 6zellikle iizerinde durmasi gereken temel
faktordiir. Bu sebeple, miidahalenin igerigi ve kullanilacak teknigi belirlemek
kritiktir. Aragtirmacilar, yol giivenligi kuruluslar1 ve topluluklar riskli davranigi
degistirmeye yonelik olan bu miidahaleler i¢in birlikte galisirlar. Farkli faktorleri
hedef alarak davranis degisimine yonelik miidahaleler olusturulurken ¢esitli teoriler
ve davranig modelleri kullanilir (Fylan ve Stradling, 2014; Ulleberg ve dig., 2009).
Fakat bu teoriler, davranis degisikligine giderken hangi psikolojik yapilarin ele
alimmas1 gerektigi konusunda yol gosterirken, bu yapilarin nasil ele alinacagi
konusundaki rehberlikleri yetersiz kalir. Bu sebeple miidahalelerin davranisi nasil

degistirmeyi amagladig1 konusu dikkat ¢ekici bir hale gelmistir (Fylan ve Stradling,
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2014). Abraham ve Michie (2008) standardizasyon ve tanimlamalar olmadan
etkililige katkida bulunan miidahale tekniklerini belirlemenin zor oldugunu
vurgulamiglar ve bu sorunu ¢ézmek icin miidahalelerin icerigini tanimlayan bir
siiflandirma olusturmuglardir. Daha sonra Fylan ve Strandling (2014) tarafindan
sO6z konusu davranis degistirme teknikleri geng siiriiciilere uyarlanmistir. Genel
olarak bakildiginda, en ¢ok kullanilan teknigin kazalarin olumsuz ¢iktilarinm
vurgulamak ile ilgili oldugu goriilmektedir (Delhomme ve dig., 2009; Fylan ve
Stradling, 2014; Ulleberg ve dig., 2009). Bu teknikler geng siiriiciileri istenmeyen
davraniglarin fiziksel, psikolojik ve finansal sonuglari ve riskleri hakkinda
bilgilendirmeyi amagclar. Bu noktada kitle iletisim araglar1 lizerinden yiiriitiilen
kampanyalarin yol giivenligini artirmada énemli bir rolii oldugu goriilmektedir. Bu
nedenle bir karayolu giivenligi kampanyasmin etkililigini hangi unsurlarin
tyilestirdigini ve gelecekteki kampanyalarin nasil daha etkili olabilecegini anlamak

onemlidir (Delhomme ve dig., 2009; Vaa ve dig., 2009; Wundersitz ve dig., 2010).
Yol Giivenligi Kampanyalari

Yol giivenligi kampanyalari, belirli bir siire icinde ve medya kanallar1 araciligiyla
trafikte kaza riskini azaltmak amaciyla, tiim niifusu ya da belirli bir grup insan1 inang
tutum ve/veya davranis degisikligine yonelik bilgilendirmek, ikna ve motive etmek
amaciyla olusturulan miidahale programlart olarak tanimlanabilir. Bu
kampanyalarin amaclar1 yasalar hakkinda bilgilendirmek, genel olarak bilgi ve
farkindalig1 gelistirmek, sorunlu davranisi degistirmek, giivenli olan davranisi
stirdiirmek ve kazalarin siklik ve siddetini azaltmak olarak siralanabilir (Delhomme
ve dig., 2009; Vaa ve dig., 2009). Diinya genelinde bircok karayolu giivenligi
kampanyasi olmasina ragmen, bunlardan ¢ok az bir kismi resmi ve kapsamli bir
sekilde degerlendirilmistir (Boulanger ve dig., 2007). Ornegin bir meta analiz
calismasi, ozellikle endiistrilesmis tilkelerdeki medya kampanyalarinin genellikle
hiz yapma davranisi1 ve alkollii ara¢ kullanma hakkinda oldugunu, bununla birlikte
bu medya kampanyalarinin kazalar1 azaltmada %9’luk bir etkisi oldugunu ortaya
koymustur (Phillips ve dig., 2011). Yine de bazi raporlar yol giivenligi
kampanyalarinin egitim, mevzuat ve yaptirimlarla kullanildiginda davranis tizerinde
daha etkili oldugunu vurgulamiglardir (Peden ve dig., 2004; Vaa ve dig., 2004; Vaa
ve dig., 2009; Wundersitz ve dig., 2010). Ek olarak, kampanyada verilen mesajin
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icerigi hedef kitlenin 6zelliklerine uyarlanarak ve bu kitleye ulagsmak i¢in farkl
medya araglar1 kullanilarak kampanyanin daha etkili olmasi1 saglanabilmektedir

(Wundersitz ve dig., 2010).

Son olarak, rasyonel igeriklerin yansira duygu igerikli giivenlik kampanyalar1 da
siklikla kullanilmaktadir ¢iinkii duygular davranisin 6nemli bir belirleyicisidir
(Phillips ve dig., 2011; Ulleberg ve dig., 2009). Ozellikle korku icerikli kampanyalar
davranig degistirme amaciyla medya kampanyalarinda siklikla kullanilmaktadir
ancak bunun karayolu giivenliginde kullanilmas:1 tartismali olmaya devam
etmektedir. Korku igerikli bu kampanyalarin etkinligi kesin olmaktan uzak
oldugundan bu caligmada da diger manipiilasyon unsurlar1 ile ayrintili olarak

tartisilmistir.
Yol Giivenligi Kampanyalarinda Olumsuz Duygu I¢erikli Yaklasimlar

Siirticiiler, arag kullanirken pek ¢ok farkli duygu deneyimleyebilirler ve bu durum
ara¢ kullanma bi¢imini etkileyebilir (Pécher ve dig., 2011). Sonug¢ olarak da
duygular sapkin siiriicli davraniglar1 araciligiyla kazalara sebebiyet verebilir. Trafik
giivenligi arastirmacilar1 6zellikle negatif duygularin trafikte tehlikeli davranig
orlintiilerine sebep olmast nedeniyle bu duygularin siiriicii davranisi iizerindeki
etkisine daha fazla odaklanmislardir (Mesken ve dig., 2007; Roidl ve dig., 2014).
Genel olarak olumsuz duygularin agiga ¢ikmasinin siiriiciiye etkisi ve sonuglarini
anlamak 6nemlidir. Bu sebeple bu calismada iki olumsuz duygu (korku ve iiziintii)
ile uyarilmanin siiriiciilerin hiz yapma davranigina ve hiz yapma ile ilgili 6z

bildirimlerine etkisini incelemistir.

