Crime and Fear in Public Places

Crime and Fear in Public Places consists of an important tool to advance the international
urban safety agenda as it provides readers with a view on the debate over safety and public
places, taking a multi-disciplinary approach that takes into consideration several fields of
knowledge. The cutting-edge research contained in this book incorporates different per-
spectives on the phenomenon of crime and fear in public places and fosters the co-production
of safety, which is a basic principle contained in the Guidelines, thus contributing towards
more cohesive societies and safer cities for all.

Juma Assiago, Head, Safer Cities Programme, UN-HABITAT

With expertise from a diverse range of disciplines, this compilation achieves a thorough
investigation of how individual mobility, social and built landscapes, and policies interact
and relate to crime and fear in public places. Insightful and creative, with implications to
make communities safer and improve public health.

Professor Douglas Wiebe, University of Pennsylvania, Philadelphia, USA

Numerous organizations call for resilient and safe spaces. Many people dream of enjoying
vibrant places. Yet, crime and fear in public space threatens these ideals. This book offers
timeous information and practical suggestions towards safe places—indeed, a valuable
toolkit for everyone working towards inclusive change in public space.

Professor Karina Landman, University of Pretoria, South Africa

No city environment reflects the meaning of urban life better than a public place. A public place,
whatever its nature—a park, a mall, a train platform or a street corner—is where people pass by, meet
each other and at times become a victim of crime. With this book, we submit that crime and safety in
public places are not issues that can be easily dealt with within the boundaries of a single discipline.
The book aims to illustrate the complexity of patterns of crime and fear in public places with
examples of studies on these topics contextualized in different cities and countries around the world.
This is achieved by tackling five cross-cutting themes: the nature of the city’s environment as a back-
drop for crime and fear; the dynamics of individuals’ daily routines and their transit safety; the safety
perceptions experienced by those who are most in fear in public places; the metrics of crime and fear;
and, finally, examples of current practices in promoting safety. All these original chapters contribute
to our quest for safer, more inclusive, resilient, equitable and sustainable cities and human settlements
aligned to the Global 2030 Agenda for Sustainable Development.

Vania Ceccato is a Professor at Department of Urban Planning and Environment, KTH Royal Insti-
tute of Technology, Stockholm, Sweden. Her research covers the situational conditions of crime and
fear in urban and rural environments. Gendered safety and the intersectionality of victimization are
essential components in her research. She is the author of several books, including Rural Crime and
Community Safety and is co-editor of Transit Crime and Sexual Violence in Cities. She is the national
coordinator of Safeplaces, which is a network for knowledge sharing between academia and practice
devoted to the situational conditions of crime and best practices in situational crime prevention.
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This book is dedicated to all those professionals working
to reduce crime and fear in public places around the world,
and aiming at making urban and rural environments safer
and more social sustainable for all.
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Preface

Cities are sites of safety, resilience and opportunity, where an estimated three-
quarters of all global economic production occurs and yet they are also fre-
quently home to extreme and chronic forms of poverty, inequality, and
insecurity. Traditional urban cleavages have grown wider and more intense.
Poverty is an urban reality, with the speed of urbanization outpacing the ability
of local governments to build essential infrastructure, deliver basic services, and
ensure social cohesion. Personal and community insecurities are facts of
everyday life, some 60 percent of all urban residents in developing countries
have been victims of crime (UN-Habitat, 2007). The intensification of risks has
put the “urban advantage” in jeopardy for hundreds of millions of people.

Poorly planned urbanization, in conjunction with growing inequality and
distrust, has fabricated “urban segregation patterns that enlarge physical and
symbolical distances between citizens which in some cases have led to progres-
sive privatization of security, gated communities and ghettos” (UN-Habitat,
2015). Economic, racial, class, and cultural discrimination, lack of economic
opportunities, weak governance, and unequal access to urban resources, create
varied forms of exclusion and vulnerabilities for women, girls, boys and men.

The 2030 Agenda for Sustainable Development and the New Urban Agenda
has recognized the importance of urban safety as a prerequisite to sustainable
urban development, there can be no sustainable urban development without
safety and likewise no safety without sustainable urban development. Specifi-
cally, the 2030 Agenda has set a Goal 11 to make cities and human settlements
safe, inclusive, resilient and sustainable. The New Urban Agenda also highlights
the need to promote safe, healthy, inclusive and secure environments in cities
and human settlements enabling all to live, work and participate in urban life
without fear of violence and intimidation, taking into consideration that women
and girls, children and youth, and persons in vulnerable situations are often par-
ticularly affected (UN-Habitat, 2017, paragraph 39). In this aspect, inclusive,
accessible, green and quality public spaces should be prioritized and encour-
aged, as enhancing social and intergenerational interactions, cultural expressions
and political participation, foster social cohesion, inclusion and safety.

In the implementation of the 2030 Agenda and the New Urban Agenda,
member states have adopted UN system-wide Guidelines on Safer Cities and
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Human Settlements building on the 25 years of practice undertaken by the
UN-Habitat Safer Cities Programme and its implementing partners in the
Global Network on Safer Cities (GNSC). The Guidelines provide municipal-
ities, as well as other levels of government and civil society with basic principles,
process and content towards integrating crime prevention into urban strategies
and places the design and management of public spaces as crucial to achieving
the goal of making cities safer. This will enhance the link between research and
practice, towards the systematization of city safety experiences that have
embraced the co-production principle. In this endeavor, cities and other human
settlements will be approached as laboratories of knowledge consolidation,
learning, innovation to inform the integrated solutions in the 2030 aspiration.
The work of KTH and the Safe Places Network will form a key global hub in
contributing to this systematization of experiences.

I am pleased therefore to present Crime and Fear in Public Places, which
consists of an important tool to advance the international urban safety agenda as
it provides readers with a view on the debate over safety and public places,
taking a multidisciplinary approach that takes into consideration several fields of
knowledge. The cutting-edge research contained in this book incorporates
different perspectives on the phenomenon of crime and fear in public places and
fosters the co-production of safety, which is a basic principle contained in the
Guidelines, thus contributing towards more cohesive societies and safer cities
for all.

Juma Assiago, Head, Safer Cities Programme, UN-HABITAT
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1 Crime and fear in public places

Aim, scope and context

Vania Ceccato, Juma Assiago
and Mabesh K. Nalla

1.1 Introduction

Safety is an essential dimension of urban sustainability. In a sustainable city,
safety ensures each person a place to live free from danger but also has the
possibility of movement that is essential to place attachment and one’s quality of
life (UN-Habitat, 2013, 2017, 2019). The adoption by member states of the
2030 Agenda for Sustainable Development (UN, 2019) and the New Urban
Agenda have provided a global blueprint towards better connected, mixed use
and compact cities and human settlements. Additionally, the adoption of UN
system-wide Guidelines on Safer Cities and Human Settlements provides
further guidance to national and local governments to plan and make cities and
human settlements safer. The UN-Habitat’s approach is premised on ‘preven-
tion’ rather than reaction, to effectively address the complex challenges of urban
insecurity, crime and violence. Placing public places and public transit avail-
ability, use and access at the center of the urban safety debate is a new way of
understanding the role of cities and local governments in the prevention of
crime and violence. Challenging traditional assumptions about urban crime and
violence to make cities places of hope should influence global understanding of
how individuals use and access the city in differentiated experiences.

No city environment reflects the meaning of urban life better than a public
place. A public place, whatever its nature—a park, a mall, a train platform or a
street corner—is where people pass by, meet each other, socialize and occasion-
ally (only occasionally) become a victim of crime (Ceccato, 2016). The
international research on environmental criminology and place-based crime
prevention has long demonstrated how important the particular situational
conditions of public places are to crime and citizens’ perceived safety. Yet, what
makes a public place safe remains open to debate.

With this book, we engage in this debate by submitting that crime and safety
in public places are not issues that can be easily dealt with within the boundaries
of a single discipline, such as criminology or urban planning. Rather, they
require knowledge and practical examples from other disciplines. This edited
volume also assembles a unique set of original research as chapters that deal
with public place and the situational conditions of crime (Clarke, 1997) and
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fear, from the perspective of sociology, criminology, geography, architecture,
urban planning, engineering, computer science, gender studies, transportation,
and law enforcement. These studies cross traditional boundaries between discip-
lines yet share a number of important commonalities.

Overall, this discussion about safety in public places is not only an important
issue for research but also for the vision and practices of long-term sustainability
of cities (UN-Habitat, 2019). Promoting accessibility for all social groups in the
city regardless of people’s background is a key factor towards the realization of
safe and sustainable cities and human settlements, using holistic, evidence-based
and multidisciplinary approaches to urban safety and security.

This chapter provides an introduction to the theme of crime and fear in
public places, the book’s scope, steps taken in the making of the book, key defi-
nitions, and the synopsis of the chapters.

1.2 Aim, scope and context

The aim of the book is to illustrate the complexity of patterns of crime and fear
in public places by providing examples of studies on these topics contextualized
in different cities and countries around the world. All contributions add to our
quest for safer, inclusive, resilient, equitable and sustainable cities and human
settlements aligned to the Global 2030 Agenda for Sustainable Development
(UN, 2019).

This is achieved by tackling five themes (Figure 1.1):

1  the nature of the city’s structure as a backdrop for crime and fear (The
environment),

2 the dynamics of people’s daily routines and their transit safety (The
movement),

3 the safety experienced by those who are most targeted by these offences in
public places (The users’ perspective),

4 the methodological challenges and advancements in the analysis of crime
and fear (The Metrics), and,

5  the examples of current practices in promoting safety for different groups of
society, both by academics and practitioners (The intervention).

Safety is one of the main concerns regarding public spaces. In fact, safety
highly affects the use of a public place and its accessibility. Several environ-
mental characteristics affect the safety of public places, yet it is safety perception
that plays a significant role in making places appear safe or unsafe to people
(Costamagna, Lind, & Stjernstrom, 2019). Therefore, how cities are planned
and designed has a major impact on an individual’s safety (Ceccato, 2016). In
this book, we provide examples, on the one hand, of public places that concen-
trate people and therefore offer crime opportunities. This is discussed in the
cross-cutting theme The environment, which is focused on the city environ-
ment as the backdrop of crime and fear. Transportation nodes, parks, sports
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arenas, and university campuses illustrate the types of criminogenic conditions
that might be at play in these environments. The environments where crime
concentrates are different from other places in the city (Sherman, Gartin, &
Buerger, 1989), because they are crime hot spots, that is, they have the capacity
to attract and/or generate crime (Brantingham & Brantingham, 1995). Crime
generators pull “masses of people who without any predetermined criminal
motivation stumble upon an opportunity too good to pass up”. Motivated
offenders are drawn to crime by known criminal opportunities in particular
places—these places are crime attractors (Franka et al., 2011, p. 1). We also
provide examples of public places that are criminogenic because they offer the
right conditions for anonymity, which is essential for certain types of crime.
Robbery, rape, and even violations such as the dumping of garbage and chem-
icals, for instance, only happen in places with poor surveillance and reduced
opportunities for intervention (Ceccato & Uittenbogaard, 2014; Pettiway,
1982). These are characteristics of forests, desolated places, and roadsides that
can make certain types of targets more vulnerable to victimization than others
can (see the chapter about the role of public places in Disability Hate Crimes,
for example). Desolate places in a park can also be pointed out as places that
trigger fear and anxiety among park users.

Even when crime does not happen in a particular public place, if an indi-
vidual feels unsafe in that place, that person may avoid it at particular times of
the day or altogether (Ceccato, 2012, 2013). We show in this book that this is
problematic because, in some cities, especially those in the Global South, a large
percentage of the population, often women, spend much of their time in public
places. They are “transit captives”: they have relatively less access to non-public
forms of transportation and are, therefore, overly reliant on public transport and
spend much of their time in public places. The cross-cutting theme The move-
ment will focus on “the dynamics of crime and fear in the transit city” and it
constitutes a fundamental part of the book. A particular concern of women is
the fear of sexual harassment while travelling, a concern that seems universal, as
incidents of sexual harassment are reported on buses and trains in cities around
the world (Ceccato & Loukaitou-Sideris, 2020). If public transportation is not
reliable or safe, women’s mobility is impaired. Although women are most often
the target of these types of behavior, they are not the only victims. There is
evidence that gay men and transgendered persons are often victims of sexual
harassment and violence in the Sio Paulo metro (Ceccato & Paz, 2017) and
other cities in the world (Gekoski et al., 2015).

An individual’s right to safe public places is also highly dependent on society’s
norms and structures, whether they promote or limit one’s freedom to move
around without hindrance or fear. The risk of being a victim of crime and indi-
vidual perceptions of personal safety are not only issues related to one’s age or
gender but result from the intersection of a set of individual characteristics. In
this book, we examine victimization and fear through an intersectional lens,
considering issues of gender and age in particular in the cross-cutting theme
The users’ perspective. Being an older and poor person creates “synergic layers
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of disadvantage” that affect whether one is at risk of being a victim of crime and
how one experiences the world and expresses fear. This part also includes the
perspective of victims of crimes as well as the offenders.

The book’s contributions illustrate new ways of measuring crime and/or
perceived safety in public places. In Part V, The metrics, data about public
places have been an important element in the discovery of patterns of regulari-
ties of both crime and fear in city environments. Equally important has been the
use of spatial analysis for planning purposes, particularly when the goal has been
to focus resources—more precisely, to tackle unsafe places and formulate pre-
ventive actions. The potential of these analyses is directly linked to the techno-
logical development of place-based techniques as well as use of “big data” both
in academia and among planners and other professionals.

In particular, this book examines the evidence of victimization of crime in
public places, feelings of perceived safety or lack thereof, and the necessary
improvements that can make these places safer. The cross-cutting theme The
intervention provides concrete examples of practices to guide public policy
and local practices. Examples of collaborative safety planning strategies that
aim at improvements of safety through local governance around the world
make up this part. These chapters provide better grounds to assess the risk of
crime and perceived fear that can help urban planners to better plan public
places.

1.3 Steps taken in the making of the book

In order to create a cohesive edited volume, the authors met in Stockholm,
Sweden, on 19 October 2018, to discuss the scope and structure of the book,
as well as the particularities of the cities and countries. This meeting followed
the conference “Crime and Fear in Public Places: Patterns, Challenges and
Actions” that took place in Stockholm, Sweden, 17-18 October 2018, where
researchers presented their results in seven parallel sessions.

All chapters went through a blind peer review process with, on average, two
reviewers per chapter (see the Acknowledgements for a list of reviewers) and
were guided by a template of evaluation criteria from editors. With the sets of
suggestions in hand, the authors had a chance to incorporate suggestions to the
chapters and re-submit to editors—a process that took about six months to
complete. From the original submissions, four contributions were eliminated
during this process. This evaluation process ensured that book followed a basic
structure in terms of size, geographical coverage and degree of multidisciplinarity.
The book is perhaps the first publication devoted entirely to crime and fear of
crime in public places from a truly international perspective. Since the majority
of the current literature to date is dominated by North American and Western
European study cases, this book opens up this field of research to other contexts
and includes countries from Africa, Asia and Latin America, drawing from the
experiences of cities in the Global North and the Global South. Specifically, the
book contains contributions from Poland, Sweden, the United Kingdom,
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Mexico, India, Japan, Spain, Belgium, Australia, Italy, Brazil and the United
States.

1.4 Definitions and terms

In this section, we define the most common terms used in this edited volume.
This set of definitions and terms is expected to support the reading of the
chapters that follow. What we mean by a particular term is not absolute and
may slightly change from chapter to chapter. What we need to be aware of is
that a definition bears a morality, which we argue, should better be spelled out,
because whatever definition we assume has implications for how we, as research-
ers, approach a particular issue.

Let’s take the case of public places. Why is it so important to think about
the concept of public places? First, because our focus in this special book is on
the circumstances of crimes in these public arenas, namely, common, shared
environments (often non-virtual) that can be accessed by individuals often at
all times, such as parks, pedestrian paths, tunnels, streets, interstitial spaces
between buildings, transport nodes such as bus stops, surrounding areas,
public places in neighborhoods. Second, crime—and the nature of each
crime—depends on where the offense takes place. Open public spaces by their
nature are perfect for pickpocketing but not for robbery; the former demands
a crowd, the latter requires anonymity, sometimes characteristics of some des-
olated public places. Third, it is important to reflect upon the concept of
public place because offense definitions (and offense seriousness) are deter-
mined by the situational conditions of crime. Whether a crime happens in a
domestic, private environment or in the public realm is information that
serves to support the work of the police. For instance, ‘indoors’ are con-
sidered places where order and crime cannot be affected by police surveillance
or where any other type of intervention of the police is limited; for example,
in premises of various kinds, dwellings, workplaces, shops and entertainment.
Regardless of the differences in legal definition of what a public place is in
different contexts, if a crime happens in a public space, its seriousness is deter-
mined not only by the rules of publicness of that setting but also the extent
these rules are put in practice by those who manage and consume this par-
ticular public space.

Public place is a general term used in this book to describe any place where
individuals are victims of a crime, or a place that, by the physical and social char-
acteristics of its environment, triggers fear of crime, anxieties and other safety
concerns. Individuals have partial or full access in a public place, either under
free conditions or payment, such as a shopping mall, a sports stadium, a park or
a train platform. In this volume, a wide range of public places with varying
degrees of access for the public are used as a reference for analysis, namely
parks, streets, open drug scenes, interstitial places in neighborhoods, and bus
stops as well as places on the way to them. Sometimes public places are used as
a synonym for publically accessed spaces and places as ‘neighborhoods’ or
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‘neighborhood contexts’ (see Chapters 6, 13 and 20). In addition, how virtual
social networks can mirror real public places is discussed.

Thus, in this book, the term public place is distinct from the general concept
of public space, which is often used in architecture and urban planning to
indicate open areas, green areas, town squares, large interstitial spaces in which
individuals may move freely, where entry is in some way unrestricted. Some
authors define public space as, for instance, the ‘space that is not controlled by
private individuals or organizations, and therefore is open to the general public’
(Madanipour, 1996, p. 144). Costamagna et al. (2019, p. 133) suggest

a public space is a place that is characterized by a collective social use and is
freely accessible and usable by everyone. Such spaces can be either indoors
or outdoors, and may include walkways, parks and other open areas like
public squares, public building lobbies and various other areas where
people can sit, gather or pass through.

Overall, almost all definitions of and views about public space include the
primary indicators of accessibility and activity, stating that urban public space
is an area that is accessible to all people and is the setting for their activities
(Costamagna et al., 2019, p. 135). In reality, the two terms public place and
public space have been used interchangeably in the literature (Ceccato, 2016,
2017; Hadavi, Kaplan, & Hunter, 2018; Németh, 2012) and their defini-
tional boundaries are often blurred, as also in this edited volume. For more
details, see Ceccato (2015). On a more practical note, what is important to
remember is that what constitutes a public place is highly context dependent.
The conditions in a winter day in the streets of Lagos, Manilla or Sao Paulo
are not the same as those found in cities of the Nordic countries, with long,
cold, dark days. Gehl (2013) reminds us that cities must be lively, safe, sus-
tainable and healthy, but these are hard conditions to achieve in northern
cities in the winter. Public spaces are the places where most human social rela-
tions take place and are indeed particularly important for individual’s health.
In addition, “the presence of inclusive public spaces that accommodate the
needs of a multitude of people, who may not otherwise cross paths in their
daily lives, is therefore essential to a rich public life and an integrative society”
(Costamagna et al., 2019, p. 134).

Social sustainability is one of the three dimensions of sustainability, the
others being economic and environmental, and is the least defined and least
understood. Richard, Johansson, and Salonen (2015) define it as the capacity of
a society to tackle complex societal issues and its resilient ability to continuously
function as a social system. A socially sustainable city, they suggest, can only be
achieved if it builds mutual trust through public places that allow for people to
feel self-confident without fear and discrimination.

