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This report presents sn assessment of what is currently known
about crime and policing responses on urban mass transit systens.
The assazsamert congiste of: (1) analyzing che interactions among the
tranait ~vironment, crime and policing cperativnse; (2) examining the
effectivepnss of various tvansit policing atrategies and supportive
anti~crime measures: aud (3) suggesting new evaluative and experimental
programs to either f1ll in knowledge gaps or improve polising
effectiveness.

Report findings, basad on a literature survey, site vigils to
transit authority properiies and police departments and interviews
with transit police/sacurity officials, ineclude the following. Filrst,
the crime problem in mass transit 1s concentrated in the nation's
largest cities, is of greater magnitude on repid rail than bus s atems
and generally reflects the environment of surrounding cormunitien.
Sacondly, pase¢ngers accurately pexceive the extent and distribution
of transit crime and ridership patterns sre influcnced by perceptions
of crime an’ security. Thirdiy, the nature and type of law enforce-
nent activities nerformed by transit police are similar to those of
the general police force. Finally, evaluative research of policing
activities has focused on the impact of saturation patrol in vapld rail
systems. Data indicaste that although saturation patrol reduces crime,
its effects appear to diminish cver time. Uther policing activities,
thus far, have not been formaily evaluated in terms of their impact
on transit crime.
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PREFACE

The "Policing Urban Mass Trensit &Svetems" study is one in a
geries of National Evaluaetinon Program (NEP)} Phase I studies iniciated
by the Rational Institute of Law Enforcement and Crim ' nal Justice.
The NEP progrum selects major areas of cririnal justice activities
that are cf national importance and then funds rezeavch studies to
provide a timely and an sbjcctive ansesament of the effsctiveness of
alternative swrategiez of programs in each sclected topic szrea. Some
of the gpecific toplc areas exsmined under the NEP program thus far
have inciuded: Pre-Trisl Release, TASC {(trcatment of drug addicts
coming into contact with the criminel justice system), Operstion
Identification (marking of personal properties), Juvenile Diversion.
Court Informatlon Systems, and Eariy Warning Robhery Reduction.

This report presents zn asresszment of what 1s currently knoun
about policing urban mass tranrit egystems ané what additional evalua-
tion effort is warranted. For the purpvses of thisz study, the mass
tranailt system of sn urban area can include any «f the feollowing
four systems:

® buses (self-propelled, rubber-iived vehicle with
on~bonrd fuel supply):

® trolley coaches {electrically-propelled, rubber-tired
vehicle Jolned normally via overhead wires to a centzal
power aource);

e streetcars/irolleys (bus-type vehicie traversing city
streats on tracks on semi~private or exclusive right-~
of-way, also referred to zs light rail); and

® subway/elevated lines (railway-type transit vehicle with
undergreund and/or at-grade and/or elevated statiocns
using 2 srivate right-ci-way, also referred to &s hesvy
rail).

The first thrs2 of these systems share a number of common charactex-
istics that .. .early differentiate them from subwaysz si:ch as few ter~
minals, nunerous designated stysel cormer stops, surface-oriented
vehicles, and shared right-of-ways with the gevnzral public use of the :
streets., Dominated, in terme of sheer numbers, by buses, theege three r"*
systems will herzafter be refevred to as "bus sysims." Subway/ele- 2
vated lines, on the cther hand, operati on grade-: spevated righi-of-
waya and passengers board and exit from well-defined station
faucilities.
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EXECUTIVE SUMMARY

Moos transportation plays a vical role i the functioning of
urban areas. In recent vears, urban transit systems have been engulf-
ed by a number of interrelated probleme: dwindaling ridership,
deteriorating faciiities, crime and large cperating deficits. While
faccors such as speed, convenience, reliability, comfort and cost
affect ridership levels, there also is evidence teo suggest thst crime,
vandalism and other expressions of anti-social behavior discourage

the public's use of urban maas transportation.

A broad range of strategies are belng used to police trinsit
systems.

¢ police operations (uniformed and plainclothes patrol, decoy,
stakeout):

& clecironic and mechanical communication and security devieces
{2-way vadio, telephenes, closed~circuit televigion);

* scupport accivities (driver edvcation, llaison with schools,
‘courts end neighborhoods);

¢ target hardeniag via environmental and vehicular design
(increased lighting, improved visibility, exact fars,
serip); and

% selective operating actions {skipping stops, closing statlons,
elimirating rung, reducing the number of cars in a traiunj.

While transit systems may rely, for the most part, on one or ancther
»f these strategies, many systems have implemented multiple strate~
gies in the belief "hat a combination of apprsaches wiil be more
cost-effective in re.ucing trensit crime.

The problems generated by crimz and other forms of anti-social
behavior are not new to masga trsasil systems. By the early 1900's
several transit avthoritiesz had forwed theii own in-house police
departments to protect psssengers sud safeguard compguy property.
Teday, the policing of rzpid rail transit (subway or elevated lines)
is performed by either a speclal transit police unit in the logal
police depsritment or a traneit authority police force, wheveas the
major rosponsibilicy for providing police seyxvices te surface trans-
portazion {buses and trolleys) usually resis with the general local
police force, Three major characteristics further distinguish each
transit police force:

® whether the force ccusists of sworn or nen—-sworn personnel:

w®iit
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# nize of t.e force in terms of the number of officersg; and

seope of rewponsibility: the security of passengers and
transit smployecs; the protection of transit property and
revenucs; emergency services (e.g., fire fighting, first
aid and rescue); non~law enforcement duties (lost and found,
public Information).

L /]

Fundamental assumptions that gulde transit pclice anti-crime
activities are similar tc those in general policing. Specific police
activities such sus uniformed patrol, plainclothes units and decoy
operations are all directed toward controlling crime through the
srocesses of deterrence, prevention and apprehension. Successful
control of transit crime is expected to roduce the risk of victimiza-
tion and wili benefit both the public and the transit system in terms
ofs  increased ridership perception of security, increased ridership
volume zad increased revenves,

Baged on a review of relevant liierature, a series of 12 site
vigita and continuing discussicns with transit police officials, this
study produces tie foliowing findings concerning the policing of urban
mass transit systeme, the selection of anti-crime strategiesr and the
factors that influence decisions to implement these strategies.

Rature and ertent of transit crime. The crime problem in mass
tranzit is essentially concentrated in the nation's large cities.
n many respects the problem is similar to that on the street. Tran-
6lt crime gencrully reflects chages in the surrouwxding environment
end increases la transit ciime have paralleled increases  astreet
crime. Both victims and offenders clogely resamble their .:reet
countexrparts. On the other hand, the transit envircament presents
less opportunity for certain types of crime such as burgiazry but
a~gravatas the cond.tions, especially ¢uring rush~hours, conducive
to committing offenses such as pocket-picking and purae-snatching.
lherc alss sace significant variations in the crime pattern across
rapid rail transit svstems. Several subway/elevated lines are akin
to comnuter railroads, while saveral others form the nucleus of finner-
city public tramsportation sysiems. The major types of crime problems
asgociated with the suburban commuter lines (vandalism, pocket-picking,
etc.) are generally not as serious as those crime problems usually
associated with fonner-city rapid rail systems.

Finally, certain types of transit crime are more ameanable to
cuntrol then others. FRor example, robbery of bus drivers has been
virtuaily eliminated in systems using exact fare collection. Several
transit properties also reported that assault of tranait employees
{particularly bus drivere) can be reduced through training programs
desigied to improve their inter~personal relations skiils.

xiv
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Influence of system characteristics on the selection of policing
strategies. The operating characteristics of a wode of transportation
such as mobility, headway and method of fare collection frequently
impact on the selection of policing strategies. For instances, “he
complex network of bus routes (the mobility dimension) along with the
large nuaber of buses in-service at any given time within major metro-
politan areas presents foimidable obstacles to extensive police
coverage. Hence, police resort teo isolating problem rouktes, employing
riding posts and other surveillance activities on a small number of
buges at a time. Environmental characteristics of a system such as
age, iighting and visibility also impact on the selection of strate~
gies. In older stations, poor lighting, multipie exits snd recessed
areas hinder survellliance, whereas newer stations, designed to
hefghtern viaihility and improve access control, permit the use of
closed-circuit television (CCIV) to increase overall surveillance
capabilities,

Relationship between various poiicing strategles and transit
crime. The few studies in this area concentrate on saturation patrol
by uniformed officers. Findings indicate that substantial increases
in patrol generally yednce crime; however, the magnitude of the impact
often is unclear and effects appear to diwinish over time. Data
also suggest that raturation patrol produces some displacement. The
comparative impact of specific types of uniformed patrol such as
riding posts, fived posts, and randem patrol remaing the subject of
further research efforts.

While covert operations bhave not been formally evaluated, transit
police consider stakcout and decoy cperations effective, especlally
against certaii ~ypes of crimes such ag rol zry, aassault, pocket-
picking, and fare evagion. Additionally. twvansit poiice are involved
in a variety of support activitiles that include community relations,
liaisons with schools, courts, and local police or transit officials,
and courses on inter-personal relations for drivers. Little hag been
documented about the impact of these activities. Nevertheless, many
trar=it police believe support activities contribute to controlling
tra: it crime.

Inpact of mechanical and electronic secuzity and communication
dSevices on the effectiveness of transit policing. In recent years,
transit companies have sought to increase security by instailing a
variety of mechanical and electronic Jdevices. While most of these
devicet have not been evaluated in terms 0f their crime reduction
effects, there is gsome evidence that devices such as CCIV, gilent
alarms and 2~way radios have some deterrent value and bolster police
surveiilance and apprehension capabilities. Experience with these
devicoe, however, suggest a number of current and potential probleas.
The hig. rate of false alarms, about 90 to 95 percent, on buses often

Xv
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diecouragea police cooperation. Telephones in rapid raill stations
are ripped from the walls or purposely taken off the hook. CCIV is
not suiteble for installation in older statiouns with poor wisibility,
multiple passage ways, and numerou: hidden areas. Further, the con-
tinuous monitoring of images picked up by CCIV cameras presents human
enginearing problems. Transit systems are developing practical solu-
tions to these difficulties, In Atlanta, radio dispatchers use a
nonverbal call back zignal to determine whether a radio alarm is

true or faise. Some public emergency telephones have snti-vandalism
features and automatic locator and hangup capabllities.

Effectiveness of different types of policing units. The nature
of polize strategics employed is generally relatad to the type of
police unit, i.e., whether the unit is comprised of sworn or non-
sworn personnel. Units made up of sworn persomnel emphasize tradi~
tional police patrol anti-crime wmeasures. Units consisting of
non~-sworn personnel tend to rely on non-patrol activities such as
working with bus drivers to improve inter-personsl relations skills
and maintaining 1’ lsons with the community, schools, courts and
local police.

While effectiveness has not been adiressed through formal evalua-
tion, evidence indicuates a need for a dedicated unit consisting of
sworn personnel in certain situatlons: large, multi-jurisdictional
gyatems experiencing serious crime problems. Dedicated trunsit
police units can provide uninterrupted patrol coverage, whereae a
general police force may aseign lower priority to transit crime and,
therefore, not allocate adequate resources tou patrol the transit
system. Further, the special characteristics of rapid rail systems
such as rush-hour crowding, hazards related to high-aspeed wehicles,
tunne’s and electrified third rails complicate policing operations
and appear to call for some degree of speciz.ization via training
and continuous on-the-job lesrning. These requirc¢ments are better
satigfied by dedicated units.

Organizational affiliaticn of the unit--police department or
trangit autheriiy-~decende on the area served by the transit system,
the attitude of the local police chief, and historical precedent.

The need for a transit authority police force becomes greatest whew
the traneit system traverses a large number of jurisdictions, Usually
lccal police prefer to provide passenger. protection when the system
operates within a single jurisdiction.




Impact of various policing strategies on passenger percsptions
o _security. Findings from a number of studies generally suggest:

» passenger vidership patterns asre influenced by
perceptions of crime and security, with perceptions
of crime wore likely to influence rapid rail than
bus riders;

® passengers accurately perceive that more tranait
crime occurs on the rapid rail than on bus systems
and within the rapid rail system itself more crime
occurs af the stations than on the trains; and

e more police pstrol of staiilons and on trains aud
implementation of communicetion capabilities to
ensure raplid response by police when assistance
is needed would achieve greatest positive impact
on passenger perceptions of security.

C. Suggestions for Future Research

An examination wi key issues in policing urban mass transit
systemns 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 curvent
problems and acquiring knowledge. Crime control~criented recommenda-
tions Include: :

» devegop projects directed toward controlling juvenile
crime;

» duprove mechanical and electronle security-related
egquipment; and

o improve fire prevention and detection capabllities.
Knowledge~oriented recommendations include:

® evaluate the effects and effectiveness of apecific
security strategies;

s develop and implement uniform crime reporting for
transit systems;
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develop a handoook for passenger perception measure-
ment; and

iniciate a ccse study of policing the Washington
Metropolitan Area Transit Authority.
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CHAPTER 1. THE PROBLEM SEITING

Urban mass transit systems esrve meny important national objec~
tivas today-=-the pratervation of our cities as vitsl commercial and
cultural centers, control of alr pollution, conservation of apergy,
mobility for all citizanus and particularly the disadvantaged.* The
capadbility of mass transit to move a largs numbsr of people sffi-
cisntly is an essential comporent of overall sational efforts to
improve the quality of life in American cities. Millioae of pas~
sangers are carried daily by mass transit syetems to and from their
places of work, and to educstional, recreational, and culturel facili-
ties within the urban areas. The use of mass transit is almoet a basic
necessity to the young and aged and to those who cannot afford or do
not desire to use the private suto.

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 asystems in large ond
older metrupolitan areas offer multiple modes of public transportation
(subway/elevated lines, trolleys, and buses).* In 1975, these systems
together moved over 5.6 billion revenue passengers annually, following
three decades of steady decline iIn ridership.

