MOTORCYCLE COURIERS’ JOB DEMANDS, JOB RESOURCES, AND
RIDING BEHAVIORS

A THESIS SUBMITTED
TO
THE GRADUATE SCHOOL OF SOCIAL SCIENCES
OF
MIDDLE EAST TECHNICAL UNIVERSITY

BY

GOZDE ATALAN

IN PARTIAL FULFILLMENT OF THE REQUIREMENTS
FOR
THE DEGREE OF MASTER OF SCIENCE
IN
THE DEPARTMENT OF PSYCHOLOGY

OCTOBER 2023






Approval of the thesis:

MOTORCYCLE COURIERS’ JOB DEMANDS, JOB RESOURCES AND
RIDING BEHAVIORS

submitted by GOZDE ATALAN in partial fulfillment of the requirements for the degree
of Master of Science in Psychology, the Graduate School of Social Sciences of
Middle East Technical University by,

Prof. Dr. Sadettin KIRAZCI
Dean
Graduate School of Social Sciences

Prof. Dr. Mine MISIRLISOY BIYIKOGLU
Head of Department
Department of Psychology

Assoc. Prof. Dr. Bahar OZ
Supervisor
Department of Psychology

Examining Committee Members:

Assist. Prof. Dr. Derya AZIK OZKAN (Head of the Examining Committee)
Turkish National Police Academy
Department of Transportation Safety and Administration

Assoc. Prof. Dr. Bahar OZ (Supervisor)
Middle East Technical University
Department of Psychology

Prof. Dr. Tiirker OZKAN
Middle East Technical University
Department of Psychology







I hereby declare that all information in this document has been obtained
and presented in accordance with academic rules and ethical conduct. |
also declare that, as required by these rules and conduct, I have fully
cited and referenced all material and results that are not original to this
work.

Name, Last Name: Gozde ATALAN

Signature:



ABSTRACT

MOTORCYCLE COURIERS’ JOB DEMANDS, JOB RESOURCES AND
RIDING BEHAVIORS

ATALAN, Gozde
M.S., The Department of Psychology
Supervisor: Assoc. Prof. Bahar OZ

September 2023, 109 pages

The aim of the study is to be the first comprehensive study to examine job demands
and resources in relation to motorcycle riding behaviors of motorcycle couriers. An
online study was devised to present participants with a demographics form, Job
Demands and Resources Scale, and Motorcycle Rider Behavior Questionnaire
(MRBQ). 135 participants participated in the study. The dimensions for job demands
were workload, emotional demands, emotional dissonance, and organizational
changes. The dimensions for job resources were autonomy, social support,
supervisory coaching, and opportunities for professional development. The factors
for the MRBQ were traffic errors, control errors, speed violations, stunts, and safety
equipment. Hierarchical multiple regression analyses were carried out by controlling
for the statistical effects of age, overall riding experience (in years), and couriers’
experience (in years). The results revealed that job demands significantly predicted
traffic errors, control errors, and safety equipment use. Job resources significantly
predicted traffic errors, control errors, speed violations, and stunts. In addition,
moderation analyses were carried out to analyze the interaction between job demands

and resources in relation to riding behaviors. Fifteen moderation analyses between



individual job demands, job resources and riding behaviors subscales yielded
significant interaction effects. In the discussion chapter, the results and limitations of
the study, recommendations for future studies and implications for fast-delivery

services are discussed in detail.

Keywords: Motorcycle couriers, job demands, job resources, rider behavior,

delivery riders



0z

MOTO KURYELERIN IS TALEPLERI, iS KAYNAKLARI VE SURUS
DAVRANISLARI

ATALAN, Gozde
Yiiksek Lisans, Psikoloji Boliimii

Tez Yéneticisi: Dog. Dr. Bahar OZ

Eyliil 2023, 109 sayfa

Bu ¢alisma, moto kuryelerin is talepleri ve is kaynaklarinin siiriis davraniglari ile olan
iliskisi detayli olarak inceleyen ilk c¢alisma olmayr amaglamaktadir. internet
lizerinden yiiriitiilen ¢aliymada katilimcilara demografik bilgi formu, Is Talepleri ve
Is Kaynaklar1 Olgegi ve Motosiklet Siiriis Davranislart Anketi sunulmustur.
Calismaya 135 katilimer katilmustir. Is talepleri kapsaminda &lgiilen alt boyutlar
soyledir: is yiikii, duygusal talepler, duygusal uyusmazlik ve kurumsal degisikler. Is
kaynaklar1 kapsaminda Olgiilen alt boyutlar sdyledir: otonomi, sosyal destek, amir
koglugu ve profesyonel gelisim icin olanaklar. Motosiklet siiriis davraniglari
kapsaminda Olgiilen faktorler soyledir: trafik hatalari, kontrol hatalari, hiz ihlalleri,
akrobatik siiriis ve giivenlik ekipmani kullanimi. Yas, toplam siiriis deneyimi siiresi
ve kuryelik siiresi degiskenleri sabit tutularak coklu hiyerarsik regresyon analizi
yiiriitiilmiistlir. Analiz sonucunda is taleplerinin trafik hatalarini, kontrol hatalarini ve
giivenlik ekipmani kullammimi yordadigi bulunmustur. Is kaynaklarmin ise trafik
hatalarini, kontrol hatalarini, hiz ihlallerini ve akrobatik siirlis davraniglarin
yordadigi bulunmustur. Buna ek olarak, is talepleri ve kaynaklarinin motosiklet siiriis

davraniglar1 {izerindeki etkilesimini inceleme amaciyla moderasyon analizleri

Vi



yiiriitilmiistiir. Is talepleri, is kaynaklari ve motosiklet siiriis davranislarr alt
boyutlariin ayr1 ayri incelendigi moderasyon analizlerinin on besinin istatistiksel
olarak anlamli ¢ikmasi sonucunda, is talepleri ve is kaynaklar1 arasinda anlamh
etkilesim iliskisi bulundugu sonucuna varilmistir. Calismanin sonuglarina,
kisitlamalarina, gelecek ¢aligmalar i¢in ve hizli teslimat hizmeti saglayan firmalar

i¢in Onerilere tartisma boliimiinde yer verilmistir.

Anahtar Kelimeler: Moto kuryeler, is talepleri, is kaynaklari, motosiklet siiriis

davraniglari, teslimat ¢alisanlar
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CHAPTER 1

INTRODUCTION

1.1. Overview

The COVID-19 pandemic which started in the March of 2020 has affected not only
people’s lifestyles and consuming habits but also industries such as fast-delivery
services. Individuals obligated to avoid public places like grocery stores and
restaurants during the lockdowns were urged to use home delivery services for their
grocery and fast food needs. Even though the pandemic was declared to have ended
by the World Health Organization by May of 2023 (WHO, 2023), the increased
demand for fast-delivery services prevailed afterward. It has been reported that the
number of online fast-delivery users, after having reached 1.55 billion USD in 2019,
are expected to grow at a rate of 24.5% each year (800 million USD growth per year)
by 2024 (Future Market Insights, 2023). Following the changing industry trends that
came with the COVID-19 pandemic, the numbers and varieties of fast-delivery riders
showed an increase as well. In light of these circumstances, the need to identify the
determinants contributing to the growing fast-delivery rider population’s traffic
safety, and its implications for the wider traffic system becomes imminent.

Fast-delivery services may be defined in various ways depending on which aspects
of them are in the focus of a research subject. In the context of this thesis, fast-
delivery services refer to the delivery of groceries, food, or items of high importance
(e.g., important documents, money, or items of great monetary value) within a short
period (i.e., minutes or hours in the longest). The most advertised aspect of the
services fast-delivery firms provide is their speediness. These firms often provide
mobile applications or websites where the customers can put in their orders and

follow the state of their orders (i.e., order confirmation stage, preparation stage, and



delivery stage). Some firms also provide the means for customers to monitor their
delivery worker’s location and speed of delivery. After the delivery is completed,
customers are urged to evaluate or rate their delivery rider’s service on the
application. The evaluation often includes (1) order ratings which indicate whether
the correct order was delivered, (2) speed ratings which indicate how fast the order
was delivered, and (3) customer service ratings which indicate whether the customer
was satisfied with the overall service the delivery worker provided. These ratings or
evaluations are then used to assess the performance of the delivery worker by the
fast-delivery companies. The fast performance expectations imposed upon delivery
riders make this group particularly at risk from a traffic safety perspective. To make
their deliveries on time, the riders head into traffic and engage in the one behavior in
traffic that is regularly cited as being the most dangerous one, speeding (Steg & van
Brussel, 2009; National Highway Traffic Safety Administration, 2023). This
situation entails an increased risk for both riders, who are vulnerable road users by
nature, and other road users that are part of the traffic system. The consideration of
the changing roles delivery riders occupy within fast-delivery service industries and
traffic systems highlights the need to understand, explain, and evaluate the
relationship between delivery riders’ work conditions and their traffic safety

outcomes both in Tiirkiye, and around the world.

1.2. Basic Statistics on Non-Professional and Professional Motorcycle Riders in

Tiirkiye

Prior to mentioning about basic statistical facts and elaborating on the general
operation of fast-delivery riders, it is essential to explain why the riders, whose
numbers, industry demands, and needs have significantly escalated in the recent
years, should be considered operating under a "professional drivers/riders” category.
Non-professionals drivers/riders are those who frequently drive for their own
requirements at their own pace; whereas, professional drivers/riders are those
"drivers whose profession is to drive in a vehicle for working purposes”
(Rosenbloom, 2011, p. 389). Truck drivers, bus drivers and taxi drivers are some of
the most widely studied groups among individuals who drive for a living.

Professional drivers are characterized by spending long hours in traffic, and being



exposed to a variety of risky and non-risky traffic situations. Similar to professional
drivers, professional riders regularly spend exceeding amounts of time in traffic for
their occupation. However, unlike the official categorization and certification that
professional driver groups have, motorcycle couriers are yet to be categorized as
"professional riders”, “self-employed workers" or "employed workers" legally
(Defossez, 2021).

According to the Turkish Statistical Institute, the total number of motorcycles
registered to traffic has increased from 3.5 million in 2020 to 4.1 million in 2022
(TURKSTAT, 2020; TURKSTAT, 2022). In 2020, 18.8% of fatal or injury-related
traffic accidents involved motorcycles (TURKSTAT, 2021). This ratio increased to
20.9% in 2021, and 22.2% in 2022 (TURKSTAT, 2022; TURKSTAT, 2023). Since
the number of fatal and non-fatal accidents involving motorcycle couriers is not
formally reported by authorities, it is not possible to account for the true numbers and
characteristics of accidents involving motorcycle couriers. The scarce sources on the
matter are reported by workers’ associations who compile their data through informal
channels such as union reports, newspaper reports and reports from social media
groups. It has been reported by news organizations that since the start of the
pandemic in March 2020 until March 2021, 190 motorcycle couriers lost their lives
during line of work ("Pandemide motokurye Olimleri”, 2021). According to
Tiirkiye’s Health and Labour Safety Watch ([Is¢i Saghg ve Is Giivenligi Meclisi],
2022), in 2021, 186 workers working in the transportation industry lost their lives.
They have further reported that at least 30 of the 186 workers worked as motorcycle
couriers ("2021 yilinda en az 30 moto kurye", 2022). According to Tirkiye’s
Couriers’ Rights Association’s ([Kurye Haklar1 Dernegi], 2023) 2022 Motorcycle
Couriers’ Fatality Report, 58 motorcycle couriers have lost their lives within the
same year. The report further details that, of the 58 lives lost, seven were between the
ages of 18 and below; twenty-six were between the ages of 19-27; twenty-two were
between the ages of 28-50; one was 58 years old and one was undetermined. The
characteristics of the courier deaths were listed as: the courier being hit by another
vehicle (34%), collision with another vehicle (29%), the courier losing control of the
motorcycle (14%), the influence of environmental factors such as weather

conditions, presence of barriers and bad road infrastructure (7%), skidding and
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rolling under heavy vehicles (5%), non-traffic related deaths (7%) and unknown

reasons (7%).

In the conclusion of the mentioned fatality report, it is speculated that company and
customer demand for fast delivery may induce couriers to err, and engage in
violations. However, including the study presented in this thesis, there have only
been few scientific studies which examined motorcycle couriers in relation to their
job and work related factors such as workload, time pressure, traffic errors and
violations. The lack of sufficient scientific literature on the issue makes it more

critical to investigate this road user group in detail.

1.3. General Understanding on the Operation of Fast-Delivery Services around
the World and in Tiirkiye

Although the existing literature on commercial vehicle operators tend to heavily
focus on professional operators of four-wheeled vehicles, they should be referred to
when intending to introduce a "professional rider" group to the literature. The
significant rise in the number and crash involvement of motorcycle couriers in
Tiirkiye after the COVID-19 pandemic made it clear that there is a need to examine
motorcycle couriers under a distinctive "professional rider” lens (Tuncer, 2020;
"Tirkiye’de", 2023).

The financial problems and lockdowns that gave rise during and following the
pandemic period, may have increased interest in the delivery riding profession. As a
consequence, young people who specifically obtained motorcycle licenses to start
working as couriers entered the fast-paced profession without sufficient experience
in riding (especially, riding under time pressure). Even prior to the pandemic and the
additional workforce that came along, the reports were indicating a rise in the
number of accidents involving delivery riders (Romero, 2019). It is further essential
to investigate whether factors such as age, experience, vehicle, environment and
social-context related factors play a role in the traffic safety of motorcycle couriers.

There are multiple reasons why motorcycles are preferred as a mode of
transportation in fast-delivery services. Motorcycles have several practical

advantages over four-wheeled vehicles such as being compact in size, more fuel-
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efficient, and requiring less maintenance. Accompanied by their fast nature,
motorcycles became favorable modes of transportation to be deployed by fast-
delivery firms. Since the most advertised aspect of fast-delivery services is their
speediness, companies prefer their deliveries be made by powered two wheelers
which operate fast on less amounts of fuel, are less likely to be stuck in traffic (due to
their easier maneuverability), and are easier to park when making the deliveries.
Furthermore, they are cheaper to purchase for both companies and individuals who

are planning on becoming partner workers as couriers.

Although there is a general increase in the number of delivery service providers
around the world, the modes of transportation employed in these services differ from
country to country. For example, in the US, fast-delivery firms predominantly
employ automobile drivers as delivery workers. In some European countries such as
Germany and The Netherlands, delivery workers essentially complete their deliveries
with bicycles, e-bikes, and motorcycles (which occupy a smaller percentage of use).
In countries such as Tiirkiye, Greece, and Spain, as well as some Latin American
(e.g., Brazil), East Asian (e.g., Taiwan, Vietnam), and South Asian (e.g., India)
countries, fast-delivery services of food and groceries are mostly carried out via
motorcycles. Since the study conducted for this thesis was carried out in Tirkiye,

motorcycle riders working in the fast-delivery industry will be its focus.

In Tirkiye, there are three main modes of employment motorcycle couriers work.
The first mode of employment is fast-delivery companies employing couriers as
workers on the company payroll. The second mode of employment is companies
hiring out "independent contractors"” or "partner workers" (“esnaf kurye" in Turkish)
who generally bring in their own motorcycles, and are paid by the hour or per
package they deliver. The latter mode of working for couriers is a gig economy
practice. It offers viable opportunities for young and elderly people seeking to get
into a flexible work schedule, where they can work in a low-cost labor market that
does not require high levels of education or certification. The companies who hire
workers working in a gig economy style, advertise working with them (or for them)
as a system where the workers can act "as their own bosses" since they have the

means to choose when, where, and how much they are willing to work. However, in
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order to maintain a sufficient wage, their ‘partner couriers’ need to work full-time
and for long hours following an intense delivery schedule. According to the Turkish
Couriers’ Rights Association ("Kurye Haklar1 Dernegi’nden”, 2023), companies used
to hire more payroll employees in the past, compared to the current preference of
hiring partner workers who pay for their own insurance, vehicle maintenance, and
fuel costs. Therefore, the number of partner couriers has overtaken the number of
payroll employees working for fast-delivery companies. Christie and Ward (2023)
reported that riders working in the second mode of employment were three times
more likely to report damage to their vehicle in a collision, and twice as likely to
report an injury compared to the riders working in the first mode of employment.

The third mode of employment is when independent workers make unofficial
working arrangements with hiring parties (e.g., restaurants or other package delivery
businesses). This mode of employment can either entail full-time work or part-time
work. Occasionally, company employees or ‘partner couriers’ work in these
unofficial arrangements for extra work after their obligation to delivery companies

are fulfilled for the day or the week.

Regardless of the mode of employment motorcycle couriers work in, the quick-
delivery orders generally follow four stages in Tiirkiye: (1) the preparation of the
order, (2) the assignment of the order to a courier, (3) the courier commuting to
restaurants or company dark stores to pick up the order, (4) courier getting on the
road and commuting to the customer’s house with their motorcycle, and then, via
foot to the customer’s door. Although companies hire couriers to primarily work
within a limited geographical area, traffic conditions and hard-to-access customer
locations may result in the delivery arriving later than expected. Most companies
expect couriers to complete their deliveries within 15-20 minutes, unless the rider is
a novice. Depending on the company, expectations for delivery time may be more
lenient for novice couriers. Busy traffic and environmental factors such as road and
weather conditions may prolong the completion of deliveries as well as posing a risk
to couriers’ traffic safety. Couriers need to navigate through environmental

challenges and their own safety in order to meet the speed demands of companies.



Keeping the general work conditions and forms of motorcycle couriers in mind,
conducting studies with them is essential as they have become a critical road user
group in traffic safety terms. Examination of this group on the basis of their
behaviors, which are the most basic human factors in traffic, and other related

variables will lay the groundwork for future studies.

1.4. Motorcycle Rider Behaviors

Regardless of the professional or non-professional status of the rider, motorcycle
riders are considered to be one of most the vulnerable road users, due to the fact that
they operate powered two wheelers that go at high speeds, which do not possess a
protective barrier like four-wheeled vehicles do (Houston, 2011). The range of
behaviors individuals display when riding a motorcycle are named as motorcycle
rider behaviors which have their roots in the aberrant driver behavior differentiation
of Reason et al (1990).

Errors and violations were first classified by Reason et al. (1990) as aberrant
behaviors within a traffic system when deviations from what is commonly deemed as
safe practice occur. Errors are explained as unintentional aberrant behaviors that are
further classified into two categories: slips and lapses (i.e., the inadvertent
divergence of action from the intention), and mistakes (i.e., the failure of planned
action to reach the desired goal). Violations were defined as intentional deviations
from safe practices. Rule breaks and intentionally dangerous behaviors such as
speeding, red-light violations, and illegal maneuvering were categorized under
violations. Reason et al. (1990) used their classification of aberrant behaviors to

examine the behaviors of four-wheeled drivers in the Driver Behavior Questionnaire

(DBQ).

In order to study riding behaviors in motorcycle users, Elliott et al. (2007) made
appropriate alterations with the DBQ. The aim of the alterations was to accommodate
the operation of two-wheeled motorcycles which are more challenging to control and
balance compared to four-wheeled vehicles. Safe riding practices also differed from
safe driving practices due to motorcycles’ operation principles. Hence, Elliott et al.
(2007) presented the Motorcycle Rider Behavior Questionnaire (MRBQ). According

7



to the dimensions Elliott et al. (2007) proposed motorcycle rider behaviors could be
investigated under five main factors of traffic errors, control errors, speed violations,

stunts and safety equipment.

In the MRBQ, errors are regarded under two categories: traffic errors and control
errors. Traffic errors included slips and lapses (e.g., failing to notice a pedestrian), as
well as mistakes (e.g., inaccurately estimating the speed of another vehicle) which
shared similarities with the error items in the DBQ. Whereas, control errors are
mainly concerned with the ability of the riders to control their motorcycles while
maneuvering, or trying not to lose control in the face of bad weather and road
conditions. Control errors is a distinctive dimension from the MRBQ, since it aims to

measure how well the users can operate a powered two-wheeler.

In the MRBQ, items measuring violations can be located under three factors: speed
violations (i.e., speeding during inappropriate traffic situations and in general), stunts
(i.e., engaging in dangerous maneuvers such as wheeling and spinning), and safety
equipment. However, not all items under these dimensions refer to deliberate actions
or violations. Although the safety equipment factor inquires about mandatory
practices such as wearing a motorcycle helmet; it also includes safety equipment
items that are customary to wear for full protection but not mandatory. Moreover,
some items under the stunt factor such as "Unintentionally do a spin” refer to an

undeliberate action.

