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ABSTRACT

This report presents an assessment of what is currently known
about crime and policing responses in -urban mass transit systems.
The assessment consists of:

e analyzing the interactions among the transit
environment, crime and policing operations;

e examining the effectiveness of various transit
policing strategies and supportive anti-crime
measures; and

® suggesting new evaluative and experimental
programs to either fill in knowledge gaps or
improve policing effectiveness.

Report findings are based on a literature survey, site visits and the
knowledge of transit police/security officials.
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PREFACE

The "Policing Urban Mass Transit Systems" study is one in a
series of National Evaluation Program (NEP) Phase I studies initiated
by the National Institute of Law Enforcement and Criminal Justice.
The NEP program involves the selection of major areas of criminal
justice activities that are of national importance and the funding of
research studies to provide a timely and an objective assessment of
the effectiveness of alternative strategles or programs in each
selected topic area. Some of the specific topic areas examined under
the NEP program thus far have included: pre-trial release, treatment
of drug addicts coming into contact with the criminal justice system
(TASC), Project Ident (marking of personal properties), juvenile
diversion, court information systems, and anti-robbery projects.

This report presents an assessment of what is currently known
about policing urban mass transit systems and what additional evalua-
tion effort is warranted. It is organized into seven sectionms.
Section I provides a summary of the study. Section II examines the
scope and importance of urban mass tramsit in the United States. It
also surveys the problems presently besetting these systems, focusing
on the impact of crime on passengers and.system viability as well as
responses by transit and government of officials. Section III

identifies information sources and data constraints.

Section IV traces the development of transit policing and high-
lights current policing arrangements for a number of rapid rail and
bus systems. Appendix A presents additional details, reviewing
information gathered during site visits. Section V develops an
analytical framework designed to provide a coherent context for inves-
tigating transit crime problems, the police responses and the impact
of these responses. The framework depicts the interactions between
the transit environment, policing and crime. This section also out-
lines the basic assumptions underlying policing urban mass transit
systems, .

The key questions related to planning and evaluation are addressed
in Section VI. Current knowledge is assessed and information gaps

identified within the context of each question. (Appendix B expands’
on findings concerning environment, offender and victim profiles.)

Finally, recommendations for future research and evaluation efforts
designed to respond to current problems and f£111 present gaps in

knowledge -are offered in Chapter VII,
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SECTIONKI..

SUMMARY OF FINDINGS

A. Introduction to Urban Mass Transit Policing'

Mass transportation plays a vital role in the functioning of
urban areas. In recent years, -urban transit systems have been engulfed
by a number of interrelated problems: dwindling ridership, deterio-
rating facilities, crime and large operating deficits. While factors
such as speed, convenience, reliability, comfort and cost affect
ridership levels, there also is evidence to suggest that crime,
vandalism and other expressions of anti-social behavior discourage
the public's use of urban mass transportation.

TP 5 T TN

For the purposes of this study, the mass transit system of an
urban area can include any of the following four systems:

® buses (self-propelled, rubber-tired vehicle with on=board
fuel supply);

® trolley coaches (electrically-propelled, rubber-tired
vehicle joined normally via overhead wires to a central
power source);

e streetcars/trolleys (bus-type vehicle traversing city
streets on tracks on semi-private or exclusive right-
of=way, also referred to .as light rail); and

e subway/elevated lines (railway-type transit vehicle with
underground and/or at-grade and/or elevated stations
using a private right-of-way, also referred to as heavy
rail).

The first three of these systems share a number of common character-—
istics such as few terminals, numerous designated street corner stops,
surface-oriented vehicles, and shared right-of-ways with the general
public use of the streets that clearly differentiate them from subways.
Dominated, in terms of sheer numbers, by buses, these three systems
will hereafter be referred to as "bus systems," Subway/elevated lines,
on the other hand, operate. on grade-separated right-of-ways and pas-
sengers board and exit from well-defined station facilities,

This study specifically examines crime and other expressions of ‘
anti-social behavior evident. in. uvban mass transit systems and policing f
responses. There 18 a range of strategies being utilized to police o
transit systems. Strategies currently employed include:




Equally as important as their differences, there are fundamental
assumptions that guide transit police anti-crime activities, Specific
police activities such as uniformed patrol, plainclothes units and
decoy operations are all directed toward controlling crime through
the processes of deterrence, prevention and apprehension. It is

assumed that crime control activities will benefit both the public . ...
and the transit system, leading to:

e police operations (uniformed and plainclothes patrol,
stakeout) ;

e electronic and mechanical communication and security
devices (2-way radio, telephones, closed~circuit

; television);

é e support activities (driver education, liaison with
schools, courts and neighborhoods) ;

o increased ridership perception of security;

e increased ridership volume; and ‘ . i
i e Target hardening via environmental and vehicular
! design (increase lighting, improve visibility, exact

e increased revenues.

fare, scrip); and S 1
‘ B. Findings T
: e selective operating actions (skipping stops, closing Q
: stations, eliminating runs, reducing the number of o Based on aAreview of relevant literature, a series of 12 site .
; cars in a train). R : visits and continuing discussions with transit police officials, cer- i
i ) ‘ tain findings emerge concerning the policing of urban mass tramsit :
; While transit systems may rely, for the most part, on one OF another v systems, the selection of anti-crime strategies and the factors that %
R of these strategies, many have implemented several types of strategies influence decisions to implement these strategies.
! in the belief that a combination of approaches will be more effective - ; ,
! in reducing transit crime than one or another strategy independently. » Nature and extent of transit crime. The crime problem in mass
, transit is essentially concentrated in the nation's large cities,
The problems generated by crime and other forms of apti—social ‘ In many respects the problem is similar to that on the street.
behavior are not new to mass transit systems. By the early 1900's : B} Transit crime generally reflects chahges in the surrounding environ-
several tramsit authorities had formed their own im-house police o ment and increases in transit crime have paralleled increases in ;
departments to protect passengers and safeguard company property. ; street crime. Both victims and offenders closely resemble their '
’ Today, the policing of rapid rail transi: (subway or elevated 7 street counterparts. On the other hand, the transit environment pre-

e lines) is performed by either a special transit police unit in the sents less opportunity for certain types of crime such as burglary L
o local police department or a tramsit authority police force, whereas - but aggravates the conditions, especially during rush-hours, conducive i
; the major responsibility for providing police services to surface S to committing offenses such as pocket-picking and purse-snatching.

PO transportation (buses and trolleys) usually rests with the general 3 : There also are significant variations in the crime pattern across
local police force. There are a variety of transit police units ' . rapid rail transit systems. Several subway/elevated lines are akin |
operating in the country today. Their differences can be character- ’ - to commuter railroads, while several others form the nucleus of inner- i
" ized by organizational factors and resource allocation: ] city public transportation systems. The major types of crime problems i
R associated with the suburban commuter lines (vandalism, pocket-picking,
B e whether the force consists of sworn or non-sworn personnel; etc.) are generally not as serious as those crime problems usually
;i SR associated with inner-city rapid rail systems. '
'Ei e size of the force in terms of the number of officers; and .
£ Finally, certain types of transit crime are more amenable to

. e scope of responsibility: the security of passengers and . . control than others. For example, robbery of bus drivers has been
é transit employees;- the protection of tramsit property Gl virtually eliminated in systems using exact fare collection. Several
2 and revenues; emergency services (e.g., fire fighting, ) h;~ ~ transit properties reported that the assault of transit employees

first aid and rescue); non-law enforcement duties (lost

(particularly bus drivers) can be reduced through training programs
and found, public information).

designed to improve their inter-personal relations skills.
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Influence of system characteristics on the selection of policing
strategies. The operating characteristics of a mode of transportation
such as mobility, headway and method of fare collection frequently
impact on the selection of policing strategies. For instance, the
complex network of bus routes (the mobility dimension) along with the
large number of buses in-service at any given time within major metro-
politan areas presents formidable obstacles to extensive police
coverage. Hance, police resort to ilsolating problem routes, employing
riding posts and other surveillance activities on a small number of
buses at a time. Environmental characteristics of a system such as
age, lighting and visibility also impact on the selection of strate-
gies. General characteristics of older stations such as poor lighting,
low visibility and recessed areas hinder surveillance. An officer
in one area of the station may he unaware of events occurring around
a corner or down a passageway. By contrast, newer stations, designed
to heighten visibility and improve access control, permit the use of
closed-circuit television (CCTV) to increase overall surveillance

capabilities.

Relationship between various policing strategies and transit
crime. The few studies in this area concentrate on saturation patrol
by uniformed officers. Findings indicate that substantial increases
in patrol generally reduce crime; however, the magnitude of the impact
often is unclear and effects appear to diminish over time. Data
also suggest that saturation patrol produces some displacement. The
comparative impact of specific types of uniformed patrol such as
riding posts; fixed posts, and random patrol remains the subject of
further research efforts.

While covert operations have not been formally evaluated, transit
police consider stakeout and decoy operations effective, especially

against certain types of crimes such as robbery, assault, pocket-
picking, and fare evasion. Additionally, transit police are involved

in a variety of support activities that include community relations,
liaisons with schools, courts, and local police transit authority,
and courses on inter-personal relations for drivers.. Little has
been documented about the impact of these activities. Nevertheless,
many transit police believe support activities contribute to control-
ling transit crime.

Impactrof mechanical and electronic security and communication
devices on the effectiveness of transit policing. 1In recent years,
transit companies have sought to increase security by implementing a

variety of mechanical and electronic devices. While most of these
devices have not been evaluated in terms of their crime reduction

effects, there is some evidence that devices such as CCTV, silent
alarms and 2-way radios have some deterrent value and bolster police

surveillance and apprehension capabilities. ‘Experience with these

4

devices, however, suggest a number of current and potential problems.
The high rate of false alarms, about 90 to 95 percent, on buses often
discourages police cooperation. Telephones in rapid rail statioms
are ripped from the walls or purposely taken off the hook, CCIV is
not suitable for installation in older stations with poor visibility,
multiple passage ways, and numerous hidden areas. Further, the con-
tinuous monitoring of images picked up by CCTV cameras presents human
engineering problems. Transit systems are developing practical solu-
tions to these difficulties. In Atlanta, radio dispatchers use a
nonverbal call back signal to determine whether a radio alarm is

true or false. Some public emergency telephones have anti-vandalism
features and automatic locator and hangup capabilities.,

Effectiveness of different types of policing units. The nature
of police strategies employed is generally related to the type of
police unit, i.e., whether the unit is comprised of sworn or non-
sworn personnel. Units made up of sworn personnel emphasize tradi-
tional police patrol anti-crime measures. Units consisting of non-
sworn personnel tend to rely on non-patrol activities such as working
with bus drivers to improve inter-personal relations skills and main-
taining liaisons with the community, schools, courts and local

police.

While effectiveness has not been addressed through formal evalua-
tion, evidence indicates a need for a dedicated unit consisting of
sworn personnel in certain situations: large, multi-jurisdictional
systems experieficing serious crime problems. Dedicated transit
police units can provide uninterrupted patrol coverage, whereas a
general police force may assign lower priority to transit crime and,
therefore, not allocate adequate resources to patrol the transit system.
Further, the special characteristics of rapid rail systems such as
rush-hour crowding, hazards related to high-speed vehicles, tunnels
and electrified third rails complicate policing operations and appear
to call for some degree of specialization via training and continuous
on-the-job learning. These requirements are better satisfied by

dedicated units.

Organizational affiliation of the unit--police department or
transit authority--depends on the area served by the transit system,
the attitude of the local police chief, and historical precedents.

The need for a transit authority police force becomes greatest when
the transit system traverses a large number of jurisdictions. Usually
local police prefer,to provide passenger protection when the gystem

operates within a single jurisdiction.
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Impact of various policing strategies on passenger perceptions
of security. Findings from a number of studies generally suggest:

e passenger ridership patterns are influenced by
perceptions of crime and security, with perceptions
of crime more likely to influence rapid rail than

bus riders;

e passengers accurately percelve that more transit
crime occurs on the rapid rail than on bus systems
and within the rapid rail system itself more crime
occurs at the stations than on the trains; and

e more police patrol of stations and on trains and
implementation of communication capabilities to
ensure rapid response by police when assistance
1s needed would achieve greatest positive impact
on passenger perceptions of security.

Appropriate measures of "succéss" for the various policing
strategies. Five types of measures are suggested: changes in crime;
perceived passenger security; ridership volume; revenue; and police
productivity/performance measures. As is true with crime measurement
in general, measures of transit crime are subject to many data
reliability and validity limitations. A host of unknowns involving
the relationships between security activities and crime reduction,

passenger perceptions, ridership volume and transit revenues currently
limit the use of cost-effectiveness trade-off analysis to a puessing

process,

C. Suggestions for Future Research

An examination of key issues in policing urban mass transit
systems reveals a concentration of research in certain areas and

an absence of knowledge in others. The seven following suggestions
for future research efforts are oriented toward responding to current

problems and acquiring knowledge. Crime control-oriented recommenda-
tions include:

e 'develop projects directed toward controlling juvenile
crime;

o improve mechanical and electronic security-related .equip-
ment; and

e improve fire prevention and detection capabilities.

Knowledge-oriented recommendations include:

e evaluate the effects and effectiQeness of specific
security strategies;

e develop and implement uniform crime reporting for
transit systems;

e develop a handbook for passenger perception measure-
ment; and

e initiate a case study of policing the Washington
Metropolitan Area Transit Authority.

Findings from these activities and studies will be useful for govern-
ment administrators, transit authority officials, transit police and,
in the long run, the riding publie,
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SECTION II

THE PROBLEM SETTING

Urban mass transit systems serve many important national objec-
tives today--the pryeservation of our cities as vital commercial and
cultural centers, control of ajr pollution, conservation of e?ergy,
mobility for all citizens and particularly the disadvantaged. The
capability of mass tramsit to move a large number of people e?fi—
ciently is an essential component of overall national efforts’ to
imprdve the quality of life in American cities. Milliqns of passengers
are carried daily by mass transit systems to and from their places of
work, and to educational, recreational, and cultural facilities
within the urban areas. The use of mass transit is almost a basic
necessity to the young and aged and to those who cannot afford or do

not ‘desire to use the private auto.

There are 947 operating transit systems nationally (excluding
intercity and interstate carriers such as Greyhound and Continental
Trailways); an overwhelming majority of these systems are comprised
solely of motor buses, while a small number of systems in large and
older metropolitan areas offer multiple modes of public transportation
(subway/elevated lines, trolleyvs, and buses).2 In 1975, these systems
together moved over 5.6 billion revenue passSeingers annually, following
three decades of steady decline in ridersliip. After reaching a peak
of almost 19 billion annual revenue passengers in 1945, transit usage
of all types (excluding commuter rail) declined to a low of 5.3 billion
in 1973. ‘Since that time there are indications that a reversal .of this
long~term downtrend may be occurring as ridership has shown an approxi-
mate 3 percent increase each year.

Urban mass transit systems in this country have been beset by a
multitude of problems: dwindling ridership, deteriorating facilities,
crime, and large operating deficits. Transit systems in many places
do not offer a sufficiently attractive alternative to the automobile
to compete successfully for passengers. Many transit systems answg;ed
ridership decreases and the loss of revenue by raising fares and reducing
transit services during low iusage hours or along unprofitable routes.

lSecretary of Transportation, A Statement of Ngtional Transportation
Policy, September 1975, Washington, D. C.

2Transit Fact Book, American Public Transit Association, 1975-1976
Edition, March 1976, p. 23.

But these measures in turn led to additional ridership decreases and
revenue losses, and the cycle has undermined the viability of urban
mass transit systems,

Massive highway construction, widespread auto ownership, the lack
of capital funds to improve transit services, the movement of city
populations, industries and retail businesses to the suburbs--these
are some of the well known factors contributing to the decline in
transit ridership. There also 1s evidsnce to indicate that crime,
disruptive behaviors and acts of vandalism on mass transit systems
exert some influence on passenger decisions concerning the use of
mass transit. The fear of victimization, whether real or perceived,
may adversely affect usage patterns. Consequently, public perceptions
of security may be as important as the other factors of speed, con~
venience, reliability, comfort and cost in attracting people to use

urban mass transit systems. However, it is extremely difficult to
establish that a given change in ridership is caused by a single
factor such as crime or vandalism. 1In any situation there may be a
combination of factors that influence ridership, making it difficult
to determine the degree of influence of any one factor.3

Until the 1950's transit crime was directed primarily against
property and provided little reason for public concern over personal
security. This situation changed, however, during the 1950's and
1960's: As crime rates surged in the cities, transit systems, simi-
larly, experienced more crime. Further, "this crime was increasingly
directed against persons...and was violent rather than non-violent.'#

Local authorities, during the mid and late 1960's, responded to

the growing transit crime problem. In 1965 New York City's Mayor
Wagner “ordered nearly a tripling of the Transit Police force, from

1,219 to over 3,100 men."? In 1966-1967 the Mass Transit Unit of the

3Thrasher, Edward J., and John B. Schnell, "Studies of Public

Attitudes Toward Transit Crime and Vandalism," Crime and Vandalism
in Public Transportation, Transportation Research Board, No. 487,

1974, pages 32-33.

4Transportation Reséarch Institute, Security of Patrons on Urban
Public Transportation Systems, Carnegie-Mellon University, 1975,
p. 2.

5Chaiken, Jan M., Michael W. Lawless, and Keith A. Stevenson, The
Impact of Police Activity on Crime: Robberies on the New York City
Subway System, The Rand Corporation, R-1424-NYC, January 1974, p. v.
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Chicago Police Department was organized in that city.
Massachusetts legislature authorized the Massachusetts Bay Transpor-
tation Authority to establish an in-house police department.
tionally, mechanical and electronic devices such as alarms, 2-way

radios, emergency phones, and closed-circuit television were intro-

duced to complement manned patrol,
effort was underway in many major metropolitan areas to control crime

on mass transit systems.

of that crime for mass transit systems are numerous.
least and without reference to social costs, crime means an increased
financial burden to transit systems through vandalism, lost patronage,

and the need for Increased security.

In 1968 the
Addi~-

By the late 1960's a concerted

The implications of transi¢ crime and of the public perception
At the very

As has been the case in the past
two decades, this increased burden can be detrimental to the survival
of mass transit networks.

Three basic crime control stratzgles for transit systems have
been. suggested:

"The first is the tiraditional reliance on an increase
in police manpower, including flexible deployment
strategies directed towards specific crime problems.
The second lies in an experimentation with electronic
or other devices to complement police patrol, enhancing
the effectiveness of police response. The third is
an operational matter, that of eliminating stops in

8
those portions of the city where street ctrime is high."

The third strategy may well be counter-productive by denying transit
service to precisely those areas where service is most needed. More-
over, such service cutbacks are likely to carry the implication that
the system is unable to .successfully combat transit crime throughout

its entire network.

6Shellow, Robert, et al., Improvement of Mass Transit Security in
Chicago, Transportation Research Institute and the Urban Systems
Institute, Carnegile-Mellon University, June 30, 1973, pp. 107-162.

7Compgrative Evaluation of Public Safety Services in Selected Metro-
politan Areas with Rapid Transit Systems, Department of Public Safety,
Metropolitan Washington Council of Governments, February 1973, p. 7.

8Security of Patrons on Urban Public Tramsportation Systems, p..8,
(Based on a report by Robert Shellow appearing in the proceedings

of the Transportation Research Forum, October 1974).

10

Policing is the strategy most often relied upon by mass transit
systems to fight transit crime. The cost of police manpower constitutes
the largest portion of most tramsit security budgets. Given the
financial pressures on public transit operators and a strong national
interest in promoting greater use of mass transit, it becomes important
to examine the effectiveness of various transit policing methods in

controlling crime and alleviating the public's fear of insecurity.
The values of electronic and mechanical devices as means of enhancing

police effectiveness or minimizing the cost of providing security must
also be examined.

11
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SECTION III

INFORMATION SOURCES AND CONSTRAINTS

Information for this study has been gathered from a number of
sources including:

e background literature,
~ project descriptions and evaluation reports,

- research studies covering topic areas such as public
perceptions of security and victim, offender and

environmental profiles, '

~ +papers presented at various meetings and conferences,

newspaper ané magazine articles;
e site visits to transit properties; and

e an advisory board consisting of transit police chiefs
and persons belonging to organizations with strong
interests in the day-to-day operations and security
of urban mass transit systems.

Currently available data suffer from a number of constraints.
Inaccurate measurement, poor sampling techniques and weak evaluation
designs frequently undermine the reliability and validity of study
findings. Further, absence of uniformity in the definition and
classification of transit crimes limits across system comparisons.

A, Background Literature

While much research has been performed in the general field of
crime and police operations, comparatively little has been conducted
in the specialized area of tramsit crime and policing. Formal studies
of transit crime and policing are few in number and narrow in scope.
The research community involved with the subject of transit policing/
security is relatively small (a few authors wrote most of the existing
literature). Most of the studies were done in the late 1960's and
early 1970's. Generally, literature dealing with transit crime and
policing may be grouped into the four following categories:

] planning;

e evaluation;

12
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e citizen perceptions; and

® summary reports.

Planning studies basically focus on the Chicago, Oakland, and
Washington, D. C. rapid rail transit systems. The Chicago study
investigates the transit crime situation (detailing enyironmental-,
offender-, and victim-related characteristics), describes existing
policing responsibilities and recommends installation and evdluation
of closed-circuit television on an experimental basis. The Oakland
and Washington studies address important issues facing a new, multi- .
jurisdictional system, Both reports deal with concerns such as
organizing an in-house police department and developing a working
relationship with local police.

Current evaluative literature consists of three basic studies
(and a number of derivative articles). These studies concentrate
on a few systems (either Philadelphia's or New York City's rapid
rail system or half-a-dozen or so bus systems) and examine particular
police activities and types of crimes: large increases in manpower,
robbery and assault of bus drivers, robbery of passengers and token
booth attendants. The studies are specific in nature, addressing few
of the many topic areas key to a broad understanding of transit crime
and policing. The potential impact of environmental characteristics,
transit operations and transit police characteristics on a particular
crime problem have not been taken into account in most of these
studies., For these reasons, it 1s difficult to make meaningful across-

system comparisons.,

There are several studies which explore citizen perceptions
of transit security. Some of the studies examine rider response to
a well publicized transit-related criminal incident. Other studies
either investigate public perceptions of the relative hazardness of
various areas of the transit environment, or survey citizens to
determine which policing measures are most likely to bolster passenger

confidence in transit security.

An overview of transit crime and security is provided by two
major reports. One focuses on vandalism and suggests countermeasures,
while the other summarizes most of the tramsit crime and policing
research conducted during the late 1960's and early 1970's, Addi-
tionally, there are a number of newspaper and magazine articles as
well as papers presented at conferences and meetings. Some of these
reports focus on specific problems and activities such as fare evasion
or decisions to have policemen ride buses. Other articles and papers
are somewhat broader, discussing transit ciime and policing in very

general terms.

13
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B. Selection of Sites

In the early stage of this study, it was learned that:

e subway/elevated rapid rail lines generally have a more
extensive and serious cp}me problem than bus systems;

e most transit-related crime takes place on systems serving
major metropolitan areas; and

e formal policing efforts usually target subway/elevated
lines.,

A search of the LEAA Grant Management Information System data
base and responses to MITRE inquires by mail and telephone revealed
that relatively little federal or state action funds have been spent
for projects specifically designed to police urban mass transit
systems. A small number of metropolitan areas have been the prime
recipients of the limited funds thus far allocated. Transit manage-
ment companies reported that crime was generally not a serious problem
on bus systems except in large urban areas and, in these instances,
was generally associated with teenagers riding public buses to and
from school.

Accordingly, transit properties were stratified into two groups
for the purpose of selecting candidates for site visits:

e subway/elevated lines (or rapid rail); and
e bus systems. )
Of the nine subway/elevated lines in the country, elght are policed
on a regular basis. MITRE selected these eight,é listed below, for
field visits: '

e Chicago Transit Authority (CTA);

® Massachusetts Bay Transportation Authority (MBTA);

e New York City Transit Authority (NYCTA);

e Port Authority Trans-Hudson Corporation (PATH);

9
The ninth subway/elevated -line, Greater Cleveland Regional Transit
Authority, was not -policed on a regular basis at the time of site
selection.

14
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:

e Port Authority Transit Corporation of Pennsylvania and
New Jersey (PATCO);

e San Francisco Bay Area Rapid Transit District (BART);

e Southeastern Pennsylvania Transportation Authority (SEPTA);
and

e Washington Metropolitan Area Transit Authority (WMATA).
The selection of bus systems for on-site visits was based on the
existence of a formal transit policing program and the advice of
experts. The following five sites were chosen and visited:

® Mass Transit Administration of Maryland (MTA) (Baltimore);

e Metropolitan Atlanta Rapid Transit Authority (MARTA);

e San Francisco Municipal Railway (MUNI);

e Southern California Rapid Transit District (SCRTD); and

e Southeastern Pennsylvania Transportation Authority
(SEPTA) [also included in rapid rail transit group].

C. Advisory Board

At the outset of this project, an advisory board consisting of

transit police chiefs and other persons belonging to organizations
with broad Znterests in urban mass transit systems was formed. (See

acknowledgements for a complete list of advisory board members.)
Members of the advisory board were involved in the day-to-day operation

and security of urban mass transit systems. Thelr experience and
insights in identifying and solving security problems contributed to

the information gathering process and filled many gaps where knowledge/
data has not yet been documented. Alsc, the advisory board served as

a review panel, critiquing the analysis, methodology and findings of
this study. ~

D. Data Constraints

A number of data problems complicate the evaluation of transit
policing operations. Most important, transit crime measurement faces
the same problems as with street crime such as police reporting dis-

cretion and the failure of some crimes to come to police attention.
Further, there is a lack of uniforwiity in the definition and classi-

fication of tramsit crimes among jurisdictions. Transit crime has not
been included routinely as a separate category in local police crime
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statistics; nor has it been a specific subject of inquiry in victimi-
zation surveys. Currently there is no authoritative national data
source on the magnitude and distribution of transit crimes.

Beyond the measurement problems cited above, transit crime trends
may reflect more the changes in transit police organization than the
success or failure of anti-crime strategies. For instance, changes
in the numbers of reported crime or other indices of police gffective—
ness (e.g., arrest and clearance rates) could result from a turnover
in transit police leadership accompanied by the adoption of new or
modified reporting and classification procedurei or shifts in policing
priorities (e.g., aggressive campaigns against fare’evaders and dis-
orderly person). In an extreme case, crime incident data may be i
purposely manipulated, "ignored or reclassified as to time, locatiom
or crime type,"lo in order to justify a particular management action
or create a favorable public image for the organization.

In many instances, confidence in study filndings is weakened by
reliability and validity problems engendered by poor sampling pro-
fic comments
cedures, absence of control groups and so on. More speci
concerning data reliability and validity, methodological and statistical
shortcomings, and confidence in the data are presented with specific
findings throughout this document.

loChaiken, Jan M., What's Known About Deterfent Effects of Police
Activities, P-5735, The Rand Corporation, November 1976, p. 5.
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SECTION IV
TRANSIT POLICING: PAST AND PRESENT

Transit companies have long recognized that prompt, efficient
and safe service is a key to success. When public transit was intro-
duced, they realized that anti-social behavior would disrupt service
and turn away potential riders., - For that reason, they instituted
rules and regulations that '"forbade children from playing on or
around the cars," "prohibited drinking and smoking," and '"permitted
conductors to keep possible disrupters of the peace from the-ecars."
These regulatiopns may have inhibited, but did not eliminate, undesired
or criminal activities on transit systems. While the actual dimensions
of crime on public transit systems during the late 1800's and early
1900's remain unknown, the problem did exist. Rowdiness and minor
offenses such as pocket-picking and vandalism against transit property
were evident in most systems. 5o also were armed robberies against-
the drivers.