Urben mass transit svstems in this country have been he~et by a
multitude of problems: dwindling ridership, deteriorating facilities,
crime, and large operating deficits. Transit systems in many places
do not offer & sufficiently attractive alternative to the automobile
to compete succesefully for pascengers. Many transit systems answered
ridership decreases and the loss of revenue by raising fares anrd
reducing transit services during low usage hours or along unprofit.ble
routes. But these measures in turn led to additicnal ridership
decresses and revenue losses, and the cycle has undexrmined the via-
pility of urban mass tranalt systems,

Massive highway construction, widespread auto ownershlp, the
lack of capital funds to improve transit services, the movement of
city populations, industries aud retail businesses to the suburbg~-
these are some of the well known factors contributing to the desline

lsectetary of Traneportation, A Statement of Nationkl Transportation
Policy, September 1975, Washington, D. C.

2Trannit Fact Book, American Public Transit Associstion, 1975-1976 ’ :




in transit ridershin, There aiso is evidence to indicate that crime,
disruptive behavior and acts of vandalism on mass transit systems
exert sone influence on passenger decisions concerning the use of
masg transit. The fear of victimization, whether real or percelved,
may adversely affect usage patterns. Consequently, public percep~
tions of szcurity may be as important as the other factors of speed,
convenience, reliability, camfogt and cost in attracting people to
use urban mass tranasit systema.

Until the 1950's traneit cvime was directed primarily against
property and provided little reason for public concern over personal
gecurity. This situation changed, however, Juring the 1950's and
1960's: as crime rates surged in the citles, transit systems, simi-
larly, experienced more crime. Further, "this ime was increasingly
directed againat pevsons...and was violent rati.. than non-violent."4

The implicaticns of transii crime and ¢f the public perception
of that crime for mass transit systems are numerona. At the very
least and without reference to social costs, crime means an increaged
financial burder to transit systems through vandalism, lost patronage,
and the need for increased security. As has been the case in the past
two decades, this increased burden can be detrimental to {he survival
of mass transit networks.

Policing is the strategy most often relied upon by mass treusit
ayetems to fight transit crime. The cost of police manpower consti-
tutes the largest portion of most transit security budgets. Given
the financlal pressures on public transit operators and a strong
national intcrest in promoting greater use of muss transit, it becomes
importapt to examine the effectiveness of warious transit policing
mathods in controlling crime and alleviating the public’s fear of
insecurity. The values of electronic and mechanical devices as means
of enhancing police effectiveness cor minimizing the cost of providing
security must also be examined.

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

Attitudea Toward Transit Crime and Vandalism,"” Crime and Vandalism
in Public Transportation, Transportaclon Research Board, No. 487,
1974, peges 32-33.

Transportation Research Institute, Security of Patrons on Urban
Public Transportation Systems, Carnegie-Mellon University, 1975,
P 2.




CHAPTER 2. INFORMATION SOURCES

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

® hackgrcund literature,

~ project descriptlions and evaluation reports,

- research studles covering topic areas such as public
perceptions of security and victim, offender and
envirommental profiles,

- papers presented at various meefings and conferences, and

- newspaper and magazine articles; and

e 3ite visits to transit properties.

A, Background Literacure

While much reseaxch has been performed in the general field of
crime and police operations, comparatively little has been conducted
in the specializc? area of tremsit crime and policing. Formal studies
of traneit crime and policing are few in number and narrow in scopa.
The research community involved with the subject of transit policing/
gecurity is relatively smull (a few authors wrote mest of the existirg
literature), Mocst of the studles were done in the late 1960's and
early 1970's. Generally, literature dealing with transit crime and
policing may be grouped iunto the faur following categories:

o prlanning;

» eviluation;

e citizen perceptions; and
¢ summary regorté.

Planning studies basically focus on the Chicago, Oakland, agé
Washington, D. C. vapid rail trsusic systems. The Chicago study

-

SShelluw, Robert, et al., Improvement of Mass Traoelt Security in

Chicage, Transportation Research Instituie and Urban Systems
Institute, Carnegie~Mellon University, June 30, 1973,




investigates the transit crime situation (detailing environmental=-,
offender~, and victim-related characteilstica), describes existing
peificing responsibilities and recommends installation and evaluatio
of closed—-circyit television on an experimental bagis. The QOakland
and Washington’ studie- address important isgsues faciag a new, multi-
jurisdictional syetem, and both deal with concerns related to orgauw-
izing 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's8 or New York City's? rapid
rail system or half-a-dozen or sc bus systemsl0) and examine parvtic-
ular poilce activities and types of crimes: largs increases in man~
power, robbery and assavlt of bus drivers, robbery of passengers and
token booth attendants. The studies are spacific in nature, addressing
few of the many toplc areas key to a broad understanding of transit
crime and policing. The potential impact of envirommental character-
istics, trangit 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 is difficult to make meaningful
acrogs~gystem compariasons.

-

6Arthur Young and Company, Development and Implemences ion of an
Interim and Long Range BART Police Services Program--Quarterly
Reports, October 10, 1972 - July 6, 1973,

7Arthur Young and Company, A Repor. on the Requirement fcr‘Establishigg

a Metro Security Prograr., Washinjton, D. C., December i972.

aReagon, Michael V., et al., Final Report, Public Transit Crime

Reduction--Philadelphia Police Departmeant, prepared for Governor's
Justice Commission, Evaluation Mansgement Unit, January 1975,

QChaiken, Jan, et al., The Impact of Police Activity on Crime:

Robbexies on New York Clty Subway System, The Rand Corperation,
R~1424~KYC, Januwazy 1974,

IOStanFord Research Institute and the University of California,

Re. tion of Robberics and Agsaulis of Bus Drivers - Volume I:
Summary and Conclusions, April 1970.




There are several studies which explore citizen perceptions of
transit security.ll Some of the studies examine rider resyonse o a
well publicized transit-related criminal incident. Other studies
either investigate public perceptions of the relative insecurity ¢f
variou, areas of the transit enviromment, or survey citizens to
deterrine which policing mesasures ure most likely to bolster passen-
ger 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 transit crime and policing
research conducted during the late 1969's and early 1970°'s.l3 Addi-
tionally, there are a number of newspaper and magazine articles as
well as pa,2rs 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 gsomewhat broader, discussing transit crime and policing in vevy
general terms.
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llBroad and Columbia Subway Development Study, Final Report, Broad
and Columbia Subway Study Group, Temple University, piepared for
U.S. Department of Transportation, Assistant Secretary for Environ~
mental and Urban Systems, August, 1971. Also see: Ferrari, Neal D.,
and Michael ¥. Trentacoste, "Personal Security on Public Trensit,"
Transportation Research Foruw, 15th Annual Meeting, Vol. XV, No. 1,
1974, Aiso see: Reagen, Michael V., et al., Final Report, Fublic
Trapeit Crime Reduction - Philadelphia Police Department. Alsc azee:
Shellow, Robert, et al., Improvement of Mass Transit Security in
Chicago. Also see: Shelicw, Rober:i, James P, Romualdi, ar? Eugene
W. Bartel, “Crime and Rapid Transit Systems: An Analysis and Recom-
mended Security and Surveillance System,” Crime and Vsaudalism in
Public Traneportation, Transportation Research Roard, No. 487, 1974.
Also see: Thrasher, Edward J. and John B. Schnell, “Studies of
Publiic Attitudes Toward Transit Crise and Vandalism,” Criwe and
Vandalism in Public Transportation. Alsc see: Iransportation
Research Board, National Research Councili, Fswsline, Current Rescarch
in Public Transportation Development, Vol. 2, No. 7, August .976.

T
*ZSmhnell, John B., et al., Vandalism egnd Passenger Security: 4 Study

of Crime and Vandalism on Urban Mass Transit Systeus in the Unilted
States and Canada, American Transit Assoclation, September 1973.

laTramsportation Reseaicch Institute, Security of Patrona on Urban
Public Transportation Systems.




B. Selection 0of Sites

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

® subway/elevated rapid rail linss generally have a more
extensive and seriocus crime problem than bus systems:

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

» forual policing efforts usually target subway/eleveted
lines.

Accordingly, transit properties were -.ratifie’ into two gr~ .8
for the purpose of selecting candidates ror site vieiv..

e eubvway/elevated lines f{or rapid rail)}; and
e bus systems.
Of the nine subway/elevated lines in the country, eight are policed

on & regular basis, MiTRE selected these eight,i4 listed below, for
field visits:

¢ Chicsage Transit Authority (CTA);

» Massachusette Bay Transportation Authority (MBTA):
® HNew York City Transit Authority (NYCLA):

¢ Port Authority Tramns~Hudson Corporation (PATH);

s Port Autherity Transit Coiporation of Pennsylvania and
New Jersey (PATCO);

e San Francisco Ray Area Rapid Transit Diastrict (BART);

¢ Southeastera Pennsylvania Transportaztion Authority
{SEPTA): and

& Wsshingtor Metropolitan Area Tramsit Authority (WMATA).

&

1'Th¢ ninth sobway/elevated line, Greater Cleveland Reg onal Transit
Authority, was not policed on a regular basis at the time of site
selection.




The selection of bus syvstems for ou-site visits was based on the
existerce of a formal transit policing program and the advice of

experts,

c. Advisorv Board

The following five sites were chosen and visited:
Mass Transit Administration of Maxyl: (MrA) (Baltimora):
Metrocpeiitan Atlanta Rapid Traneic Authority {MARTA);
San Francisco Municipal Raillway (HURE);
3outhern California Rapid Transit District (S8CRID); and

Southeastern Pannsylvania Transportation Suthority
{SEPTA) [21s80 included ia rapid rail transic group).

Additicnally, at the outset of tids project, an advisory hoard
consisting of transit pslice chiefs and other persons belongiag to
organizations with broad Interests in urban mass transit systems
was formed. {See acknowledgementsz for 2 complete list of advisory
bosvd menbers.) Their experierce and insights in fdentifjiing and
solving securlity problems contributed fn the information gatnering
process and filled many gaps where knowledge/data has not yet ibeen
documenteri,




CHAPTER 3. TRANSIT PULICIRG OPERATIONS

Inforastion gatheread durxing the site visits suggests that a
plathora of fsctors play a role in shaping and limiting the opars-
tionz of transit police units. Many of these fantors can be grouped
into thras categories:

» fysten characteristics;
# Crime charactecistice; and
e Polize characteristics.

Teblie I shows the faci.rs comprising each of the three categories.

The list, while not exhaustive, atiempts to present the key factors.

The <able 2lgo presents the typical strategies used by psiice to counter
crime in a2sch of the systems visited.

The type and range of volicing strategies implementad 1w a given
system generslly can be linked to eone or mere of the charzcteristics
preveiiiag in that system. For example, subway atetious designed
to hzigtten vislblliity allow police to integrate closed-circuit tele-
vislon surveiliance with manned .patrol patternsz, Autc theft and lar-
ceny from cars are protlems limited to those trangit systems with
unatteadea "park 'n' vide" facilit’es with care left for lengthy
periods (10 to 12 hours). Motoriz.d patrol and stakeouts arve the
typlcal transit police response to these types of crims,

Available evidence indicates that there are major differences
between modes of transportation (bus/siveet cars versus subwoy/
elevnted} ‘n the types of crime problems and »olicing opervations.

The two following rectiona of this chapcer explore aeparately
and in -sore detail the impact of environmental, police and crime
variables on the selection and operation of anti-crime aivategles
for bus syetems and for subwsy/elevated lines.

A. 3Bus Systems

Busee, while travercving predetermined surface routes, represent
a2 highly mobile form ¢f urban maas transportation. 1In large urian
areas, 1000 to 2000 or more buses operate during rish hours, criss-
crossing clity streets., Vassengers usually embark snd exit from
dezignated open-air struet corner stops; termiznals sud/or stations
fr& relatively rare. Most gystems requira passengers te pay exact
fare and many buses are aquipped wiiu alactroiuic devices such as
tuc-way radios and silent slsrus,
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TABLE I

OVERVIEW OF TRANSIT SYSTEMS AND POLICING

SUBNAY { ELEVATED
BUS

LARGE, 90 MILES OF PASSENGER
RZVENUE LINE

MIYTURE OF GLY AND NEW STATIONS -
TOTAL 142

FARE COLLECTION - ANTOMATED AND
BY CONDUCTORS~-COIN OPERATED
TURNSTILES

BUSES ~ L&aGE INNKR CITY SYSIEM -
2500 VRHICLES

EXACT FARE

INDECENT EXPUGSURE

CIVIL L&W VICLATIONS
(SMOKING, TRUANCY,
AND CURFEW)

SUBWAY

CTA BECORITY DIVISION
60 MEN FOCUS ON COMPANY
FROPERTY

CHICAGO POLICE DEPARTMENT'S
BISTRIGY COMMANDS
HANDLE RUSES

SUGrEM [ SYSTEM CRIME POLICE ARTI-CRIME
- " ,2 CHARACTERLSTICS FROBLEMS CHARACTURISTICS STRATEGLES
CHICAGD TRAMSIT HICH-SPEED, SEMI-AUTOMATIC RAPID POBBERY CHICAGO POLICE DEPARTMENT'S SATURATION - PLAINCLOTHES
AUTHORI:Y (CTA) BATL BATTERY HASS TRANSIT UNIT AFD UNIFORMED OFFICERS
ARDJAD THE TLOCK SERVICE ASSAULT 239 OFFICERS FOCUS ON FIXED POSIS