Previous studies established a relationship between aberrant riding behaviors and
motorcycle accidents. For instance, Rutter et al. (1995) found that violations
regarding law and safe behavior were the strongest predictors of accidents. Petridou
and Moustaki (2000) concluded that aberrant behaviors such as risk-taking, breaking
traffic rules and not using safety equipment strongly influence crash involvement,
and the magnitude of crashes for motorcycle riders. Moreover, Chouhan et al. (2021)
reported that speed violations had the highest incident rate, and traffic errors were the
most significant crash predictors. Chang and Yeh (2007) reported that error and
violation behaviors elevated the likelihood for riders to be involved in traffic
accidents. Other studies reported the link between aberrant riding behaviors and



accidents (Moller & Haustein, 2016; Stephens et al., 2017; Sumit et al., 2021). Since
riding behaviors (aberrant riding behaviors, in particular) are predictors of
motorcycle accidents, they might play an incremental role in motorcycle courier
safety. Therefore, it is essential to identify predictors for motorcycle riding behaviors

in order to reinforce the traffic and work safety of delivery riders.

1.4.1. Factors Related to Safe Riding Behaviors

Previous studies showed that there are different factors affecting the riding behaviors
of motorcycle users. These factors could be classified by their nature in different
groups (e.g., factors relating to rider characteristics, factors relating to the physical
environment, and social factors). For example, age, gender, riding experience, and
personality can be listed as factors relating to rider characteristics. Chouhan et al.
(2021) reported that young male riders were more likely to report aberrant riding
behaviors. Wong et al. (2010) found that personality traits such as sensation-seeking
and impatience related to the unsafe riding behaviors. Moreover, Ozkan et al. (2012)
examined the relationship between passive and active accidents involving motorcycle
riders in relation to annual mileage, age, and riding behaviors. The authors found that
accidents were related to annual mileage (positively), age (negatively) and stunts

(positively). They also found that speeding violations were predictors for offences.

Among the factors relating to the physical environment, lack of road maintenance,
and infrastructure that was not designed to maximize the safety of motorcycle users
(e.g., sharp roadside barriers which can injure or kill motorcycle riders, and sharp
turns which can throw riders off balance) pose a threat to rider safety (Navarro-
Moreno et al., 2023). Additionally, bad weather conditions such as heavy rain, snow,
and storm (which creates slippery roads and strong winds) make riders vulnerable to

lose their balance, and fall or crash (Maze et al., 2006).

Studies showed that some social environment related factors are also related riding
behaviors. For example, the Theory of Planned Behavior (TPB), Health Belief Model
(HBM) and Locus of Control (T-LOC) were investigated by Ozkan et al. (2012) to

help explain motorcycle riding behaviors. In the results, it was revealed that stunts
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and speed violations were related to belief in fate, subjective norms, attitudes, and
intentions; safety equipment use was related to (high levels of) perceived behavioral
control and intentions; traffic errors were related to perceived barriers and cues to
action; and control errors were related to vehicle and environment factors. Shen et al.
(2020) also linked TPD to the red-light violations of delivery workers. For
professional riders, social environment might cover a broader scope of factors such
as work conditions, professional norms and attitudes, organizational safety climate,
and social expectations regarding safe riding behavior pose a greater significance
compared to non-professional riders. Therefore, it is important to examine

professional rider behaviors and related factors under a specific focus.

1.4.2. Factors Related to Safe Driving and Riding Behaviors of Professional
Drivers and Riders

Previous literature has established that, professional drivers differed from non-
professional drivers by their increased likelihood of crash involvement (Dorn &
Brown, 2003; Tsai et al., 2022), and stress related aberrant behaviors in traffic (Oz et
al., 2010; Rowden et al., 2011; Useche et al., 2017; Montoro et al., 2018). Therefore,
when examining predictors for professional driver behaviors and other psychological
or physiological outcomes, it is important to focus on their work factors such as long
working hours, workload, and work-related stress. In their review that was conducted
to assess the psychosocial work factors relating to risky driving behaviors in
professional drivers in low- and middle-income countries, Amoadu et al. (2023)
stated that job strain, workload, lack of autonomy, lack of social support from
coworkers and supervisors were identified to be the most influential factors.
Wagstaff and Sigstad (2011) found that long working hours increased traffic accident
risk in professional drivers. Moreover, other studies found them to be prone to driver
fatigue which in turn influences driver performance (Matthews et al., 1999;
Davidovic, 2018). Singh and Kathuria (2023) also found that professional drivers
being motivated to adhere to their work time schedule had higher intentions to

commit traffic violations while working.

Organizational safety climate was reported to be a significant influencing factor on

professional driver stress, driving behaviors and performance (Wills et al.,2006; Oz,
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2011; Oz et al., 2014). An example of organizational and national safety climate
indicators for professional riders in Tiirkiye could be the developments following the
snow and rain storms that occurred between the years 2021-2023. During these
storms, companies providing delivery services were put in the limelight for failing to
cease operations even though repeated warnings were made by the Turkish State
Meteorological Service prior. Similar criticisms by the general public were raised
towards governor’s offices for failing to demand a cease operation for motorcycle
couriers during troubling weather. In these instances, the governor’s offices were
expected to regulate or compensate companies’ lack of discretion for courier safety.
Following the public reaction, some fast-delivery companies announced a cease
operation, and in place of other companies who did not, the governor’s offices
declared a cease operation (“Istanbul Valiligi’'nden", 2021; "izmir Valiligi", 2022;
"Istanbul Valiligi’nden", 2023). However, in violation of the cease operation, some
companies continued to urge their workers to work in bad weather without strict

policing (Kurye Haklar1 Dernegi, 2023).

Another example of organizational climate indicators for professional riders could be
that although "partner couriers” or "independent contractors™ are expected to adhere
to company rules by wearing their uniforms, and strictly following company delivery
and customer service policies, they do not benefit from the same advantages offered
to payroll employees such as job security, social benefits, and regulated work hours.
The "partner worker" system aids companies in avoiding being held responsible and
accountable when it comes to ensuring rider safety in traffic. Supported by such a
system, companies often argue that independent workers are majorly liable for their
own traffic safety, which in turn allows these companies to dodge obligations
towards monetary compensation and emotional support in cases of traffic accidents
during work hours. Organizations’ lack of discretion for rider safety may be an
indicator of their safety climate, making it worthwhile to study work and
organizational factors as possible hindrances against safe riding behaviors in

professionals.

In light of this, studies focusing on the antecedents of professional rider (i.e.,

motorcycle, bike, and e-bike riders) behaviors were conducted. For example,
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Papakostopoulos and Nathanael (2021) reported that young age was associated with
red-light violations and lack of helmet use. The same study concluded that lack of
experience, and hourly payment rates were associated with red-light violations; and
that workload and low concern for vehicle condition were associated with lack of
helmet use. Tran et al. (2022) reported that in Vietnam, riders who were more lenient
on safety measures were the individuals who had lost large incomes during the
pandemic, and struggled financially. They were also found to be under greater work
pressure due to financial factors. According to a review that surveyed risk factors and
injuries of delivery riders, the most common risk factors were being young, lacking
experience, experiencing time-pressure and failing to wear adequate safety

equipment (McKinlay et al., 2022).

In 2021, Huang reported a qualitative study conducted with Chinese delivery
workers where they identified rising "work insecurity, financial instability, and
subservient class identity” among the profession. Multiple other studies emphasizing
the role of time pressure and fatigue on risky riding behaviors of delivery riders were
also conducted (Zheng et al., 2019; Rusli et al., 2022; Salmon et al., 2023). Drawing
upon the pre-existing literature on fast-delivery workers, it can be concluded that
time pressure, workload, and financial instability are common themes in delivery
rider behavior antecedents research. Supporting further, Kaya et al. (2022) carried
out qualitative research to identify work-related complaints of motorcycle couriers;
and determined job tasks, weather conditions, problems with employers, traffic, and
road infrastructure problems as some of the leading problems couriers faced in
Tiirkiye. Kavurmaci (2023) carried out another qualitative research to identify how
the work factors surrounding motorcycle couriers’ work can be improved in Tiirkiye.
The study identified work factors such as workload, time pressure, weather
conditions, other drivers’ disregard for riders in traffic, and an increase in the number

of incompetent couriers as negative work factors.

Considering the influence of work and organizational factors on delivery riders’
riding behaviors, some studies specifically focused on the relationship between job
demands and risky riding behaviors. Chen (2023) reported the finding that workload,

and time pressure were significantly associated with risky riding behaviors in food
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delivery riders through the mediation of job stress. Nguyen-Phuoc et al. (2023) found
that job demands and resources, and job burnout significantly predicted risky riding

behaviors.

It can be argued that the demand for fast and consequent deliveries may induce time
pressure and stress on couriers. In turn, time pressure and stress may influence their
behaviors in traffic such as violations and errors. The stress that time pressure and
workload induce on the workers may be amplified by their lack of job security
working in a gig economy. In this system, companies can easily choose to stop
working with their ‘partner workers’ without having to face monetary repercussions
for terminating an employee's job. The anxiety and emotional demands accompanied
by being reprimanded for late deliveries, and not being willing to work when called
in to work on leave days or national or religious holidays can also contribute to the
stress. Therefore, there is a need for a framework that will assemble and
conceptualize the negative and positive job conditions that may influence safe riding
behaviors. For the purposes of predicting the work related antecedents of motorcycle
couriers’ riding behaviors, Job Demands and Resources (JD-R) model was employed

in this thesis to establish a framework for negative and positive job conditions.

1.5. Job Demands and Resources (JD-R) Model

The Job Demands and Resources (JD-R) model was originally proposed to explain
burnout symptoms in workers who worked in the service industry (Demerouti et al.,
2001). In the model, both job demands and job resources are regarded as external
sources that affect the cognitive and psychology equilibrium workers have. Increased
job demands and lacking job resources shifts the worker’s state of well-being from
equilibrium to negative. In certain contexts, job resources are proposed to serve as
buffers against the effects of job demands. The shift in the equilibrium may be
affected by physiological and psychological costs directly related to working
conditions, as well as the workers’ personal resources such as performance capacities
and coping strategies. However, the JD-R model primarily focuses on work

conditions rather than workers’ personal parameters.
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Karasek’s Job Demands-Control (JDC) model (1979) suggested first that work-
related stress is most prevalent under high demand-low autonomy work conditions.
Other studies supported the link between job demands and stress (Warr, 1990;
MacDonald, 2006; Topcic et al., 2016; Kim & Tak, 2010). The accumulation of
studies examining the relationship between job demands and stress suggests a
positive relationship between them. Additionally, Demerouti et al.’s (2001) JD-R
model associated job demands and job resources with burnout symptoms such as
emotional exhaustion and depersonalization (i.e., disengagement from work tasks
and cynicism towards the job and the worker’s role in the job). Emotional exhaustion
was linked to fatigue, stress, and anxiety by other studies in the literature as well
(Bunk et al., 1998; Michielsen et al., 2004; Seidler et al., 2014). The conclusion that
work conditions are influential on the well-being, and motivation of workers
underlines the link between these work conditions, and on the clock behaviors of

workers.

The JD-R model was applied to the traffic behaviors professionals in the past
literature. For instance, Zhang et al. (2022a) investigated whether the JD-R model
predicted burnout in delivery drivers, and whether this relationship was moderated
by mindfulness. In another study, Zhang et al. (2022b) investigated whether the JD-R
model was related to the positive and negative affect of delivery drivers. They found
that job resources were positively associated with positive affect and negatively
associated with negative affect; and job demands were positively associated with
negative affect. One of the few studies which attempted to explain the work factors
of delivery riders based on the JD-R model was the study conducted by Nguyen-
Phuoc et al. (2022). The authors investigated the JD-R model in relation to job strain,
attitudes towards risk-taking and road safety compliance. They found that (1) there
was a direct relationship between job resources and safety compliance, and (2) there
was an indirect relationship between job demands and safety compliance through the
mediation of job strain and attitudes towards risk-taking. Although this study is
incremental in establishing the relationship between job demands, job resources and
safety attitudes, there is a need to identify how job demands and resources influence

motorcycle couriers’ and their behaviors on road.
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1.5.1. Job Demands

Job demands refer to the physical, social and organizational work conditions that
may induce feelings of stress and emotional exhaustion in workers. Challenging
work environments, high workload, time pressure and organizational instability
constitute as job stressors. Job stressors are associated with psychological (e.g.,
mental effort), emotional and physiological (e.g., physical effort) costs in workers.
For delivery riders, navigating delivery addresses, planning routes and riding
motorcycles require certain levels of mental effort. Galy et al. (2012) reported that
time pressure, task difficulty and alertness required employees to allocate extra
mental resources when carrying out a task. They concluded that mental overload was
associated with psychophysiological workload. Also, Ghanavati et al. (2019) found a

negative relationship between mental workload and work ability.

Moreover, interacting with other road users, customers, coworkers, and supervisors
require emotional and psychological effort. Van Jaasveld et al. (2010) found that
uncivil customer behaviors towards workers was related with emotional exhaustion.
Ma et al. (2019) found that the relationship between customer-related social stressors
and emotional exhaustion was moderated by worker emotional intelligence. Rhee et
al. (2017) reported a relationship between coworker incivility and emotional
exhaustion. Wu et al. (2013) reported that workload demands from supervisors

predicted workers’” emotional exhaustion.

Riding a motorcycle in hot weather and cold weather, carrying heavy packages,
walking and climbing stairs to deliver them require physical effort. The relationship
between physical effort and job demands was supported by literature (Halpern et al.,
1997; Yu et al., 2013). Calatayud et al. (2022) related prolonged exposure to job
demands such as high physical demands with lower scores in cognition and lower

functional performance in some physical activities.

The dimensions examined under job demands are workload, emotional demands,
emotional dissonance, and organizational changes. The workload dimension explores

job aspects such as time pressure at work, and the total amount of work that needs to
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be done within a timeframe. The demand for motorcycle couriers to complete their
deliveries within short timeframes constitutes as workload. Another aspect of courier
workload is having to work for long hours, and make consecutive deliveries without
taking adequate breaks. As an example of the safety implications of this argument,
Zheng et al. (2019) found that physical and mental workload was associated with

crash involvement of delivery riders.

The emotional demands dimension explores the emotionally demanding aspects of a
job such as intense emotion eliciting work tasks or relationships with customers that
may affect the workers’ emotional wellbeing. As part of the delivery process,
couriers deal with disagreeable customers on a regular basis who can make them feel
disrespected or unimportant. For instance, most mobile applications for fast-delivery
companies have the option to leave a note the courier. Customer notes such as "If the
food is not hot, you and | are going to have a problem™ (Moto Kurye Haber-Yorum,
2023), and "If the delivery is not made in time, | will be waiting at the door with my
baseball bat" (Moto Kurye Haber-Yorum, 2023) were posted to social media
platforms by motorcycle couriers. Some couriers also face situations that make their
job even more challenging, and make them feel reproached while trying to offer their
services. For example, some motorcycle couriers posted their experiences of not
being allowed inside an apartment complex with their work vehicles or being
restricted from using the elevator and having to climb five or six flight of stairs in
order to make a delivery on social media platforms (Moto Kurye Haber-Yorum,
2023a, 2023b).

The emotional dissonance dimension explores whether a job requires the worker to
mask their true emotions (e.g., anger or frustration) or moods. Since couriers work in
the service industry, they may feel the need to mask their emotions or emotional
reactions in order to avoid negative customer ratings, or to secure tips from

customers.

Finally, the organizational changes dimension explores the organizational aspects
(e.g., structural changes, role changes and product changes) of a job that may create

role ambiguity or adaptation anxiety in a worker. Although job tasks for motorcycle
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couriers seem fairly stagnant (i.e. delivering a package from point A to point B
within a certain timeframe), changes in team structures, company performance
expectations or the product (e.g., company mobile applications) may have an effect

on the worker.

The cumulative effects of job demands on work and employee outcomes were
reported in previous literature. Wright and Cropanzano (1998) found that job
demands such as emotional exhaustion were negatively associated with job
performance. Moreover, Lu et al. (2017) found that job demands diminished job
performance of employees with lower job security. De Neve et al. (2013) suggested
that occupational well-being which is associated with job demands and resources
play an important role in job performance and overall human functioning. Bakker
and Demerouti (2018), the authors of the original JD-R model, detail further the
relationship between job demands, resources and job performance. A link between
job demands and fatigue was also established by previous studies. De Croon et al.
(2002) found that quantitative workload in lorry drivers was associated with fatigue.
De Lange et al. (2009) found significant relationships between job demands, sleep
quality and fatigue. LeGal et al. (2019) concluded that long-term psychological
demands had an effect on chronic fatigue symptoms. Other studies also supported the
relationship between job demands and fatigue (Jalilian et al., 2019; Bazazan et al.,
2023). Job demands were also associated with safety compliance. For instance,
Nguyen-Phuoc et al. (2022) concluded that job demands and resources were
associated with road safety compliance. Bronkhorst (2015) reported that job demands
were directly associated with physical and psychosocial safety behaviors. Job
demands were associated with lower levels of safety behaviors. Likewise, Chen et al.
(2017) found a significant relationship between job demands and counterproductive
work behaviors (e.g., indifference and violating safety procedures).

1.5.2. Job Resources

Job resources refer to the social, psychological and organization-related work

conditions that may facilitate worker wellbeing, productivity and motivation. Job
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resources may also serve as a buffer in alleviating some of the psychological and
physiological costs associated with job demands (Demerouti et al., 2001).

The dimensions examined under job resources are autonomy, social support,
supervisory coaching, and opportunities for professional development. The
autonomy dimension explores whether a worker has control over their work (e.g.,
having a personal input in the decision-making stage or the execution stage).
Autonomy was associated with safety performance, and proactive work behavior
(Parker et al., 2001; Ko et al., 2018; Haas et al., 2018). Apart from payroll employees
who need to fulfil the wage requirements in order to get paid, partner couriers and
independent workers have seeming work flexibility. Ideally, they can choose when
they want to work, for how long they want to work and how many packages they are
willing to deliver. However, in reality, the work flexibility opportunities associated
with being a partner courier stays merely on paper. Due to the hourly rate and pay
per package delivery system, partner couriers and independently working couriers
are motivated to make as many deliveries as they possibly can to earn livable wages.
This motivation may yield the work flexibility opportunities of being a partner

courier ineffective.

The social support dimension explores the social relationships workers have with
their coworkers. Coworker social support was found to offer a buffering role between
task demands and emotional exhaustion in the past literature (Baeriswyl et al., 2017;
Xiu et al., 2019; Han et al., 2023). Most motorcycle couriers have a network of
people who have the same occupation as they do. They are often involved in social
media groups and communication application groups where they can exchange
information on their work opportunities and experiences (with their employers,
customers and vehicles). Courier groups are also active when it comes to warning
their members against unsafe motorcycle riding practices, bad road conditions, and
possible dangers in traffic (e.g., avoiding riding between heavy vehicles and metal

roadside barriers).

The supervisory coaching dimension explores workers’ social relationships with their

supervisors. Previous research established a relationship between supervisory
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relationships, emotional costs and behaviors at work (Wilk & Moynihan, 2005;
Whitman et al., 2022; Rafique, 2023). Payroll employees and partner couriers hired
by companies generally have supervisors who are in charge of scheduling work days,
allocating deliveries among couriers, and making sure that deliveries are completed
in time and without problem. Couriers can also bring up their problems to their
supervisors’ attention and demand resolution. If the couriers get into traffic accidents
or encounter unsafe situations, supervisors are generally the ones who hear about it
first. However, supervisory relationships may not be pertinent to the independent
workers since they work with employers for short periods of time (i.e., for a couple
of hours or a day or several days), which prevents them from forming valid

supervisor-subordinate relationships.

Finally, the opportunities for professional development dimension explores whether
a job stimulates personal development and growth in workers. Repeated exposure to
work conditions and accumulation of experience may promote couriers to become
more time-efficient workers (Quinones et al., 1995), and better communicators, as
well as motorcycle riders (Hosking et al., 2010; Crundall et al., 2013; Crundall et al.,
2014).

The cumulative effects of job resources on work and employee outcomes was
reported in previous literature. Turner et al. (2012) found that job resources like
social support, and job control were positively related with safety participation.
Furthermore, Bronkhorst (2015) reported that job resources were directly associated
with physical and psychosocial safety behaviors. Job resources were associated with
higher levels. Other studies have also supported the link between job demands, job
resources and safety behaviors in employees (Turner et al., 2005; Hansez & Chmiel,
2010; Nahrgang et al., 2011).