Korku, yiiksek diizeyde uyarilmanin eslik ettigi koruyucu davranigi motive eden
duygusal bir durum olarak tanimlanmistir ve davranis degisikligi miidahalelerinde
genis capta kullanilmaktadir (Janis, 1967; Witte, 1996). Bununla birlikte, “korku
cekiciligi”, insanlar1 tutum ve davranislarini degistirerek onlar1 potansiyel tehlike
veya zarardan koruyan eylemlerde bulunmaya motive eden ikna edici mesaj olarak
tamimlanir (Maddux ve Rogers, 1983; Rogers, 1975). Korku ¢ekiciligi igeren
kampanyalar, yolda da riskli davranisi ve dolayisiyla 6lim ve yaralanmalari
azaltmak amaci1 tasirlar. Medyada da bu amacla hazirlanan videolar korku

duygusunu uyandirarak bu hos olmayan duygu durumu ile insanlari riskli durumlara
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kars1 onlem almaya zorlar. Ek olarak, hiz yapma davranigini azaltmaya yonelik
kampanyalar da siiriiciilerin hiz limitlerine uyumlarini artirmak amaciyla daha ¢ok
hiz yapmanin 6liimciil sonuglarini agikca gostermek gibi korku temelli yaklagimlari

kullanirlar (Om., Kaye ve dig., 2016; Lewis ve dig., 2007; Plant ve dig., 2017).

Alan yazinda korku temelli yaklagimlar1 ele alan farkli teoriler bulunmaktadir.
Genel olarak incelendiginde, korku-ikna alan yazinindaki gelismeler, bu iki 6ge
arasindaki karmagsik iligkiyi ve algilanan korkunun degisen dogasmin farkli
modellerde ortaya ¢iktigim gdstermektedir. Ozetle, korku cekiciligini ele alan farkli
modeller bu olgunun belirli durumlarda etkili olabilecegini ve bu temelde bir
miidahale gelistirilirken bir¢ok faktoriin dikkate alinmasi gerektigini ortaya

koymaktadir (Delhomme et al., 2009).

Korku kadar genis kapsamli bir bigimde incelenmemis olsa da yol giivenligi
kampanyalarinda korkuyla da iliskilendirilen diger bir duygu da iiziintiidiir. Uziinti,
ayrilik, bir yakinin 6liimi, bir nesnenin kaybi veya basarisizlik gibi durumlardan
kaynaklanabilecek olumsuz bir duygudur. Bu durum sadece kisinin kendisini degil,
baskalarini da etkileyebilir ve genis bir zaman araligini kapsayabilir. Ayrica insanlar
liziintiiye az yogundan, gbdzyasi ve bagislar gibi ¢ok yoguna dogru farkl
derecelerde tepkiler verebilirler (Rottenberg ve dig., 2002). Bazi arastirmalar,
lizlintii duygusu igeren televizyon programlarmin geng yetiskinler lizerinde yash
yetigskinlerden daha etkili oldugunu gostermistir (Droulers ve dig., 2015). Arag
kullanma baglaminda ¢ok az sayida ¢alisma iiziintiiniin etkisini aragtirmistir. Bu
olumsuz duygu, kiside ruminasyonlara sebep olabilir. Ruminasyon, bireylerin
duygular1 ve sorunlar1 hakkinda tekrarlayici bir diisiinme siirecidir. Bu nedenle bu
tir diisiincelere dalan insanlar herhangi bir islem yapmadan ya da harekete
ge¢meden bu duygulara ve sorunlara takilirlar (Nolen-Hoeksema ve dig., 2008). Bu
bilgiyle tutarli sekilde, Rosenblatt (2004) da calismasinda ara¢ kullanirken yas
siirecinde olmanin etkisini arastirmistir. Bu ¢alismaya katilan siiriiciilerin biiytik
cogunlugu trafikte davraniglarina dair unutkanlik yasadiklarin1 ve ne yaptiklarinin
farkinda olmadiklarini ifade etmislerdir. Son olarak iiziintii, kendine odaklanma ve
ruminasyondan kaynaklanan siiriis kontroliinde bozukluga ve dogal olarak siirliste

bozulmaya yol agabilir (Pécher ve dig., 2009). Uziintiiniin bireyin diisiincelerinde
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ve siiriisiinde yarattig1 bu tiir degisikliklerden dolay1 bu calismada da s6z konusu

olumsuz duygunun etkisi incelenmistir.

Yol Giivenligi Kampanyalarinda Duygusal Bilgilere Kars1 Olgusal (Gercekci)
Bilgiler

Kampanya mesajinin igerigi; kampanyanin amaci, hedef kitlesi, hedeflenen
davranig degisikligi ve giivenli olan davranisin faydalari ile dogrudan iligkili oldugu
icin kampanyanin temel bilesenlerinden biri olarak goriilmektedir (Delhomme ve
dig., 2009). Kampanyanin igerigi duygusal ve olgusal olmayan 6geler ya da bilissel
ve rasyonel Ogeler igerecek sekilde olusturulabilir (Delhomme ve dig., 2009;
Ulleberg ve dig., 2009; Wallén Warner ve Forward, 2016). Rasyonel bilgi 6geleriyle
olusturulan kampanyalar, hedefin davranislarinin neden degistirmesi gerektigine
dair mantikli nedenler sunarlar. Ote yandan duygusal bilgi igeren kampanyalar
duygu ve goriintiileri kullanirlar; diger bir deyisle duygularla “oynarlar”. Kisacasi
her iki sekilde olusturulan yol giivenligi kampanyalari mesaj1 hedef kitleye iletir ve
hedefi giivenli eyleme motive eder (Delhomme ve dig., 2009; Ulleberg ve dig.,
2009; Wallén Warner ve Forward, 2016). Ancak bazi arastirmalar, duygusal
mesajlar kullanildiginda etkinin daha biiyiik olabilecegini gdstermistir (Lewis ve
dig., 2007a; Ulleberg ve dig., 2009). Bu nedenle, duygusal mesajlarin sunulmasi
alicilar i¢in dikkat ¢ekici ve ikna edici olabilir (Ulleberg ve dig., 2009). Bu
calismada da bu muglak durumu aydinlatmaya katkida bulunmak amaciyla hem
duygusal hem de olgusal 6gelerle olusturulan yol giivenligi reklamlari kullanilarak