MOBILE POSTS
TACTICAL UNDER(COVER TRAMS
K~9 CORPS

MASSACHUSETTS LARCE, PRIMARILY INNER CITY SYSTEM POCYFET-PTOKING DEDICATED, IN-HDUSE, SWORN FLEX1ALE DEPLOYMENT IN
BAY TRANSYORTATION HEALUM-TO-HIGH SPRED VANDALISM POLICE PATROL CARS, STATIONS,
AUTHORYXTY (HBTA) SUBNAY AND TROLLEY LIWES INTRUNAL THENY 51 OPFICERS AND ON TBAINS
LIMITE) SERVICE LARCENY PLAINCLOTHES
SUBLAY (TRGLLEY) 5:55 AM - 12:4% AM WEEKDAYS STAKROUTS
BUS 5:35 AM ~ 1:45 AM WERKPHDS COMMUNITY RELATIONS
OLD STATIONS - TOTAL 51
FARE CCLLECITON - CHANGE BOUIHS
AND QUARTER COIN MALJINES
BUSES ~ ABOUT 1207 VEHICLES
NEW YORE. CITY 4-BUROUGH SYSTEM OF 230 ROUTE ROBBERY DEDICATED, IN-HUGSE, SWORN FLEXIBLE DRPLOYMENT IN
TRANSEY ATHORITY MILES - LARGEST IN UNITED STATES PURSE~-SNATCHING POLICE STATIONS AND GARS
{RYCTA) AROUND THE CLOCK SERVICE | FARE EVASION APPROXIMATELY 2070 EPLAINCLOTHES
MOSTLY OLD STATIORS - TOTAL 461 VANDALLSK OFFICERS STAKKOUTS
SUBNAY /SLEVLTED FARE CULLECTION - TOKENS SOLD BY GITY POLICT HAND:. HUSKS DRCOYS
BGS STAYION ATTERDARYS-~TOKEN LIALSON WITH PROSECUTORS

OPERATED TUBNSTILES
BUERS - 4,256 VEHICLES

TARGEY MAPNENING (BULLET-
PROCE anCLOGURES AND
SECURLITY SHEELD3)
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TABLE ¥ (CONTTNUED)

OVERVIEW OF TRANSIT SYSTRMS AKD POLICING

HETROPOLITAN AREA
TRANGYIT AUTHORITY
(WHATA)

24 STATICNS CURRENTLY OPERATING

DOUNTOWH

LINITED SJMVICE: 6 AM TO R P4
WERKDAYS

EXACT PARE AND STATION ATTERDAMTS

DPAREING LOTS

BUSHS ~ LARGE INNER CITY/SUSURBAN
STSTM

%030 YERICLES

CRTME KEPORTED 50
FAR

POLICE PLUS SPECIAL
POLICE: ABOUT 100 SWOBN
POLICE ARD 67 SFECIAL
POLYICE

1OCAL POLICE DEPARTMENTS
RAMDLE BUSES

— SYSTEN CRINE POLICE ANTI-CRIME
: CBARACTERISTICS PROBLYHS CEBARACTERYSTICS STRATEGIES
SOUTHEASTERN PRINARJLY INKZR-GITY ROBRERY VAILADELPY{A POLICE DEPART- YIXED POSTS, MOSILR MGOT
PENRSYLVANIA SUBWAY - 24.1 HMILES LARCERY WINT DEDICATED TRANSIT PATROLS AND RIDING PUSTS
TRARGPORTATTON 2150 BUSES VANDALESH URIT - SUMAY STAKBOUT, DECOY MMp PLAIN-
AUTHRORITY (SKPTA) AROUMD THE CLOCK SERVICE ROVDYISH 160 OFFICERS (FLUS 50 DOCS) CLOTHRS TACTICS ON AN
OLD SUREAY STATIONS - TOTAL 50 INTERNAL SECUKTAY TRANSIT COMPANY SKCURETY "AS YIE STTUATION LICTATRS"
SURUAY/ELEVATED SUSWAY ATYRADRD BY CASHIRY. DEPARTMENT - 22 MW BASIS
s BUSKS ~ RXACT PARR/SCRIP INTHRNAL AND PROPERTY HONLTORING (BY TRANSTY
SECURITY COMPANY SECURRTY
CYTY POLICE DEPARTMENT DEPARTHENT)
DISTRICT PATROUMEN HANDLE
BUSES
WASHINGTON SUBMAY ~ UKDER CONSTRUCTION SUBMAY -~ VERY ITILE DEDICATED, IM-HOUSE SWORN FIXED AND MOBILE PATROLS

OX TRATRS, IM STATIORS,
FARKIAG 1075 AND COMSTRUC-
TIOK AREAS
DEPLOYMERT BASED ON TRANSIT
CR.MT DATA AND CRTME DATA
OF ARFPAS SURRGUNDING STATIONS
PLATHCLOTHES USED 1k NECES3ARY

MASS TRANSIT
APMINISTRATION OF
HERYLAMD (MTA)
ALTIMORE)

s

¥ UM SIZE 1021 VEHICLES

FREKARILY INNER CITY - SOME
SUBURBAR

AZOUND THE CLOCK SEEVICR

EXACT FARE

PARKIRG LOTS

ASSAULT

ROABERY
POCKET-PICKING
VARDALISH
DISCRUERLY CONDUCT

MTA SECURITY FORCE
SWORR POLICE
36 MR8

CITY AWD COUNTY POLICE
DEFARTMERTS FOR BALTIMORE
AND AKR ARUNDEL COUXTIES
ARD MARYLAND STATE POLICE
O AN AS WEEDED BASIS

GENERAL PATRDL OF RUSES IN
URIRONM

STAKEDUTS - PLALNCLOTHES

FATROL BY CARS

OFFICERS ASSIGNED DAILY TO
KIDE SCHOOL TRIPPERS

LIATISON WITH LOCAL POLICE
AXD 3CHOUL AUTRORITIES

WISES BQUIPPED WITH SILENT
ALARMS AND J-HAY RATIOS
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TABLE £ {CONTINGED)

OVERVIEW OF TRARSIT SYSTEMS ARD POLICING

SYSTEM SYSTEM CRIMZ POLICE ARDL-CRIME
CBARMCTERISTICS PROBLIMS CHARACTERTSTICS STRATEGIES
PORT AUTHORITY BIGH~SPRED RAPID Hali RUBBERY DECICATED, YN-HOUSE SWORN FLAXIBLE DEPLOYMENT
TRANE--HUDSON SUBURBAN COMMULAR  "HE ASSAULY POLICE (i CARS, OM ¥OUT, OM

CORPORATION (PATH)

SGBWAY /SURFACE
SEPARATE CRADE

SHALL = 13.9 MILES: 13 STATIONS

ARCUND THE CLOCK SERVIZE

HIXTURE OF OLD AND WNEW STATIONS

AUTVMAYIC FAREZ COLLECYION--COIN
CPERATED TURNSTILES

THEFT OF COIN CHANGE
HACRIKES

MINOR JUVERILE

OFFENSES /VARDALISH

53 PATROL OYPICKRS
11 SUPRRVISORY OFFICERS
4 DETECTIVES
{PAXT OF A LARGE ¥ORT
AUTHORITY POLICE FORCE
WITH 1200 KEW)

TRAIAN)

COMMUNITY BDUCATION
PROCEARS

CLOSED-CIRCULT TRIEVISIOR

FORT AUTHORIZY
TRANSLZ CORPORATION
OF PEANSYLVANIA
AND NEW JENSEY,
(PATCO)

HIGH-SPRED, SEMI-AUTOMATIC RAPID
BAXL

SUNUREAN COMMUYRER LIME

SMALL ~ 14.5 KILES; 13 STATIONS

ARCUMD THE CLOCK SERVICR

HWIXIURE OF OLD AMD NEW STATIONS

THEFY OF AND LARCENY
FROM CARS

FARE EVASIOR
VANDALTSM

DRDICATED, IN-HOUSR SWORK
POLICE
Z1 MER PLUS & DOGS

FLEXIZLE DEPLOYNENT (IN
CARS, ON ¥OOT, OB TRAINS)

Sy \KROUIS

COWMIMETY RELATIONS

CLOSEG-CIRCUIT THLEVISION

SUBWAY/ELEVATED ACDOMATED FARE COLLECTION-~CATES
OPERATED BY HACNETIC CARD
PAREING LOT3
SAN FRANCISCO HIGH-SPKRD, SPML-AUT(MATIC RAPID THEFL 9F AND LARCENY DEDICATED, IN-HOUSL SWORN 7 FLEZISLE DEFLUTHENT WITHIN

BAY AREA RAPID
TRAKSIT DISTRICT
(RART)

SUBNAY/ELEVITRD

BALL
SUBURBAN COMMUTER LIWE
LARGE ~ 77 MILES

MEW STATIOMS - NIXTURK OF MRCHI~
TECTURAL DESICMS - T0TAL 34

AUTOMATED FARE COLLBCTION
«~GATRS OFPXRATED BY MAGNRTIC
CARD

PAREING LOTS

FROK CARS
FARE EVASION/TICKa
ERAVD

VANDALY SM
INTEREAL, THEFT

POLICE
77 SWORN PEACE OPFICKES
PLUS 19 CIVILIANS

ZONES (IR CiRS, ON
TRAINS)
BASKD ON PIR MA?S
STAKETLS
SATURATION ~ MIXTURK OF
PLATNCLOTHES AMND UNY-
FORMRD OFFICERS
COMMUNITY RELATIONS
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TABLE I  (coNCLUDYD)

OVERVIEW OF TRANSIT SYSIENS A0 POLICING

5YSTRM SYSTEM CRIME POLICR ANTI-CRIME
CHARACTERISTICS PROBLINS CHARACTERISIICS SIRATEGIES
METRGPOLITAN MEDLUM SIZE -~ 735 VEHILLES ROSBEKY TR-HOUSY SECURLTY UNIT - LIAISON FMOGRAMS WITH COMMUNITY,
ATLANTA RAPID ARCIND THE CLOCK SERVICZ VANDALISM 5 MEX SCHOOLS, vOURT, TRESS, AlD
TRANSIT AUTHORITY PRIMARILY INNBR CITY, Simb ASSAULY POLICE
(BARTA) SUBURBAN AGGRESSIVE PROSTCUTION
SPRCIAL SCHOCT, TRIPPERS REVARDS FOR IDENT.TICATIZN OF
ws EXACT FARY CRIMIRALS
PARKING LTS INTER-PERSOMAL BELATIONS
COURSE FOR DIIVERS
ALARNS, 2-RAY RADIOS, ENACT FARE
COMTBACTING WYIH OMIEIDE SZCURLTY
FIRy
HYRING OFF-DUTY POLICE
SAN ¥RANGISCO HEDIUM S¥ZE - 1074 VEHICLES ROBBERY LAN FRANC1SCO POLICE TARCRT PRUNLIM ROUTES
MUNICIPAL AROUND TAE CLOCK SERVICE ASSAULT DEVARTHENT TRANSIT FORCE RIDE BUSES -~ PLALNCLOTHES
RALIWAY (MUNI) INWER-CITY LINES POCKEY-PICKING 3 OFFICYRS TRALL BUSES ON MOTORCYCLES
USED BY STUDEHIS TC GO 70 PURSE~SNATCHING IR-HOUSE SECURITY SERVICES SUPERVISE CETS PROGRAM
By AN} FROM SCHOOL VANDALISM SECTION PARTICIPANYS (WHO ARE TRAINED
£XACT FARE 11 MER FOR SECURITY OF AS TRANGIT SBCURITY PERSONNEL)
FROPERTY AND LIAISON WiTH
POLICE, SUHOOLS, AND COURTS
SOUTHERR CALIFORNIA LAKGE ~ 2,243 VEHICLES ALSAULT IH-HOUSE SECURITY DECARTMENT | LIAISON WITH POLICE, SCHOCLS ARD
RAPID TRARSIT AROUHD THE CLOCK SERVICE RGBBERY 46 MEN - COBWNITY
VISIRICT (SCRTD) INNER CITY AND SUBURBAN VANDALISM PROTECT PROPERYY AND OPERATION TEAMWORK -

BlS

EXACT FARE
PARKING LOTS

URUNE A¥D DISORDERLY

CONDUCT

PATROL BUSKS

MOVIE STARRING L. A. RikS

SHOWN TO SCHOOYL STUDENTS
DRIVER-PASSENGER RELATIONS PROGRAM
MARKER LIGHTS, MUMBER® PALRTEL ON

ROOPS, Z-WAY RADIOS, SILANT ALANMS
POLICE DEPARINENT RIDE-ALONG PROGRAM

NOTE: CRIME PROBLEMS LISTED ARK:

ANTI~CRIME STRATECIES LISTRD ARE:

CRIME DATA FURNISHED BY TRANSIT PROFERTIES AND/OR LOCAL FOLICE DEPARTHENTS.

THOSE STATED BY AGENCY REPRASENTATIVES DURING IMNTRRVIEWS.

(1) THOSE STATED BY AGEMCY REPRESENTATIVES DURING INTERVIEWS, AND (2} THOSE DEDUCED FROM EXAMINATION OF TRANSIT-RELATED

IT IS POSSIBLE THAT OTHER IMPORI/NL ACTIVITIES IN

RELATION TO RESOURCE ALLOCATION (4% TESMS OF MAM-HOUNS, FOR EXAMPLE} WYRE MOT MENTI(MED.




Currently there are a number of policing strategies employed to
counter bus-related crime:

e Targeting problem lines via analysis of crime data;
-# Police, both in plaincilothes and uniform, riding buses;

o Police *railing buses on motorcycles or in marked or
unmarked cars;

e Liaison with schools, communliies, courts and local
police;

® Courses on inter-personal relations for d:-lvers; and
o Hiring off-duty policemen to occasionally ride buses.

Additionaliv, many transit companies have ur are in the procees
of equippirg thelr buses with electronilc devices such as two-wuy
rvadios and silent alarms. These are crime conirol measurss gn: are
adjunctas to policing strategies, They are intended to aid in pro-
tecsion of drivers and passengers and deterrence und apprehenaion of
criminals by providing a means of rapid commwmicatioms te police.
Silent alarme and two~-way radics are not, however, policing srrate~
glas per se. Therefore, they are noi further explored in this
section.