By the early 1900's several states had passed legislation
authorizing transit companies to develop and maintain their own police
forces. On the other hand, many transit systems relied on local
police departments instead of a company-operated tramsit police or
security force to enforce the laws and maintain order, Still other
systems employed a limited private security force to work in concert
with the local police to protect the transit system and passengers.

Currently, primary responsibility for providing police services
to surface transportation (buses and troelleys) usually rests with the
general local police force, whereas the policing of rapid rail transit
(subways or elevated lines) is performed by either a special tramnsit
police unit in a local police department or a tramsit authority police
force. The need for a transit authority police force becomes greater
when a rapid transit system serves multiple jurisdictionms.

Transit authority police forces rely to varying degrees on
the support services and back-up capabilities provided by the local
police. When a transit crime occurs, functions such as report-taking,
transporting prisoners, booking, and follow~up investigation are fre-
quently performed by the local police. The nature and type of law
enforcement activities performed by transit authority police are
similar, if not identical, to those of the general police force.
However, there also are some differences:

1lSecurity of Patrons on Public Transportation Systems, p. l.
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® A transit police force has the dual responsibility of
protecting the riding public and the tramsit system.
Less serious offenses such as vandalism, fare evasion,
and disorderly conduct are given more attention by the
transit duthority police then by the general police
because these offenses threaten the transit system.

e Transit police are specially trained to handle crowd
control problems and large scale evacuation.

e Transit police officers must be familiar with the
physical layout and operations of a transit system,
the location of power control equipment, hazards
posed by the energized third-rail and by high-speed
moving trains.

e In systems that serve multiple political jurisdictions,
transit officers with police power are required to
meet the training and certification requirements

imposed by all the local police departments and be
familiar with variations in legislation.

On balance, there are more similarities than differences between mass

transit policing and general police work in respect to organization
and basic functioms.

Table I shows the transit policing arrangements for the nation's
9 rapid raill, urban mass transit systems. More detailed information
on each system is presented in Appendix A.

In two of the 9 systems listed in Table I, Chicago (CTA) and
Philadelphia (SETPA), a special transit unit is established within
the city police department to protect the public using rapid rail
services. An intermal transit security force is responsible for pro-
tecting transit property. (The job of protecting bus riders is assigned

to the individual city police District Commands.) In Chicago, the

city police Mass Transit Unit (MTU) has 250 officers. Of this force,
32 are plainclothes members of four tactical teams whose assignments
are made at the discretion of the commanding officer. The MIU operates
around the clock, 7 days a week, in 3 daily shifts of 8-1/2 hours

each: a midnight watch, a day watch, and an evening watch. The MTU
annual budget, at $2.7 million, represents less than one percent of

the annual police department budget.

In Philadelphia, the city police department has, since the

beginning of subway operations in the early 1900's, allocated men to
patrol the underground portion of the system. In 1957 the department

18
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TABLE I

ALLOCATION OF RESPONSIBILITY FOR POLICING TRANSIT SYSTEMS IN SEVERAL MAJOR- METROPOLITAN
AREAS AND RELEVANT INFORMATION ABOUT THE POLICE FORCES AND TRANSIT SYSTEMS

DATE OF ESTIMATED
SYSTEM PRESENT igingF iéi?ch JURIET;?““ YEARLY POPULATION TOTAL HOURS OF DALY
POLICING FORGE FORCE POLICING BUDGET SERVED STATIONS | OPERATION | NUMBER OF
CONCEPT TRIPS
CHICAGO 1949 CHICAGO CITY 250 CITY LIMITS $ 2,500,000 6,000,000 142 24 HOURS MON-FRI
ILLINOIS . POLICE FORCE 7 DAYS 600,000
CTA AND SECURITY 85 INTRA-STATE, ALL
FORCE (PEACE PROPERTIES RAPID
OFFICER TRANSIT BY SUBWAY
STATUS) SYSTEM
CLEVELAND 1963 REGULAR SWORN 7 INTRA-STATE $ 80,392 1,750,000 18 24 HOURS MON-FRI
OHIO POLICE FORCE’ TRAINS, STATIONS 7' DAYS 38,000
CTS AND PARKING LOTS
MASSACHUSETTS 1964 TRANSIT POLICE 65 INTRA-STATE $ 1,000,000 2,760,000 51 24 HOURS 475,000
BAY AREA FORCE WITH TRAINS, STATIONS 7 DAYS
MBTA REGULAR POLICE AND SURFACE LINES
POWER
NEW YORK CITY 1936 TRANSIT POLICE | 3,000 INTRA-STATE NYC $' 97,000,000 GREATER 461 24 HOURS MON-FRI
NEW YORK FORCE WITH SUBWAY SYSTEM NEW YORK 7 DAYS 4,000,000
MTA REGULAR POLICE AREA
POWER
NEW YORK CITY/ 1962 TRANSIT POLICE 72 (BI-STATE) $ 1,850,000 6,500,000 13 24 HOURS MON-FRL
NEW JERSEY FORCE WITH INTER-STATE FULL 7 DAYS 146,000
PATH REGULAR POLICE POLICE SERVICE ON
POWER ENTIRE SYSTEM
PHILADELPHIA/ 1969 TRANSIT POLICE 21 (BI-STATE) $ 450,000 500,000 IN 12 24 HOURS 43,000
NEW JERSEY FORCE WITH INTER-STATE CAMDEN AND 7 DAYS
PATCO REGULAR POLIGE ENTIRE SYSTEM PHILADELPHIA
POWER
PHILADELPHIA - CITY POLICE 160 CITY LIMITS NOT 4,000,000 197 24 HOURS 975,000
PENNSYLVANIA FORCE AND AVAILABLE 7 DAYS
SEPTA SECURITY FORCE 22
OAKLAND 1972 TRANSIT POLICE 81 INTRA-STATE $ 2,400,000 2,000,000 34 6 AM-8 PM 136,000
CALIFORNIA FORCE WITH 5 DAYS
BART REGULAR POLICE
POWER
WASHINGTON 1975 TRANSIT POLICE 201 (TRI-STATE) $ 3,049,800 3,500,000 ss(e) 24 ours ¢® 959,005e)
D.C. FORCE WITH TWO STATES AND | 7 DAYS
WMATA REGULAR POLICE D. C. -

POWER

(e)ESTIMATE BASED ON. PROJECTIONS FOR FULL SYSTEM OPERATIONS.

SOURCE: SITE VISITS TO TRANSIT PROPERTIES (SEPTEMBER - NOVEMBER 1976) AND A SURVEY CONDUCTED BY THE WASHINGTON METROPOLITAN AREA
TRANSIT AUTHORITY POLICE FORCE (1975).
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decided to create a special Transit Police Unit comprised of 47 officers
to patrol the subway system. Since that time, the size of the Unit has
grown to 160 officers (50 of whom are accompanied by dogs). The Unit

is funded in part by the City and in part by a three-year $1,000 200
grant from the Law Enforcement Assistance Administration (LEAA.)1

Public security on buses 1s routinely handled by patrolmen attached

to various police districts throughout the city; however, the Transit
Unit occasionally targets specific bus-related crime problems.

An internal security force in SEPTA is responsible for protecting
revenue collection and transit properties. This SEPTA security force
maintains close contact with the Police Department's Transit Unit,
trading information and occasionally joining forces to stakeout depots
and repair shops.

Policing responsibility in the other 7 systems is assumed by a
transit authority police force which is recruited, financed and
managed by each transit system. (In New York City, the city govern-—
ment reimburses the New York City Transit Authority for transit
police services.) These transit authority police forces have full
police power, either granted by state legislatures or commissioned by
local police departments. The recrultment standards, pay scale and
training requirements of a transit authority police force are comparable
to those of local police departments in areas served by the transit
system, The size of these transit police units range from a 7-officer
force in Cleveland to the 3000-officer force in New York City.

The transit police in New York City have police powers to enforce
all city and state laws anywhere in New York City; their powers are
not limited to Transit Authority property and "hot pursuit" situations.
In the late 1960's, there were approximately 200 transit patrolmen on
duty round the clock, with an additional 700 men on duty between 8 p.m.
and 4 a.m, to patrol the stations and ride every one of the more than
300 trains operating in that time period. A motor patrol unit supple-
mented foot patrol of stations. A speecial Public Safety Squad in
the detective force was deployed 1n subway stations between 2 p.m.
and 5 p.m. to handle juvenile problems when after-school traffic and
juvenile~perpetrated crimes were highest.

Some significant changes in deployment strategies have been
instituted in recent years by a new transit police administration.

12
The LEAA grant provides monies for 60 patrolmen (30 K-9 units and

30 officers to work as patrol and undercover units).

"

Clni

The manpower committed to on-train patrol during nighttime hours
has been reduced drastically. Resources are now concentrated on
the high incident, daylight hours.

The New York City police and the transit police cooperate closely.
If an incident occurs where the Transit Police cannot reach the scene
rapidly, the City Police are called to respond. Similarly, Transit
Police will take action when they witness a crime occurring off
Transit Authority property.

In contrast, the PATCO system (rapid rail serving New Jersey
communities and Philadelphia) has one of the smaller tramsit authority

police units, with only 21 officers.

The system itself is relatively small--14.5 miles with 13 statioms,
carrying 40,000 passengers per day. A squad of four men consisting
of a sergeant, a K-9 team, and two officers covers the system at all
times. These officers patrol by car, on foot, and on trains working
both in uniform and plainclothes. Closed-circuit TV provides con-
tinuous coverage of the fare collection area in each station. Cen-
trally monitored via a bank of TV screens located in a control tower,
the system is complimented by "call-for-aid" phones and a public
address system. Only one around-the-clock, fixed patrol post is
established for the whole system and it is manned during weekends.
That post is for the station located in the City of Camden, a city
with one of the highest crime rates in the country.

The organizational and security measures employed by other
rapid rail transit police departments vary among systems. For
example, the MBTA (Boston) police department currently numbers 61
officers; some are assigned to uniformed patrol and others to a
plainclothes tactical squad. The department also provides security
for the bus system with four patrol cars assigned to cruise the bus
routes,

The responsibility for policing PATH (Port Authority Trans-Hudson
System) is assumed by the PATH police unit of the 1200-man Port
Authority's Police Division. Commanded by a captain, the unit con-
sists of about 63 uniformed patrol officers and 11 supervisors with
full police power in both New York and New Jersey. Emphasizing
visibility, PATH police maintain around-the-clock coverage of the
13.9 mile system. Officers are assigned to fixed posts, riding posts
and roving patrol. The PATH police unit is supported by the communica-
tion, logistic, and training capabilities of the parent organization.
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The BART (Oakland/San Francisco) police department comsists of
77 officers and 18 civilian employees and operates on a budget of ; B
$2,400,000 per year. Directed by the Chief of Police Services, the ; generafcausf of the div
department is divided into two sections: Field Operations Bureau between :;: Z;icai fram
and Support Services Bureau. The Field Operations Bureau provides Hent and POlici:S t egv
patrol, undercover, and communication services. Utilizing both essential to lag’ian between crime and POlicing., Such a f
plainclothed and uniformed officers, the Bureau's three platoons transi pranning and evaluating anti-crime activi o or mework,
patrol all BART facilities by foot, on trains and in cars on a Sit systems, is presented in Section V. vitles on mass
24~hour-a-day, 7-day-a-week basis. . The Support Services Bureau pro-
vides protection for revenue collection crews and administrative
support including follow-up investigations, in-service training,
and maintenance of records, equipment and evidence.

ersity of characteristicsg among systems, a
3

e
i:g;iei: negded to understand the interactions
arnd crime, between the transit environ-

L

Security for WMATA (Washington, D. C.) also is provided by an
in-house, police department consisting of sworn officers. The depart-
ment, with over 100 officers and support personnel, is organized into
three major divisions: Bureau of Field Operations, Bureau of Support
Services; and Bureau of Security Operations. The Bureau of Field
Operations is responsiblie for day-to-day passenger protection and .
safeguarding trains and stations. The Bureau of Support COperations '
handles administration, training, protection and transportation of
rail revenue, security of the Metro Building and services for the
handicapped. Finally, the Bureau of Security Operations is responsible
for protecting bus yards and transportation of bus revenues. Cur-
rently, WMATA police used fixed and mobile patrols of trains, stationms,
parking areas, facilities and stations under comnstruction. The system
was designed to incorporate security features; and patrol operations
are integrated with CCTIV which provides continuous coverage of station

areas.

Bus systems also employ several types of policing arrangements.

The MTA (Baltimore) maintains an in-house security force consisting

, of about 35 sworn officers. Some officers ride buses in uniform, while

@ others ride in plainclothes. The MTA force concentrates on the more

3 serious problems with heavy reliance on local police for response

i to spontaneous incidents. By contrast, SCRTD (Los Angeles), MUNI

i (San Francisco), and MARTA (Atlanta) operate security departments

- with non-sworn personnel ranging in size from five to 46 men. These
departments focus their resources on developing and maintaining i
liaisons with local police, schools, courts and communities and also ‘ g
developing and presenting courses on inter-personal relations for

. bus drivers. Actual patrol of buses is handled by local police, often

k on an as-need-be basis. Most buses, further, are equipped with 2-way

; radios, silent alarms, and other security-related devices that are

integrated with both transit operations and policing activities.
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SECTION V

ANALYTICAL FRAMEWORK

A simple analytical framework for analyzing transit crime and

policing response is depicted diagramatically in Figure 1. The

framework consists of three major elements that are assumed to be
related to each other causally as well as through feedback loops.

The first element consists of what may be termed as "inputs" into
transit policing and consists of the general transit environment and
the current transit crime situation. The transit environment factors
are shown to impact on the current crime situation. Both the transit
environment and the current crime situation are expected to influence
policing operations which is the second major element (i.e., the
process element). The third element in the framework comprises out-
comes assumed to be the result of policing operations: crime reduc-
tion and other benefits such as increases in rider perceptions of
security, in rider volume and in transit revenues. One outcome,
crime reduction, is shown as influencing the other outcomes. These
outcomes, in turn, modify future transit crime charzgteristics, rider
characteristics, and rider volume in a continual cycle. Crime reduc-
tion as an outcome will likely cause changes in the crime situation
confronting a mass transit system, although there will be a time

lag. Similarly, rider perceptions of security, rider volume and
transit revenues will introduce changes into the transit environment.
The basic assumptions are that each of the major elements and the
various factors are interrelated, in terms of influence, in a manner
depicted by the direction of the arrows in Figure 1. More detailed
explanations of these assumptions are presented next.

A. General Transit Environment

For the purpose of this study, the transit system environment is
defined by: system characteristics, ridership characteristics and
crime in the areas surrounding the system. There is evidence that
the transit environment influences where, when, and under what circum-
stances transit-related crimes are committed, the preponderance of
crime types and the kinds of opportunities crime perpetrators act
upon, as well as the types of individuals most likely to be victims
and offenders, although the precise relationships are not known. It
is believed that the mass transit environment operates in a limiting
as well as enhancing icanner with regard to crime and policing activ-
ities. Among other things, this means that a number of crimes,

e.g., burglary and assault within a family, which are commonplace
outside the boundaries of the transit system, are-much less likely to
be committed within the system. Conversely, certain crimes.such as
pocket-picking and purse-snatching might be more prevalent on a mass
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transit system than on the streets because of a greater opportunity
created by large crowds during rush hours. The relatively closed
nature of a rapid rail system can also be a significant environmental
factor with regard to policing and other security operations.

1. System Characteristics

System characteristics refer to structural y
1 s ral and operational fea-
ﬁu;esbof thﬁ transit system. Among the major characteristics which
ave been shown or are assumed to influence both cri
operations are: crime and p?licing

° mode)of transportation (bus, subway, elevated rail line,
etc.);

e station charactefistics;

® parking facilities;

e design of rolling stock;

® method of fare collection;

® hours of operation;

® headway;

® route layout;

® size of train; and

e attended or unattended stations.

_ The architectural features of rapid rail st -
s;:e:ed as important in providing Oppgrtu:iéiezt?E:OZ:iggvzngeig eon
shaping various types of security activi . '
believed to be a gignifiocant faczor. 01;::83tai?gnzfecgis:rzgizéon 1s
between the 1890's and 1930's, are characterized by multiple entrances/
exits, a maze of connecting tunnels, numerous hidden areés, many struc-
tural columns and poor lighting. These features are believed to be
;ondu;ive to criminal activities, although no formal evaluation has

een done to substantiate it. By contras ' ’
the’1960's and '70's, tend to beypurposelg’dﬁ::::egtzgiggiéh::ilsizg;
bility,'have good access control and eliminate areas of concealment
Such improvements are believed to have crime detérrent effects enh;nce
passengers' sense of security and facilitate policing operatic;s.
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Previous study findings as well as data collected from site
visits of rapid rail systems indicate that the majority of crimes
occur on specific parts of a rapid transit station: primarily station
platforms, stairs, and lobby areas where ticket agents are located.

(A much smaller percentage of the crimes occur on moving trains.) The
levels of risk associated with different areas of stations are shown
in Table II.13 There are differences in ranking between actual and
perceived security. Actual security is based on a comparison of

crime frequency; perceived security is based on an attitude survey.

Other system characteristics such as method of fare collection,
hours of operation, and parking lots can have a bearing on the nature
and extent of the crime problem. For example, automatic fare collec-
tion in concert with unattended stations provides an atmesphere highly
conducive to fare evasion but, on the other hand, prevents robbery
and assault of booth attendants. Similarly, auto theft and larceny
from cars are problems limited to those transit systems with park 'n'
ride facilities. The ease with which auto-related crimes are often
committed in wide-~open, unattended parking lots with cars left for
10 to 12 hours may influence police decisions to institute various
forms of surveillance such as stakeout or undercover activity.

Bus systems, on the other hand, do not have exclusive station
facilities except for a small number of terminal buildings. While
relevant data are not available, it is expected that characteristics
of bus terminals may influence both crime and policing as is the case
for rapid rail stations. It is difficult to distinguish bus stop

crime from street crime in general. Accordingly, it is reasonable
to assume that policing strategies directed toward controlling street

crime are equally applicable to crimes committed at designated. bus
stops.

2. Characteristics of the Riders

A significant part of the transit enviromment is the characteris-
tics of those who ride the system. There are two classes of rider

characteristics:

o Demographic and socilo-economic characteristics of
individuals which may be related to crime (as

offenders and/or victims); these include:

- Age;

- Sex;

1 ; .
3Security of Patrons on Urban Public Transportation Systems, pp. 36-37.
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TABLE II

LEVELS OF RISK ASSOCIATED WITH
DIFFERENT AREAS OF STATION

SECURITY RANK

HAZARD AREA/
ACTION PERCEIVED ACTUAL FACTOR
1. ARRIVAL AT - 6 PARKING LOT
STATION
2. ENTERING 1 (MOST 4 STAIRWAYS,
STATION DANGEROUS) ESCALATORS,
ELEVATORS, ETC.
3. TFARE - 3 HANDLING
COLLECTION CURRENCY
4. WAITING FOR 3 1 ISOLATION
VEHICLE
5. ENTERING - 5 CROWDING
VEHICLE
6. RIDING 3 2 ISOLATION,
UNKNOWN ARRIVAL
ENVIRONMENT
7. - EXITING - 7 UNFAMILIARITY
VEHICLE
8. EXITING 1 8 STAIRS,
STATION ESCALATORS,
RAMPS, ETC.
SOURCE: Security of Patrons in Urban Public'Transportation

Systems, pp. 36-37.

T

~ Race;

—~ Income;

~ Employment; and

- Place of residence.

e Variables dealing with individuals as groups of riders
which may be related to the level and type of crimes
found in a system as well as the risk of victimization
and the perception of security; these include:

~ frequency of use of the system;

~ length of trips;

-~ purpose of trips;

- captive vs. non-captive riders; and
- +7riding alone or together with others.

Individual and group characteristics of riders interact with
many of the system characteristics to increase or limit the level
and types of crime. In turn, characteristics of the riders are depen-
dent on the route structure of the system as well as the ease and
availability of alternate forms of transportation (private car,
privately-operated bus, school bus), Some systems serve the inner
city residential, business and shopping areas primarily, while others
mainly serve as suburban commuter links to the center city. Riders
reflect the neighborhoods where they board the vehicles as well as
the reasons for riding (e.g., going to work, school, shopping, to
places of entertainment, etc.).

It has been shown that on certain systems specific crime prob-
lems are related to large numbers of juveniles; going to and from
school and to and from entertainment events such as football games.
Additionally, both victims and perpetrators of crime seem to be over
represented by certain age, sex and race groups. This may be
explained by the fact that for some transit systems or specific
routes the older, younger, poorer and minorities tend to use the
system more than other segments of the general population,

Studies have also shown that for several transit systems certain

crimes are related to passenger density and volume. For example,
pocket-picking and purse-snatching tend to occur when rider .-demsity

29

o N Ty S D S TR T T T SO ST B T S e T S e




s

bus-related crimes. The validity of this observation may be challenged
because all bus crimes were compared against only street robberies.
The authors of the Chicago study explained:

is high, while robbery often occurs when the victim is alone and the
density of riders is much lower than at peak periods.

NP R TR

Thus it can be seen that the characteristics of the ridership
ith th f the transit h i

(along wi ose o e transit system) have some influence both data comparable to the crimes being studied was
on the level and type of crime in the system and police responses., 1 Unfortunately, too few bus robberies
To illustrate, knowledge about individuals with higher than average available. nt h erioé studied to allow a
risks of being victimized can be the basis of a public information occurred duringntw:tﬁ district robbery in general.
program directed toward these people, teaching them ways of reducing valid' compariso total bus crimes in each district
their probabilities of being victimized. Police responses in general As a SubStiEUte’thgt district's number of robberies.t?
should, therefore, take into account the characteristics of passengers was compared to

and their distribution in space and time.

Robbery was the only crime for which district-wide

In the case of the New York study, there was some evidence that

i imes to be committed
transit systems might provide mobility for cr
gzisige high-Zrime areas, but on the whole transit stations and routes

experience crime problems that reflect the magnitude of crime preva-

Another important input influencing police response is knowledge
about specific groups of individuals likely to commit transit crimes
such as rebellious students using mass transit for trips to and from

school and attending special events, or youth gangs operating in a ‘ lent in the local community.

particular area. Special buses to transport school children, community . . tions ;

relations programs with schools, and extra patrol during times and B. Urban Mass Transit Policing Opera

on routes which are heavily used by la r £ il i is-
‘ been the typical responsesytg Euvezilergsigeoups of juveniles have : Urban mass ‘transit police units have a diverse set of characteris
g , | tics. Some units are comprised of sworn personnel, while gthgrz 0027 :
/ 3. Surrounding Neighborhood Crime ‘ sist of non-sworn personnel. In some cases the units are funde tanf !
; or managed by the transit authority and, in Othersaiggiitire garso;e
il es 1in

Urban mass transit facilities such as stations, street-corner the local police departments. The policing respons

H hared by several organi-
stops, and segments of bus and subway/elevated line routes are part systems are assume%fby one u?itérigng§2§izﬁ zn: auchrity ra oty
of their surrounding neighborhood. As such, transit system components zations. These differences g

' formed and their effec- !
t what types of policing activities are per
2§§m§§gi;ted to mirror the crime problems evident in the immediate o iggzgess. Onyghe other hand, all transit police units operate on a

tion and .
rinciple: controlling crime via deterrence, preven ;
L4 com§22e§310n F While the selection of strategies and allocation of ,
Iwo studies--one focusing on the Chicaﬁg subway and bus systems app .

c ional factors, the :
o and the other on the New York subway system”--examine the correspon- resources are, in part, deiermizeﬁebyrgiganigzzngna relativeiy Be ed ;
g dence between transit and street crime. Both studies conclude that transit environment also plays y . ‘

| ces the effectiveness of some ;
there is a positive association between the two and that high crime system, the transit environment enhan |

subway/elevated stations and routes are likely to be located in high A activities and limits others.
crime neighborhoods. However, the Chicago study concludes that this ‘
correlation is conditional on mode of transportation. It applies only

ke TR o o etionn e 058 0K seem fo held for ﬁ A number of factors such as organizational affiliation (transit

company or local police department), type of department. (sworn or pon—
sworn personnel), size of force (number of men, rank, organizational

1. Organizational Factors and Resource Allocation

14Improvement of Mass Transit Security in Chicago.

RS 15 '
: The Impact of Police Activity on Crime: Robberies on the New York 7 16Improvement of Mass Transit Security in Chicago.
i City Subway System.
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structure), position in the parent organization (hierarchy and lines
of communication) and areas of responsibility (company property,
passengers, revenue) may influence the operations and effectiveness
of transit police units.

Among these factors, the most important is the law enforcement
authority of the transit police unit; whether it is sworn personnel
or non-sworn personnel. Both types of units are involved in policing
bus systems, but there are distinctive differences in their opera-
tions. Units with sworn personnel tend to rely on traditional police
operations such as targeting problem routes, posting uniformed and
plainclothes patrols on buses, and following buses in cars or on

motorcycles. On the other hand, units comprised of non-sworn per-
sonnel (operating as security departments within the transit company)

emphasize non-patrol oriented activities; for example, liaison with
the police, community and courts, and designing and presenting

on~-the-job training courses for drivers dealing with inter-perscnal
relations. Patrolling buses is performed either by local police on

an as-needed basis or by off-duty police hired intermittently by the
transit company when serious problems arise.

Difference in organizational affiliation (i.e., whether the
transit police are part of the city police department or under the
management control of the transit authority) can have an impact on
effectiveness via personnel selection and assignments, management
support and attention given to controlling transit crime, and juris-
dictional limitations. However, organizational affiliation seems
to have less influence on strategy selection than other factors such

as size of the transit police force relative to the number of stations,
number of trains, and passenger route miles.

It is important to note that police/security units, especially
those operating under the jurisdiction of transit companies, have,
in addition to passenger and transit employee security, other major
responsibilities differentiating transit units from local police.
Transit police often provide emergency services usually covered by
rescue squads and fire departments; patrol transit propertiles such
as garage facilities/repair yards, storage depots, and terminal
buildings; and monitor various phases of revenue collection. These
extra responsibilities could affect the selection of policing
strategies, allocation of manpower and other resources.

2. Definitilon of Basic Assumptions

There are certain fundamental assumptions uhdgrlying transit
police attempts to counter criminal activity. Specific police activ-

ities such as uniformed patrol, specialized plainclothes units, and
decoys are all directed toward controlling crime through the processes
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of deterrence, prevention and apprehension (Figure 2). It is also
assumed that crime control will lead to several outcomes affecting
the well being of the public and urban mass transit system:

e increased ridership perceptions of security;
e increased ridership volume; and
e increased revenue.

One of the objectives of police activities is "to influeénce the
perceptions of potential criminals as to the likelihood of apprehen-
sion, and the certainty of punishment when apprehended."17 It is
believed that individuals are deterred from committing a crime if the
risk of being apprehended is too high and/or the likelihood of
achieving the goal of the intended act is too low. Activities aimed
at heightening police visibility such as fixed posts, saturation patrol,
or reducing response time are assumed to have deterrent effects dis-
couraging criminal activity.

Prevention is the process whereby criminal activity is made more
difficult or the opportunlity for crime is reduced quite apart from
perceived probability of apprehension. Prevention measures such as
security checks of facilities, physical barriers, improved lighting
and exact fare are intended to decrease the opportunity for crime.

By making the environment less conducive to criminal activities, some
preventive activities have a deterrent effect by making crime more
difficult to carry out successfully.18 Other preventive activities
include community relations and school programs aimed at limiting
transit crime by influencing social and psychological factors that
may have a restraining effect on crime.

Apprehension refers to the arrest of suspects by police when a
crime is in progress or while a suspect is fleeing from the crime
scene, victimizing a decoy officer, or subsequently caught through
investigations. Police activities leading to apprehension are
assumed to limit crime in three ways. First, the unpleasant experience
of being arrested, booked and detained temporarily may be a sufficient

RN S GRS

l7Schell, T. H., D. H. Overly, S. Schack, and L. L. Stabile, National 7% 

Evaluation Program Phase I Summary Report, Traditional Preventive

Patrol, National Institute of Law Enforcement and Criminal Justice,
Law Enforcement Assistance Administration, June 1976, p. 6.