stiricii davranig1 manipiile edilmistir.
Calismanin Amaci

Karayolu giivenligi kampanyalar1 son yillarda daha yogun sekilde calisilmaya
basladigindan, konu hakkinda eksiklikler ve muglak bilgiler bulunmaktadir. Bu
durum bir yol gilivenligi kampanyasinin nasil etkili olabilecegine dair bilgiyi de
yetersiz kilmaktadir. Bu bilgi yetersizligi kampanyalarin daha etkili bir hale nasil
getirilecegini  belirlemeyi zorlastirmaktadir. Yol gilivenligi kampanyalarinin
degerlendirilmesi, mevcut uygulamalarin (duygusal uyarilmanin kullanilmasi gibi)
eksikliklerini aydinlatabilir ve bu karayolu giivenligi kampanyalarinin etkili olup

olmadigini gérmeye yardimci olabilir (Hoekstra ve Wegman, 2011).
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Alan yazin ile ele alindiginda, mevcut calismanin temel amact duygusal ve olgusal
igerikli yol giivenligi reklamlarinin hiz davranisini ve siiriiciilerin hizlari ile ilgili 6z
bildirimlerini dogrudan etkileyip etkilemedigini belirlemektir. Daha detayli bir
sekilde agiklanacak olursa, bu ¢alismada i) olumsuz duygular (liziintii ve korku)
uyandiran hiz reklamlarinin, geng siiriiciilerin bu reklamlara maruz kaldiktan hemen
sonra davraniglarinda ve hiz yapma ile ilgili 6z bildirimlerinde bir azalma olup
olmadigi i1) reklamlarin kisa siireli muhtemel etkisinin iki hafta sonra da devam edip
etmedigi belirlenmeye ¢alisilmistir. Geng siiriiciiler trafikte daha riskli ve
dolayistyla hiz yapmaya daha egilimli olduklarindan, ¢alismanin 6rneklemini de

geng siirticiiler olusturmustur.

Bilindigi kadariyla bu c¢alisma, olgusal ve duygu igerikli reklamlarin siiriicli
davranislar1 ve davranis 6z bildirimleri izerinde hem kisa hem uzun vadede etkisini
inceleyen ilk calismadir. Daha Onceki galismalarin bulgularina dayanarak bu
calismada hem duygu hem de olgusal igerikle yapilan manipiilasyonun, olumsuz
duygu kosullarinda daha fazla olmakla birlikte, deney gruplarinda genel olarak hiz

davranisinin azaltmasi beklenmistir.
Yontem
Islem

[lk olarak deney ve kontrol grubu videolar1 belirlenmis ve olgme araglari
olusturulmustur. Orta Dogu Teknik Universitesi Etik Kurulu'ndan etik onay
alindiktan sonra ¢alisma duyurusu hazirlanarak paylasilmistir. Veri toplama, zaman
1 (temel diizey Olglimii), zaman 2 (manipiilasyondan hemen sonraki 6l¢iim) ve
zaman 3 (manipiilasyondan yaklasik iki hafta sonraki 6l¢lim) olmak iizere iki
haftalik zaman araligi ile iic asamadan olusturulmustur. Tim Ol¢limler
tamamlandiktan sonra katilimcilara ¢alisma hakkinda bilgi verilmis ve katilimlar

karsiliginda 30 TL 6deme yapilarak islem tamamlanmustir.
Calisma Tasarimm

Temel diizey Olglimii i¢in ilk oturuma gelmeden oOnce doldurabilmeleri icin
katilimcilara ¢evrimigi ortamda anket baglantis1 gonderilmistir. Daha sonra
katilmcilardan randevu saatinde calismanin yiiriitillecegi Insan Faktorii

Laboratuvari’na gelmeleri istenmistir. Katilimeilar geldiklerinde ilk 6nce simiilator
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Olgiimleri alinmistir. Temel diizey Olglimii tamamlandiktan sonra katilimcilar
gruplara rastgele atanip, kosula ait videoyu izlemislerdir. Daha sonra
manipiilasyonun kisa siireli etkisini gdzlemek amaciyla ayni 6lgiimler zaman 2 i¢in
alinmistir. Katilimciya bu islem sonucunda ikinci bir randevu verilerek ilk oturum
tamamlanmustir. ki hafta sonra katilimcilar tekrar geldiklerinde izledikleri
videonun olas1 uzun siireli etkisi hakkinda veri toplamak amaciyla katilimcilardan

ayni 0z bildirim ve simiilator 6lglimleri tekrar alinarak siire¢ tamamlanmaistir.
Katimeilar

84 erkek, 40 kadin olmak {izere toplam 124 kisi ¢alismaya katilmistir. Katilimcilarin
yaslart 18 ve 26 (Ort. = 22.81, SS = 1.80) arasinda degismektedir. Tim katilimcilar
B sinifi ehliyet sahibidir (Ehliyet siiresi Ort. =3.95, SS = 1.86). Katilimcilar son bir
yilda ortalama 10397,18 kilometre (SS = 12312.50) ve tiim hayatlar1 boyunca
ortalama 37763,71 kilometre (SS = 54057.83) ara¢ kullandiklarint beyan

etmislerdir.
Veri Toplama Aracglar
Demografik Bilgi Formu

Katilimcilara yas, cinsiyet, ehliyet sahibi olunan yil, ara¢ kullandig1 kilometre

bilgisi gibi degiskenleri iceren form sunulmustur.
Siiriicii Davramislar1 Olcegi

Siiricii Davramslar1 Olgegi, Reason ve digerleri (1990) tarafindan gelistirilip
Lajunen ve Ozkan (2002) tarafindan Tiirk¢eye uyarlanmistir ve trafikteki sapkin
stiriicii davraniglarin1 6lgmeyi amaglar. Toplam 28 maddeden ve dort alt boyuttan
(saldirgan ihlaller, siradan ihlaller, ihmaller ve hatalar) olusan altili (1 = Higbir
zaman, 6 = Neredeyse her zaman) Likert tipi bir 6l¢ektir. Bir alt boyutta daha yiiksek

puan, ilgili davraniglarin daha sik yapildigini belirtir.
Siiriis Simiilatorii

Stiriis Simiilatorii olarak STISIM M100W kullanilmis ve katilimcilardan ilk olarak
simiilatore aligmalar1 ve tasit tutmasi yagamadiklarindan emin olmak amaciyla 3 km

uzunlugunda bir test senaryosunu siirmeleri istenmistir. Daha sonra katilimcilar 8,5
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km uzunlugunda biri zit yon olmak iizere ii¢ seritli bir sehir senaryosunu
stirmiislerdir. Senaryo siiriiciilerin hiz se¢imini gézlemlemek amaciyla, siirticiilerin
hizlarin1 farklilastirabilecek bazi olaylar1 da igerecek sekilde olusturulmustur.
Senaryoda stiriiciilerin hiz degisimlerinin de gézlemlenmesi amaciyla herhangi bir

hiz limiti belirlenmemistir.
Video Secimi

Deney gruplarinda katilimcilara gosterilecek reklamlart belirlemek i¢in 11 uzman
bir 6n caligmaya katilmistir. Bu ¢alismada uzmanlar, kendilerine sunulan trafik
giivenligi reklamlarmi izlemiglerdir. Sonrasinda bu videolarin duygusal
bilesenlerini degerlendirmek amaciyla Pozitif ve Negatif Duygu Olgegi (PANAS),
calismanin amacina uygun sekilde “lizgiin” maddesi de eklenerek uzmanlara
verilmistir. Ayrica bir soruyla izledikleri videonun bilgilendirici igerigini de
puanlamalar1 istenmistir. Son olarak uzmanlardan videolar1 verilen en uygun kosula

gore (korku, liziintii, olgusal bilgi, diger) siniflandirmalari istenmistir.