Each volice unit uses sgveral stratogzies simultaneously to
counter bus-related crime. The nature of the strategles is, at least
in part, celated to the tyne of police unit, l.e., whether the unit
is comprised of swoin or ucn-sworn personnel. Raltimore (MTA) and
San Francisco (MURI) are examples of units consisting of sworn per-
gonnel. The Baltimore unit operates under the jurisdicti-n of the
traansit compsny, whereas the San Francisco unit is part of the city
police jepartment. Both unite tend te rely on traditicnal police
mzasures such as targeting problem routee, posting uniformed and
plainclothes patrole cu busee, and following buses in cars or on
motorcycles. Atlanta (MARTA) and Los Angeles (SCRID), on the other
hand, are examples of unitz comprised of non-sworn personnel oper-
ating as dapartments within the transit company. Of siynificance,
these two depaxtments refer to themselves as security units. Both
suphasize non-patrol oriented activities; for example, liuisons with
the police, community and courts, and designing and presenting on-
thu-job training coursss for drivars dealing with inter-personal
velations. Patroiling buses is performed cither by local pelice on
an ss-needad basis or by off-duty police hired intermittently when
serious problems arise.




It ghould further be novted that police/security units opevating
under the jurisdiciion of cransit cowmpanies have, in addition to
passenger and driver security, other primary responsibilitles. In
esch case sxamined, the units allocate considerable resources to
protect company properties such as garage facilities, bua depots,
and other corporaice property. Several of the departments also agsign
men to monitor various phases of revenue collection.

The type of crime aud its related characteristics also influence
the selection of policing or other forme of anti-crime strategies.
Vandalism is usually associated with teenagers riding buses tc and
from school and is somewhst restricted in terms of time of occurrence
and routes. The typical response across syatems is to institute
non~policing measures such as school trippers to further isclate the
problem, maintain liaison with school s5fficials, and present programs
to students describing transit opezations aud the benefits the
system provides to the community.

Rebbery of passengers is considered a serious problem in
Baltimore, San Francisco, and Los Angeles. The typical robbery is
carried out in a mstter of a minute or uwo and most offenders quickly
exit the bus to escape on foot. Of the three transit properties, only
Baltimore maintaine an iaternal poiice unit consieting of sworn pezx-
gonnel, San Francisco and Los Angeles maintain security departments
comprised of non-sworn personnel. 7o counter passenger robbery,
Baltimore relies on random patrel with transit officers riding buses.
Sar Francigco and Los Angeles, on the other hard, request assistance
from local poiice.

These cases are act inteaded to show that all bus systems face
the same problems or that they implement similar counter measures.
San Prancisco (MUNI), for exsmple, is the only bus system vigited
where purse siatching and pschet-picking are deemed mejor crime prob-
leme, Siwmilarly, in response to assault, Los Angeies (SCRID) relies
on lialison with city poiice while Atlante (MARTA) emphasizes sn
inter-personal relations course for drivers and hiring olff-duty
police to ride problem-route buses on an as-needed busis.

B. Subway/Flevated Lines

Subway/elevated lines operate on grade-separated right-cf-ways
and fixed routes. Schaduling is geared toward passenger density
with tha number of vehicles irc each trainm and the headwsy changing
throughout the day, being highest during rush hours and lowest during
the late night/early morning hours. In addition to the wvenicles,
tie subway system Includes the stations. Characteristics of statiozs
such as the type of platform (isiand or sidewall), location of foken/

gy oy




ticket hooth, lLight level, v'sual obstructions, and access pointe
differ from one system to th- next aud are genmerally related to the
age of the statioms.

In order to control subway-related crime, transit police units
utiiized a number of strategles, Rasic among these anti-crime stra-
tegles are:

e Fioxible patrol utilizing fixed posts and riding posts
with officers deployed\hatn in uniform and plainclothes;

e Saturation of specific areas with officers both in uniform
and plalnclothes;

@ Decoys and stakeouts; and

o Community relations including lialson with neighborhood
groups, schools, courts and transit companies.

Several transit properities, in addit’sn, have or are currently
installing closed-circuit television (CCTV) as a means to monitor
activities in station areas, Like silent alarms and fwo~way vadics
installed on buses, CCIV is a crime control measure and an adjunct
to manned patrol, Its constant surveillance capabilities are
intended to deter potential offenders, aid police In detecting crimes
and apprehending criminels, snd provide patrons with a sense of
security. However, CCTV has uot, as yet, been well integrated into
police day~to-day operations; the camerss are monitored by tranai:
operations persomnc]

To deter criue on subway/zlevated lines and protect passcngers,
transit police units usualily er.loy several strategles concurrently.
With minor exceptions, strategies used to police subway/elevated
lines emphasize the stundard range of patrol-tyye operationa suck
as fized and mobile posts, stakeouts and decoys.

Rapid rail systems are always policed Ly units consicting of
sworn officers. In twe inatancee--Chicage (CTA) and Philadelphia
(SEPTA)~-the units are part of the city police department, while
other systems are policed bty units under *he management control of
the transit authorities. While this difference mzy impact on effec~
tiveness (via persomncl selection and assignments, areas of raspon~
sibility cuiside the transit system, and juriscicricnal limitationsj,
it seems to have very little bearing on strataegy selaction, Orher
factors such as the size of the traneit pclice force relative to
the number of stations and passenger <oute miles may have greater
impact on the deployment of manpower and the selection of strategies.
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Additionally, decisions concerning selection of strategles take
into account crime-relatad charactevistics., Fare evasion, a cyime
carried out in a matter of seconds and hundreds of times each day,
offers an interesting example. 3Zurveillance by uniform>™? patrolmen,
who have many other areas to covex besides fave gates, has a deter-
rent effect but only when an officer iz visible. Apprekensions ava
minimal. Several transit police uniiz in New York City, Philadelphia/
New Jersey and Cakland/San Trancisco (NYCUTA, PATCC, and BART) target
aspecific fare ocilection areas with plainclothes stakeout teamsa.
Transi: police chiefs indicaste that this tactic increases apprehen~
sions and, when cowbined with aggressive prosecution, increases
deterrence

Robbery, unlike fare evasion, is not limited to a wall defined
area and may ncgzur at any place in the system; although it is more
likely te take place or siatioen platforms than on tralns. 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-
fi. lecations; using plainclothes personmel in stakeout or decov

operations.

Variables such as the crime level in the neighbnrviwods surround-
ing subway stations and the transit companv':z operating policies
frequently impaci on the selection of policing strategies. For
exanple, around the clock. fiied patrol poata are established only
in stations lecated in high crime nelghborhoods. Similarly, e
company declalon to install CCTV in a number cf subway stations may
iziluvence a twansit police chief to redeploy his mea, concentrating
oo stations not covered by electronic surveillance,

Once again, thes: oxamples are not intended to show that all
rapid raill transic systems face the sams problems or institute simlilar
enti-crime measures, Differences, in some instances barely perceptible
end cthers very riticeable, do exist and influence policing responses.
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CHAPTER 4., AWALYTICAL FRAMEWORK

A general framwework icr analyzing transit crime and policiag
response iz deplcted diagramatizally in Figure L. The framewerk
consiets of thrze major elements that are assumed to be related to
each other causally as well as through feedback loops.

The first clement consists of what may be termed as “inputs" into
transit policing and consists of the general transit environment and
the current transit crime situatioen. The transit environment factors
are ghown to impact on the sercent crime situation. Both the ctranalt
environment and the current cripe situatlon are expected to influence
policing ~pev.cions which is the second major element (l.e., the
process element). The third clement in the framework comprises out-
comzs essumed to be the result of poli~ing operations: crime veduc—
rion and other benefits such as increasog in rider perceptions of
gecurity, in rider volume and in transit r2venuea. One oufcome,
crime reduction, is shown as influencing the other nutcomes. These
outcomes, in turn, modify future transit crime characteristics, rider
chairacteristics, and rider volume in a continual cyele. Crime reduc-
tion as an cutcome will likely cause changes in the crime situatior
cgnfrahting a mass transit system, although therz will be a time
lag. 3imilarly, rider perceptions of security, rider volumz and
transit revenues will introduce changes Into the tyonsit environment.
The basic assumptions are that each cof the major zlemengs and the
various factors are interrslated, in terms of influence, in a manner
depicted by the direcil : of the arrows in Figure 1. More detalled
explanations of these a. umptions are presented next.

A. Genaral Transit Environment

For the rurpose of this study, the transit system environment is
defined by: syatem characteristics, ridership characteristics and
crime in the areas suctrounding the gystem. There is evidence that
the tranglt epvironment Influancnn vhury, when, and under what clrcum-
stances trzuneit-reiated crimes are committed, the preponderance of
crime types and the kinds of opporwunities erime perpetrators act
upon, as well as the types of individuais most likely to be victims
and offenders, although the precise relationships are not known. I
is believed that the mass transit environmenr operates in a limiting
zg well as enhancing manner with regard to crime and policing activi-
ties. Among other things, this means that a number of crimes, e.g.,
burglary and assault within a family, which are conmonplace outside
the boundsries of the traneit system, are much less likely to be
comnitted within the aystem. Conversely, certain crimes such as
pocket-picking and purse-gnatching might be more prevalent on a mzse
traneit system than on the streete hecause of & greater upporcunity
created by large crowds during rush hours. The relatively ciosed
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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 and operational features of the transit system. Among the
major characteristics which have been shown or are assumed to influence
both crime and policing operations are: mode of tramsportation (bus,
subway, elevated rail line, etc.); station characteristics; method of
fare collection; hours of operation; and attended or unattended stations.

2. Characteristics of the Riders. A significant part of tne
transit environment is the characteristics of those who ride the
system. There are two classes of rider characteristics:

& Demographic and socio-economic characteristics of
individuals which may be related to crime (as
of fenders and/or victime); and

® Variables dealing with individuals as groups of riders
which may be relzted to the level and type of crimes
found in 2 eystem as well as the risk of victimization
and the perception of security; these include: frequency
of uge of the system, length of trips, purpose of tripz,
captive vs. non~captive riders, and riding alone or
together with others.

3. Surrounding Reighborhood Crime. Urban mass transit facili-
ties such as stations, street-corner stops, and segments of bus and
subway/elevated line routes are part of thelr surrounding neighbor-
hood. As such, tregnsit system components are expected to mirror the
crime problems evideut in the immediate community.

B. Urban Mass Trangit Policing Operations

All transit police unlis operate on a common principle: control-
ling crime via deterrence, prevention and apprehension., While the
selection of strategies and allocation of resources are, in part,
determined by organizational factors, the transit environment aliso
plays a key role. Being a relatively cles:d system, the transit
enviroament enhances the effectliveness of some activities and limits
others.

1. OQuganizational Factors and Resource Allocaticn. A number of
factors such as organizational affiliation (transit company or lccal
police department), type of department (sworn or non-sworn personnel),
size of force {number cf men, rank, organizaticnsl structure), posi-
tion in the pavent organization (hierarcty and lines of communication)
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and a.-as of responsibility {(company property, passengers, revenue)
miy inf.wnce the operations and effectiveness of tramsit police
units,

2. Basi. Assumptions. There are certain fundamental assump-
tions underlylyg transit police attempts to counter criminal activity.
Specific prl.ce activiries such as uniformed patrol, specialized plain-
clothes urits, and decoys are all directed toward controlling crime
through t1e pr)ceases of deterrence, prevention and apprehension
(Figure 2).

It is als? ussumed that transit policing activitles will, in the
long-run, affx:t ridership perceptions of security, ridership volw
and revenue, Act.vities aimed at heightening police vigipility su.. .
as £ixed posts, sa uration patrol, or reduclng response time are
agsumed to have detarrent effects diecouraging criminal activity.
Prevention measures :'ich as security checks of facllities, physical
barriers, improved 1i;hting and exact fare are intended to decrease
the opportunity for crime. By making the environment less conducive
te eriminal activities, some preventive activities have a deterrent
rifece by o ug crime more difficuly to carry cut succeesfully.ls
Other preventive activities include community relations and school
programs aimed at limliting 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
i2 in progress or while a suspect 18 fleeing from the crime scene,
victimlzing a decoy officer, or subsequently caught through investi-
gations. It is also conceivable that potential criminals, when aware
of intensified apprehension-oriented police activities such as stake-
oute, decoys, and plainclothes patrols, will be deterred from commit-
ting crimes, The three process assumptions disc.'sed 2%huve may act
independently or in combination with one another.

3. Effects of the Transgit System cn Policing. Although transit
system policing is basad on the same basic assumptions as almost
any type of policing (deterrence, prevention and appreheneion) and
ampioys similar activities to produce vwisibility, surveillance, fastc
rasponse and investigation, the transit system does have featuras which
differ from the environment in which genersl pclicing cccurs, For
axample, entrances and exits to snd from the system are limited (eape-
cially in rapid rail systems) as are those into and out of the rolling
stock, Transit vehicles ara closed off during movement and most

*3gehnell, T. H., D. H. Overly, S. Scheck, and L. L. Stabile, Natiomal
Evaluation Program Phase I Summary Report, Traditional Preventive
Patrol, National Tnstitute of Law Fnforcemsnt and Criminal Juatice,
Taw Znforcement Aspistaace Administration, June 1974.
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crises, Jhether on moving vehicles or in station areas, take piace
within possible public view. On the other hand, the rapid flow of
many paople into and out of the system and the limited jurisdiction
of some transit police may be detrimental to deterrence and apprehen-
sion.

C. Outcomes of Transit Policing Activities

Increased prevention, apprehension, and deterrence of crimes
are eoxpected to produce certain ourcomes within the context of the
urban mase transit enviromment. As displayed in Figuves 1 and 2,
the major outcome objectives ave:

¢ to control and/or reduce crime;

o to increase riders' pzrcepticns of security;
® to iacrease ridership volume; and

» to increase traneit revenue.