Governance refers to all processes of governing, whether by a government,
market, or network, whether over a formal or informal organization, or ter-
ritory, and whether laws, norms, power or language (Bevir, 2012).
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Victimization and safety perceptions. In this book we adopted the two UN-
Habitat dimensions of safety and security: actual and perceived. Actual safety/
security refers to the risk of becoming a crime victim, measured by a variety of
metrics and crime statistics, while perceived safety/security refers to people’s
safety perception through the lens of fear and anxiety. In many cases, urban
dynamics and socio-spatial characteristics have an influence on whether a city
has high levels of crime and violence. Spatial, social and economic fragmen-
tation and exclusion feed insecurity and vice versa (UN-Habitat, 2019). Safety
also depends on what happens in these places, and in turn what happens in
them depends on how safe these places are perceived to be (Ceccato, 2016).
Poor perceived safety has also been linked to public perceptions of disorder,
which in turn have also been associated with serious crimes, implicit stereotypes
about ethnic background and social efficacy (Sampson & Raudenbush, 2004).
Acts of disorder function as symbols of the extent to which an area is in decline
or that nobody is in control (Lewis & Maxfield, 1980). If people feel a lack of
social control, this may decrease the walkability of streets and indirectly affects
their health conditions (Branas et al., 2011).

Public transport or public transportation is the term used here to capture
what North American readers often call “public transit”, “mass transit” or
“rapid transit” systems (Newton, 2014, p. 709). These systems, such as trains,
buses, trams, comprise forms of transport that are available to the public, charge
set fares, and run on fixed routes. In this book, the type of transit systems may
vary from city to city.

Sexunl offenses and crimes can be a vast array of sexual behaviors that range
from sexual harassment to sexual assault. The boundaries between these types of
acts are blurred. As early as in the 1990s, Cohan and Shakeshaft (1995) distin-
guished between what they called “noncontact” and “contact” sexual violence. In
the noncontact category, they included nonverbal sexual abuse and verbal sexual
abuse, while in the contact category, they included sexual abuse such as touching,
kissing and rape. For more details see Ceccato and Loukaitou-Sideris (2020).

Whole journey approach (Natarajan, Schmuhl, Sudula, & Mandala, 2017)
includes walking to and from the public transportation (bus stops, train sta-
tions) as well as waiting for and riding on the bus or subway, it is the trip from
door-to-door.

Intersectionality is an approach that considers the multiple identities of the
population in order to tie them through categories that allow the identification
of interactions between such identities and the activities or experiences of indi-
viduals (Levin, 2015). More specifically, however, the intersectionality approach
is often in response to certain conditions that represent oppression: power rela-
tions, inequalities, justice in different social contexts (Hopkins, 2017).

1.5 Chapter synopses

The book that follows is composed of seven parts and 23 chapters. Part I con-
sists of three chapters: following this introductory chapter, which presents the
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subject area, definitions, and scope, Chapter 2 discusses a number of crimino-
logical theories that provide the theoretical background for the chapters of the
book. Chapter 3 presents the research evidence on crime and fear in public
places, focusing on three main aspects of design and security technology (light-
ing, CCTV and CPTED). This initial part motivates why crime and fear in
public places are worthy topics and presents the aim of the book, the scope, the
five cross-cutting themes (Parts II to VI), the theory and the delimitations.

Part II portrays the city environments as the backdrop for crime and fear in
different types of public places, such as parks. The first chapter of this Part,
Chapter 4, is devoted to general evidence of the importance of the physical
environment for crime and perceived safety in parks using CPTED as a theoret-
ical framework while Chapter 6 is a literature overview about the role of public
places for hate crimes towards individuals with disabilities.

Part III offers examples of transit safety with a focus on sexual crime against
young people (university students) deriving from four case studies: Mexico City,
Mexico; Tokyo/Kanagawa, Japan; Rio Claro, Brazil; and Lagos, Nigeria. We
report the results from a recent survey focusing on the experiences of victimiza-
tion, in particular sexual crimes and perceived safety among university students,
which was part of a global investigation conducted in conjunction with other
cities by researchers from six continents (Ceccato & Loukaitou-Sideris, 2019).
We focus on university students because the majority of the victims of sexual
harassment in transit are young people (Beller, Garelik, & Cooper, 1980), they
are more similar to each other in age than the general population, and, since
they have lower car ownership rates than the rest of the population, they have
to rely on public transportation more extensively than do other urban residents.
Lastly, we also had a practical motivation to focus on college students, as we
could reach them more easily than other groups through their universities.
Focus is placed on the relationship between safety and the types of environ-
ments that individuals are exposed to when they travel, which means that the
book adopts a whole journey approach to safety.

One of the novelties of this book is that a few contributions deal with users,
the people who “consume” public places. They may sometimes become a victim
of crime, sometimes are the offenders or, just by their presence, may prevent
crime from happening. Part IV is devoted to patterns of victimization and per-
ceived safety by specific groups of city users. The chapters highlight the differ-
ing needs of these groups but also the role of public spaces on offending. This
Part starts with a theoretical piece about sexual harassment in public places and
women’s safety work followed by an analysis of sexual victimization and offend-
ing patterns in India. More specifically, the concordance rates between victims
and offenders of sexual harassment as well as offenders and their male friends’
sexual harassment offending patterns is examined. Chapters 13 and 14 deal with
the importance of neighborhood context to individual’s perceived safety: one is
focused on older adults’ patterns of perceived safety and the other on women’s
fear, in particular the interplay between individual and environmental factors in
impacting fear.
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Part V, the metrics, focuses on methods and new data sources for assessing
patterns of crime and fear in public places. The first chapter describes a pilot of
Ecological Momentary Assessment to assess contextual determinants of fear of
crime followed by, Chapter 16, which looks at a combination of quantitative
and qualitative techniques to map and evaluate the nature of Open Drug Scenes
(ODS). The final contribution makes use of data coming from social media to
describe fear in cyberspace. In the digital age, “eyes” are complemented by
technologies such as smartphones, “apps,” or body-worn cameras, giving
expression to new ways of depicting what happens in public space (Ceccato,
2019; Gibson, 2014). In this book, this chapter goes beyond the concrete, tan-
gible arenas such as parks and streets and is devoted instead to virtual public
places. The contribution focuses on the phenomenon of fear in cyberspace,
through the analysis of emotional linguistic responses of online social media
using “big data”: a sample of more than two million tweets collected on three
occasions: after the attacks on Charlic Hebdo, at Nice, and at Barcelona
between 2015 and 2017.

Part VI offers four examples of current practices in promoting safety for
different groups of society, both by academics and practitioners. The first
chapter in this Part focuses on a particular feature of the urban environment
that is traditionally associated with declared levels of fear: street lighting. This
contribution critically reflects upon the impact of street lighting on crime and
the fear of crime, with a particular emphasis on the effect of reduced street
lighting, using as a reference studies published since the 1960s on this subject.
The second chapter turns our attention to the night-time economy and, in par-
ticular, the music festival context to evaluate harm-reduction initiatives in the
UK. Part VI also illustrates a case study in social capacity building from the New
Orleans neighborhood following Hurricane Katrina, in the US. Using an action
research case study approach, the journey of residents in rebuilding their neigh-
borhood is described, focusing on a ten-year period beginning with initial com-
munity initiatives in 2008 and subsequent programs in the following years.
Finally, Chapter 21 looks at urban planners’ practices with regards to safety
issues in municipalities in Sweden, based on answers from surveys collected
from 85 percent of municipalities in Sweden in 2019.

Part VII brings together this edited volume, and highlights and summarizes
the main findings presented in the book, based on each of the preceding sec-
tions. Based on the literature and the empirical findings, Part VII answers two
important questions: assessing the nature of fear of crime in public places glob-
ally, and what can cities do to reduce crime and fear through research, design
and policy? These final chapters discuss the findings comparatively and their
implications for theory and practice, then suggests a future research agenda.
How do we make public places safer for various types of city users: In different
city and country contexts following an agenda aligned to the 2030 Agenda for
Sustainable Development?

The book concludes by stating the need for urban policy integration taking
into account the relationship between the urban environment and safety and
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social sustainability of cities; individual’s safety from an intersectional lens; and
individual’s mobility from the perspective of a whole journey approach in
Global North-South contexts, in urban areas and smaller settlements, often in
tangible spaces but also, and more often than even before, interconnected to
virtual public spaces. Interventions ought to be inclusive, engaging and backed
up by long-term democratic processes that lead to change, and aimed at creat-
ing safe and sustainable environments for all. In the end, urban development
emerges from prosperity, through adequate and sound evidence-based plan-
ning, management and governance; it comes to be fully enjoyed once urban
safety is guaranteed.

1.6 Concluding remarks

The aim of the book is to characterize with examples from all around the world the
dynamics of crime and fear in public places depicted by five crosscutting themes:
environment, movement, city users’ perspective, metrics and interventions.
Emphasis is given to the relationship between safety and the types of environ-
ments that individuals are exposed to, but also the impact of a lack of perceived
safety and its potential determinants. In addition, this book examines the evid-
ence of victimization and fear in public places from an interdisciplinary per-
spective, with examples from the Global North-South contexts, considering
theories at the crossroads of several disciplines, such as environmental crimin-
ology, architecture and design, urban planning, geography, psychology, gender
and LGBTQI studies, transportation, data science, engineering, linguistics, and
law enforcement. The book can, therefore, be a resource for academics and stu-
dents in urban planning, criminology, geography, and sociology, by profes-
sionals in police and law enforcement and transportation, and for policymakers
and city planners interested in ensuring safe travel in their cities. Thus, this book
is targeted at both researchers and practitioners with a hope to invite and
encourage greater inter- and multi-disciplinary dialogue.
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2 The circumstances of crime
and fear in public places

A review of theories

Vania Ceccato

2.1 Introduction

This chapter discusses the extant theories used to interpret the occurrence of
crime and fear in public places, which are set out within the framework sug-
gested in the previous chapter. The aim is to translate these theories into an
integrated conceptual framework within which safety (crime and fear) in public
environments can be examined. None of these theoretical perspectives is
without criticism, and none has been explicitly developed for application to
public places. This theoretical review is intended to support the analysis of the
empirical research illustrated in the five cross-cutting themes of the book
derived from a wide range of perspectives and disciplines. We begin by discuss-
ing the concept of public places in relation to the dynamics of urban crime and
fear. Then, due to the range of theoretical approaches in the international liter-
ature, the chapter concentrates on those aspects considered salient to the major
components of the book: the city environment, people’s mobility, users’ per-
spective, metrics of crime and fear and intervention.

2.2 Public places and safety

To be fully public, a public place must be safe. Public places are entities that
are collectively shared. They can be an indoor or an outdoor area, more often
publicly owned, to which anyone has access.! They can take different shapes:
from parks, streets and transit environments, to shopping malls or interstitial
spaces, each one with its own design features. Public places may gather thou-
sands of people (e.g., stadiums, airports, major central stations) or be desolate
paths or empty stations. In either case, poor design can maximize crime oppor-
tunities or give users the notion that nobody is in control and, therefore, they
are unsafe. Although it is difficult to make generalizations about safety in
public places, the international literature on environmental criminology dis-
cussed in this chapter (e.g., Brantingham & Brantingham, 1984; Eck, 1998;
Sherman, Gartin, & Buerger, 1989; Weisburd, 2015) demonstrates how to
detect situational conditions that generate crime in several types of public
places and ways to promote safety perceptions. In the next section we review
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environmental criminology theories that focus on the role of urban environ-
ment in crime and perceived safety.

2.3 The urban environment

Crime opportunities are influenced by the design of urban spaces and the way
such spaces are arranged in the urban fabric. Thus, architects, planners and
safety experts have an important role to play when a new public place is planned
and safety guidelines are implemented. These experts decide details that affect
types of facades, the height of walls, orientation of windows, garages, storage
spaces and more, which, alone or together, impact the safety of the area.
Brantingham and Brantingham (1995, p. 3) suggest that:

the urban settings that create crime and fear are human constructions ...
homes, parks, factories, transport systems ... the ways in which we assemble
these large building blocks of routine activity into the urban cloth can have
an enormous impact on our fear levels and on the quantities, types and
timing of crimes we suffer.

Indeed, crime opportunities are also a function of the density of buildings,
layout of streets and entrances, the connection of backyards with the main
streets, alleys, parking spaces, physical barriers between buildings and public
places as well as modern security features (e.g., CCTV) that individually or
together affect surveillance opportunities and allow guardianship. Guardianship
is the process by which individuals function as effective informal crime preven-
tion and control agents (Reynald, 2014) and is therefore key to the safety of an
area. Yet, the risk of being victimized by a crime is also dependent on the
overall context at work in a particular setting, at a particular time. Public places
in inner city areas are peculiar places because they often concentrate risky facili-
ties (Clarke & Eck, 2007) at much higher ratios than anywhere else in the city.
How these design features relate to the whole city, support accessibility and
create feelings of territoriality while allowing surveillance and guardianship is
largely illustrated in the literature (Armitage, 2018; Armitage & Monchuk,
2011; Ceccato, 2012a, 2012b; Cozens & Hillier, 2008; Cozens, 2011;
Gronlund, 2012; Loukaitou-Sideris, 2012; Poyner, 1986, 1991, 2005).

Urban design and safety: key concepts in
a histovical pevspective

Theories developed since the 1950s indicate the importance of the design of micro-
spaces to the whole urban structure in creating opportunities/barriers for human
activities, including crime. Some theories are particularly devoted to the under-
standing of how individuals shape different environments, how they are affected by
them and are engaged in the (use and maintenance of) spaces as indicators of the
quality of the area (Barker, 1968; Sommer, 1972; Thomlinson, 1969).
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It was not until the early 1970s that a more explicit set of design rules was
developed to encourage monitoring of public spaces with the intention to
reduce crime opportunities. One example was Crime Prevention Through
Environmental Design (CPTED), introduced by criminologist C. Ray Jeftery in
1971. CPTED is defined as “the corrected design and the efficient use of the
built environment that can lead to a reduction in fear of crime and crime incidents
and to an improvement in quality of life” (Crowe, 2000). Jeftery’s ideas—that
the environment has an impact on crime—encountered great resistance,
especially among criminologists who claimed he advocated for simplified extrap-
olations between the physical environment and human behavior (Jeftery, 1977).

Nearly at the same time, the architect Oscar Newman put forward the theory
of “defensible space” (Newman, 1972) having clear similarities with Jeffery’s
CPTED. Defensible space is defined as an environment whose physical character-
istics function to allow individuals to become key agents in ensuring their safety.
Natural surveillance—a key concept in this model—involves ensuring clear sight-
lines by designing the “right” placement of physical features, such as windows.
CPTED ideas started to attract more notice outside academia with the publica-
tion of the Design Guidelines for Creating Defensible Space by the National Insti-
tute of Law Enforcement and Criminal Justice (now the National Institute of
Justice). What most people are unaware of is that, as early as the 1950s, similar
ideas were developed in the United States linking the importance of the urban
design to neighborhood quality. Elizabeth Wood, a housing advocate and planner in
Chicago, urged planners to build small projects (instead of the tall structures con-
sidered modern at the time) and to incorporate shops, parks and even pubs to
transform housing complexes into real neighborhoods. Wood’s principles were
never implemented according to the original intentions. Another pioneer was the
journalist Jane Jacobs, who, in the 1960s and in the same vein as Woods, criti-
cized the failure of design of public housing in the United States. Jacobs coined
the iconic concept of “eyes on the street” (Jacobs, 1961), highlighting how urban
design plays a crucial role in providing opportunities for surveillance, guardianship
and crime prevention. For a street to be safe, Jacobs (1961, p. 35) wrote:

... there must be eyes on the street, eyes that belong to those we can call
the natural owners of the street.

Promoting opportunities for surveillance is, of course, not automatically effective.
Effectiveness here depends largely on the willingness and the ability of the indi-
vidual in exercising guardianship. For example, according to Eck (2019), place
managers are important because they can exercise control over users and in doing
so contribute to the safety of the public space. Nowadays, “eyes” can be comple-
mented by technologies that give expression to new ways of depicting what
happens in public places, from surveillance to sousveillance (see Ceccato, 2019
and in this book, part “The metrics”).

The interrelations between urban design and an individual’s willingness and
ability to exercise control over an area were also indicated by research in the
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United Kingdom by the geographer Alice Coleman (Coleman, 1985). Coleman
carried out an extensive study showing the impact of modernistic large-scale
social housing projects on safety. The author showed how the scale and size of
the built environment were essential parts of the problem: the size of the build-
ing lot, the number of blocks, the number of dwellings per block, the number
of floors and the number of houscholds around the same stairwell. Her study
was controversial and, among other things, was criticized for lack of attention
to social factors interacting with the physical (Mikellides, 2007) as well as for its
methodology (Hillier, 1986).

In the late 1980s, safety and security guidelines were created in the UK for
the certification of new residential areas. A similar model of certification was
also developed in the Netherlands. The ideas of the Dutch model derived in
part from the principles of living structure as a “pattern language”, created by
Christopher Alexander and others (Alexander, Ishikawa, & Silverstein, 1977).
This model describes methods for constructing “practical, safe, and attractive
designs at every scale” and later inspired the “secured by design” model imple-
mented in the Netherlands in the 1990s (Jongejan & Woldendorp, 2013).

In the decades that followed, both research and practice have moved away
from the strict link between an area’s physical environment and safety and
focused more on its social dimension. In the United States, this approach was
called the “second generation of CPTED” and has evolved in different ways. On
one hand, this development has led to the engagement of individuals in partici-
patory plans, in particular those incorporating different users’ perspectives on
urban spaces, such as women and children. Safety walks, especially women’s
safety walks, are an example of these methods (Whitzman, 2007; Whitzman,
Shaw, Andrew, & Travers, 2009). Similarly, another practical example of second
generation CPTED was reported by Gregory Saville and team (2009), who
implemented planning safety models combining community development strat-
egies and crime prevention programs in neighborhoods (see also Saville, 2018).
According to Armitage and Ekblom (2019), Saville is a pioneer of second gener-
ation CPTED that stresses the importance of public participation in the pro-
cesses of evolving safer, more sociable urban places. His concept builds on crime
prevention through urban design principles, but emphasizing the role that com-
munities can play to create safe and sustainable communities. A step forward is
proposed by Mihinjac and Saville (2019) with the “CPTED third generation”, a
framework that integrates issues of safety, public health and sustainability.

On the other hand, around the world, current ways of implementing
CPTED ideas in municipal planning have often involved consulting firms deliv-
ering proposals for urban design as well as integrated planning strategies that
combine evaluations of the physical and social environments with participatory
schemes, involving residents and stakeholders (see for example Gray & Novacevski,
2015; Jongejan & Woldendorp, 2013). This development has also witnessed an
increasing commodification of security (Goold, Loader, & Thumala, 2010) that
can take different forms, from an industry that survives by delivering a range of
(often untested) products and security gadgets (e.g., CCTV cameras, drones,
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security windows), to organizations that provide security standards and certifications,
not infrequently recycled models from the original first generation of CPTED
principles. This commodification has been extreme, and gated communities
have turned into permanent housing and safety solutions in crime-ridden coun-
tries (Asiedu & Arku, 2009; Branic & Kubrin, 2018; Breetzke, Landman, &
Cohn, 2014; Chase, 2008; Grundstrom, 2018; Lemanski, 2006; Wilson, 1999)
and have found their way into Europe (Grundstrom, 2018) and elsewhere
(Tedong, Grant, & Abd Aziz, 2014).

Partnership initiatives between the public and private sectors (e.g., Building
Improvement Districts (BIDs)) have become an integral part of the model of
delivering safety guidelines and strategies in planning schemes around the world
(Clutter, Henderson, & Haberman, 2019; McCarthy & Doyle, 2011; Symes &
Steel, 2003). In smaller communities, policing and crime prevention initiatives,
in the absence of the police forces, have involved NGOs, security companies
and the voluntary sector to tackle safety problems (Kang, 2011; Uhnoo &
Hansen Lofstrand, 2018; Yarwood & Edwards, 1995). It is unclear, however,
whether this development can continue to ensure safety as a human right and
not only for those who can afford it.

In summary, the planning models that have flourished in the past 20 years
are filling up the void in knowledge (and action) of researchers and in particular
of public actors (namely, between planners, police officers, policymakers,
engineers and the like) in recognizing the importance of links between safety
and the physical and social environments.

Safety and neighborhood context

The causes of crime have traditionally been attributed much more to the charac-
teristics of the individual than to the situational conditions where crime occurs.
The first school of knowledge that pointed to the role of society in crime—
more explicitly neighborhoods—were researchers Shaw and McKay (Shaw &
McKay, 1942) in the United States. In the early 1930s, they suggested a link
between poverty, housing mobility, weak social control and crime in some areas
of Chicago. It was believed that social control in some areas was the key to
making a residential area safe. (Social control can be interpreted as the process
of a group regulating itself according to its beliefs, principles and values.)
Socially disorganized neighborhoods (neighborhoods with high housing and
business turnover, lack of community agency and participation) typically have
more crime and less social control. Social disorganization theory and its modern
developments (Kornhauser, 1978; Sampson, Raudenbush, & Earls, 1997; Shaw &
McKay, 1942) have provided the theoretical underpinning for many studies that
focus on the impact of neighborhood characteristics on crime as well as key
indications on how to prevent crime.