Deney gruplarinda kullanilacak videolar1 belirlemek amaciyla uzmanlarin
degerlendirmeleri ilizerinden frekans analizi yapilmistir. Analiz sonuglarina gore
videolar belirlenip kosullara atanmistir. Kontrol kosulu i¢in ise ii¢ uzmanin da
degerlendirmeleri sonucunda duygu igerigi bakimindan “nétr” olan dogal kagit

tiretimi ile ilgili bir video se¢ilmistir (Bkz. Tablo 3).
Bulgular ve Tartisma

Hiz, geng siiriiciiler arasinda trafikteki en 6nemli sorunlu davraniglardandir (Clarke
ve dig., 2002). Bu sebeple hiz sebepli kazalarin sayisin1 ve/veya siddetini azaltmak
ve daha giivenli bir trafik ortami saglamak amaciyla diinyanin farkli {ilkelerinde
karayolu gilivenligi kampanyalar1 kullanilmaya devam etmektedir (Delhomme ve
dig., 2009; Hoekstra ve Wegman, 2011). Ancak bu kampanyalarla ilgili yapilan
bilimsel degerlendirmelerin eksikligi, bazi metodolojik sorunlar ve kampanya
faaliyetlerinin belgelenmemesi gibi durumlar kampanyalarin etkinliginin
belirlenmesini  zorlastirmaktadir (Wundersitz ve dig., 2010). S6z konusu
kampanyalarin etkinliginin belirlenmesi gelecekteki kampanyalara da fayda
saglamasi ve konu ile ilgili biit¢enin belirlenmesi acgisindan 6énemlidir (Boulanger

ve dig., 2007; Boulanger ve dig., 2009). Bu sebeple yol giivenligi kampanyalarinin
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etkinliginin belirlenmesi gerekli goriinmektedir. Bu amag¢ dogrultusunda bu
calisma, h1z yapma davranigini azaltmaya yonelik olusturulmus farkl igeriklerdeki
yol giivenligi reklamlarinin geng siiriiciilerin hiz yapma davranisi iizerindeki etkisini
arastirmustir. Oncelikle 11 uzmamn katiimiyla deneysel islemde kullanilacak
videolar belirlenmistir. Uygulamadan sonra tanimlayici istatistikler ve degiskenler
arasi iliskiler incelenmistir. Daha sonra izlenen videolarin geng stiriicii davranislari
iizerindeki kisa ve uzun vadeli etkisine bakmak i¢in 3 x 4 tekrarli 6l¢iimler icin

karisik dizayn varyans analizi (ANOVA) yapilmstir.

Betimsel analizlerin sonuglarina gore, siiriiciiler 6z bildirimlerinde videoyu
izledikten hemen sonra (zaman 2), zaman 1 ve zaman 3’e kiyasla daha fazla sapkin
davranig rapor etmislerdir. Agresif ihlaller disinda diger sapkin davranislarin
bildiriminde zaman 2’den sonra azalma goézlenmistir. Bunun tersine siiriiciilerin
simiilatorden elde edilen ortalama hizlar1 tiim kosullar i¢in zaman 2’de en diisiik ve

zaman 3’te en yiiksek olarak bulgulanmistir.

Her ii¢ asamada da calismanin degiskenleri {izerinden yapilan korelasyon
analizlerinde bahsedilmesi gereken baz1 benzerlikler ve farkliliklar bulunmaktadir.
Oncelikle s6z konusu analizlerde siiriiciilerin bir yilda ve tiim hayatlar1 boyunca
aldiklar1 mesafenin (km), hiz cezasi ve sehir i¢i yollar ile sehirlerarasi yollarda tercih
ettikleri hiz ile pozitif iligkili oldugu goriilmiistiir. Bununla birlikte siirticiilerin hem
tiim hayatlar1 boyunca hem de son bir yilda katettikleri kilometrenin {i¢ asamada da
siradan ihlallerle pozitif olarak iliskili oldugu ve bu iligkinin katilimcilar videolar:
izledikten sonra daha da giiclendigi goriilmiistiir. Diger taraftan, saldirgan ihlaller
sadece temel diizey Olciimlerinde siiriiciilerin son bir yilda katettikleri kilometre ile
pozitif iligkili bulunmustur. Bu bulgular, alan yazinda yer alan hem yillik hem de
hayat boyu katedilen kilometrenin siiriiciilerin 6z bildirimlerinde beyan ettikleri
ihlaller ve tercih ettikleri hiza etki eden 6nemli faktorler oldugu bilgisiyle tutarl
goriinmektedir (de Winter ve Dodou, 2010; Martinussen ve dig., 2013). Ayrica,
daha geng stiriiciilerin ve yiiksek kilometre performansina sahip siirticiilerin daha
fazla ihlal yapma egilimde oldugu goriilmiistiir (Stradling ve dig., 2020). Bunun
nedeni, deneyimli siiriiciilerin  siirlis becerilerini oldugundan daha 1yi
degerlendirmeleri ve daha fazla ihlal yapmalar1 olabilir (de Winter ve Dodou, 2010;
Guého ve dig., 2014).
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Ek olarak hem sehir i¢i hem de sehirlerarasi yollarda siiriiciilerin bildirdikleri hiz,
saldirgan ihlaller, siradan ihlaller ve simiilatordeki ortalama hiz ve hizlanmalariyla
pozitif iligkili olarak bulunmustur. Bununla birlikte, katilimcilarin videolar:
izledikten hemen sonra beyan ettikleri hiz ve simiilatordeki hizlar1 arasindaki iligki

zayiflamistir ancak bu iliski son asamada en yiiksek seviyeye gelmistir.