18Evaluation Program Phase I Summary Report, Traditional Preventive
Patrol, p. 6.
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deterrent to committing future crimes. Second, court sanctions
resulting from an arrest have special and general deterrent effects.
Third, incarceration upon conviction curtails criminal careers. It

1 is also conceivable that potential criminals, when aware of intensi-
fied apprehension-oriented police activities such as stakeouts, decoys,
and plainclothes patrols, will be deterred from committing crimes.

INCREASE

RIDERSHIP
VOLUME

INCREASE
REVENUE

The three process assumptions discussed above may act indepen=
dently or in combination with one another.

OUTCOME 3. Effects of the Transit System on Policing ‘ :
( ASSUMPTIONS ]
Although transit system policing is based on the same basic i
assumptions as almost any type of policing (deterrence, prevention
. and apprehension) and employs. similar activities to produce visibility,
T surveillance, fast response time and investigation, the transit sys- ¢
tem does have features which differ from the environment in which
general policing occurs. For example, entrances and exits to and
from the system are limited (especially in rapid rail systems) as ;
are those into and out of the rolling stock. Transit vehicles are
closed off during movement, and most crimes, whether on moving vehi-
cles or in station areas, take place within possible public view. On
the other hand, the rapid flow of many people into and out of the
system and the limited jurisdiction of some transit police may be
PROCESS detrimental to deterrence and apprehension.
ASSUMPTIONS s

INCREASE RIDERSHIP

PERCEPTIONS OF
SECURITY

REDUCE CRIME

INCREASE
DETERRENCE

INCREASE
PREVENTION

RS et 4 e S e i e e

INCREASE
APPREHENSION Some of the possible assumptions concerning the differential
effectiveness of police and other security activities in a transit

system vs. in the general "street" environment are:

R PLAINCLOTHES UNIFORM PATROL EQUIPMENT OTHERS v ) e Criminal acts in transit systems generally take place :

é PHYSTGA, BARRIERS in areas open to public view making them more easily ;

i STAKEQUTS MOBILE AND COMMAND AND T DARE ‘ ' detectable and immediate apprehension more likely. i
% pEOOYS SAT§§§$20§A§§g§OL nggsoL CHANGES IN SYSTEM ' ' ; . Survelllance and preventive patrol, therefore, may :
¥ UNDERCOVER TEAMS , 2 {1A%. RADIO OPERATIONS 1 have greater deterrent effects in the transit system d

! SILENT ALARMS COMMUNITY AND : ‘ than above ground. %
b , SCHOOL PROGRAMS ! ; 7

é v e A large proportion of criminal acts against people in i

1‘ . o ‘ transit systems are stranger—to-stranger crimes.. This

should lead to higher reporting rate and willingness
of victims to assist police in investigation and

i ' 5 court processing. ;

28 TRANSIT POLICE UNITS

: v i e A relatively enclosed system enhances police visibility.
s ’ o S Proper deployment of even a limited number of visible

FIGURE2 patrols may produce both deterrent effects and enhanced
TRANSIT POLICE ANTI-CRIME ACTIV:TIE%/;I(\:]OD’\%\SSIC UNDERLYING passenger feelings of security.
ASSUMPTIONS AND O .
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These assumptions have implications for the optimum use of

There is limited access (especially in rapid rail
systems) and there are limited areas (trains, buses,

platforms, other parts of stations) in which crime
can occur. Survelllance and detection equipment

can be used productively in a closed system to
facilitate apprehension and achieve some deterrence.

The transit system lends itself to construction of

physical barriers and/or changes in operations to
prevent some types of criminal activity. The system
allows for such preventive activities as exact or '
automatic fare collection, closing off parts of

stations during certain periods, decreasing headway,
limiting access to stations and/or vehicles, etc.

These factors enhance crime control through pre-
vention.

Large numbers of people rapidly moving into and out of
the transit system (into other police jurisdictions)
may diminish the ability of policing operatiomns to
deter and apprehend. This may be a problem at certain
time periods in some systems.

limited men and equipment to control crime in transit systems.
of. the assumptions are more relevant to rapid rail than bus systems.

The physical and operational features of a particular rapid transit
system will further determine the relevance of these assumptions to

that system.

C. Outcomes of Transit Policing Activities

Some

Increased prevention, apprehension, and deterrence of crimes
are expected to produce certain outcomes within the context of the

urban mass transit environment.

the major outcome objectives are:

These objectives are interrelated.
impact on ridership perception of security within the transit system.

to control and/or reduce crime;
to increase the ridership's perception of security;
to increase ridership volume; and

to increase transit revenue.

As displayed in Figures 1 and 2,

Changes in crime levels

Changes in perception of security, in turn, should lead to changes
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in ridership volume and transit revenues, Additionally, changes in
crime levels (e.g., vandalism, fare evasion, and employee theft)
may impact directly on revenues without affecting either public
perception or ridership volume.

D. Planning and Evaluation Issues

There is a range of strategies available for providing security
on transit systems. Some of these strategies may be more effective
in deterring and preventing crime in certain systems and situations
than 1n others. Some strategies may have greater impact on ridership
perceptions of security, transit revenues, and ridership volume than

others. The selection of a particular strategy (or an optimal mix
of strategies) is the product of both planning and evaluation.

Several types of issues, or questions, can arise in examining
transit crime and planning and evaluating counter-measures., The
criminal justice decision-makers need to know the magnitude of the
mass transit crime problem in the light of other problems competing
for attention in order to determine an equitable allocation of
increasingly scarce public resources. This perspective is concerned
with long-term questions affecting community-wide trends in crime and
their resolution. The issues of major concern to this group are those
associated with initial decisions to fund and subsequent decisions to
continue or change the levels of funding.

The managers and police/security officials concerned with the
day-to-day provision of transit services are interested in the near-
term as well as longer range effects of crime on operations, cost
of service, and revenue. They need information on changes in transit
crime patterns and on the comparative effectiveness of different
policing/security options either in response to a particular crime
situation or to achieve some general objectives of improving the
security of passengers and the transit system,

Analysis of these concerns in light of mass transit system
operations and mass transit crime gives rise to a series of issue-
oriented questions whose answers can provide the basis for determining
which strategies are most effective and under what conditions they
should be employed:

e What is the nature and extent of transit crime?

e What is the influence of system characteristics on
the selection of a policing strategy?

e What are the relationships between various policing
strategies and transit crime?
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e What is the impact of mechanical and electronic
security and communication devices on the effec-
tiveness of transit policing?

e How effective are the different types of policing
units?

e What is the impact of various policing strategies
on passenger perceptions of security?

e What are the appropriate measures of "success
for the various policing strategies?

Additional questions subsumed by the above generic questions are pre-
sented in Exhibit I.

Each of the issue-oriented questions corresponds to a specific
element of the analytical framework (see Section V, Fijure 1). For
example, questions concerning the nature and extent of transit crime
and the influence of systemn characteristics on the selection of a
policing strategy are associated with the input element. Likewise,
questions concerning the relationships between policing activities
and transit crime, the bearing of mechanical and electronic devices
on policing effectiveness, and the impact of different types of
policing units relate to the process element. Questions dealing with
the influence of policing activities on passenger perceptions of
security and appropriate measures of "success' correspond with the
outcome element of the analytical framework.

These questions address the central issues and primary assumptions
underlying policing urban mass transit systems. Section VI assesses

existing information, culled from the literature and gathered during
site visits, bearing on each of the issue areas. Transit policing

activities are examined in terms of their effectiveness in achieving
primary objectives. The assessment also identifies data=- and
methodological-related problems and delineates important gaps in

current knowledge.
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NATURE AND EXTENT OF TRARSIT CRIME

1. 1 7
e Jhergdls transit crime of sufficient magnitude to be
considered a serious criminal justice system problem?

® Are transit crime levels i
: ncreasin decr i
remaining fairly constant? 5 SEsTnes o

® Over time, how do chan
) ges in transit crime
cnanges in crime in general? sompare to

® What is the risk that a passe
victimized? passenger will be

® What are the profiles of '
P < typical transit-
victims, offenders and crimes? related

— Who are the typical victims?
— Who are the typical offenders?

Where and when are most transit crimes committed?

INFLUENCE OF SYSTEM CHARACT
STRATEGIRS ERISTICS ON THE SELECTION OF POLICING

] Eo the operéting characteristics of a mode of

fransportatlon such as mobility, headway and method of

are collection impact on the selection of a strategy?
] gz ;he e;;iiogmental characteristics of g system suéh
ge, lighting and visibility i
fronger 1 S erateoy Yy 1mpact on the selec-
RELATIONSHIP BETWEEN VARIOUS POLICING STRATEGIES AND TRANSIT CRIME
® How effective are the various strategies?
® Are proactive strate
gies more or le
than reactive Strategies? °6 effestive

EXHIBIT 1

KEY QUESTIONS RELATED TO PLANNING AND EVALUATION ISSUES
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Does a combination of strategies produce an optimal
mix for deterring and preventing transit crime?

Do the strategies actually reduce crime or do they
reduce the rate of increase?

Do the strategies produce displacement, and if so,

how much?

IMPACT OF MECHANICAL AND ELECTRONIC SECURITY AND COMMUNICATION DEVICES
ON THE EFFECTIVENESS OF TRANSIT POLICING ’

How effective are the various mechanical and electronic

. .
security and communication devices?

Do security devices reduce response time sufficiently

to impact on police effectiveness?

EFFECTIVENESS OF DIFFERENT TYPES OF POLICING UNITS

Is there a need for a dedicated transit police
unit?

Should policing of the system be the responsibility
of the transit company or the local police?

S ON PASSENGER PERCEPTIONS

.
®

IMPACT OF VARIOUS POLICING STRATEGIE
OF  SECURITY :

Which police strategies/security measures increase

o
passenger perceptions of security?
Do passenger perceptions influericé ridership behavior?

Are passenger perceptions accurate in terms of the
magnitude of transit crime?

® Which policing strategies increase ridership?

EXHIBIT I (CONTINUED)

KEY QUESTIONS RELATED TO PLANNING AND EVALUATION ISSUES
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APPROPRIATE MEASURES OF '"SUCCESS" FOR THE VARIOUS POLICING

STRATEGIES
What measures are used to determine transit crime

°
trends and levels, and passenger risk?

What are the appropriate measures of achievement of
policing and other security strategies?

What are the relative levels of cost-effectiveness
of the various strategies?

EXHIBIT I (CONCLUDED)

KEY QUESTIONS RELATED TO PLANNING AND EVALUATION
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SECTION VI

AN ASSESSMENT OF URBAN MASS TRANSIT SYSTEMS, POLICING

Present knowledge about transit crime and ﬁolicing responses
are brought into focus in this section in a question-and-answer form.

Two general types of questions are included. The first type is
of a descriptive nature concerning "What is happening?," "Who is
involved?," and "What is being done?," in respect to transit ‘crime.
The second type consists of evaluative questions such as "Is transit
crime considered a serious problem?," "What factors appear to influ-
ence transit crime and policing responses?," and "How effective are
the various strategies?"

As each question is discussed, the reliability of information used
in developing the answers and important gaps in knowledge are noted.

The recommendation for future research presented in Section VII can
be traced back to these deficiencies. The questions examined in

this section are listed in Exhibit I, Section V.

A. Nature and Extent of Transit Crime

1. Where is Transit Crime of Sufficient Magnitude to be
Considered a Serious Criminal Justice System Problem?

Information gathered from several sources indicate that transit
crime is concentrated in the nation's large cities. Crime data for
1969-1971 (see Table III) collected from 37 United States transit
systems by Thrasher and Schnell show that cities with populations
eéxceeding one million account for approximately 86 percent of the
reported transit-related crime against revenue passengers, while less
than one percent is associated with cities having populations under
250,000.

Representatives of two major transit companies that manage about
30 bus transit systems (National City Management Company and ATE
Management and Services Company, Inc.) stated via telephone interviews

that transit crime was indeed a problem confined to major metropolitan
areas (loosely defined as cities with populations greater than

250,000). Members of the American Public Transit Association Committee
on Transit Security generally concurred in this assessment,

19Thrasher, Edward J. and John B. Schnell, "Scope of Crime and

Vandalism on Urban Transit Systems," Crime and Vandalism in Public
Transportation, Transportation Research Board, No. 487, 1974,
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TABLE III

INCIDENTS OF TRANSIT VIOLENT CRIME AND TCTAL CRIME
TO REVENUE-PASSENGERS, 1969, 1970 AND 1971

VIOLENT CRIMEZ® OTHER CRIME TOTAL CRIME
SYSTEM
1969 1970 1971 1969 1970 1971 1969 1970 1971
>1,000,000
BOSTON (MBTA) 56 234 168 1,120 1,879 1,966 1,176 2,113 2,134
CHICAGO (CTA) 1,090 405 714 1,480 1,841 2,410 2,570 2,246 3,124
CLEVELAND (CTS) - 36 11 - 79 26 - 115 37
LOS ANGELES (SCRTD) 217 45 87 192 765 1,108 409 810 1,195
NEW YORK (NYCTA) 381 204 305 8,399 9,921 10,619 8,780 10,125 | 10,924
’ NEW YORK (PATH) 14 21 22 70 94 68 84 115 90
PHILADELPHIA (PATCO) 0 0 1 - - 35 - - 36
PHILADELPHIA (SEPTA) 95 132 102 689 625 325 784 757 427
250,000-1,000,000
) ' ALBANY - — 3 - - 19 - - 22
- . ATLANTA - - 6 . - 41 - - 47
BALTIMORE - 25 23 - 1,490 860 - 1,515 883
' COLUMBUS 0 1 3 18 28 16 18 29 19
DENVER - - - - 54 - - 54
B FORT WORTH 11 16 5 39 41 38 50 57 43
INDIANAPOLIS 4 42 21 248 372 249 252 414 270
MILWAUKEE 46 60 73 190 158 269 236 218 342
NEW ORLEANS 154 514 28 120 179 249 274 693 277
e OAKLAND (AG TRANSIT) - _— -— _— 266 - - 272
PORTLAND 7 4 2 - - 171 7 4 173
- ; ST. LOUIS 19 16 10 123 140 153 142 156 163
SAN ANTONIO 0 60 71 43 60 71 43
‘ SAN DIEGO 0 0 50 59 54 50%7 59 56
SEATTLE (STS) - 24 22 - 130 110 - 154 132
: ~ SEATTLE (MIC) ] 0 0 6 6 11 6 6 11
<250,000
G 12 SELECTED CITIESZ8 2 1 9 37 74 116 39 75 125
TOTAL 2,096 1,780 1,623 12,841 {17,952 19,276 14,937 19,732 | 20,899
’ g
. ;
.
. 26y10LENT CRIMES CONSIST OF: (L) CRIMINAL HOMICIDE; (2) FORCIBLE RAPE; (3) ROBBERY; AND, (4) AGGRAVATED ASSAULT.
. 27 ESTIMATE.
- ” .=
ARt , ; Z8CITIES IN THIS CATEGORY ARE ANN ARBOR, MICHIGAN; BILLINGS, MONTANA; CHATTANOOGA, TENNESSEE; CONCORD, NEW HAMPSHIRE; DAYTON, OHIO;
e EVERETT, WASHINGTON; LAFAYETTE, INDIANA; ORLANDO, FLORIDA; PUEBLO, COLORADO; SCHENECTADY, NEW. YORK; SYRACUSE, NEW YORK; AND

TACOMA, WASHINGTON.

SOURCE: TABLE ADAPTED FROM THRASHER, EDWARD AND JOHN B. SCHNELL, "SCOPE OF CRIME AND VANDALISM ON URBAN TRANSIT SYSTEMS,"
CRIME AND VANDALISM IN PUBLIC.TRANSPORTATION, TRANSPORTATION RESEARCH BOARD, #87, 1974, p. 37.
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In answer to MITRE inquiries, criminal justice state planning ;
agencies, regional offices of the LEAA, and regional offices of the ‘
Urban Mass Transportation Administration further confirm this observa-
tion. According to the responses, transit crime is a serious problem
thus far limited to major metropolitan areas. Areas without major
population centers (cities with less than 250,000 persons) report

Crime data for 1969-1971 gathered by Thrasher and Schnell via
interviews and mail questionnaires for 37 transit properties in the
United States suggest several overall trends (see Table I11).20 For
trgnsit systems included in their survey, violent crime against
revenue passengers decreased by about 23 percent, but non-violent
crime rose sharply--by approximately 50 percent, resulting in a net

that transit-related crime is a minor problem and relatively non- : »
existent in many sparsely populated regions. This is partly reflected i increase of total crime against passengers by about 40 percent.
by the choice of recent recipients for government-funded anti-crime . ~ '
transit projects. LEAA has funded transit security projects in Los i In a;lleast tw°1Citie°s San Francisco and Detroit, the transit
Angeles, California; Oakland/San Francisco, California; the State of : zitmeog;gciz? ricezt { reach;d Sugficiently alarming levels, forcing
1 New Jersey (strictly research); New York City, New York; and Philadelphia « g yF s § to implement forceful countermeasures. The mayor in
: Pennsylvania. Additionally, the Urban Mass Transportation Adminis- an Francisco "promised action to protect riders of city buses and
: trolleys who have been subjected in broad daylight to random attacks

tration has provided Chicago, Boston and Philadelphia among other cities

with funds to purchase security-related equipment. and robberies by youths." The Mayor's plan involved assigning 55 patrol

teams to ride buses and trolleys during the high crime hours of 11 p.m.

FBI Uniform Crime Report data show a fairly strong, positive R ;g ZBaizid-ofEn 2;;22&2; Ege iglic; Chief "oriered the"return to duty
association between frequency of reported crime and city size; this i rising incidentz of puree Sn:tcﬁiigotggn o: city guses i; ;esponse to
1 be . | - ghting, and general harassment
same association appears to apply to transit crime as well f of citizens using public transportat’:ion.B5 ’ .
2. Are Transit Crime Levels Increasing, Decreasing, or -t :
‘ —— o £ £ '+ Overall, currently available data are not amenable for determining
f . Remaining Fairly Constant? 4
. » g _ crime grends across systems. Without uniform collection of transit
: | ‘ crim rd
The most recent data available are crime statistics gathered o : e data, assessments will continue to be limited to system specific
: analyses; any comparison across systems runs into serious methodological :

i during visits to transit properties. The data, for several reasons,

% are not conducive to aggregation and/or generalization across systems.
i First, in over half of the 12 cases the data cover a time frame of

. two years or less, not long enough to detect trends. Second, the

: time frames vary from one system to the next. Third, comparisons are
hindered by differences in crime classifications among systems as well
as differences in definitions as to what actions constitute these
crimes and methods of data collection., Therefore, assessments of crime
levels and associlated trends must be system specific. Comparisons
between systems must be made cautiously taking into account these
methodological problems. .

problems.

3._ Over Time, How Do Changes in Transit Crime Compare to
Changes in Crime in General?

There appear to be significant differences between transit crime ;
and surface crime in terms of the relative frequency of various types i
of crimes. The transit environment, with the exception of several
rapid rail systems, precludes the opportunity for burglary. The ‘
environment also affects the distribution of types of crimes as i
indicated by the following comparison of percentage distributions of :
assault, larceny and robbery reported for the City of New York as a i

T

For two rapid rail systems BART (Oakland) and SEPTA (Philadelphia)
- and three bus systems MTA (Baltimore), MARTA (Atlanta), and SCRTD

: (Los Angeles), crime data are available for 1973 through 1974. There
= are distinct differences among systems. For example, SEPTA exhibits

a steady increase totalling 34 percent over the three years, mostly
due to a substantial rise in reported larcenies. MARTA, on the other
hand, shows a continual, across-the-board décrease in transit crime of
approximately 30 percent. The three remaining systems exhibit overall
increases in crime ranging from 14.3 percent for SCRTD to 48.5 percent
for BART. However, there were year-to-year fluctuations with crime
levels rising one year and dropping the next (BART and MTA) or vice
versa (SCRTD).

20 )
"Scope of Crime and Vandalism on Urban Transit System," - Crime and d
Vandalism in Public Transportation. - i

21

"San Francisco Cracks Down on Street Crime," Washington Post,
November 25, 1976.

.
LR R

22, . £
"Reinstated Detroit Police Put on Buses," Washington Post, b
October 15, 1976. L
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whole and for a period (selected at random) repoaged for the City's
subway system (taken from newspaper statistics):

TYPE OF CRIME CITY AS A WHOLE SUBWAY
ASSAULT 15% 11%
LARCENY 75% 617
ROBBERY 10% 287

Although the crime patterns differ, changes in transit crime
levels generally reflect changes in the crime problems of the sur-
rounding environment both locally and nationally. During the 1950's
and 1960's when shifts in the demographic composition of cities were
accompanied by rising crime rates, transit systems likewise experienced
increases in crime.?2

This relationship is exemplified by the crimes of robbery and
assault between 1963 and 1968. 1In that time period, robbery and
assault of bus drivers in the United States increased by a factor of
five.%? The rate of increase was greatest from 1966 to 1968 when
the number of incidents almost tripled.2 During the 1960's for the
United States as a whole, the number of robbery offenses rose by
177 percent (with the greatest increase from 1966 through 1969) and
the number of aggravated assaults climbed by 102 percent.

ZBWilliams, E. M., et al., Control of Mass Transit Vandalism and Other

Crime, Prepared for the Fifth International Conference on Urban
Transportation, Pittsburgh, September 8-10, 1971, pp. 95-96.

4
Security of Fatrons on Urban Public Transportation Systems, p. 2.

5 i
Gray, Paul, "Robbery and Assault of Bus Drivers," Operations Research,
March-April 1971, pp. 257-269.

26
Stanford Research Institute and the University of California,
Reduction of Robberies and Assaults of Bus Drivers--Volume I:
Summary and Conclusions, April 1970, pp. 1-2.

57 .
Hoover, John Edgar, Crime in the United States - 1969 Uniform Crime
Reports, U.S. Department of Justice, 1970, pp. 9-11, 13-16.
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In one particular city (Chicago), total transit crime ''decreased
by 20 percent the first six months of 1972 as compared to the same
period in 1971," while surface crime in the surrounding police districts
also decreased by about 20 peércent.

4,  What Is the Risk That a Passenger Will Be Victimized?

The number of serious crimes on a transit system is far less
than the number found in the neighborhoods served by the system, but
there are conflicting findings on the comparative risk of victimiza-
tion between transit systems and the streets. There is no commonly
accepted method for calculating victimization risk on rapid transit
systems.

A survey by the American Puvblic Transit Association of 37
transit properties in the United States led to the conclusion that the
risk of victimization on transit systems, based on exposure time where
the average trip is assumed to be 15 minutes, was approximately twice
that on the streets.2 A study of the Chicago system, using rider
population as a basis for measuring risk, came to a diametrically
opposed conclusion, stating that the relative risk of victimization
on the transit system was about one-half that on the streets. 0 How-
ever, in a later publication the authors of the Chicago study conceded
that they may have made a conceptual error in trying to "compare the
index used in the Chicago study (robberies/ridership) with the FBI
crime index," since ridership alone does not provide a valid basis for
estimating risk on a transit system, They further concluded that a
better measure is 'robberies per year' (or crimes per passenger-year).
This measure 1s defined in such a way as to capture the number of
trips and how long the average passenger stays in the transit system
during a trip. Calculations utilizing this revised index produce a

281mprovement of Mass Transit Security in Chicago, pp. 56-58. Also

Security of Patrons on Public Transportation Systems, p. 6.

29Schnell, John B., Arthur J. Smith, Karen R. Dimsdale, and Edward J.

Thrasher, Vandalism and Passenger Security: A Study of Crime and
Vandalism on Urban Mass Transit Systems in the United States and
Canada, American Transit Association, September 1973, pp. IILI-1i

to III-36,

30Improvement of Mass Transit Security in Chicago, pp. 195-200.
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victimization risk in close agreement with that estimated by the
American Public Tranmsit Association and indicate subways, at least,
are much less safe than the streets.

The debate over the proper denominator for calculating risk of
vietimization obscures the larger issue dealing with whether it is
meaningful to compare victimization risk between transit systems
and the streets. It would be more meaningful, especially from the
operational perspective of transit officials and police, to be able to
calculate and compare risk of victimization for different times and
parts of the transit systems. (For a more detailed discussion of these

issues, see Section VI, G, 1.)

A report based on the Chicago study compares victimization risk
on subways vs. buses. The data show that about 84 percent of the
mass transit robberies are gubway-related. By contrast, the number
of assault and batteries are about the same for the two modes. How-~
ever, when ridership is taken into account "risk on (subway) system
is ten times greater than on the bus system."32 (It is important
to note that bus-related crimes tend to be underreported because
crimes at bus stops are usually tnicluded in street crime statistics
and not separately compiled as transit crime.)

The risk of being a victim of serious crimes also differs across
rapid rail transit systems. Several subway/elevated lines are akin
to commuter railroads, while several others form the nucleus of inner-
city public transportation systems. The major types of crime asso-
ciated with the suburban commuter lines (vandalism, pocket-picking,
etc.) are generally not as serious as those crime problems usually
associated with inner-city rapid rail systems.

Within a given transit system, the risk is not uniform throughout
the system but dependent on location. A study of the New York subway
system indicated that "subway robbggy tends to be highest in areas
having a high surface crime rate." As far as crime on the rapid

31Security of Patrons on Urban Public Transportation Systems, pPp. 6,
9-12, Appendix I, PP. 51-53. '

32
Johnson, Ronald C., "Mass Transit Security in Chicago," Iransportation

Research Forum, 15th Annual Meeting, 1974, pp. 227-228.

33The Impact of Police Activities on Crime: Robberies on the
New York City Subway System, pp. 44-48,
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transit system is concerned, the Chicago study agrees with the one
done in New York; however, it further suggests that the correlation
18 conditional on mode of transportation. Bus crime does not se

to be correlated with robbery levels in surrounding neighborhoods 5?
gince robbery represents a small percentage of total street crime.

it may not be %ndicative of the magnitude of street crimes i "
neighborhood.3 Therefore, the validit Son bages "

R y of this comparison based
on all bus crimes against non-transit robberies may be questionable.

‘ Transit police officials interviewed during site visits generall
agreed that there is a correspondence between transit and street ¢
crime? with routes and stations located in high crime neighborhoods
experiencing a higher percentage of transit crime than those situated
in low crime areas. In short, the risk of victimization is not uniform
throughout systems. It is possible to identify high risk rout

stations or segments of the various transit systems, -

It is expected that tuctors such as

i passenger density and level
of security have an effect on the risk of victimization. yHowever
these factors have not been addressed by current research. ’

Further, the vulnerability of rapid transit systems to acts of
terrorism (e.g., bombing and hostage taking) and arson has not
received any attention in the literature, although such acts pose
enormous threats to the safety of large numbers of passeﬁgers and to
transit properties. One rapid raill system reported an average of
two bomb threats a month; fortunately they turned out to be false
alarms. In 1976, a fire set on board a subway train caused two to
three million dollars damage in the Toronto system; a similar incident
occurred in BART, resulting in $200,000 to $300,000 worth of damage "
to subway cars. Preventive and early detection capabilities ne dg
to be developed for subway trains to fight against arson. ©

4
Security of Patrons on U
Sp. 12, 35. n Urban Public Transportation Systems,

5 .
Improvement of Mass Transit Security in Chicago, pp. 50-56, 83-85

36Ibid., p. 83.
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- d Victims
t-Relate 15, Women are the victims of about 75 percent of a broad class of

crimes categorized as '"crimes against persons,'" a miscellaney of
offenses including homicide, rape, indecent exposure, purse-snatching,
etc'

5. What Are the Profiles of Typical Transi
Offenders and Crimes |

Most of the currently available information detailing victim, |

f
offender and environmental characteristi§§7comg giggagggge :tﬁgizz (o}
ransit systems. The New Yor ant 7
grbiéa?azibéay/elevazed systems. The former study focuigzsog zggzgfy
azz its attendant characteristic, while the latter'eximCalifornia

ction of criminal activities. The SRI-University o Lo s
ziudy provides most of the information on bus robberies an '

The transit system and its employees form a distinctive group
of targets of criminal activity. Employees handling money, especially
fare collectors, are frequent targets of robbery. The system 1s the
direct victim of varicus forms of vandalism and theft of service.