When residents and stakeholders are not willing to join forces to prevent
petty crimes, a sense of disorder in society develops. In particular disadvantaged
areas, this process reproduces itself—disorder causes crime, crime in turn creates
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fear—leading to a spiral of decay. These ideas formed the basis for Wilson and
Kelling’s broken windows theory (Wilson & Kelling, 1982), namely that disorder
in one area attracts more crime. The simplistic link between economic vulner-
ability, disorder and crime was later contested. In the 1990s, Sampson and col-
leagues showed that people’s ability to work for a common good, despite levels
of cohesion, was also important for preventing crime. These ideas formed the
basis of the collective efficacy theory (Sampson et al., 1997).

Both theories (social disorganization theory and collective efficacy) have
been applied to explain why some residential areas differ in their amount of
crime, but the theories failed to explain why specific places in a particular area
become crime places. They also failed in considering individuals’ modern life-
styles and patterns of daily mobility and communication. Individuals allow
themselves to be affected by the environment as they spend different amounts
of time in different places (where they reside, work or are in transit) with
varying criminogenic properties. The decisions that individuals take to be on the
move may result in a reduction of their safety, depending on where and how
they travel. The importance of the quality of the environment while one is in
transit will be further discussed in the next section.

2.4 The movement

Individuals® activities and daily habits are rhythmic (comprised of repetitive pat-
terns in different parts of the city), which in turn affects patterns of crime.
Crimes occur when individuals are waiting for a bus, traveling on some means
of transportation or walking to a station. They may be unfamiliar with the risks of
becoming a crime victim as they may be navigating an unknown environment
or during risky hours. But when and where does most crime happen?

The criminologists Lawrence Cohen and Marcus Felson suggest that crime
takes place when a motivated offender and a suitable target (victim or property)
meet in time and space, without the presence of a capable guardian (Cohen &
Felson, 1979). By adopting principles of rational choice theory (Becker, 1968)
and assuming that criminals act rationally (which is not always the case), one
can state that a crime occurs when the conditions are such that the benefits to
them of a crime outweigh the costs, suggesting that a lack of guardianship is a
crucial element influencing where/when certain offences occur. A capable
guardian, for instance, acts through his presence to prevent crime and through
his absence to make crime more likely to occur, while motivated criminals do
not search through a whole city for targets; they look for targets within their
more restricted awareness space (Brantingham & Brantingham, 1984).

Following crime pattern theory, the awareness space of an individual is com-
posed of his or her “anchor points” in the urban landscape, such as place of
residence, school and frequently used subway stations and transit lines connect-
ing these anchor points. It is the interaction of the location of potential targets
and the criminal’s awareness or activity space that culminate in particular
patterns of crime occurrence. Yet, the urban environment does not affect
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individuals equally. First, individuals differ from one another. Second, the
environment differs from place to place, and individuals are bound to react
differently to different environments. As Wikstrom, Mann, and Hardie (2018)
suggest, crime can be viewed not simply as the product of deep social, eco-
nomic and psychological causes but also as the result of deliberate choices by
individuals reacting to particular environmental circumstances.

A public place can generate thousands of crime opportunities, some more
obvious to potential offenders or crime-prone individuals (those individuals that
would consider crime as an alternative, based on their morality and self-control)
than to anybody else. Yet, crime opportunities are neither uniformly nor ran-
domly distributed in space and time (Ratcliffe, 2010). Temporal variations of
crime are related to people’s routine activity. They do follow rhythmic patterns
of human activity, some varying daily, others weekly or seasonally. A target, a
motivated offender and a capable guardian must converge in (public) place and
time for crime to occur (Cohen & Felson, 1979) as previously suggested, but
such interaction is not enough to explain why a public place becomes a crime
place.

A crime is an outcome of a perception choice process initiated by the znter-
action between the individual’s crime propensity and his or her exposure to a
criminogenic place (Wikstrom, Ceccato, Hardie, & Treiber, 2010). According
to situational action theory, a place “may become criminogenic when activities
and users encourage behavioral norms that conflict with the law, and/or they
are ineffective at enforcing the law” (Wikstrom & Treiber, 2017, p. 82). Crime
depends on the moral norms of a particular place, which in turn “depend on
what kinds of activities take place within them and what kinds of people tend to
be present, both of which are likely to vary by time of day, week and /or year”
(Wikstrom & Treiber, 2017, p. 82).

Therefore, the environment has a role to play in affecting a place’s behavioral
norms through the way it is designed and maintained, how it is used through
the day by residents and visitors and how well it is interlinked to the rest of the
neighborhood and city. Yet, according to Wikstrom et al. (2018), only when a
crime-prone individual spends enough time in a criminogenic setting may a
crime occur. To better prevent crime, one must better understand why a par-
ticular environment becomes criminogenic in the first place. A first step is to
change public places that concentrate the most crimes; as described below, they
are not criminogenically homogeneous: some attract crime, others absorb or
radiate crime.

Criminogenic public places

We know that crime is six times more concentrated in places than among
people (Weisburd & Telep, 2011) and that most places have no crime (Eck,
1998; Sherman et al., 1989; Weisburd, Bushway, Lum, & Yang, 2004). If an
area offers shopping, recreation and restaurants, this area is bound to have a
higher crime rate than residential areas just because it contains multiple “risky
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facilities” (Clarke & Eck, 2007). For instance, about 60 percent of all crimes
reported to the police in Stockholm occur within 500 meters of a metro station
(Ceccato, 2012b; Ceccato, Uittenbogaard, & Bamzar, 2011), and 10 percent
of crimes that have happened in a shopping mall are concentrated in a particular
part of the facility (Ceccato, Falk, Parsanezhad, & Tarandi, 2018).

A public place is often a risky place, a place that concentrates a dispropor-
tionately high amount of crimes in relation to its surroundings (Clarke & Eck,
2007). Some places will attract crime from the surrounding areas, others will
generate crime. The types of interaction such a public place has with its sur-
roundings and city contexts will determine its nature as a criminogenic place.

According to Brantingham and Brantingham (1995), a public place can be a
crime generator, a place with many criminal opportunities that are well known
to criminals; for example, a hidden spot outside a transit station can provide the
perfect place for selling drugs.

A public place can also be a crime attractor, for example, a shopping mall or
a bus stop may attract large numbers of people for reasons unrelated to criminal
motivation, creating many opportunities for crime (Groff & McCord, 2012;
Hilborn, 2009; Igbal & Ceccato, 2015).

A busy public toilet may concentrate disorder and damage to public property
and become a crime enabler (Clarke & Eck, 2005), when rules of conduct are
absent or are not enforced by users or place managers.

Bowers (2014, p. 389) explored the nature of the relationship between
crimes occurring within a particular public place and those occurring outside
but near the place and found that such a public place can become a crime radiator
or crime absorber (Bowers, 2014). Crime radiators “cause crime in the
immediate environment as well as internally”, while crime absorbers absorb risk
from the external locale.

As discussed in Section 2.3, place managers are important because they can
contribute to the safety of the public spaces by exercising control over users
(Eck, 2019), but these key actors are not alone. Felson (2006) suggests that
multiple actors exercise social control: the “place manager” is the person
responsible for controlling the behavior in a particular place, such as a teacher in
a school or a security guard in a shopping center or a station. Then there is the
“handler”, who controls the individual (parent, sibling) who may be con-
sidering crime as an alternative, and finally the “capable guardian”, who can
protect the target, ecither a property or a person. As for targets, there are two
types of guardians: formal guardians whose responsibility is to protect people
and property from crime, such as police officers and security guards, and
informal guardians, including friends and others who are at the same place as
the target. A thief may give up stealing a purse if (s)he notices that (s)he is
being watched by people on the bench or by the restaurant owner.

A limitation of this approach of focusing on where most crimes occur is that
it often takes only the crime scene into account. Research by police officer
Tamara Herold and her colleagues in the United States shows that the crime
dynamics can be better understood through information about “where” and
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“when” criminal networks socialize before a crime takes place (Madensen,
Herold, Hammer, & Christenson, 2017). They suggest that “comfort places”
(e.g., a corner of a street where criminals hang out) play an important role in
criminal proceedings although they are not crime scenes. Another limitation is
that the detection of crime concentrations is scale dependent and works best in
larger urban centers. In other words, this approach is less informative of the
dynamics of crime of public places in rural contexts or smaller municipalities,
simply because rural communities do not have enough risky facilities to
generate or spread crime as larger urban areas have.

2.5 The users’ perspective

An individual’s risk perception often reflects something other than the likeli-
hood of being a victim of crime. Koskela and Pain (2000) suggest that we
create mental maps of feared environments and unsafe places based on our
prior experiences as well as on media stories and the accounts of others.
Sandercock (2005) argues that expressions of fear of crime are actually fear of
others.

Fear, according to Warr (2000, p. 453), is “an emotion, a feeling of alarm or
dread caused by awareness of expectation of danger”. Jackson and Gray (2010)
distinguish between “functional” and “dysfunctional” fear. Functional fear
leads to precautionary actions that reduce both fear and risk of victimization,
while dysfunctional fear leads to negative impacts on individuals, such as con-
strained mobility and avoidance of public spaces, as discussed in Parts III and
IV of this book, affecting individuals’ health and the overall sustainability of a
place. A safe city is a sustainable city, one that allows living without the risk of
being a victim of crime or fear of victimization.

By tradition, women describe themselves as feeling more fear in urban
environments than men (Pain, 2000), partly because men and women use and
experience such environments in different ways (Dymén & Ceccato, 2012).
However, we must not believe that an individual’s safety is based solely on
gender. Several individual factors determine the risk of victimization as well as
safety perceptions. Women, the elderly, members of ethnic minority groups,
those who belong to the LBTQTI community, those with disabilities and those
who are disadvantaged report higher levels of fear of crime (Box, Hale, &
Andrews, 1988; Garofalo & Laub, 1979; Pain & Smith, 2008).

Disability affects vulnerability to crime (Iudici, 2015; Iudici, Bertoli, &
Faccio, 2017). In Stockholm city, for example, those who feel that they have
one or more disabilities state twice as much fear of being victims of assault and
robbery than the general population. Three times as many say they were
worried or do not go out after dark where they live because they are afraid of
being exposed to crime (Ceccato, 2013b). However, although men are victims
of reported crime while in transit more often than women are (Morgan &
Smith, 2006), women declare being more fearful than men (Ceccato, 2013Db;
Dymén & Ceccato, 2012). Similarly, while young people are statistically more
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at risk of being victimized, older and/or disabled individuals tend to be more
fearful (Furstenberg, 1971; Lagrange & Ferraro, 1989). In sum, it is funda-
mental to consider the intersection of multiple individual factors (e.g. age,
gender, disability) when assessing differences in individual’s risk of victimization
and safety perceptions.

Environmental factors in public places contributing to fear include dark
environments, poor guardianship, lack of maintenance, physical and social dis-
order, and unkempt and abandoned buildings (Loukaitou-Sideris 2009, see also
Chapter 3 in this book). This is problematic not only because signs of physical
deterioration are often visible in public places but also because these nuisances are
able to capture a much broader range of problems (Skogan, 1996). Paradoxically,
the presence of police may generate uneasy feelings (Gray, 2015). In addition,
some potential local and global dangers may mediate fear and vulnerability in
modern societies (Beck, 1992). All these interlayers of factors lead to more fear
and limit individuals’ mobility, often creating borders and more control of public
places, with more negative consequences to those who use them.

2.6 The metrics

Almost everything that happens, happens somewhere (Longley et al., 2005), so
knowing where a phenomenon takes place can be critically important to under-
standing its nature and acting upon it. This is particularly important to those
whose responsibility is to assess or ensure safety conditions in cities (Ceccato,
2013a; Weisburd, Bruinsma, & Bernasco, 2009). Research shows a vast number
of techniques and methods that can be used to detect safety problems, either for
finding crime concentration or areas perceived as unsafe. Some methods are more
appropriate for intervention and assessment, while others require the long-term
involvement of relevant stakeholders, such as safety walks and neighborhood
watch initiatives. See Section 2.7 for a detailed discussion of these methods.

New technologies can provide a nuanced understanding of use of public places
in relation to crime and perceived safety (Ceccato, 2019). Ecological momentary
assessments (EMAs) are a data collection method in which information about indi-
viduals’ experiences, emotions and behaviors is collected in real time via smart
devices as individuals go about their lives (Raento, Oulasvirta, & Eagle, 2009).

In the era of smartphones, “eyes” are complemented by “apps” or body
cameras, giving expression to new ways of depicting what happens in public
space. This development is bound to redefine what social control is, in par-
ticular the role of guardians and place managers, but also how we detect and
assess a safety problem. In Chapter 15 of this book, this digital methodology is
exemplified to assess fear while in transit. Commonly used are apps, virtual
reality (VR) and building information modeling (BIM). An app is a mobile
application, for mobile devices such as smart phones and tablets, while VR is
computer technology that simulates real or fictional environments and our pres-
ence and interaction in them. There are also other digital solutions that can be
implemented when an area is being built. For instance, BIM is a process that
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creates and uses an intelligent 3D model to inform and communicate project
decisions and to project, visualize, simulate and collaborate, which gives greater
clarity to all stakeholders throughout the project lifecycle. BIM makes it casier
to show at a micro scale where safety problems are (see, for instance, BIM in a
shopping mall in Ceccato et al. 2018).

The introduction of computerized mapping systems as part of police
command and control since the 1980s and 1990s has led to the creation of soft-
ware for visualizing the growing amounts of geocoded crime data. In addition,
geographic information systems (GIS) have made geographical analyses of crime
data possible for a wide number of users, facilitating the integration of many
types of data into a common spatial framework (Ceccato, 2013a). The use of
spatial tools such as GIS has been incorporated into research and planning in
public participation initiatives (see Part VI in this book) and, more recently,
into new methodologies aiming at predicting human reactions about terrorism
events using real-time data (see Chapter 17 for use of data from Twitter). In
such cases, the digital arena is the new public place where crime may occur.

2.7 The intervention

Promoting safe and sustainable urban environments demands well-coordinated
actions from multidisciplinary teams of experts (involving architects, planners,
safety experts, police and policymakers, to name a few) and efforts from civil
society. There are two distinct “time windows of action” for these groups of
experts.

The first one is when a public place is at the planning stage. Architects, plan-
ners and safety experts, in particular, play important roles ensuring safe environ-
ments at this stage.

The second one is when the “city is already out there” and actions remediate
“faulty” environments, namely those places that are contributing to crime and/
or poor perceived safety. The role of safety experts in teamwork—with police
officers and local teams engaging different groups of the community—becomes
perhaps more important than those of planners or architects at this stage. These
time windows of intervention are discussed below in detail.

Safety at the design and planning stage

The first time window of action is when a (public) place is at the planning stage.
This is a unique opportunity, since architects and planners in particular have
the opportunity to idealize how buildings and the spaces between them should
be designed. It is at this time they can make choices that can affect the future
of the area to prevent crime and promote safety. The planning and design of
public places (streets, tunnels, bridges, stations, parks and other spaces) are
crucial, as are their location and spatial arrangement. At this stage, experts can
apply their knowledge by creatively assembling “the building blocks of routine
activity into the urban cloth” (Brantingham & Brantingham 1995, p. 3) to
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maximize safety. This may include planning for details of the physical environ-
ment such as smooth boundaries between public, semi-private and private
places; strengthening the experience of social control in particular spots, such
as transportation nodes and shopping malls; designing buildings so that
windows provide an opportunity for natural surveillance. Other features are
also possible, such as promoting activities that generate the right amount of
people on the street or finding the right balance between the benefits of
double illumination in a square and energy savings. In reality, these experts
work under the pressure of limited resources, strict building and planning reg-
ulations and demands from diverse special interests that wish to prioritize
other aspects of the construction, such as energy savings or economic
efficiency.

Proven methods and principles under the CPTED umbrella can support
design and planning of buildings and public spaces to promote safety
(Armitage, 2013; Gronlund, 2012; Jeffery, 1977; Newman, 1972; Saville,
2009). International evidence shows that these principles impact positively on
safety. In England, research has shown that houses that are guarded by three or
more other properties experienced 38 percent less crime (Armitage, 2013). This
effect has been confirmed both in new production and in existing buildings, for
crime and fear of crime, in the Netherlands (CVP 2015) and also in Korea
(Seo & Lee, 2017).

There is a growing body of research that supports the assertion that crime
prevention through environmental design is effective in reducing both crime
and fear of crime in the community (Ceccato & Tcacencu, 2018; Cozens,
Saville, & Hillier, 2005; Cozens, Neale, Whitaker, Hillier, & Graham, 2003;
Kajalo & Lindblom, 2010).

However, there are many barriers for the implementation of these safety
guidelines in practice. In most countries, safety principles are not an integral
part of new building projects. Construction companies often skip extra demands
unless they are based on the requirements in a project for economic reasons. In
Sweden, for instance, if safety issues are considered in the planning process of a
new residential area, they often relate to traffic safety or fire hazards (see
Chapter 21 of this book or Ceccato, Vasquez, Langefors, Canabarro, &
Petersson, 2019). Second, there is a concern and a risk about who is responsible
for the process, which can produce variations in the delivery process—not only
who delivers (police or civilians based in municipalities and /or consultants), but
also how safety guidelines are implemented, thus resulting in a different impact
on social groups using public places, for instance.

The need to find new ways of working and of improving knowledge among
stakeholders concerning the impact of the urban environment on safety consti-
tutes another barrier. While planners and architects see that crime and safety per-
ceptions do not belong in their subject area, safety experts often focus too much
on offenders and too little on the situational conditions of crime and safety,
making this issue a neglected area in urban planning.
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Finally, as suggested by Wikstrom and Treiber (2017), interventions that
specifically target environmental characteristics can only be effective in preventing
crime if they promote changes in how people perceive crime as an alternative in
the specific environment. This means that “building right” from the beginning
is not enough. It also requires good and continuous maintenance after an area is
built (see for example Branas et al., 2011), through dialogue with relevant
stakeholders that takes into account different users’ needs and demands on that
particular place.

Safety in pre-existing urban envivonments

There are plenty of opportunities to improve safety when the city is already there.
But how do we get there, how do we go from words to action? Planners, architects
and safety experts often make use of principles of routine activity and situational
crime prevention (Clarke, 1995; Cohen & Felson, 1979) as theoretical refer-
ences to tackle particular places (and times) that suffer disproportionately high
crime levels.

Working in a team will make it easier to place a particular safety problem into
local contexts, especially the needs of those who make use of that particular
environment. Some of these problems are not visible to experts, and engaging
with users and locals who know well the area is a good starting point. It is also
important to calibrate the use of resources, knowledge and experience within
the group for best results. For instance, check what collective experiences there
are in the working group, if there is lack of knowledge that may be needed in
the solution process and which actors are responsible for which areas of the
process (Forsemalm, Johansson, & Goransson, 2019).

A deep understanding of the nature of the safety problem (Figure 2.1) is
fundamental. It is less obvious how current serious urban problems, such as
violence and organized crime can be solved and how they create fear. Solutions
demand more than “fixing the lighting or cutting bushes”. Detecting the
problem and analyzing it in detail is important (crime-specific, context-specific),
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Figure 2.1 Safety interventions steps.



A review of theories 29

both to obtain an accurate picture of the phenomenon and to be able to
measure the outcome of future interventions using a “before and after” scenario.
What is it in the environment that leads a person to commit crimes in that
particular spot? What is it that generates feelings of worry and fear? Using
recommendations from Clarke and Eck (2005), it is possible to further develop
a number of questions to be answered at the beginning of the process before
defining safety interventions.

What? Does the problem concern crime or perceived security? Is it a new
area to be planned, or will an existing area be improved?

Where? Is the problem happening in a city or in the countryside? Is it in a
residential area, in a square or in a building?

When? During which times of the day/days of the week/months of the
year does the problem occur? Is it constant over time or does it vary?

Who? Who is badly affected by the problem, does it affect the entire popu-
lation equally or are there specific groups—such as women, the elderly,
children, the financially vulnerable—who are affected? Is there information
about those who commit crimes and their modus operandi?