1.6. The Aim of the Study

Based upon existing literature and field reports of motorcycle couriers, it can be

concluded that the increasing number of motorcycle couriers in traffic without the
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accompanying job and traffic safety regulations in place poses a safety threat for
motorcycle couriers and other road user groups both in Tiirkiye and around the
world. The fast-delivery companies’ emphasis on the urgent and busy nature of their
services, accompanied by their relative indifference towards establishing
organizational safety cultures that would facilitate rider safety, can conjure negative
work conditions that may influence the safe riding behaviors of delivery riders.
However, it is also important to acknowledge the effects of positive work conditions

may have on safe riding behaviors as well.

In order to examine negative and positive work conditions within a well-structured
framework, the JD-R model seems suitable to employ when researching the
antecedents of riding behaviors of delivery riders. So far in the literature, only two
studies attempted to explain the work factors of delivery riders based on the JD-R
model. First, Nguyen-Phuoc et al. (2022) investigated job demands and job resources
in relation to job strain, attitudes towards risk-taking and road safety compliance.
They found that (1) there was a direct relationship between job resources and safety
compliance, (2) there was an indirect relationship between job demands and safety
compliance through the mediation of job strain and attitudes towards risk-taking.
Although this study is incremental in establishing the relationship between job
demands, job resources and safety attitudes, there is need for further scientific
evidence to establish how job demands and resources influence motorcycle couriers’
behavior on road. Second, Nguyen-Phuoc et al. (2023) investigated job demands and
resources in relation to risky riding behaviors in delivery riders. However, their
riding behavior measure was a limited measure with 6 items that examined riding on
pavement, speeding, lapses, mobile phone use, red-light violations and road direction
violations with one question per behavior. The risky riding behavior measure of this
study may not be adequate at exploring riding behaviors in depth. Therefore, there is
a need to investigate job demands and resources of delivery riders in relation to in-
depth motorcycle riding behaviors. The present study aims to fill in some of the gaps
between the job demands and resources, attitudes, safety compliance, motorcycle

riding behaviors and motorcycle courier accidents pipeline.
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In summation, the aim of the present study is to examine the relationship between job
demands, job resources and motorcycle riding behaviors of motorcycle couriers in
detail. The interaction nature of job demands and resources to the rider behaviors
path is also examined in detail. By the means of this study and its results, it is aimed
to establish a comprehensive understanding of work-related stressors and resources
in relation to the motorcycle riding behaviors of motorcycle couriers for the first

time.
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CHAPTER 2

METHOD

2.1. Participants and Procedure

2.1.1. Participants

A total of 188 participants have taken the questionnaire, of which 53 were deemed
incomplete data and eliminated. After the elimination of incomplete data, the final
sample size was 135. All the participants who participated in the study were
individuals who actively worked as motorcycle couriers at the time of the conduction
of the study. The age of participants ranged between 17 to 52 (M = 27.1, SD =7.1).
All participants were men. The distribution in the education level of the participants
was as follows: primary school graduate (N = 1, 0.7%), middle school graduate (N =
9, 6.7%), high school graduate (N = 57, 42.2 %), college graduate (N = 22, 16.3%),
and university graduate (N = 46, 34.1%).

The participants were asked about their mode of employment. Of the 135
participants, 36 indicated that they worked as a payroll employee for an organization;
84 indicated that they work as partner workers; and 27 indicated that they worked
independently (i.e., doing extra work or working through unofficial arrangements
with employers). Among the 135 participants, 3 (2.2%) of them indicated that they
worked extra (i.e., independently) while also being a payroll employee, and 4 (2.9%)
of them indicated that they worked extra while working as partner workers. 128
(94.8%) participants indicated that they either worked as a payroll employee, partner
worker, or independent courier as their sole mode of employment. The participants
were also asked; how long they have been holding a motorcycle license, the number

of years they have been riding a motorcycle, the number of years working as a
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motorcycle courier, the number of kilometers they have ridden a motorcycle in their
lifetime, and in the past year working as a courier, how long they work on average in

a day, and how many packages they deliver on average in a day on (See Table 1).

Table 1. Quantitative Sample Variables

Variables N Mean Standard Deviation Min-Max
Age 135 27.13 7.15 17-52
hfﬂ‘esaergw”e“hip 129 5.64 5.224 0-32

Rider Experience (in Years) 131 7.56 6.070 1-35
gﬁ‘ggrf)"pe”ence 120 450 4537 1-30

Rider Experience (km) 127 240770.55  605247.847 1000-6000000
Courier Experience (km) 132 36606.06 42867.545 800-362000
Work Hours (per day) 126 10.26 2.740 2-17

Active Accidents 133 1.62 2.48 0-17

Passive Accidents 135 2.01 3.19 0-20

88.1% of the participants (N = 119) worked in metropolitan cities in Tirkiye, and
1.5% of the participants (N = 2) worked in small cities. The participants were asked
whether they currently held motorcycle licenses. 96.3% of the participants (N = 130)
indicated that they did, whereas 3.7% of the participants (N= 5) indicated that they
did not. Moreover, the participants were asked whether their licenses were ever
seized while working. 99.3% of the participants (N= 134) participants indicated that
they never had their licenses seized while working, whereas 0.7% of the participants
(N = 1) indicated that they had. The participants were also asked about the frequency
of their work. 68.1% of the participants (N = 92) indicated that they worked every
day; 25.2% of the participants (N = 34) indicated that they worked nearly every day;
4.4% of the participants (N = 6) indicated that they worked 3-4 days a week; and
1.5% of the participants (N = 2) indicated that they worked 1-2 days a week. 93.3%
of the participants (N = 126) indicated that they rode motorcycles outside of work,
and 6.7% of the participants (N = 9) indicated that they did not.
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Among the 135 participants, 57 indicated that they were given motorcycle helmets,
14 indicated that they were given motorcycle gloves, 9 indicated that they were given
protective riding goggles, 7 indicated that they were given motorcycle boots, and 70
indicated that they were given jackets by the organizations they worked for/with.
Furthermore, the participants were asked how frequently they wore helmets while
working. 86.7% of the participants (N = 117) indicated that they always wear
helmets, 10.4% (N = 14) indicated that they usually wear helmets, 1.5% (N = 2)
indicated that they sometimes wear helmets, 0.7% (N = 1) indicated that they seldom
wear helmets, and 0.7% (N = 1) indicated that they never wear helmets. The
participants were asked whom the motorcycle they used for work purposes belonged
to. 74.1% of the (N = 100) participants indicated that they owned the vehicle, 22.2%
(N = 30) indicated that it was owned by the company they work for/with, and 3.7%
(N = 5) indicated that it was owned by someone else. The participants were asked
what kind of transmission the motorcycles they used for work had (i.e., automatic or
manual). 69.6% of the participants (N = 94) indicated that they used an automatic
transmission motorcycle, and 30.4% (N = 41) indicated that they used a manual

transmission motorcycle.

Finally, the participants were asked how many traffic accidents they have actively
(i.e., hitting someone or something) or passively (i.e., being hit by someone) been
involved in, in the past three years. The mean of active accidents was 1.62 (SD =
2.476) with a minimum number of zero accidents and a maximum number of 17
accidents. The mean of passive accidents was 2.01 (SD = 3.190) with a minimum

number of 0 accidents and a maximum number of 20 accidents.

2.1.2. Procedure

Ethical approval for the study was acquired from the METU Human Research Ethics
Committee. The participants participated in the study by filling out an online
questionnaire. They were recruited through social media platforms and via hand
flyers featuring the study link and QR code handed out to couriers at fast-delivery
company dark store locations and at different locations throughout Ankara, Tirkiye.
40% (N = 54) of the participants reported working in Ankara.
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In the study, the participants were first asked for their informed consent. Then, they
were asked to fill out the demographic information form. They were presented with
the Job Demands and Job Resources Scale (Xanthopoulou et al., 2007; Metin, 2010)
and the Motorcycle Rider Behavior Questionnaire (Elliott et al., 2007; Ozkan et al.,
2012). After they completed the questionnaire, they were presented with the
debriefing form which informed them of the purpose of the study. The participants
who chose to share their mailing contact information were sent a 50 TL gift card

from Amazon.

2.2. Measures

2.2.1. Demographic Form

The demographic form included questions concerning participant age, gender,
occupation, education level, motorcycle license ownership information, motorcycle
riding experience, professional experience as a motorcycle courier, mode of
employment, work metrics such as frequency of work and daily package delivery
numbers, safety equipment information, work vehicle ownership information, and

(active and passive) accident rates.

2.2.2. Job Demands and Job Resources Scale

The Job Demands and Job Resources scale was used to assess motorcycle couriers’
perception of job demands and job resources. In this study, the Turkish version of the
Job Demands and Job Resources scale (Xanthopoulou et al., 2007) was used. The
scale was translated into Turkish by Metin (2010). The scale assesses how often the
participants experience the item questions. The 5-point Likert-type anchors range
from (1) never to (5) always. The scale, which includes thirty-six items in total,
features four subscales investigating job demands, and four subscales investigating
job resources. Job demands subscales are workload, emotional demands, emotional
dissonance, and organizational changes. The workload subscale is a four-item scale.

The subscale aims to measure the participants’ perceived frequency of experiencing
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time pressure, and overworking. An item example is ‘Do you have too much work to
do?’. The emotional demands subscale is a six-item scale. The subscale aims to
measure the participants’ perceived frequency of experiencing intense emotion
eliciting work tasks and situations. An item example is ‘Is your work emotionally
demanding?’. The emotional dissonance subscale is a five-item scale. The subscale
aims to measure the participants’ perceived frequency of experiencing the need to
mask their emotions or moods while working. An item example is ‘How often do
you suppress your emotions in order to seem unaffected? (e.g., Anger)’. The
organizational changes subscale is a seven-item scale. The subscale aims to measure
the participants’ perceived frequency of experiencing changes in their role, their
organizations’ structure and the product they work with. An item example is ‘Has
there been a change in your work’s structure recently?’. In this study, each job

demands subscale yielded internal consistencies of .81, .71, .70, and .80 respectively.

Job resources subscales are autonomy, social support, supervisory coaching, and
opportunities for professional development. The autonomy subscale is a three-item
scale. The subscale aims to measure the participants’ perceived frequency of
experiencing decisional and executive control over their work. An item example is
‘Do you have control over how the work is done?’. The social support scale is a
three-item scale. The subscale aims to measure the participants’ perceived frequency
of receiving support from their coworkers. An item example is ‘Could you trust your
coworkers to help you when you are experiencing challenges at work?’. The
supervisory coaching scale is a five-item scale. The subscale aims to measure the
participants’ perceived frequency of receiving support and adequate feedback from
their supervisors. An item example is ‘My supervisor shows interest in my problems
and wishes regarding my work’. Finally, the opportunities for professional
development scale is a three-item scale. The subscale aims to measure the
participants’ perceived frequency of encountering opportunities that could help them
improve professionally. An item example is ‘My job offers me opportunities to
improve my qualifications’. In this study, each job resources subscale yielded

internal consistencies of .69, .85, .93, and .80 respectively.
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2.2.3. Motorcycle Rider Behavior Questionnaire (MRBQ)

The Motorcycle Rider Behavior Questionnaire (MRBQ) was used to assess
motorcycle couriers’ riding behaviors in traffic. The original questionnaire was
developed by Elliott et al. (2007), and it was translated to Turkish by Ozkan et al.
(2012). The scale assesses how often the participants experience the item questions.
The 6-point Likert-type anchors range from (1) never to (6) almost always. The scale
includes forty-three questions in total. The scale has five factors: traffic errors,
control errors, speed violations, stunts, and safety equipment. The traffic errors factor
Is comprised of ten items. The subscale aims to measure the participants’ frequency
of experiencing slips, lapses and mistakes while riding. An item example is ‘Fail to
notice that pedestrians are crossing when turning into a side street from a main road’.
The control errors factor is comprised of five items. The subscale aims to measure
the participants’ frequency of experiencing problems with controlling the
motorcycle. An item example is ‘Skid on a wet road or manhole cover’. The speed
violations factor is comprised of twelve items. The subscale aims to measure the
participants’ frequency of engaging in excess speeding. An item example is
‘Disregard the speed limit late at night or in the early hours of the morning’. The
stunts factor is comprised of six items. The subscale aims to measure the
participants’ frequency of engaging in stunts. An item example is ‘Get involved in
unofficial ‘races’ with other riders or drivers’. Finally, the safety equipment factor is
comprised of eight items. The subscale aims to measure the participants’ frequency
of safety equipment use. An item example is ‘“Wear bright/fluorescent strips/patches
on your clothing’. In this study, each factor yielded internal consistencies of .82, .55,

.88, .78, and .72, respectively.
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CHAPTER 3

RESULTS

In this chapter, analyses conducted and the relevant results are presented. First, in
order to examine the general relationships between the variables, a bivariate
correlation analysis was conducted, and the significant correlations were reported
(see Section 3.2.). Second, in order to examine the research question of this thesis,
hierarchical regression analyses were conducted by controlling for the statistical
effects of possible confounding variables, and the significant results were reported
(see Section 3.3.). Finally, in order to assess whether job resources had moderation
effects on the relationships between job demands and motorcycle rider behaviors,
moderation analyses were conducted, and the significant results were reported (see
Section 3.4.). All analyses were conducted by using the 26" version of the SPSS
program (IBM, 2019). G*Power analysis (Faul et al., 2007) conducted to reveal the
ideal sample size for the intended analyses confirmed that the final sample size of the

study was sufficient for the purposes of the study.
3.1. Preparing the Data for Analyses

In order to examine the relationship between demographic variables, job demands
and job resources subscales and MRBQ factors, several analyses were conducted.
The job demands and job resources subscales, as well as MRBQ factors, were
computed by calculating the means of each subscale/factor. Higher scores indicate
higher levels on the relevant subscales/factors. In more specific terms, the
participants who scored higher levels of the job demands and job resources
subscales, and MRBQ factors, experienced relevant behaviors or situations more
frequently. The original factor structures for the Job Demands and Resources Scale,

and the MRBQ were preserved while computing the subscales and the factors.
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3.2. Bivariate Correlations Between Study Variables

In order to examine the correlations between the variables of the study, bivariate
correlation analysis was conducted with the following variables; age, education level,
duration of license ownership (i.e., license ownership in years), overall riding
experience (i.e., rider experience in years and rider experience in km), riding
experience as a courier (i.e., courier experience in years and courier experience in
km), how often the participant works in a week (i.e., work frequency per week), how
long the participant works in a day (i.e., work hours per day), number of packages
delivered in a day, active and passive accident numbers, all subscales of job demands
(i.e., workload, emotional demands, emotional dissonance, and organizational
changes) and all subscales of job resources (i.e., autonomy, social support,
supervisory coaching, and opportunities for professional development), and all
factors of the MRBQ (i.e., traffic errors, control errors, speed violations, stunts, and

safety equipment) (see Table 2).

According to the bivariate correlation analysis, it was found that age was positively
correlated with the duration of license ownership (r = .837, p < .001), overall riding
experience in years (r =.678, p <.001) and courier experience in years (r = .546, p <
.001). Furthermore, age was negatively correlated with emotional dissonance (r = -
176, p < .05), supervisory coaching (r = -.268, p <.001), speed violations (r = -.232,
p <.001) and stunts (r = -.264, p < .001). Education level was found to be negatively
correlated with overall riding experience (r = -.174, p < .05); and positively
correlated with social support (r = .170, p < .05). Duration of license ownership was
found to be positively correlated with age, overall riding experience in years (r =
796, p < .001), courier experience in years (r = .822, p < .001), overall riding
experience in km (r = .294, p < .001), and workload (r = .185, p < .05); and
negatively correlated with supervisory coaching (r = -.179, p < .05) and stunts (r = -
203, p < .05). Overall riding experience in years was found to be positively
correlated with age, duration of license ownership, courier experience in years (r =
757, p < .001) and overall riding experience in km (r = .299, p < .001); and
negatively correlated with educational level, supervisory coaching (r = -.190, p <

.05) and stunts (r = -.220, p < .05). Courier experience in years was found to be
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positively correlated with age, duration of license ownership, overall riding
experience in years, overall riding experience in km (r =.349, p < .001), workload (r
=.199, p < .05), and opportunities for professional development (r = .216, p < .05);
and negatively correlated with stunts (r = -.213, p < .05). Work frequency per week
was found to be negatively correlated with work hours per day (r = -390., p <.001),
courier experience in km (r = -.185, p < .05) and speed violations (r = -.169, p < .05).
Work hours per day was positively correlated with courier experience in km (r =
215, p < .05), number of packages delivered per day (r = .420, p < .001), passive
accidents (r = .176, p < .05), workload (r = .212, p < .05), and speed violations (r =
259, p < .001); and negatively correlated with work frequency per week. Overall
rider experience in km was found to be positively correlated with duration of license
ownership, overall riding experience in years, courier experience in years, courier
experience in km (r = .203, p <.05), number of packages delivered per day (r = .231,
p <.001), workload (r = .176, p < .05); and negatively correlated with social support
(r = -212., p < .05). Courier experience in km was found to be positively correlated
with overall riding experience in km, and work hours per day; and negatively
correlated with work frequency per week. Number of packages delivered in a day
was found to be positively correlated with work hours per day and overall riding
experience in km. Active accidents were found to be positively correlated with
passive accidents (r = .245, p < .001), emotional demands (r = .292, p < .001),
emotional dissonance (r = .217, p <.05), supervisory coaching (r =.208, p <.05) and
speed violations (r = .245, p < .001); and negatively correlated with autonomy (r = -
257, p <.001), and opportunities for professional development (r = -.265, p < .001).
Passive accidents were found to be positively correlated with work hours per day (r =
176, p < .05), active accidents, control errors (r = .188, p < .05); and negatively

correlated with autonomy (r = -.203, p < .05).

Furthermore, concerning the job demands subscales, workload subscale was found to
be positively correlated with duration of license ownership (r = .185, p < .05),
courier experience in years, work hours per day, overall rider experience in km,
emotional demands (r = .515, p < .001), emotional dissonance (r = .329, p < .001),
organizational changes (r = .417, p < .001), traffic errors (r = .225, p <.001), control

errors (r = .297, p < .001) and speed violations; and negatively correlated with
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autonomy (r = -.370, p < .001) and social support (r = -.235, p < .001). Emotional
demands subscale was found to be positively correlated with active accidents,
workload, emotional dissonance (r = .450, p < .001), organizational changes (r =
312, p <.001), traffic errors (r = .197, p < .05), control errors (r = .412, p < .001),
and speed violations (r = .178, p < .05); and negatively correlated with autonomy (r
= -.321, p < .001). Emotional dissonance subscale was found to be positively
correlated with active accidents, workload, emotional demands, organizational
changes (r =.250, p <.001), traffic errors (r = .270, p < .001), and control errors (r =
264, p < .001); and negatively associated with age, and autonomy (r = -.311, p <
.001). Organizational changes subscale was found to be positively correlated with
workload, emotional demands, emotional dissonance, traffic errors (r = .302, p <
.001) and control errors (r = .185, p <.05); and negatively correlated with autonomy
(r=-.311, p <.001).

Moreover, concerning the job resources subscales, autonomy subscale was found to
be positively correlated with social support (r =.320, p <.001), and opportunities for
professional development (r = .300, p < .001); and negatively correlated with
workload, emotional demands, emotional dissonance, organizational changes, traffic
errors (r = -.200, p < .05), and control errors (r = -.187, p < .05). Social support
subscale was found to be positively correlated with education level, autonomy,
opportunities for professional development (r =.291, p <.001), and safety equipment
(r =.195, p < .05); and negatively correlated with rider experience in km, workload,
and supervisory coaching (r = -.176, p < .05). Supervisory coaching subscale was
found to be positively correlated with active accidents, traffic errors (r = .338, p <
.001), control errors (r = .274, p < .001), speed violations (r = .691, p < .001), and
stunts (r = .943, p < .001); and negatively associated with age, duration of license
ownership, overall riding experience in years, and social support. Opportunities for
professional development subscale was found to be positively correlated with courier
experience in years, autonomy and social support; and negatively correlated with

active accidents.
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Table 2. (continued)
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Finally, concerning the MRBQ factors, traffic errors factor was found to be
positively correlated with workload, emotional demands, emotional dissonance,
organizational changes, supervisory coaching, control errors (r = .338, p < .001),
speed violations (r = .442, p < .001), and stunts (r = .331, p < .001); and negatively
correlated with autonomy. Control errors factor was found to be positively correlated
with passive accidents, workload, emotional demands, emotional dissonance,
organizational changes, supervisory coaching, traffic errors, speed violations (r =
286, p < .001), and stunts (r = .292, p < .001); and negatively correlated with
autonomy. Speed violations factor was found to be positively correlated with work
hours per day, active accidents, workload, emotional demands, supervisory coaching,
traffic errors, control errors, and stunts (r = .630, p < .001); and negatively correlated
with age, work frequency per week, and safety equipment (r = -.202, p < .05). Stunts
factor was found to be positively correlated with supervisory coaching, traffic errors,
control errors, and speed violations; and negatively correlated with age, duration of
license ownership, overall riding experience in years, and courier experience in
years. Safety equipment factor was found to be positively correlated with supervisory

coaching; and negatively correlated with speed violations.