: o

tions provide summaries of victim, offender ,f b. Who Are the Typical Offenders?

llowing sec
The three fo g petailed profiles are presented in

and crime characteristics. ] The data indicate that the large majority of transit crimes
Appendix B. ; % are perpetrated by young, black males., Other offender characteristics

: such as modus operandi and number of associates tend to vary by type
of crime.

a. Who Are the Typical Victims?

imes are perpetrated against

in groups of three or more
he robberies of bus drivers

Most serious rapid transit cr

single passengers. Rarely are personz .
victimized together. Over one-half o s o B e
occur when no passengers are on board. On buses,

’ fenders. (Most of the information
the sole target of the of : i
Ziﬁitiiing bus systems was collected before exact fare wa: ;ntro
duced nation-wide and, therefore, may no longer be accurate).

t, most robberies are directed against
approximately 67 percent of

g For example, the overwhelming majority of bus robbers are

g male (about 95 percent) and black (90 percent). About half of the
i offenders are between 16 and 20 years old and very few are over 30.
Typically bus robbers are armed--usually with a gun--and work singly
or in pairs. In most instances, the offender(s) enters the bus,
commits the robbery and immediately exits on foot.

Robbers who work the rapid rail systems prey on passengers
and token booth attendants. Passenger robbers are generally male
(95 percent), black (90 percent), comparatively young (averaging

On rail rapid transi
male passengers. Race varies with sex:

t of the female . 5
e e ave white. eemmation While g age igrgizeWhat less precise, o 17 years of age with few older than 30), operating in groups of two
victims are white. Information detailing i%:s are between the ages g L7 years of age with fey older than 30) operating in groups of two
fndicating thes oot er becatdomn. howe ;at black females tend to b male and black, although a greater proportion of token booth robbers

are white compared to passenger robbers. Additionally, token booth

robbers are usually armed, average 22 years in age and opezate singly
or in pairs.

of 21 to 50. A further breakdown shows t | §L

be somewhat younger than their white counterparts.

white males comprise the majority of battery ;é

A D T age, y are somewhat younger than

victims. On the average, however, the
robbery victims.

Approximately half of the transit-related batteries are
committed by single individuals, but a substantial minority are per-
petrated by groups of four or more offenders. As is the case with

" other types of transit-related crime, most offenders are male, black
and young--over 50 percent are less than 21 years old and 90 percent
under 31. In most instances weapons are not used; victims are either
threatened, hit, kicked or struck by a weapon. Upon completion of
the crime, offenders usually escape from the system on foot as rapidly
as possible.

A i g S S,
R e R A

k
37The Impact of Pplice Activity on Crime: Robberies on the New Yor

City Subway System.

381mprovement of Mass Transit Security ip Chicago.

s Drivers - Volume I: Finally, almost all “crimes against persons'" (indecent expo-
sure, homicide, rape, etc.,) are committed by single individuals,

While a significant majority of these offenders are black, a sizeable

39Reduction of Robberies and Agsaults of Bu
Summary and Conclusions. :
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minority (about 20 percent) are white. Although weapons are rarely
used, those situations involving a gun or knife usually result in
serious injury to the victim.

During site interviews, representatives of transit police
units and security departments indicated that their profiles of offen-
ders generally matched the descriptions presented in the literature.
In cities such as Baltimore, Philadelphia and San Francisco, where
public transportation is used by junior and senior high school students
for school trips, a sizeable proportion of transit-related crime is
committed by juveniles. Transit police chiefs in Boston and New York
emphasized that a small number of people are responsible for most of
the crime in the subwayg. According to the Chief of New York City
transit police, '"three hundred to four hundred people are responsible
for up to half of the crimes committed in the subway." 0

c. Where and When are Most Transit Crimes Committed?

The data show a positive correlation between the location of
surface crime and transit crime.. This is especially the case with
subway lines. In discussing the New York rapid transit system, the
Carnegie-Mellon University Workshop summarized the Rand study (The
Impact of Police Activity on Crime: Robberies on the New York City
Subway System) and concluded:%+

The geographical locations of subway crimes are
not evenly spread throughout the system but are
focused on a small number of stations and the
portions of train routes that run between those
stations. The high-crime locations can be easily
identified from historical data and tend to be
where surface crime rates are also high.

Further analyses reveals notable interactions among other environmental
variables and specific types of crimes. Several examples, taken from
studies of rapid rail systems, are presented below.

Robberies occur primarily at night between 6 p.m. and midnight
when passenger levels drop after the evening rush hour, About 70 per-
cent of the passenger robberies take place on' the platforms and

40

Bird, David, "One-Man Subway Crime Wave," New York Times, January 21,
1977, p. Alé. |

41Security of Patrons on Urban Public Transportation Systems, p. 35.
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30 percent inside trains either between stations or as the trains
pull into stations. Passenger robbery is much more frequent during

weekdays. Token booth robbery takes place in the lobby area of
stations and the frequency increases toward the end of the week and

peaks on Sundays.

Incidents of battery are fairly evenly distributed throughout
the week. About half are committed between 4 p.m. and 10 p.m.: the

highest frequency occurs during the evening rush hour. As with
transit robberies, most batteries take place on station platforms.

"Crimes against persons" exhibit a bimodal frequency distri-
bution, peaking during morning rush hour and again tatween 5 p.m. and
10 p.m. Approximately half of the CAP's occur on subway vehicles,
usually between stations with the offender exiting at the first stop.
The remaining 50 percent take place in the station--a majority in the

platform area, though a significant minority occur in the station
lobby. ’

Currently available data detailing victim, offendef and environ-

mental characteristics are, at best somewhat fragmentary and imprecise.
Nevertheless, some profiles and patterns do emerge. In some cases

the profiles are system specific and, in others, the patterns exhibit
similarities from one transit system to the next. The data suggest
that transit crime victims and offenders closely resemble their
counterparts in the surrounding community.

B, Influence of System Characteristics on the Selection of
Policing Strategies

1. Do the Operating Characteristics of a Mode of Transportation
Such as Mobility, Headway and Method of Fare Collection

Impact On the Selection of a Strategy?

The operational characteristics of a transit system often have
a bearing on the selection of policing strategies. In some instances,
the impact is relatively direct and, in other instances, comparatively
indirect. Usually the operational characteristics interact with the
environment, ridership, and the nature and extent of transit crime
to influence decisions concerning strategy selection.

For example, automatic fare collection effectively reduces
robbery and assault of rapid rail transit token/change booth atten~
dants because the need for these attendants has been eliminated.
However, automatic fare collection systems have produced several
unintended effects: fare evasion (especially in unmanned stations)
and counterfeit tickets, tokens or coins. In respeonse, transit
police have instituted various forms of covert surveillance such as

53
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stakeouts to catch violators. New York City Transit Authority police
currently maintain a 200-man Fare Evasion Unit to deter and apprehend
fare evaders. Turnstiles in target areas are temporarily modified to
detect slugs and sound an alarm to alert stakeout teams positioned in

nearby hiding places. 27

Similarly, many bus systems employ exact fare to counter robbery.
Exact fare for buses was implemented first during the summer of 1968.
By mid-1969, 34 cities had instituted similar systems. Exact fare
(as well as other security-oriented equipment) was assessed by the
Stanford Research Institute and the University of California as part
of a study focusing on robberies and assaults of bus drivers. Study
findings show that exact fare has achieved its primary intended pur-
pose. A "survey of fifteen properties employing the exact fare plan
showed a 98 percent reduction in the number of robberies experienced
by the respondents during the imitial months of operation." Addi-

tional study findings show:™

e exact fare does not diminish the problem of assaults
on drivers;

e exact fare does not appear to result in displacement
in terms of passenger robberies; and

@ exact fare is generally accepted by management, drivers
and passengers.

The mobility dimension of buses combined with the large number of
buczs normally in-service at any given time in major metropolitan areas
makes continuous police coverage extremely difficult. Consequently,
transit police target specific routes for patrolling activities.

Crimes occurring on other routes are responded to by district patrols

as they are reported.

Decisions concerning system operations such as changes in headway,
number of vehicles per train, skipping stops, and closing stations or
the entire system for certain hours often impact on police activity.

42Berendt:, John, "Turnstile Justice: Nabbing the Slug-Users,"
New York, February 7, 1977, pp. 39-42.

43Reduction of Robberies and Assaults of Bus Drivers, p. 14.

481p14d., p. 7.
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To illustrate, BART closes and locks stations on weekends and midnight
to 6:00 a.m. during weekdays. When the system is operating, BART
police concentrate on both safeguarding passengers and property. How-
ever, during down time responsibilities are limited to property pro-
tection. The allocation of manpower clearly reflects these shifts in
responsibilities. Manpower levels are greatest during weekday busi-
ness and early evening hours but significantly reduced late at night
and on weekends.

As evident, operating c¢haracteristics are one of several groups
of factors influencing decisions dealing with the deployment of man-
power and the selection of specific tramsit police activities. Find-
ings suggest that operating characteristics can be manipulated to
enhance transit police effectiveness in countering crime.

2. Do the Environmental Characteristics of a System Such as
Age, Lighting and Visibility Impact on the Szlection of a
Strategy?

Many researchers and transit police officials feel that the
environmental characteristics of a transit system have an influence
on opportunities for crime as well as on police response. TFurther,
crime prevention features can be built into the architectural design
of transit statioms.

Transit police have been able to use many of the architectural
features of newer stations to thelr advantage. In some instances,
station design increases the surveillance capabilities of manned patrol
and, in other instances, provides an opportunity to install and utilize
security and communication devices to supplement manned patrol. ¥or
example, heightened visibility permits use of CCTV, which may deter
potential offenders and increase surveillance capabilities, thereby
reducing the need for frequent preventive patrol.

A recent study of transit security and crime prevention through
physical planning makes a number of suggestions on how environmental
characteristics can be used to improve crime prevention:

The physical strategles of prevention are achieved
by: providing physical barriers which preclude
the commission of a crime; prolonging the time

5
Southern Califronia Association of Govermnments, Transit Safety and
Security A Design Framework, April 1976, p. 85.
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required for the criminal act, thereb inc i

the probability of detection ;nd apprZhenszszs;;g
law enforcement agencies; increasing the visibility
and pedestrian traffic and therefore, observation
by police and citizens. Crime prevention through
physical planning also helps to deter crimes and
improve the effectiveness of police operations by
maximizing patrol observation and reducing response
times., Similarly, site planning and architectural
design can increase or maintain a flow of traffic
and/or visual observation, thereby deterring or
minimizing the commission of crimes.

Some systems provide large parki
?he design, location and methgd gf ongaizg: ﬁgrtEZSeuistzfmzaszizgers'
ilmpact on the nature and extent of the crime problem and poliZe
ie;ponses. Parking lots that are wide~open and unattended, with cars
eft for 10 to 12 hours, may require periodic police surveillance

such as stakeout or undercover a
. ctivity to co -
crimes. y ntrol auto~related

The environmental characteristics of b
. ; : us systems generally are
indistinguishable from the street environment. Therefﬁre, it zs rea-
:zgab%e to assume that policing strategies directed to controlling
eet crime are equally applicable to crimes committed at designated

bus stops. 1In fact, bus sto
Ps are normally incorporat
patrol patterns of district-level police. ’ °d into the

C. Relationship Between Various Policing Strategies and Transit Crime

1. How Effective are the Varisus Strategies?

Police use a number of overt and covert patrol activities to
counter crime in transit systems. Strategies include:

® Fixed posts: (assignment of
station). patrol officers to a given

® Riding posts: (train patrol).

e Mobile, random patrol: (coverage of multipie stations).

® K-9 teams: (patrolman - dog team).

® Saturation patrol: (substantial increase in manpower at a
given location to maximize visibility). | |

5 - “.. e oot e e e

o Decoys: (officers posing as potential crime victims).
e Stakeouts: (covert surveillance).

Fixed posts, riding posts and mobile patrol are the most frequently
employed strategies. Only two systems (PATCO and SEPTA) use K-9

teams. Saturation patrol, decoys and stakeouts are instituted as
responses to specific problems such as a series of robberies exhibiting

a similar pattern oy fare evasion.

In the course of normal tramnsit policing operations, several
strategies are employed simultaneously. This makes evaluation of

specific strategies difficult and compounds problems concerning
attribution of outcomes to activities. To date, few evaluations have

been performed for specific strategies and those that have mainly focus
on the impact of saturation patrol on crime levels and citizen percep-

tions of security in urban mass transit systems. Fixed posts, riding
posts, random patrol and K-9 teams have not been evaluated. Similarly,

little research has been directed toward assessing stakeout and decoy
activities. The lack of documented evidence does not imply that the

strateglies are ineffective.

While it 1s generally accepted that policing reduces or controls
crime, few studies have been conducted that clearly demonstrate the

effectiveness of various patrol strategies in terms of reduced crime
levels. There are several studies on the affect of transit policing

on crime that conclude that varilous strategies might reduce crime !
for a short time interval. P

A study of the Chicago system during 1971 and 1972 shows the

visible patrol deters crime.46 However, the deterrent effect may be
limited to the areas where the patrols were deployed since "Officers .

temporarily present in mezzanine or: turnstile areas may be totally
unaware of crimes occurring out of their view on platforms or stair-

wells,"47 This study also observes that riding peosts had little
impact on the crime level on problem routes. :

46Improvement of Mass Transit Security in Chicago, pp. xxxi, 204-205.

#71bid., p. 205.

4BIbid., p. 204.
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The Philadelphia Police Department received a one million dollar
grant from The Law Enforcement Assistance Administration in 1973 to
expand its transit unit. The size of the unit was increased from
165 to 195 plainclothes and regular patrol officers and the number of
K~9 teams in the unit was more than doubled from 20 teams to 50 K-9
teams. The zglice department anticipated that the increase in man-

power would:

e reduce the incidence of Part I and Part II crimes on the
public transit system;

i e increase the clearance rates of crimes that do occur;
and

e reduce citizens' fear of being involved in a criminal
incident when using the system.

i An evaluation-s0 of the program showed that the crime reduction goal
was not achieved. Part I crimes increased by 1.5 percent and Part II
4 crimes by 154 percent for comparable time frames (April through
September 30) during 1973 and 1974. A pre-test/post-test question-
naire of transit users and non-users showed that:

o more people felt crime in the subway had increased;
e more people felt unsafe; and

3 e more people (a very small increase) said they saw police
i while using the system.

The effectiveness of the program in relation to clearance rates was
not addressed by the evaluation report, The evaluation has several
serious methodological problems,  First, no firm statistical base
exist upon which to draw comparisons. It 1s conceivable that some
percentage of crimes are either unreported or reported to authorities
other than %he transit unit. Second, the number of crimes reported

e e e

49Reagon, Michael, V., et al., Final Report, Public Transit Crime

Reduction Program Philadelphia Police Department, prepared for
Governor's Justice Commission, Evaluation Management Unit, .

January 1975.
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,ﬁ 50Final Report, Public Transit Crime Reduction Program Philadelphia
K Police Department. ’ ; -
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during the evaluation period could be an artifact of increased police
presence. In this situation possible reduction in the actual number

of incidents could have been obfuscated by increases in reporting.
Third, the method of selecting a sample ("judgement random") for the
survey part of the study is not sufficiently explained. Details pro-
vided by the text of the Philadelphia study suggest inherent biases
concerning the representativeness of the sample. Fourth, the statis-
tical analysis is incomplete. There is no attempt to control responses
by mode, test levels of association, or determine if before-and-after
differences are significant.

Two other studies also examine the effectiveness of increased
police visibility to deter potential criminals and control crime.
During the 1960's, the Chicago Police implemented two projects
designed to increase surveillance and visibility. One project created
riding posts on subway/elevated lines, while another project deployed
uniformed patreclmen in marked cars to periodically stop buses and
check with drivers. The Chicago Police Department reported a decrease
in robberies, but due to other demands on police manpower, both proj-
ects were short lived. An assessment of these projects, as part of a
much larger research effort focusing primarily on assaults and robberies
of bus drivers, concluded that police surveillance strategies are
costly. Further, such approaches to deter transit crime 'can...probably
only be considered practical for short periods of time in concentrated

programs. "1

A study of the New York subway system from the mid-1960's through
the early 1970's focused on the impact of police activity--primarily
saturation patrol--on transit-related robberies. The evaluation con-
cluded that saturation patrol of the subway system led to a reduction
in felonies during the times of intensive deployment, although the
magnitude was not established.

Saturation patrol also has been employed by the Chicago Police
Department's Transit Unit. "Operation Saturatiom," inaugurated
December 26, 1974, flooded the subway system with police; the net

51Reduction of Robberies and Assaults of Bus Drivers--Volume I:
Summary and Conclusions, p. 8, 24-~25.

52The Impact of Police Activity on Crime: Robberies on the New York
City Subway System, p. 63.
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-and-one~half month period
that arrests during an eight-and-one
igigczrzzsl6,000 to 29,000, robberies declined by 52 percent, and

5
major crimes were down 26 percent.

Y it police officials
th regard to covert operaticms, trans
consigir staﬁeout operations effective, especially wh:n impl:m:z;ed
to target specific crimes such as pock:t;pickizge:ggulareTﬁz ;ew éork
i dited as being su .
Decoy operations also are cre thet its docoy sqund,
i ice Department reports a
City Transit Authority Pol e that 1ts decoy
' f 1975, "made more than ‘ s
implemented during the fall o ’ et
1ts and robberies, uring
mainly for felonles such as assau ring its flrst
the Department's >
months of operation. According to
SZZE;S have been a significant factor igstgz lg perz:zisi:c;§2icin
cr " ing 1975. ome
seriocus crime in the subways' dur o
his tactic may encounter the
fs are quick to point out that t
izzzlsissueqof entrapment possibly resulting in the dismissal of

charges against defendants by courts.

In addition to traditional patrol activities, transit police
often engage in other support activities. These activitiesiar g
directed primarily toward controlling crime through prevention

include:
e community relations;

e liaison with schools, courts, and local police/transit
authority; and,

e courses on Inter-personal relations for drivers.

In manykcases, several support activities are uieg ;oncur;;zt%zi fre-
iented activities. -
ently in conjunction with patrol or
ggwingyexamples illustrate the type and range of support activities
currently employed by transit police.

Community liaisons is one component of MARTA's (Atlanta) overall
approach to controlling transit crime. Liaison officers set up

ity
23 litan Atlanta Rapid Transit Author
Division, Metropo i
Eézggi?gproZeediqés of the MARTA Security ﬁeminar, OCtObercgtlg;ime
1975, p. 3. Also see: Porep, Ronald.E., "Chicago Police Cu
» . . 4 J .

52% on Public Train Service," Police Times, May 1975.

1
54Treaster Joseph B., "Police Decoy-Victim Strategy Takes To Subways,
H] -
New York Times, January 7, 1976, p. 48.
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community meetings in response to trouble in a specific section of

the city. At these meetings they emphasize the vital service provided
to members of the community by MARTA and the impracticability of
maintaining this service if trouble continues.

In the PATCO (Camden/Philadelphia) system, police conduct a two-
pProng community relations effort: KX-9 demonstrations and talks to
school children. During 1975 the department gave 11 K-9 demonstra-
tions and the Captain gave 37 talks in 32 schools.

Continuous liaisons with the schools is an essential part of the
MTA's (Baltimore) effort to counter crime, School security personnel
cooperate by identifying both the problems and the sources. Once
individual trouble-makers are ldentified, they are counseled by
security force personnel and school officials., Additionally, the MTA
security force, in conjunction with the schools, runs a bus safety
Project. Two police officers and a route supervisor give a one-half
hour presentation on bus operations to all sixth graders. The presen-
tation, rather than emphasizing a large number of "Don'ts," focuses on
the services provided by the system and how the system works,

iated primarily with teenagers using buses to travel to and from school,
SCRDT (Los Angeles) and the public schools have implemented two basic
anti-crime strategies, First, teachers ride school-~hour buses on an
intermittent basis. Their familarity with students, according to the
chief of the security department, has an inhibiting effect. Second,
SCRTD maintains a two-man school team. These men interface with

school officials, present lectures to students, and get to know the ,
"trouble-makers. " Operation Teamwork, inaugurated in April 1975, is |
an offshoot of the lecture series, Developed for fifth and sixth
grader . the program consists of a filp staring two members of the ;
Los Ang "es Rams. The film, about 15 minutes long, provides an over- .
view of SCRTD operations and compares various aspects with similar i
actions on a football team. When available the football players

attend the movie, follow with their own short presentation, and answer
questions,

RN e

The MBTA (Boston) police also offer an education program. Aimed
specifically at discouraging vandalism among grade school children,
the program utilizes coloring books coupled with classroom instruction

to teach students details of the MBTA and the problems involved in
dealing with crime.

M,
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In addition to its community relations effort, MARTA maintains
close liaison with the schools and courts. Thelr court program
focuses on aggressive prosecution. MARTA prosecutes every case hav=
ing a witness and ensures the court that bus operators will testify,
In the case of vandalism, parents are notified and presented with
the option of making restitution within a certain number of days.

If restitution 1s not made, MARTA proceeds to petition the court.
Moreover, MARTA offers 2 $500 reward for information leading to

the prdsecution and conviction of persons assaulting either passengers
or drivers.

Finally, both MARTA and SCRID require bus drivers to take courses
on inter-personal relations specially designed to reduce driver provoked
incidents. The courses utilize sensitivity training, stress the
importance of being courteous, and emphasize avoiding confrontations.

Transit police generally believe that support activities are
effective and help control transit-related crime. However, the
various activities have not been evaluated; hence, very little is
known about their actual impact on transit crime and security.

2. Are Proactive Strategies More or Less Effective Than
Reactive Strategies?

Transit police units usually take a proactive approach to con-
trolling crime. Practically all the manpower in a given unit are
assigned to patrol specific geographic areas via fixed, mobile, or
riding posts. At times, units employ covert proactive strategies
such as decoys and stakeouts. However, as the previous discussion
suggests, relatively little hard data have been generated and validated
under controlled conditions to demonstrate the effectiveness of
various policing activities, especially within the transit environ-
ment.

The Kansas City study of preventive patrols‘5 is perhaps the most
ambitious attempt to date to assess the effectiveness of proactive
and reactive police patrol. The study specifically examines the
deterrent effects of uniformed officers patrolling in marked cars.
The experimental design divided the study area into proactive,
reactive and control beats. After assessing the data, collected
from October 1, 1972 through September 30, 1973, the evaluators con-
cluded "that decreasing or increasing preventive patrol within the
range tested in this experiment had no effect on crime, citizen fear

55
Kelling, George, Tony Pate, Duane Dieckman, and Charles E. Brown,
The Kansas City Preventive Patrol Experiment A Summary Report,
Police Foundation, 1974. '
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of crime, community attitudes toward the police on the delivery of
police service, police response time, or traffic accidents."56 The
findings indicate that visible motorized patrol as a general crime
control strategy fares no better or worse than providing rapid response
capabillities to the occurrence of crime.

It is not clear whether the findings from the Kansas City experi-
ment are applicable to transit environments and especially subway/
elevated lines for several reasons, First, the primary mode of pre-
ventive patrol on transit systems is foot patrol. Second, crime seems
to be concentrated in well defined segments of the transit system.
Third, establishing patrol posts at high crime stations or on trains
might well serve the multiple purposes of providing police presence,
facilitating crime reporting and reducing response time. Authors of
the Chicago study state that traditional police patrol has limited
deterrent effect and argue that good response capability would be
less costly and perhaps more effective. For transit-related crimes,
quick response (five minutes or less) led to apprehensions in over
60 percent of the cases .2’ However, response time is a function of a
number of factors including headway, passenger density, communications,
location of offense relative to location of the responding officers,
size of the transit system, number of patrol officers and so on. Any
combination of these factors in a given transit system may limit the
effectiveness of reactive strategies based on a quick response cap-
ability. For example, it may not be feasible for transit units with
few officers toc employ a reactive strategy. If the officers were
located in some central point, they would be unable to respond quickly
to calls for service originating at distant points of the system.
However, it may be advantageous for larger transit units to experiment,
integrating proactive and reactive approaches.

3. Does a Combination of Strategies Produce An Optimal Mix For
Deterring and Preventing Transit Crime?

Knowledge concerning the effectiveness of individual policing
strategies in a transit environment is limited, at best. To date,
few evaluations have been performed and those that have, with several
exceptions, lack rigorous methodologlcal controls. Case studies
and longitudinal studies predominate, relying primarily on reported
crime and/or crime rates and secondarily on citizen perceptions to
assess effectiveness. The research designs do not control for many

56The Kansas City Preventive Patrol Experiment A Summary Report, p.l16.

57Imgxovement of Mass Transit Security in Chicago, pp.202-206.
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threats to validity and the data sources contain measurement errors.
Confidence in the conclusions, presented in the evaluations, is there-
fore often muted.

Additionally, measuring deterrent and/or preventive effects of
police activities is problematic. Simple before-after comparisons
are not designed to tap evemts that did not happen. Comparisons of
reported crime (or crime rates) with projections based on past trends
often do not account for exogenous factors or the interaction of
previous treatments with the current experimental intervention.

Typical problems associated with attribution of outcomes to
activities also are apparent. They are magnified when a number of
policing strategies are employed concurrently. This is because "most
research designs are incapable of separating the conceptually distin-
guisable crime control effects and attributing them to a particular
activity."?

Because of these problems, it is very difficult, with the
available information, to determine what mix of strategies would
have an optimal}l effect on deterring and preventing transit crime.
This is compounded by the very real possibility that combinations of
strategies may have differential effects on various crimes with one
mix of strategies having greatest impact on vandalism and another
mix on robbery.

4. Do the Strategies Actually Reduce Crime or Do They Reduce
The Rate of Increase?

Information culled from the literature and gathered during site
visits suggests tnat some policing activities may have deterrent
effects. What is unclear is the magnitude of the effect; i.e., to
what extent crime rates are affected by anti-crime measures. (It is
known that many socio-economic variables may also impact on crime,
but it often is difficult to take these factors into account during
the course of evaluation. Nonetheless, their potential influence
should be recognized when attempts are made to attribute changes in
crime to specific policing strategies.

Only one research effort has thus far addressed the specific
question of the impact of policing strategies on the magnitude of

T

58What's Known About Deterrent Effects of Police Actilvities,
p. &.
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crime., The particular study examines the impact of a large increase
of police officers, from 1219 to over 3100 men, on subway/elevated
crime in New York City. Using an interrupted time series design,
the authors observed that the substantial increase in manpower did
have an impact on crime.

The primary finding was that the number of reported
subway felonies and misdemeanors decreased numeri-
cally immediately after the manning change and
remained approximately constant for two years.
Thereafter, they increased at about the same
annual rate of increase as prior to the manning
change. Reported subway robberies, which accounted
for about 20 percent of the felonies, decreased
numerically at the time of the manning change,

but their annual rate of increase was unchecked,
remaining apgﬁoximately constant for a period of
seven years.,

Since publication of the original report,61 the accuracy of the

data has been questioned. Chaiken recently re-evaluated the data
and concluded "that there was a crime decrease, but its magnitude has
been disguised."62

Available data thus suggest that a specific strategy consisting
of a substantial increase of manpower can affect crime levels, at
least for a short period of time. However, the effect of other police
activities, including magnitude and duration of impact, remains the
subject of further research endeavors.

5. Do The Strategies Produce Displacement znd If So, How Much?

The focus of some police activities may inhibit potential offenders
from committing crimes at certain times or places., The displacement

.