The answers to these questions will have a major impact on the choice of the
solutions and are important to bring to light through the solution process. At
this stage, major changes in the physical environment to improve safety may
be costly and may not even be desirable because of negative impacts on the
aesthetics of the place (grates in the windows and facades, fences around
parks and squares, barriers that limit movement in street sections, in some
cases, CCTVs for control and surveillance). Below is a list of a number of
techniques and methods popularly used to detect safety problems and work
with them.

Security certification: Quality control designed to reduce exposure to crime
in residential properties. The verification is carried out using a checklist, which
is primarily adapted to existing buildings and can be used in apartment build-
ings. The checklist may look different depending on whether it is applied in
housing that already exists and has problems with crime and insecurity, or used
to build a knowledge base when planning new housing and/or public
environments.

Neighborhood watch: Various activities in an area aimed at improving resi-
dents’ involvement, sense of participation and social affiliation and thus the
social control that is fundamental to crime prevention and security. These activ-
ities (for example, informing neighbors to pay extra attention at times to who is
moving around the area) are also expected to change the behavior of potential
victims and thus reduce opportunities for crime.

Night patrol: Also called parental walking, adult walking, dads and moms in
town or adults in town. Groups of adults move out on the streets and squares
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and into environments where young people stay in the evening and night time,
in order to create a safer environment.

Social impact assessment: Packages for analyzing, monitoring and managing
the intended and unintended social consequences, both positive and negative,
of planned actions and any social change processes that result from these efforts
(Vanclay, 2003). For example, a change in a city can have different con-
sequences at different times of the day or have different consequences for
different groups of people, which need to be made visible and taken into
account in planning processes.

Safety walk: A group of people going through an area and systematically
inventorying or inspecting it from a security standpoint, often with a fieldwork
protocol in hand, in paper form or digitally using an app (Creswell, 2013, p. 168),
although the “walk” can be virtual. During the inventory, locations and spaces
that are perceived as unsafe or at risk of becoming crime sites are noted, as well
as the specific physical circumstances that contribute to the problems. The
process includes developing proposals for solutions, and the safety inventory can
then form the basis for safety interventions.

Building improvement district: BID represents a collaboration scheme of
local property owners in conjunction with local agencies (e.g., city offices, the
police, the fire and rescue services, et al.).

Placemaking: This is a set of participatory approaches to planning, design and
management of public places that engage individuals and communities into a
process for transformation (Schneekloth & Shibley, 1995). One example is creative
placemaking, which is thought to contribute to livability of an area by addressing
users’ safety, aesthetic and expressive needs by using expressions of art and culture.

Once the working team understand a problem, it is time to intervene (Figure 2.1).
One challenge with safety problems is to make sure that the measures being
implementing also work as expected and do not have unwanted side effects.
Relatively easy solutions, such as creating physical barriers may increase safety
for some, but may be at the expense of other groups or the entire population.
There are sometimes contradictions between sustainability goals; for example,
good lighting in an area can make people safe but at the same time increase
energy consumption, which contributes to global warming. There are expecta-
tions that safety interventions in the physical environment can be proportionate
and weighed against the long-term vision for an area as well as other sustain-
ability goals (Ceccato & Pettersson, 2019).

Even at this stage, it is important to work systematically and with regard to
detail; that is, each crime has its dynamics and requires specific measures. A pre-
requisite for this is to have a good understanding of the problem, to analyze
and document what the situation was like before the intervention and the out-
comes after changes were put into operation. This means, more specifically, that
one must consider scale (a place or a residential area) and context (metropolitan
context vs. smaller municipality). It is also important to prioritise and calibrate
the use of resources, knowledge and experience of your team for best results
during the intervention.
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It is fundamental to follow the same methods when evaluating the effects of
the intervention. Also important is to keep in mind that the measures that have
been implemented are probably not the only changes that have taken place
during the period measured. Therefore, assessing the same measure in several
places is desirable (Figure 2.1). Using control areas—where no action has been
implemented—makes the results of the evaluation more reliable. A control area
should have the same problem make-up as the areas where the measure is being
tested. In this way, it shows what one would expect to have happened in the
implementation area if no action was taken. Another reason to use a control area
is that the effect of interventions can spread to a larger area than the one initially
planned. This applies to both good and bad effects. For example, better lighting
and maintenance in a public place can make the surrounding area also feel safer,
but it can also mean, despite the fact that it does not happen so often, that the
original feeling of poor safety is moved to another place. Keep in mind that it
can take a long time for the results of actions to become clear, so if actions are
evaluated too soon their effects may not be visible at the current time. It may
also happen that the problems recur after the evaluation. Therefore, it is good to
keep track of the area or place where measures have been implemented for a
long time and to continuously assess the occurrence of crime and insecurity.

Moreover, the impact of an intervention is often not homogeneous in the
study area. Of course, there are also examples of measures that have not worked
at all, but if these have been evaluated, they need not be seen as total failures.
Unexpected results are not necessarily “bad results” because they indicate that
those interventions are not worth investing in the future, and resources can be
spent on other measures.

By the same token, the fact that an action has a positive effect on a place for
a certain period of time does not mean that the intervention will generate the
same results elsewhere and should be used anywhere or at any time (with the
same outcome). The context, as already mentioned, is of great importance:
what works for a problem in a metropolitan context may not have the same
effect on the same problem in sparsely populated areas. In real life, evaluation
with control areas is not always possible, so triangulations of several qualitative
assessments are good alternatives, for example through interviews, focus groups,
photographs or safety walks before, during and after measures have been imple-
mented. In the next chapters, and in particular in Chapters 18 to 21, examples
of innovative methods (e.g., mapping, apps and Twitter data) are introduced to
report safety interventions in a more nuanced way.

2.8 Concluding remarks

Crime happens in all sorts of public places: from crowded streets to desolate
interstitial spaces between buildings; in large cities or small towns, some more
in rush hours, others during the dark, quiet hours of the day. Some of these
public places are dangerous but may be perceived as safe; others do not offer
any kind of risk but may still be viewed as unsafe. In this chapter, the concept of
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public places in relation to the dynamics of urban crime and fear was discussed.
Then, theories describing the mechanisms linking crime and fear with the built
environment were analyzed in relation to the role of architects, planners and safety
experts. This was followed by theories describing the nature of fear, with particular
focus on the fear of crime and those who are most victimized or most in fear. The
chapter ends by presenting methods of analysis regarding safety problems and how
safety interventions are put into practice. This review also shows that a large number
of models of safety interventions have been suggested in the last decades in an
attempt to fill the void in knowledge (and action) of researchers and practitioners in
recognizing the importance of the physical and social environment to safety. Who
delivers safety interventions is also relevant to ensuring all needs are considered.
“Building right” from the beginning is not enough. In areas that already exist,
focusing on specific problems is fundamental, as is making sure that assessments of
safety interventions are systematically performed. Finally, it is important to have a
long-term perspective of the safety of an area—one that accepts that the area is in
continuous transformation and that safety needs may be changing.

Note

1 Instead of weighing the multiple ways we can conceptualize public place and public
space, we chose to use these terms interchangeably in this book, extending the concept
to public places that are digital, as illustrated in Chapters 1 and 17. For a brief defini-
tional discussion of public places and crime, see Ceccato (2016).

References

Alexander, D., Ishikawa, S., & Silverstein, M. (1977). A Pattern Language: Towns,
Buildings, Construction. USA: Oxford University Press.

Armitage, C. J., & Ekblom, P. (2019). Rebuilding Crime Prevention Through Environ-
mental Design: Strengthening the Links with Crime Science. Abingdon: Routledge.

Armitage, R. (2013). Crime Prevention through Housing Design: Policy and Practice.
Basingstoke, UK: Palgrave Macmillan.

Armitage, R. (2018). Burglars’ take on crime prevention through environmental design
(CPTED): reconsidering the relevance from an offender perspective. Security Journal,
31, 285-304.

Armitage, R., & Monchuk, L. (2011). Sustaining the crime reduction impact of design-
ing out crime: re-evaluating the Secured by Design scheme 10 years on. Security
Journal, 24, 320-343.

Asiedu, A. B., & Arku, G. (2009). The rise of gated housing estates in Ghana: empirical
insights from three communities in metropolitan Accra. Journal of Housing and the
Built Environment, 24, 227-247.

Barker, R. (1968). Ecological Psychology Concepts and Methods for Studying the Environ-
ment of Human Behaviour. Stanford: Stanford University Press.

Beck, U. (1992). Risk Society: Towards & New Modernity. London: Sage.

Becker, G.S. (1968). Crime and punishment: an economic approach. The Journal of
Political Economy, 76(2), 169-217.

Bowers, K. (2014). Risky facilities: Crime radiators or crime absorbers? A comparison of
internal and external levels of theft. Journal of Quantitative Criminology, 30, 389-414.



A review of theories 33

Box, S., Hale, C., & Andrews, G. (1988). Explaining fear of crime. British Journal of
Criminology, 28, 340-356.

Branas, C. C., Cheney, R. A., MacDonald, J. M., Tam, V. W., Jackson, T. D., & Ten
Havey, T. R. (2011). A difference-in-differences analysis of health, safety, and greening
vacant urban space. American Journal of Epidemiology, 174, 1296-1306.

Branic, N., & Kubrin, C. E. (2018). Gated communities and crime in the United States.
In G. Bruinsma & S. D. Johnson (Eds.), The Oxford Handbook of Environmental
Criminology (Vol. 1). New York: Oxford University Press.

Brantingham, P. J., & Brantingham, P. L. (1984). Patterns in Crime. New York: Macmillan.

Brantingham, P. L., & Brantingham, P. J. (1995). Criminality of place: crime generators
and crime attractors. European Journal on Criminal Policy and Research, 3, 1-26.

Breetzke, G. D., Landman, K., & Cohn, E. G. (2014). Is it safer behind the gates? Crime
and gated communities in South Africa. Journal of Housing and the Built Environment,
29,123-139.

Ceccato, V. (2012a). The Urban Fabric of Crime and Fear. Dordrecht Netherlands; New
York; London: Springer.

Ceccato, V. (2012b). Vilken betydelse har miljon for trygghet och sikerhet pa Stockholms
tunnelbana? PLAN, 1, 39-43.

Ceccato, V. (2013a). Integrating geographical information into urban safety research and plan-
ning. Proceedings of the Institution of Civil Engineers: Urban Design and Planning, 166, 15-23.

Ceccato, V. (2013b). Moving Safely: Crime and Perceived Safety in Stockholm’s Subway
Stations. Plymouth: Lexington.

Ceccato, V. (2016). Public space and the situational conditions of crime and fear.
International Criminal Justice Review, 26, 69-79.

Ceccato, V. (2019). Eyes and apps on the streets: from surveillance to sousveillance using
smartphones. Criminal Justice Review, 44, 25-41.

Ceccato, V., Falk, O., Parsanezhad, P., & Tarandi, V. (2018). Crime in a Scandinavian
shopping centre. In A. R. Ceccato V. (Ed.), Retail Crime: International Evidence and
Prevention: Cham: Palgrave Macmillan.

Ceccato, V., & Pettersson, R. (2019). Trygystadsmiljon i praktiken: Visioner, exempel och tips.
www.kth.se /files /view,/vace /5dc3a43c38cal 004b7abb8el /trygg-stadsmiljoe-i-praktiken_
v.pdf (accessed 20 January 2020).

Ceccato, V., & Tcacencu, S. (2018). Perceived safety in a shopping centre: a Swedish
case study. In V. Ceccato & R. Armitage (Eds.), Retail Crime: International Evidence
and Prevention (pp. 215-242). Cham: Springer International Publishing.

Ceccato, V., Uittenbogaard, A., & Bamzar, R. (2011). Safety in Stockholm’s under-
ground stations: the importance of environmental attributes and context. Security
Journal, 26, 33-59.

Ceccato, V., Vasquez, L., Langefors, L., Canabarro, A., & Petersson, R. (2019). En
trygg stadsmiljo: Teori och praktik for brottsforebyggande & trygghetsskapande
atgirder. Retrieved from Stockholm: http://kth.diva-portal.org/smash/get/diva2:13
58155 /FULLTEXTO1.pdf (accessed 20 January 2020).

Chase, J. (2008). Their space: security and service workers in a Brazilian gated com-
munity. Geographical Review, 98, 476—495.

Clarke, R. C., & Eck, J. E. (2005). Crime analysis for problem solvers in 60 small steps.
Retrieved from www.semanticscholar.org/paper/Crime-Analysis-for-Problem-Solvers-
in-60-Small-Clarke-Eck /be59dec7¢23070bt8857745¢737d9t4c90actt5e (accessed 18
April 2020)

Clarke, R., & Eck, J. (2007). Understanding Risky Facilities. Tool Guide No. 6. Retrieved
from https://popcenter.asu.edu/content/understanding-risky-facilities (accessed 20
January 2020).



34  Vania Ceccato

Clarke, R. V. (1995). Situational crime prevention. Crime and Justice, 19, 91-150.

Clutter, J. E., Henderson, S., & Haberman, C. P. (2019). The impact of business
improvement district proximity on street block robbery counts. Crime & Delinquency,
doi:10.1177/0011128719834559.

Cohen, L. E., & Felson, M. (1979). Social change and crime rate trends: a routine activ-
ity approach. American Sociological Review, 44, 588-608.

Coleman, A. (1985). Utopia on Trial. Vision and Reality in Planned Housing. London:
Hillary Shipman.

Cozens, P., & Hillier, D. (2008). The shape of things to come: New urbanism, the grid
and the Cul-De-Sac. International Planning Studies, 13, 51-73.

Cozens, P. M. (2011). Urban planning and environmental criminology: towards a new
perspective for safer cities. Planning Practice and Research, 26, 481-508.

Cozens, P. M., Neale, R. H., Whitaker, J., Hillier, D., & Graham, M. (2003). A critical
review of street lighting, crime and fear of crime in the British city. Crime Prevention
and Community Safety, 5, 7-24.

Cozens, P. M., Saville, G., & Hillier, D. (2005). Crime prevention through environ-
mental design (CPTED): a review and modern bibliography. Property management,
23(5), 328-356.

Creswell, J. W. (2013). Qualitative Inquiry & Research Design: Choosing amonyg Five
Approaches. Thousand Oaks, CA: Sage.

Crowe, T. (2000). Crime Prevention Through Environmental Design: Applications of
Avrchitectural  Design  and  Space Management Concepts. Oxford: Butterworth-
Heinemann.

CVP, Centrum voor Criminaliteitspreventic en Veiligheid (2015). Bestaande bouw
Handboek Politickeurmerk Veilig Wonen. Retrieved from www.kiwa.com/contentas-
sets/a5e877747a6c4dbea7710698c220536 /pkvw-handboek-bestaande-bouw-2015.
pdf (accessed 11 December 2019).

Dymén, C., & Ceccato, V. (2012). An international perspective of the gender dimension
in planning for urban safety. In V. Ceccato (Ed.), The Urban Fabric of Crime and Fear
(pp. 311-341). Dordrecht, Heidelberg, New York, London: Springer.

Eck, J. (1998). Preventing crime at places. In: Preventing Crime: What Works, What Does
Not, What’s Promising. Retrieved from www.ncjrs.gov,/works/index.htm.

Eck, J. E. (2019). Place Managers and Crime Places. Oxford: Oxtord University Press,
doi: 10.1093 /acrefore /9780190264079.013.30

Felson, M. (2006). Crime and Nature. Thousand Oaks: Sage.

Forsemalm, J., Johansson, M., & Géransson, P. (2019). Evidensbaserad stadsutveckling—
bortom urbana anedokter. Arsta: Dokument Press.

Furstenberg, J. F. F. (1971). Public reaction to crime in the streets. The American
Scholar, 40, 601-610.

Garofalo, J., & Laub, J. (1979). Fear of crime—broadening our perspective. Victomology,
3,242-253.

Goold, B., Loader, 1., & Thumala, A. (2010). Consuming security?: Tools for a soci-
ology of security consumption. Theoretical Criminology, 14, 3-30.

Gray, F. (2015). The misanthropes, larrikins and mallrats of Market Square: an enduring
public space dilemma in Central Geelong. In SAHANZ 2015: Architecture Institutes
and Change. Proceedings of the 32nd Annual Confevence of Society of Avchitectural
Historians Australin and New Zealand. (pp. 218-230). Society of Architectural
Historians Australia and New Zealand.

Gray, F., & Novacevski, M. (2015). Unlawful acts, unkind architecture and unhelpful
perceptions: A case study of Market Square Mall, Geelong. In Proceedings of the Safe
Cities Conference 2015 (pp. 4-18). Association for Sustainability in Business.



A review of theories 35

Groft, E., & McCord, E. S. (2012). The role of neighborhood parks as crime generators.
Security Journal, 25, 1-24.

Grundstrom, K. (2018). Grindsamhille: the rise of urban gating and gated housing in
Sweden. Housing Studies, 33, 18-39.

Gronlund, B. (2012). Is hammarby sjostad a model case? Crime prevention through
environmental design in Stockholm, Sweden. In V. Ceccato (Ed.), The Urban Fabric of
Crime and Fear (pp. 283-310). Dordrecht: Springer Netherlands.

Hilborn, J. (2009). Dealing with crime and disorder in urban parks. Retrieved from
www.cops.usdoj.gov (accessed 14 April 2012).

Hillier, B. (1986). City of Alice’s dreams. Architects’ Journal, 9, 39—41.

Igbal, A., & Ceccato, V. (2015). Does crime in parks affect apartment prices? Journal of
Scandinavian Studies in Criminology and Crime Prevention, 16, 97-121.

Tudici, A. (2015). Sexual harassment against people with mental disabilities in transit
environments: implications for services and clinics. In V. Ceccato & A. Newton (Eds.),
Safety and Security in Transit Environments: An Interdisciplinary Approach (pp. 328-343).
London: Palgrave Macmillan UK.

Tudici, A., Bertoli, L., & Faccio, E. (2017). The ‘invisible’ needs of women with
disabilities in transportation systems. Crime Prevention and Community Safety,
19, 264-275.

Jackson, J., & Gray, E. (2010). Functional fear and public insecurities about crime.
British Journal of Criminology, 50, 1-22.

Jacobs, J. (1961). The Death and Life of Great American Cities. New York: Vintage
Books.

Jettery, C. R. (1977). Crime Prevention through Environmental Design. (2nd ed.).
Beverly Hills: Sage.

Jongejan, A., & Woldendorp, T. (2013). A successful CPTED approach: the Dutch
‘Police Label Secure Housing’. Built Environment (1978-), 39, 31-48.

Kajalo, S., & Lindblom, A. (2010). The perceived effectiveness of surveillance in redu-
cing crime at shopping centers in Finland. Property Management, 28(1), 47-59.

Kang, J. H. (2011). Participation in the community social control, the Neighborhood
Watch groups: individual and neighborhood-related factors. Crime & Delinquency,
61, 188-212.

Kornhauser, R. (1978). Social sources of Delingquency. Chicago: University of Chicago Press.

Koskela, H., & Pain, R. (2000). Revisiting fear and place: women’s fear of attack and the
built environment. Geoforum, 31, 269-280.

Lagrange, R. L., & Ferraro, K. F. (1989). Assessing age and gender differences in per-
ceived risk and fear of crime. Criminology, 27, 697-720.

Lemanski, C. (2006). Residential responses to fear (of crime plus) in two Cape Town
suburbs: implications for the post-apartheid city. Journal of International Development,
18, 787-802.

Longley, P. A., Goodchild, M. F., Maguire, D. J., & Rhind, D. W. (2005). Geographic
Information Systems and Science. Chichester, UK: John Wiley.

Loukaitou-Sideris, A. (2009). What brings children to the park? Analysis and measure-
ment of the variables affecting children’s use of parks. Journal of the American Plan-
ning Association, 76, 89-107.

Loukaitou-Sideris, A. (2012). Safe on the move: the importance of the built environ-
ment. In V. Ceccato (Ed.), The Urban Fabric of Crime and Fear (pp. 85-110).
Dordrecht: Springer Netherlands.

Madensen, T. D., Herold, M., Hammer, M. G., & Christenson, B. R. (2017).
Place-based investigations to disrupt crime place networks. Police Chief Magazine,
Washington, DC.



36 Vania Ceccato

McCarthy, J., & Doyle, M. (2011). Business improvement districts and conservation-led
regeneration. Urban Research and Practice, 4, 175-192.