3.3. Hierarchical Regression Analysis of Job Demands and Resources and

Motorcycle Riding Behaviors

3.3.1. Testing the Relationships Between Variables

Hierarchical regression analysis was conducted by controlling for the statistical
effects of possible confounding variables. Age, overall rider experience in years, and
courier experience in years were determined to be possible confounding variables
based on their correlative relationships with independent and dependent variables
(see Table 2).

In the first step of the hierarchical regression analysis, age, overall rider experience
in years, and courier experience in years were entered as control variables. In the
second step of the analysis, job demands or job resources dimensions were entered in

order to reveal their predictive relationships to each riding behavior of the MRBQ
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once the control variables were regulated. First, the relationship between job
demands and each MRBQ factor (i.e., traffic errors, control errors, speed violations,
stunts, and safety equipment) were studied individually. Then, the relationship
between job resources and each MRBQ were studied individually. A total of ten
analyses were performed. The results of hierarchical regression analyses between job
demands and motorcycle riding behaviors, and job resources and motorcycle riding

behaviors are further elaborated.
3.3.2. Hierarchical Regression Analyses of Job Demands and Riding Behaviors
3.3.2.1. Job Demands and Traffic Errors

Hierarchical regression was carried out in order to analyze the relationship between
job demands and traffic errors. In the first step of hierarchical regression, age, overall
rider experience in years, and courier experience in years were included in the model
as control variables. In the second step of hierarchical regression, job demands
subscales (i.e., workload, emotional demands, emotional dissonance, and
organizational changes) were included as independent variables. The traffic errors
factor of the MRBQ was added as the dependent variable in the analysis (see Table
3).

The results showed that the first model was not significant. After the job demands
subscales were added, the second model yielded significant F (4,111) = 4.17, p < .05,
R? =.15. In the second model, organizational changes subscale was found to be the
only uniquely statistically significant job demands predictor of traffic errors (B =.24,
t = 2.88, p < .05). When age, overall riding experience in years, and courier
experience in years were added to the model, these control variables only explained
2% of the variance. Upon the inclusion of job demands subscales, the model
explained 15% of the variance. This significant change in the explained variance of
traffic errors suggest that when the statistical effects of control variables are
controlled, the model featuring job demands subscales was able to predict traffic

errors.
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3.3.2.2. Job Demands and Control Errors

Hierarchical regression was carried out in order to analyze the relationship between
job demands and control errors. In the first step of hierarchical regression, age,
overall rider experience in years, and courier experience in years were included in
the model as control variables. In the second step of hierarchical regression, job
demands subscales (i.e., workload, emotional demands, emotional dissonance, and
organizational changes) were included as independent variables. The control errors
factor of the MRBQ was added as the dependent variable in the analysis (see Table
3).

The results showed that the first model was not significant. After the job demands
subscales were added, the second model yielded significant F (4,111) = 6.24, p <
.001, R? =.20. In the second model, emotional demands subscale was found to be the
only uniquely statistically significant job demands predictor of control errors (B
=42, t = 2.93, p <.05). When age, overall riding experience in years, and courier
experience in years were added to the model, these control variables only explained
2% of the variance. Upon the inclusion of job demands subscales, the model
explained 20% of the variance. This significant change in the explained variance of
the control errors suggest that when the statistical effects of control variables are
controlled, the model featuring job demands subscales was able to predict control

errors.

3.3.2.3. Job Demands and Speed Violations

Hierarchical regression was carried out in order to analyze the relationship between
job demands and speed violations. In the first step of hierarchical regression, age,
overall rider experience in years, and courier experience in years were included in
the model as control variables. In the second step of hierarchical regression, job
demands subscales (i.e., workload, emotional demands, emotional dissonance, and

organizational changes) were included as independent variables. The speed
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violations factor of the MRBQ was added as the dependent variable in the analysis
(see Table 3).

The results showed that only the first model was significant F (3,115) = 2.61, p = .05,
R* =.06. However, a significant relationship between job demands and speed
violations has not been detected. The results suggest that the model featuring job
demands subscales was not able to explain a significant proportion in the variance of

speed violations.
3.3.2.4. Job Demands and Stunts

Hierarchical regression was carried out in order to analyze the relationship between
job demands and stunts. In the first step of hierarchical regression, age, overall rider
experience in years, and courier experience in years were included in the model as
control variables. In the second step of hierarchical regression, job demands
subscales (i.e., workload, emotional demands, emotional dissonance, and
organizational changes) were included as independent variables. The stunts factor of
the MRBQ was added as the dependent variable in the analysis (see Table 3).

The results showed that only the first model was significant F (3,115) = 3.49, p < .05,
R? =.08. However, a significant relationship between job demands and stunts has not
been detected. The results suggest that the model featuring job demands subscales

was not able to explain a significant proportion in the variance of speed violations.
3.3.2.5. Job Demands and Safety Equipment

Hierarchical regression was carried out in order to analyze the relationship between
job demands and safety equipment. In the first step of hierarchical regression, age,
overall rider experience in years, and courier experience in years were included in
the model as control variables. In the second step of hierarchical regression, job
demands subscales (i.e., workload, emotional demands, emotional dissonance, and

organizational changes) were included as independent variables. The safety
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equipment factor of the MRBQ was added as the dependent variable in the analysis
(see Table 3).

Table 3. Summary of Individual Hierarchical Regression Analyses Between Job
Demands and MRBQ Factors (Representing Rider Behaviors)

DV: MRBQ Traffic Errors R R%change Beta p

1% Step: Control Variables .019 .019 522
Age -.007 .305
RE (y) .000 928
CE (y) .009 .300
2" step: Job Demands 147 128 .004
1% dimension: WL .045 583
2" dimension: ED1 -.030 793
3" dimension: ED2 120 177
4" dimension: OC 239 .005
DV: MRBQ Control Errors R? R%change Beta p

1% Step: Control Variables 021 021 479
Age 015 942
RE (y) -.026 355
CE (y) -.022 936
2" step: Job Demands 201 .180 .000
1* dimension: WL .105 313
2" dimension: ED1 423 .004
3" dimension: ED2 .050 .658
4" dimension: OC .080 455
DV: MRBQ Speed Violations R? R2change Beta p

1% Step: Control Variables .064 .064 .055
Age -.035 .061
RE (y) -.001 968
CE (y) .001 .966
2" step: Job Demands 106 .042 274
1* dimension: WL .168 .161
2" dimension: ED1 .084 613
3" dimension: ED2 -,083 527
4" dimension: OC 072 556
DV: MRBQ Stunts R? R2change Beta p

1% Step: Control Variables .083 .083 .018
Age -.023 .076
RE (y) .001 977
CE (y) -.014 514
2" step: Job Demands 108 024 553
1% dimension: WL .061 461
2" dimension: ED1 -,002 .985
3" dimension: ED2 .059 515
4™ dimension: OC .054 526
DV: MRBQ Safety Equipment R? R%change Beta p

1% Step: Control Variables .009 .009 a7
Age .008 .708
RE (y) 011 724
CE (y) -.003 936
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Table 3. (continued)

2" step: Job Demands .090 .081 .049
1% dimension: WL -116 .382
2" dimension: ED1 -321 .084
3" dimension: ED2 390 .008
4" dimension: OC -.033 .808

Note: RE (y): Overall riding experience in years, CE (y): Courier experience in years, WL: Workload, ED1: Emotional
Demands, ED2: Emotional Dissonance, OC: Organizational Change

The results showed that the first model was not significant. After the job demands
subscales were added, the second model yielded significant F (4,111) = 2.47, p < .05,
R? =.09. In the second model, emotional dissonance subscale was found to be the
only uniquely statistically significant job demands predictor of control errors (B
=39, t = 2.70, p < .05). When age, overall riding experience in years, and courier
experience in years were added to the model, these control variables only explained
1% of the variance. Upon the inclusion of job demands subscales, the model
explained 9% of the variance. This significant change in the explained variance of
the safety equipment factor suggest that when the statistical effects of control
variables are controlled, the model featuring job demands subscales was able to
predict safety equipment use.

3.3.3. Hierarchical Regression Analyses of Job Resources and Riding Behaviors

3.3.3.1. Job Resources and Traffic Errors

Hierarchical regression was carried out in order to analyze the relationship between

job resources and traffic errors. In the first step of hierarchical regression, age,
overall rider experience in years, and courier experience in years were included in
the model as control variables. In the second step of hierarchical regression, job
resources subscales (i.e., autonomy, social support, supervisory coaching, and
opportunities for professional development) were included as independent variables.
The traffic errors factor of the MRBQ was added as the dependent variable in the
analysis (see Table 4).

The results showed that the first model was not significant. After the job resources

subscales were added, the second model yielded significant F (4,111) = 4.94, p <
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.001, R? =.17. In the second model, autonomy and supervisory coaching subscales
were found to be the only uniquely statistically significant job demands predictor of
control errors (B =-.14,t=-2.12, p < .05 and B =.30, t = 3.52, p <.001, respectively).
When age, overall riding experience in years, and courier experience in years were
added to the model, these control variables only explained 2% of the variance. Upon
the inclusion of job resources subscales, the model explained 17% of the variance.
This significant change in the explained variance of traffic errors suggest that when
the statistical effects of control variables are controlled, the model featuring job

resources subscales was able to predict traffic errors.

3.3.3.2. Job Resources and Control Errors

Hierarchical regression was carried out in order to analyze the relationship between
job resources and control errors. In the first step of hierarchical regression, age,
overall rider experience in years, and courier experience in years were included in
the model as control variables. In the second step of hierarchical regression, job
resources subscales (i.e., autonomy, social support, supervisory coaching, and
opportunities for professional development) were included as independent variables.
The control errors factor of the MRBQ was added as the dependent variable in the

analysis (see Table 4).

The results showed that the first model was not significant. After the job resources
subscales were added, the second model yielded significant F (4,111) = 2.45, p =
.05, R? =.10. In the second model, supervisory coaching subscale was found to be the
only uniquely statistically significant job demands predictor of control errors (B
=.28, t = 2.44, p < .05). When age, overall riding experience in years, and courier
experience in years were added to the model, these control variables only explained
2% of the variance. Upon the inclusion of job resources subscales, the model
explained 10% of the variance. This significant change in the explained variance of
control errors suggest that when the statistical effects of control variables are
controlled, the model featuring job resources subscales was able to predict control

errors.
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3.3.3.3. Job Resources and Speed Violations

Hierarchical regression was carried out in order to analyze the relationship between
job resources and speed violations. In the first step of hierarchical regression, age,
overall rider experience in years, and courier experience in years were included in
the model as control variables. In the second step of hierarchical regression, job
resources subscales (i.e., autonomy, social support, supervisory coaching, and
opportunities for professional development) were included as independent variables.
The speed violations factor of the MRBQ was added as the dependent variable in the
analysis (see Table 4).

The results showed that both models were significant. When the control variables
were included, the first model yielded marginally significant F (3,115) = 2.61, p =
.05, R? =.06. After the job resources subscales were added, the second model yielded
significant as well F (4,111) = 21.21, p < .001, R?* =.47. In the second model,
supervisory coaching subscale was found to be the only uniquely statistically
significant job demands predictor of speed violations (B =.88, t = 9.03, p < .001).
When age, overall riding experience in years, and courier experience in years were
added to the model, these control variables only explained 6% of the variance. Upon
the inclusion of job resources subscales, the model explained 47% of the variance.
These results suggest that the sole inclusion of control variables was able to explain a
significant percentage of the variance in speed violations. Furthermore, after
controlling for the statistical effects of control variables, the model featuring job

resources subscales was also able to predict speed violations.
3.3.3.4. Job Resources and Stunts

Hierarchical regression was carried out in order to analyze the relationship between
job resources and stunts. In the first step of hierarchical regression, age, overall rider
experience in years, and courier experience in years were included in the model as
control variables. In the second step of hierarchical regression, job resources

subscales (i.e., autonomy, social support, supervisory coaching, and opportunities for
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professional development) were included as independent variables. The stunts factor
of the MRBQ was added as the dependent variable in the analysis (see Table 4).

The results showed that both models were significant. When the control variables
were included, the first model yielded significant F (3,115) = 3.49, p < .05, R*=.08.
After the job resources subscales were added, the second model yielded significant as
well F (4,111) = 232.92, p < .001, R* =.90. In the second model, supervisory
coaching subscale was found to be the only uniquely statistically significant job
demands predictor of stunts (B =.87, t = 30.15, p < .001). When age, overall riding
experience in years, and courier experience in years were added to the model, these
control variables only explained 8% of the variance. Upon the inclusion of job
resources subscales, the model explained 90% of the variance. This significant
change in the explained variance of stunts suggest that when the statistical effects of
control variables are controlled, the model featuring job resources subscales was able

to predict stunts.

3.3.3.5. Job Resources and Safety Equipment

Hierarchical regression was carried out in order to analyze the relationship between
job resources and safety equipment. In the first step of hierarchical regression, age,
overall rider experience in years, and courier experience in years were included in
the model as control variables. In the second step of hierarchical regression, job
resources subscales (i.e., autonomy, social support, supervisory coaching, and
opportunities for professional development) were included as independent variables.
The safety equipment factor of the MRBQ was added as the dependent variable in
the analysis (see Table 4).

Neither the first model featuring the control variables of age, overall riding
experience in years, and courier experience in years nor the second model that
included the job resources dimensions were found to be significant. These results
suggest that neither the first model nor the second model was able to predict safety

equipment use.
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Table 4. Summary of Individual Hierarchical Regression Analyses Between Job
Resources and MRBQ Factors (Representing Rider Behaviors)

DV: MRBQ Traffic Errors R? R’ change Beta p

1% Step: Control Variables .019 .019 .522
Age -.014 302
RE (y) .002 928
CE (y) 022 .300
2" step: Job Resources .168 .148 .001
1% dimension: AUT -.141 .036
2" dimension: SS -.014 .825
3" dimension; SC 298 .001
4™ dimension: OPD .105 .085
DV: MRBQ Control Errors R’ R’ change Beta p

1% Step: Control Variables 021 021 479
Age .001 942
RE (y) -.024 355
CE (y) .002 936
2" step: Job Resources 101 .079 .050
1% dimension: AUT -.163 077
2" dimension: SS 072 421
3" dimension: SC 284 016
4™ dimension: OPD .009 916
DV: MRBQ Speed Violations R? R%change Beta p

1% Step: Control Variables .064 .064 .055
Age -.035 .061
RE (y) -.001 .968
CE (y) .001 .966
2" step: Job Resources 469 406 .000
1% dimension: AUT -.001 .990
2" dimension: SS -.044 558
3" dimension: SC 877 .000
4™ dimension: OPD .086 219
DV: MRBQ Stunts R? R%change Beta p

1% Step: Control Variables .083 .083 .018
Age -.023 .076
RE (y) .001 977
CE (y) -.014 514
2" step: Job Resources .902 .819 .000
1% dimension: AUT .004 .850
2" dimension: SS -.008 730
3" dimension: SC 873 .000
4™ dimension: OPD .004 845
DV: MRBQ Safety Equipment R? R’ change Beta p

1% Step: Control Variables .009 .009 T77
Age .008 708
RE (y) 011 724
CE (y) -.003 936
2" step: Job Resources 073 .063 118
1% dimension: AUT -.128 251
2" dimension: SS 282 011
3" dimension: SC -071 616
4™ dimension: OPD -.063 536

Note: RE (y): Overall riding experience in years, CE (y): Courier experience in years, AUT: Autonomy, SS: Social Support,
SC: Supervisory Coaching, OPD: Opportunities for Professional Development
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3.4. The Moderation Role of Job Resources on the Relationship Between Job
Demands and Riders Behaviors

As previous studies suggested that job resources could offer as a buffer between job
demands and other variables (Demerouti et al., 2001; Baeriswyl et al., 2017; Xiu et
al., 2019; Han et al., 2023), moderation analyses assessing whether job resources
altered the relationship between job demands and motorcycle rider behaviors were
conducted with the current sample. The analyses were conducted using Model 1 of
the PROCESS macro for SPSS (Hayes, 2013). In order to get a detailed
understanding of the moderator role of job resources on the relationships between job
demands and rider behaviors, all the job resources dimensions (i.e., autonomy, social
support, supervisory coaching, and opportunities for professional development) were
individually assessed as moderators in relation to the relationships between
individual job demands dimensions (i.e., workload, emotional demands, emotional
dissonance, and organizational changes), and individual MRBQ factors (i.e., traffic
errors, control errors, speed violations, stunts, and safety equipment). Several job
resources dimensions were found to moderate the relationship between job demands
and motorcycle rider behaviors. A total of 80 moderation analyses were conducted,
of which 15 were found to be significant. The significant results are elaborated

further.

3.4.1. Autonomy as the Moderator in the Relationship Between Job Demands

and Riding Behaviors

In the twenty moderation analyses conducted, autonomy was assessed as a moderator
between each individual job demands dimension as independent variable and each
individual MRBQ factors as dependent variable. In five of the analyses, autonomy
was found to significantly moderate the relationship between relevant job demands

dimensions and riding behaviors.

In the first analysis, the interaction between autonomy and emotional demands, in
relation to the emotional demands and traffic errors relationship was found to be
significant (B = .17, 95% C.I. (.011, .336), p < .05). The results show that different
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levels of autonomy have different effects on the relationship between emotional
demands and traffic errors. It was found that the highest levels of traffic errors are
observed when both emotional demands and autonomy are high. However, the
lowest levels of traffic errors are observed when emotional demands are low, but
autonomy is high. These results indicate an enhancing effect of autonomy on the
emotional demands and traffic errors relationship (see Figure 1).

230 Autonomy
= =Low
= High

2,00

Traffic Exrors

250 37 383

Emotional Demands

Figure 1. Moderation Effect of Autonomy on the Emotional Demands and Traffic
Errors Relationship

In the second analysis, the interaction between autonomy and workload, in relation to
the workload and speed violations relationship was found to be significant (B = .21,
95% C.I. (.044, .374), p < .05). The results show that different levels of autonomy
have different effects on the relationship between workload and speed violations. It
was found that the highest levels of speed violations are observed when both
workload and autonomy is high. However, the lowest levels of speed violations are
observed when workload is low, but autonomy is high. These results indicate an
enhancing effect of autonomy on the workload and speed violations relationship (see

Figure 2).
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Figure 2. Moderation Effect of Autonomy on the Workload and Speed Violations
Relationship

In the third analysis, the interaction between autonomy and workload, in relation to
the workload and stunts relationship was found to be significant (B = .15, 95% C.I.
(.028, .264), p < .05). The results show that different levels of autonomy have
different effects on the relationship between workload and stunts. It was found that
the highest levels of stunts are observed when both workload and autonomy is high.
However, the lowest levels of stunts are observed when workload is low, but
autonomy is high. These results indicate an enhancing effect of autonomy on the

workload and stunts relationship (see Figure 3).