59The Impact of Police Activity on Crime: Robberies cn the New York
City Subway System.

6OWhat's Known About Deterrent Erfects of Police Activities, p. 16.

61The Impact of Police Activity on Crime: Robberies on the New York

City Subway System.

62What's Known About Deterrent Effects of Police Activities, p. 17.
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of crime to other times or locations i
s often hard to detect, h
Zitggzz gispicific hypothesigj it may be difficult to discerﬁ wﬁZiZer. |
splacement occurs, Further, it ma y |
y be hard to determ |
the extent of displacement in jurisdictions where the number o?r?iZESit i

crimes is small in compag&son to the number of crimes committed against | ;
g ! : Frequently, these mechanical and electronic devices are used for

a suitable control area.
purposes unrelated to security. For example, BART uses CCTV primarily

to monitor elevators for the handicapped and only incidently for secu-

or facilitating crime reporting and police response. Electronic
gurveillance such as CCTV as well as alarms may also produce deter-
rence if potential offenders are aware of thelr presence.

An éssessment of two strate
gies employed by the Chicago Polic
e
:;%55;;2 t?at riding posts on subway/elevated lines and un?formed : rity. Similarly, PATCO employs CCIV, a public address system, and
ith d en 1n marked cars periodically stopping buses_gnd checking direct-line emergency telephone to lend assistance to patrons having
git szt;ers ;isulted in some apparent displacement.ﬁg The New York problems with the automatic fare collection system as well as moni~-
(frzm 1213, which examined the impact of a large increase in police tor, deter and apprehend fare evaders. Communication devices have
e Ta to over 3100 officers), alsc addressed the possibility been installed for a variety of reasons including gecurity against
Qf thepdazzmegz.ikln light of some questions concerning the accuracy . robberies and assaults. Other equally important reasons are to answer
He concludeé thzt ﬁgnrzgggizzzrgzigIESZmZ:igigalirﬁport'S findings. - e queStiozs anditotﬁrOVide afmeanidfoi Pasze§822§dt3n"oktain
! of nighttime to dayti emergency assistance in the case of accldents and br owns.

z:zﬁirigg was observed...as an effect of the added manpower aty ne Decisions concerning the purchase and implementation of equipment are

’ ‘ usually made by top management of the operational side of the transit

companies. Reasons unrelated to policing often are given as much

D. I : ,
mpact of Mechdnical and Electronic Security and Communication weight as potential security-related benefits.

Devices on the Effectiveness cf
F Transit Policing
1. ‘How BLf . Target hardening devices such as protective shields for drivers
. ow Effective Are the Various Mechanical and Electronic S and bullet-proof token booth enclosures have not been evaluated in
: terms of effectiveness. Research in this area has only addressed

Security and Communication Devices?
the relative acceptability of various equipment by transit manage-

ment and employees.

troniingzgzzizgly’ gii§Sit police have turned to mechanical and elec-
capa ties to counter crime and i ~
tive mprove the effec~ o
o tOkegeiiozi Zizigd patrol. Some devices; for example, bullet-proof Other research has focused on devices intended to increase sur-
fo prevent crime g;rﬁzrzndiprotﬁctive shields for bus drivers, seek veillance and/or response time capabilities.
ening the environment. Other d
f 2-way radios, silent alarms ; er devices such as
emergency telephon - ' Most major bus systems are e uipped with 2-way radios. As a
televisi > phones, closed-circuit o Jor y quipp y
sion (CCTV), and helicopters are used to aid detection and \ countermeasure, 2-way radios seem to impact on gemeral disturbances :
usually created by groups of teenagers, but have little effect on ‘

T apprehension by m ‘
| y means of gurveillance, recording evidence of a crime, bb 10" Bus dri e ib bb inst L
/ robbery or assault. us drivers often are warned by IO ers agains ;
i 63 using 2-way radios, thereby rcducing their effectiveness. ''As a crime ;
countermeasure, there is no available evidence to indicate that instal-

NI A

-4 What's Known ABout Deterren
, , ; t Effects of P -{v :

T - olice Activities, p. 7. , A lation of 2-way radios has resulted in major reductions of robbery
or has had significant effects on tracing or apprehension of the
offenders.'"68 Nevertheless, drivers support the use of the 2-way ]
65 : radio by citing its benefits in reducing feelings of "z1oneness' and E,

Reduction of Robberies and Assaul increasing feelings of securit
, : : ts of Bus Driv - 1 T : : g g v -
Summary and Conclusions, pp. 24-25, ere - Volume % s , ' , :

64 : '
- b Security of Patrons on Urban Public Transportation Systems, p. 11
- o - - . s 4 .

67Reduction of Robberies and Assaults of Bus Drivers, p. 33.

%0, ' : :
zgatlg igown About the Deterrent Effects on Police Activity . .
;fi . - o 2 ) . 7«‘: *v .
‘ | b 68 bid., p. 36.
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The use of silent alarms as a security device began to spread
among bus systems during the early 1970's. Evaluative findings
generally suggest that silent alarms do not, by themselves, have a
significant impact on transit crime. Most offenders escape before
police arrive in response to an alarm. '"Of 73 holdups in five cities
in which alarms were sounded, only three resulted in on-site captures.
Further, about 90 to 95 percent of the alarms are false. This high
rate of false alarms often discourages police cooperation. In Atlanta,
MARTA officials are attempting to counter the false alarm problem by
implementing a nomverbal call back verification between bus drivers
and the communication center. :

169

Transit police universally use personal portable 2-way radios
(walkie talkies) to maintain constant communication between officers
in the field and headquarters. With the transit police force dis-
tributed throughout the system, this communication link is essential
for coordination and control. It is also expected that better com-
munication will improve response time. An evaluation of a demonstra-
tion project conducted in New York during the mid-1960's concluded
that ""meggage delay...was reduced 99 percent to fractions7if a
second." However, impact on crime was much less clear:

Because of the large increase iIn police coverage

in April, 1965 on all lines from 8 P.M. to 4 AM.,
as part of the City's anti-crime program (...), the
ratio of arrests to crimes reported in these hours
rose 957. However, a percentage improvement of

8 percent in the remaining 16 hours of the day was
also noted, and this is more likely due to the
radio.

Later the report reverses its stance stating that ''the improvement
of 8 percent in the test area may be due how;xer to the relatively
greater coverage, rather than to the radio."

69Reduction of Robberies and Assaults of Bus Drivers, p. 23.

7ONew York City Transit Authority, Two-way Radio Communication Mass
Transportation Demonstration Project, p. 3.

7lTwo-Way Radio Communication Mass Transportation Demonstration

Project, pp. 2-3.

7ZIbid., p. 79.
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Rapid rail systems make extensive use of telephones. They
are placed on trains (in the operator's booth), in station attendants'

booths, in station lobbies and on station platforms. Intended to
facilitate communication in emergency situatiens, .telephones usually

are linked directly to transit police or transit communication centers.
While telephones have not been evaluated in terms of their effective-

ness in reducing crime, transit police cite two major problems with
telephones accessible to the public:

e vandals ripping the telephone out of the walls; and

® persons purposely taking the receivers off the hook or
forgetting to hangup after using the telephones.

Both of these problems impact on potential effectiveness. As a
consequence, telephone systems are now incorporating anti~vandalism
features and automatic locator and hangup capabilities.

CCTV is the most elaborate electronic security device used to
counter crime in transit systems. Operational in several rapid rail
systems, CCIV is currently being installed on an experimental basis
on two other subway/elevated lines. CCTV systems often are designed
to integrate with other security devices such as public address systems,
alarms, telephones and videotaping capabilities. (The latter may pro-
vide valuable evidence aiding investigation leading to apprehension).

To date CCIV has not been evaluated to determine its impact on
transit-related crime. Despite its advanced technological capabilities,

experience with CCIV in both transit _and non~-transit environments
suggest several potential problems:

Disadvantages to the CCIV system are that it requires
constant monitoring, which can be costly, depending
on the design and coverage of the system, it is
subject to vandalism, and it may be impractical to
install in locations which are not easily covered
visually from a few fixed locations, such as old
transit stations which have numerous hiding places
~not covered by cameras.

Additionally, constant surveillance, especially of a centrally located
bank of TV screens, can lead to monitor fatigue. While some of these

problems may be readily amenable to solution, others may be difficult
to solve.

73Security of Patrons on Urban Public Transportation Systems,

pp. 27-28.
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Other devices designed to augment manned patrol include:
e equipping buses with four-way flashers; and

¢ painting numbers on top of buses permitting surveillance
by helicopter patrols.

Some transit police believe the above two strategies may aid manned
patrol to counter transit-reldted crimej; however, evaluations have not

been conducted.

2. Do Security Devices Reduce Response Time Sufficiently to
Impact on Police Effectiveness?

Police use a variety of communication and surveillance equipment
intended to improve detection and response capabilities. Study findings
suggest a falrly strong association between response time and appre-
hension/conviction rates. Analysis of response time to transit-related
crime by the Chicago police indicates apprehensions in over 60 percent
of the cases where response time was five minutes or less.’% Other
studies reveal '"that police solve two-thirds of the crimes they respond
to in less than 2 minutes, but only one out of five when the response

time is 5 minutes or longer."/%

Response time is generally measured in terms of time elapsed
from receipt of call by police until an officer arrives at the scene
of the crime. In a transit environment, response time is a function
of a number of factors including headway, passenger density, communica-
tions, location of crime relative to location of responding officers,
size of transit system, number of patrol officers and so on. This
does not take into account call time, i.e., time elapsed from the
occurrence of the crime to receipt of the call. 1In this context, call
time is primarily a function of citizen delay in initiating calls
(especially in the case of alarms and telephones but less so for CCIV)
and the number of links between the caller and police. 1In some
systems the call may have to go through four or five intermediate
points; for example, from victim to station attendant to transit
authority communication center to police communication center to
transit police. Figure 3 shows the communication linkages between
the victim and police existing during the early 1970's in Chicago.

74Improvement of Mass Transit Security in Chicago, p. 202,

75National Advisory Commission on Criminal Justice Standards and
Goals, Police, 1973,p. 193.
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The relationship between call time and apprehension has not been
examined in a transit environment. Nevertheless, data concerning
response time suggest that a decrease in call time will lead to an
increase in apprehensions. This may be brought about by either short-
ening citizen mobilization (time elapsed between occurrence of crime
and initiation of citizen call to police) or improving linkages
between citizens and police. Decreasing citizen mobilization time
may be extremely difficult, especilally in cases like assault where
the victim may be dazed or injured and unable to immediately call for

police assistance.

It is intuitively evident that security and communication devices
generally improve police response, shortening the delay between the
occurrence of a crime and police arrival on the scene. However, it
is unclear as to the actual impact of the varlous devices on either
call or response time and whether the impact is siguificant in terms
of police effectiveness 1in controlling transit-related crime.

E. Effectiveness of Different Types of Policing Units

1. 1Is There a Need for a Dedicated Transit Police Unit?

Need may be defined in terms of the scope of the transit crime
problems and the special characteristics of tramsit systems that
differentiate them from other areas covered by police patrols.

In jurisdictions where transit crime problems are serious and
persistent, a dedicated unit can provide continuous patrol-type
coverage not often afforded by non-dedicated units faced with other
crime-related priorities.76 This is true whether the transit system
is comprised of buses, subway/elevated lines or both. To what extent
this continuilty of service and sole responsibility of patrolling the
system lead to more effective crime control on transit systems has

not been evaluated, however,

76Art:_hur Young and Co., A Report on thz Requirement for Establishing
a Metro Security Program, Washington, D. C., December 1972. Also
see: Comparative Evaluation of Public Safety Services in Selected
Metropolitan Areas with Rapid Transit Systems, Department of Fublic
Safety, Metropolitan Washington Council of Governments, February
1973. Also see: Proceediqggfof the MARTA Security Seminar,
Planning Division, Metropolitan Atlanta Rapid Transit Authority
(MARTA), October 9-10, 1975,
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. The advantages of a dedicated unit are further amplified in
conjunction with rapid rail lines. A number of system characteristics
such as the following complicate the performance of police functions.

e 1isolation of the system from the rest of the commnunity;
o rush-hour crowding;
e high personal mobility for both offenders and victims;

] hagafds associated with high-speed vehicles, tunnels-,
and third rails;

® possible calls to provide emergency assistance to large
numbers of victims; and

o difficulties involved with enforcing the law on systems
that cross political boundaries.

These complications appear to call for specialization via training
angtcontinuous on-the-job experience normally associated with dedicated
units,

Within this context and in light of the decisions by half-a-dozen

or so cities in the United States to commence building rapid rail
system during the next several years, future research concerning

dedicated transit police units should focus on questions dealing with!

o the number of officers needed to safeguard systems of
various dimensions;

@ the most approprdiate organizational structure, especially
in light of other duties, such as revenue protection,
often assigned to transit police units;

e the type and length of training needed both to police
the system and provide emergency services associated
with possible fires, train wrecks and other disasters;

e the scope of authority necessary for the dedicated units
to properly and effectively perform their job; and

e the coordination between dedicated ﬁransit police,

especially those under management of a transit authovrity,
and local city police.
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A number of factors including politics, economics, historical
. city police con
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police to provide certain services. seems ; { Francisco rance/exit fare pa ce
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when a transit system serves multiple jurisdictions. An inter- | O control crime problenms, and SCRTD depend
jurigdictional mandate provides continuity between political boundaries. g If the city poli
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neighboring city- or county-level police departments.,
of paramount importance, especially where transit systems cross major

political boundaries; for example, the Washington Metropolitan Area

Transit Authority (WMATA) is equivalent to a trirstate system, the

i Port Authority Trans~Hudson (PATH) and the Port Authority Transit

i Corporation of Pennsylvania and New Jersey (PATCO) are bi-state sys-
tems, the Massachusetts Bay Transportation Authority (MBTA) provides

service to Boston and 78 surrounding communities and the San Francisco

Bay Area Rapid Transit District (BART) traverses four counties including

Alameda (Oakland) and San Francisco.

Personnel. Recent
public press
over transit- ure, resulti
departmen:sf reiated crime, has leé to a refgrgziﬁninc§eased et
‘ Priorities and an upgrading of the traﬁs;t Poiice
units,
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;; 77Thrasher, Edward J. and John B. Schnell, "Summary Report on Vandalism
Conl , and Passenger Security in the Transit Industry," Crime and Vandalism
.%é : in Public Transportation, Transportation Research Board, No. 487, and media,
i 1974, pp. 52-53, '
|
i
74 75

ST e mﬂ#‘?‘:’”‘““"’eﬁxr«%

c RN sy

g

i
Ser T

Aol e T
8 N R e T

,‘
,.I‘

PSR SN



g

J

e,

| 0F 2

ST Y

Fy i .
s 4
X : v
L2
. . . N
. A - . v
L ! [
¥ T
Ve
Y .
. f .
. + . .
- i
# N g
.
“
“ s
*
i .
: s
. ., k 2
* . A
N { ;
. .
-~ N : i
L v
: . ) .
-
* .
h ¢ ~ ; P
N 0 :
¥ ' -
w ¥
N . .
“
- 3
Ty
Y
.
» E
®
W * ¥ S
.9 &
+ *
. Vs
E
PN
av ' »
[
N
v 2
{ S
v
P
A Nk
- D ;
<
. id
\ o
. i
* i
«
-
i *
.
*
. , ) H L
¥




F. TImpact of Various Policing Strategies on Passenger Perceptions
of Security

1. Which Police Strategies/Security Measures Increase
Passenger Perceptions of Security?

There is a general belief that selected police strategies and/or
security measures can influence positively the public's perception of
security in mass transit systems. Perhaps the best method for deter-
mining which strategies are most likely to bolster passenger confidence
in mass transit systems is the public attitude survey. The results
of surveys treating this subject suggest that more police patrol of
stations and on trains would achieve the greatest positive impact
on passenger perceptions of security in urban mass transit systems.,

One fairly recent survey concluded that the presence of additional
police on trainsg and at stations gave ?assengers at least '"a sense of
feeling safer."’8  1In another survey,’/9 looking at personal security
on the mass transit system in Chicago, more definitive conelusions
appear to have been reached. The survey instrument, containing a list
of eight items, focused on improvements that could bolster public con-
fidence in the szcurity of the system. The list of eight items and
their mean ranks are presented in Table IV. Here, too, the most
impotrtant factors for achieving the desired improvements in security
levels had to do with increases in the number of police at stations
and on transit vehicles. The next most desired improvements (Ttems 3
and 4) were related to the initiation of a communications network
and an alarm system on vehicles and at stations. Items 5-8 are all
related to characteristics of the station and of the riding stock,
with increased passenger density per car being the lowest ranking
item. A caution, noted by the research team as well, is in order
when making use of these results. Comments made by passengers
returning the survey instrument reflected a strong recognition on the
respondents' part that security was the focus of the questionnaire
and this may very well have biased the results and altered the degree
to which people perceived security.

8Transportation Research Board, National Research Council, Newsline,
Current Research in Public Transportation Development, Vol. 2,
No. 7, August 1976.

79Ferrari, Neal D. and Michael F. Trentacoste, "Personal Security

on Public Transit," Transportation Research Forum, 15th Annual
Meeting, 1974, pp. 214-223.
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TABLE IV

RANKING OF IMPROVEMENT ITEMS

RANK IMPROVEMENT ITEM MEAN RANK
1 INCREASE THE NUMBER OF POLICE AT STATIONS 3.15
2 INCREASE THE NUMBER OF POLICE ON THE VEHICLES 3.24
3 INITIATE A COMMUNICATION NETWORK 3.29
4 INITIATE AN ALARM SYSTEM 3.62
5 IMPROVE THE STATION AND SYSTEM LIGHTING 4.31
6 INCREASE THE FREQUENCY OF CARS 4.52
7 IMPROVE THE NEIGHBORHOOD SURROUNDING THE 4.72
STATIONS

8 INCREASE THE PASSENGERS PER CAR BY REDUCING 5.91
THE NUMBER OF CARS PER TRAIN

SOURCE: "PERSONAL SECURITY ON PUBLIC TRANSIT," p. 221.
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Yet a third study80 of public attitudes found that survey resﬁ?n—
dents equated a heightened sense of security with sizable increases
in police patrols at stations and on trains.  The study also concluded
that the central theme underlying passenger perceptions of security is
the assurance that police assistance can be obtained rapidly. Most
survey respondents believed that the best hope for increasing passenger
confidence in the level of security lay in "the deployment of more
police (including K-9 patrols) to the station platforms and en trains
or in the kgiwledge that quick assistance could be obtained in any
emergency." Thus, any public transit system which could convince
its ridership that its pelice force responds rapidly is likely to
increase the level of confidence in its system.

Table V is extracted from a fairly extensive survey82 of passenger
choices for improvements in mass transit. These are expressed in
terms of ranking proposed security features in terms of perceived
security. A full-time security guard received the highest mean rating,
followed by a platform~level alarm system, with the third highest
rating being accorded closed-circuilt television monitorirg of the
platform area. As in the case of the survey items listed in Table IV
above, passenger density per area was the variable viewed as adding
the least to overall passenger perception of safety.

In sum, those strategies which appear to most bolster passenger
confidence in mass transit systems are sizable increases in police
patrol of stations and on vehicles and tfie implementation of communi-
cation capabilities to ensure rapid response by cecurity or police
personnel when assistance is needed.

2. Do Passenger Perceptions Influence Ridership Behavior?

A

Research exploring the relationship between passenger perceptions -

and ridership behavior present conflicting conclusions. Studies in

80Shellow, Robert, James P. Romualdi and Eugene W. Bartel, "Crime in

Rapid Transit Systems: An Analysis and a Recommended Security and
Surveillance System," Crime and Vandalism in Public Transportation,
Transportation Research Board, No. 487, 1974.

81"Crime in Rapid Transit Systems: An Analysis and a Recommended
Security and Surveillance System," p. 5.

82Broad and Columbia Subway Development Study: Final Report, Broad

and Colubmia Subway Study Group, Temple University, prepared for
U.S. Department of Transportation, Assistant Secretary for
Environmental and Urban Systems, August 1971.
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TABLE V

MEAN RATINGS OF PERCEIVED PERSONAL SAFETY
FOR PROPOSED SAFETY FEATURES

ITEM MEAN
1. FULL-TIME SAFETY GUARD 4.06
2. PLATFORM-LEVEL ALARM SYSTEM 3.74
3. CLOSED-CIRCUIT TV MONITORING OF PLATFORM AREA 3.48
4. ELIMINATION OF HIDDEN CORNERS 3.27
5. IMPROVED LIGHTING OF STATION AREA 3.15
6. OPEN AIR DESIGN 3.06
7. SHORTENING PLATFORM LENGTH 2,91
8. ATTRACTING GREATER NUMBER OF PEOPLE TO THE
STATION AREA 2.85
- SCALE OF 1 TO 5
1 = NO SAFER
2 = SLIGHTLY SAFER
3 = MUCH SAFER
4 = VERY MUCH SAFER
5 = EXTREMELY SAFE
SOURCE: Broad and Columbia Subway Development Study: Final

Report,
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Chicago, Philadelphia, Washington, D. C., and Cleveland indicate that
passengers' ridership patterns are influenced by perceptions of per-
sonal security. By contrast, studies in Milwaukee, Baltimore, and
Chicago suggest that passenger perceptions of security have minimal,
if any, impact on ridership behavior. The reader should be cautioned
that these studies contain methodological problems. Competing factors
besides crime levels that might explain riders' behavior often were
not addressed in the survey. In some cases the sample of respondents
was not representative of the population of users or potential users
and, in other cases, the questions posed were of dubious validity.
The reader also should be cautioned that the various studies utilize
different parameters in defining objectives, intervening and outcome
variables. Both the methodological problems and research differences
vitiate the meaningfulness of the aggregation or comparison of these
studies.

The Carnegie-Mellon attitude survey of the Chicago system found
"a pervasive lack of public confidence in transit security. Further-—
more, this perception of insecurity has significantly affected-rider-
ship."83 The study reported that a large portion of the riding public
cited the apparent lack of gsecurity as a rationale for not using some
or all of the mass transit system. "About one-fifth of those who do
not use transit and 16 percent of rapid-transit-only riders cited the
lack of security from harassment and crime while rzding or waiting for
the bus as reasons for not using the bus system."8 Additionally,
25 percent of non—-transit riders and 30 percent of bus-only riders
alsc cited lack of security as their reasons for not riding the El-
subway system.

Other effects noted include behavioral changes where individuals
tended to avoid the transit system altogether during time periods
when crime was perceived as being high. Over 80 percent of all
respondents i{ndicated a reluctance to ride the system between 6 p.m.
and 6 a.m. and cited personal security as the predominant reason.

All but four respondents out of a total sample of 713 stated they
would not ride the system after midnight.

In another study of passenger perceptions completed for the
Philadelphia system, it was foupd that 48 percent (2876 out of a

83"Crime in Rapid Transit Systems: An Analysis and A Recommended

Security and Surveillance System,” p. 3.

841p14.
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sample of 5904) of the respondents perceived themselves as unsafe

when riding the transit system. Significantly, the unsafe responses

were appreciably higher for non-users than for users of the system 8
3

thus suggesting that passenger perceptio
e e e o P p ns of security influence

Similarly, findings from a questionnailre survey of riders of
one bus route in Washington, D. C. lend further support to the
hypothesis that perception of crime and security affects ridershi
Approximately "30 percent of the respondents said there are timesp.
when they prefer not to ride the bus for reasons of pe;sonal
security." Many "reported personal experience with rowdyism, rob-
bery, or assault." Further, '"more than 40 percent of the pa;sen er
who preferred not to take the bus and 13 percent who had no objegtiin

to taking the bus thought personal security "on the route was poor n86

An internal study conducted b

v the Cleveland Transit Syste
attempted to determine the effect of a homicide at one of tie rzpid
transit stations on ridership levels. The study concluded that the

murder had a negative, short-term impact, b
t
to normal within seve;al weeks.gy v o but that ridership retumed

On the other hand, studies focusin
‘ g on transit systems in
?ilwiuiee, Baltimore and Chlcago (one of several conducted in Chicago)
2un ittle or no support for the hypothesis that passenger percep-
tions of crime adversely influence ridership behavior.

In the case of the Milwaukee study, whic
one specific bus route, conflicts wereygound Eiiﬁgﬁsiﬁeogazider; o
example, some findings indicated that considerations of perst')nalor
security did not affect passenger patronage. However, the data also
revealed that riders were more intensely concerned "wﬁen they er—>
sonally witnessed serious rowdyism." Still other data suggestid that
passenger ridership decisions were strongly influenced-by considerail
tions of personal security. The authors of the Milwaukee study
rejected this last finding, arguing that it was contradicted by cross-
checks, and concluding that '"the data developed by the survey. did

85
Final Report, Public Transit Crime Red 1
Pollice Department. uction Program Philadelphia

86, .
;itugéeglof Public Attitudes Toward Transit Crime and Vandalism"

8/Ibid.
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not confirm the hypothesis that incidents of trang%t crime and
vandalism have a major influence on ridership..."

Essentially, the same conclusion was reached in a case study
undertaken in Baltimore8? to examine if a well publicized criminal
incident, an armed robbery of driver and passengers on a city bus,
affected ridership levels on that route in the short run. However,
methodological problems concerning the accuracy of the data and
possible competing hypotheses tend to seriously undermind confidence
that may be placed in the study's conclusion.

The third study in this category, a six question survey of
passenger attitudes carried out for the Chicago Transit Authority,
concluded that personal security 1s not a major influence on passen-
ger decisions to ride the mass transit system.ge Once again, meth~
odological shortcomings 1imit confidence. Only one of the six
questions directly dealt with personal security: '"There is no rea-
son to be concerned about riding the CTA during the day." Further,
the time restriction denoted by "during the day" may have biased
responses; many passengers who feel relatively safe using the system
during the day may be afraid of riding the system during the night-
time hours solely because of concern for personal security.

In sum, when greater weights are given to those studies employing
more methodologically sound data gathering and analyses techniques, .
it seems reasonable to draw at least the following tentative conclusions
regarding passenger perception of security and ridership behavior:

e Transit crime appears to influence passenger percep-
tions and decisions concerning use of mass transit
systems,

® Perceptions seem to vary with volume of crime in the
area served by the route, availability of alternative
modes of transportation and time of day.

® Perceptions of transit crime are more likely to
influence rapid raill than bus riders.

88"Studies of Public Attitudés Toward Transit Crime and Vandalism,"

pp. 27-28.

891pid., p. 30.

901p1d., p, 3L.
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® Negative perceptions of security are sometimes greater
for individuals who do not or infrequently use the
system; however, all riders' concern for security
intensify when they personally are victimized or are
witnesses to the victimization of others.

3. Are Passenger Perceptions Accurate in Terms of the
Magnitude of Transit Crime?

The general public's perception of the magnitude of transit
crime appears to be relatively accurate. Transit users not only
make distinctions between the transit environment and streets in
terms of crime levels, but also perceilve differences within various
segments of the systems.

The Carnegie—Melion/Chicago study found that the public views
the transit environment as more hazardous than walking via city
streets to and from the transit system.gl This finding corresponds

with research on risk conducted by the American Public Transit
Association. Based on a survey of 37 transit properties in the United

States, the American Public Transit Association estimated that the
relative risk of victimization on transit systems, where average expo-

sure time was assumed togae 15 minutes, was approximately twice as !
great as on the streets. Chaiken also addresses the question of

risk and arrives at a similar conclusion. Using an index based on
"crimes per passenger year,'" he suggests that subways, at least, are

more dangerous than the streets,93

The Carnegie-Mellon94 and the Ferrari/Trentacostegs studies of
the impact of crime on passenger perceptions found that substantial
variations in perceptions.exist among the sub-groups of transit users.
Both surveys indicate that "the highest levels of perceived crime come

Ye o

91
Improvement of Mass Transit Security in Chicago, p. 189.

92 ,
Vandalism on Urban Mass Transit Systems in the United States and
Canada, pp. III-i to III-36.