These objectives are interrelatsd. Changes in crime levels
impact on riders' perceptions of security within the tramsit system.
Changes in puvception of security, in turn, should lead to changes
in ridership volume and transit revenues. Additionally, changes in
¢crime levels (e.g., vendalism, fare evasion, and employee thefi) may
impact directly on revenues without affecting either public percep-
tion or ridership volume.

D, Plaaning and Evaluation Issues

Several types of issues, or guestions, can arise in examining
trangit crime and planning and evaluating ccuntermeasures. The
criminal justice decislon-makers need to know the magnitude of the
wass transit crime problem .n tue light of other problems couneting
for attentior in order to cetermine an equitable allocation of iar~zas-
ingly scarce public resources. The managers and police/security
officials concerned with the day-to-day provision of transit ser-
vices are interested in the near-term as well as longer range effects
of crime on operations, cost of service, and revenuwe. They need
information on changes in transit crime patterns and on the compars-—
tive effectiveness of different policing/security options either in
response ) a particular crime situation or to achiev: some general
objectives of improving the security of passengers and the transit
Sysiem.
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Analysis o these concerns in light of mags transit system
operations and ags transit crime gilves rise to a serles of lssue-
oriented questions whose answers can provide the basis for deter~
mining which strategies are most effective and under what conditions
they should be employed:

@ What is the nature and ext.nt of transit crime?

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

e What are the relationships between various policing
strategles and transit crime?

e What is the impact of mechanical and clectronic
gsecurity and communication devices on the effec~
tiveness of transit wolicing?

o How effective are the different types of policing units?

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

Chapter V assess existing information, culled from the litera-
ture and gathered during site visits, bearing on each of the
issue areas. Transit policing activities are examined in terms ci
their effectiveness in achleving primary objectives. The assessment
also identifies data- and methodclogical-related problems and delip-
e2tes importani gaps in current knowlzdge.
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CHAPTER 5. AN ASSESSMENT OF URBAN MASS TRANSIT SYSIPMS POLICINC

Present knowledge about transit crime and po.ilcing responses
are brought inte focus in this section in a question-answer form.
Two genexral types of questions are included. The first type is of a
descriptive nature concerning "What is happening?,” "Who iz involved?,"
and “What is being done?,” in respect to transit crime. The second
type consists of evaluative questions such as "Is transit crime con-
sidered a serious problew?,"” "What factors aspear to influence transit
crime and policing responses?," and "How effisctive are the various
strategiea?” As each question is discussed, the reliability of
information used in developing the aunswers and importan* gaps in
knowledge are noted.

A, Nature and Extent of Tr-nsit Crime

1. Where is Transit Crire of Fiificient Magnitude to be Con-
sidered & Serious Criminal Justice System Problem? Information
gathered from several sources indicate that transit crime is -~oncen-~
trated in the nation's large citire., Crime data for 1968-1971 col- 16
lected from 37 United States transii systems by Thrasher and Schnell
show that cities with populations exceeding one miilion a:count for
approximately 86 percent of the reported transit-related crime against
raevenue passengers, while less than one percent is as. ciated with
cities having pooulationg under 250,000,

Representatives of two maejor transit companies that manage about
30 bus tvansit systems (Nationul City Management Compauy and ATE
Management and Serviceu Company, Inc.) stated wia telephone intovvicws
thet transit crime was fndeed a problem confined o major metropolitan
areas {locsely definad as cities 'vith populations greater that
250,000), Members of the American Public Tran=it Association Com-
mittee on Transit Securicy generally cone.ved in this assessment.

In answer to MITRE inquiries, crimin:.l justice state planning
agencles, vagional offices of the Law Enlorcement Assistance Adminis-
tration (LEAA), and regional offices of the Urban Mass Transportat’ion
Administration fuxther confirm this observation., Accordivg to the
responses, transit crime ig a serious problem thus far limited to major
matropolitan areas. Areas without major population centers (cities

16Thrasher, Edward J. and John B. Schnell, "Scope of Crime and

Vandalism on Urban Transit Systems,” Crime and Vandalism in Pubiic
Transporisation, Transportation Research Board, No. 487, 1974,

L]
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with leass than 250,000 persons) report that transit-related crime is
& minor problem and rvelatively non-existent in many sparsely popu~
iated reglons,

Fairiy Constant? The most recent dita available are crime statiatics
gathered during visits to transit properties. The data are not con=
ducive to aggregation and/or generalization across systems, There~
fore, assessments of crime levels and associated tronds amust be
systen specific and comparisons between systems must be made cau-
tiously.

2. Are Trangit Crime Levels Ircreasing, Decreasing or Remaining

For two rapid rail gystems: BART (Oakland) and SEPTA (Philadelphia),
and three bus systems: MTA (Baltimore), MiRTA (Atlanta), and SCRID
(Los Angeles), crime data are available for 1973 through 1975, Thers
are distinct differences among systems. For example, SEPTA exhibits
a steady increase totalling 34 percent over the three years, mostly
due to a substantlal rise in rveported larcenies. MARTA, on the other
hand, shows a continual, across-the~board decreare in transit crime
of approximately 30 percent., The three remaining systems exhibit
overall incresses in crime vanging from 14.3 percent for SCRID to
48.5 percent for BART., However, there were yeav-to-year fluctua=-
tions with crime levels risirg une year and dropping the next (BART
and MTA) or vice versza (SCRID).

Crime data for 1969-1971 gathered by Thrasher and Schne!® via
interviews and mail questimmnaires for 37 transit propexties = the
United States suggest several overall trands.l? For transit L /stens
included in their survey, viclent crime againgt vevenue passeng=vs
uecreased by about 23 percent, but non-viclent crime rcse sharpi:--
by approximately 50 percent, resulting in a net increase of total
crime against passengers by about 40 percent.

In at least two cities, San Francisco and Detrolt, the iransit
crime problem recently reached suffliciontly alarming levels, forcing
city officials to implemant f£orceful countermeasures. The mayor in
San Francisco "promised action tc protect riders of city buses and
trolieys who have beean subjacted in broad daylizht to random attacks
and robberies by youths." The Mayor's plan involved aseigning 55
patrol teams to ride buses and trolleys during¢ the high crime hours

Y yhrasher, Bdward J. and Johs B. Schnell, "Scope of Crime and
Yandalisem on Urban Tranait Systems," Crime and Vandaliem in Public

Transportation.
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of 11 pa., to 7 a.m.ls In Detroit, the Police Chief "ordered tha
return tt duty of 48 laid-off policemen to ride shotgun on city
buses” i1 response to rising incidents of purse-snatching, fighting
and general harassment of citizens using public transportation.

. 3. What is the Risk That a Passenger Will Be Victimized? The
number of serious crimes on a rransit system is far less than the
number fourd in the neighborhoods served by the system, but there
are conflicting findings on the comparative risk of victimization
between transit systems and the streets. There is no commonly
accepted method for calculating viectimization risk on rapid tramsit
systems.

A survey by the American Public Transit Assoclation of 37
transit properties in the United States led to the conclusions that
the risk of victimization on transit systems, based on exposure
time where the average trip is aasgmed to be 15 minutes, was approxi-
mately twice that on the streets. A study of the Chicago systen,
using rider population as a basis for measuring risk, came to a
diametrically opposed conclusion, stating that the relative risk of
victimizgfion on the transit sys*em was about one-half that on the
streets. However, in a later publlcation the authors of the Chicago
study state that it may not be mz2s&ningful to “compare tae index used
in the Chicago study (robkeries/r dership) with the FBI crime index,"
since ridership alone does not provide a valid basis for estimating
rigk cn a tisnsit system. They further corcluded that a better mea-
sure 18 ‘robberies per year' (or :rimes per passenger-yeu.c). This
messure 1 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

-

18"3an Francisco Cracks Down on Street Crime,” Washington Pest,
Novamber 25, 1976.

lg“Reinstated Detroit Police Put on Fuses,” Washington Fost,
October 15, 1976.

2OSchnell, John B., et sl., Vandalism and Passenger Security: A

Study of Crime and Vandalism on Urban Mass Transit Systems in the
United States and Ca nda, pp. III-1 to III-36.

213hnllaw. Robert, et al., Improvemsent of Mass Transit Security in
Chicago, pp. 195~200.
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victimization zisk in close agreement with that estimated by the
Amerfcan Public Tranmsit Association and indicate subwavs, at least,
are muth less safe than the streets,2?

The de=bate over the preper denominator for calculating risk of
victimization obscures the larger issue dealing with whether it is
meaningful to compare viciimization risk bhecween transit zystems
and the streeis. It would be more meaningful, especially from the
operational perspective of tramsic officials and police, to be able
to calculate and comparc risk of victimization for different times
and parts of the transit systems.

4 report based on "he Chicago study compares victimization risk
on subwvaya vs. buses and concludes that “rigk on (subway) system is
ten times greater than on the bus syatvx.“23 However, it is important
to note that bus-related crimes tend tc be underreported because
crimes at tus stops are usually included in street crime statistics
and not separately complled as transit crime.

The risk of .. 1+ a victim of serious ~rimes 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 comruter lines (vandalism, pocket~picking,
etc.) are geaerally not as serious as those crime problems usually
agsociated with inner~city rapld rail svstems (robbery, assault, etc.).

Within a given transit system, the risk is uot uniform throughout
the syste: but dependent o socation. A study of the New York subwsey
system iniicaied that "subway robbery tends to be highest in areas
having a iigh surface crime rate."”4 As far as crime on the rapld
transit system is concerned, the Chicago study agreea with the one
done in New York; however, it further sug§ests that the cerrelation
iz conditional on mode of transportation. 5 Bus crime does not seem

zzTransportation Research Institute, Security ¢f Patrons on Urban

Public Transportation Systems, pp. h, 9~12, Appendix I, pp. 51~33.

zgﬂchnaon, Ronald C., "Mass Transit Security in Chicago,” Transportation

Research Forum, 15th Aunnual Meeting, 1974, pp. 227-228.
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Chaiken, Jan et al., The Impact ¢f Po ¢ Activities on Crihe:
Roubberies on the Raw York City Subway .ystem, pp. 44-48. :

stranspcrtatiun Research Inatitute, Security of Patrons on Urban

Public fransportetion Systemz, pp. 12, 335.
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to be corre.ated with robbery levels in surrounaing neighbo:hooda,‘zb
Since zobbery rapresents a small percsntage of total street crime,
it may not be #ndicative of the magnitude cof streset cyimes in a glven
neighbarhaod~2

Transit police officials interviswed during site visits generally
agreed that thore is a corvespondence beiween transit and strect
crime, with routes and stations located in high crim~ neighborhocods
experiencing a higher percentage of transit crime than those situated
in low crime areas., In short, the risk of victimizatrion is not uni-
form thyoughout systems. It i possible to identify high risk routes,
atations or segments of tne various transit systems.

Further, the vulnerability of rapid transit systems to acts of
rerrorism (e.g., bembing and hostage taking) and avson has not
received any attencion in the literature, airthough such acts pose
enormous threats to the safety of large numbers of passengers and to
transit properties. One rapid rail system reported an average of two
bomb threate a month; fortunately they *turned out ito be falge alarms.
In 1976, a fire set on board a subway train causes twe Lo three million
dollare damage in the Toronto system; a similar incildent occurred in
BART, resulting ir $200,000 to $300,000 worth of damage to subway
cars. Preventive and early detection capabilities need to be developed
for subway syscems to guard against arson.

4. What Are the Profiles of Typical Transit-Related Victims,
Offcnders and Crimes? Most of the currently avallable information
detailing victim, offender and environmental characteristics come
from thvee gtudies of urban mass transit systems. The New York?8
and Chicagozg studies look at subway/elevated systems. The former
study focuses on robbery and its attendant chavracteristips, while the
latter examines a cross—-section of criminal activities. The Stanford

265he110¥, Robert, et al., Improvement of Mags Transit Security in

Chicago, pp. 50-56, 83-85.

271p1d., p. 83.

28Chaiken, Jan, e% al., The Impact of Police Activity on Crime:

Robberies on the New York City Subway Systen.

quhellcw; Robert, et al., Improvement of Mass Transit Security in
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Recaarch Instlitute~University ~F Ga)iforniagﬁ study provides most of
the informatiex or bus robber:ics snd azsaults.

The three following sections provide summaries of victim,
offender and crime characteristics,

a. Who Are the Typlcal Viccims? Most serious rapid
transit crimes are pernetrated against single passengers. Rarely
are persons in groups of threa or more victimirzed. Over one-half of
the robberies of bus drivers occur when no paasengers ars o voard.
On buses, the driver is usuzlly the sole farget of .l.: offenders,
(Most of the information soncerning buas systems was nollected heforas
exact fare was introduced nation~wide and, therefore, may uc
longer be accurate.)

Cn vail rapid transit, most robberies are divected agiinst
male passergers. Race varies with sex: approximetely (. pernent of
the male victims arz white, while 67 percent of the female victims
are black. Information detailing age is somewhat less preciase, ind .-
cating that over 60 percent of the victims are between the ages of
21 to 50, A further breskdown shows that bluck, femele victins tend
to be gomewhat younger than their white counterpa::s.

As with robbery, white meles comprise the majoxrity of
battery victims. On the average, however, chey are somewha: voungai
then robuery victims.

Woxen are the victims of shout 75 percent of a broad clu.as
of crimes categorized as "crimes against persons.” a miscellaney of
of fenses including homicide, rape, indecent expcsare, purse-snatching,
etc.

The transit system and its employees form a distinctive
group of targets cf criminal activity. Ewployees handling mmey,
especially fare collectors, are frequeat tavgets of robbery. The
system is the direct victim of various forms of vandaliem and theft
of service.

BOStanford Research Institu.e and the University of California,
Reduction of Robberies and Assaults of Bus Drivers -~ Voluma I:
Sumpary ard Conclusions.
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b. Who Are the f{ypical Offenders? The datz indicate that
the large majority of transit crimes are perpetrated by young, black
males. Other offender characteristics such as modus operandi and
nunber ¢f assoclates tend to vary by type of crime.