Autonomy
= =Low
—High

Stunts

1,30

2,50 325 431
Workload

Figure 3. Moderation Effect of Autonomy on the Workload and Stunts Relationship
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In the fourth analysis, the interaction between autonomy and workload, in relation to
the workload and safety equipment use relationship was found to be significant (B =
-.20, 95% C.I. (-.385, -.013), p < .05). The results show that different levels of
autonomy have different effects on the relationship between workload and safety
equipment use. It was found that the highest levels of safety equipment use are
observed when workload is low and autonomy is high. And the lowest levels of
safety equipment use are observed when both workload and autonomy are high.
These results indicate an enhancing effect of autonomy on the workload and safety

equipment use relationship (see Figure 4).
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Figure 4. Moderation Effect of Autonomy on the Workload and Safety Equipment
Relationship

In the fifth analysis, the interaction between autonomy and emotional demands, in
relation to the emotional demands and safety equipment use relationship was found
to be significant (B = -.34, 95% C.I. (-.603, -.085), p < .05). The results show that
different levels of autonomy have different effects on the relationship between
emotional demands and safety equipment use. It was found that the highest levels of
safety equipment use are observed when emotional demands are low and autonomy
is high. And the lowest levels of safety equipment use are observed when both
emotional demands and autonomy are high. These results indicate an enhancing
effect of autonomy on the emotional demands and safety equipment use relationship

(see Figure 5).
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Figure 5. Moderation Effect of Autonomy on the Emotional Demands and Safety
Equipment Relationship

3.4.2. Social Support as the Moderator in the Relationship Between Job

Demands and Riding Behaviors

In the twenty moderation analyses conducted, social support was assessed as a
moderator between each individual job demands dimension as independent variable
and each individual MRBQ factors as dependent variable. In five of the analyses,
social support was found to significantly moderate the relationship between relevant

job demands dimensions and riding behaviors.

In the first analysis, the interaction between social support and organizational
changes, in relation to the organizational changes and control errors relationship was
found to be significant (B = -.21, 95% C.I. (-.393, -.033), p < .05). The results show
that different levels of social support have different effects on the relationship
between organizational changes and control errors. It was found that the highest
levels of control errors are observed when organizational changes are high, but social
support is low. And the lowest levels of control errors are observed when both
organizational changes and social support are low. These results indicate a buffering
effect of social support on the organizational changes and control errors relationship

(see Figure 6).
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Figure 6. Moderation Effect of Social Support on the Organizational Changes and
Control Errors Relationship

In the second analysis, the interaction between social support and emotional
demands, in relation to the emotional demands and speed violations relationship was
found to be significant (B = -.31, 95% C.I. (-.541, -.086), p < .05). The results show
that different levels of social support have different effects on the relationship
between emotional demands and speed violations. It was found that the highest levels
of speed violations are observed when emotional demands are high, but social
support is low. And the lowest levels of speed violations are observed when both
emotional demands and social support are low. These results indicate a buffering
effect of social support on the emotional demands and speed violations relationship

(see Figure 7).
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Figure 7. Moderation Effect of Social Support on the Emotional Demands and Speed
Violations Relationship
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In the third analysis, the interaction between social support and emotional demands,
in relation to the emotional demands and stunts relationship was found to be
significant (B = -.21, 95% C.I. (-.370, -.049), p < .05). The results show that different
levels of social support have different effects on the relationship between emotional
demands and stunts. It was found that the highest levels of stunts are observed when
emotional demands are high, but social support is low. And the lowest levels of
stunts are observed when both emotional demands and social support are low. These
results indicate a buffering effect of social support on the emotional demands and

stunts relationship (see Figure 8).
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Figure 8. Moderation Effect of Social Support on the Emotional Demands and
Stunts Relationship

In the fourth analysis, the interaction between social support and organizational
changes, in relation to the organizational changes and stunts relationship was found
to be significant (B = -.16, 95% C.I. (-.296, -.022), p < .05 The results show that
different levels of social support have different effects on the relationship between
organizational changes and stunts. It was found that the highest levels of stunts are
observed when organizational changes are high, but social support is low. And the
lowest levels of stunts are observed when both organizational changes and social
support are high. These results indicate a buffering effect of social support on the

organizational changes and stunts relationship (see Figure 9).
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Figure 9. Moderation Effect of Social Support on the Organizational Changes and
Stunts Relationship

In the fifth analysis, the interaction between social support and emotional dissonance,
in relation to the emotional dissonance and safety equipment use relationship was
found to be significant (B = .35, 95% C.I. (.141, .550), p = .001). The results show
that different levels of social support have different effects on the relationship
between emotional dissonance and safety equipment use. It was found that the
highest levels of safety equipment use are observed when both emotional dissonance
and social support are high. However, the lowest levels of safety equipment use are
observed when emotional dissonance is high, but social support is low. These results
indicate an enhancing effect of social support on the emotional dissonance and safety

equipment use relationship (see Figure 10).
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Figure 10. Moderation Effect of Social Support on the Emotional Dissonance and
Safety Equipment Relationship
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3.4.3. Supervisory Coaching as the Moderator in the Relationship Between Job

Demands and Riding Behaviors

In the twenty moderation analyses conducted, supervisory coaching was assessed as
a moderator between each individual job demands dimension as independent variable
and each individual MRBQ factors as dependent variable. In three of the analyses,
supervisory coaching was found to significantly moderate the relationship between

relevant job demands dimensions and riding behaviors.

In the first analysis, the interaction between supervisory coaching and organizational
changes, in relation to the organizational changes and traffic errors relationship was
found to be significant (B = .22, 95% C.I. (.064, .383), p < .05). The results show
that different levels of supervisory coaching have different effects on the relationship
between organizational changes and traffic errors. It was found that the highest levels
of traffic errors are observed when both organizational changes and supervisory
coaching are high. However, the lowest levels of traffic errors are observed when
both organizational changes and supervisory coaching are low. These results indicate
an enhancing effect of supervisory coaching on the organizational changes and traffic

errors relationship (see Figure 11).
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Figure 11. Moderation Effect of Supervisory Coaching on the Organizational
Changes and Traffic Errors Relationship
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In the second analysis, the interaction between supervisory coaching and workload,
in relation to the workload and safety equipment use relationship was found to be
significant (B = -.43, 95% C.I. (-.709, -.156), p < .05). The results show that different
levels of supervisory coaching have different effects on the relationship between
workload and safety equipment use. It was found that the highest levels of safety
equipment use are observed when workload is low, but supervisory coaching is high.
However, the lowest levels of safety equipment use are observed when both
organizational changes and supervisory coaching are high. These results indicate an
enhancing effect of supervisory coaching on the workload and safety equipment use

relationship (see Figure 12).
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Figure 12. Moderation Effect of Supervisory Coaching on the Workload and Safety
Equipment Relationship

In the third analysis, the interaction between supervisory coaching and emotional
demands, in relation to the emotional demands and safety equipment use relationship
was found to be significant (B = -.36, 95% C.I. (-.677, -.035), p < .05). The results
show that different levels of supervisory coaching have different effects on the
relationship between emotional demands and safety equipment use. It was found that
the highest levels of safety equipment use are observed when emotional demands are
low, but supervisory coaching is high. However, the lowest levels of safety
equipment use are observed when both emotional demands and supervisory coaching
are high. These results indicate an enhancing effect of supervisory coaching on the

emotional demands and safety equipment use relationship (see Figure 13).
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Figure 13. Moderation Effect of Supervisory Coaching on the Emotional Demands
and Safety Equipment Relationship

3.4.4. Opportunities for Professional Development as the Moderator in the

Relationship Between Job Demands and Riding Behaviors

In the twenty moderation analyses conducted, opportunities for professional
development was assessed as a moderator between each individual job demands
dimension as independent variable and each individual MRBQ factors as dependent
variable. In two of the analyses, opportunities for professional development was
found to significantly moderate the relationship between relevant job demands

dimensions and riding behaviors.

In the first analysis, the interaction between opportunities for professional
development and workload, in relation to the workload and speed violations
relationship was found to be significant (B = .18, 95% C.1. (.036, .334), p < .05). The
results show that different levels of opportunities for professional development have
different effects on the relationship between workload and speed violations. It was
found that the highest levels of speed violations are observed when both workload
and opportunities for professional development are high. However, the lowest levels
of speed violations are observed when workload is low and opportunities for
professional development are high. These results indicate an enhancing effect of
opportunities for professional development on the workload and speed violations

relationship (see Figure 14).

54



Opp. for
Professional
Development

= =Low

. —High

2,60 ’

Speed Vielations
L]
.

240 *

2,30

2,64 342 4,19

Emotional Dissonance

Figure 14. Moderation Effect of Opp. For Professional Development on the
Workload and Speed Violations Relationship

In the second analysis, the interaction between opportunities for professional
development and emotional dissonance, in relation to the emotional dissonance and
safety equipment use relationship was found to be significant (B = .23, 95% C.I. (-
.010, .476), p = .05). The results show that different levels of opportunities for
professional development have different effects on the relationship between
emotional dissonance and safety equipment use. It was found that the highest levels
of safety equipment use are observed when both emotional dissonance is high and
opportunities for professional development is low. However, the lowest levels of
safety equipment use are observed when both emotional dissonance and
opportunities for professional development are low. These results indicate an
enhancing effect of opportunities for professional development on the emotional

dissonance and safety equipment use relationship (see Figure 15).
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Figure 15. Moderation Effect of Opp. For Professional Development on the
Emotional Dissonance and Speed Violations Relationship
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CHAPTER 4

DISCUSSION

The present study aimed to be the first comprehensive study to establish a link
between job demands, job resources, and riding behaviors in motorcycle couriers.
This study, which was conducted by collecting job demands, job resources, and
riding behaviors data from a Turkish delivery rider sample, aimed to investigate the
relationships between the variables of interest in detail with the aim that future
studies could benefit from the results while trying to understand the special group

that is delivery riders.

In line with previous literature (e.g., Nguyen-Phuoc et al., 2022; Nguyen-Phuoc et
al., 2023), the results of the present study showed that the basic variables of job
demands, and job resources were found to be related to rider behaviors in
professional riding settings. With the intention of examining the relationships
between job demands, resources and riding behaviors; explanatory analyses such as
basic descriptive analysis, regression analysis, and moderation analysis featuring job
demands and job resources were conducted. The results revealed multiple significant
relationships between job demands and riding behaviors, job resources and riding
behaviors, and along the interaction of job demands and resources on riding
behaviors. This study also presented the findings that job resources had different
levels of effects on several job demands and riding behaviors relationships within a
motorcycle courier sample. The discussions regarding the interpretation of the

study’s results are further elaborated in this chapter.
4.1. Interpretation of the Results
4.1.1. Results for the Bivariate Correlation Analysis

As the result of the bivariate correlation analysis, various significant results were

obtained. The demographic variables that were found to be the most frequently
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significantly correlated (i.e., age, overall riding experience in years and courier
experience in years) with the variables of main interest (job demands, job resources
and riding behaviors) were marked critical for deeper considerations in subsequent
analyses. For instance, age was negatively correlated with emotional dissonance,
supervisory coaching, speed violations, and stunts. Overall rider experience in years
was negatively correlated with supervisory coaching and stunts. Courier experience
in years was positively correlated with workload, opportunities for professional

development; and negatively correlated with stunts.

In addition to the variables deemed to be critical, it was also found that education
level was positively correlated with social support. Duration of license ownership
was positively correlated with workload, supervisory coaching; and negatively
correlated with stunts. Work frequency per week was negatively correlated with
speed violations. Work hours per day was positively correlated with workload and
speed violations. Overall rider experience in km was negatively correlated with
social support. Active accidents were positively correlated with emotional demands,
emotional dissonance, supervisory coaching, and speed violations; and negatively
correlated with autonomy, and opportunities for professional development. Passive
accidents were positively correlated with control errors; and negatively correlated

with autonomy.

Concerning the job demands dimensions, it was found that the workload dimension
was positively correlated with traffic errors, control errors, and speed violations. The
emotional demands dimension was positively correlated with traffic errors, control
errors, and speed violations. The emotional dissonance dimension was positively
correlated with traffic errors and control errors. The organizational changes
dimension was positively correlated with traffic errors and control errors.
Furthermore, job resources dimensions were also found to be related to riding
behaviors in this analysis. For instance, the autonomy dimension was negatively
correlated with traffic errors and control errors. The social support dimension was
positively correlated with safety equipment use. The supervisory coaching dimension
was positively correlated with traffic errors, control errors, speed violations, and

stunts. However, the opportunities for professional development dimension was not
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found to be correlated with any of the investigated riding behaviors. Deriving from
the results of the bivariate correlations analysis, it is concluded that demographic
variables, job demands, and job resources are related to rider behaviors. The results,
which are in line with the existing literature, indicate that the concerning significant

relationships need and deserve more detailed investigation.

4.1.2. Results for the Hierarchical Regression Analysis

In addition to the basic correlations, regression analyses were conducted to
understand the details of the relationships between study variables. In the analyses,
age and exposure were controlled for their statistical effects. The reason why these
variables were chosen as controls was due to their correlative relationships with the
main study variables, and the reported demographics of the study group (Tuncer,
2020; "Tirkiye’de", 2023). To offer more contextual information, the increased
popularity of motorcycle courier work is often associated with the rising rates of
unemployment and economic hardships experienced by some during the COVID-19
pandemic period. Individuals who lost their jobs during or after the pandemic entered
the courier workforce as a quick and relatively easy way to earn money. University
students with financial problems, young people who did not choose to go to
university after high school, or who quit their studies because of economic problems
became interested in working as motorcycle couriers. Some of these individuals even
obtained their motorcycle licenses specifically to start working as couriers. This
situation entailed a significant number of inexperienced individuals entering a fast-
paced profession where they needed to ensure their safety in traffic while fulfilling
high company demands. Therefore, it was essential to control the possible effects
age, experience, and exposure factors could have had on the relationships between
job demands, job resources and riding behaviors.

According to the hierarchical regression analyses, job demands significantly
predicted traffic errors, control errors, and safety equipment use. The results of
hierarchical analyses between job demands and riding behaviors suggest that as the
job demands of motorcycle couriers increase, their engagement in traffic errors, and

control errors also increase. Moreover, as job demands increase, the delivery riders’
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engagement in safety equipment use decrease. The present study confirmed that the
emotional, mental and physical costs that were previously associated with
experiencing high workload, time pressure, and intense emotions during work (Galy
et al., 2012; Ghavanati et al., 2019; Yu et al., 2013) were also influential over the
riding behaviors of delivery riders (Nguyen-Phuoc et al., 2022; Nguyen-Phuoc et al.,
2023). However, this study uniquely contributes to the existing literature by
examining the detailed relationships between individual job demands dimensions and

riding behaviors.

Furthermore, job resources significantly predicted traffic errors, control errors, speed
violations, and stunts. The results of hierarchical analyses between job resources and
riding behaviors suggest that as the autonomy, social support and opportunities for
professional dimensions’ increase, the delivery riders’ engagement in traffic errors,
control errors, speed violations, and stunts decrease. The presence of job resources
was also found to facilitate the use of safety equipment. Studies reported by Parker et
al. (2001), Xiu et al. (2019), and Crundall et al. (2014) are in accordance with the
results found in the current study. However, the unexpected result of supervisory
coaching positively predicting traffic errors analyses, control errors, speed violations,
and stunts revealed by the regression analyses seems to be in contradiction with
previous research. For instance, the study reported by Amoadu et al. (2023)
identified lack of supervisor support as predictors of risky behaviors in professional
drivers. Wilk and Moynihan (2005) and Whitman et al. (2022) reported that negative
supervisor relationships or lack of supervisor support were associated with emotional
costs and consequent negative behaviors at work. The current results contrast with
the results of the previous studies by suggesting that increased supervisory coaching
(hence, increased supervisory support) rather contributes to aberrant riding
behaviors, not safe riding behaviors. Moreover, not only was supervisory coaching
found to be a predictor of aberrant riding behaviors but it was also found to be the

strongest predictor among the job resources dimensions.

Since the conclusion of a direct relationship between the supervisory coaching and
aberrant riding behaviors does not seem quite so straightforward, it can be speculated

that these relationships may be mediated by a variable not measured in this study.
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Deriving from the results of the study conducted by Wu et al. (2013) which reported
that workload demands from supervisors predicted workers’ emotional exhaustion
and the results of the current study, it may be speculated that the supervisors’
positive relationships with their employees may make it easier for them to impose
and expect compliance with high levels of workload from their subordinates. In
support of this suggestion, Kim and Tak (2010) found that the relationship between
job demands and job stress was moderated by team relationship oriented culture, and
that consideration by supervisors was significantly correlated with team relationship
oriented culture; and Van Yperen and Hagedoorn (2003) found that social support
provided high levels of intrinsic motivation, regardless of job demands.

Considering that the distinct results between supervisory coaching and aberrant
riding behaviors were obtained from a Turkish sample, it may be worthwhile to
include cultural variables such as shared values and attitudes between the members
of the profession and organizational safety culture in future studies when
investigating these relationships in detail. Personality variables such as intrinsic
motivation, social norms regarding the profession, and risk perceptions should be
also investigated in relation to supervisory coaching and aberrant riding behaviors in

delivery riders in order to explain the relationships in more definite terms.

4.1.3. Results for the Moderation Analyses

Demerouti et al. (2001), Baeriswyl et al. (2017), Xiu et al. (2019), and Han et al.
(2023) found that job resources could play a role as buffers when investigating the
negative effects of job demands on work outcomes. Accordingly, moderation
analyses were conducted to confirm or deny possible buffering roles of job resources
on the job demands and riding behaviors relationships within a delivery rider sample.
In this respect, job resources dimensions (i.e., autonomy, social support, supervisory
coaching, and opportunities for professional development) were assessed as

moderators between job demands and riding behaviors relationships.

The moderation analyses indicated that different types and levels of job resources are

affecting the relationship between different types of job demands riding behaviors of
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motorcycle couriers. The autonomy dimension was found to significantly moderate
the positive relationship between emotional demands and traffic errors. When the
worker has control over their work processes and decisions, their level of
engagement in traffic errors is determined by the level of emotional demands they
experience. Therefore, when they have high work autonomy, and experience high
levels of emotional demands, they engage in the highest level of traffic errors. When
they have high work autonomy, and experience low levels of emotional demands,
they engage in the lowest level of traffic errors. These findings indicate an enhancing
effect of autonomy on the emotional demands and traffic errors relationship. Similar
interaction patterns were also observed with the autonomy dimension’s effect on
workload and speed violations relationship, and workload and stunts relationship.
When the worker has control over their work processes and decisions, their level of
engagement in speed violations and stunts is determined by the amount and urgency
of work they must complete. Therefore, when they have high work autonomy, and
experience high levels of workload, they engage in the highest levels of speed
violations and stunts. When they have high work autonomy, and experience low
levels of workload, they engage in the lowest levels of speed violations and stunts.
These findings indicate an enhancing effect of autonomy on the workload and speed

violations relationship, and the workload and stunts relationship.

The autonomy dimension was also found to significantly moderate the negative
relationship between workload and safety equipment use, and between emotional
demands and safety equipment use. When the worker has control over their work
processes and decisions, their level of engagement in safety equipment use is
determined by the level of workload and emotional demands they experience.
Therefore, when they have high work autonomy, and experience low levels of
workload or emotional demands, they engage in the highest levels of safety
equipment use. When they have high work autonomy, and experience high levels of
workload or emotional demands, they engage in the lowest levels of safety
equipment use. These findings indicate an enhancing effect of autonomy on the
workload and safety equipment use relationship, and the emotional demands and

safety equipment use relationships. Therefore, it can be concluded that high levels of
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autonomy in delivery riders can serve as a facilitator of both safe riding behaviors
and aberrant riding behaviors, depending on the level of job demands.

The social support dimension was found to significantly moderate the positive
relationships between organizational changes and control errors, emotional demands
and speed violations, and workload and stunts. When the worker lacks social support
from their coworkers, their level of engagement in control errors, speed violations,
and stunts is determined by the level of organizational changes, emotional demands,
and workload they experience. Therefore, when they have low social support, and
experience high levels of organizational changes, emotional demands or workload,
they engage in the highest levels of control errors, speed violations, and stunts
(respectively). When they have high levels of social support, and experience low
levels of organizational changes, emotional demands or workload, they engage in the
lowest levels of control errors, speed violations, and stunts (respectively). These
findings indicate a buffering effect of social support on the organizational changes
and control errors, emotional demands and speed violations, and workload and stunts

relationships.

The social support dimension was found to significantly moderate the positive
relationship between organizational changes and stunts. The worker’s level of
engagement in stunts is determined by both the level of emotional demands they
experience and the level of social support. When they have low social support, and
experience high levels of organizational changes, they engage in the highest level of
stunts. When they have high levels of social support, and experience high levels of
organizational changes, they engage in the lowest level of stunts. These findings
indicate a buffering effect of social support on the organizational changes and stunts
relationship. Lastly, the social support dimension was found to significantly
moderate the positive relationship between emotional dissonance and safety
equipment use. When they have high social support, and experience high levels of
emotional dissonance, they engage in the highest level of safety equipment use.
When they have low levels of social support, and experience high levels of emotional
dissonance, they engage in the lowest level of stunts. These findings indicate an

enhancing effect of social support on the emotional dissonance and safety equipment
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use relationship. Therefore, it can be concluded that high levels of social support in
delivery riders offers sufficient emotional and psychological support that the
relationship between job demands and aberrant riding behaviors is weakened by it.
These results are in line with the findings of Baeriswyl et al. (2017), Xiu et al.
(2019), and Han et al. (2023).