Sapkin stiriicii davraniglart agisindan bakildiginda, katilimeilarin beyan ettikleri
thmal davraniglar ile simiilatorde Ol¢iilen hizlari arasinda temel diizeyde ve videoyu
izledikten hemen sonra negatif iliski oldugu goriliirken, uzun siireli etki
Olctimlerinde pozitif iligki oldugu goriilmiistiir. Ancak bu iliskiler istatistiksel olarak
anlaml degildir. Hatalar ise siiriiciilerin simiilatdrde alinan hiz 6l¢iimleri ile pozitif
iligkili ancak bu iligki yalnizca son 6l¢iimde istatistiksel olarak anlamli bulunmustur.
Son olarak simiilatordeki hiz davranisi hem saldirgan ihlaller hem de siradan ihlaller
ile tiim Sl¢iimlerde pozitif olarak iliskilidir ve bu iligkinin son 6l¢limlerde daha da
giiclendigi bulgulanmistir. Genel olarak bu bulgulara bakildiginda, ihlaller ve
stiriiclilerin simiilatordeki hizlar1 arasindaki davranig Oriintiisii iligkisini biligsel
celiski kuramiyla agiklamak miimkiin olabilir (Festinger, 1957). Bu kuram, kisilerin
davranis ve diisiinceleri tutarli olmadiginda, bu durumun psikolojik stres yarattigini
One siirer. Bireyler inanclari ¢elisti§inde ya da inanglar1 ve davranislari ¢elistiginde
rahatsizlik hissederler ve s6z konusu iki 6ge tutarli hale gelene kadar ellerinden
geleni yaparlar. Calismadaki iki degiskenli korelasyon analizleri, katilimeilarin hiz
konusundaki beyanlar1 ve hiz yapma davranislar arasinda manipiilasyondan sonra
daha yiiksek iliski oldugunu ortaya c¢ikarmistir. Buradan hareketle s6z konusu
kuramla da tutarli olarak, yol giivenligi videolarin1 izlemek katilimcilarin
davraniglarina iligkin 6z farkindaliklarini arttirmig ve sonugta kendileri hakkindaki

diisiinceleri ve davraniglar1 daha tutarl hale gelmis olabilir.

Yukarida bahsedilen iliskileri daha detayli olarak ele alabilmek amaciyla 3 x 4
tekrarli Ol¢timler i¢in karisik dizayn varyans analizi (ANOVA) yapilmistir. Hiz
acisindan deney gruplar1 ve kontrol grubu arasinda (kosul ana etkisi) istatistiksel
olarak anlamli bir farklilagma bulunmamistir. Ayrica etkilesim etkisi de istatistiksel
olarak anlamli bir sonu¢ vermemistir. Bununla birlikte temel diizey Ol¢limleri ve

video izlendikten sonra alinan dl¢limler arasinda (zamanin ana etkisi) siirticiilerin
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beyan ettikleri hizlar1 ve simiilatorden alinan hiz 6l¢iimleri baglaminda bazi 6nemli

sonuclar vermistir.

Stirlis simiilatoriinden alinan hiz dl¢limlerinde tiim deney gruplari i¢in genel bir
oriintli gozlemlenmistir: katilimcilarin ortalama hizlar1 videolar: izledikten hemen
sonraki dl¢iimlerde diismiistiir, ancak bu azalma istatistiksel olarak anlamli degildir.
Yine de siiriiciilerin hizlar1 videoyu izledikten iki hafta sonra en yiiksek olarak
Ol¢iilmiistiir ve bu uzun siireli 6l¢limlerden alinan hiz ortalamalarinin, videoyu
izledikten hemen sonraki kisa siireli 6l¢giimlerde alinan hiz ortalamalarindan anlaml
olarak ytiksek oldugu goriilmiistiir. Grup temelinde incelendiginde ise, zaman 3 ve
zaman 2 arasindaki bu fark, sadece iizlintii kosulunda istatistiksel olarak anlamlidir.
Diger bir deyisle, iizlintii kosulundaki siiriiclilerin ortalama hizlar1 son asamada,

videoyu izledikten hemen sonra alinan 6l¢timlerden anlamli olarak ytiksektir.

Arastirmanin bulgulari, siiriis sirasindaki ivmelenmenin de zaman temelinde
degiskenlik gosterdigini ortaya koymustur. Detayli olarak bahsedilecek olursa,
temel diizey Ol¢timlerdeki ivme, son agsamadaki ivme Ol¢iimlerinden anlamli olarak
daha yiiksek bulunmustur. Grup temelinde ele alindiginda da korku kosulunda temel
diizeydeki ivmelenmenin, manipiilasyondan hemen sonraki ivmelenmeden anlamli
olarak yiiksek oldugu goriilmiistiir. Ivmenin siiriiciiniin hizindaki dogrusal artis
oldugu g6z onilinde bulundurulursa, siirticiilerin temel dl¢timlerde daha kisa siirede
hizlandiklari, bununla birlikte manipiilasyondan sonra hizlanmalarinin daha fazla

vakit aldig1 soylenebilir.

Bununla birlikte, manipiilasyon etkisinin 6z bildirim ve simiilatér Ol¢iimleri
arasinda da farklilik gosterdigi goriilmiistiir. Calismaya katilan siiriiciiler, temel
diizey olctimlerine kiyasla videoyu izledikten hemen sonra sehir i¢i yollarda daha
sik ihlal davraniginda bulunduklarini bildirmislerdir. Grup temelinde incelendiginde
s0z konusu farkin sadece korku kosulu icin anlamli oldugu goriilmiistiir. Ayrica
katilimcilar, manipiilasyondan sonraki iki 6l¢liimde de sehirlerarasi yollarda temel
diizey olgiimiine gore daha fazla hiz ihlali yaptiklarini bildirmislerdir. Ozetle,
katilimcilarin genel olarak videolar1 izledikten sonra hem gehir i¢i hem sehirlerarasi

yollarda daha fazla hiz ihlali beyan ettikleri sdylenebilir.
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Videolarin manipiilasyon etkisi hedeflenen seviyede olmasa da genel bir oriintiiden
bahsetmek miimkiindiir. Genel olarak bakildiginda olumsuz duygu durumun siirtisti
etkiledigi bulgusu literatiirle tutarli goriinmektedir (6rn., Mesken ve dig., 2007;
Pécher ve dig., 2009; Roidl ve dig., 2014). Ancak bu etki ¢ok yonlii ve bazi agilardan
dolayhdir. Olast bir agiklama; olumsuz duygularin, 6zellikle de 6fke ve kayginin
stirticiilerin  hizlarindaki farkliliklar1 agiklayabilecek risk degerlendirmesini
degistirmesi olabilir (Mesken ve dig., 2007). Ayrica kayginin etkisi de bilgi isleme,
dolayistyla siiriicii performansi iizerinde etkisi oldugu icin belirsizdir ve bu etki
stiriiclilerin kaygi diizeyine ve basa ¢ikma stratejilerine bagli olarak farklilik
gostermektedir. Bu ylizden kaygi siiriicii davranisini kétiilestirebilir, yardim edebilir

ya da hig etkisi olamayabilir (Pécher ve dig., 2009).