93
Security of Patrons on Urban Public Transportation Systems, pp. 51-53.

e et e et i o e |

94Improvement of Mass Transit Security in Chicago, pp. 185-194.

95
"Personal Security on Public Transit," PP. 214-223,
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from lower income, black and the older aged segments of our soclety,"
However, the "higher income, white segment cite security more often

as the reason they do not ride public transit."9® One explanation for
this situation has to do with degree of choice. The former group is
comprised largely of persons who tend to be either more likely users
or captives of the system. Since they ride more frequently, they are
more often exposed to crime, thereby heightening their levels of con-
cern about the magnitude of crime within the system.

Another area where perceptions of crime appear to be reasonably
accurate relates to crime differences between modes of tramsportation
(i.e., bus vs. rapid rail). The Chicago surveys found that an over-
whelming majority of respondents sampled percelved the rapid rail
gystem as less safe than the bus system. The surveys asked respon-
dents directly which mode of tramsportation they considered most
safe and 70 percent chose buses while only 16 percent chose trains.
Moreover, in the same study bus-only riders cited security as the
second most predominant reason for riding the system whereas concern
for security on buses by rapid transit-only riders rated no better
than sixth in the total of responses. "Riders using both buses and
traing felt that trains were most dangerous" and all respondents
"perceived station areas as more dangerous than riding on the trains."
These observations/perceptions were confirmed by reported crime data
which showed that most transit crime occurs on the rapid rail rather
than the bus system, and within the rapid raill system itself, more
crime occurs at the stations than on trains. Thus, it can be stated
that perceptions of insecurity on the part of some urban mass transit
passengers accurately reflect the location of crime occurrence on the
system. Of course, these results are based on data collected and
analyzed for a single city and are therefore not generalizable.. They,
nevertheless, provide evidence that crime magnitude is at least
accurately perceived by some of the riding public and that the more
frequently one uses a system the more accurately perceptions of crime
parallel actual crime occurrence.

Finally, any discussion of transit crime magnitude as it relates
to passenger perceptions must include some mention of the influence
of the news media. Although the media tend to cover most opera-
tional aspects of urban transit systems, its coverage and presentation

965ecurity of Patrons on Urban Public Transportation Systems,
pp. 18-19.

97Ibid., p. 18.
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of crime problems within the system may often lead to distortions in
passenger perceptions of crime magnitude. The impact of the media
on passenger perceptions, however, has not been addressed by current
research efforts.

4. Which Policing Strategies Increase Ridership?

The assumption (stated in question form above) that selected
security measures increase urban mass transit ridership involves a
chain of two assumptions basic to transit policing operations (see
Figure 2 above, Section V-B-2.). First, some police activities
influence public perceptions of transit security in a favorable man-

ner. Second, positive changes in public perceptions lead to increased
ridership.

The relationship between policing activities and ridership levels
has not been formally addressed by current research efforts. However,
a member of studies have examined the two assumptions linking police
activities to ridership levels. .

In the case of the first assumption (see Section VI-F-1.), the
data suggest two strategies key to bolstering public perception con-
cerning urban mass transit security:

® increased police patrol of stations and on trains; and

e implementation of communication capabilities to ensure
rapid response by security or police personnel when
assistance is needed.

Findings pertaining to the second assumption (see Section VI-F-2.),
while sometimes conflicting, generally indicate that passenger percep-
tions influence ridership behavior. Crime and lack of security often

are cited as reasons for using public transportation either on a 1imited
basis or not at all.

The data and underlying chain of assumptions imply. that more
police presence and improved communication capabilities are the two
policing strategies holding greatest potential for increasing rider-
ship levels. However, implementation of either strategy does not,
in and of itself, ensure increased ridership. For example, if percep~
tions are based on minor offenses, these strategies may very well be
effective in reducing public fear and increasing passenger load. By
contrast, if perceptions stem basically from serious crimes, others
policing actions emphasizing apprehensions such as stakeouts and decoys
may be needed. In any case, transit environments are continually
evolving. Vandalism may be the primary crime problem one year and
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robbery the next. These differences may lead to changes in public
perceptions. This suggest a need for multiple policing strategies
and modification of activities to meet changing crime situations.

G. Appropriate Measures of "Success" for the Various Policing

Strategies?

Measurement of success of policing and other security activities
in the mass transit system is a crucial issue for evaluation and for
utilizing evaluation in management decisions. There are three ques-
tions that may be asked concerning measurement: .

o What measures are used to determine transit crime trends
and levels, and passenger risk?

® VWhat are the appropriate measures of achievement of
policing and other security sgtrategies?

e What are the relative levels of cost-effectiveness of
the various strategies?

1. What Measures Are Used to Determine Transit Crime Trends
and Levels, and Passenger Risk?

_ In transit systems, crime levels are usually expressed as number
of crimes reported per unit time (by the month or year). Crimes are
most often broken out by type; the categories employed differ from
one system to another. Some systems include categories of crime not
usually used outside of iransit systems such as vandalism and fare
evasion. Crime trends are most frequently expressed as time series,
usually over a 12-month period, as percent changes from year-to-year,
between comparable periods in different years, or over a time span of
several years. Some transit police officials have stated that the
total count of criminal offenses on a transit system is not a meaning-

ful indicator of the seriousness of the crime problem. To measure

crime trends and help shape policing responses, some transit police
compile criminal offense statistics to show when and where the offenses

occur and who are the victims., The following victims categories have
been suggested:

o Crimes directed against transit personnel - this includes
booth robberies, robberies of concessionaires and attacks
against operating personnel.

e Crimes related to school population - in this category
the victims are generally youthful and the crime problem
is concentrated in relatively short periods of time
during school days.
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e Crimes directed against specific groups of adult
passengers ~ the aged, the infirm and the female
passenger tend to be more likely victimized in propor-
tion to thelr numbers in the transit system than
others.

The categories currently being used in a particular transit
system are based on historical precedents, the preference of the top
transit police official or the crime situation unique to that system.
There is a lack of uniformity in the classification and reporting of
transit crimes among jurisdictions. If the levels and trends of
transit crime are to be assessed nationally, more careful measure-
ment of ¢rime and development of standardized reporting are needed
across systems,

Passenger risk (or victimization rate) is an important measure

for both the assessment of crime in a transit system and for the
evaluation of anti-crime activities. There are conflicting opinions

over the proper denominator to use in expressing transit victimiza-
tion rates on systems., Rates have been calculated on the basis of
estimated number of riders per year, revenue passenger miles per year,
vehicle miles per year, number of vehicles and the average number of
people in a station (or on a bus) per hour, :

Depending on the choice of the denominator, the victimization
rate on a transit system can be shown to be higher or lower than
crimes per 100,000 population outside the transit system. Researchers
generally agree that victimization rate is partly dependent on a
passenger's exposure time in the system (as measured by the average
length of a trip in hours), but it is typically difficult to estimate
a representative value for this factor. This "exposure time'" factor
also raises the question whether it is meaningful to compare transit
crime rates against street crime rates that take into account only the
size of the population at risk but not the amount of time spent on the
streets or at home. Yet, there are clearly advantages to be gained
in developing a commonly acceptable method for calculating crime
rates on transit systems. Crime rates for transit systems should
take into account changes in number of passengers using the system
as well as their length of time at risk., Comparisons should be made
across systems (assuming other aspects of crime measurement are
equal), across time periods and at different parts or at different
times within the same system.

Several rapid raill systems are collecting detailed data on crime

levels by time of day, day of week, month and by location (statioms,
line or route, and trains vs. stations). No system has merged pas-

senger traffic data with crime level data to calculate crime rate.
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The comparison of risks of victimization inside and outside the
transit system is on shakey grounds, considering the difficulty of
accurately estimating time at risk for various possible crimes outside
the system. Tlie most important application of victimization risk
measurement is to identify within a given system where and when to
concentrate transit police resources and what types of crime targets
be given priority attention. Comparison of victimization rates
across similar systems (rapid rail or bus) may be of some use also.
In sum, passenger risk data have multiple uses: as an outcome mea-
sure of anti-crime activities, a tool for planning anti-crime activi-
ties and for passenger education.

One serious problem in crime measurement is the ability of police
to increase or decrease reported crime through their activities with-
out any necessary change in the "actual" amount of crime. Thus,
increased surveillance (such as in fare evasion programs or decoys)
may increase the number of reported crimes, while de-emphasizing
enforcement of certain common illegal behaviors may decrease reported
crime. This problem is especially relevant for those criminal activ-
ities .that are not reported to a high degree by victims or where there
is no personal victim. Decoy units present a special situation. On
one hand, they may be considered to 'create'" crime. On the other hand,
it may be argued that decoys merely divert the same criminal behavior
from a "real" victim, thus not changing the amount of the crime.

There 1s also the question of ¢rime displacement, i.e., the
"movement" of crime from one area to another or from one time to
another due to the effects of police activity. Displacement is
predicated on the assumption that the number of people who commit
crimes remains stable and that police actions may cause shifts in
where and/or when crime is committed, rather than a net reduction in
total crimes., Displacement of crimes outside the transit system may
be difficult to measure. As the number of most types of crimes com~
mitted iIn the transit system is small compared to that outside the
system, displacement often is hard to detect given the "natural
variation in street crime. For this reason, displacement effects are
rarely addressed in past evaluationms,

Most crime measurements are subject to well-known limitations.

This is true of transit crime which may be subject to additionzl
problems: the reporting of crime to non-transit police who do not
record the incidents as transit-related; crimes occurring on the
boundaries of the system (crimes leaving rapid rail stations and at
bus stops) and thus related to transit use but recorded as street
crimes; and unreported anti-social behavior including harassment,

rowdyism, and public intoxication, etc. which may affect passenger
feelings of security even more than .the usual reported crimes.
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What Are the Appropriate Measures of Achievement of
Policing and Other Security Strategies?

Appropriate measures are dependent on the goals and objectives
of the policing and other security activities under consideration.
Four categories of measures of crime control may be delineated.
are: measures of crime; measures of perceived passenger security;
measures of ridership volume; measures of revenue.

They

Measures concerned with the reduction or control of crime in
general, or for specific crimes within the confines of the transit

system, are relevant to most strategies.

Problems involved in making

accurate, complete and consistent measurement of criminal activity

have been discussed previously.

Before measurement of crime is under-

taken, the linkages between the activity (or activities) under study

and its effects on crime should be clearly stated.
a basis for delineating appropriate measuras.

This will provide
Among the important

crime measures which have and may be used to assess effectiveness of
policing and other security strategies are:

crime incidents

-~ number of crimes reported,

-~ changes in the number/percent/rate of different
types of crimes for some previous time frame or

against some comparison, and

- displacement measures of general and specific
crimes (numbers and rates),

victimization
- ‘number of victims,

~ changes in the number of victims for some previous
time frame or against some comparison, and

- passenger victimization risk and changes in that risk,
apprehension
- number of apprehensions, and

~ apprehension rates,
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e prosecution/adjudication

-  number/percent of cases accepted by distr?ct
attorney for prosecution (where the district

attorney screens cases) or number/percent of
indictments by grand jury,

- number/percent of convictions, and

- conviction rates.

Many of these suggested measures should be specific ti ;ype oﬁer
crime, location and time when relevant to the security ict vsﬁzrﬁg
investigation. Some of the measures listed are releva? o o
term achievement while others may be more relevant to intermedia

and long-term periods.

t of measures for evaluating the effects of polic1ng.

e passenger perceptions and feel}ngs
f passenger perceptions of security
and security activities or

Among measures of passenger

A second se
and other security strategies involv
of security. Goals and objectives o
may be directly tied to certain police
jndirectly through reduction of crime.

feelings of security are:

e overall feelings of security from criminal attack and
harassment while in the transit system;

e perceptions of the amount and type of crime in the

system;

¢ willingness to ride the system alone and/or at off-peak
hours;

e feelings of being able to summon help in an emergency
and knowing there will be a quick response;

e willingness to use public transportation vs. other
~alternatives;

e knowledge and experience with police and other sources
of aid on the system;

e victimization experience: direct, observed, from
others; through media; and

e considerations of personal security when making
diucisions to use the transit system.
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Information may be obtained through on-the-spot surveys, telephone
surveys or larger household surveys. Passenger perceptions may be a
short-term measure in those investigations concerned with public
awareness of changes in security operations such as increased visible
patrol or installation of surveillance equipment, alarms or communica-
tions devices for the public. On the other hand, crime reduction pro-
grams would most likely use passenger perceptions as intermediate- or
long-term measures of achievement, after the crime reduction effects
presumably have taken place and the results communicated to or
experienced by the public.

A third group of achievement measures are those dealing with
adding new riders and greater system usage by present riders. These
are usually longer term measures of effectiveness of policing and other
security activities as they are expected to change after the effects
of crime reduction and improved perceptions of security have taken
place. Increases in .number of new passengers and greater system usage
by those presently using the system are probably the most difficult
outcomes to attribute to the effects of policing activities as so
many other factors may have contributed to the changes or interacted
with the security activity to influence the results.

A fourth set of measures concern changes in transit revenues.
Changes in security activities may reduce crime, improve pas-
senger perceptions of security, increase the number of passengers
and eventuate in a growth in revenues. However, increased transit
revenues may be the direct comsequence of specific security activities
aimed at reducing crimes against the system such as fare evasion. 1In
the latter case, passenger levels may remain constant while revenues
rise.

In order to attribute outcomes to activities, it 1s necessary
to carefully monitor and document project implementation using a
set of short-term measures. The Iimplementation measures may range
from the location and number of crimes detected by CCIV to the actual
movement of patrol on an hour-to-hour basis. It is necessary to
continuously monitor the operations of the activity under study over
time, to ensure that the activity is being carried out as planned or
at least to identify those quantitative and/or qualitative changes
that may 'affect outcomes.

In order to properly assess the achievements of policing and
other security activities, baseline or comparative data for all of
the five categories of measures are needed. Although rigid experi-
mental designs which eliminate most sources of validity threats will
seldom be possible, measurement should be done as carefully as possible
in terms of accuracy and reliability. Potential sources of influence
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on results, other than the direct, indirect and irteractive aspects
of policing activities, should be considered and measured, if not
controlled.

3. What are the Relative Levels of Cost-Effectiveness of
the Various Strategies?

Cost~effectiveness analysis as a tool for decision-making may
be used in several ways:

e To compare two or more activities when both costs and
effectiveness may vary.

¢ To compare two or more activities when either, but not
both, costs and effectiveness may vary.

® To evaluate a program or policy (no external comparisons).
e To optimize the utilization of fixed resources.

A cost-effectiveness analysis of security activities in mass transit
systems is constrained by the limitations on valid measurement of

both costs and effectiveness. The most difficult problems involved

in this type of analysis probably concern meaningful and quantitative
measures of effectiveness. The major measurement problems are the
quantification, in dollar terms, of outcomes of particular security
activities so as to relate them to cost figures. Reduction of certain
criminal activities such as vandalism, theft of revenues, fare evasion,
purse snatching and robbery mav be caonceptually ezgy to translate into
dollar terms. In the case of personal iInjury caused by crimes, medical
costs, loss of income, costs to the transit system {damage suits,
incredase in insurance premiums, injury or other loss of transit
employee services) may also be translated into dollar figures. How-
ever, indirect costs of crimes such as decrease in trawusit usage
attributable to fear of crime and the side effects of crime on
individuals are far more difficult to quantify and measure.

Another approach to measuring the effects of crime reduction is
to give categories of crime scale values reflecting such dimensions
as seriousness to the victim (injury,; fear), monetary loss, disrup-
tion, etc. The type of scale (ordinal, interval or ratio) will depend
on how it is constructed. Effectiveness is then expressed as changes
in the total scale values of crimes reported in a transit system.
Thus, costs can be compared to incremental changes in total scale
values. The PATH system categorizZes crimes: in terms of seriousness
using injury and monetary loss to individuals as well as to the
system as the basis for scaling.
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Other effectiveness measures may include increase in riders and
resulting increase in passenger revenues or increase in other revenues

assumed due to crime reduction, police presence or other methods of
increasing passenger perceptions of security.

Process-oriented measures such as provision of certain amounts

of police coverage or response time may also be employed as effec-
tiveness measures and related to costs needed to produce them. The

New York City Transit Police have developed a number of "produc- T

tivity" measures. 1In that system, the number of open felony com-

plaints (those citizen initiated complaints not cleared within a day
or two) has been used to measure police effectiveness on a month-to-~

month and year-to-year basis. Number of felony arrests or number of
felony arrests leading to convictions per patrolman or decoy or
stakeout is another possible form of effectiveness measure that can
be related to the cost of alternative anti-crime strategies.

Three other problems in cost-effectiveness analysis, also
evident in other types of analysis, are:

e the attribution of effectiveness to the activities
under consideration;

e the relationship between cost and effectiveness;
and

e determination of hidden or unmeasured costs and
their potential impact.

In general, costs are usually less of a measurement problem. With
regard to specific police and other security activitiles, costs can

be identified and calculated in terms of personnel (including benefits
and support), equipment purchase and/or maintenance, operational

costs to the transit system, and costs to others who may be involved
(outside police forces, federal funds). When existing resources are
used to provide some new activity with no increase in personnel, equip-
ment, or other additional costs, one needs to measure the loss (if
any) in effectiveness resulting from shifting the allocation of
resources. For example, re-deployment of security forces from omne
area to another may lead to an increase in crime in the area left,
decrease in passenger perception of safety, morale problems, etc.
Additionally, any crime reduction program may lead to displacement
within or without the system. If this can be measured and some
agreed upon cost figures used it should go into the cost calculations.
Transit officials may not consider displacement of crime outside the
transit system a leglitimate cost, however.
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Review of the literature on transit security did not produce any
formal studies of the cost effectiveness of police or other security
activities on mass transit systems. However, there has been much
informal use of cost-effectiveness analysis in justifying transit
police budgets and applying for grants.

A model for calculating costs and benef%ts was published by
Robert Greene in the Carnegie-Mellon Report.’8 In this model,
Greene, using several simplifying assumptions and cost estimates
(based on the Chicago Transit and other data), developed an equation
in which annual gain in dollars is computed from increased ridership,
plus reduction of the cost of crimes, minus the annual cost of closed-
circuit television and other related station costs. In his example,
he made assumptions about:

® the percent reduction in vandalism, robbery, and
assault;

e dollar figures for hospitalization due to assault;

e  the percent of assault victims needing emergency care
or hospitalization;

e the annualized cost of CCIV per station;
e the number of stations with CCTV; and
e extra station operation costs due to the CCTV.

He solved the equation for the number of increased riders per
year needed to pay for the estimated CCTV and associated costs. The
major assumption used in this particular equation was that CCTIV was
effective in reducing the crimes targeted. The solution dealt with
the trade-off betwesn cost of CCTV and increased riders given a reduc-
tion inkcrime and its associated reduction in costs. Greene's article
also estimates the cost of a one shift per day, seven day per week,
two-man patrol, and calculates that such a team would have to cover
8 to 9 stations to equal the projected CCTV costs, assuming equal
effectiveness.

In dealing with cost-effectiveness analysis regarding security
operations, direct and some indirect costs of specific security
activities are relatively clear. Take the budgeted costs of security
departments: as an example: among the systems studied by MITRE, the

Qaéecurity of Patrons on Urban Public:Transportation Systems,
Appendix III.
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budgets for security range from slightly over $80,000 per year for the
7 person Cleveland depariment to $97 million for the 3,000 person
New York City Transit Authority Force. Budgets for transit security

range from under one percent to approximately 10 percent of a system's
total operating cost.

Costs are also available on security related equipment and
associated maintenance. For example, the Metropolitan Atlanta (MARTA)
system estimates that $1.8 million was spent in 1974 to purchase
silent alarms and radio units for 735 buses, mobile units for security
supervisors, a computer based communication center plus 2 years of
maintenance service. Manpower costs to operate the communications
center total an additional $180,000 per year. The SEPTA system in

Philadelphia estimates the cost of installing 10 CCTIV cameras per
station at $100,000.

Dollar costs have also been estimated for specific types of
crime. The Southern California Rapid Transit District estimated
vandalism costs at slightly over $200,000 per year while the New York
City Transit Police calculated that their program of detecting and
apprehending fare evaders has reduced the percent of riders who are
fare evaders from about 4 percent to about .8 percent and has saved
the system $17,000,000. In the model by Greene mentioned previously,
costs for robbery and assault were estimated in terms of minimum
dollar loss per robbery, average emergency room charge for victims
of assault and average daily hospital costs for victims needing
hospitalization. Other economic, quantifiable costs to victims

may also be used to estimate the costs of crime and the dollar values
of crime reduction efforts.

Chaiken, Lawless and Stevenson,99 in their study of the effects

of large increases in number of police patrolmen in the New York City
subways on crime, state:

Even guaranteeing that every train had at least one
policeman on it, which is in a practical sense close
to saturation manning, was not adequate to reduce the
felony rate on the trains below about one crime every
other night...The added cost to the City for producing
this two-thirds reduction in felonies at night was

9The Impact of Police Activity on Crime: Robberies on New York
City Subway System, p. 22.
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at. least $13 million per year (gradually increasing
with inflation), which amounts to about'$35,000
per felony crime deterred.

This may be considered an oversimplified approach to the analysis of
an extensive, high cost crime reduction program. The cost analysis
does not take into account personal injury, medical costs, and loss
of employee services among other factors.

Precise relationships between various security activities and
crime reduction, passenger perception and increased transit revenues
are not known. Thus, the use of -cost-effectiveness as a means of
chosing between two or more programs, policies, or approaches to
policing on an a priori basis is a guessing process at best.
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SECTION VII

RECOMMENDATIONS

A review of crime and policing of urban mass transit systems
reveals the existence of important knowledge gaps. To date research
efforts have been uneven, clustering around several topic areas while
ignoring many others. Much of the research concentrates on evaluating
the impact of a sizable increase in police patrol, assessing the
effectiveness of exact fare and investigating citizen perceptions of
transit crime and security. Comparatively little, if any, research
has been done to assess the impact of other police activities (e.g.,
stakeouts, decoys, random versus fixed patrol) or evaluate the effec-
tiveness of surveillance and communication devices (e.g., CCTV, two-
way radio, silent alarms). Further, available findings often are
beset by data reliability and validity problems inherent in weak
methodological designs.

Given the current state of knowledge (or lack of it), the follow-~
ing topic areas are recommended for future research and evaluation
efforts. Several of these recommendations are discussed in greater
detail in an accompanying volume entitled Policing Urban Mass Transit
Systems: Evaluation Designs and Recommendations for Future Research.

A. Develop Projects Directed Toward Controlling Juvenile Crime

Profiles of mass transit criminals indicate that a significant
number of offenders are juveniles. Transit police in a number of
cities including Baltimore, Los Angeles, Philadelphia and San Francisco
state that juveniles are a major, if not the primary, source of transit-
related criminal incidents. Some transit systems have had some success
with school trippers (buses specially designated to transport students
to and from school) and school programs emphasizing the vital service
provided to the community by mass transit. However, juvenile-ralated
crime remains a serious transit problem. ‘

This suggests'a continuing need to develop projects directed
toward controlling juvenile crime on transit systems. One. possible
project could involve the creation of a juvenile unit staffed with
civilian specialists dncluding counselors and youth workers. Such a
unit could be based on similar units operational in a number of city

~police departments. Another possible project could be based on the

concept of restitution and depends on close cooperation between the
courts and transit police. Juveniles convicted of transit-related
crimes would be referred by the court to the juvenile unit. In turn,

the juvenile unit would supervise offenders, provide counseling,
and oversee work oriented toward cleaning up the transit environment
such as removing graffiti and other signs of vandalism. ‘
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B. Improvement of Mechanical and Electronic Security-Related Equipment

nterfeit coins and tokens to gain access to rapid

em in the large and older systems. QCTV
often is poorly integrated with other security'activities aniizhioisgact
of monitor fatigue on effectiveness remains unknown. ?utha e
change and ticket vending machines frequently are unre iable, q g

constant maintenance.

The use of cou
rail trains is a growing probl

In this context, transit company officials, police and researchers
see a need for the following types of improvements:

e Developing fare collection equipment to detect the use of
slugs;

e Hardening automatic coin-change and ticket vending machines;
e Improving the capability of CCTV surveillance eq?ipment and
integrating the use of this equipment with transit police

operational requirements; and

e Improving radio communication capability in subways to
facilitate the coordination and control of opera?lons
involving general city police, transit police, fire and

rescue units.

Additionally, research is needed to analyze human engineering e
problems associated with extensive use of CCIV equipTent. Fgf example,
‘ A atedhat _ eaking
transit crime exhibits a bimodal frequency distributicn; peaxing

d;;I;; morning and evening rush hours; if people monitoring CCTV

cameras finish their eight-hour shift at the end of the eveqing rqu
hour, fatigue may reduce potential surveillance and anti—crlmg‘caghe
bilities of CCTV. Research would provide i?formation concerglng :
hours of monitor shifts (e.g., shifts starting at the beginning o o
yrush hours or limiting shifts to four hours) and possibly enhance e

effectiveness of CCIV.

C. Improvement of Fire Prevention’and Dgtection Capabilities

Acts of arson pose serious threats to passengers and tranzit
properties, although only isolated incidents have been reporge
thus faf. In 1976, a fire set on board a subway train cause i
two to three million dollars damage in the Toronto system. A sim-
ilar incident occurred in Oakland (BART), resulting in $200,000dto -
$300,000 worth of damage to subway cars. Prevention and earéy hitec
tidﬁ capabilities need to be developed for subway trains to Iig

against arson.
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D. Evaluation of the Effects and Effectiveness of Specific Security
Strategies

Transit police often employ different strategles to counter similar
crime problems. TFor example, several police chiefs rely on preventive
patrol to deter potential robbers. Other transit police chiefs believe
that preventive patrol merely pushes crime away from targeted areas and
anti-robbery operations need an apprehension dimension in order to be
successful,. Hence, they have combined preventive patrol with decoy
activities., Similarly; some bus systems depend on police riding patrols
to protect drivers and passengers from robberies and assaults, while
other systems rely on silent alarms and two-way radios.

Rigorous evaluations of specific security activities can provide
decision-makers with valuable information concerning the effectiveness
of various strategies. Examined within the perspective of the nature
and extent of the problem and resources available, evaluations can
address key questions such as the potential transferability of specific
strategies as well as the need to modify current activities and develop
innovative approaches to transit policing.

E. Develop and Implement Uniform Crime Reporting for Transit Systems

There are a variety of crime classification schemes in use. Some
departments group criminal incidents into the three following categories:

e Violent crime against persons;
o Offenses against personal property; and
e Offenses against system property.

Other transit police units classify crime according to 'who," "when,"
and "where." Additionally, definitions of what constitutes various
criminal acts vary among departments.

These differences complicate comparisons between systems in terms
of crime levels and problems. The differences also preclude aggrega-
tion of data (at several points in time) needed to determine national
transit-related crime trends. Development and implementation of a
uniform crime reporting format for transit systems would normalize
definitions, standardize information collected for each crime type
and provide a concrete basis for comparisons between systems.

ST

PEARES PRI

99

e

SR

| bt ot <

it -3
S e R i o e

IR

.



bera e

TR

F. Develop Handbook for Passenger Perception Measurement

Passenger perceptions of transit crime and security provide impor-
tant outcome measures of policing operations. To date, passenger per-—
ceptions have been the primary subject of about half-a-dozen studies
and a secondary concern of several other research efforts. Unfortunately,
most of these studies are poorly designed and, further, use different
parameters in defining objectives, intervening and outcome variables.

The methodological problems undermine confidence in the findings and
the research differences obviate meaningful comparisons of these studies.

Development of a passenger perception measurement handbook for
transit authorities would go a long way toward solving these problems.
The handbook should centain guidelines for the administration and
interpretation of passenger perception surveys, sample data collection
forms, and appropriate analyses frameworks. As such, the handbook
would provide transit officials with a methodology for systematically
assessing passenger perceptions of transit crime and security and a
means of evaluating security activities. Widespread use of the hand-
book also would promote comparability of findings among transit systems.