For example, the overvhelming majority of bus robbers are
wale (about 95 percent) and black (90 percent). Abont half of the
offendere are hetween 16 and 20 years old and very .+ are over 30.
Typically bus robbers are armed--usually with & gun--and work :injly
sz in pairs. 1In most instances, the offender(s) enters the buu,

e amits the robbery and immediately exits on foot.

Robbers who work the rapid zail systems prey on passengers
a:i token booth attendants. Passenger robbers are generally maie
{3 percent), black (90 percent), comparatively young (averaging
17 years of age with few older than 30), operating ia groups of two
or three, and usually not armed. Token booth robbers also tend to be
male and black, although a grester proportion of token bootk rohbers
are white compsred to passenger robbers. Additionally, toker hwooth
robbere are usually armed, average 22 years in age and operate singly
or in pairs.

Aprraximately half of the transit-related hatteries are
committed by single individuals, but a substantial minovrity are
perpetrated by groups of fonr or more offenders. Ag is the case
with other types of transit-related crime, most offenders are male,
black and young--ov~r 50 percent are less than 21 years old and
%0 pezcent under 31, In most instapnces weapons are not used; vie-
time are 2ither threanened, hit, or kicked. Upon completion of the
erin ., offenders usually escape from the system on foot,

Finallwy, aimost all “crimes against persous" (indecent
exposure, howicide, rape, etc.) are comitted by single irdividuais.
While a signiiicant majority of these offendevs are black, a sizeable
nivority (about 20 percent) are white. Although weapons are raraly
used, tuose sltuatione involving a gun or knife usually result in
gerdong dnjury to the victim.

Duir sy oite interviews, representatives of transit police
units and gacurity degartments indicated that their profiles of
offenders generally matc!:  ~“o descriptions presented in the
literature. In cities sucu 1timore, Philadelphia and San
Francilsco, where public transpo. stion is used by junior and senior
high scheol students for scaool trips, a sizeable proportion of
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transit-related crime is committed by juveniles. Transit polica
chiefs in Boston and Few York emphasized thit & small nuwber of peo-
ple are responaible for mosi of the crime in the subways. According
to the Chief of New York City traneit police, “three hundred to four
hundred people §ie responeible for up to half of the crimes committed
in the subway."

¢. Where and When are Most Transit Crimes Committed? The
data show a positive correlation between the jocation of aurface crime
and transit crime, This is especially the case with sulway lines.
In discussing the New York rapid tvyansit system, the Cavnsgie-Mellon
University Workshop summarized the Rand Study (The Impact of Polica
Activity on Crime: Robberies on the New York Clty Subway System) and
cuncludedsJ4

The geographical locations of subway crimes
are not evenly spread throughout the aystem
but are focused on a8 small number of stations
and the portions of traln routes that run
between those stations. The high-crime loca-~
tions can be essily identified from historical
cata and tend to be where surface crime rates
arve also high.

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

Robberies oceur primarily at night between 6 p.m. and mid~
night when pessenge:r levels drop after the evening rush hour. A& -t
76 percent of the passenger robberles take place on the platfor
and 30 percent inside trains either between stations or as the ains
pull into stations. Passenger robbery is much more frequent during
weekdays. Token booth robbery increases toward the end of the week
and peaks on Sundays.

Incidents of batter: are fairly evenly distributed through-
out the week. About half are committed betwaen 4 p.m. xod 10 p.m.:

31Bird, David, "One-Man Subway Crime Wave," New York Times,

January 21, 1977, p. Al4.

32Transportation Research Institute, Security of Patrous on Urban
Public Traasportation Systems, p. 35.
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the highest frequency occurs during the evening rush hour. As with
traneit robberies, most batteries take place on station platforms.

"Crimes againsi parsons" exhibit a bimodal frequency distri-
bution, peaking during the morning rush hour and again between 3 p.m.
and 10 p.m. A proximately half of these crimes o~ ur on subway
vehicles, usually between stations with the offepie. exiting at the
first stop. The remaining 50 perceni tuue nlace Iin the station--a
majority in the platform area, though a sign.ica 't minority occur in
the atation loboy,

Carrently availatle data detalling victim, offender and
snvironmental characteristics are, at best, somewhat fragmentary and
imprecise. Nevertheless, some profiles and patterns do emerge. In
some cases the profiles are system sprecific and, in others, the
patterne exhibit similarities from one transii system ts the next.
The data suggest that fransit crime victims and offenders closely
repemble their counterparts in the surrounding community.

8., Influence of System Charanteris:ics on the Selection of
Policing Strategles

1. Do _the Operating Chsracteristics of a Mode of Tramsportation
Such a5 Mobility, Headwey and Method of Ffare Collection Impact on the
Selection of & Strategy? The opevational characteristics of 2 transit
system often have a bearing on the sclection of policing strategles.
For exesmple, automaiic fare collection effectively reduces robbexry
and aseault of rapid rail transit token/change booth attendants
because the need for these attendants has been eliminated. However,
sutomatic fare collection systems have produced several unintended
effects: 7are evasion (especially iun unmanned stations) and counter-
feit tickets, tckens or coins. In response, transit police have
instituted various forms of covert surveillance such as stakeouts to
cateh violators. Naw York City Transit Autheriiy Folice Department
currently maintains a 200-man Fare Evasion Unit to deter and apprehend
fare evaders. Turnstiles in target areas are temporarily modified to
deatect sluge and sound an alarm to alert stakeout teams poaitioned
in nearby hiding plneas.33

Similarly, many bu: systems employ exact fare %o counter robbery.
A "survey of fiftesn properties employing the exact fare plan showad
& 98 percent rsduction in the number of robberics experienced by the

3333:¢ndt, John, "Turnstile Justica: Nabbing the Slug-Users,”
New York, ¥ebruary 7, 1977, pp. 39-42.
T
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respondents during the Initial months of oparazion&"aé However,
study findings snow that exact fare does not diminish the probiem of
assaulte on drivers. Some other strategy such ag inter-personal
relations training 18 needed to reduce incidents of assault.

The mobility dimension of Luses combined with the large number of
buscs normally in-service at any given time in major metropolitan
arcas makes continuous police coverage extremely difficult., Conse-
quently, transit poilce targei specific routes for patrolling acti-
vities. Crimes occurring on other routes ore responded to by
district patrols as they ere reportad.

Decisions concerning system operaticns such as changes in headway,
number of vehicles per train, skilpping stopr. and closing stations of
the eatize system for certain houss often in.act on police acrivity.
To 1llustrate, BARYT closes and locks staticns on weekends and midnight
to 6:00 a.m. during weekdays. When the system is operating, BART
police concentrate on both safeguariling sasaengers and property, How-
ever, during down time responsibilities arc limited to property pro-
tectlon, The allocation of manpower clearliy reflects these ghifts in
rasponsibilities. Manpower levels are greatest during weekday busi-
neass and early evening houra but significantly veduced late 2ot night
and on weekends,

A evident, opervating characieristice are one of several groups
of factcers influencing decisions dealing with the deployment of man~
power and the selection of specific transit 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 Selection of a Strategy?
Mzny researchers and transit police officlals feel that the eaviron-
mental characteristics of a transit system have an influence on oppor-
tunitles for crime as well as on police response. Further, crime
prevention features can be built into the architectural design of
trangit sta*lens.

Transit police have beeu able to use many of the architectural
features of newer stations to thelr advantage. In some instances,
station design increases the survelllance capabilities of manned

348tauﬁard Regearch Institute and the University of Calliforxnia,
Redr.:tion of Robberies and Assaults of Sus Drivexs - Volume 13

Summary and Conclusions, p. 14.
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patrol and, in other instences, provides an opportunity to install
and utilize ser rity and communication devices to supplement manned
patrol. For e umple, heightened visibility permits use of CCIV,

which may dete: pctential offenders and increase survelllance capa-
bilities, thereby reducing the need for frequent preventive patrol.

Some systems provide large parking lots for the use of passen-
gers. The design, location and method of operation of these lots
may also impact on the nature and extent of the crime problem and
police responses. Parking lots that are wide~cpen and unattended,
with cars left for 10 to 12 houre, may required pericdic police
survelllance such as stakeoput or undercover activity to control
auto-related crimes.

The environmental characteristics of bus svstems generally are
indist inguishable from the street enviromment. Therefore, it is
reasonshle to assume that policing strategies directed to controlling
street crime are equally applicable to crimes committed at designated
buz stops. In fact, bus stops are normally incorporated iato the
patrol patterns of districi~level police.

c. Relationshiy Between Various Pol ‘cing Strategles and Transit
Crime

l. How Effectlve are the Various Strategies? Police use a num-
ber of patrel activitles and covert tactics Lo couanter crime in
{ransit systems:

e Fixed posts: (assignment of patrol officers te a given
station).

¢« Riding posts: (train patrol).
# Mobile, random patrol: (coverage of multiple stations).
e K-5 teams: (patrolman - dog team).

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

e Decoys: (officeys posing as potential criwme wictiws),
e Stakeouts: (covert surveillance).
Fixed posts, riding posts and wmobile patrol are the must frequently

employed strategies. Only two systems (PATCO and SEPTA) use K-9
tesms, Sacuration patrol, decoys and stakeouts are instiruled 28
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responses to specific problems such as a series of robberies
exhibiting 8 similar pattern or fare evasion.

In the course of normal transit policing operations, several
strategles are employed simultaneously. This makes evaluation of
spacific strategles 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 ol saturation patrol on crimz levels and
citizen perceptions of security in urban mass transit systems. Tixed
posts, riding posts, random patrol and K-9 teams have not been svalua-
ted. Similarly, little research has been directed toward assessing
stakeout and decoy activities. The lack of documented evidence does
not imply that the strategles are ineffective. Several studies on
the effect of transit policing on crime concluded that various
strategies might reduce crime, at least for a short time interval or
within a limited geographic area.

A study of the Chicago ggstem during 1971 and 1972 shows that
visible patrol deters crime. However, the deterrent effect may be
limited to the sreas where the patrels were deployed aince “0Officers
temporarily present in mezzaninz or turnstile areas may be totally
unawarce 9f crimes occurring out of their view on platforms or stalr~
wells."3 This study also observes that rid}gg posts had little
impact on the crime level on problem routes,

The Philadelphia Police Department recelved a one miilicn dollar
grant from The Law Enforcement Assistance Administration in 1973 to
expand ite trar-it unit. The size of the unit was incressed 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 teaws to 50
K-9 teams. Thesgolice department anticipated that the increase in
manpower would:™

¢ reduce the incidence of Part I and Part 1II crimes on the
public transit system;

Beshellew, Robert, et al., Improvement of Mass Transit Security
in Chicago, pp. xxxi, 204-205.

Myy1a,, p. 205.

Bypid., p. 204.

Sgkeagon, Michael V., et al., ¥inal Report, Pubiic Transit Crime

Reduction Program Philadelphis Police Depsrtment.
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® Increase the clearance rates of crimes that do occur; and

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

An evaluasionﬁo of the program showed that the 2rime reduction goal
was not achieved., Part I crimes increased by 5 percent and Part II
crimes by 154 percent for comparable time fram (April through
September 30) during 1973 and 1974, A pre~test ost-test question-
najire of transit users and non-users showed that

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

» more people (a very small increase) said they saw
police while using the sysiem,

The effectiveness of the program in relation to clearance rat~s was
not addressed by the evaluation report. The evaluation has sevaral
gerious methodologlical problems, First, no firm statistical bases
exist upon which to draw comparisons., It is conceivable that some
percentage of crimes are aither unreported or reported to authori-
ties other than the transit unit. Second, the number of crimes
reported during the evailuation period could be an artifact of
increased police presence. In this situwation possible reduction in
the actual number of incidents could have been obfuscated by incresses
in reporting. Third, the method of selecting a sample {("judgment
random”) for the survey part of the study is not sufficiently
explained. Details provided by the text of the Philadelphia study
suggest inherent bilases concerning the representitives of the sample.
Fourth, the statistical analysis is lacomplete. There is no attempt
to control responsges by mode, test levels of assoclation, or deter-
mine 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
viding posts on subway/elevated lines, while ano_her project deployed
uniformed patroimen in marked cars to perfodfcaily stop buses and
ctheck with drivera. 'The Chicago Police Department reported a decrease
in robberies, but due to other demands on police aanpower, both

ao&eagon, Michael V., et al., Final Report, Public YTramsit Crime

Reduction Progrsm Philadelphia Police Department.
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projects were short lived. An asssssment ¢f these projects, as part
of a much larger research effort focusing primarily on ass~aults and
robberies of bus drivers, concluded that police surveillance strata-
gles 2re costly. Furthar; such approachet to detsr transit crime
“ean...probably only be cmidnud practical for short periods of
time in concentrated progrems.”

A study of the New York subway system from the mid-1960's through
the sarly 1970's focused on the impact of police activity--primarily
saturation patrol--on transit-related robberiss. The evaluaztion con-
cinded that saturation patrol of the subway system led to a reduction
in felonies during the times ofzintenaive deployment, slthough the
magnitude was noi establish.d.

Saturation patrol also .:.2as been employed by the Chicago Pclice
Department’s Transit Unit. "Operation Saturation," inaugurated
December 26, 1974, flooded the subway ayatem with police; the net
effect was that arrests during an elght-and~one-half month period
rose from 16,000 to 29,000, robberies declined by 52 percent, and
major crimes were down 26 percent.4

With regard to covert operations, translt police officials
consider stakeout operations effective, especially when implemented
to target specific crimes such as pocket-picking and fare evasion,
Decoy operations alsoc are vredited es being successful., The New York
City Transit Authority Pollice Department reporte that its decoy squad,
implemented during the fall of 1975, "made more than 250 arrests,
mainly for felonies such as asgzaults and robberies," during its first
threa months of operation. According to the Dapartment's Chief,
the decoys have been a significaut factor in the 13 pereccnt decline

QIStanfcrd Research Institute and the University of Caiifornias,
Reduction of Robberies and Assaulte of Bus Drivers--Volume I:
Summary and Conclusions, p. 8, 24~25.

azChaiken, Jan. et al., The Impact of Police Activity on Crime:
Robberies on the New York City Subway System, p. 63.