Fylan ve Stradling'e (2014) gore, en yaygin kullanilan davranis degistirme
teknikleri, carpismanin riskleri ve sonuglar1 hakkinda bilgi igerenlerdir. Bu tiir
bilgileri i¢ceren miidahalelerde insanlarin sonuglar1 daha iyi anlayabilmeleri adina
carpigma sahnelerinin gorselleri kullanilir. Bu gorseller genellikle kisilerin bu riskli
davraniglar hakkindaki tehdit degerlendirmelerini arttirir ancak genellikle yeni
davranisgin tehlikeyi azaltmada veya 6z yeterligi arttirmada ne kadar etkili olacagina
dair basa ¢ikma degerlendirmelerinde bulunmaz. Koruma Motivasyonu Teorisi’ne
gore bir mesajda algilanan tehdit ve etkinlik yiiksek oldugunda, insanlarin
davranislarini istenen yonde degistirme olasihig daha yiiksektir. Oz-yeterlik,
Onerilen basa ¢ikma davranisini benimsemeyi etkiler (Maddux ve Rogers, 1983;
Rogers, 1975). Benzer sekilde Genisletilmis Paralel Siire¢ Modeli, yiiksek algilanan
tehdit ve diisiik etkinlik icerdiginde mesajin géz ardi edilebilecegini 6ne siirer
(Witte, 1992; Witte ve Allen, 2000). Bu ¢alismada korku igerikli video, bazi
kisilerin hayatin1 kaybettigi ve bir kadinin da kaza sonucunda engelli hale geldigi
bir kaza sahnesini icermektedir. Uziintii icerikli videoda ise kazalarda asir1 hiz
nedeniyle yakinlarim1 kaybeden bazi kisiler goriilmektedir. Her iki video da
amaglandigr gibi hos olmayan bir duygusal durum yaratmaktadir. Janis’e (1967)
gore bu tiir gilicli olumsuz duygular uyandiran iletisimler, daha hafif olumsuz
duygular uyandiranlara nazaran daha az etkili olabilmektedir ¢iinkii sonug
davraniginin istenenin aksi bir sekilde ortaya ¢ikma potansiyeli vardir. Ayrica bu
calismadaki olumsuz duygular igeren videolar 6nlem almak adina herhangi bir bag

etme stratejisi de Onermemektedir. Bu durum yukarida bahsedilen teorilerle
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degerlendirildiginde, videolardaki algilanan tehdidin yiiksek oldugu goriilmektedir.
Ancak videolarda algilanan 6z yeterlik unsurlarinin olmamasi nedeniyle videolarin
stirticii davranislar iizerindeki etkililigi sinirli olabilir. Bu nedenle de videolarin

etkisi istenilen diizeyde olmayabilir.

Bahsedilmesi gereken bir diger konu da katilimcilarin ortalama hizlarinin son
Olciimde en yiiksek seviyeye ulasmasidir. Bu durum farkli perspektiflerden ele
alinabilir. Bu durumla ilgili bir agiklama, daha 6nce tartigilan teorilerle tutarli olarak
algilanan tehdidin derecesi olabilir. “Bumerang etkisi’ne gore bazi durumlarda
kisiler, amaglananin tersi yonde tutumlarini degistirir ve yiiksek tehdit algisi, istenen
davranigin tam tersi ile sonuglanabilir (Hovland ve dig., 1953 akt. Cohen, 1962). Bu
calismada da tiim deney gruplarinin ortalama hizlarinin son 6lgiimlerde en yiiksek
seviyeye ulastigi goriilmistiir. Bunun yam sira katilimcilar videolar1 izledikten
hemen sonra daha sik hiz ihlali bildirmislerdir. Daha 6nce de bahsedildigi gibi bu
calismadaki negatif duygu igeren videolar, yiiksek diizeyde uyarilma icermekle
birlikte herhangi bir pozitif argliman ya da ¢oziim icermemektedir. Ayrica
mesajlarda amaclananin aksine, hiz yapmanin 6zellikle geng siiriiciiler arasinda
cezbedici bir etkisi oldugu bilinmektedir (Thomas ve dig., 2007). Tiim bu durumlar
cergcevesinde diislinlildigiinde, siiriiclilerin mesaji  gérmezden gelmesi veya
istenilenin aksi yOnde davranip bu sekilde beyanda bulunmalar1 olasi

goriinmektedir.

Senaryoya asinalik da son asamadaki Olgiimlerde katilimcilarin hizlarinin
ylikselmesine baska bir acgiklama olabilir. Bazi simiilator temelli c¢aligmalar
(Martens, 2018; Martens ve Fox, 2007) ve yol gozlemi ¢alismalar1 (Colonna ve dig.,
2016), siiriiciilerin asina olduklar1 bir rotada zamanla hizlarin1 artirdiklarini ortaya
koymustur. Benzer sekilde bu calismaya katilan siiriiciiler de senaryoyu
arastirmanin deseni geregi ii¢ kere siirmiislerdir. Deney gruplarinda her ne kadar
manipiilasyon etkisiyle siiriiciiler kisa stireli 6l¢ctimlerde hizlarini azaltsa da kontrol
grubunda hizin her Ol¢limde arttigt gozlemlenmistir. Buradan hareketle,
katilimcilarin  senaryoya asina olduklarindan Otliri hizlarini arttirabilecekleri

diistintilebilir.

Aynmi 6lglimler aynmi katilimcilardan ii¢ defa alindigindan, 6nceki bir 6lglimiin

sonraki bir 6l¢iimde davranigi degistirme olasiligr da vardir. “Tasinma etkisi” adi
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verilen bu durum, tekrarlanan Ol¢limlerde zorlayici bir etki olarak karsimiza
cikmaktadir. Tasinma etkisi, 6grenme, alisma, duyarlilik ve adaptasyon gibi ¢esitli
durumlardan ortaya ¢ikabilir (Bordens ve Abbott, 2002). Bu etkiyle basa ¢ikmanin
yollar1 olsa da bazi kalic1 degisiklikler 6grenmenin de etkisiyle sonraki 6l¢iimlere
tasinip davramist etkileyebilir. Bu calismada da standardizasyonu saglamak
amaciyla olgiimler herhangi bir degisiklik yapilmadan aym katilimcidan {i¢ kere
alindigindan s6z konusu 6grenme etkisi katilimecinin son agamadaki hiz artigina

sebep olmus olabilir.