Mihinjac, M., & Saville, G. (2019). Third-generation Crime Prevention Through
Environmental Design (CPTED). Social Sciences, 8, doi:10.3390 /s0csci8060182.

Mikellides, B. (2007). Theory, practice and education: architectural psychology 1969-2007.
Journal of Learning and Teaching, 2(2).

Morgan, R., & Smith, M. J. (2006). Crimes against passengers: theft, robbery, assault
and indecent assault. In D. B. C. M. J. Smith (Ed.), Secure and Tranquil Travel: Pre-
venting Crime and Disorder on Public Transport (pp. 77-102). London: Jill Dando
Institute of Crime Science.

Newman, O. (1972). Defensible Space—Crime Prevention through Urban Design. New
York: Collier Books.

Pain, R. (2000). Place, social relations and the fear of crime: a review. Progress in Human
Geography, 24(3), 365-387.

Pain, R., & Smith, S. J. (2008). Fear: critical geopolitics and everyday life. In R. Pain &
S.J. Smith (Eds.), Fear: Critical Geopolitics and Everyday Life (pp. 1-24). Aldershot:
Ashgate.

Poyner, B. (1986). A Model for Action: Situational Crime Prevention. London: Her Majesty’s
Stationery Office.

Poyner, B. (1991). Situational crime prevention in two parking facilities. In R. V. Clarke
(Ed.), Situational Crime Prevemtion—Successful Case Studies (pp. 157-166). USA:
Lynne Rienner Publishers.

Poyner, B. (2005). Crime-free Housing in the 21st Century. London, UK: Jill Dando
Institute of Crime Science.

Raento, M., Oulasvirta, A., & Eagle, N. (2009). Smartphones: an emerging tool for
social scientists. Sociological Methods & Research, 37, 426—454.

Ratcliffe, J. (2010). Crime mapping: spatial and temporal challenges. In A. R. Piquero &
D. Weisburd (Eds.), Handbook of Quantitative Criminology (pp. 5-24). New York: Springer.

Reynald, D. M. (2014). Informal guardianship. In G. Bruinsma & D. Weisburd (Eds.),
Encyclopedia of Criminology and Criminal Justice (pp. 2480-2489). New York:
Springer New York.

Sampson, R. J., Raudenbush, S. W.; & Earls, F. (1997). Neighborhoods and violent
crime: a multilevel study of collective efficacy. Science, 277(5328), 918-924.

Sandercock, R. J. (Ed.) (2005). Difference, Fear and Habitus, n Political Economy of
Urban Fear. Aldershot: Ashgate.

Saville, G. (2009). SafeGrowth: moving forward in neighbourhood development. Built
Environment (1978-), 35, 386—402.

Saville, G. (2018). Safegrowth: Building Neighbourhoods of Safety and Livability. Charleston:
CreateSpace.

Schneekloth, L. H., & Shibley, R. G. (1995). Placemaking: The Avt and Practice of
Building Communities. New York: Wiley.

Seo, S. Y., & Lee, K. H. (2017). Effects of changes in neighbourhood environment due
to the CPTED project on residents’ social activities and sense of community: a case
study on the Cheonan Safe Village Project in Korea. International Journal of Urban
Sciences, 21, 326-343.

Shaw, C. R., & McKay, H. D. (1942). Juvenile Delinquency and Urban Areas. Chicago:
University of Chicago Press.

Sherman, L. W., Gartin, P. R., & Buerger, M. E. (1989). Hot spots of predatory crime:
Routine activities and the criminology of place. Criminology, 27(1), 27-56.

Skogan, W. G. (1996). The police and public opinion in Britain. American Behavioral
Scientist, 39, 421-432.



A review of theories 37

Sommer, R. (1972). Design Awareness. Corte Madera: Reinhart Press.

Symes, M., & Steel, M. (2003). Lessons from America: the role of business improvement
districts as an agent of urban regeneration. The Town Planning Review, 74, 301-313.
Tedong, P. A, Grant, J. L., & Abd Aziz, W. N. A. W. (2014). The social and spatial
implications of community action to enclose space: guarded neighbourhoods in

Selangor, Malaysia. Cizies, 41(PA), 30-37.

Thomlinson, R. (1969). Urban Structure the Social and Spatial Character of Cities.
Toronto: Random House Publishing.

Uhnoo, S., & Hansen Lofstrand, C. (2018). Voluntary policing in Sweden: media
reports of contemporary forms of police—citizen partnerships. Journal of Scandinavian
Studies in Criminology and Crime Prevention, 19, 41-60.

Vanclay, F. (2003). International principles for social impact assessment. Impact Assess-
ment & Project Appraisal, 21, 5-11.

Warr, M. (2000). Fear of crime in the United States: avenues for research and policy.
Criminal Justice and Behavior, 4, 451-489.

Weisburd, D. (2015). The law of crime concentration and the criminology of place.
Criminology, 53, 133-157.

Weisburd, D., Bruinsma, G. J. N., & Bernasco, W. (2009). Units of analysis in geo-
graphic criminology: Historical development, critical issues, and open questions. In
D Weisburd, G. J. N. Bruinsma, W. Bernasco (Eds.), Putting Crime in its Place: Units
of Analysis in Geographic Criminology (pp. 3-31). New York: Springer New York.

Weisburd, D., Bushway, S., Lum, C.; & Yang, S. M. (2004). Trajectories of crime at
places: a longitudinal study of street segments in the city of Seattle. Criminology,
42,283-321.

Weisburd, D., & Telep, C. (2011). The efficiency of place based policing. In E. D. E. De
Vree, W. Broer, P. Van der Laan (Eds.), Evidence Based Policing (pp. 247-262).
Antwerpen, Apeldoorn, Portland: Maklu.

Whitzman, C. (2007). Stuck at the front door: gender, fear of crime and the challenge of
creating safer space. Environment and Planning A, 39, 2715-2732.

Whitzman, C., Shaw, M., Andrew, C.; & Travers, K. (2009). The eftectiveness of
women’s safety audits. Security Journal, 22,205-218.

Wikstrom, P.-O., Ceccato, V., Hardie, B., & Treiber, K. (2010). Activity fields and the
dynamics of crime. Journal of Quantitative Criminology, 26, 55-87.

Wikstrom, P.-O. H., Mann, R. P.,; & Hardie, B. (2018). Young people’s difterential vulner-
ability to criminogenic exposure: bridging the gap between people- and place-oriented
approaches in the study of crime causation. European Journal of Criminology, 15, 10-31.

Wikstrom, P.-O. H., & Treiber, K. (2017). Beyond risk factors: an analytical approach to
crime prevention. In B. Teasdale & M. S. Bradley (Eds.), Preventing Crime and Viol-
ence (pp. 73-87). Cham: Springer International Publishing.

Wilson, F. H. (1999). Fortress America: gated communities in the United States.
[Fortress America: Gated Communities in the United States, Edward J. Blakely, Mary
Gail Snyder]. Contemporary Sociology, 28, 83-84.

Wilson, J. Q., & Kelling, G. L. (1982). Broken windows. Atlantic Monthly, 249, 29-38.

Yarwood, R., & Edwards, B. (1995). Voluntary action in rural areas: the case of neigh-
bourhood watch. Journal of Rural Studies, 11, 447-459.



3 The architecture of crime
and fear of crime

Research evidence on lighting,
CCTV and CPTED features’

Vania Ceccato

3.1 Introduction

Urban design shapes the built environment and the types of human activities
that take place in it. A safe environment is one that maximizes the use of public
places with a mix of users carrying out a variety of routine activities; it is a place
that encourages social interaction. A safe environment depends on what
happens in this place, and what happens in it depends on how safe it is per-
ceived to be. Lighting is essential for feeling safe in a place (Green, Perkins,
Steinbach, & Edwards, 2015; Johansson, Rosen, & Kuller, 2011), but the
impact on safety of other environmental features, such as security technologies,
is less obvious (Lorenc et al., 2013; Lum, Stoltz, Koper, & Scherer, 2019). For
some people the presence of a closed-circuit television camera (CCTV) reduces
their confidence, while others feel empowered and safe (Koskela, 2002; Yavuz &
Welch, 2010). So what makes a public place safe?

The aim of this chapter is to discuss the evidence in the international liter-
ature of the effects of urban design on safety—in particular, the relationship
between features such as lighting and CCTV to the occurrence of crime and/or
individuals’ safety perceptions. Potential unexpected side effects of these features
on a city’s overall quality are also discussed.

To achieve these goals, the literature from 1968 to 2018 was searched, using
as references the Scopus, Web of Science and JSTOR databases. Bibliometric
visualization software was used to manage and map the vast material, spanning
more than five decades of research, on crime and fear of crime and to answer
the following questions.

* Does urban design, indicated by crime prevention through environmental
design (CPTED) features, have any impact on crime and/or safety percep-
tions, and if so, how?

e Does lighting and/or CCTV have any effect on crime, and if so, what are
the mechanisms? Are safety perceptions affected by lighting and/or CCTV,
and if so, what are the mechanisms?

e Is there any risk (or “side effect”) when prioritizing safety over other
sustainability goals?
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The literature overview focuses on particular features of accessible public places
(streets, parks, etc.) and neighborhood structure, because it is at this scale that
crime and fear take shape. In addition, it is at this scale that the impact of plan-
ning decisions is experienced and planning solutions can be implemented. Finally,
it is also at this scale that many safety problems can be addressed through inclu-
sive policies by direct involvement of local stakeholders (police, safety experts,
community groups) and those voices normally excluded from planning decisions.

The decision to focus this literature overview on lighting and CCTV was taken
because the international literature has been strongly dominated by these features
in recent decades (Painter & Farrington, 1994; Piza, Welsh, Farrington, &
Thomas, 2019; Quinet & Nunn, 1998; Ratcliffe, Taniguchi, & Taylor, 2009;
Sutton & Wilson, 2004; van Rijswijk & Haans, 2018; Welsh & Farrington,
2009; Williams & Johnstone, 2000).

This chapter is structured as follows. First, the importance of assessing the state-
of-the-art research is introduced with a focus on urban design, crime and safety.
Then methods are reported, followed by the results. In the final section, gaps in the
literature and suggestions for a research agenda close the chapter. Note that in this
study “public places” and “public spaces” will be used interchangeably.

3.2 Public places, urban design and safety

“Public space” (or here “public place”) means a space legally open and access-
ible without the permission of anyone else, such as a common (Németh, 2012).
In reality, most public spaces are conditionally “free”, because action allowed in
these spaces falls within the law of the locality in which the space is located.
Accessibility is thought to be a basic characteristic of these places. Yet, although
public spaces/places might be accessible to everyone, why is it that safety in
these places may not be attainable by all?

First, safety is a function of the way one perceives these places, so an individual’s
fears depend on her/his individual characteristics: physical and psychological
abilities, age, gender, ethnic background, sexual and socioeconomic statuses (Box,
Hale, & Andrews, 1988; Garofalo & Laub, 1979; Pain & Smith, 2008). It is also
these characteristics (individually or intersectionally) that determine an individual’s
risk of victimization of crime. Although men are more victimized by crime in public
places, it is women who fear public places the most (Ferraro, 1996; Pain, 1997).

Second, as previously suggested, safety also depends on what happens in
these public places, and what happens in them depends on how safe these places
are perceived to be. Loukaitou-Sideris and Eck (2007) indicated that walking
and cycling are greatly influenced by what happens in streets and other public
spaces. Safe public places invite outdoor activities, including daily walks. Poor
maintenance or signs of physical deterioration of an area are thought to be more
important determinants of fear of crime than the actual incidence of crime. Either
way, fear may inhibit people from using a public place or lead them to avoid
certain times of the day (Gray, Jackson, & Farrall, 2011; Jackson & Gray, 2010).
Wilson and Kelling (1982) suggested that acts of vandalism and public disorder
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function as symbols of the extent to which an area is in decline, which might
affect subsequent levels of crime and safety perceptions.

Third, public places are often contested places where individuals relate to rules
conduct and publicness (Smith & Low, 2013). The right to feel safe rests on a thin
equilibrium between place users of all types and what Eck (2019) called “place man-
agers”, they are those people and organizations that are physically and legally able to
prevent crime in a place. Each public place bears a certain morality that defines what
can be done in it (under or beyond the rule of law). This morality also determines
those who are the “legitimate users” (Knutsson, 1997) and those who are not.

Finally, public places vary in their levels of crime and/or in the way they are
perceived. Crime and fear of crime are different phenomena. What makes a place
criminogenic does not necessarily make it unsafe, and vice versa (e.g., Ceccato &
Lukyte, 2011; Ferraro, 1995; Gray, Jackson, & Farrall, 2008; LaGrange,
Ferraro, & Supancic, 1992; Pain, MacFarlane, & Turner, 2006). This fact has
implications for both research and practice, because the root causes of crime are
often not those that affect people’s poor safety perceptions of a place, although
they may share similar triggers. Because the environment plays an important role
in affecting victimization and/or shaping fears, we focus in this chapter on
environmental factors that have a direct impact on crime occurrence and fear.

As suggested in Chapter 2, poorly designed and managed built environments
can create opportunities for crime and make people feel unsafe (Clarke, 2012;
Crowe, 2000; Jongejan & Woldendorp, 2013; Monchuk, 2011; Reynald, 2011).
A safe environment is the one that maximizes the use of public places by a mix of
users with different routine activities; it is a place that encourages social inter-
action, increases visibility and surveillance by passers-by and, as a result, reduces
the risk of crime. Crime is less likely to occur in places where there are clear, well-
defined routes and people can easily enter and leave, a place that avoids barriers
and obstacles. In addition, public places that are well managed and maintained
generally feel safer and encourage people to use them; they exhibit “ownership”.
This in turn encourages activity and natural surveillance. As indicated in Chapter 2,
these principles are well encapsulated by CPTED (Crowe, 2000) and in principles
of routine activity (Cohen & Felson, 1979; Felson, 2002) and Situational Action
Theory (e.g. Wikstrom & Treiber, 2017).

Although the international literature shows much evidence for the effect of
CPTED features on safety, the evidence is mixed; for a review, see Cozens,
Saville, and Hillier (2005), Cozens and Love (2015) and Farrington and Welsh
(2002). Building on these previous reviews of the literature, this chapter aims to
contribute to the evidence in this area by collecting and systematizing scholarly
knowledge on the effect of urban design on urban safety—in particular, the
impact of features such as lighting and CCTV on crime and /or perceived safety.

3.3 Data and methods

The literature search covered 50 years, from 1968 to 2018, of publications in
the databases Scopus, Web of Science and JSTOR. The bibliographic selection
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was conducted in two steps: first, we focused on the bibliometric analysis and
then on in-depth analysis of the material as described in sections. This is a
review of literature inspired by the principles of the Cochrane Handbook for
Systematic Reviews (Higgins & Green, 2011) as well as the PRISMA checklist
(Moher, Liberati, Tetzlaff, & Altman, 2009). One of the features that distin-
guish this type of review from others is the pre-specification of studies follow-
ing a set of eligibility criteria (Higgins & Green, 2011). In this case, we
considered both quantitative and qualitative analysis. This means that some
studies did not focus on causal links between urban design and crime only but
included studies of a more qualitative character typical in the planning liter-
ature. We also extended our search of articles to fear of crime and to reports.
This opened up for evidence beyond the European and North American
literature.

The bibliometric analysis included 4,730 articles obtained and selected from
the databases (in *.ris) in different stages. VOSviewer version 1.6.12 (www.
vosviewer.com) is a free-access software tool that was used to create biblio-
metric maps based on the keywords cited in each selected article and to group
the terms in clusters according to their linkages (van Eck & Waltman, 2019).
The criterion of a minimum of two repetitions criterion aimed at avoiding
terms without links or with weak links to the theme and, secondly, ensuring
terms were covered and articles were representative. Output files from the data-
base were used to produce informative network maps by theme. A number of
themes were selected based on the clusters that emerged from the literature and
are discussed in Section 3.4, Figure 3.1.

These themes supported the selection of topics that were thought to be
relevant for further investigation in an in-depth analysis of the 106 articles
(Figure 3.2). The effect of, for instance, lighting on crime and/or safety was
assessed in four ways: lighting has a positive effect, namely, reducing crime
and/or increasing perceived safety; lighting has a negative effect on crime and
or perceived safety, namely, increasing crime and reducing safety perceptions.
Inconclusive/conflicting effect was when the different, contradictory effects
were observed and finally, no effect/difference, when no statistically significant
impact was found on crime and/or fear of crime. The analysis also checked
whether there was any relationship between lighting and crime and/or fear of
crime and the location of the study area by continent.

Note that the types of methods and datasets used in the analysis covering
106 publications (35 on lighting, 22 on CCTV and 49 on CPTED) varied
greatly, even among the quantitative pieces, which makes it difficult to strictly
compare effects. Various studies showed that the effect of lighting, for example,
on safety was dependent on crime types, levels and contexts. In addition, the
search of the literature focused on public places in general and encompassed a
variety of environments, from open streets to shopping malls. The analysis was
based instead on a comparative assessment of the author’s declared findings and
conclusions in each publication. Caution is therefore necessary when drawing
conclusions.
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3.4 Results and discussion
Overall bibliometric trends

Internationally, research in this area has significantly increased in the past three
decades. The bibliometric analysis for both crime and fear of crime resulted in
three clusters as an outcome of the literature search based on 4,730 articles.
Figure 3.1(a) shows a cluster associated with crime and victimization; another
cluster with neighborhood and socio-economic conditions; and another one, which
refers to studies on urban planning and landscape of the city. The greater the weight
of an item by level of importance, the larger the circle. The distance between two
keywords indicates the relatedness of the keywords, in terms of co-citation links.
Note that there are many more articles on crime linking these three clusters than for
the articles on fear of crime (Figure 3.1(b)). This complexity is not found when
“fear of crime” is visualized as the focus, and articles on “built environment” are rel-
atively “far” from “fear of crime” when compared with articles dealing with “crime”.

The in-depth analysis revealed that there were 37 studies showing the effect
of lighting (69 percent) out of 53 archived articles from the international liter-
ature: 72 percent of them found a positive impact of lighting on crime and/or
fear (Appendix, Table A3.1). These articles were mostly published between
1998 and 2018, with a peak in 2008 (from 1968-2019), from Western Europe
and the United States, but also from Asia and South America (Figure 3.2). In
terms of methodology, 23 were classified as quantitative pieces, eight qualitative
articles and four mixed methods. In the next section, some of the most
important studies, starting from those dating back to the late 1980s and early
1990s (Griswold, 1984; Painter & Farrington, 1994; Poyner & Webb, 1987),
will be discussed in detail.

As for CCTV, 67 percent of 22 articles (out of 63 that were selected,
Appendix, Table A3.2) show that this technology had a reductive effect either
on crime or perceived safety, the great majority of them in Europe and the
United States. Of these, half were quantitative studies, about a quarter used
mixed methods and the remainder used qualitative analysis, most revealing
some effect on safety perceptions. Similar to the findings of Welsh and
Farrington (2004 ) that CCTV had an effect only for car parks (in a data meta-
analysis of 41 studies), this review showed that one quarter of the articles either
showed no effect of CCTV or were inconclusive, with mixed results.

Some studies used one or various CPTED principles together to assess safety
(Appendix, Table A3.3, these were selected using CPTED in the keyword, in
the title or abstract). Although 65 percent of them indicated some positive
impact on either crime or safety perceptions, they evaluated different aspects of
CPTED and varied greatly in method and how rigorous they were performed,
so caution is necessary when drawing conclusions. A bit more than half of them
(27 articles) were composed of studies devoted to the importance of the phys-
ical environment and spatial arrangement as the core of the analysis. Only four
included aspects of city livability, health and sustainability issues, and the
remainder included aspects of community engagement and social cohesion or
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user’s perspective. Figure 3.2 summarizes the characteristics of publications that
link crime and fear to CPTED principles, CCTV and lighting.

The effect of lighting on cvime and fear

There is no other feature of urban space that is more controversial with regards to
its effect on safety than lighting. Lighting is thought to improve safety
perceptions, but previous research shows that its effect on crime is conflicting
(Cozens, Neale, Whitaker, Hillier, & Graham, 2003; Green et al., 2015; Lawson,
Rogerson, & Barnacle, 2018; Painter & Farrington, 1994). Although there has
been evidence that introducing street lighting reduces road traffic collisions and
crimes, there was no evidence of any increase in crime or accidents where street
lighting was reduced at night (Perkins, Steinbach, & Tompson, 2015). Tradi-
tionally, it is believed that modifying nighttime visibility in urban areas should
affect opportunities for crime by increasing the perceived risk of offender detec-
tion, or, alternatively, lighting increases the chances for certain types of crimes by
making victims more visible: the “fishbowl effect”. At the same time, an improve-
ment of street lighting may have an extra indirect effect. Residents are believed to
invest more in their community and show that people in that area are in control,
encouraging potential offenders to find other areas that are “less risky” in terms
of detection. What does this literature overview indicate?