43F1ann1ng Division, Metropolitan Atlanta Rapid Transit Authority

(MARTA) Proceedinge of the MARTA Security Seminar, October 9~10,
1975, p. 3. Algo see: Porap. Ronald E., "Chicago Police Cut
Crime 52X on Public Train Servicm,? Police Times, May 1975.
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in serious crime in the subways" during 1975.“4 Some transit

police chiefs are quick to point out that this tactic may encoumnter
the legal fasue of entrapment possibly resulting in the dismissal
of charges ageinet Jdefendants by ccurts.

In addition to traditiomal patrol activities, transit vclice
oftean engage in other support activities. These activities are
dirccted primarily towsrd controlling crime through prevantion and
include:

¢ community relations;

¢ liaison with s:hou 8, courts, and local police/
transit autho: ity; and,

8 courses on inter-personal relations for drivers.

in many cases, several support activities are uged concurrently,
frequently in conjunction with patrol oriented activitles. Transit
polics generally believe that support activities ave effective and
help control transit-related crime. Hewever, the various activities
have not been evaluated; hence, very little is known about their
actual impact on transit crime and senurity.

D, Impact of Mechanical and Electronic Secur’cy and Communication
Davices on the Effectiveness of Transit Policing

1. Row Effective Are the Various Mechanical and Electrouic
Security and Communication Devices? Increasingly, transit police
have turned to mechanical and electronic suppori capabilities to
counter crime and improve the effectiveness of manned patrol. Some
devices; for example, hullet~proof token buoth enclosures and protec~
tive shields for bus drivers, seek to prevent crime by hardening the
environment. Other devices such as 2-way radios, silent alarns,
emcrgency telephonea, closed-cirveud: television (CCTV), and heli-
copters are used to ald detection and apprehension by meaus of
surveillance, recording evidence of a crime, or facilitating crime
reporting and police responase., ! zctronic surveillance such as "CTV
&3 wall as alarms may also produce deterrence if potential offe s
are avare of their presence.

aérrelstcr, Joseph B,, "Police uv.coy-Victim Strriegy Tales to

Subways,” New York Times, Jenw ry 7, 1976, p. 48.
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Frequently, thess mechanica: and electronic devices sre used
for purposes unrelated to security. For example, PART uses CCTV
primarily to monitor elevators for the handicapped and only inci~
dently for security. Similarly, PATCO employs CCIV, & public address
system, and direct~line emergency telephone to lend assistanve to
patrons having problems with the automatic fare collection systen as
well as to monitor, deter and apprehend fare avaders. Communication
devices have been installed for a variety of ressons includingy sscurity
agalnst robberies and assaults, Other equally fmportant reasons are
to :answer riders’ questions and to provide a means for passengers to
"obtain emergency assistance in the case of accidents and breakdowns,
Decisions concerning the purchase and implementation of equipment ave
usually made by top management of the operational side of the transit
companies. Reasons unrelated to poliring often are given ss much
weight as potential security-related bemneiits.

n43

Target hardening devices such as protective shields for drivers
and bullet-proof token booth enclosures have not been evaluated in
terms of effoctiveness. Research in this area has only addressed
the relative acceptability of varlous equipment by transit manage-
ment and employees.

Most major bug systeme re equipped with 2-way radios. As a
countermeasure, 2-way radlos seem to impact on general disturbances
uguslly created by groups of teenagers, but have little effect on
rchbery or assault. Bus drivers often are warned by robbers againe:
uging 2~way radios, thereby reducing theilr effectiveness. "As a
crime countermeasure, there is no avaeilable evidence to indicate thsat
fnstallation of 2-way radios has resulted in major reductions of
tobbery or has had siguificant effects on tracing or spprehension
of the offenders.”® Nevertheless, drivers support the use of the
2-way radio by citing ite benefits in reducing feelings of "alone-
ness" and increasing faelings of security.

The use of silent alarms as a security device begau to spread
among bus systems during the early 1970's. Evaluative findings
generally suggest that silent alarms duv not, by themselves, have a
sigaificant impact on tranmsit crime. Most offendzrs escape before
police arrive in response to an alarm. "Of 73 holdups in five cities

45Stanford Research Institute and the University of California,
Reduction of Robberies and Assaults of Bus Drivers - Volume I:
Summary and Conclusiocns, p. 35.

“1p1d., p. 36.
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in which alarms wers <ounded, only three resulted in on-site captures nh?

Purther, about 90 ¢t 5 percent of the alarms are false. This hig.
rate of falge alax: ften discourages police cooperation. In Atlanta,
MARTA officials are attempting to counter the false alarm problem

by implementing & nonverbal call back verification between bus

drivers and the communication ceunter.

Trapsit 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-
trihuted throughout the system, this comuunication link is essential
for coordination and control. It is also expercted that better com-
munication will improve response time. An evaluatien of a demonstra~
tion project conducted in New York during the mid-1Y60's concluded
that "mezgage delay...was reduceu 99 percent co fractions of a
second . However, impact on erime was mucu less clear. A large
increase in pelice coverage of all subway lines may have masked or
distorted any 1mpact.49

Rapid rail systems make extensive use of telephones. They are
placed o trains (in the operator's booth), in station attendants'
bnoths, iu station lobbies and on station platfeorms. Intended to
facilitate communication in emergency situations, telephones usually
are linked directly to transit police or transit communication
centers. While telephones have not heen evaluated in terms of thelr
effectiveness in reducing crime, transit police cite two major prob--
lems with telerhones accessible to the public: (a) vandals ripping
the telephoe out of the walls; and (b) per.uns pusposely taking
th: recelvers off the hook or forgetting to haungup after using the
telephones. Both of these problems impact on potential effective~
ness. As a consequence, telephone systems are now incorporating
anti-vandalism features and automatic iocator and hangup capabiiities,

CCIV i2 the most elaborate electronic security device used to
counter crime in transit systems. Operational in several rapid
rail systems, CCIV 1s currently being installed on an experimental

47St&nford Research Institute and the University of Califcornia,

Reduction of Robberies and Assaulls of Bus Drivers - Volume I:
Summary and Conclusions, p. 23.

A
8Hew York City Traunsit Authority, Two-Way Radio Communiication

Mass Transportation Demonstration Project, p. 3.

aglbid ’ p . 2"'3 ]
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basis on two other subway/eles ited lines. CCYV systems often are
designed to integrate with other security devices such as public
address systems, alarms, telephones and videotaping capabilities.

(The latter may provide valuable evidence ailding investigation leading
to apprehension). To date CCTV has not been evaluated to determine
its impact on transit-related crime.

Other davices designed to augment manned patrol include equip-
plag buses with @ sur-way flashevrs and painting numbers on top of
buses to permlit survelllance by helicopter patrols. Some transit
pelice believe these devices may aid manned patrol to counter transit-
related crime; however, evaluations have not been conducted.

E. Effectiveness of Different Typez of Policing Units

1. Ig There a Need for a Dedlcated Transit Police Unit? Need
mey be defined in terms of the scope of the tramsit crime problems
and the special characteristics of transit systems that differentiate
them from other areas covered by police patrols.

In jurisdictions where transit crime problems are serious and
persistent, a dedicated vait can provide continuous patrol-type
coverage not often affurdgg by non~dedicated units faced with other
crime~related priorities. This is true whether the transit system
1s comprised of buses, subway/elevated lines or both., To what extent
this continuity of service and sole responsibility of patrolling the
gystem lead to wmore effective crime control on transit systems has
not heen evaluated, however.

The advantages of & dedicated unit are further amplified in
coniunction with rapid rail lines. A mumber of system characteristics
such as the following complicate the per rmance of police functions.

e isclation of the system from the rest of the community;

# tush~hour crowding;

Avchur Young and Co., A Report on the R.juirement for Escublisuing
4 Metro Security Program, Washington, D. C., T ember 1772, Alsu
see: Comparative Evaluation of Public Safety . rvices in Selected
Metropolitan Areas with Repid Transit Systems, Department of Public
Safety, Metropoliran Washington Council of Governments, February
1973. Also see: Planning Division, MAKTA, Proceedings oi the
MANTA Security Sewminar.
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® high personal mobility for both offenders and victims;

o hazards associated with high-speed vehicles, tumnnels,
and third rails;

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

o Jdifficulties involved with epforcing the law on systems
that cross political boundaries.

These complications appear to call for speclalization via training
and continuous cn~-the-job experience normally associated with
dedicated units.

2. Should Policing of the System be the Responsibility of the
Transit Company cr the Local Police? A number of factors including
politics, economics, historical precedent and jurisdictional boundaries
oust be taken into consideration when addressing this fssue. The
need for a transit authority police force appears to be greatest when
& traueit gysten serves multiple jurisdictions. An inter-jurisdic-—
ticnal mandate provides continuity between political houndaries,
Further, it may defuse or circumveni potential rivalariles between
neighboring city- or county-level police departments. This is often
of paramouni impurtance, especially where transit sysiems cross major
political boundaries; for example, the Washington Metropolitan Area
Tranait Authority (WMATA) is equivalent to a tri-state system, the
Port Anthority Trans-Hudson {PATH) and the Port Authority Transit
Corporatfon of Pennsylvania and New Jersey (PATCO) are bl-state
systems, ¢he Massachusetts Bay Trensportation Authority (MBTA) pro-
vides service to Boston end 78 surrounding communities and the San
Prascisco Bey Area Rapid Transic District (BART) traverses four
counties iIncluding Alameda (Qak'and) and San Francisco.

Vhen trausit systems operat : witiiin a single Juriadiction, local
police usually prefer to provid: passouger security services. His-
torical precedent and city owne:ship of a large vorticn of the subway/
elevated facilities in Philadelirhia provide the basis for the city
police department to be responsible for policing the Southeastern
Pennsylvania Tran: 't Authority (SEPTA). In San Francisco, the city
police contend tha: rhe most effective and efficient way to controld
crime in the streets and on the transit system is a via a unified
paelice force. They maintain a special tramsit unit to protect
Municipal Railway (MUNI) passengers and are strongly against MUNI
inaugurating and operating an in-house transit police unit consisting
of sworn personnel. The San Francisco police stance also carxries over
to BART facilities. For those BART stations located in San Francisco,
BART and the San Francieco poiice share responsibility for protecting
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patrons and safeguarding property. The BART police handle the area
ingide the entrance/exit fare gatez and the San Francisco polic -
cover the free area as part of thelr routine patrol beat.

The situation is nuck less clear-cut for systems such as the
Chirago Transit Authority (CTA), the Mass Transit Adminlstration—-
Baltimore (MTA), and the Southern Californis Rapid Tianeit District
(SCRTD) serving large metropolitan areas encompasaing several counties.
On the one hand, MTA maiutaine an in~house police unit consisting of
sworn personnel while, on the other hand, tne CTA and SCRTD depend
on city police to contrel crime prollems.

If the city police are vested with the rasponsibility to protsct
the traasit systen, safeguards should dbe ruilt inte the arrangemeats
to insure adequate coverage, During the 1950's, several police
department transit units were understaffed ond given low prinxity,
gaining a nagative reputation as the last astop for malcontents sand
less able personnel. Recent public pressure, resulting frown increased
concern over transit-related crime, has led to gz re-ordering of police
depurtments’ priorities and an upgreding of the transit uuits.

In jurisdictions where the city police operate transit units,
transit companies usuallv maintain parallel liaison units, These
units provide a regular channel for coordination between the police
and transit authority. Often, liaiscon units also arc charged with
saleguarding revemue, protecting company property, providiag assis-
tance in the event of an accident, fire, nr other emergency, sul main-
taining contact with the surrcunding community, schonls, courts, and
media.

F. Impact of Vavious Policing Strategles on Passenger Perceptions
of Security

1. Which Police Strategiles/Security Meassures Increass Passenger
Perceptions of Securitry? There 1s . general belief that selected

police strategies and/or security measures can influence pozitively
the public's perception of security in mass transit systems. Pevhaps
the best methed for determining which astrategies arz meat likely to
bolster passenger confiidence in masa transit avstems is the publiic
attitude survey. The results of surveys treating this subject sug-
gest that wmore pelice patrol of stations and on treins would achieve
the greatest positive impact on passenge: perceptioms of security in
urbau mass transit systems.

One fairly recent survey concluded that the presence of additionsl
police on trains and at stations gave passengers st least "a sense of
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feuling sxfat."51 In ancther survcy,sz looking at peraonal security
on tihs mass transit system in Chicego, more definitive conclusions
appesr to nuve been resched. The survey instrument, containing a list
of eight itsne. rocused on improvements that could bolstar public
confidenca in the sscur. .y of the aystem. Survsy results show that
the most importent factors for achisving the desired improvements in
sacurity lavels woculd be incrsases in the number of police at stations
and on transit vehicle: The next most desired improvemants were
related to the initiativn of & communicutions network and an alarm

system on vehiclas and at staticns,

ftems concerned with improving

the gtation and system lighting, increasing the frequency of t—ains,
improving the neighborhood surrounding the station and increasing
the number of passergers per car received lower rankings.

A third study53 of public attitudes also found that survey
respondents equated a heightened sense of security with sizable
increases in polica patrcls at stations and on trains. The study
further concluded that the central theme underlying passeager percep-
itione of security is the assurance that police assistance can be
obtained »apldly. Most survey respondents believed that the best
hope for iicressing passenger confidence in the level ¢f security
lay in "the deployment of more police (i.cluding ¥-9 patrols) to

the station platforms and on trains
aseistance counld be obtained in any
transit system which could convince
force responds rapidly is likely to
in its aystem,

A fourth 8urvey55 of passenger
traneit provides additional support
security guard received the highes:

or in the knowledge that quick
emergency."sa Thus, any public
its ridership that iis police
increase the level of confidence

choices for improvements in mass
fer these findings. A full-time
mean rating, followed by a

Transportation Research Board, National Research Council, Newsline.