Bu ¢alismada, olgusal bilgi vermenin kisa ve uzun siireli etkisi hem simiilatér hem
de 6z bildirim araglar ile ilk kez dlcililmistiir. Bu grup i¢in bakildiginda her iki
Olciim ¢esidi icin temel Ol¢lim seviyesi ve manipiilasyondan sonraki Ol¢iimler
arasinda anlamli bir farklilasma bulunmamistir. Yine de bu gruptaki 6z bildirim
Olctimlerinde belirli bir 6riintiiden bahsetmek miimkiindiir. Olgusal bilgi igeren yol
giivenligi videosunu izledikten hemen sonra katilimcilar, manipiilasyondan sonraki
iki bildiriminde de temel Ol¢iim diizeyine gore biraz daha fazla hiz ihlali
bildirmislerdir. 1izledikleri videonun bireylerin kendi siiriisleri hakkinda
farkindaliklarini artirmis olma ihtimali bu kiigiik farkin nedeni olabilir. Ancak sonug
olarak bakildiginda videolarda yalnizca olgusal bilgiler sunmak, duygusal icerikli

videolardan daha az etkili gorlinmektedir.

Bu ¢alisma, yol giivenligi kampanyalarinin siiriici davranis1 iizerindeki etkisi
hakkinda 6nemli bilgiler sunmaktadir. Bununla birlikte bazi smirliliklar ve
onerilerden bahsetmek gerekir. Oncelikle tiim gruplarda erkek katilimcilar, kadin
katilimcilardan daha fazladir. Bu sebeple gruplar iginde esit bir cinsiyet dagilimi
saglanamamistir ancak kadin ve erkek katilimcilarin her grupta esit oranda olmasina
dikkat edilmistir. Ileride yapilacak calismalarda cinsiyet agisindan daha yakin

sayilarda katilimci ile daha genellenebilir sonuglara ulasilabilir.

Sinirliliklarla ilgili bir diger konu da analiz sirasinda kisilik 6zellikleri, demografik
degiskenler, tutumlar gibi siiriicii davraniglarini etkileyebilecek faktorlerin kontrol
edilmemis olmasidir. Benzer konular1 inceleyecek olan ¢aligmalar bu 6zellikleri bir
kontrol degiskeni olarak ele alabilir. Boylece, manipiilasyonun davranis lizerindeki

etkisi daha net bir sekilde gozlemlenebilir.
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Siirtictilerin hiz limitlerine genel olarak uyup uymadigi da sonuglar etkileyebilecek
bir unsurdur. Daha agik bir ifadeyle, bu ¢alismanin 6rneklemi, zaten hiz yapma
egilimi ve niyeti olan riskli siiriiciiler olabilir. Bu nedenle manipiilasyondan
yeterince etkilenmemis olabilirler. Gelecekteki ¢alismalar bu sekilde potansiyel risk
faktorlerini belirlemek i¢in bir 6n ¢alisma yaparsa, baslangic Olgiimleri ile
manipiilasyon sonrasi Ol¢limler arasindaki fark daha dogru bir sekilde ortaya

cikabilir.

Bahsedilmesi gereken bagka bir durum da bu calismanin ikna siirecinden ziyade
stiriicii davranisi olarak deneysel kosullarin sonuglarina odaklanmis olmasidir. Bu
acidan bakildiginda gelecek caligmalar miidahalelerin nasil, neden ve ne zaman
etkili olabilecegine dair agiklamalar yapabilmek adina ikna edici siireci agiklamaya

odaklanabilir.

Korku, 6fke ve iiziintii gibi duygular1 birbirinden tamamen ayirmak neredeyse
imkansizdir. Her ne kadar bu durum video se¢cme prosediiriinde titizlikle ele alinmis
ve frekans analizleri de videolardaki hedef duyguyu digerlerinden ayirmaya
yardimc1 olmus olsa da duygularla ilgili bahsedilen bu 6zellik kaginilamaz bir

karistirici etki yaratmis olabilir.

Video sec¢im siirecinde fark edilen kritik bir nokta, incelenen trafik gilivenligi
videolarin ¢ogunun daha 6nce bahsedilen teknikler ve teorilerin 6nerdigi sekilde
yapilmamis olmasidir. Yol giivenligi reklamlarinin degerlendirilmesi yetersiz
oldugundan (Hoekstra ve Wegman, 2011), miidahale gelistiricileri kilavuzlarinda
ve degerlendirme raporlarinda hangi davranis degisikligi teknigini kullandiklarinin
kayitlarii tutmalidir. Bu sayede siiriicli davranislar tizerinde hangi teknigin daha
etkili oldugunu belirlemek daha kolay olacak ve yoldaki 6liim ve yaralanmalarin
azaltilmasina katki saglanacaktir. Sonug olarak, konuyla ilgili yeterli veri, teoriler
ve Oneriler 1518inda gelecekteki trafik giivenligi videolarinin daha etkin hale

getirilmesi saglanacaktir.

Bazi aragtirmalar kazang odakli reklamlarin kayip odakli reklamlardan daha etkili
olabilecegini 6ne siirmiistiir (Latimer ve dig., 2010). Ayrica olumlu etkiye sahip yol
giivenligi mesajlari, davranislar1 olumluya cevirmede daha etkili olabilmektedir

(Lewis ve dig, 2008). Bu agidan degerlendirildiginde bu tiir pozitif igeriklere sahip
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videolarin etkililiginin de c¢alismaya deger oldugu sdylenebilir. Bununla birlikte
Fylan ve Stradling (2014), geng siiriiciilerin siiriiciiliik becerilerini oldugundan daha
iyl gérmek egilimde olduklarindan, siiriiciilerin bu algilar1 ve gercekteki giivenlik
ile ilgili beceri farkindaliklarini artirabilecek tekniklerin kullanilmasinin geng
stiriiclilerdeki kaza oranlarmi azaltmada etkili olabilecegini 6ne siirmiislerdir.
Ayrica, yol giivenligi ile ilgili genel tesviklerden ziyade tam olarak neyin degismesi
gerektigine dair net mesajlar verildiginde yol gilivenligi videolar1 daha ikna edici
hale gelebilir. Ozetle, mesaji daha net ve olumlu bir etkiyle ileten yol giivenligi
videolar1 ozellikle geng siiriiciiler iizerinde etkili olabilir. Ileride yapilacak
calismalar olumsuz etkinin yani sira bu konuya da odaklanirsa, ikna edicilik

acisindan daha uzun etkiye sahip igerikler iiretilebilir.