Out of 35 articles, the overall effect of illumination on crime is positive: 72
percent of studies show that (good) lighting has a positive effect on safety, in
other words reduces crime and/or fear of crime. Such an effect is slightly more
prominent on perceived safety than on crime occurrence (Figure 3.2, see effect
by type: crime and fear). These results reflect a diverse flora of studies, with
different methods, types of crime, safety perception indicators and geographical
contexts. For example, crimes vary greatly by type, from theft and robbery as
well as less frequent offenses with very different mechanisms and records, such
as violent crimes, homicides, police calls for service and total crime. The spec-
trum of urban environments varies widely, too, from large cities to rural com-
munities as well as computer-generated landscapes, but the reductive effect is
consistent.

After several small-sample analyses in the United Kingdom, the seminal
study by Atkins, Husain, and Storey (1991) broke fresh ground by showing
that better street lighting had little or no effect on crime. However, they also
found that the improved street lighting was warmly welcomed by the public
and that it provided a measure of reassurance to some people, particularly
women, who were fearful in their use of public space. The study by Herbert
and Davidson (1994) examining the impact of improved street lighting upon
crime and community safety in two British cities also concluded that perceived
safety was increased by improved street lighting, although similar effects on
crime rates were difficult to assess. Mixed effects were also found in Japan for
property crimes, by Takizawa, Koo, and Katoh (2010), in the United States, by
Groff and McCord (2012), and by Cozens, Neale, Whitaker, Hillier and
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Graham (2003) and all these three studies suggest further research on the effect
of street lighting on crime.

Among studies that found crime reduction in association with lighting,
Quinet and Nunn (1998) reported on an evaluation of the effects of streetlights
on crime in several neighborhoods in Indianapolis. Also in the United States,
Loomis, Marshall, Wolf, Runyan, and Butts (2002) found that bright exterior
light was associated with reduction of homicides in workplaces. Byun and Ha
(2016) found that lighting was associated with the reduction of burglaries in
Seoul, South Korea. Peck-Asa and Casteel (2010) indicated that good lighting
presents a reduction of total robbery, controlling for a number of factors in the
retail setting. In a rural context in the Global South, the study by Arvate,
Falsete, Ribeiro, and Souza (2018) showed that better lighting is associated
with a decrease in homicides. Farrington and Welsh (2002) reported a system-
atic review incorporating meta-analytic techniques of the effects of improved
street lighting on crime to indicate that good lighting has a positive effect on
crime reduction. More intriguing was the study by Stolzenberg, D’Alessio, and
Flexon (2017) who investigated the effect of moon illumination on reported
crime occurring outdoors between the hours of 10pm and 2am in 13 US
states, as well as the District of Columbia. Findings showed that moonlight had
a reductive effect on outdoor crime, though no significant influence on indoor
crimes and total crime. In addition, in England and Wales, Skudder et al.
(2018) showed that external and internal lighting were effective and also had a
small carbon footprint.

In terms of safety perceptions, there is positive evidence of the effect of light-
ing, but some of the studies are also inconclusive. It is important to keep in
mind that these articles are based on different methods with varied statistical
rigor and large differences in sample sizes. In Ohio, in the United States, Tseng,
Duane, and Hadipriono (2004) showed that lighting was the most significant
factor in determining the quality of users’ perceptions of parking garages. In
Sweden, where the winters are dark and long, Tjoa and Devon (2010) showed
how illumination in a Swedish city positively affected perceived safety and influ-
enced accessibility, walking and cycling. Also in Sweden, Johansson, Pedersen,
Maleetipwan-Mattsson, Kuhn, and Laike (2014) found a positive effect of
lighting on accessibility and perceived safety. Yet another study in Sweden, by
Lindgren and Nilsen (2012), confirmed the importance of good illumination in
relation to greenery in residential areas. In a qualitative study by Pain et al.
(20006) in the United Kingdom, findings showed that individual’s reports are
complex and reflective about the influence of lighting on crime and fear.

There were a number of experimental studies to test the effect of lighting on
safety. Using artificial urban scenes, Stamps (2005) found that the perception
of safety was strongly correlated with the lightness of the scene. Using com-
puter-generated urban scenes, Nikunen and Korpela (2012) found that lighting
had a positive effect on overall fear, while Haans and de Kort (2012) demon-
strated that people prefer having light in their own immediate surroundings
rather than on the road that lies ahead. Also using computer-generated
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landscapes, Nasar and Bokharaei (2017) found that uniform lighting would be
judged more appealing or safer than would non-uniform lighting, but its effects
are uncertain. Using a simulation analysis in South Korea, Kim and Park (2017)
found that increased illuminance could not be linked to an improvement in
pedestrians’ visibility or perceptions of safety because many factors were
thought to be important to be considered for a real improvement in visibility.
An interesting study was performed by van Rijswijk and Haans (2018) in which
participants reported increased perception of safety in improved lighting
environments after an evaluation of 100 pictures of different streets at night in
the Netherlands. Using real-time data, Castro-Toledo, Perea-Garcia, Bautista-
Ortuno, and Mitkidis (2017) assessed fear in urban public space in Spain,
Denmark and the United States and found that lack of good lighting was asso-
ciated with psychological reactions of arousal related to fear, and heart rates
collected seemed to sustain that finding.

The type of lighting and its impact on safety perceptions was the focus of a
number of studies in particular settings, with mixed results, such as university
campuses, bridges and roads (De Boer, Heylen, & Teeuw, 2014; Fotios, 2016;
Fotios, Unwin, & Farrall, 2015; Haans & de Kort, 2012; Kim & Noh, 2018).
Others focused on the effect of lighting in transit environments (Chandra,
Jimenez, & Radhakrishnan, 2017; Ferrer, Ruiz, & Mars, 2015; Green et al.,
2015; Rankavat & Tiwari, 2016; Srisuwan, 2011).

The effect of CCTV on cvime and fear

One of the most seminal works was published by Brown (1996), who found
mixed evidence of the effective use of CCTV on crime in three British cities. A
well-known meta-analysis in this field was done by Welsh and Farrington
(2009), who concluded that cameras are effective if systems are designed with
close attention to the setting and its specific crime problems. They performed a
meta-analysis of 41 studies to show that for car parks, CCTV has a reductive
effect, but results are inconclusive for total crimes (Welsh & Farrington, 2009).
The reductive effect of CCTV was also confirmed by other studies elsewhere
(Caplan, Kennedy, & Petrossian, 2011; Ratcliffe et al., 2009; Tjoa & Devon,
2010), while others show mixed results, such as those by Lett, Hier, and Walby
(2010), Tjernberg and Granhag (2019), La Vigne et al. (2011), Ceccato (2013),
Taylor, Koper, and Woods (2012), and no eftect by Gerell (2016).

The most recent evidence is reported by Piza et al. (2019), which is a sys-
tematic review and meta-analysis of the effects of CCTV surveillance cameras on
crime. The findings show that CCTV is associated with a significant and modest
decrease in crime. The largest and most consistent effects of CCTV were
observed in car parks. The results of the analysis also demonstrated evidence of
significant crime reduction in other settings, particularly residential areas.
CCTV schemes incorporating active monitoring generated larger effect sizes
than did passive systems. Schemes deploying multiple interventions alongside
CCTV generated larger effect sizes than did schemes deploying single or no



48 Vania Ceccato

other interventions alongside CCTV. As for the effect on safety perceptions,
several studies show inconclusive findings of the effect of CCTV or that its
effect was dependent on other security measures such as lighting (Cozens &
Davies, 2013; Fussey, 2013; Peck-Asa & Casteel, 2010; Sanders & Hannem,
2012; Skudder et al., 2018; Yavuz & Welch, 2010).

Crime prevention based on modern technologies, such as cameras, alarms
and lighting sensors, is often associated with large cities and rarely linked to
rural areas (Weisheit and Donnermeyer, 2000). However, recent literature has
shown signs of the expansion of technology as a preventive measure against
property and wildlife crimes in rural areas (Aransiola & Ceccato, 2020; Ceccato,
2016). This expansion trend was noticed early on by Sutton and Wilson (2004 ),
who executed a descriptive analysis of data obtained through in-depth inter-
views on all 33 Australian CCTV schemes. The authors noted significant expan-
sion of CCTV surveillance in smaller regional and rural centers and in suburban
locations but were unclear about the effect in these environments. In a rural
context, Mears, Scott, and Bhati (2007) made use of data from agricultural cen-
suses, victimization surveys and interviews to test the effect of CCTV. They
found CCTV to be associated with higher levels of victimization in rural areas in
the United States. The direction of causality was a problem also mentioned in
the study in rural Australia by Anderson and McCall (2005), that found that if
perception of crime increases, CCTV usage also increases.

CPTED, crime and fear

The international literature is richly populated by examples of how one or a com-
bination of multiple characteristics of houses, neighborhoods and street features
come together to affect the geography of crime and perceived safety. Such studies
accounted for more than half of the studies reviewed and belong to what is nor-
mally called “first generation CPTED” (Saville, 2013). Although most studies
make use of CPTED principles to tackle crime and reduce fear, a share of them
are of a different type. They are “before—after analyses” of a safety intervention.
The maintenance and perception of an area are important for safety, but equally
important is people’s involvement in voluntary activities, from neighborhood
cooperation to safety walking. The effectiveness of these activities is difficult to
assess and varies; short-term evaluations dominate these studies.

Several examples of the literature show how specific and crime-tailored crime
prevention interventions need to be in order to be effective. Positive results
were found by Poyner (1991) after security improvements were made to
parking lots, as well as by Tseng et al. (2004) in relation to the layout and man-
agement of garages; retail environments by Hunter and Jeffery (1997); parks by
Knutsson (1997) and Igbal and Ceccato (2015); streets by Armitage (2011);
and schools by Bradshaw, Milam, Furr-Holden, and Lindstrom Johnson (2015)
and Vagi et al. (2018).

Maintenance is a fundamental aspect of the safety of public places and an
essential CPTED component assessed in many studies. Poorly maintained urban
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land affects people’s perceptions of safety and also victimization (Branas et al.,
2018). Poyner (1994) illustrated the effect of demolition in the United
Kingdom showing that property crime decreased. In the United States, Freedman
and Owens (2011) found that new construction and rehabilitation of existing
housing led to reductions in violent crime but not in property offenses. In
Chicago, Aliprantis and Hartley (2015) found significant reductions in homi-
cide rates around demolition sites. Similar findings were reported by Kondo,
Andreyeva, South, MacDonald, and Branas (2018) for violent crimes and
alcohol availability, and by Branas et al. (2018) for overall crime and nuisances
in neighborhoods below the poverty line.

Research also shows examples of urban design producing safer environments.
Gray and Novacevski (2015) stated that architecture can encourage a more
equitable use of the space and may diminish the sense of fear. Gray (2015) also
showed how the built environment has an important role to play in addressing
safety problems by presenting opportunities for local stakeholders. In addition,
Vagi et al. (2018) assessed CPTED in school environments and showed that
students’ performance was generally associated with higher perceptions of safety
and lower levels of violence perpetration and perceived risk.

CPTED, crime and fear in transit environments

Bus stops and transit stations are criminogenic places (Bowers, 2014; Cozens,
Neale, Whitaker, & Hillier, 2002, 2003; Cozens & van der Linde, 2015;
Loukaitou-Sideris, 1999, 2012, 2014; Loukaitou-Sideris & Stieglitz, 2002;
Newton, Johnson, & Bowers, 2004; Uittenbogaard & Ceccato, 2014).
Previous research in transit environments has shown that design that promotes
visibility and clear lines of sight, through the absence of nooks and corners,
visible ticket booths, overpass (rather than underpass) walkways and separation
of passenger flows promotes safety (Ceccato, Uittenbogaard, &. Bamzar,
2013b; Gaylord & Galliher, 1991; Loukaitou-Sideris, Liggett, & Iseki, 2002;
Myhre & Rosso 1996). Similarly, Smith and Clarke (2000) pointed out that
high crime rates in transit environments are due to overcrowding (high density,
more potential offenders) and lack of supervision (low density, low levels of
natural surveillance).

The weight of empirical evidence indicates that environmental factors
include good lighting, good visibility, maintenance /cleanliness and presence of
people. Surveillance through CCTV cameras has also been found to have some
effect on crime reduction, but its effectiveness may differ by the type of offense,
and the evidence is not always conclusive for transit environments (Armitage,
2006; Ceccato, Cats, & Wang, 2015; Ceccato & Newton, 2015; Newton, 2008;
Squires, 1992; Uittenbogaard & Ceccato, 2015; Welsh & Farrington, 2009;
Winge & Knutsson, 2003).

Opportunities for crime are also dependent on stations’ environmental attrib-
utes and type of neighborhood in which they are located (Ceccato et al.,
2013b). This applies to city and country contexts (Ceccato, 2018). Venez
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Moudon et al. (2018) found that crime rates at transit stops are higher in
densely populated neighborhoods because there are more potential offenders,
whereas crime rates are lower when there are more people at transit stops
because they offer higher levels of natural surveillance. In Brazil, Ceccato and
Paz (2017) found that sexual violence was concentrated at the busiest central
stations and at stations that also attract other types of violence and events of
public disorder. These results lend general empirical support to situational
mechanisms at work in transit environments and surrounding areas. Also in
Brazil, De Souza and Miller (2012) indicated how situational factors help
explain homicide within the favela.

Perceived safety in stations and bus stops also highlights the importance of
CPTED. Cozens et al. (2003) utilized interactive virtual reality scenes as the
environmental stimuli to elucidate where passengers’ fears were located in and
around the station and how service providers can make stations safer, in a repre-
sentative sample of railway stations on a network in South Wales using CPTED.
CCTYV, more staff and maintenance are a few suggestions to improve perceived
safety among passengers. The importance of CPTED is also highlighted else-
where in the literature for both subway stations and for bus stops by Abenoza,
Ceccato, Susilo, and Cats (2018); Ceccato, Uittenbogaard, and Bamzar
(2013a). Other studies focused on smaller municipalities. Cozens and van der
Linde (2015) assessed two different railway stations in Perth, Australia, to find
that rail users perceived the station that was not designed using CPTED to be
marginally safer than the one that exhibited CPTED qualities, partly because of
the contexts of the stations.

Unexpected outcomes and ‘side effects’ when planning
for safe environments

The international literature shows examples of interventions that are planned to
deliberately make public places safe. Most of them succeed to different extents.
Others fail—for various reasons and despite all “good intentions”—so producing
unexpected outcomes (e.g., Jeong, Kang, & Lee, 2017; Saleh, Saif, & Sartawi,
2015; Shamsuddin & Hussin, 2013). Although there might be many reasons why
these interventions did not work as planned (e.g. lack of proper data, choice of
study area, inadequate methods, organizational barriers), all these cases touched
upon the importance of personnel training to obtain expected results (for further
discussion, see for example Zahm, 2005).
This happens when, instead of improving safety, after intervention:
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(f) unexpected consequences to the sustainability of the whole city occur, such
as exclusion of users or geographical segregation of areas (e.g., gated
communities).

(g) safety is improved but such an outcome is an unintended result of other
factors or mechanisms not controlled for.

These types of unexpected results can be illustrated by the study by Cozens
and van der Linde (2015) for rail stations and CPTED effectiveness, those dis-
cussed in White (1993) for commercial areas, or by England (2008) in selected
neighborhoods in the United States. Similarly, promoting surveillance in an
environment has been intended to create a safe place for customers, but it may
also be perceived as an exclusionary practice to others who are non-customers
(Akinci, 2015). These studies suggested that safety interventions have led unin-
tentionally to social exclusion of certain groups of individuals.

Is there any risk (or “side effect”) when prioritizing safety (using barriers)
over other sustainability goals? One of the side effects of creating barriers is
intensification of geographical segregation. There are studies that illustrate
when safety (of some) has been prioritized to the detriment to other aspects of
urban life, such as public transportation (for all). Gated communities are an
example of a “desired safety solution” that in many countries has been legiti-
mized by high crime rates and socioeconomic inequality (Branic & Kubrin,
2018; Breetzke, Landman, & Cohn, 2014; Carvalho, George, & Anthony,
1997; Gliori, 2018; Grundstrom, 2018; Landman, 2004; Luymes, 1997).
Inevitably, the outcome is that safety becomes a function of those who can
afford it, a commodity objectified by the physical environment. In the South
African context, Landman (2004) showed that gated communities have prolit-
erated since 1994. Using as reference Johannesburg and Tshwane, Gauteng, the
author suggested that these facilities cause a number of problems and raise
serious concerns regarding social exclusion, citizenship and democracy. Her
study calls for different planning approaches to different types of gated com-
munities in order to begin to address some of the contemporary challenges that
this type of housing/safety solution imposes to society as a whole.

Another side effect of gated communities is spatial fragmentation, namely
“the break of continuity, contiguity and morphological coherence of urban”
(Santos, 2020, p. 1). An example is illustrated by Gray (2015) who examined
the fragmentation’s impact caused by the insertion of two shopping malls in the
neighboring area. The author suggested that the fragmentation of the urban
fabric has led to serious implications in the social and spatial dynamics of the
area, for social cohesion and sense of place.

A third side effect is mobility restrictions. Gated communities and barriers
affect human mobility and ultimately human health and life chances (Bornioli,
Parkhurst, & Morgan, 2018; Branic & Kubrin, 2018; Duncan et al., 2012;
Tanulku, 2018). Research in a South African context by Landman (2012)
shows examples of how these facilities mean longer distances to public trans-
portation and limit access to public facilities for the rest of the population. The
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so-called ‘transit captives’, particularly women, elderly and children might be
the groups most affected by these disruptions (Ceccato, 2017).

Note that in the 12 articles about gated communities that were reviewed in
this literature overview, 68 percent of studies showed that this housing form
was associated with lower crime rates or fear (often inside the compounds/facilities),
8 percent showed a negative effect (crime increase or fear increase), 15 percent
showed no effect, and 9 percent were inconclusive. The effect of securitization
of the urban environment seems to be more evident in studies of perceived
safety than for victimization, especially because it is not easy to compare total
crimes inside and/or outside these facilities (Rogers, 2005, 2007). Yet, in a
recent study by Hedayati-Marzbali, Tilaki, and Abdullah (2017) residents in
gated communities, despite experiencing relatively high levels of social cohe-
sion, showed moderate safety levels when compared with those living outside.

3.5 Concluding remarks

The expected positive effect of lighting, CCTV and other CPTED features on
reducing crime and maximizing safety perceptions is confirmed by the literature
reported in this chapter, despite great variations in methods used in these
studies. This conclusion derives from the overall assumption that there is a great
deal of international research that shows significant links between the urban
environment and safety, mainly from North America and Western Europe.
Turning back to the initial question, what makes a public place safe?

Lighting and maintenance are for sure important components of a safe
public place but these characteristics often do not come alone. In the studies
reported in this review, lighting is often a “surrogate” (or interacts) with other
aspects of the environment that lead to reduced crime risk, such as good visibil-
ity. Studies show that lighting has a reductive effect on a variety of types of
crime, from public disorder to homicides, and on fear of crime. However, the
“fishbowl effect” is also mentioned in a number of studies dealing with fear of
crime.

Security cameras have an overarching effect of reducing crime but for safety
perceptions; such an effect depends on the type of user. In addition, its effec-
tiveness seems to be related to other investments, such as in lighting and other
security measures. In recent decades, CCTV together with other modern tech-
nologies have become more widespread in rural areas as crime prevention tools.
Research indicates that CCTV can become more effective if security systems are
designed with great responsiveness to the urban design and its specific crime
problems.