The supervisory coaching dimension was found to significantly moderate the
positive relationship between organizational changes and traffic errors. When the
worker has supervisory support and concern, their level of engagement in traffic
errors is determined by the level of organizational changes they experience.
Therefore, when they have high levels of supervisory coaching, and experience high
levels of organizational changes, they engage in the highest levels of traffic errors.
When they have low levels of supervisory coaching, and experience low levels of
organizational changes, they engage in the lowest levels of traffic errors. These
findings indicate an enhancing effect of supervisory coaching on the organizational

changes and traffic errors relationship.

Supervisory coaching was also found to significantly moderate the negative
relationship between workload and safety equipment use, and emotional demands
and safety equipment use. When the worker has supervisory support and concern,
their level of engagement in safety equipment use is determined by the level of
workload and emotional demands they experience. Therefore, when they have high
levels of supervisory coaching, and experience low levels of workload or emotional
demands, they engage in the highest levels of safety equipment use. When they have
high levels of supervisory coaching, and experience high levels of workload or
emotional demands, they engage in the lowest levels of safety equipment use. These
findings indicate an enhancing effect of supervisory coaching on the workload and
safety equipment use relationship, and the emotional demands and safety equipment
use relationships. Therefore, it can be concluded that high levels of supervisory
coaching in delivery riders can serve as a facilitator of both safe riding behaviors and
aberrant riding behaviors, depending on the level of job demands. In this sense, the
supervisory coaching and autonomy dimensions show similar patterns on the job

demands and riding behaviors relationships.
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The opportunities for professional development dimension was found to significantly
moderate the positive relationship between workload and speed violations. When the
worker has more opportunities for professional development, their level of
engagement in speed violations is determined by the level of workload they
experience. Therefore, when they have high levels of opportunities for professional
development, and experience high levels of workload, they engage in the highest
level of speed violations. When they have high levels of opportunities for
professional development, and experience low levels of workload, they engage in the
lowest level of speed violations. These findings indicate an enhancing effect of
opportunities for professional development on the workload and speed violations

relationship.

Finally, the opportunities for professional development dimension was found to
significantly moderate the positive relationship between emotional dissonance and
safety equipment use. When the worker has less opportunities for professional
development, their level of engagement in safety equipment use is determined by the
level of emotional dissonance they experience. Therefore, when they have low levels
of opportunities for professional development, and experience high levels of
emotional dissonance, they engage in the highest level of safety equipment use.
When they have low levels of opportunities for professional development, and
experience low levels of emotional dissonance, they engage in the lowest level of
safety equipment use. These findings indicate an enhancing effect of opportunities
for professional development on the emotional dissonance and safety equipment use
relationship. Therefore, it can be concluded that high levels of opportunities for
professional development can both reinforce the relationship between job demands
and aberrant riding behaviors, but also the relationship between job demands and

safe riding behaviors (i.e., safety equipment use).

4.2. Critical Remarks

The first critical issue to discuss is the sample size and characteristics of the present
study. Although a G*Power analysis (Faul et al., 2007) conducted to reveal the ideal

sample size confirmed that the final sample size of the study was sufficient for the
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analyses conducted in the study, a bigger sample size could have yielded more
confident results.

The critical issues regarding the methodology of the study should also be discussed.
First, the data of the study was collected through self-reports. The social desirability
bias is often associated with the self-report method (Paulhus, 1991). Although the
online nature of the study somewhat secured the anonymity of the participants, some
participants may have altered their responses in order to make sure that they would
obtain the gift card, supposing that desirable answers would be more favored by the

researchers.

Second, all the participants who participated in the study were men. Although men
are more represented in the motorcycle courier population, there is a need to collect
more data from female motorcycle couriers in order to investigate whether possible
gender-related effects on the investigated variables. Supporting this line of
suggestion, De La Vega et al. (2022) found that there were gender differences

regarding the fatigue levels in professional drivers.

Third, the study was a cross-sectional study. Collecting data at only one time-point
decreases the generalizability of the results (Wang & Cheng, 2020). Moreover, the
protests carried out by motorcycle couriers during the data collection process of this
study (‘Siteye motorla’, 2022; Fistik, 2023; Kaplan, 2023) may be an indicator

towards slightly skewed data regarding job demands and job resources.

Finally, the study applied a generic measure of job demands and resources. However,
previous literature suggested that profession specific measures could yield more
confident results. According to Brough and Briggs (2013), job-specific job demands
and resources measures could serve to explain higher variances for effects compared
to generic job demands measures. And according to De Croon et al. (2002), job-
specific job demand measures can be more effective in explaining job demands for
specific professions. The use of a generic measure could have limited the explanation

of the effect of job demands and resources on aberrant riding behaviors.
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4.3. General Evaluation of the Findings and Recommendations for Future
Studies

After mentioning about the general discussions regarding specific findings and
critical remarks of the study, general evaluations and suggestions for the future work
should be mentioned. When interpreting the results, certain elements that may affect
the validity of the study should be kept in mind. For instance, the MRBQ does not
measure some of the risky riding behaviors associated with motorcycle couriers, such
as riding in the opposed direction of the road, riding on pavements, and using mobile
phones while riding (Nguyen-Phuoc et al., 2023). Furthermore, Chouhan et al.
(2023) speculates that the MRBQ might have a lower crash prediction ability. The
combination of the MRBQ with the risky behaviors associated with motorcycle
couriers that were listed previously may yield a more robust measure for the
evaluation of risky riding behaviors in delivery riders.

Reservations towards the interpretation of stunts results may also be needed. The
results indicated a significant relationship between job resources and stunts. 93.3% of
the participants indicated that they rode motorcycles outside of work purposes as
well as riding during work hours. Since the MRBQ measures the frequency of
behaviors within the past year, the participants might have answered some of the
questions in consideration of their off-work riding behaviors as well. Therefore,
concluding that stunts, intentionally dangerous behaviors that could be considered
somewhat extreme (e.g., racing other vehicles in traffic), would predict work
behavior may be somewhat reductive. It must be acknowledged that some of the
riding behaviors measured in the study may not correspond directly to on the clock

riding behaviors.

It should also be noted that the lowest internal consistency among all measures was
for control errors (a = .55). The consistencies for other dimensions of the MBRQ
were .82 (traffic errors), .88 (speed violations), .78 (stunts), and .72 (safety
equipment). In the original study for the MRBQ, the internal consistencies for the
factors were .84 for traffic errors, .73 for control errors, .87 for speed violations, .81
for stunts, and .70 for safety equipment (Elliott et al., 2007). In the study the MRBQ
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was translated to Turkish for, the internal consistencies of the MRBQ dimensions
were .85 for traffic errors, .62 for control errors, .88 for speed violations, .77 for
stunts, and .80 for safety equipment (Ozkan et al., 2012). The lower value for the
internal consistency of the control errors factor could be attributed to the lower
number of items it has. The relatively low internal consistency score for control
errors could also argued to be the result of the type of motorcycles riders that is more
represented in the study sample, who were not the main type of motorcycle riders the
MRBQ was developed to assess. In this study, 69.6% of the participants indicated
that they rode an automatic transmission motorcycle. However, most of the items in
the MRBQ that measure control errors are related to the control of a manual
transmission motorcycle. The original control error items might have failed to

successfully assess the control errors of automatic transmission users.

Although this study offered scientific support for the link between work-related
stressors, resources, and riding behaviors of motorcycle couriers; organizational
demands and work structures are hardly the only components of the fast-delivery
service industry which play a role on the safety of delivery riders. Customer demands
for fast service endorse the fast-paced and busy system that undermines the safety of
delivery riders. The lack of governmental regulation regarding the safety and legal
rights of delivery riders also undermine the efforts to establish a safe and regulated
work structure for them. The Turkish Couriers’ Rights Association claims that the
categorization of motorcycle delivery services as a ‘highly dangerous occupation’,
and the enforcement of work competency certification for delivery riders will aid in
the endeavor of establishing courier safety (‘Kurye Haklar1 Dernegi’nden’, 2023).
Hence, it can be concluded that the true comprehension of delivery rider safety can
only be achieved through the adoption of a systematic approach that will incorporate
the rider factor, the organization factor and the customer factor is needed in the

future.

Based on the previous literature and the results of the present study, it could be
suggested that future studies focusing on the job demands and resources of
motorcycle couriers could focus on using a more job-specific job demands and

resources measures. Such a measure could inquire about the time pressure directly
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related to the delivery of orders, specific emotional demands involved in being a
courier, and organizational structure variables that are more fit for delivery rider
profession. The buffer and facilitation effects of job resources on the job demands of

motorcycle couriers should also be explored further.

Distinguishing on-work riding behaviors and off-work riding behaviors in
motorcycle couriers could prevent the spillover effects of off-work behaviors when
examining the influence of work factors on riding behaviors. In addition,
implementing a more job-specific risky riding behavior measure alongside the
MRBQ could aid in drawing a more comprehensive picture of risky riding behaviors
of delivery riders in future studies. Future studies that investigate the relationship
between motorcycle couriers’ risky riding behaviors, and crash involvement must
evaluate the violations regularly committed by couriers, which are not measured by
the MRBQ. For instance, Christie and Ward (2023) reported that 57% of freelance
delivery riders mentioned about being distracted by their mobile phones. In the fast-
delivery profession, mobile phones are incremental in tracking delivery processes
and customer addresses. The exclusion of a mobile phone use while riding measure
could prevent researchers from collecting valuable information, as well as preventing
organizations and regulatory bodies from implementing safe mobile phone use

practices when reinforcing rider safety.

As some of the results (e.g., results associated with supervisory coaching) require
more in depth exploration; personality variables, culture variables, and organizational
safety culture measures could be integrated into research models in future studies.
The recommendation for the involvement of personality variables are supported by
the literature. For example, Gyorkos et al.’s (2012) review of job demands and job
stress related literature concluded that personality characteristics and culture
variables cannot be overlooked when examining this relationship. Furthermore,
individual characteristics such as personality social norms and risk perceptions were
found to be significantly associated with riding behaviors (Falco et al., 2013). Ali et
al. (2010) also reported that helmet use rate in employed motorcycle riders was
associated with helmet use intentions, subjective norms, and attitude. Additionally,

the fatigue factor and associated mental and physical impairments in motorcycle
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couriers should be examined as well. This recommendation is supported by the
professional driver literature (Desmond & Matthews, 2009; Meng et al., 2015;
Davidovic et al, 2018).

In addition, attaining a bigger sample size than this study’s sample size could yield
more valid results for these purposes. Also, the sample characteristics could be more
diverse by including more female couriers, independently working couriers and
payroll employees. Exploration of different modes of employment on the relationship
between job demands, resources and aberrant riding behaviors could reveal different
levels of association. For instance, Hessels et al. (2017) found that there was negative

relationship between self-employment and job stress.

Finally, the interaction of delivery riders with other road users (e.g., automobile
drivers or truck drivers) in traffic should be examined further. Such an examination
could provide information on how these interactions could be made safer for both

sides.

4.4, Implications for Fast-Delivery Services

The previous literature and the results of this study suggest that the job demands
associated with psychological, emotional and physical costs have a significant effect
on delivery riders’ aberrant behaviors in traffic. As the companies put pressure on
couriers to make deliveries on time, and as the hourly rate or pay per package system
puts pressure on employees to work for long hours without taking adequate breaks,
the couriers become more vulnerable by experiencing errors and engaging in
violations that could compromise their safety in traffic. Deriving from the results of
this study, the healthy regulation of job tasks, emotional demands and organizational
changes, and the implementation of a safety-oriented organizational culture could

help in facilitating motorcycle couriers’ traffic safety.

Fast-delivery companies should be the first to administer regulation for their
workers. Specific organizational practices should be adopted to integrate the findings

of scientific studies. For example, special programs that would regulate the
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facilitating effects of supervisory coaching on aberrant riding behaviors could be
implemented. The results of this study suggest that supervisors need to be educated
and enlightened as to the implications of their relationships with their subordinates
and their safety outcomes. The relationship between supervisors and delivery riders
could also be closely monitored. Another specific practice for fast-delivery
companies to adopt could be fostering the social support networks between delivery
riders. Riders could be encouraged to develop social relationships with their
coworkers. Fast-delivery companies and motorcycle couriers could also benefit from
safety education regarding their behaviors in traffic. Yu and Tsai’s (2021) study
supports this recommendation, as they reported that safety education for motorcycle

riders decreased likelihoods of traffic violation, offences and accidents.

In the case that fast-delivery companies fail to take initiative to boost rider safety, the
riders’ safety should be protected by proper legislation and policing. The first step at
implementing the regulation of motorcycle courier could be declaring the status of
motorcycle delivery profession as a highly dangerous profession. Furthermore,
individuals who want to work as motorcycle couriers should be obligated to acquire
formal certification, and employers in the industry should be forced to check for
certification. In doing so, exploitation of underage and illegal migrant motorcycle

couriers could also be regulated.

4.5. Conclusion

As indicated previously, the aim of the present study was to examine the relationship
between job demands, job resources and aberrant riding behaviors of motorcycle
couriers (also known as ‘delivery riders’) from a comprehensive perspective for the
first time in the literature. The aim of studying this relationship was encouraged by
the fact that increased demand for fast-delivery services increased in the past couple
of years, and more individuals joined the motorcycle courier workforce. Proportional
to the increase in the workforce, traffic accidents involving motorcycle couriers also
increased. Therefore, a need for inquiry into the aberrant behaviors of motorcycle
couriers in traffic (as they are highly associated with crash involvement) gave rise.

Results showed that both job demands and job resources are related to motorcycle
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couriers’ riding behaviors. Correlation, regression and moderation analyses showed
that different types of demands and resources in work settings are in relation to
different factors of rider behaviors. Additionally, it was found that different types
and levels of job resources are affecting the relationship between different types of
job demands riding behaviors of motorcycle couriers. The results of the present study
are thought to be providing a base for future studies aiming to focus on this specific
vulnerable road user group whose critical role in traffic safety is increasing day by

day.
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APPENDICES

A. APPROVAL OF THE METU HUMAN SUBJECTS ETHICS COMMITTEE

UYGULAMALI ETIK ARASTIRMA MERKEZ] \‘-| ORTA DOGU TEKNIK UNivERSiTESI
APPLIED ETHICS REFARCH CENTER / MIDDLE EAST TECHNICAL UNIVERSITY

g

28 SUBAT 2023
Konu: Degerlendirme Sonucu

Gonderen: ODT( insan Arastimalar Etik Kurulu (IAEK)

fgi: Insan Arastirmalar: Etik Kurulu Basvurusu

Saym Do¢.Dr. Bahar 07

Danigmanhgini yiiriittiguniz Gézde ATALAN'in “Kurum Giivenlik ikliminin Motokurye
Stiriicii. Davramslar ile fliskisi” baghkli aragtrmanz Insan Arastrmalarr Etik Kurulu

tarafindan uygun giriilerck  0123-ODTUIAEK-2023 protokol numaras ile onaylanmustir.

Bilgilerinize sayeilarimla sunarim, AR g
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B. INFORMED CONSENT FORM

Arastirmaya Goniillii Katilim Formu

Bu arastirma Orta Dogu Teknik Universitesi (ODTU) Trafik ve Ulasim Psikolojisi
yiiksek lisans programi 6grencisi Ars. Gor. Gozde Atalan tarafindan Dog. Dr. Bahar
Oz damismanliginda yiiriitiilmektedir. Bu form sizi arastirma kosullar1 hakkinda

bilgilendirmek i¢in hazirlanmstir.
Calismanin amaci nedir?

Calismanin amaci, motosikletli kuryelerin trafik ortamindaki davranislar1 hakkinda
bilgi toplamak ve kurum iklimi, is niteligi ve kuryelerin siiriicti davraniglar

arasindaki iliskiyi bu 6rneklemde incelemektir.
Bize nasil yardimci olmanizi isteyecegiz?

Arastirmaya katilmay1 kabul ettiginiz takdirde sizden beklentimiz ankette yer alan
sorular1 yanitlamaniz {izerinedir. Her bir béliimiin basinda yer alan agiklamay1
dikkatlice okuyup size en uygun secenegi isaretlemeniz beklenmektedir. Anket

uygulamasinin tamamlanmasi yaklasik 20 dakika siirmektedir.
Sizden topladigimiz bilgileri nasil kullanacagiz?

Arastirmaya katiliminiz tamamen goniilliilik temelinde olmalidir. Ankette sizden
kimlik belirleyici hi¢bir bilgi istenmemektedir. Cevaplarmiz gizli tutulacak, sadece
arastirmacilar tarafindan degerlendirilecektir. Elde edilen bilgiler toplu halde

degerlendirilecek ve bilimsel yayimlarda kullanilacaktir.
Katiliminizla ilgili bilmeniz gerekenler:

Anket caligsmasi genel olarak kisisel rahatsizlik verecek sorular icermemektedir.
Ancak katilim sirasinda herhangi bir nedenden 6tiirii kendinizi rahatsiz hissederseniz
calismayi istediginiz zaman birakabilirsiniz. Boyle bir durumda doldurdugunuz anket

calismaya dahil edilmeyecektir.

89



Arastirmayla ilgili daha fazla bilgi almak isterseniz:

Bu aragtirmaya katildiginiz ve verdiginiz destek i¢in ¢ok tesekkiir ederiz. Calisma
hakkinda daha fazla bilgi edinmek i¢in asagida iletisim bilgileri verilen arastirmacilar

ile iletisime gegebilirsiniz.
Ars. Gor. Gozde Atalan (E-posta: )
Dog. Dr. Bahar Oz (E-posta: )

Yukaridaki bilgileri okudum ve bu ¢alismaya tamamen goniillii olarak katiliyorum.
Caligmayi istedigim zaman yarida birakabilecegimi biliyorum. Verdigim bilgilerin

bilimsel amagli yayimlarda kullanilmasini kabul ediyorum.

Isim Soyisim: Tarih: .../../..... Imza:
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C. DEMOGRAPHIC INFORMATION FORM

1- Yasiniz:
2- Cinsiyet:  Erkek  Kadmn ___ Belirtmek istemiyorum.

3- Mesleginiz:

4- Egitim Diizeyi: _ Okur—Yazar llkokul _ Ortaokul
Lise  Yiksekokul  Universite  Yiiksek Lisans/Doktora

5- Motosiklet ehliyetiniz varm1? _ Evet  Hayir

6- Daha once hi¢ is basindayken ehliyetinize el konuldu mu? ~ Evet
Hayir

7- Kag yildir motosiklet ehliyeti sahibisiniz?_

8- Kag yildir motosiklet kullaniyorsunuz?

9- Kag yildir moto kurye olarak ¢alisityorsunuz?

10-  Asagidakilerden hangisi ¢aligma seklinizi en 1yi tanimlar?

Bir kurumun/sirketin personeli olarak ¢alisiyorum

Esnaf kurye olarak calistyorum

Bagimsiz/saatlik ¢alistyorum (6rn. Ek is ya da ekstra)

11-  Ne siklikla ig amacli olarak motosiklet kullantyorsunuz?
Her giin

Hemen hemen her giin

Haftada 3-4 giin

Haftada 1-2 giin

Ayda birkag kez

Ayda bir kez ya da daha az

Diger

12-  Giinde is amacl olarak ortalama kag¢ saat motosiklet kullaniyorsunuz?
13-  Giinde ortalama kag siparis teslim ediyorsunuz?