SZFexrnri, Neal D. and Michael F. Trentaceoste, "Personal Security
on Public Traneit," Transportation Research Forum.
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platform-level alarm system, witn the third highest rating being
accorded closad-circuit television monitoring of the platform area.
Passenger density per area was the variable viewed as adding the
least to overall passenger perceptions of security,

In sum, those strategies which appear to most bolaster passenger
confidence in mass transit systems are gizable increases in police
patrol of stations and on vehicles and the implementation of com-~
munication capabilities to ensure rapid response by security or
police personnel when assistance is needed.

2. Do Pagsenger Perceptions Influence Ridership Behavior?
Research exploring tlhe relationship between passenger perceptions and
ridership behavior presen: conflicting conclusions. Studies in
Chicago, Philadelphia, Washington, D. €., and Cleveland indicate that
passenger rildership patterns are influenced by perceptions of personal
security. By contrast, studies in Milwaukee, Baltimore, and Chicago
suggest that passenger rerceptions of security have minimal, if any,
impact on ridership behavior: wunfortunately the findings of these
later three gtudies are undermined by serious methudological flaws.

The Carnegie-Mellon attitude survey of the Chicago system found
"a pervasive lack of public confidence in tramsit gecurity. Further-
more, this perception of insecurity has significantly affected rider~
ship."56 The study reported that a large portion of the riding public
cited the apparent lack of security as a rationale for not using scme
or all of the mass transit system. "ibout one~fifth of those who do
not use transit and 16 percent of rapid-transit-only riders cited ths
lack of security from harassment and crime while riding or walting for
the bus as reasons for not using the bus system."5 Additionally,
25 percent of ron-transit riders and 30 percent of bus-only riders
also cited lack of security as their reasons for not riding the
El-subway systerm.

Other effects noted include behavioral changes where individusals
tended to avoid the transit system altogether during time periods
when crime was perceived as being h’' h, Over 80 percent of all
respondents indicated a reluciance ride the gystem betwzen 6 p.m.
and 6 a.m. and cited personal security as the predominent resson.

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

SBShellow, Rebert, ec al., "Crime in Rapid Transit Srstems: An
Analysis and A Recommended Security and Surveillance System,"
Crime and Vandalism in Public Transportation, p. 3.
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In another study of pausenger perceptions completed for the
Philadelphia system, it was -und that 48 percent (2876 ocut of a
sample of 5904) of the respondents perceived themselves as unsafe
when riding the transit system. Signiflcantly, the unsafe responses
were appreclably higher for non-users than for users of the systen,
thus suggesting thaggpassengex perceptions of securitv influence
ridership behavior.

Similarly, findings from a questionnaire survey of riders of
one bus route in Washington, D. €. lend further support to the
hypothesls that perception of crime and security affects ridership.
Approximately '"30 percent of the respondents sald there are times
when they grefer not to ride the bus for reasons of personal
secufity."“g

An internal study conducted by the Cleveland Transit System
attempted to determine the effect of a homicide at one of the rapid
tranalt stations on ridership ievels. The study concluded that the
muzder had a negative, short~term impact, but that ridership returned
to normal wichin several weaks.

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 tha fol wing tentative conclu-
slons regarding passenger perceptions of security and ridership
behavior:

¢ Trangit crime appears to influence passenger perceptions
and decisicns concerning use of mass transit systems.

e Perceptions seem tc vary with volume of crime in the area
served by the route, availabil'tv of alternative modes of
trangportation and time of day

58 , .
Reagen, Michael V., et al., ¥inal Report, Public Transit Crime
Reduct ion Program Philadelphia Police Department.

59
Thrasher, Edward J. and joha B. Schnell., “Studies of Publie
Attitudes Toward Transit Crime and Vandalism," Crime and Vandalism
in Public Transportation, pp. 28~29.
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s Perceptions of trangit crime are more liksly *o influence
rapid rail than bus riders.

o DNegative perceptions of security are sometimes greater for
individuale whe do net or infrequently use the system;
however, all ridera' concern for security intengify whan
they personally are victimized or are witnesses to the
victimizatiom of others.
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CHAPTER 6. SUMMARY AND RECOMMENDATIONS

& review of the sta.e of knowledge concerning crime and policing
of urban mags transit systems reveals the existence of important
knowledge gaps. To dete research efforts have been uneven, clustering
around saversl topic arcas while dgnoring many others. Much of the
research concentrates on evaeluating the iwmpact € a sizable increase
in police patrol, assegsing the sffectiveness of exact fare and
investigating citizen perceptions of transit crime and security and
their related riding behavior., Comparatively little, if any,
riegearch has been done to assess the impact of specific police
activities (e.g., stakeouts, decoys, random versus fixed patrol) or
evaluate the effectiveness of surveillance and communication devices
{e.g., CCIV, two~way radic, silen* alarms). Inform:tion deallng with
the effects »f these activitles iz limited to observations by and
bellefs of transit pclice versonnel and occaslional informal assess-
ments conducted by transit police units. Further, avallable findings
often sre bese: by data reliability and validity problems inherent
in weak methodological designs.

Given the present state of hknowledge (or lack of it), the most
promising approach for filling information gaps appears to be research
and evaluation efforte targeting sharply focused tople areas. In this
context, the seven following toplc areas are recommended in response
to current transit crime problems and acquiring more and better know-
ledge. Findings from these activities and studies will be useful for
government administrators, transit authority management, transit police
and, in the loung run, the riding puklic.

A.  Crime-Control Oriented Recommendations

1. Develop and Evaluate Projects Directed Towsrd Controiling
Juvenile Crime. Frefile: of mass transit criminals indicate that a
sipnificant numwber of offenders are juveniles, Tranzit police in a
number of cities including Baltimore, Los Angeles. Philadelphia and
San Francisco state that j+ eniles are a major, 1f not the primary,
source of transit-related . iminal incidents. A few transit sys-
tems have had some success with school trippers (specifically
designated huses for transporting students teo and from school),
aschool programs emphasizing the vital secvice providad to the
community by mass transit, and increased police patrcl. However, '
juvenile~-related crime remsins a serious transit prcblem.

48




This suggests a need to develop and evaluyate projectaz direcied
toward controlling juvenile crime on trausit systems. One prolect
could consist of implementing and ~ luating presently used strat-
eglesz in a number of cities to asser 2ffectiveness and determine
poter.” ‘al transferability. Another possible project could involve the
creation of a juvenile unit staffed with civilian specialists
including counselors and youth workers. Such a unit could be based
on similar units operational in a number of city pollce departments.
Still another possible project could be based ¢ the concept of
restitution and on close cooperaticn between th. courts and transit
police. Juvenlles convicted of transit-related .rimes would be
raferred by the court to the juvenile unit. In turn, the juvenile
unit would supervise offenders, providing counseling and overseelng
work oriented toward cleaning up the transit environment, removing
graffiti and other signs of windalism,

2. Improvement of Mechanical and Electronic Security-Related
Equipment. A number of problems have surfaced in this area. The
use of counterfeilt colns and tokens to gain access to rapid rail
transit is growing in the large and older systems. Closed~circuit
televisicn (CCTV) often is poorly integrated with other security
activities. Automatic coin-change and ticket vending machines
frequently are unreliable and vulnerable toc vardalism and theft.

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

e developing fare collection equipment tc detect the use of
slugs;

o hardening automatic coin-change and ticket vending machines;

e improving the capability of CCTY survelllance equipment and
integrating the use of this equipment with transit police
oreragtional requirements; and

@ improving multiple~channel radio communication capability
in subways to facilitate the woordination snd control of
operaticns iuvolving geoneral oity police, transit police,
fire and rescue units.

Equipment~oriented research also should be directed toward improving
reliability while reducing maintenance and cost. Design and opera-
ticnal factors must incorporate features to facilitate public accep~-
tance {(e.g., automatic fare collection equipment that is easy to use)
and accommedste a wide variety of environmental conditions such as
dampness and ambient : .ise.
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There are a host of practical benefits that may be gained from
these research effrrts. Improvement of UCTV capabilities could, in
many instances, r e the need for fixed patrol posts and lead to
collection of betier evidence resulting in cleare: ldentification of
criminal suspects. Similarly, improvement of multiple -channel radic
communication capablilities could contain disasters, thus saving lives
and reducing financial lose.

Additionally, research ie needed to snalyze human eungineering
problems asscclated with extensive use of CCIV equipment., For
example, transii crime exhibits a biomodal frequency distribution,
peaking during morning and evening rush hours; 1f peopls monitoring
CCIV cameras finish their eight-bour shifc at the end of the evening
rush hour, fatigue may reduce potential survelllance and anti-crime
capabllities of CCIV. PReasearch would provide information concerning
the scheduling of monitor shifts {e.g., chifts starting at the
beginning of rush hours or limiting shifts to four hours) and possinly
enhance the effectiveneas of COTV.

3. TILuprovenent of Fire Prevention and Detection Capabilities.
Acts of arson pose sericus threats t: passengers and transit properties,
although only isolated incidents have been reported thus far. In 1976,
a fire set on board & subway train caused two to three million delilars
- in demage in the Toronto system. A similar incident occurred in Oakland
(BART), resulting in $200,000 to $300,00C worth of damage fo subway
cars. Prevention and early detection capabilities need to be developed
for subway traine to fight against arsou.

Like other security-related equipment, fire prevention and
detection devices must be designed with reliability, maintenance and
cost in mind. The equipment should be thoroughly tested in an
experimental environment %o ensure sufficiently high levels of
relliability and low levels of maintenance. Further, the equipment
must be designed to function in all types oi environmental conditions,
Potential benefits include averting major disasters, saving lives
and eliminating financial loses.

B. FKnowledge-Oriented F~commendations

1., Evaluation of the Effccts and Effectivenese of Specific
Security Strategies. Transgit police often emplioy different - tratagies
to counter similar crime problems., F¥For example, several police chiefs
rely on preventive patrol to deter potential robbers., Other transit
police chicfs believe that »reventive prtrol merely pushes crize

away from targeted areas and, for that reason, apprehenaion-oriented
police activities are essential to reduce crime; hence, they have

combiaed preventive patrol with decoy activities. Similarly, some

50




bus svstems depend on police riding patrols to protect drivers and
passengers from robberies and assaults, while other aystems rely
on silent alarms and 2-way radios.

Other strategies commonly used by transit police but thus far
not evaluated in terms of effectiveness and cost include mobile
patrois, fixed posts, stakeouts, and decoys. An examination of any
of these strategles should be cond:nted within the context of a quasi-
axperimental or experimental desiy 1. Analyses and comparisons acrosa”
several transit systems would pro:ide a basis for determining
generallzability of I{indings.

Formal evaluations of specific security activities can provide
decision~makers with valuable information concerning the effective-
ness of varvious strategles. Examined withidn the perspective of the
nature and extent of the problem and resources available, evaluetions
can addresg kev gquestions such as the long-term allocation of scarce
resources, the short-term selection of tactical responses to changes
in criminal activity, and the potential transferabllity of specific
strategles as well is the need to modify current activities and
develop innovative approaches to transit policing.

2. Develop and Implement Uniform Crime Reporting for Transit
Bvatems. There sre a variety of ciime clasaification schemes in use.
Some police departments group criminal incidents into the thres
following categories:

e violent crimes against persons;
e offenses against personal property; and
e offenses against system property.

Other transit police units classify crime according to “who," "“when,”
and 'where." Moreover, definltions of what coastitutes variou:
criwinal acts vary among departments.

Theze differences complicate comparisonsg betweea systems in
terms of crime levels and prchlems and also preclude aggregation 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 defiuitions,
standardize information collected for each crime type and provide a
meaningful data base for across-gvstem evaluations. :
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3. Develop Hondbook for Passenger Perception Measurem:nt.
Pagsenger perceptions of transit crime and security provide important
outcome measures of policing operatiomns. To date, passenge: percep-
r1lons have been the primary subject of about haif-a-dozen studies and
a secondary concern of several other rescarch efforte. Unfortunately,
these gtudles differ significantiy in the populations tapped, sampling
strateglea, type of queations, methods ¢ data collection and
analyses technlguea. Further, wany of the studies are poorly designed.
Such methodological problems undermine confidence in t! » findings
and inhibit meaningful comparisons ~cross these stuaie .

Development of a passengr perception measurement handhook for
transit authorities would go & ong way toward solving these problems.
The handbook should contain gulielines for the administration and
interpretationr of passenger perception surveys, sampling strategies,
sample data collection forms, and appropriate analyges frameworks.
Such a handbook would provide transit systems with a methodology for
systematically assessing passenger perceptions of transit crime and
gecurity and a means of evaluating sccurity activities. Widespread
use of the handbook also would promote comparability of findings
anong transit systems.

4. Case Study of Policiug the Washington Metropolitan Area
Transit Authority (WMATA). T‘he Wwashington, D. . rapld rail tramsit
gystem provides a unique orportunity for a case study. WMATA, which
inltiated passenger services at the end of March 1976 on a limited
basis, will expand operations in planned phases over the next
gseveral yvears. This presents a situation where the rapid rail transit
system will continue to expand while the police force will remain
relatively constant in terme of manpower and equipment. A cage study
of WMATA over the next several years can provide information con-
cerning the effects of substantial changes in system paraucters on
policing operations and effectiveness. Data collected during the
case study also can be used to discern the development of crime
patterns, a3ssess the responzes of the prlice unit, document the
relations setween WMATA and local police departaents in terms of
cooperation and contlict, and investigate the impact of both crime
and policiug on passenger perceptions of security and the use of the
transit system. Information gained from ihis study wouid be valuable
for new rapid rail transit systems currently in the planning/building
atages.
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