Among those classified as CPTED studies, maintenance is a fundamental
aspect of the safety of public places, for a variety of environments, from school
grounds and parking lots, to transit stations. Findings also show that, together
with other interventions, people’s involvement in voluntary activities (e.g.,
safety walks, neighborhood watch) may reduce crime and/or improve safety
perceptions.
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Studies show that there are risks of “side effects” when safety interventions
do not take into account the city’s overall sustainability—more research is there-
fore needed in this topic. Better processes and methods are needed to tackle safety
problems other than reducing permeability and maximizing control by creating
barriers (gates, fences, walls). Planning decisions must be made with regard to
questions beyond the technical debate of whether or not a particular solution
‘works’ against crime or fear. Gated communities may be an effective technical
solution but it is not, we state, a sustainable one. If a city has to be called sus-
tainable, safety and mobility have to be rights attained by all. Therefore, future
research should assess potential areas of conflict between these sustainability
goals.

A note of caution is necessary, because this literature overview is based on
studies with different types of methods and a variety of approaches. In addition,
although our sample of articles covers more than 4,000 articles, it is biased
towards expected positive results (it is impossible to know how many studies
that have produced negative or “unexpected” results were never published).
The impact of this positive biases towards evidence-based planning should be
further investigated in future studies.

In addition, “good outcomes” (e.g., illumination reduces fear of crime) are
more likely to get published. However, it is argued here that “bad outcomes”
(e.g., illumination increases fear of crime) are just as valuable as those that show
that the intervention has “succeeded”. Although there might be many reasons
why interventions did not work as planned, lack of proper training has been
highlighted as a common cause in many studies. Sometimes the intervention is
evaluated too early in the process; in others, too late. Or it can be that
the method used in evaluation is not appropriate. Sometimes the context and
scale of a particular problem/case play a role in affecting outcomes. It is no sur-
prise when an intervention that worked in big cities does not produce the same
results in a rural community. There are lessons to be learned for future actions
about “faulty processes” and “bad outcomes”: What can be done differently to
avoid these pitfalls in the future?

Note

1 The chapter summarizes and builds on parts of the report written in Swedish by
Ceccato et al. (2019), commissioned by the Swedish National Board of Housing,
Building and Planning (Boverket), that had as its main aim to inspect current national
and international theories and practices in situational crime prevention and safety ensur-
ing measures. The author would like to thank Lisandra Vasquez and Ana Canabarro for
executing the data collection reported in Ceccato et al. (2019).
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4 Do green areas affect crime
and safety?

Vania Ceccato, Ana Canabarro
and Lisandra Vazquez

4.1 Introduction

People’s satisfaction with and perceptions of the quality of green areas are
thought to be important in the creation of sustainable cities (Chiesura, 2004;
Igbal & Ceccato, 2015; Mulliner & Maliene, 2011). A green area (or space)—
be it a park, a forest, a meadow, a green belt—is often associated with environ-
mental amenities in cities, place attachment, citizens’ health and sustainability
(Babey, Tan, Wolstein, & Diamant, 2015; Bogar & Beyer, 2015; Cohen et al.,
2016; Gémez, Baur, Hill, & Georgiev, 2015; Troy & Grove, 2008). However,
green areas are far from homogeneous in nature, function and other inherent
qualities. Safety is one of the basic qualities that make a green area attractive and
is an important component of sustainable environments (UN-Habitat, 2019;
UNHSP, 2007). If a green area is unsafe, or at least felt so by its users, its
quality most likely is compromised.

In this chapter we investigate the nature of green areas in relation to safety.
This study builds on previous literature overviews (Bogar & Beyer, 2015;
Kondo, Fluehr, McKeon, & Branas, 2018a) that assessed the state of evidence
on relationships among green space, violence and crime. Bogar and Beyer
(2015) focused on studies from the United States from 2001 and 2013.
Overall, they found significant evidence to support the positive impacts of green
space on safety, despite incompatible research designs and conflicting results.
Kondo, Fluehr et al. (2018) found consistent negative associations between
green space exposure and violence and health outcomes. They called for addi-
tional research and standardization among studies for a better understanding of
the relationship between green areas and safety. This study responds to those
calls by extending the review to literature from other parts of the world and
looking into the relationship between green space and safety perceptions/fear
of crime, which have been lacking.

The aim of this chapter is to identify and assess the nature of published, peer-
reviewed literature in English on the relationship between green areas (parks,
forests, neighborhood parks, green vacant land, interstitial spaces) and crime
and perceived safety. This is achieved by performing a systematic literature over-
view from 1968 to 2018 from the major databases and assessing thematic
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trends. We used the software VOSviewer (www.vosviewer.com) to manage and
organize the vast material spanning five decades into two overarching themes:
the relationship between green areas and crime, and the relationship between
green areas and fear or poor perceived safety. This literature review aims to
collect and systematize scholarly knowledge on the topic to respond to the fol-
lowing questions.

1. Which are the most common types of green areas associated with crime
and/or poor perceived safety in the international literature?

2. Do green areas affect the occurrence of crime and disorder and, if so, how?

3. Do green areas impact on perceived safety and, if so, what are the
mechanisms?

This chapter is structured as follows. First, we discuss the basic definitions and
theoretical necessary principles, then report the methods, followed by the
results. In the final section we identify gaps in the literature and suggest a
research agenda on green areas and safety as well as policy implications of the
current knowledge.

Note that in this study “green arcas” and “green spaces” will be used
interchangeably.

4.2 Theory and definitions of green areas and safety
Types of green aveas and crime

Goode and Collins (2014) categorized green spaces in six groups according to
their origin, development and walkability. Although the categories were created
for green areas in the British context, they can be helpful to illustrate the spec-
trum of green areas found in other parts of the world. The first category is
“tended” green spaces for pleasure and is composed of squares, parks and cam-
puses, botanical gardens, gardens, tree-lined streets, flowerbeds, verges and
pockets of space. The second category is called “tended” green spaces for use, and
is composed of allotments, playing fields, greens and playgrounds, graveyards
and cemeteries. Then, they suggest “un-tended” green spaces, such as disused
railway lines and wasteland, and water features, such as those green areas close
by rivers, streams, lakes and ponds, canals, conduits and millstreams, dockyards
and waterfronts. In addition, there are “natural” greem spaces, for example,
meadows, heaths and woodland, and finally “controlled” green spaces, which
include green belts and nature reserves.

Green areas (or spaces) tend to be associated with amenities and safety but
not everywhere (Ceccato & Hanson, 2013; Groft & McCord, 2011; Igbal &
Ceccato, 2015). Vacant lands and/or interstitial spaces with greenery may be
considered an indication not of environmental quality but quite the opposite, as
they may attract problems, such as littering, and more serious crimes, such as
drugs, robbery and rape, that seriously affect urban quality (Igbal & Ceccato,
2015; Troyer & Wright, 1985).
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The international literature on green spaces and safety covers a wide
spectrum of environments, from parks to interstitial spaces, of varied sizes and
functions. What are the most common types of green areas linked to issues of
crime and poor perceived safety? Size, location and function are important
determinants of safety in a green area (Iqbal & Ceccato, 2016), as are temporal
factors that interact with the city structure and people’s routine activity (Cohen &
Felson, 1979). Brantingham and Brantingham (1984) suggested that offenders
become familiar with the places that are relevant to them (“nodes”) and the
corridors that link them (“paths”). These nodes and paths constitute offenders’
awareness space, and it is within or on the fringes of this space that they are
most likely to commit an offense. Green areas can be nodes or areas in those
paths located within many offenders’ awareness space and can become a risky
place.

Green aveas as visky places

A green area can become a risky place, namely a place that concentrates a
disproportionately high number of crimes in relation to its surroundings
(Clarke & Eck, 2007). As a risky place, a green area can be a crime generator
(Brantingham & Brantingham, 1995); in other words, people with criminal
motivation can be drawn to, for example, a desolated park that provides the
basic conditions for crime to happen. Crime generators are risky places with
many criminal opportunities that are well known to offenders, such as an open
drug market in a park. A park can also be a crime attractor; for example, a green
area attracts large numbers of people for reasons unrelated to criminal motiva-
tion, creating many opportunities for crime (Groff & McCord, 2011; Hilborn,
2009; Igbal & Ceccato, 2015). A green area can also become a crime enabler
when there is little regulation of behavior at that place: rules of conduct are
absent or not enforced (Clarke & Eck, 2005). The physical and social environ-
ment, the maintenance of the place (e.g., illumination) and the mechanisms
that reinforce guardianship (e.g., “eyes on the park”) are fundamental to
keeping it safe. Green areas can also become crime radiators or crime absorbers
(Bowers, 2014). Bowers (2014, p. 389) explored the nature of the relationship
between a particular place and what occurs outside but near the place. Crime
radiators “cause crime in the immediate environment as well as internally”,
while crime absorbers absorb risk from the external locale.

Whether a green area is a risky place depends on the context, not only spa-
tially (by type of land use, inner city—outskirts, rural-urban) but also tempor-
ally (by hour of the day, day of the week, seasonally). The type of green area, its
function and design influence what occurs in it as well as in places surrounding
it. This implies that environments can be planned, built and modified follow-
ing design principles that reduce the opportunities for crime. This can be done
by stimulating surveillance at particular times, fostering territoriality and redu-
cing areas of conflict by controlling access and improving overall perceived
safety (Armitage, 2013; Cozens, Saville, & Hillier, 2005; Ekblom, 2011,
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2019; Igbal & Ceccato, 2016; Jeftery, 1971, 1977; Newman, 1972; Saville,
2019).

Green arveas and safety pevceptions

A desolate, unsafe park can reduce the walkability of the whole area where it is
located. The mechanisms linking individuals and safety vary, but they are
often associated with the inherent qualities of environments (streets and
places) that encourage individuals to use them. People in the streets create
“eyes on the streets” (Jacobs, 1961), which can affect the risk of crime and
safety perceptions (Cohen & Felson, 1979; Reynald, 2010). Indeed, Talen
and Koschinsky (2014) indicated that the quality of the urban environment,
social interaction, safety and health are interrelated. Fear of crime can change
and limit an individual’s activities (Giurgescu et al., 2017; Jackson & Gouseti,
2012; Lorenc et al., 2013), restricting her/his own mobility and ultimately
her/his health.

Yet, the way we perceive the environment is also a function of what we are.
Individual factors play a role in defining perceptions of risk and safety. Previous
research confirms that an individual’s fears depend on individual physical abil-
ities as well as on age, gender, sexual status, ethnicity and socioeconomic back-
ground (Box, Hale, & Andrews, 1988; Garofalo & Laub, 1979; Pain & Smith,
2008). Therefore, the nature of perceived safety (or the lack thereof, i.e., fear) is
a multi-faceted and multi-scale phenomenon (Day, 2009; Los, 2002; Wyant,
2008), a result of the intersection of an individual’s characteristics and the
environments to which he/she is exposed.

4.3 Methodology

The literature search covered 50 years, from 1968 to 2018, of publications
in the following databases: Scopus and Google Scholar. Although our search
extended back 50 years, articles in this particular topic only started to appear in
journals in the 1980s and 1990s. The bibliographic selection was conducted
in two steps: first, we focused on the bibliometric analysis and then on in-depth
analysis of the material.

Three combinations of keywords were used to search in each database, as
shown in Table 4.1. The searches were conducted in July 2019 and aimed to
combine terms related to crime, fear or different kinds of violence with the
ones linked to green areas. This is a review of literature inspired by the prin-
ciples of the Cochrane Handbook for Systematic Reviews (Higgins & Green,
2011) as well as the PRISMA checklist (Moher, Liberati, Tetzlaft, & Altman,
2009). One of the features that distinguish this type of review from others is
the pre-specification of studies following a set of eligibility criteria (Higgins &
Green, 2011). The flowchart in Figure 4.1 illustrates an approximate estima-
tion of the articles during the process of collection and selection of the
publications.
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Table 4.1 Sets of keywords, number of results and documents selected from Google

Scholar and Scopus

Database

Keywords

Results

Selected

Scopus

Google
Scholar

Total

((crim* OR fear* OR safe*) AND
(vegetation* OR green* OR park* OR
“tended spaces” OR “vacant lots” OR
natur* OR forest* OR tree OR trees OR
planta* OR grass*) AND (hedonic* OR
pay OR value OR pric*))

((crim* OR fear* OR safe*) AND
(vegetation* OR green* OR park* OR
“tended spaces” OR “vacant lots” OR
natur* OR forest* OR tree OR trees OR
planta* OR grass*))

((burglar* OR larcen* OR theft* OR
murder* OR assault* OR robber* OR
felon* OR aggressi* OR violenc* OR
disorder OR offence) AND (vegetation*
OR green* OR park* OR “tended spaces”
OR “vacant lots” OR forest* OR tree OR
trees OR planta* OR grass*))

(crime OR fear OR safe OR safety) +
(“tended spaces” OR “vacant lots” OR
nature OR forest OR tree OR trees OR
plantation OR grass OR green OR parks
OR park OR vegetation) + (prices OR
price OR value OR values OR pay OR
hedonic)

(crime OR fear OR safe OR safety) +
(“tended spaces” OR “vacant lots” OR
nature OR forest OR tree OR trees OR
plantation OR grass OR green OR parks
OR park OR vegetation)

(burglary OR larceny OR theft OR murder
OR assault OR robbery OR felony OR
aggression OR violence OR offence) +
(“tended spaces” OR “vacant lots” OR
forest OR tree OR trees OR plantation
OR grass OR green OR vegetation
OR park)

16

1,045

640

20

2,940

328

4,989

4

68

23

108

Bibliometric analysis

The bibliometric analysis included only 95 articles obtained and selected from
Scopus (in *.ris) in the data collection process. VOSviewer version 1.6.12
(www.vosviewer.com) is a free-access software tool that was used to create
bibliometric maps based on the keywords cited in each selected article and to
group terms in clusters according to their linkages. The map in VOSviewer was
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Figure 4.1 Data collection and selection in Scopus and Google Scholar, 1968-2018.

created based on the bibliometric data, and the 95 articles mentioned above
were used as input data. The co-occurrence analysis was performed using
the keywords adopting the counting method. It resulted in a total of 800 terms,
of which only 244 met the threshold of the minimum number of two
occurrences/repetitions. This criterion of a minimum of two repetitions was
selected to avoid terms without links or with weak links to the theme and at the
same time to ensure the coverage of the terms and representativeness of the
articles. The final selection resulted in 95 items out of the 244 keywords, and
the map was created using the default settings. We performed thematic content
analysis. Output files from the database were used to produce informative
network maps by theme. A number of themes were selected based on the clus-
ters that emerged from the literature and are discussed in Section 4.4.
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In-depth analysis

In addition to the search on Scopus, we also searched Google Scholar. In some
cases, one of the keywords was excluded from one of the searches to make the
results more specific to the target subject. Our inclusion and exclusion criteria
for both databases are presented in Table 4.2. The total was 4,989 publications,
of which 66 percent were from Google Scholar (Table 4.1). Unfortunately, the
results were too general, so only the first 10 pages were considered for evalu-
ation. The advantage of using Google Scholar is that this platform includes
papers published before 1970, which were lacking in the Scopus search. Only
38 were eligible (articles that contained links between green areas, crime and/
or fear) and constitute the base for the analysis (Tables A4.1-A4.3 in the
Appendix). In a few cases, articles appear in two different tables because they
evaluate both crime and fear. These themes support the selection of topics that
are relevant to be investigated in detail and that are discussed in the literature
overview, more specifically the correlation or effect of green areas on crime

and /or safety:

e Dositive: decline of crime and increase of safety perceptions, an expected
effect

e Negative: green areas have unexpected effect on crime and /or safety/fear

e Inconclusive: different effects were observed in different variables

e No difference: no statistically significant impact or crime and/or fear of
crime remained the same (before and after interventions, for example)

Table 4.2 Inclusion and exclusion criteria

Criterin Inclusion Exclusion Database

1. Year 1968-2018 Others Scopus and
Google Scholar

2. Language English Others Scopus and
Google Scholar

3. Document Article, Book, Chapter, Others Scopus

Review
4. Subject Area Engineering; Medicine; Others Scopus

Social Sciences;
Environmental Science;
Psychology; Economics,
Econometrics and
Finance; Multidisciplinary;

Undefined
5. Field Title Others Google Scholar
6. Null Include Google Scholar
Patents,
Include
citations

7. Sort by relevance Null Google Scholar
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Green areas

Tended green areas Untended green areas “Natural” green areas “Controlled” green areas
1. Parks and linear parks 5. Vacant lots 6. Meadows 9. Nature reserves

2. Squares 7. Heaths 10. Green belts

3. Gardens, tree-lined streets, pockets of green spaces 8. Woodlands

4. Neighborhood green spaces (semi-public)

Figure 4.2 The categorization of green areas adapted from Goode and Collins (2014).

The cities in the studies are classified into the following five types: (1) global
cities and/or capitals; (2) regional capitals; (3) local city centers; (4) small
towns and /or communities; and (5) other. Green areas were also classified into
the categories suggested by Goode and Collins (2014) and are numbered as
suggested in Figure 4.2.

4.4 Results and discussion

This study builds on two current systematic literatures (Bogar & Beyer, 2015;
Kondo et al., 2018a) that assessed the evidence on relationships among green
space, violence and crime. These authors call for additional research and stand-
ardization among research studies to better understand the relationship
between urban green space, violence and crime. Below we discuss the results,
also including publications that deal with green areas and fear, in articles from
around the world written in English.

Green arveas and safety: ovevall patterns

The bibliometric analysis resulted in seven themes as an outcome of the liter-
ature search (Figure 4.3(a)). The themes vary from crime and safety, to design
of the urban environment and neighborhood, residence characteristics and
urban health, taken from Scopus and Google Scholar, 1968-2018. The greater
the weight of an item, the larger the circle. Most of the articles link greenspace/
areas, crime and safety, urban area, perception and neighborhood issues. The
distance between two keywords indicates the relatedness of the keywords, in
terms of co-citation links. Figure 4.3(b) corresponds to the density visualization
of authors’ keywords based on total occurrences, association strength. The ana-
lysis of the overall pattern has been complemented with an in-depth analysis of
38 articles, which is discussed below.

The vast majority of the studies focused on “type 1 green areas,” namely those
categorized as “tended green spaces for pleasure,” as suggested by Goode and
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perceivgd safety
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& VOSviewer

Figure 4.3 Literature search for keyword: “greenspace” in publications that relate to
crime and fear of crime, 1968-2018. (a) Network visualization map with
focus on “greenspace” as an example in Scopus, 1968-2018. (b) Density visu-
alization of author keywords, 1968-2018, in Scopus based on total occur-
rences, association strength.

Collins (2014), including squares, parks and campuses (Figure 4.2). This finding
is based on the in-depth analysis collected from 38 articles. Around 70 percent of
these studies are from North America, 15 percent from European countries, and
15 percent from Asia, Australia and other countries. In North America, the sites
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might vary between global /capital cities and regional capitals (Cleveland, Denver,
Philadelphia, New Haven, Cincinnati, Portland). Only two were in the local
urban centers of Youngstown, Ohio, and Flint, Michigan (Appendix).

Out of 38 articles, 43 percent deal with the relationship between crime and
green spaces and 47 percent green spaces and safety perception/fear, while 10
percent dealt with both crime and fear in relation to a variety of types of green
area (Figure 4.4(a)). As much as 41 percent of the articles show that green areas
affect safety positively (for example: vegetation in abundance is associated with
lower rates of assault, robbery and burglary; in low-income neighborhoods resi-
dents perceived nearby parks as being safe; and interventions in a park decreased

Fear/Safety
perceptions
47%

(a) Studies by safety measure

N=38 (16+18+4 = 38)

(b) Studies by relationship with green areas

Figure 4.4 Analysis of the relationship of green areas and crime and fear/perceived
safety.
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overall crime compared with those areas that did not receive an intervention),
while 7 percent of the articles indicate that green areas have a negative impact
(for example, increased crime), 50 percent of the articles show inconclusive /
conflicting results (different effects were observed in different variables) and
2 percent showed no effect, or not statistically significant (Figure 4.4(b)).

Green aveas and cvime

Although the studies show conflicting results, the overall pattern is that green
areas do not seem to be related to an increase in crime. On the contrary, there
were certain studies that revealed that green areas had a decreasing effect on
crime, or that safety interventions decreased crime in green areas and/or neigh-
borhoods. Eight articles suggested that green areas are not associated with crime
occurrence or increase (Gilstad-Hayden et al., 2015; Heinze et al., 2018; Kondo,
Andreyeva et al., 2018; Kondo, Fluehr et al., 2018; Kondo, Han et al., 2017;
Kondo, South et al., 2017; Kuo & Sullivan, 2001a; Wolfe & Mennis, 2012; Ye
et al., 2018), and two did not show any evidence either way (Garvin et al., 2013;
Kimpton et al., 2017). Among those studies that did not show the negative effect
of green areas, two studies focused on vacant lots in urban areas, four investigated
trees and vegetation coverage in cities, and two analyzed the neighborhood-scale
green areas around big cities. Outcomes for crime were categorized by type of
crime according to the articles as shown in Appendix, Table A4.1.