14-  Eger bir kurum i¢in ¢alistyorsaniz; calistiginiz kurum size hangi giivenlik

ekipmanlarin1 saglamaktadir?
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a) Kask

b) Eldiven __ ©) Gozlik
d) Bot

e) Pantolon

f) Ceket

15-  Ne siklikla motosiklet kask1 kullaniyorsunuz?
a. Her zaman

b. Cogunlukla

c. Ara sira

d. Nadiren

e. Hi¢cbir zaman

16-  Kullandigim motosiklet:

Bana ait

Baska bir sahsa ait

Kuruma ait

17-  Kullandiginiz motosikletin tiirii nedir?:  Vitesli  Vitessiz

18-  Mesleginiz geregi kullandiginiz motosikletin periyodik bakimini yaptiriyor
musunuz? Evet  Hayir

19-  Isiniz disinda motosiklet kullaniyor musunuz? Evet  Hayir

20-  Biitiin hayatiniz boyunca yaklasik olarak toplam kag¢ kilometre motosiklet
kullandiniz? km

21-  Mesleginiz geregi kullandiginiz motosikletle, son 1 yilda yaklasik olarak
toplam kag kilometre ara¢ kullandiniz? km

22-  Mesleginiz geregi kullandiginiz motosikletle son ii¢ yilda kag kez aktif olarak
(sizin bir araca, bir yayaya veya herhangi bir nesneye carptiginiz durumlar) kaza
yaptiniz? (hafif kazalar dahil; hi¢ kaza yapmadiysaniz ‘0’ yazinz.) kez

23-  Mesleginiz geregi kullandiginiz motosikletle son ii¢ yilda kag kez pasif olarak
(bir aracin ya da bir yayanin size ¢arptig1 durumlar) kaza gecirdiniz? (hafif kazalar
dahil; hi¢ kaza yapmadiysaniz ‘0’ yaziniz.) kez
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D. JOB DEMANDS AND JOB RESOURCES SCALE

Asagida isinizin 6zellikleri ile ilgili ¢esitli sorular bulunmaktadir. Her bir maddede
ifade edilen durumu ne siklikta yasadiginizi, sunulan 5 noktali 6lgekte size uygun
olan secenegi isaretleyerek belirtmeniz istenmektedir. Ornegin, isinizin yapilis sekli
iizerinde hig kontroliiniiz yoksa, “Isin nasil yapildig1 iizerinde kontroliiniiz olabiliyor

mu?” sorusuna 1 (Higbir Zaman) segenegini isaretleyiniz.

1 = Hi¢cbir Zaman 2 = Cok Nadir 3 = Bazen 4 = Cogu Zaman 5 = Her Zaman

1. | Hizli calismak mi1 zorundasiniz? 1121345

2. | Yapmaniz gereken ¢ok fazla isiniz mi var? 1121345

3. | Bir igi zamaninda yetistirmek i¢in ne siklikla fazla

mesai yapmaniz gerekir?

4. | Calisirken iizerinizde zaman baskis1 hissediyor

musunuz?

5. | Isinizi yaparken esnek olabiliyor musunuz? 112131415

6. | Isin nasil yapildig1 iizerinde kontroliiniiz olabiliyor

mu?

7. | Isin yapilisinda karar alma asamasinda yer alabiliyor

musunuz?

8. | Isiniz duygusal agidan talepkar mi? 1123 ]4|5

9. | Isinizde size duygusal olarak dokunakl olaylarla kars:

karsiya kalir misiniz?

10. | Isinizde duygusal anlamda dolgun durumlarla

karsilastiginiz olur mu?

11. | Calisirken onlar1t memnun etmek adina her seyi
yapmaniza ragmen yine de siirekli sikayet eden 11231415

misterilerle karsilasir misiniz?
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12.

Isinizde talepkar miisterilerle ugrasmak zorunda kalir

misiniz?

13.

Calisirken hak ettiginiz sayg1 ve nezakette

davranmayan miisterilerle karsilagir misiniz?

14.

Lazim oldugunda is arkadaslarinizdan yardim

isteyebilir misiniz?

15.

Iste zorluklarla karsilastiginizda is arkadaslarinizin

size destek olacagina giivenebilir misiniz?

16.

Is arkadaslarinizin sizi degerli buldugunu hissediyor

musunuz?

17.

Calisirken hislerinizi dogal goriinmek adina ne siklikta

bastirirsiniz (6rn. Kizginlik)?

18.

Calisirken spontane duygularinizi ne siklikta

gostermeye engel olursunuz (6rn. Antipati)?

19.

Calisirken, miisterilerinize (i¢ veya dis) ne siklikla asil
hissettiginiz duygulardan farkli olan belirli duygulari

gostermek zorunda kalirsiniz?

20.

Calisirken, miisterilerinize kars1 bagka tiirlii
hissetmenize ragmen ne siklikta olumlu duygular

gostermek durumunda kalirsiniz?

21.

Calisirken caninizi sikan miisterilere ne siklikla

anlayisli davranmak zorunda kalirsiniz?

22.

Amirim beni benden memnun olup olmadigi

konusunda bilgilendirir

23.

Amirim isteki sorunlarim ya da isteklerime ilgi

gosterir.

24.

Amirim tarafindan deger gordiiglimii hissederim.

25.

Amirim iste karsilastigim sorunlarin ¢éziimiinde etkili

olur.

26.

Amirim bana kars1 yakin ve sicaktir.

27.

Is yeriniz degisikliklerin (&rn: personel, iiriin ya da

stire¢) oldugu bir yer midir?
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28.

Simdiki is pozisyonunuzda herhangi bir yeniden

diizenlemeyle karsilastiniz mi1?

29.

Kendinizi is yerinizdeki degisikliklere uydurmak

zorunda misinizdir?

30.

Son zamanlarda is yerinizdeki organizasyon yapisinda

bir degisiklik meydana geldi mi?

31.

Son zamanlarda takiminizin yapisi degisti mi?

32.

Son zamanlarda isinizin igerigi degisti mi?

33.

Isinizde degisen gorevlerle kars1 karsiya kaldiniz m1?

34.

Isimde gii¢lii oldugum yénlerimi gelistirebilecegim

imkanlar var.

35.

Isimde kendimi siirekli olarak gelistiririm.

36.

Isim bana yeni seyler 6grenme olanagi sunar.
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E. MOTORCYCLE RIDER BEHAVIOR QUESTIONNAIRE

Asagida verilen her bir madde i¢in sizden istenen bu tiir seylerin sizin basiniza NE
SIKLIKLA geldigini belirtmenizdir. Degerlendirmelerinizi gectigimiz yil boyunca
kendinizin motosiklet kullanma davranislarindan ne hatirliyorsaniz onlari temel
alarak yapiiz. Liitfen degerlendirmelerinizi size gére dogru olan segenegi
isaretleyiniz. Her bir soru i¢in cevap segenekleri:

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

Anayoldan bir sokaga donerken karsidan karsiya

L gecen yayalar1 fark edememek 12314516
9 Park etmis bir aracin arkasindan ¢ikan birini 1 1213lal5]6
' neredeyse ¢ok ge¢ olana kadar farkedememek
Trafik 15181 (sizin yOniiniize) heniiz kirmiziya
3 donmiisken, yaya veya 151kl yaya gegidinde 11203lal5]56
' karsidan karsiya gecmek icin bekleyen bir yayayi
fark edememek
4 Anayolda, fark etmediginiz ya da hizin1 yanlis 1 1213lal5]6
' tahmin ettiginiz bir aracin Oniine ¢ikmak
5 “Yol ver” isaretini kagirip gecis hakki olan 1 1213lal5]6

araclarla carpisacak duruma gelmek

Bagka bir aracin 6niiniize ¢ikabilecegini ve
6. durmakta zorlanabilecegini fark etmemek ya da 1 12 13[4|5]|6
tahmin etmemek

Anayoldan sola donmek i¢in kuyrukta beklerken
7. anayol trafigine dikkat etmekten neredeyse 1 1213[4|5|6
ondeki araca ¢arpacak duruma gelmek

Dikkatiniz dagilmis veya endiseliyken,
Oniinlizdeki aracin yavasladigini ve carpmamak

8 icin gligliikle fren yapmak zorunda oldugunuzu L]2)3|4]5]6
ge¢ fark etmek
9. Sola doniis sinyali veren bir aracin sinyalini fark 112130415156

etmeyip onu sollamaya caligmak

Diger araclarla ayn1 hizda ilerlerken, trafik 15181
10. | sizin yOniiniize kirmiziya dondiigii zaman 1 1213[4|5]|6
durmakta zorlanmak

Ondeki arac, acil bir durumda duramayacak
11. | kadar yakin takip etmek 1 12 13[4|5]|6
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12

Bir koseyi donerken viraji genis almak

13

Viraj1 kontroliiniizii kaybedeceginizi hissedecek
kadar hizl1 donmek

14

Sehir dis1 yollarda hiz sinirin1 agmak

15

Gecenin ge¢ ya da sabahin erken saatlerinde hiz
siirini dikkate almamak

16

Otobanda hiz sinirin1 asmak

17

Sehir i¢i yollarda hiz sinirin1 agsmak

18

Yaninizdaki siiriicliyli maglup etmek i¢in trafik
1siklarindan yarisircasina ¢ikmak

19

Sehir dis1 yollarda gaza sonuna kadar basip
kendinizi yollara vurmak

20

Hizli akan trafikte iki serit ortasindan ilerlemek

21

Diger siiriiciilerle resmi olmayan ‘yaris’lara
girmek

22

Kendinizi korkutacak sekilde koselerde hizli
kullanmak

23

On tekerlegi havaya kaldirmak veya kaldirmaya
tesebbiis etmek

24

Cok hizli hareket etmek ve on tekerlegin yoldan
ayrilmasi

25

Kasitl1 olarak tekerlek dondiirmek (spin)

26

Kasitli olmayarak tekerlek dondiirmek (spin)

27

Siirlis botlar1 giymek

28

Koruyucu siiriis pantolonu giymek (deri veya deri
olmayan)

29

Koruyucu siiriis ceketi giymek (deri veya deri
olmayan)

30

Viicut zirh1 giymek (dirsek pedleri, omuz pedleri,
diz pedleri vs.)

31

Higbir koruyucu kiyafet giymemek

32

Eldiven giymek

33

Kiyafetin lizerine parlak/floresan seritler/yamalar

34

Farlar1 kisarak motor kullanmak
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35

Bir kdseyi veya viraji donerken fren yapmak veya
gaz kesmek

36

Bir kdseyi veya viraji donerken vites degistirmek

37

Belli bir hizda siirerken motoru kontrol etmekte
zorlandigimizi fark etmek (Orn: titreyen
direksiyon)

38

Islak yolda veya rogar kapaklarinda savrulmak /
kaymak /patinaj yapmak

39

Siperlik veya gozliiklerinizin bugulanmasiyla
problem yasamak

40

Sizi kasitl olarak kizdiran ya da riske atan
stirticiilere kizginliginizi bir sekilde gostermek

41

Yasal alkol limitini gegtiginizden stiphelenerek
motor kullanmak

42

Tek parga deri kiyafet giymek

43

Parlak/floresan kiyafet giymek
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F. TURKISH SUMMARY / TURKCE OZET

2020 yilinin Mart ayinda baslayan KOVID-19 pandemisi ile birlikte insanlarin
yasam stilleri ve tiiketim aliskanliklar1 degisim gostermeye basladi. Tam kapanma ve
giivenlik tedbirleri sebebi ile bireyler, siipermarketlere ve restoranlara gitmek yerine
eve hizli market aligverisi ve yemek teslimi gibi hizmetlere ilgi géstermeye bagladi.
2023 yilmmn Mayis ayinda Diinya Saghik Orgiitii’niin pandeminin bitisini
aciklamasina ragmen bu sektore olan ilgi devam etti (WHO, 2023). Sektore olan
ilgilinin artmasi ile sektdriin 6nemli bir parcgasi olan teslimat calisanlarinin sayisi da
artis gosterdi ve calisma sekilleri c¢esitlendi. Bu tez kapsaminda, kisa zaman
diliminde market aligverisi, yemek ve onemli evrak teslimati yapan moto kuryelere
odaklanilmaktadir. Hizli teslimat firmalarmin reklamlarinda servislerinin hizlilik
tarafini vurgulamasit ve miisterilerine  kuryelerin hiz  performanslarini
degerlendirtmesi, kuryelerin trafige ¢ikip teslimatlarin1 zamaninda yapabilmeleri i¢in
trafikteki en tehlikeli davranislardan biri olan asir1 hiz yapmasma sebep
olabilmektedir (Steg & van Brussel, 2009; National Highway Traffic Safety
Administration, 2023). Hiz beklentisi ve baskisi hem savunmasiz yol kullanict olan
sayilabilecek kuryeler icin hem de diger yol kullanicilar igin risk dogurabilmektedir.
Kuryelerin hizli teslimat sektoriindeki ve trafik sistemlerindeki degisen rolleri goz
oniinde bulunduruldugunda moto kuryelerin calisma kosullarinin  ve trafik

giivenligine etki eden faktorlerinin arastirilmasinin 6nem kazandigi goriilmektedir.

Isleri kapsaminda trafikte uzun saatler harcamalar1 ve cesitli riskli ya da risksiz trafik
durumlarina maruz kalmalari bakiminda moto kuryeler, “profesyonel siiriiciiler”
olarak distniilebilir. Profesyonel siiriiciiler, “isleri kapsaminda ara¢ kullanmalar1”
bakimindan profesyonel olmayan siiriiciilerden ayrilmaktadir (Rosenbloom, 2011, s.
389). Kamyon siiriiciileri, otobiis siiriiciileri ve taksi siiriiciileri sikga bu gruba dahil
edilirken, moto kuryeler henliz kanuni bakimdan bu gruba dahil edilmemislerdir
(Defossez, 2021). Buna ragmen, ¢alisma kosullart goz 6niinde bulunduruldugunda

moto  kuryeler, “profesyonel siiriicii” bakis acgis1 ile degerlendirilebilir.
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Tiirkiye Istatistik Kurumu verilerine gére 2020 yilinda 3.5 milyon olan kayith
motosiklet sayist 2022 yilinda 4.1 milyona c¢ikmistir (TURKSTAT, 2020;
TURKSTAT, 2022). 2020 yilinda motosikletlilerin karistigt olimli ya da
yaralanmal1 kazalarin tiim trafik kazalar icerisinde oran1 %18.8 iken, bu oran 2022
yilinda %22.2°ye c¢ikmistir (TURKSTAT, 2021; TURKSTAT, 2023). Moto
kuryelerin karigtigt kazalarin orant otoriteler tarafindan heniiz 6zel olarak
raporlanmadigi i¢in bu konudaki istatistikler moto kuryeleri igeren kazalarin sayisi
ve Ozellikleri meslek derneklerinden ve sendikalardan elde edilmektedir. Haber
kuruluglarina gére 2020 yilinin Mart ayindan 2021 yilinin Mart ayina kadar 190
kurye is basindayken hayatin1 kaybetmistir ("Pandemide motokurye olimleri",
2021). Is¢i Saghigi ve Is Giivenligi Meclisinin (2022) raporuna gore, 2021 yilinda en
az 30 moto kurye hayatin1 kaybetmistir. Kurye Haklar1 Dernegi’nin (2023), 2022
Moto Kurye Oliimleri Raporuna gore, 2022 yilinda 58 moto kurye is basindayken
hayatin1 kaybetmistir. Bu rapor 6len kuryelerin yaslarmi ve trafik kazalarinin
ozelliklerini detaylandirirken, sirketlerin ve miisterilerin hizli teslimat isteklerinin
kuryeleri trafikte hata ve ihlal yapmaya ittigini One siirmiistiir. Ancak bu tez
kapsaminda ele alinan ¢alisma da dahil olmak iizere ¢ok az sayida bilimsel arastirma
kuryelerin calisma faktorleri ve trafikte sergiledikleri davraniglart arastirmistir.
Literatiirin bu konudaki eksigi, kuryelerle yapilacak bilimsel arastirmalarin 6énemini

vurgulamaktadir.

Hizli teslimat sektorii KOVID-19 pandemisi doneminde Tiirkiye’de 6nem kazandig
gibi diinyanin geri kalaninda da popiilerlik kazanmistir. ABD gibi iilkelerde hizli
teslimat hizmeti ¢ogunlukla arabalarla yiiriitiilse de, bu hizmet Avrupa’da ¢ogunlukla
bisikletle, e-bisikletle ya da motosikletle saglanmaktadir. Tiirkiye, Yunanistan, Latin
Amerika {ilkeleri, Dogu ve Giiney Asya iilkeleri gibi yerlerde ise bu hizmet
cogunlukla motosikletler yiiriitilmektedir. Sektérde motosiklet kullaniminin tercih
nedenleri arasinda motosikletin kii¢iik olmasi, yakit bakimindan daha tasarruflu
olmasi, daha az bakim gerektirmesi, trafikte sikisma ihtimalinin daha az olmasi ve
daha ucuz olmasi gibi nedenler sayilabilir. Bu tezde sunulan arastirmanin Tiirkiye’de
yiiriitiilmiis olmas1 dolayisiyla, ¢alismaya katilan kuryeler motosikletli kuryelerdir.
Tiirkiye’deki moto kurye grubu calisma sekilleri bakimindan sirket kuryeleri, esnaf

kuryeler ve bagimsiz kuryeler olmak iizere iice ayrilmaktadir. Sirket kuryelerine
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calistiklar1 sirketler tarafindan sabit maas Odenir ve sigorta kapsamina alinirken,
esnaf kuryeler sirketlerle anlasma igerisinde ¢alisip saatlik ya da paket basina 6deme
almaktadir. Esnaf kurye sistemi 6zellikle esnek ve yiiksek egitim veya sertifikasyon
gerektirmek calisma imkani sunmasi ile i arayan genc¢ ve yash is giiciine hitap
etmektedir. Is giicii ihtiyacin1 esnaf kurye sistemi ile gideren sirketler, ¢alisanlara
kendi islerinin patronu olma soézii vermektedir. Ancak yasam kosullarini
saglayabilecek kadar yeterli gelir elde etmek isteyen kuryeler sik¢a, uzun saatler
boyunca ve araliksiz ¢alismak zorunda kalabilmektedir. Christie ve Ward (2023)
esnaf kurye sistemi ile c¢alisanlarin sirket calisanlarina oranla kazaya karigma
ihtimallerinin ii¢ kat ve yaralanma ihtimallerinin de iki kat artti@ini bildirmistir.
Bagimsiz calisan kuryeler ise restoranlarla giinliik ya da haftalik gibi kisa anlagmalar

yaparak caligsmaktadir.

Calisma sekli fark etmeksizin, biitlin kuryelerden beklenen en Onemli gorev
teslimatin hizli yapilmasidir. Ne kadar kuryeler sadece belirli bolgelerin sinirlari
dahilinde caligsalar da, teslimatlar1 yaklasik 15-20 dakika igerisinde yapmalar
beklenmektedir. Trafik yogunlugu, trafik ve hava kosullar1 gibi c¢evresel faktorler
hesaba katildiginda hizli teslimat beklentisi kuryelerin trafik giivenligi i¢in risk
olusturabilmektedir. Kuryelerin ¢evresel faktorleri, kurum beklentilerini ve kendi
giivenliklerini g6z onilinde bulundurarak trafige ¢ikmalar1 gerekmektedir. Dolayisiyla
kuryelerin trafikteki glivenliklerini ele alirken c¢alisma faktorlerini goz Oniinde
bulundurmak 6nem kazanmaktadir. Bunun yaninda, trafikteki en temel insan faktorii
olan davraniglarin kurye grubu bazinda ele alinmasi gelecekte kuryelerle yapilacak

olan arastirmalara temel olusturacaktir.

Motosiklet siiriictilerinin davraniglari, Reason’in (1990) hata ve ihlal siniflandirmasi
temel alinarak Elliott ve arkadaslar1 (2007) tarafindan siniflandirilmistir. Elliott ve
arkadaglarinin smiflandirmasima goére motosiklet siiriiclilerinin trafikteki normal
olmayan davranislar1 bes faktor altinda incelenebilir: trafik hatalari, kontrol hatalari,
hiz ihlalleri, akrobatik siirlis davraniglar1 ve giivenlik ekipmani kullanimi. Trafik
hatalar1 dalginliklar ve yanlis hesaplama hatalar1 gibi davraniglar incelerken, kontrol
hatalar farkinda olunmadan motosiklet hakimiyetinin yitirilmesine sebep olabilecek

davraniglar1 incelemektedir. Hiz ihlalleri motosiklet siiriiciisiiniin ne siklikla asir1 hiz
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davranisi gosterdigini incelerken, akrobatik siiriis davraniglar1 faktori trafikte bilerek

yapilan normal dis1 tehlikeli hareketleri incelemektedir.