Case Study of the Washington Metropolitan Area Transit Authority -
(WMATA)

The Washington, D. C. rapid rail transit system provides a
unique opportunity for a case study. WMATA, which initiated passen-

ger services at the end of March 1976 on a limited basis, will

expand operations in planned phases over the next several years.

This presents a situation where the rapid rail transit system will
continue to expand while the police force will remain relatively
constant in terms of manpower and equipment. A case study of WMATA
over the next several years can provide information concerning the
effects of substantial changes in system parameters on policing
operations and effectiveness. Data collected during the case study
also can be used to discern the development of crime patterns, assess
the responses of the police unit, document the relations between WMATA
and ‘local police departments in terms of cooperation and conflict,
and investigate the impact of both crime and policing on passenger
‘perceptions and use of the transit system. Information gained from
this study would be valuable for new rapid rail transit systems cur-—
rently in the planning/building stages. ,

G.
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APPENDIX A

POLICING URBAN MASS TRANSIT SYSTEMS:
AN OVERVIEW OF SITE VISITS

Information gathered durin

tions of transit police units

into three categories:

® Environmental characterist

ship characteristics);

g the site visits su ests that
plethora of factors prlay a role in shaping and limiffng the spe:a—

® Police characteristics; and

® Crime characteristics.

Figure A-1 shows the facto

The list, while not exhaustive,

A general profile of the transit s
developed with these three categories o
type and range of policing strategies i

- Many of these factors can be grouped

ics (including system and rider-

s comprising each of the three categories

attempts to present the key factors.

ystems visited can be readily
f factors (see Table A-I). The
mplemented in a given system

can be linked to one or more of
the characteristics
prevaili
that system. TFor example, subway stations designed to heighzgnin

visibi

ility allow police to integrate close-circuit televisi
veillance with manned patrol patterns. ey fro

Auto theft and larceny from

cars are problem
"park 'n'pride" zaii?izi:stgigﬁose tr;nzithYStems vith unattended
cars left for length i
12 hours). Motorized gthy periods (10 to
* patrol and stakeouts ,
police response to these types of crime, are the typical transit

Available evidence indicates that there are major differences

between modes of transportation

elevated) in the types

The two following
and in more de;ail the

variables on the selection
for bus systems and for subp

Bus Systems

Buses, while trave
a highly mobile form of
areas, 1000 to 2000 or
crossing city streets.

of crime

(bus/street cars versus subway/
problems and policing operations.

sections of this chapter explore separately
impact of environmental, police and crime

and operation of anti-crime str
rategi
way/elevated lines. wares

rsing predetermined surface routes, represent
urban mass transportation. 1In large urban
more buses operate during rush hours, criss-
Passengers usually embark and exit from

A-1
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ENVIRONMENTAL CHARACTERISTICS

Mode of transportation (buses, subway/elevated lines)
Number of vehicles

Number of route miles

Number of stations

Hours and days of operation

Number of jurisdictions served

Method of £fare collection

Station design (lighting, visibility, etc).

Number of passengers

Peak passenger load and associated times

Passenger mix (commuters, school children, inner city
residents, suburbanites)

CRIME CHARACTERISTICS

Type of crime

Number committed per week/month/year
Places where crime most frequently cccurs
Times when crime most frequently occurs
Span of time needed to commit crime
Modus operandi

Offender profile

Victim profile

POLICING CHARACTERISTIf®

Organizational affiliation
Type of department (sworn or non-sworn personnel)

Vehicles

Operating budget, percent of company's total budget
Areas of responsibility (company property, passengers,
revenue)

Mechanical and electronic devices used (as adjuncts to
or substitutes for manned patrol)

o Anti-Crime Strategies

Size of force (number of men, rank, organizational structure)

FIGURE A~1

CATEGORIES OF FACTORS RELEVANT TO TRANSIT POLICIHG ASSESSMENT
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OVERVIEW OF TRANSIT SYSTEMS AND POLICING

TABLE A-I

ENVIRONMENTAL CHARACTERISTICS

POLICE CHARACTERISTICS

SYSTEM CRIME .
MODE SYSTEM PROBLEMS ORGANIZATION/RESOURCE ANTI-CRIME
CHARACTERISTICS FACTORS STRATEGIES
CHICAGO TRANSIT SUBWAY/ELEVATED HIGH-SPEED, SEMI-AUTOMATIC ROBBERY CHICAGO POLICE DEPARTMENT'S SATURATION - PLAINCLOTHES
AUTHORITY (CTA) BUS RAPID RAIL BATTERY MASS TRANSIT UNIT AND UNIFORMED OFFICERS
AROUND THE CLOCK SERVICE ASSAULT 239 OFFICERS FOCUS FIXED POSTS

LARGE, 90 MILES OF PASSEN-
GER REVENUE LINE

MIXTURE OF OLD AND NEW
STATIONS

FARE COLLECTION - AUTO-
MATED AND BY CONDUCTORS—-
COIN OPERATED TURNSTILES

BUSES ~ LARGE INNER CITY
SYSTEM
2500 VEBICLES

EXACT FARE

INDECENT EXPOSURE

CIVIL LAW VIOLATIONS
(SMOKING, TRUANCY,
AND CURFEW)

ON SUBWAY
CTA SECURITY DIVISION
60 MEN FOCUS ON
COMPANY PROPERTY
CHICAGO POLICE DEPARTMENT'S
DISTRICT COMMANDS
HANDLE BUSES

MOBILE POSTS

TACTICAL UNDERCOVER TEAMS

K-9 CORPS

MASSACHUSETTS
BAY TRANSPORTATION
AUTHORITY (MBTA)

SUBWAY (TROLLEY)
BUS

1

LARGE, PRIMARILY INNER
CITY SYSTEM

MEDIUM-YO0-HIGH-SPEED
SUBWAY AND TROLLEY
LINES

LIMITED SERVICE
5:55 AM - 12:45 AM
WEEKDAYS
5355 AM - 1:45 AM
WEEKENDS

OLD STATIONS

FARE COLLECTION - CHANGE
BOOTHS AYD QUARTER COIN.
MACHINES

BUSES -~ ABOUT 1200 VEEICLES

POCKET~PICKING
VANDALISM
INTERNAL THEFT
LARCENY

DEDICATED, IN-HOUSE, SWORN
POLICE
61 OFFICERS

FLEXIBLE BEPLOYMENT IN
PATROL CARS, STATIONS,

AND ON TRAINS
PLAINCLOTHES
STAKEOUTS
COMMUNITY RELATIONS
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TABLE A~I (CONTINUED)

OVERVIEW OF TRANSIT SYSTEMS AND POLICING

ENVIRONMENTAL CHARACTERISTICS

POLICE CHARACTERISTICS

SYSTEM MODE SYSTEM ngﬁgng ORGANIZATION/RESOURCE ANTI-CRIME
_CHARACTERTSTICS FACTORS STRATEGIES
NEW YORK CITY SUBWAY /ELEVATED 4~BUROUGH SYSTEM OF 230 ROBBERY DEDICATED, IN-HOUSE, SWORN | FLEXIBLE DEPLOYMENT IN
TRANSIT AUTHORITY BUS ROUTE MILES - LARGEST IN | PURSE-SNATCHING POLICE STATIONS AND CARS
(NYCTA) UNITED STATES FARE EVASION APPROXIMATELY 3000 PLATNCLOTHES
AROUND THE CLOCK SERVICE VANDALISM OFFICERS STAKEOUTS
MOSTLY OLD STATIONS CITY POLICE HANDLE BUSES DECOYS
FARE COLLECTION — TOKENS LIATSON WITH PROSECUTORS
SOLD BY STATION ATTEN- TARGET HARDENING (BULLET-
DANTS~-TOKEN OPERATED PROOF ENCLOSURES AND
TURNSTILES SECURITY SHIELDS)
BUSES - 4,256 VEHICLES
SOUTHEASTERN SUBWAY /ELEVATED PRIMARILY INNER-CITY ROBBERY PHILADELPHIA POLICE DEPART- | FIXED POSTS, MOBILE FOOT
PENNSYLVANIA BUS SUBWAY — 24.1 MILES LARCENY MENT DEBICATED TRANSIT PATROLS AND RIDING POSTS
TRANSPORTATION 2150 BUSES VANDALISM UNIT - SUBWAY ~ DEPLOYMENT ASSOCIATED
AROUND THE CLOCK SERVICE ROWDYISM . 160 OFFICERS (PLUS 50 DOGS) WITH CRIME AND RIDER-

AUTHORITY (SEPTA)

OLD SUBWAY STATIONS
SUBWAY ATTENDED BY CASHIER
BUSES - EXACT FARE/SCRIP

INTERNAL SECURITY

TRANSIT COMPANY SECURITY
DEPARTMENT - 22 MEN
INTERNAL AND PROPERTY
SECURITY

CITY POLICE DEPARTMENT
DISTRICT PATROIMEN HANDLE
BUSES

SHIP PATTERNS
STAKEOUT, DECOY AND
PLAINCLOTHES TACTICS ON
AN "AS THE SITUATION
DICTATES" BASIS
MONITORING (BY TRANSIT
COMPANY SECURITY
DEPARTMENT)

o
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TABLE A-I

OVERVIEW OF TRANSIT SYSTEMS AND POLICING

(CONTINUED)

ENVIRONMENTAL CHARACTERISTICS

POLICE CHARACTERISTICS

; SYSTEM CRIME
. ‘ MODE SYSTEM PROBLEMS ORGANIZATION/RESOURCE ANTI-CRIME
CHARACTERISTICS FACTORS STRATEGIES
i
¢ WASHINGTON SUBWAY /ELEVATED SUBWAY - UNDER CONSTRUC- SUBWAY - VERY LITTLE { DEDICATED, IN-HOUSE SWORN FIXED AND MOBILE PATROLS
METROPOLITAN AREA BUS TION, 4.6 MILES AND 5 CRIME REPORTED SO POLICE PLUS SPECIAL ON TRAINS, IN STATIONS,
i TRANSIT AUTHORITY STATIONS CURRENTLY FAR POLICE: ABOUT 100 SWORN PARKING LOTS AND
(WMATA) OPERATING DOWNTOWN POLICE AND 67 SPECIAL CONSTRUCTION AREAS
; (TO BE GREATLY - POLICE DEPLOYMENT BASED ON TRANSIT
EXP4NDED) LOCAL POLICE DEPARTMENTS CRIME DATA AND CRIME
LIMITED SERVICE: 6 AM TO HANDLE BUSES DATA OF AREAS SURROUNDING
8: PM WEEKDAYS STATIONS
{ > EXACT FARE AND STATION PLAINCLOTHES USED IF
i ' ATTENDANTS NECESSARY
vl o PARKING LOTS
- BUSES - LARGE INNER CITY/
. 5 SUBURBAN SYSTEM

‘ 2,030 VEHICLES
L EXACT FARE
1
3 MASS TRANSIT BUS MEDIUM SIZE - 1021 VEHICLES | ASSAULT MTA SECURITY FORCE GENERAL PATROL OF BUSES IN
ADMINISTRATION OF PRIMARILY INNER CITY - THEFT SWORN POLICE UNIFORM

MARYLAND (MTA) SOME SUBURBAN ROBBERY 36 MEN STAKEOUTS - PLAINCLOTHES

(BALTIMORE) AROUND  THE CLOCK SERVICE POCKET~PICKING CITY AND COUNTY POLICE PATROL BY CAR3

EXACT FARE VANDALISM DEPARTMENTS FOR BALITMORE | OFFICERS ASSIGNED DAILY TO

PARKING LOTS

DISORDERLY CONDUCT

AND ANN ARUNDEL COUNTIES
AND MARYLAND STATE POLICE
ON AN AS NEEDED BASIS

RIDE SCHOOL TRIPPER
LIAISON WITH LOCAL POLICE
AND SCHOOL AUTHORITIES
BUSES EQUIPPED WITH SILENT
ALARMS AND 2-WAY RADIOS
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TABLE A-I (CONTINUED)

OVERVIEW OF TRANSIT 'SYSTEMS AND 'POLICING

ENVIRONMENTAL CHARACTERISTICS

POLICE CHARACTERISTICS

SYSTEM CRIME
- SYSTEM PROBLEMS ORGANIZATION/RESOURCE ANTI-CRIME
CHARACTERISTICS FACTORS STRATEGIES
PORT AUTHORITY SUBWAY /SURFACE HIGH-SPEED RAPID RAIL ROBBERY DEDICATED,. IN-HOUSE FLEXIBLE DEPLOYMENT
TRANS-HUDSON SEPARATE GRADE SUBURBAN COMMUTER LINE ASSAULT SWORN POLICE (EN CARS, ON FOOT, ON
CORPORATION (PATH) SMALL -~ 13.9 MILES THEFT OF COIN CHANGE 53 PATROL OFFICERS TRAINS)
13 STATIONS MACHINES 11 SUPERVISORY OFFICERS COMMUNITY EDUCATION
4 DETECTIVES PROGRAMS

AROUND THE CLOCK SERVICE

MIXTURE OF OLD AND NEW
STATIONS

AUTOMATIC FARE COLLECTION
-~COIN OPERATED
TURNSTILES

MINOR JUVENILE
OFFENSES/VANDALISM

(PART OF A LARGE PORT
AUTHORITY "POLICE FORCE
WITH 1200 MEN)

CLOSED-CIRCUIT TELEVISION

PORT AUTHORITY
TRANSIT CORPORATION
OF PENNSYLVANIA
AND NEW JERSEY
(PATCO)

SUBWAY/ELEVATED

HIGH-SPEED, SEMI-AUTOMATIC
RAPID RAIL

SUBURBAN COMMUTER LINE

SMALL - 14.5 MILES

AROUND THE CLOCK SERVICE

MIXTURE OF OLD AND NEW
STATIONS -

AUTOMATED FARE GDLLECTION
~—GATES OPERATED BY
MAGNETIC CARD

PARKING LOTS

THEFT OF AND LARCENY

FROM CARS
FARE EVASION

VANDALISM

DEDTCATED, IN-HOUSE SWORN
PULICE
21 MEN PLUS
4 DOGS

FLEXIBLE DEPLOYMENT (IN
CARS, ON FOOT, ON TRAINS)

STAKEOUTS

COMMUNITY RELATIONS

CLOSED-CIRCUIT TELEVISION

SAN FRANCISCO

BAY AREA RAPID
TRANSIT DISTRICT

(BART)

SUBWAY/ELEVATED

HIGH-SPEED, SEMI-AUTOMATIC
RAPID RATIL

SUBURBAN COMMUTER LINE

LARGE ~ 77 MILES ,

LIMITED SERVICE: 6 AM TO
MIDNIGHT WEEKDAYS

NEW STATIONS - MIXTURE OF
ARCHITECTURAL DESIGNS

AUTOMATED FARE COLLECTION
-- GATES OPERATED BY
MAGNETIC CARD

PARKING LOTS

THEFT OF AND LARCENY
FROM CARS

FARE EVASION/TICKET
FRAUD

VANDALISM

INTERNAL THEFT

DEDICATED, - IN-HOUSE SWORN

POLICE
77 SWORN PEACE OFFICERS

PLUS 19 CIVILIANS

FLEXIBLE DEPLOYMENT WITHIN

ZONES (IN CARS, ON
TRAINS)
BASED ON PIN MAPS
STAKEOUTS
SATURATION -~ MIXTURE OF
PLAINCLOTHES AND UNI-
FORMED OFFICERS
COMMUNITY RELATIONS
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TABLE A-I (CONTINUED)

OVERVIEW OF TRANSIT SYSTEMS AND POLICING

ENVIRONMENTAL CHARACTERISTICS

POLICE CHARACTERISTICS

- SYSTEM ' CRIME
MODE SYSTEM PROBLEMS ORGANIZATION/RESOURCE ANTI-CRIME
CHARACTERISTICS FACTORS STRATEGIES
METROPOLITAN BUS MEDIUM SIZE - 735 VEHICLES - | ROBBERY IN-HOUSE SECURITY UNIT - LIAISON PROGRAMS WITH
ATLANTA RAPID AROUND THE CLOCK SERVICE VANDALISM 5 MEN COMMUNITY, SCHOOLS,
TRANSIT AUTHORITY PRIMARILY INNER CITY, SOME | ASSAULT COURT, PRESS, AND POLICE
(MARTA) SUBURBAN AGGRESSIVE PROSECUTION
SPECTAL, SCHOOL TRIPPERS REWARDS FOR IDENTIFICATION
EXACT FARE OF CRIMINALS
PARKING LOTS INTER-PERSONAL RELATIONS
COURSE FOR DRIVERS
ALARMS, 2-WAY RADIOS,
EXACT FARE
CONTRACTING WITH OUTSIDE
SECURITY FIRM
HIRING OFF-DUTY POLICE
SAN FRANCISCO BUS MEDIUM SIZE - 1074 VEHICLES | ROBBERY SAN FRANCISCO POLICE TARGET PROBLEM ROUTES
MUNICIPAL AROUND THE CLOCK SERVICE ASSAULT DEPARTMENT TRANSIT RIDE BUSES - PLAINCLOTHES

RATLWAY (MUNI)

INNER-CITY LINES

USED BY STUDENTS TO GO
TO AND FROM SCHOOL

EXACT FARE

POCKET-PICKING
PURSE~-SNATCHING
VANDALISM

FORCE .
9 OFFICERS

IN~HOUSE SECURITY SERVICES
SECTION

11 MEN FOR SECURITY OF
PROPERTY AND LIAISONS
WITH POLICE, SCHOOLS,
AND COURTS !

TRAIL BUSES ON MOTORCYCLES

SUPERVISE CETA PROGRAM
PARTICIPANTS (WHO ARE
TRAINED AS TRANSIT
SECURITY PERSONNEL)

e et

S

e S




Sy

o

2

Ao

8-v

Ly i S .

TABLE A~I (CONCLUDED)

OVERVIEW OF TRANSIT SYSTEMS AND POLICING

POLICE CHARACTERISTICS

ENVIRONMENTAL CHARACTERISTICS
SYSTEM CRIME -
— SYSTEM PROBLEMS ORGANIZATION/RESOURCE ANTI-GRIME
CHARACTERISTICS FACTORS ) STRATEGIES
SOUTHERN CALIFORNIA BUS LARGE - 2,243 VEHICLES ASSAULT IN-HOUSE SECURITY LTAISON WITH POLICE,
RAPID TRANSIT AROUND THE CLOCK SERVICE RCBBERY DEPARTMENT SCHOOLS AND COMMUNITY
DISTRICT (SCRTD) INNER CITY AND SUBURBAN VANDALISM 46 MEN - OPERATION TEAMWORK -
EXACT FARE DRUNK AND DISORDERLY PROTECT PROPERTY AND MOVIE STARRING L. A. RAMS
PARKING LOTS CONDUCT PATROL BUSES SHOWN TO SCHOOL STUDENTS
DRIVER-PASSENGER RELATIONS

PROGRAM

MARKER LIGHTS, NUMBERS
PAINTED ON ROOFS,
2-WAY RADIOS, SILENT
ALARMS

POLICE DEPARTMENT RIDE-
ALONG PROGRAM

NOTE: CRIME PROBLEMS LISTED ARE:

ANTI-CRIME STRATEGIES LISTED ARE: . THOSE-STATED BY AGENCY REPRESENTATIVES DURING INTERVIEWS.

(1) THOSE STATED BY AGENCY REPRESENTATIVES DURING INTERVIEWS, AND (2} THOSE DEDUCED FROM EXAMINATION OF TRANSIT-RELATED
‘CRIME DATA FURNISHED BY TRANSIT PROPERTIES AND/OR LOCAL POLICE DEPARTMENTS.
IT IS POSSIBLE THAT OTHER IMPORTANT ACTIVITIES IN

RELATION TQ RESOURCE ALLOCATION (IN TERMS OF MAN-HOURS, FOR EXAMPLE) WERE NOT MENTIONED.

s
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designated open-air street corner stops; terminals and/or stations
are relatively rare. Most systems require passengers to pay exact
fare and many buses are equipped with electronic devices such as
two-way radios and silent alarms.

Currently there are a number of policing strategies employed to
counter bus-related crime:

e Targeting problem lines via analysis of crime data;
e Police, both in plainclothes and uniform, riding buses;

@ Police trailing buses, on motorcycles, in marked ox
unmarked cars;

® Liaison with schools, communities, courts and local police;
® Courses on inter-personal relations for drivers; and
e Hiring off-duty policemen to occasionally ride buses.

Additionally, many transit companies have or are in the process
of equipping their buses with electronic devices such as two-way
radios and silent alarms. These are crime. control measures and are
adjuncts to policing strategies. They are intended to ald in pro~
tection of drivers and passengers and deterrence and apprehension of
criminals by providing a means of rapid communications to police.
Silent alarms and two-way radios are not, however, policing strate-
gles per se. Therefore, they are not further explored in this sec-
tion.

Each police unit uses several strategies simultaneously to
counter bus-related crime. The nature of the strategies is, at least
in part, related to the type of police unit, i.e., whether the unit
is comprised of sworn or non-sworn personnel. Baltimore (MTA) and
San Francisco (MUNI) are examples of units consisting of sworn per-
sonnel. The Baltimore unit operates under the jurisdiction of the
transit company, whereas the San Francisco unit is part of the city
police department. Both units tend to rely on traditiomal pclice
measures such as targeting problem routes, posting uniformed and
plainclothes patrols on buses, and following buses in cars or on
motorcycles, Atlanta (MARTA) and Los Angeles (SCRTID), on the other
hand, are examples of units comprised of non-sworn personnel operat~
ing as departments within the transit company. Of significance,
these two departments refer to themselves as security units. Both
emphasize non-patrol oriented activities; for example, liaisons with
the police, community and courts, and designing and presenting on-
the~job training courses for drivers dealing with inter-personal

4-9
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relations. Patrolling buses is performed either by local police on

an as-needed basis or by off-duty police hired intermittently when ,

serious problems arise. i ’
]

during the late night/early morning hours. In addition to the
vehicles, the subway system includes the stations. Characteristics
of stations such as the type of platform (island or sidewall), lo-
cation of token/ticket booth, light level, visual obstructions, and

It should further be noted that police/security units operating
under the jurisdiction of transit companies have, in addition to
passenger and driver safety, other primary responsibilities. 1In each
case examined, the units allocate considerable resources to protect
company properties such as garage facilities, bus depots, and other
corporate property. Several of the departments also assign men to
monitor various phases .of revenue collection.

The type of crime and its related characteristics also influence
the selection of policing or other forms of anti-crime strategies.
Vandalism is usually associated with teenagers riding buses to and
from school and is somewhat restricted in terms of time of occurrence
and routes, The typical response across systems is to institute non-
policing measures such as school trippers to further isclate the prob-
lem, maintain liaison with school officials, and present programs
to students describing transit operations and the benefits the system
provides to the community.

Robbery of passengers is considered a serious problem in Balti-
more, San Francisco, and Los Angeles, The typilcal robbery is carried
out in a matter of a minute or two and most offenders quickly exit
the bus to escape on foot. Of the three transit properties, only
Baltimore maintains an internal police unit consisting of sworn per-
sonnel. San Francisco and Los Angeles maintain security departments
comprised of non-sworn personnel. To counter passenger robbery,
Baltimore relies on random patrol with transit officers riding buses.
San Francisco and Los Angeles, on the other hand, request assistance
from local police.

These cases are not intended to show that all bus systems face
the same problems or that they implement similar counter measures.
San Francisco (MUNI), for example, is the only bus system visited
where purse snatching and pocket-pickiag are deemed major crime prob-
lems. Similarly, in response to assault, Los Angeles (SCRID) relies
on liaison with city police while Atlanta (MARTA) emphasizes an
inter-personal relations courses for drivers and hiring off-duty
police to ride problem-route buses on an as-needed basis,

Subw§y/Elevated Lines

Subway/elevated lines operate on grade-separated right-of-ways
and fixed routes. Scheduling is geared toward passenger density
with the number of vehicles in each train and the headway changing
throughout the day; being highest during rush hours and lowest

A~10

access points differ from one system to the next and are generally
related to the age of the statilons.

In order to control subway-related crime, transit police units
utilized a number of strategies (see Table A-I above). Basic among
these anti-crime strategies are:

® TFlexible patrol utilizing fixed posts and riding posts
with officers deployed both in uniform and plainclothes;

e Saturation of specific areas with officers both in uniform
and plainclothes;

® Decoys and stakeouts; and

® Community relations including liaison with neighborhood
groups, schools, courts and transit companies.

Several transit properties, in addition, have or are currently
installing closed-circuit television (CCTV) as a means to monitor
activities in station areas. Like silent alarms and two-way radios
installed on buses, CCTV is a crime control measure and an adjunct
to manned patrol. Its constant surveillance capabllities are in~
tended to deter potential offenders, aid police in detecting crimes
and apprehending criminals, and provide patrons with a sense of
security. However, CCTV has not, as yet, been well integrated into
police day-to-day operations; the cameras are monitored by transit
operations personnel,

To deter crime on subway/elevated lines and protect passengers,
transit police units usually employ several strategies concurrently.
With minor exceptions, strategies used to police subway/elevated
lines emphasize the standard range of patrol-type operations such
as fixed and mobile posts, stake-outs and decoys.

Rapid rail systems are always policed by units consisting of

‘sworn officers. In two instances~-Chicago (CTA) and Philadelphia

(SEPTA)--the units are part of the city police department, while
other systems are policed by units under the management control of
the transit authoritles. While this difference may impact on effec~-
tiveness (via personnel selection and assignments, areas of respon-
sibility outside the transit system, and jurisdictional limitationms),
it seems to have very little bearing on strategy selection.  Other
factors such as the size of the transit police force relative to
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the number of stations and passenger route miles may have greater
impact on the deployment of manpower and the selection of strategies.

Additionally, decisions concerning selection of strategies take
into account crime-related characterilstics. Fare evasion, a crime
carried out in a matter of seconds and hundreds of times each day,
offers an interesting example. Surveillance by uniformed patrolmen,
who have many other areas to cover besides fare gates, has a deter-
rent effect but-only when an officer is visible. Apprehensions are
minimal. Several transit police units in New York City, Philadelphia/
New Jersey and Oakland/San Francisco (NYCTA, PATCO, and BART) target
specific fare collection areas with plainclothes stakeout teams.
Transit police chiefs indicate that this tactic increases apprehen-
sions and, when combined with aggressive prosecution, increases
deterrence.

Robbery, unlike fare evasicn, is not limited to a well defined
area and may occur at any place in the system; although it is more
likely to take place on station platforms than on trains. To counter
this problem, transit police employ random or saturation patrol in
an attempt to create an image of omnipresence. When a particular
modus operandi or pattern emerges, transit police then target speci-
fic locations, using plainclothes personnel in stakeout or decoy
operations.

Variables such as the crime level in the neighborhoods surround-
ing subway stations and the transit company's operating policies
frequently impact on the selection of policing strategies. For
example, around the clock, fixed patrol posts are established only
in stations located in high crime neighborhoods, or a company deci-
sion to install CCTV in a number of subway stations may influence a
transit police chief to redeploy his men, concentrating on stations
not covered by electronic surveillance.

A-12
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APPENDIX B

ENVIRONMENT, OFFENDER AND VICTIM PROFILES

The subsections that follow outline what has been learned from
several studies of mass transit crime in recent years. To provide
a ready comparison, the details are presented in three profiles of
the crime environment, the offender and the victim. They are drawn
largely from three studies conducted during the last 10 years and an
issue-oriented workshop report:

® Stanford Research Institute and University of California,
Reduction of Robberies gnd Assaults of Bus Drivers,
December 1970 (Cited as SRI and University of California,
Reduction of Robberies);

e Carnegie-Mellon University, Improvement of Mass Transit
Security in Chicago, June 1973 (Cited as "The Chicago
Study");

® J. M. Chaiken, et al., The Impact of Police Activity on
Crime: Robberies on the New York Subway System, January
1973 (Cited as "The New York Study'); and

® Carnegie-Mellon University, Transportation Research Institute,
Security of Patrons on Urban Public Transportation Systems,
Pittsburgh, Pennsylvania, 1975.