Genel olarak bu ¢aligma, farkli zamanlarda 6l¢timleri alinan korku igerikli, liziinti
igerikli ve olgusal bilgi sunan yol giivenligi reklamlariin etkililiginin direkt olarak
karsilagtirmasini yapmistir. Bu acidan bakildiginda calisma, bu tiir igeriklere sahip
yol gilivenligi reklamlarinin ikna ediciliginin goreli siiresi hakkinda fikir
vermektedir. Ayrica, liziintli duygusunun ve olgusal bilgilerin salt etkisi ilk kez bu
kadar kapsamli bir sekilde incelenmistir. Bu ¢alisma ayni zamanda, ayn1 davranisi
(hizlanma) ele alan farkli yol giivenligi reklamlarinin ikna ediciligini karsilagtiran

sinirl sayidaki ¢aligmalardan biridir.

Hem mevcut calisma hem de 6nceki ¢alismalarin sonuglari duygu igerikli yol
giivenligi reklamlarinin siiriicli davraniglarini ve kisilerin stiriisleri hakkindaki
beyanlarini etkileyebildigini ortaya koymustur. Ancak bu tiir reklamlarin yarattig
etki, hiz iizerindeki uzun vadeli etkiler agisindan yetersiz goriinmektedir. Daha 6nce
de belirtildigi gibi hiz, kolay fark edilen bir¢ok potansiyel faydasi nedeniyle (hedefe
zamaninda ulagsma, olumlu benlik tasarimi vb.) riski cogu zaman g6z ardi edilen bir
davranig tiridiir. Kitle iletisim kampanyalari, davranisi degistirmekten ziyade
mesaj1 iletme ve tutum olusturmada daha etkili oldugu i¢in bu kampanyalardan
beklentileri daha gergekei bir diizeyde tutmak faydali olabilir. Ote yandan, davranis
degisikligi, yillar sonra gozlemlenebilecek tutum degisikliginden kaynaklanabilir.
Bu nedenle, bu uzun vadeli etkileri 6lgmek zor olsa da tutumlara, normlara ve

inanglara odaklanmak uzun vadede faydali olabilir (Wundersitz ve dig., 2010).
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Giivenlik kampanyalarinin her siiriicii grubu iizerinde farkl etkileri olabileceginden,
s0z konusu etkinin bu ¢aligmada geng siiriiciiler iizerinde arastirilmasi literatiire
onemli bir katki saglamaktadir. Ayrica calismanin bulgulari, trafik gilivenligi
reklamlarinin kisa siireli etkisinin daha belirgin ve istenilen yonde oldugunu
gostermistir. Bu nedenle farkli giivenlik reklamlarinin daha sik araliklarla izleyiciye
sunulmasi, istenilen yonde davramis degisikliklerinin ger¢eklesmesine yardimci

olabilir.

Son olarak, yol giivenligi reklamlarin igerigi ve mesaji nasil iletmeye ¢aligtiklari,
ele alinmas1 gereken 6nemli bir konudur. Bu ¢alismada da duygusal ve olgusal
reklamlarin etkileri ayr1 ayri incelenmistir. Wallén Warner ve Forward'a (2016)
gore, bazi durumlarda duygusal ve olgusal mesajlarin birlesimi miidahale {izerinde
daha biiytik bir etkiye sahiptir. Bu calismada da bu icerikler ayr1 ayri ele alindiginda
ciktilarda kiiclik bir davramigsal ve 6z bildirim farklilagsmas1 gozlemlenmesine
ragmen, bu igeriklerin birlesiminden olusan bir miidahale daha etkili olabilir. Son
olarak, kampanyanin etkisinin uygulama, egitim ve mevzuat gibi diger faaliyetlerle
gelistirilmesinin de miimkiin oldugu sdylenebilir. Bu bilgiler 1s181nda karar vericiler
bu konudaki politikalarin1 degistirebilir veya gelistirebilir, ardindan yeni
politikalarin uygulanmasi ve halkin tutumlarini davranisa uygun hale getirmek i¢in
degistirebilir. Ayrica miidahale olusturulurken konu ile ilgili 6nceden arastirma
yapmak, teorik bir model kullanmak, tek bir tema se¢gmek ve belirli bir hedef kitleye
hitap etmek gibi bilesenler, karayolu gilivenligi kampanyalarinin etkinligini

artirmaya yardimci olabilir.

129



|. THESIS PERMISSION FORM / TEZ iZIN FORMU

ENSTITU / INSTITUTE

Fen Bilimleri Enstitiisii / Graduate School of Natural and Applied Sciences
Sosyal Bilimler Enstitiisii / Graduate School of Social Sciences
Uygulamal Matematik Enstitiisii / Graduate School of Applied Mathematics

Enformatik Enstitiisii / Graduate School of Informatics

O 00X O

Deniz Bilimleri Enstitiisii / Graduate School of Marine Sciences

YAZARIN / AUTHOR

Soyad1 / Surname : Ozkan
Adi/ Name : Ozgiin

Béliimii / Department  : Psikoloji / Psychology

TEZIN ADI / TITLE OF THE THESIS (ingilizce / English): The Effect of Road Safety
Advertisements on Speeding Behavior Over Time: A Simulator Study

TEZIN TURU / DEGREE: Yiiksek Lisans / Master [ ] Doktora/PhD [X]

1. Tezin tamami diinya ¢capinda erisime agilacaktir. / Release the entire
work immediately for access worldwide. X

2. Teziki yil siireyle erisime kapal olacaktir. / Secure the entire work for
patent and/or proprietary purposes for a period of two years. * ]

3. Tez alt1 ay siireyle erisime kapali olacaktir. / Secure the entire work for
period of six months. * ]

* Enstitii Yonetim Kurulu kararinin basili kopyasi tezle birlikte kiitiiphaneye teslim edilecektir.
/

A copy of the decision of the Institute Administrative Committee will be delivered to the library
together with the printed thesis.

Yazarin imzasi / Signature ...........c.cccoeeeen Tarih /Date .....ccccooeveiieee
(Kiitiiphaneye teslim ettiginiz tarih. Elle doldurulacaktir.)
(Library submission date. Please fill out by hand.)

Tezin son sayfasidwr. | This is the last page of the thesis/dissertation.

130