Rutter ve ark. (1995) trafik ihlallerinin ve trafikte sergilenen giivenlik davraniglarinin
kazalarin yordayicist oldugunu tespit etmistir. Petridou ve Moustaki (2000), Couhan
ve ark. (2021), Change ve Yeng (2007) motosikletlilerin trafikte sergiledigi
davraniglar1 kazaya karigma oranlar ile iliskilendirmistir. Trafik kazalar1 ile
motosikletlilerin siiriis davraniglar1 arasinda kurulan baglanti, bu davraniglar
etkileyebilecek etmenlerin aragtirilmasini 6nemli kilmistir. Daha 6nceki arastirmalar
yag, yillik siirlis mesafesi ve kisilik faktorlerinin  motosikletlilerin  trafik
davraniglarina etki ettigini bulmustur (Chouhan et al., 2021; Wong et al., 2010;
Ozkan et al., 2012). Profesyonel siiriiciiler 6zelinde, stres, is yiikii, otonomi eksikligi,
sosyal destek eksikligi, uzun c¢alisma saatleri ve yorgunluk gibi faktorlerin
siiriiciilerin tehlikeli siiriis davramslar: ile baglantili oldugu da bulunmustur (Oz et
al., 2010; Rowden et al., 2011; Useche et al., 2017; Montoro et al., 2018; Amoadu et
al., 2023; Wagstaff & Sigstad, 2011; Matthews et al., 1999; Davidovic, 2018). Moto
kurye davranislar1 6zelinde ise, yas, deneyimsizlik, saatlik {icret, is yilikii, zaman
baskis1 ve yorgunluk gibi faktorlerin kuryelerin giivenlik davranislarina etki ettigi
saptanmigtir (Papakostopoulos & Nathanael, 2021; Tran et al., 2022; McKinlay et al.,
2022; Zheng et al., 2019; Rusli et al., 2022; Salmon et al., 2023). Bu bulgular
dogrultusunda, kuryelerin trafik giivenlikleri arastirilirken is faktorlerinin

incelenmesinin 6nemli bir adim olacagini belirlenmistir.

Moto kuryelerin is faktorlerini incelemek i¢in, literatiir ile desteklenen ve sistematik
bir cergeve altinda toplayan Is Talepleri ve Is Kaynaklart Modeli (Demerouti et al.,
2001) secilmistir. Bu modele gore is talepleri ve is kaynaklari ¢calisanlarin bilissel ve
psikolojik dengesini etkileyen dis etmenler olarak alinmaktadir. Is talepleri bu
dengeyi negatif yonde etkilerken, is kaynaklar1 bu dengeyi pozitif yonde etkiliyor
olarak diisiiniilmektedir. Onceki calismalarda psikolojik ve fizyolojik maliyetlerle
iliskilendirilen is taleplerinin stres, kaygi ve duygusal yorgunluk ile alakali oldugu
bulunmustur (Warr, 1990; MacDonald, 2006; Topcic et al., 2016; Kim & Tak, 2010;
Bunk et al., 1998; Michielsen et al., 2004; Seidler et al., 2014). Bu bulgulardan yola

cikarak, is kosullarinin ¢alisanin iyi olma hali, motivasyonu ve isbasi davraniglarini
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etkiledigi one siiriilebilir. Is Talepleri ve Is Kaynaklart Modeline gore is talepleri dort
boyut {istlinde degerlendirilmektedir: is yilkii, duygusal talepler, duygusal
uyusmazlik ve kurumsal degisiklikler. Modele gore is kaynaklar1 ek dort boyut
iistiinde degerlendirilmektedir: otonomi, sosyal destek, amir koglugu ve profesyonel
gelisim igin olanaklar. Ozellikle moto kuryeler gdz oniinde bulundurularak yapilan
is talepleri ve is kaynaklari ¢alismalarinda, bu faktorlerin kuryelerin pozitif ve
negatif duygularini, risk alma tutumlarmi, glivenlik davraniglarimi ve riskli siiriis
davraniglarini etkiledigi bulunmustur (Zhang et al., 2022; Nguyen-Phuoc et al., 2022;
Nguyen-Phuoc et al., 2023).

Buna ragmen, moto kuryelerle yapilan bu aragtirmalarda motosikletlerinin trafikte
sergiledigi kapsamli  davranislar incelenmemistir ve literatiirde yapilan
degerlendirmeler kapsaminda bu davranislarin incelenmesine gerek oldugu
saptanmistir. Bu tez kapsaminda yiiriitiilen c¢aligmanin moto kuryelerin is
taleplerinin, is kaynaklarinin ve motosiklet siirlis davraniglarinin detayli olarak
incelenmesi amaclanmistir. Buna ek olarak, is talepleri ve is kaynaklarinin birbiriyle
olan etkilesiminin moto kuryelerin siirlis davranislari {izerinde olan etkisini
incelemek de amacglanmistir. Kisaca, bu calisma ile moto kuryelerin is taleplerinin,
kaynaklarinin ve trafikteki siiriis davranislarinin birbiriyle olan iliskisinin saptanmasi

hedeflenmistir.

Calismanin Metotlar:

Caligmaya 135 katilimer katilmistir. Katilimcilarin hepsi aktif olarak moto kurye
olarak calisan bireylerdir. Katilimcilar yagslar1 17 ile 52 arasinda degismektedir (O =
27.1). Katilimcilarin hepsi erkektir. Calismaya 36 sirket kuryesi, 86 esnaf kurye ve
27 bagimsiz kurye katilmistir. Ayrica, katilimcilara egitim seviyeleri, ne kadar
siklikla ¢alistiklari, kag yildir motosiklet siirdiikleri, ka¢ yildir moto kurye olarak
calistiklari, hayatlar1 boyunca kag kilometre motosiklet siirdiikleri, isleri kapsaminda
kac kilometre motosiklet siirdiikleri, bir giinde ortalama kag saat ¢alistiklar1 ve bir
giinde ortalama kag¢ adet paket teslim ettikleri sorulmustur. Ek olarak giivenlik
ekipman kullanimlar1 ve son {i¢ yilda karistiklar aktif ve pasif kazalarin sayilari

hakkinda sorular sunulmustur.
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Calisma i¢in ODTU Insan Arastirmalar1 Etik Kurulu’ndan etik izin alinmstir.
Calisma i¢in veri online anket yontemi ile toplanmistir. Calismada ilk olarak
katilmcilardan katilim onay1 istenmistir. Ikinci olarak demografik bilgi formu
doldurmalar1 istenmistir. Uciincii olarak Is Talepleri ve Is Kaynaklari Olgegi’ni
(Xanthopoulou et al., 2007; Metin, 2010) doldurmalar1 istenmistir. Son olarak ise
Motosiklet Siiriis Davranislar1 Anketi’ni (Elliott et al., 2007; Ozkan et al., 2012)
doldurmalari istenmistir. Is Talepleri ve Is Kaynaklar1 Ol¢egi, katilimcilardan verilen
maddeleri ne kadar siklikla deneyimlediklerini belirtmelerini isteyen otuz alt1 soruluk
bir ankettir. Anketin sekiz adet alt boyutu bulunmaktadir. Bu alt boyutlardan dort
tanesi is taleplerini Olgmektedir (yani is yiki, duygusal talepler, duygusal
uyusmazlik ve kurumsal degisiklikleri) ve dort tanesi de is kaynaklarini 6lgmektedir
(yani otonomi, sosyal destek, amir koglugu ve profesyonel gelisim icin olanaklar). Is
talepleri alt boyutlarmin i¢ tutarlilik degerleri sirasiyla .81, .71, .70 ve .80’dir. Is
kaynaklar1 alt boyutlariin i¢ tutarlilik degerleri sirasiyla .69, .85, .93 ve .80°dir.
Motosiklet Siiriis Davranislart Anketi, katilimcilardan verilen maddeleri ne kadar
siklikla deneyimlediklerini belirtmelerini isteyen kirk ii¢c soruluk bir ankettir. Anketin
bes alt faktorii bulunmaktadir: trafik hatalari, kontrol hatalari, hiz ihlalleri, akrobatik
siiris davraniglart ve gilivenlik ekipmani kullanimi. Alt faktorlerin i¢ tutarlilik

degerleri sirasiyla .82, .55, .88, .78 ve .72 dir.

Calismanin Bulgular:

Moto kuryelerin is talepleri, is kaynaklar1 ve siiriis davranislarini incelemek amaci ile
{ic ana analiz yiiriitiilmiistiir. Tlk olarak, biitiin degiskenler arasindaki genel iligkiyi
inceleme amac ile korelasyon analizi yiiriitiilmiistiir. Ikinci olarak, is talepleri ile
siirlis davraniglar1 ve is kaynaklar ile siiriis davraniglar1 arasindaki yordam iliskisini
incelemek amaci ile hiyerarsik regresyon yiiriitiilmiistiir. Bu analizde yas, y1l bazinda
toplam siirlis deneyimi ve yil bazinda kuryelik deneyimi degiskenleri kontrol
degiskeni olarak analize dahil edilmistir. Son olarak, is talepleri alt boyutlarinin, is
kaynaklar1 alt boyutlarinin ve siiriis davranislar1 faktorlerinin ayr1 ayri incelendigi
moderasyon analizleri yiiriitiilmiistiir. Biitiin analizler SPSS programinin 26.

versiyonu kullanilarak yapilmistir (IBM, 2019).
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Calismada kullanilan biitiin alt boyutlar ve faktorler ilgili anket maddelerinin
ortalamast  alinarak  hesaplanmistir.  Yiiksek  ortalamalar  ilgili  alt
boyutlarin/faktorlerin yiiksek degerlerine isaret etmektedir. Korelasyon analizine
gore yasin ehliyet siiresi, yil bazinda toplam siiriis deneyimi ve yil bazinda kuryelik
deneyimi ile pozitif olarak iliskili; duygusal uyusmazlik, amir koglugu, hiz ihlalleri
ve akrobatik siiriis davraniglar1 ile negatif iliskili oldugu bulunmustur. Egitim
seviyesinin ise y1l bazinda toplam siiriis deneyimi ile negatif ve sosyal destek ile
pozitif iliskili oldugu bulunmustur. Ehliyet sliresinin yas, yil bazinda toplam siiriis
deneyimi, yil bazinda kuryelik deneyimi, mesafe bazinda kuryelik deneyimi ve is
yiikii ile pozitif iligkili ve amir koglugu ve akrobatik siiriis davranislari ile negatif
iligkili oldugu bulunmustur. Calisma sikliginin giinliilk ortalama caligma siiresi,
mesafe bazinda kuryelik deneyimi ve hiz ihlalleri ile pozitif iligkili oldugu
bulunmustur. Aktif kazalarin pasif kazalar, duygusal talepler, duygusal uyusmazlik,
amir koglugu ve hiz ihlalleri ile pozitif iligkili; otonomi ve profesyonel gelisim
olanaklari ile negatif iligkili oldugu bulunmustur. Pasif kazalarin ise giinliik ortalama
calisma siiresi, aktif kazalar, kontrol hatalari ile pozitif iliskili; otonomi ile ise negatif
iliskili oldugu bulunmustur. Is talepleri alt faktdrlerinin trafik hatalari, kontrol
hatalar1 ve hiz ihlalleri ile pozitif iliskili ve glivenlik ekipmani kullanim ile negatif
iliskili oldugu bulunmustur. Is kaynaklar: alt faktdrlerinin ise trafik hatalari, kontrol
hatalar1 ve hiz ihlalleri ile negatif iligkili ve giivenlik ekipmani kullanimi ile pozitif

iligkili oldugu bulunmustur.

Hiyerarsik regresyon analizlerinin sonucuna gore is taleplerinin trafik hatalarim
yordadigi saptanmistir. Ikinci olarak, is taleplerinin kontrol hatalarini yordadig
saptanmigtir. Ugiincii olarak, is taleplerinin giivenlik ekipmani kullanimini yordadig
saptanmistir. Dordilincli  olarak, 1s kaynaklarmin trafik hatalarim1  yordadigi
saptanmistir. Besinci olarak, 1s kaynaklarinin kontrol hatalarin1 yordadigi
saptanmistir. Altinci olarak, is kaynaklarinin hiz ihlallerini yordadigi saptanmigtir.
Yedinci olarak, is kaynaklarinin akrobatik siirlis davranislarint  yordadigi

saptanmistir.

Moderasyon analizlerinin sonucuna gore, is talepleri ile is kaynaklarinin

etkilesiminin silirlis davraniglart iizerinde etkisi oldugu bulunmustur. Farkli is
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kaynaklart boyutlarmin farkli seviyelerde farkli is talepleri ve siiriis davranislar

iligkileri lizerinde etkiye sahip oldugu bulunmustur.

(1) Is kaynaklarmm otonomi boyutunun duygusal talepler ve trafik hatalar
iliskisi iizerinde gii¢lendirici etkiye sahip oldugu bulunmustur. Is
kaynaklarinin otonomi boyutunun is yiikii ve hiz ihlalleri iligkisi iizerinde
giiclendirici etkiye sahip oldugu bulunmustur. Is kaynaklarmm otonomi
boyutunun is yiikii ve akrobatik siirlis davranislart iligkisi ilizerinde
giiclendirici etkiye sahip oldugu bulunmustur. Is kaynaklarmimn otonomi
boyutunun is yiikii ve giivenlik ekipmani kullanimi iligkisi {izerinde
giiclendirici etkiye sahip oldugu bulunmustur. Son olarak, is
kaynaklarinin otonomi boyutunun duygusal talepler ve gilivenlik ekipmani
kullanimu iliskisi lizerinde gii¢lendirici etkiye sahip oldugu bulunmustur.

(2) Is kaynaklarmin sosyal destek boyutunun kurumsal degisiklikler ve
kontrol hatalari iliskisi {izerinde yumusatma etkisi oldugu bulunmustur. Is
kaynaklarinin sosyal destek boyutunun duygusal talepler ve hiz ihlalleri
iliskisi iizerinde yumusatma etkisi oldugu bulunmustur. Is kaynaklarmmn
sosyal destek boyutunun duygusal talepler ve kontrol akrobatik siiriis
davranislart iliskisi {izerinde yumusatma etkisi oldugu bulunmustur. s
kaynaklarimin sosyal destek boyutunun kurumsal degisiklikler ve
akrobatik siirlis davraniglari iliskisi iizerinde yumusatma etkisi oldugu
bulunmustur. Son olarak, is kaynaklarimin sosyal destek boyutunun
duygusal uyusmazlik ve giivenlik ekipmani kullanimi iligkisi lizerinde
giiclendirici etkisi oldugu bulunmustur.

(3) Is kaynaklarinim amir koglugu boyutunun kurumsal degisiklikler ve trafik
hatalari iliskisi iizerinde giiglendirici etkiye sahip oldugu bulunmustur. Is
kaynaklarinin amir koclugu boyutunun is yiikii ve giivenlik ekipmani
kullanimu iligkisi iizerinde gii¢lendirici etkiye sahip oldugu bulunmustur.
Son olarak, is kaynaklarinin amir koglugu boyutunun duygusal talepler ve
giivenlik ekipmani kullanimi iligkisi iizerinde giiclendirici etkiye sahip
oldugu bulunmustur.

(4) Is kaynaklarinin profesyonel gelisim olanaklar1 boyutunun is yiikii ve hiz

ihlalleri iligkisi tizerinde giliglendirici etkiye sahip oldugu bulunmustur.
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Buna ek olarak, is kaynaklarinin profesyonel gelisim olanaklar
boyutunun duygusal uyusmazlik ve giivenlik ekipmani kullanimu iliskisi

iizerinde gii¢lendirici etkiye sahip oldugu bulunmustur.

Calismanin Degerlendirilmesi

Bu ¢alisma moto kuryelerin is talepleri, is kaynaklari ve siirlis davranislar1 arasindaki
iliskinin detayli incelemesini saglayan ilk c¢alismadir. Calismanin bazi sonuglari
onceki arastirmalar ile paralellik gostermektedir (Nguyen-Phuoc et al., 2022;
Nguyen-Phuoc et al., 2023). Sonuglara gore, is talepleri giivenli siirlis davranislarini
negatif yonde yordamaktadir. Is kaynaklari ise giivenlik siiriis davramslarini pozitif
yonde yordamaktadir. Bu sonuglarin yaninda bazi beklenmedik sonuglarla da
karsilasilmistir. Ornek olarak, is kaynaklarmin bazi is talepleri ve riskli siiriis
davranislari iliskileri iizerinde tamponlama etkisi gostermesi ile birlikte, bazi iligkiler
tizerinde de artirict iliskiye sahip oldugu belirlenmistir. Bunun yaninda, is kaynagi
olarak sayilan amir kog¢lugu alt boyutunun riskli siiriis davranislarini pozitif yonde
yordamasi beklenmeyen sonuglar arasindadir. Ancak bu calismanin sonuglart ve
onceki aragtirmalarin bulgularmma goére (Wu et al., 2013; Kim & Tak, 2010; Van
Yperen & Hagedoorn, 2003) amirlerin ¢alisanlari ile pozitif iliskiye sahip olmasinin
onlardan daha fazla is yiikii beklemeleri ile iliskili olabilecegi ve bu durumun da
kuryelerin trafikte riskli davranis sergilemesinde etkili olabilecegi 6ne siiriilebilir.
Buna ragmen, bu iliskiyi daha giivenilir sekilde yorumlamak adina amir ko¢lugunun
moto kurye davraniglar tizerindeki etkisinin kiiltlir ya da diger sosyal degiskenler
g0z oniinde bulundurularak gelecekte daha detayli olarak incelenmesi gerekmektedir.
Caligmanin kisitlamalar1 arasinda drneklem biiyiikliigii ve katilimcilarinin hepsinin
erkek olmasi sayilabilir. Ayrica c¢alisma verilerinin anket yontemi kullanilarak
toplanmas1 sebebi ile katilimcilarin sosyal istenirlik Onyargisi gdstermis olma
ihtimali olabilir. Calismanin enine kesit ¢alismasi olmasi dolayisi ile neden sonug
cikarimi yapilamamaktadir. Bunun yaninda calismada kullanilan OSlgiimler ile
birtakim kisitlamalar meydana ¢ikmis olabilir. Ornek olarak, is talepleri ve is
kaynaklarin1 6lgmek amaci ile kullanilan 6lgegin moto kurye mesle8i gz oniinde
bulundurularak meslege 6zel tasarlanmis bir 6lgek olmasindan ziyade, yiizeysel bir is

talepleri ve kaynaklar1 6l¢limii olmasi sayilabilir. Bunun yaninda, motosiklet siiriis

107



davraniglarint 6lgmek amaci ile kullanilan Olgegin yiizeysel siiriis davranislarini
Olcerken moto kuryelere 6zel riskli davranislari 6lgmemesi ¢alismanin bir kisitlamasi

olarak ele alinabilir.

Gelecek calismalarda moto kuryelerin meslek 6zellikleri goz 6niinde bulundurularak
hazirlanan oOlgekler kullanilabilir. Ayrica, gelecekteki c¢alismalarda siiriis davranisi
Olcegine verilen cevaplar degerlendirilirken bu cevaplarin is basindaki siiriis
davraniglarinin ya da is disindaki siiriis davranmiglarinin hangilerinin 6lgiildiigliniin
ayrimi  yapilmahidir. Bununla birlikte, gelecek c¢alismalarda miisterilerin
beklentilerinin hizli teslimat sektoriinde oynadigi rol, kurumsal giivenlik iklimi,
kisilik degiskenleri, kiiltiir degiskenleri ve sosyal faktorler gibi bu calismada ele
alinmayan konularin ele alinmasi elzemdir. Moto kuryelik mesleginin yol ve is
giivenliklerinin artirilmas1 amaciyla, meslegin ¢ok tehlikeli meslekler arasina
alinmas1 ve gerekli denetimlerin resmi makamlar tarafindan yapilmasi Onem
tasimaktadir. Hizli teslimat hizmeti sunan sirketlerin ise bu ¢alismanin sonug¢larindan
yola c¢ikarak kuryelerinin is taleplerini ve is kaynaklarini diizenlemeleri kuryelerin

trafik glivenligi agisindan yarar saglayabilir.

Genel Sonug¢

Bu calisma moto kuryelerin is talepleri, is kaynaklari ve motosiklet siiriis
davraniglarinin birbirleriyle olan iligkilerini detayli olarak incelemek amaci ile
yiirlitilmisttir. Calisma neticesinde is talepleri ile motosiklet siiriis davraniglari
arasinda ve is kaynaklar1 ile motosiklet sliriis davranislar1 arasinda iliskiler tespit
edilmistir. Is talepleri ile is kaynaklarinin birbirileri ile etkilesim halinde oldugu da
tespit edilen sonuglar arasindadir. Calismanin sonuglarinin trafikteki yogunluklar1 ve
maruz kaldiklar1 riskler artan moto kuryelerin trafik giivenlikleri hakkindaki
degerlendirmeler tizerinde agiklayici etkiye sahip olmasi ve gelecek caligmalara bir

temel olusturmas1 beklenmektedir.
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