A number of artigles and derivative studies are also used where the
presentation lends itself to the tabular format used below.

Environmental Profile

The most serious crimes, especially robberies, occur primarily
at night when patronage levels drop after the evening rush hour,
during the latter half of the week, and in subway stations more than
on subway trains. By contrast, assault and battery and pocket-picking
tend to occur when mass transit systems are more heavily used--during
daylight hours. The consequences of mass transit crime range from
injuries to passengers from assault to cash losses from robberies,

Data reflecting studies of the circumstances of mass transit

crime, whose focus has been largely on robbery, are summarized below.
See Table B-I for details of the environmental data.
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ENVIRONMENTAL CHARACTERLSTICS

TABLE B-1
MASS TRANSIT CRIME PROFILE - ENVIRONMENTAL CHARACTERISTICS
g
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"SECURITY OF PATRONS" 56 e B . B
£5 N-E B5EE
P 2z hx
S 2y SgHa
S e g9 S & 4
(SIS BEod
5? =1 FH=a
~t
= 2 §:§ o gégk
g g §o8s

SEITING

PLATFORMS
LOBBIES
SUBWAY CARS/BUSES

HIGH CRIME
NEIGHBORHOODS

UNKNOWN

VARTANCE OF 40 AMONG
STATION CRIME RATES.
(p.12)

YHIGHEST CRIME
STATIONS ARE...IN
THE AREAS HAVING THE
HIGHEST NON TRANSIT
CRIME RATE" (p.12)
(ALSO TRUE FOR NYC--
p.35)

“MOST ROBBERLES [IN
CHICAGO] OCCURRED ON
STATION PLATFORMS."

(p.34)

OR IN LOBBIES
AGAINST ‘STATTON
AGENTS (p.34)
30% ON TRAIN
70% IN STATION

(p.35)

478 (61.2%) OF 782
(p.231) PLATFORMS

304 (38.8%) OF 782
OTHER

(CARS) = 304

OF 1086 TOTAL (p.231)

JANUARY-MARCH
APRIL-JUNE

JULY-SEPTEMBER

(BY QUARTER)

OCTOBER-DECEMBER

UNKNOWN

MONDAY
TUESDAY

WEDNESDAY

DAY OF WEEK  THURSDAY

FRIDAY
SATURDAY
SUNDAY

YHEAVIEST ROBBERY
PERIODS OCCURRED ON
FRIDAY AND SATURDAY
NIGHTS." (p.33)

"50% OF ALL ROBBERIES
OCCURRED ON THE WEEK~
ENDS [FRIDAY-SUNDAY]
(p.229)

"GREAT MAJORITY OF

MIDNITE-4 A.M.

"MORE TRANSIT
ROBBERIES. . . DURING
NIGHTTIME...THAN...
DAYTIME" (p.12)

(CHICAGO) "MAJORITY
++«+OCCURRED. . .BETWEEN
6 P.M. TO [SIC]

MIDNIGHT" (p.33)

(OAKLAND )

n = 116 (1967)
78% ROBBERIES
OCCURRED BETWEEN
6 P.M. AND 6 A.M.
(p.262)

CRIMES OCCURRED BEIWEEN
6 P.M. AND 6 A.M."
(p.11)

60% CASES GUN WAS USED.

GUNS "RARELY USED...
AGAINST PASSENGERS"
“(p.12) [CHICAGO] EVEN

DIVISION "BETWEEN
ARMED AND STROﬁG—
ARMED. OFFENSES  (p.33)

(n = 707) (p.11)

"AS RAPIDLY AS
POSSIBLEY (p. 12, 33)

70% ROBBERIES
NOT ON BUS (p.262)

"GREAT MAJORITY"
O FoOT (p.262)

20% ROBBERIES LED TO

70% ROBBERS NOT ON BUS
(p.11)

"“IYPICAL...TIMES ARE

LESS THAN THREE
MINUTES" (p.11)

97.5% ROBBERS ESCAPED
USUALLY ON FOOT (p.1l)
n = 707 .

85% DRIVERS WERE NOT

4 AM.2B ALM.
8 A.M.-NOON
TIME OF DAY NOON-4 P.H,
4 P.M.=8 P.M.
8 P.M,-MIDNITE
UNKNOWN
GuN
KNIFE
TYRE
OF BODILY
EAPON
OTHER
UNKNOWN
STRANGER
RELATION OF  ACQUAINTANCE
VICTIM TO
OFFENDER ~ ILATIVE
UNKNOWN
APPROACH
et
MODUS coxnpy
OPERANDI
ESCAPE
INJURY
CRIME -
CONSEQUENCES. PEATH
0S5

"MOEE CAUCASIAN
THAN BLACK VICLIMS
RECEIVED INJURIES."
(p.34)
PASSENGER LOSS
AVERAGED . <$20 -STATION
AGENT $$100

INJURIES (p.262)

AVERAGE L0SS = $117
(p.262)°

INJURED. (p.11)

AVERAGE. TAKE = §101
(p.11)
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ENVIRONMENTAL CHARACTERISTICS

TABLE B-1 (CONCLUDED)

MASS TRANSIT CRIME PROFILE ~ ENVIRONMENTAL CHARACTERISTICS

CARNEGIE-MELLON UNIVERSITY
"IMPROVEMENT OF MASS
TRANSIT SECURITY IN

CHICAGO."

J. CHAIKEN, ET AL., "THE
IMPACT OF POLICE ACTIVITY
ON CRIME."

BUS CRIME DOES NOT

ROBBERS "CONCENTRATE | #

ROB. # STA, % ""SUBWAY ROBBERY TENDS

PLATFORMS HIGH CRIME ARFAS
COINCIDE WITH HIGH SEEM TO CORRELATE ON A SMALL NUMBER OF o 149 30.5 | TO BE HIGHEST IN AREAS
LOBBIES UNEMPLOYMENT AREAS TO CRIME LEVELS 1IN STATIONS AND PORTIONS | 105 1.7 | HAVING A HIGH SI™FACE
(p.74) SURROUNDING OF TRAIN ROUTES" 25 159 32,8 | CRIME RATE" (p.44)
SUBWAY CARS/BUSES NEIGHBORHOODS (p.83) |. (p.viti) 610 pout 110
SETTING 1970 = 50%/50% 10+ 18 3'7
HIGH CRIME 1971 = 69%/31%
NEIGHBORHOODS STATIONS /TRAINS T 484 100
(p.33)
UNKNOWN (.40
JANUARY-MARCH APRIL AND AUGUST ROBBERTES OCCURRED (JANUARY-APRIL, 1970-
ARE "LOW DANGER," ON BUSES (p.93) 1971)
APRIL-JUNE SEPTEMBER AND
NONTH DECEMBER ARE "HIGH
! "
(BY QUARTER) - JULY-SEPTEMBER DANGER" (p.65)
OCTOBER-DECEMBER
UNKNOWN
MONDAY TOKEN BOOTH ROBBERY
IS UNIFORM (p.36-37)
TUESDAY PASSENGER PEAKS ON
SUNDAY
WEDNESDAY
DAY OF WEEK  THURSDAY
FRIDAY 50% ROBBERIES ON
WEEKENDS (p.59)
SATURDAY
SUNDAY .
MIDNITE-4 A.M. BUS ROBBERY PEAKED PRE-PATROL:
2-3 P.M.- (10%) AND 10 P.M.~6 A.M,
4 AM,-8 AN, 9 P.M.~MIDNITE (25%) | 2-4 P.M.
2 P.M.~MIDNITE (75%) | POST-PATROL:
8 A.M.~NOON (p.88) 2-4 P\M. SOME SHIFT
TO PRE 8 P.M. AND
TIME OF DAY ~ NOON-4 P.M. POST 4 A.M. (p.36)
4 P.M.-8 P.M. 67% ROBBERIES 0CCUR
6 P.M.-MIDNITE (p.62)
8 P.M.-MIDNITE (BATTERIES OCCUR
ABOUT 2-HOUR EARLIER
UNKNOWN RANGE)
GUN 33% ROBBERIES/GUNS GUN USED ONLY 8% OF
, PASSENGER ROBBERIES,
KNIFE 20% ROBBERIES/KNIVES 3/4 NO WEAPON - TOKEN
TYPE BOOTH ROBBERIES HAD
OF BODILY 14% ROBBERLES/FISTS, GUNS OR SIMULATED
WEAPON ETC. GUNS . IN ALL BUT 7%
OTHER 33% ROBBERIES/UNARMED (p.49)
(. 77)
UNKNOWN
STRANGER
RELATION OF  ACQUAINTANCE
VICTIM TO S
OFFENDER RELATIVE
UNKNOWN
APPROACH SINGLE OFFENDER =
FRONTAL APPROACH
CONDUCT 2 OFFENDERS = REAR
- OR FRONTAL OR 2~
SIDED APPROACH
oggﬁﬁﬁoz 3+ OFFENDERS =
SEVERAL DIRECTIONS
(p.76)
ESCAPE QUICKLY ONTO STREET ONTO STREET, IN
75% (p.78) : YKNOWN" NEIGHBOR-
HOODS (p.vii)
INJURY 33% ROBBERY VICTIMS SOME 'INJURY TO
CRINE HURT (p.77) PASSENGER IN
cONSEQUENCE ~ DEATH . ROBBERY (p.49) .
LOSS MONEY, CREDIT CARDS "TAKE" = $50 PASSENGER TAKE RANGE =
$41 (1970) $82 (1972)

JEWELRY
RANGE ~ $20-$100+
(p.77)

PASSENGER ROBBERY.
$150 TOKEN BOOTH
{p.vi) .

BOOTH = $250 (1970)
$127 (1971) (p.50)
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Setting

The New York and Chicago studies both show that approximately
one-third of all rebberies are targeted on transit system
property-—-generally token booths. The remaining two-thirds
of the robberies are directed against passengers. Approxi-
mately 70 percent of the passenger robberies studied took
place on subway platforms--many of them "el" platforms located
in older sections of the city that experience high crime
levels. The remaining 30 percent took place inside trains,
either between stations or as they pulled into stationms.
Stations and routes that experienced high levels of robbery
tend to be located in areas with high levels of crime on

the surface, although there is evidence from New York that
the mobility offered by mass transit systems permits some
crime to occur in stations and on routes that pass through

otherwise low crime areas (see Figure B-1).

Mgpth {(by Quarter)

Time of year does not appear to be a major factor in the
rate of robberies, although there are indications that the
months of February, May and August are less risky and
September and December are more risky than other times of

the year.

Day of Week

Subway robbery appears to differ from robbery on buses as
recorded in the 1960's in respect to the day of week. As
with commercial robbery nationwide, station token booth
robbery increases towards the end of the week and on Sunday.
On the other hand, robbery of subway passengers seems to
peak on Wednesdays and falls off on Sundays (see Figure B-2).

Time of Dax

With the exception of a peak between the weekday hours of

2 p.m. and 4 p.m., when schools let out, mass transit robbery
is a crime of the nighttime hours. When bus driver robbery
was a problem, 78 percent of the robberies occurred between

6 p.m. and 6 a.m. The figures vary among the studies, but,
in the absence of intensive policing, robberies peak between
the hours of 6 p.m, and 12 midnight (Figure B+3). In New York,
after intensive patrolling was introduced betweer: the hours
of '8 p.m. and 4 a,m., robberies tended to peak between 6 p.m.
and 8 p.m. and then agaln between 4 a.m. and 5 a.m. (see
Figure B-4). (The accuracy of these time distributions is
questionablie because of potential errors in recording the
time of occurrence,) )
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? NOTE: EACH DOT REPRESENTS .
; 7t ONE POLICE PRECINCT. ¢
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SUBWAY ROBBERIES PER STATION, JANUARY-APRIL, 1970 AND 1971

Ob—aa 1 - 1 1 1 1 1 1

0 50 100 150 200 250 300 350
SURFACE ROBBERIES PER 10,000 POPULATION, 1971

5388T5053§V2NI§H£HER§§2 REPRESENTS A SINGLE PRECINCT, AND THE

: LEAST-SQUARES FIT OF A QUAD C

THE DATA. (A FEW HIGH CRIME | UDED TN 15 ok
- E PRECINCTS INCLUDED IN THE REGRES-

SION ARE BEYOND THE SCALE OF THE GRAPH.) THE CURVE INDICAng

?5 idg?g}?gﬂ?Y EXTENDING THE PATTERN FOR LOW-CRIME PRECINCTS
LINE., THIS FACT, TOGETHER WITH THE POSITIVE

ROBBERIES, CONFIRMS THAT TH ]
E SUBWAYS DO TEND TO T
CRIMES FROM HIGH-~CRIME AREAS INTQ LOW-CRIME ONES.RANSFER SO

POI Myt
[ NTS "A" AND "B" ARE EXTREME EXAMPLES OF THE PHENOMENON. ]

S URCE: Jan Chalken et al
. The Im
o] H a » N pact-of POllCe ACthity

RE : FIGURE B-1
‘REPORTED SURFACE AND SUBWAY ROBBERIES IN:NY.C POLICE PRECINCTS

B-§

et 1

B

o ? 5 g S ey
" R g T A B Sy

e T

e
s Tt




?_Mw m by
[T -
lm 8 00
x  LET
ADn n = @
LS| P
z o O it
2 = W > o
E 5 ISR =
< 0 5o o
%) ML = &~
o % 4 o B
< & MMC
. o, o
- 3. d
o H =i
2 e = o u
I g .
= S! [AN=]
o = ¢ U @
8 = g
[ _ — N% 9o Lol
= (ST
e z T o
o =
S ..,mV
= ~ 89
T g 3%
%) M 0 aQ
: = 8Ey
o - : -
mﬂ. ILrDMoQDu 22 H
) 0 ©O
b= : PI ~
w o~ ~ u .o
5 2gF
N B o >z
NG, m FER =
. 8 4 g o .
= MAM&
=4 O 8 .
. 438" H2ad
) =
1 | | B | .-
o o ) o 8
11 et ™ — &=
5
SHWIY¥D A0 YHIWAN -TVIOL ©w

FIGURE B-3
. ROBBERY REPORTS (BY TIME PERIOD)
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e Type of Weapon
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=« = == APRIL-DECEMBER

The use of weapens varles dramatically with the type of
robbery. Token booth and bus driver robberies almost
always (93 percent) involve firearms or simulated guns.

On the other hand, robbery of passengers involves guns
only 8 percent of the time. Ordinarily, fists and strong-
arm tactics are used (75 percent of the instances). The

remaining 17 percent involve knives, clubs or simulated
firearms. ‘

NN

NN

Relation of Victim to Offender

.08

No data were available. . (Presumably the mobility offered

by transit systems would make stranger-to-stranger confronta-
tions likely.) , ‘
.06 7 y

.05 ¢2?7 V ® Modus Operandi
.04

Little 1s available about the methods of conducting rob-

.07

petrator is rapid, almost always on foot and generally out of
the station or away from the bus via a route not likely to
encounter other individuals.

MIDNIGHT AM. NOON P.M. MIDNIGHT

03 beries against transit employees or passengers. The Chicago
. : study found that passengers were approached by lone robbers
.02 . from the front, by pairs of robbers from any direction, and ;
by three or more from several directions at once. During 5
.0lF ‘ the crime itself, there 1s a great risk of violence, with a ;
0 high injury rate. In all instances, the escape of the per- §
2 4 6 8 10 4 2 4 6 8 0 4

® Crime Payoff

A Estimates of the '"take' in mass transit robberies vary con- o
, - : iderably. Passenger robberies may net an average as high
: t of Police Activity omn Crime, p. 33. 5
| SOURCE _The lmpact o ’ as $50, while token booth robberies may average as much as
g ; $150. In some instances of robbery, the take involves

y :

: property in addition to cash. Take figures for other crimes
H : are not given,

o
S gy

‘ Other observations regarding mass transit as an environment for
o , crime are in order, although they are not derived from the data. Mass :
o , : ‘ o transit is a single-purpose milieu that is designed for moving large i
T numbers of people along predetermined routes or fixed guideways (i.e.,
rail). Moreover, the dominant activity on a mass transit system is
under a central control: the system operator, whose function is to .y
waintain system service. Criminal activity is one of a number of N
factors that interfere with the delivery of service to riders and
ranks with equipment failure and system maintenance as items for

FIGURE B4 )
OUR
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the motivation for fielding counter-
nd as much on transit operator

TABLE B-IT
HASS TRANSIT CRIME PROFILE - OFFENDER CHARACTERISTICS

operator concern. Consequently,
measures to crime can vary and may depe

policy as on public response to crime levels.
Offender Profile 5 K : g
gg s 55, 5
£ f? 5 5 55 g s & ::?é
Most mass transit offenders are reportedly young black males sk g3 o 547
Sy GE<y =0 y
whose age and modus operandi vary with the targets of their crime. N §§ ﬁgnﬁ §5§ 5
Passenger robbers are usually not armed, average 17 years of age 55 55 §§§§ 4§:§$
. & X &g HE5 !
and operate in groups of two or three. Token booth robbers are g8 55 5555 5‘55 ,
o - i
usually armed, average 22 years and operate singly or in pairs. ! OFFENDER CHARACTERISTICS 5 a ;
The older robbers are 1ikely to have several robberies on their § o
records, although it is not clear that these are always transit- | mestomer 0
Ui .
related crimes. HRHOHN ;
IN OFFEWDER'S :
CENSUS TRACT p
Data on offenders are summarized below and are presented in Qursioe oFFRILER'S g
Table B-II. ‘ . - f
: | HaLE "TEND 70 BE. . MALE" " ' !
it ® Residence | X FEMALE (p.12) (CF-RAND) (p33) OVER 95 PERCENT" (p.12) | 1112 (97.8%) :
i ' i 11 (1.02) !
‘ UKNOMN 1(1.0n)
: Little is known about the residence of transit robbers, ‘ BLAck VIED 10 BE...olack ﬁﬁ?ﬂwwwﬂ) =T B
o . : B " 90 PERCENT" (p. : . :
b although the Chicago study found that approximately 26 - :21 65 ARRssTERS (p. oy o ;
3 NO . i
b percent (140) of 540 robberies involved offenders living - 5 3
: i
in the same police district as the reported crimes. It oy o L
+92) i
may also be inferred that robbers tend to live close to Toes T - o= 1133 (73
i 18 1‘!'2.NDl TO BE EXTREMELY PASSENGER ROBBERS AVERAGE | "M ) : 3‘
% their mass transit targets from the observat ion that they l ot YOUNG" (p,12) (CF-RAND) | AGE WAS LESS THAN 17 Angs‘z'a:."(’ﬁ‘_‘fzgmm 16 | <16/87 (&%) i
| choose locations that are well known to them in order to o A 2 e 19) 16-20/495 t4en) i
d 25-50 ""MOST WERE UNDER 30" 21+30/415 (38%) i
" more readily escape. (p33) (CF-CIL., p. 49)
i OVER 50 31-50/72 (6.6%) '
] ] UNKNOWN 51-65/1 (.1%) i
! e Location of Offense (In relation to Offenders Residence) » : 16 (1.5%) 5
. = ~ _ * LESS THAN BTH n - 1086 (p.73) ;
% ‘ ' 8TH~11TH ‘
i See Residence above. uketon Wik SCHOOL |
;i MORE THAN HIGH 9
L ® Sex SCHOOL i
% i ’ — UNKNOWN 3
¢ i
53 Subway and bus criminals are almost always male (as much S BMPLOYED i
1 as 95 percent). This figure is consistent with the measure- staus | WNETLOED B
i UNKNO! 1
r§ ments of robbery perpetrators nationwide. Amﬂw i
Ly ;—;533325”{;225“““ B e ?’ig w2 8 i
[ ) B__a_c_:_e_ 2 MOFTEI: BELONG TO GROUPS™ oggﬁggﬂggg&oggiﬁ..; . " ,f
o OFFENDER (ps12) PAIRS" (p,vi) 313 (287) 7
i sITuATIoNs O §{ﬁcﬁ§ ‘(':EZS)"“E ‘;
: The majority of mass transit crimes are reportedly committed ' 27 (220) ~
gl f 4 o
= by blacks (up to 90 percent), although the ratio of black to § on voRe w2 i
e white varies according to the type of robbery. It appears UKW o i1z 3
ﬁ that a greater proportion of token booth robbers are white | ROBBERY SOME.. CAREERS TNCLUDE | OF 25 ARRESTEES, MoST S :
| v ce
o than are passenger robbers. A VioLeos (p.12), (CF-RAND) O FevR HOLGIPS (p.51)
; { CRIMINAL
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o 663 TOKEN BOOTH ROBBERLES !
i UNKNOWY (py 55) B
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- handling money for the system (token booth operators and bus drivers)

e Age
Mass transit robbers are usually young. Passenger robbers
average 17 years while token booth robbers average 22 years.

These figures are consistent with the national profile for
robbers, where the age range is 19 to 24 years.

® FEducation
No data are available.

o FEmployment Status

No data are available.

® Modus Operandi

The numbers in which offenders operate depends on the target
of the crime. Token booth and bus driver robbers tend to
operate in ones and twos (approximately 75 percent of all
reported transit property robberies involved one or two
perpetrators) while passenger robberies involve groups of
two and three perpetrators at least half the time.

® Criminal Record

As is true for robbers generally, transit offenders are
not novices, with many having two to four transit robberies
to their credit. One sample of 18 arrested suspects found
that they had committed 34 percent of 663 token booth rob-
beries in New York in 1970. Another sample showed 24 of 29
suspects were heroin addicts.

Victim Profile

Both the Chicago and New York studies show that most targets of
mass transit robbery are either transit system employees engaged in

or menmbers of the riding public. Concession operators and transit
employees not handling money are not often robbed. By definition,

the direct victims of vandalism are the properties of the tranmsit
system: Furthermore, there is some speculation that vandalism is
instrumental in eroding the public's sense of confidence in transit
systems, with the side effect of costing the transit companies revenues
from fares. Assault and battery victims are passengers.

B-12
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The victim data that are available are summarized below and are
presented in Table B-III.

o, R R P

® Residence
Only sketchy data are available.
¢ ® Location of Offense (In relation to Victim Residence)

No data are available.

2 Sex

The data from the Chicago study indicate that most passenger
robbery victims are male (67 percent). Other studies are
less precise, declaring that victims are "generally' male.

T L Ty S D e T LI R YT

® Race

i The race of victims varies with their sex and the nature
of the crime. Two-thirds of the male robbery victims are
Caucasian, while only one-third of female victims are
Caucasian.

o Age

Data on the age of victims are sketchy. It appears that
most victims (63 percent) are between the ages of 21 and 50
and that female black victims tend to be younger than their
Caucasian counterparts.

e Victim Situations

The data vary widely regarding the size of victim groups.
The Chicago study indicated that 75 percent of robbery
victims on subways were alone, 12 percent were in groups

of two and 10 percent in groups of three. Almost no groups
of four or more were robbed. In the case of bus robberies,
56 percent occurred when no passengers were riding the bus.
Even when passengers were riding buses, the robbery was
limited to the bus driver.

o Employment Status

The Chicago study indicates that most robbery victims are
transit system employees, students or service workers.

B-13
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Summary

' As the profiles indicate, the formal examination of crime on
mass transit has focused on robbery, with secondary attention paid
to problems of assault and battery and the damage suffered by tran-
sit facilities due to vandalism. The dimensions of the problem of

TABLE B-I17

HASS TRANSIT CRIME PROFILE - VICTIM CHARACTERISTICS

PO —

¥ - l:
t N ‘6“5 a§ :-.g‘
‘ gy . 38 58, 58
‘ £8 25 fg LR é"gé é’gé pocket-picking are not known, although some studies examine the
. 2 3 & w bB] EEE :
: oF 78 g0 gae= 8.8 §.8 4 uestion. Correspondingly, there is little information available |
: Sk 58 gs g7.85 g8 §.8 5 ? |
‘ gy gz s E5gk §§5 LR on transit losses due to fare evasion.
! 48 Sk 55 FF i8E I5E "
g3 3% &3 g585 525 g8
VICTIN CRIHE PROFILE L EF g2 ggé’é” 555’ 254 An excellent overview of what is currently known about mass !
; - transit crime appears in the Carnegie-Mellon workshop report and
! ST is reprinted here: ;
UNKNOWN !
~ M Chveus. ThacT ‘ The Chicago findings are reinforced and extended somewhat
’ LocATION , ~ . : by similar conclusions from the Rand Study of the New York ‘
OF QUTSIDE VICTIM'S . y :
OFFENSE CENSUS TRAGT to subway system. In the Rand Study they concluded: b
UNKNOWN. I
MAL| MORE THAN 50X “MAJORITY. 70.22 \ ¢
N ALE (p33) VHITE HALES" o ® Except for changes clearly attributable to anticrime
SEX FEMALE (p.230) 28.6% -
N Lo activities of the Transit Police or the Transit Authority,
. :'1"“ (p-65) the rate of serious crime in the subway system has tended
o, 0.6%
srack vicrmis, A SIZE- to increase steadily from year to year.
WHITE "ovgg)soz" 3:;; h;ﬁgil'[? 52.9%
RACE CHICAND - 'Ep-230)35 173 A |
- PHAORITY. .. " @ When a particular type of crime proves to be lucrative
{p-230) .62 and relatively safe, additional offenders will be attracted
UNKNOWN o= 1039 (p.65) ’
voss TN 18 3.7% <16 to it, possibly in lieu of other criminal cpportunities.
16 «11,1% <20 This apparently happened in 1969 with bus rcbberies, for
o R o which the data suggest that some individuals who otherwise
AGE OvER 50 50" (p.33) 51 <14,9% <65 would have been committing subway robberies were robbing :
<4 :
o o bus drivers instead.
n = 597 {p.64) .
o o towe | rommair... sez quow s | oz or so0 | oves s oy o The geographical locations of subway crimes are not evenly i
. . (p. ERS, N 3 . i
vicrm Maoer s | EBO | DCINGS) | WAs ALONE, 30T |t ot ocsr | 5ia spread throughout the system but are focused on a small |
SITUATIOR 2 ALONE (p.33) (p.262) OF CASES, 1-4 A TEW" (pi6B) | 5.1% ‘V
3°R HoRE RomBED) (peily | ALKOST sone L6z number of stations and the portioms of traln routes that
. - r . 18 (00 run between those stations. The high-crime locations can |
LOYED "C.T.A, EMPLOY~ . i
a 5., S, sERvICE 16,72 be easily identified from historical data and tend to be i
S PREVALEWD- e where surface crime rates are also high. A finding con- %
N ERI 3. 5
UNKNOWY (933) | onueas o gruent with the Chicago Study. i
n = 961 (p.68) !:% 5
] ® Subway robbers are predominantly young and black, but there g
T ewnns OF PEMALZ VICIIHS OVER AGE 30 WERE WHITE (p.230). are substantial differences between those who rob passengers '
and those who rob token booths. Many passenger robbers are
- school-age children, and the bulk of their c¢rimes are com-
mitted in the afternoon just after school hours. Few ‘
,
- : 100 ‘
: : The Security of Patrons on Public Transportation Systems, pp. 35~36.
V9 ; ‘
PR  ¢‘
B-14 : , T B-15
REA G .

T
: : BRENC ; N o

B e > =

e B

e




o

e e,

fNamir < .
LS e o N ORI S

passeriger robberies involve the use of guiis, but many are
violent crimes. By contrast, token booth robbers dre some-
what older and frequently used guns, but do not often use
violence.

Tn 1970 about half of all robberies took place in the sta-
tion while im 1971 more than 70 percent of the robberies
took place in the station and the remaining 30 percent
aboard the train. Again, confifming the findings of the
Chicago Study.
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