Nearly all studies are cross-sectional analyses. One exception was the study by
Branas et al. (2018) that analyzed a total of 541 randomly sampled vacant lots
that were assigned into treatment and control study arms; outcomes from police
and 445 randomly sampled participants were analyzed over a 38-month study
period. Participants living near “treated” vacant lots reported significantly reduced
perceptions of crime, vandalism and safety concerns when going outside their
homes as well as increased use of outside spaces for relaxing and socializing. Signi-
ficant reductions in crime overall and nuisances were also found after the treat-
ment of vacant lots in neighborhoods below the poverty line.

In our sample that covered studies on all continents, we found that regression
models were used six times with varying research designs. Quasi-experimental,
difference-in-difference analysis, autocorrelations, circular statistics and geocoded
mappings were also applied. Mixed methods were also common. For example,
Groff and McCord (2011) performed a field survey and combined it with statis-
tical analysis (location quotients and comparison) to examine the relationship
between parks and crime and disorder in Philadelphia.

Maintenance of green areas and parks plays an important role when it comes
to the relationship between green areas and crime. Vacant lots that are well
managed and maintained, for instance, have less crime (Branas et al., 2011;
Heinze et al., 2018) and better perceived safety (Branas et al., 2011; Garvin
et al., 2013; Heinze et al., 2018). Better maintained vacant lots have fewer
assaults, gun assaults, vandalism and violent crimes than street segments with
vacant, abandoned and untreated lots (Branas et al., 2011; Heinze et al., 2018).
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In addition, being under and around tree coverage is associated with violence,
property crimes, gun assault and total crime (Branas et al., 2011; Gilstad-
Hayden et al., 2015; Kondo, Han, et al., 2017; Ye et al., 2018). This appears to
support former findings from research conducted in big cities where trees and
other vegetation were associated with total crime and disorder. In addition, the
effect of good maintenance was noted in previous studies from the 1990s.
Poyner (1994), for example, illustrated the effect of demolition in the UK|
showing that robberies and snatches decreased. In the United States, Freedman
and Owens (2011) showed that new construction and rehabilitation have led to
significant reductions in violent crime that is measurable at the county level,
although there are no detectable effects on property crime. Similarly, Aliprantis
and Hartley (2015) estimated the effects of closures and demolition in Chicago;
findings showed a significant decrease in homicides around demolitions. Note
that these studies (Poyner, 1994, Freedman & Owens, 2011; Aliprantis &
Hartley, 2015) were not included in our review because their primary focus was
on demolitions, so they did not satisfy the selection criteria.

However, crime seems to have been associated with green areas in three
studies. For example, the study of Kondo, Han et al. (2017) showed that tree
damage caused by an invasive tree pest was associated with an increase in total
crime (except damage/endangerment, burglary, robbery and rape). Further
investigation revealed that certain types of green area are more crime-prone than
others, meaning that when greenspaces are heterogencous they can influence
both the timing and the frequency of crime (Kimpton et al., 2017). Parks in an
urban area, for instance, can be crime generators (Groft & McCord, 2011).

Green arveas and safety pevceptions

Appendix Table A4.2 summarizes 18 articles that deal with fear of crime and
perceived safety in green areas. Almost 41 percent of them showed positive
effects on safety of the presence of green areas (Branas et al., 2011; Coley et al.,
1997; Farbod et al., 2017; Garvin et al., 2013; Kuo et al., 1998; Lindgren &
Nilsen, 2012; Ward Thompson et al., 2013; Vaughan et al., 2018). These find-
ings include the impact of green areas on health status (e.g., Branas et al.,
2011). Among the types of green area reported in these articles, parks comprise
48 percent of studies, green areas in neighborhoods 30 percent and woodlands
13 percent. The remaining articles focused on the influence of woodlands and
trees on perceived safety. In only six studies did fear of crime increase with
green areas, but these findings mainly focused on specific groups and situations
(Cohen et al., 2010; Loukaitou-Sideris & Sideris, 2010; Madge, 1997; Parra
et al., 2010; Shackleton et al., 2015; Stodolska & Shinew, 2010). As many as
60 percent of articles were based in the United States, 23 percent Europe,
14 percent Asia and the remainder elsewhere.

Safety perceptions vary according to users’ profiles in these green areas. Gender
plays an important role in perceived safety in green areas, and women tend to report
more fear of crime than men in these environments (Jorgensen et al., 2013;
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Kuo & Sullivan, 2001b; Loukaitou-Sideris & Sideris, 2010; Madge, 1997;
Shackleton et al., 2015). The fear of crime in green areas is also influenced by
other factors. Particular uses of the park may affect safety negatively, especially
among women (Jorgensen et al., 2013). Interestingly, park use leads to more
park use (performing sports competitions and recreational activities) but not
safety alone (Cohen et al., 2010; Loukaitou-Sideris & Sideris, 2010).

Four articles that relate fear of crime in green areas also link to the occur-
rence of crimes, such as vandalism and graffiti (Jansson et al., 2013;
Maruthaveeran & Van den Bosh, 2015; Parra et al., 2010; Stodolska &
Shinew, 2010). While Appendix, Table A4.3, demonstrates some overlap in
outcome directions related to urban green areas, crime and fear (e.g., well-
maintained neighborhood parks demonstrate consistent decreases in crime
and fear), the table also shows evidence of specific crimes and fear with
opposite relationships with urban green space, or at least varying by type of
crime, resident or time of day (e.g., perceived safety was dependent on the
number of people present in the park). As these results tend to be inconclu-
sive, we will not discuss them further.

4.5 Final considerations

This chapter set out to assess the nature of published peer-reviewed literature
in English on the relationship between green areas and safety from 1968 to
2018. We first defined what we meant by green areas in the urban context,
then we associated green areas with both actual risk of being victimized by
crime and in relation to fear of crime and/or safety perceptions by users. The
literature shows a predominately positive trend in the effect of green areas on
safety (both crime and fear/safety perceptions), but about half of the studies
show inconclusive or conflicting findings. Despite the fact that these findings
are similar to what was suggested by previous literature overviews (Bogar &
Beyer, 2015; Kondo et al., 2018b), caution is necessary when drawing this
conclusion.

First, the current body of literature is not extensive enough to determine the
effects of all types of green area and all types of crime. As for the types of green
area, our results were dominated by what Goode and Collins (2014) call
“tended green spaces for pleasure”, such as parks, botanical gardens and
squares. In addition, the studies used different methods, which makes it difficult
to compare conflicting findings. Various studies showed that the effect of green
areas on safety was dependent on crime types, levels and contexts, but to what
extent might these differences just be an artefact of the methods?

Second, although we report results and draw conclusions based on hundreds
of publications, it is important to remember that publications in peer-reviewed
journals are more likely to show positive “expected” results than results that are
uncertain, negative or “unexpected”. At the same time, it is impossible to
estimate the “dark figure” of unpublished materials, in other words, to estimate
how many studies had negative or unexpected results and were not published.
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Third, what works internationally in terms of the impact on green areas
may not work locally. The literature reported in this overview is dominated by
studies in North America and the UK. Caution should be exercised when con-
clusions drawn from findings that are country- or city-specific are applied to
the context of cities in the Nordic countries, which have different city struc-
tures, climate, political and cultural contexts, and distinct urban planning
traditions.

Despite these limitations, the contribution of this chapter is to extend the
results to publications in English for other parts of the world beyond the
United States. We went beyond the “park-crime link” and looked for evidence
of potential relationships between green areas and perceived safety and fear of
crime. Finally, despite the fact that most articles were quantitative pieces, we
also considered studies that adopted mixed methods, allowing for examples of
interventions on parks and consequently on safety.

Researvch recommendations

The results of this literature overview show opportunities for improving our
understanding through future research. One of these future research areas is the
need to better understand why certain types of green area become a crime
magnet and others do not; namely, why they become risky places that generate
(and/or attract, absorb or radiate) crime. The temporal and spatial contexts of
green areas are important aspects to be considered. Another area that remains
open for further research is the relationship between the use of spaces and the
well-known mismatches between the design of crime-ridden micro-places and
safety perceptions in multi-functional parks (Ceccato & Hanson, 2013) (see
also Chapter 5). Finally, one important area for future research is the testing of
rigorous longitudinal methodologies that can provide assessments over time and
be applied in contexts other than those that are tested here.

Policy implications

More than just risky places, green areas play an important role in the sustain-
ability of cities, so it is essential to know about their safety qualities, as was the
intention of this study. We have shown a predominately positive relationship
between green areas and safety in the 38 studies. This impact must be contextu-
alized both spatially and temporally to properly inform practices of maintenance
of these public places.

Planning for a safe green area is part of creating a public place that is safe and
inclusive for all. Park visitors, for instance, constitute only one group of users.
There might be those who have the park as a working place (vendors), others
who “just” pass by (transients and people waiting for a bus) or those who tem-
porarily reside in them (homeless). Groff and McCord (2011) stated that parks
and other green areas are contested spaces in cities. Since they are often publicly
owned, they are at the same time everyone’s and no one’s. They may offer poor
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guardianship and therefore are susceptible to be taken over by illegal activities
or activities that trigger fear among visitors.

Like many other public places, parks and squares accommodate groups that
are often viewed as a security problem rather than as individuals who have a
right to be there and feel safe. In these circumstances, getting the right person
or organization to be responsible for these environments is important (knowing
who is in charge of delivering security services for whom, where and when). In
most cases in public places—and in particular parks—there are no quick fixes for
safety problems. They demand a multi-pronged approach, with long-term
engagement of multiple authors in collaborative frameworks. Inspired by theor-
etical principles of environmental criminology and situational crime prevention,
fieldwork protocols (Ceccato, 2019) can be used to detect particular safety
problems in parks and help practitioners to think systematically about solutions
that can be effective, inclusive and sustainable.
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5 Safety of urban park users

The case of Poznan, Poland

Emilia Bogacka

5.1 Introduction

Urban parks are indispensable to proper functioning of cities and strongly affect
the quality of life of city inhabitants (Camargo et al., 2017; Koramaz & Tirkoglu,
2018). Some of them also play a fundamental function as facilities for recreational
activities (Igbal & Ceccato, 2015, 2016). However, if parks feel unsafe, people are
less likely to spend time in them. A major factor affecting the quality of urban
spaces, parks included, is undoubtedly fear of crime (Franklin et al., 2008).

Although levels of fear are affected by a multitude of factors (Franklin et al.,
2008), the characteristics of the physical and social environments of a park are
important determinants of safety perceptions declared by park users (Ceccato &
Hansson, 2013; Igbal & Ceccato, 2016). In order to measure the relationship
between the quality of the environment of a park and safety, researchers have
long relied on Crime Prevention Through Environmental Design (CPTED)
(Jeftery, 1971). CPTED is a strategy (or a set of principles) aiming at reducing
crime and improving the sense of safety (Igbal & Ceccato, 2016). CPTED has
already been used in studies devoted to residential districts (Armitage, 2018;
Atlas, 2008; Cozens et al., 2001; Czapska, 2012; Klima et al., 2016; Lee et al.,
2016; Sohn, 2016), regenerated areas (Carter et al., 2003), university campuses
(Cozens & Sun, 2018), transportation systems (Abenoza et al., 2018; Ceccato,
2013; Ceccato & Uittenbogaard, 2014; Newton & Ceccato, 2015) and parks
(Bazregari & Ostovarch, 2016; Beeler, 2011; Ceccato & Hansson, 2013; Igbal &
Ceccato, 2016; Salmani et al., 2015).

The aim of this study is to determine safety perceptions of users of an urban
park and highlight elements that contribute to poor perceived safety. The ana-
lysis is focused on an urban park in Poznan, Poland—the Cytadela Park—to
detect the issues that contribute to poor perceived safety by applying the prin-
ciples of CPTED. This aim was accomplished by analyzing safety by the time of
the day, and in relation to the physical and social environments of the park.

The analysis of a park in a Polish city constitutes an interesting case study.
First, in Poland, as in many other European and Northern American cities,
urban parks are frequent crime scenes. As many as 11.1 percent of all fights and
batteries, 10.6 percent of rapes, 8.8 percent of personal injuries, 7.3 percent of
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cases of theft, 5.8 percent of assault and robberies, 5.5 percent of cases of break-
ing and entering and 5.2 percent of homicides occur in parks (Police statistics,
2016). At the same time, they are places of recreation. In Poznan, in particular,
the use of parks as recreational areas is one of the most popular active pastimes
and its role is increasing (The City of Poznan, 2013), therefore it is worth
taking a closer look at the declared safety perceptions by park users in a broader
context. This is particularly relevant considering that results of studies con-
ducted among the inhabitants of Poznan in the years 2002-2013 (The City of
Poznan, 2013) showed that residents declared relatively lower safety percep-
tions in urban parks and walking areas than elsewhere in the city (own home,
neighborhood, train/bus stations and bus/tram stops, city center, urban parks
and walking areas, residential districts with large-panel residential buildings) for
both night time and day time.

Finally, another reason for having a Polish case study is the fact that CPTED
principles have not been much discussed in the literature on examples from
Poland (Czapska, 2012; Klima et al., 2016). Applying CPTED principles to a
public place such as Cytadela Park, located in the liberal city of Poznan, may
serve as a good example for other municipalities.

5.2 Theoretical background
The ovigins and development of CPTED

The foundations of CPTED can be traced back to the studies of Jane Jacobs who
found that the “the bedrock attribute of a successful city district is that a person
must feel personally safe and secure on the street” (Jacobs, 1961, p. 30). Similarly,
Angel (1968), who studied street crime in Oakland claimed that the urban environ-
ment can have a direct impact on crime rate by separating certain areas, reducing or
increasing access to others by creating or eliminating barriers. He pointed out that
crime level is inversely proportional to human activity in the streets.

The role of environment in affecting the opportunities was discussed in
depth by Jeffery (1971), who coined the term Crime Prevention Through
Environmental Design. This author paid particular attention to the role of the
environment in creating positive and negative experiences in potential perpet-
rators. He claimed that the environment can be used to control human behav-
ior. About the same time, Newman (1972) also devoted his work to establish
links between safety and architectural solutions. According to Newman, safety
depends on symbolic and actual barriers which separate a given area, what he
called ‘Defensible space’. A defensible space must contain two elements. First, it
must provide people with the ability to observe but, at the same time, also be
observed. Second, inhabitants must be ready to intervene or inform the authori-
ties in the case of a crime being committed.

There are six first-generation CPTED concepts: territoriality, surveillance,
access control, target hardening, image of the place/maintenance and activity
support. The notion of territoriality is a key term in CPTED. It relies on clear
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demarcation of areas by placing visible boundaries between different types of
space. Its other goal is to reinforce the sense of ownership and belonging to
develop a sense of owner’s care for the given space in the users’ minds. This
demarcation may come in different forms: symbolic barriers in the form of
signs, lines, inscriptions, changes in the color of walls or pavement, as well as
actual barriers, i.c., the positioning of buildings, guard rails, fences, park/street
furniture or proper shaping of vegetation (Reynald & Elffers, 2009). CPTED
also has other components. The purpose of surveillance is to reduce the sense of
anonymity and to improve the natural disposition of people to observe their
surroundings. Natural surveillance is performed spontancously by inhabitants
or users of a given area during their daily routines.

Access control is another component of CPTED that involves a clear demarca-
tion of different types of space and creating areas with privileged user access to
private and semi-private zones. Its purpose is to reinforce the sense of care
about one’s “own” space, liquidation of possible escape routes and creating a
sense of being watched. Access control may be provided by installing barriers,
enclosures and entry portals in a given space (Igbal & Ceccato, 2016). In addi-
tion, access control may be reinforced by target hardening. Target hardening is
the most controversial component among CPTED’s principles, since it involves
installation of anti-burglary doors, appropriate locks, use of damage-resistant
materials, and use of security alarm systems in houses and vehicles.

Safety is also about the maintenance and image of an area. The purpose of
image of o place/maintenance is to liquidate the sense of anonymity, increase
the sense of safety of authorized users and create social connections. This can be
achieved as ecarly as during the design phase by the selection of appropriate
materials and plants, which reduces maintenance costs and facilitates repairs.
Finally, activity support calls for shaping the space and using signs and markings
to encourage people to use it in an appropriate manner. This has an impact on
surveillance and strengthens social connections (Cozens et al., 2005). These
basic principles of CPTED have evolved into what it is called “the CPTED
second generation” including issues of social cohesion, connectivity, community
culture and capacity threshold, but will not be discussed further since they are
less relevant for the study of safety in parks.

CPTED applied to parks

Despite not being vast, the international literature contains examples of the use
of CPTED principles to evaluate safety in urban parks. An example is the study
by Hilborn (2009) who discussed the issues of risk and protective features of
the physical environment in a park. This study is particular useful for conduct-
ing audits based on CPTED principles as it contains questions supporting the
evaluation of lighting, sight lines, movement predictors, entrapments, signs,
activity generators, maintenance, usage diversity, formal surveillance, and isola-
tion. The article can also be used as a template for interviews with park users. In
the same vein, there were other few studies, one being by Beeler (2011) who



Safety of urban pavk users 111

studied 18 parks in Berlin using surveys and field inspections. Jorgensen et al.
(2012) studied the effect of concealment, presence or absence of people at
recreation, and gender on fear of crime. Using CPTED principles as a back-
ground, Ceccato and Hansson (2013) assessed perceived safety in a park in
Vilnius, Lithuania, using crime mapping, safety walks and interviews. Their
study demonstrated advantages and challenges brought by these methods and
drew implications for local urban planning.

Igbal and Ceccato (2016) focused on assessing the use of CPTED principles
to a park in Stockholm, Sweden. Authors employed a mixed method approach
(crime mapping, field inspection, people counting, interviews) to provide a
comprehensive view of safety problems in that highly crime-ridden inner-city
park. Territoriality and target hardening were the two dimensions of CPTED
more ecasily identified in the park. The authors noticed that the biggest
challenge in using CPTED principles is the fact that some of these dimensions
overlap each other when applied to features of a park. They also found other
limitations, such as the inability of these principles to take into consideration
the changing nature of parks seasonally or to simply analyze the park without
taking its surroundings into consideration.

5.3 Framing the study case

This study focuses on Cytadela Park (Figure 5.1), which is the largest park
in the municipality of Poznan, Poland, and has an area of 1 km?. In the park
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Figure 5.1 Cytadela Park.

Source: openstreetmap.org.
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there are fortifications (ravelins, bastions, trestle bridges, gates), cemeteries
(including war cemeteries), two military museums, monuments, sculptures,
and an amphitheater. The park also has two restaurants, which are
open throughout the year, two open-air gyms and playgrounds for
children. The size of the park, its location in the city center and various
forms of terrain use attract many types of users: walkers (also with children
or dogs), runners, cyclists, roller-skaters, people of all ages. In general, the
park generates considerable human traffic. It is worth noting at this point
that the central part of the park is well-maintained and organized
(Figure 5.2), while its outskirts, where no trails are established, are the
exact opposite.

Poznan is located in western Poland, half way between Warsaw and Berlin. It
is inhabited by almost 540,000 people and covers an area of 261.9 km?. Urban
vegetation covers 21.1 percent of the city’s area; however, this also includes
cemeteries and forests. There are 40 parks and they cover 5.3 percent of the city
area. As many as 70 percent of Poznan inhabitants regularly use the city’s recre-
ational areas (The City of Poznan, 2013).

The occurrence of selected types of crime is greater in the Cytadela Park than
it is in other administrative units of Poznan. This applies to car theft and drug
offences but the exact location of these crimes is not provided by the local
Police for this study.

Figure 5.2 Rosarium in Cytadela Park.

Source: author’s photograph.
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Methods

The primary method of data collection used in this study is an anonymous
survey conducted with 501 users of the Cytadela Park (251 women and 250
men) about crime risk between October 2017 and January 2018. The survey
was conducted by 51 geography students, who received proper training in the
class, for the needs of the subject ‘crime geography’. The response rate was 30
percent. There were no major problems with people’s reactions to surveyors
reported by students.

This chapter is also based on data collected through inventory, park observa-
tions and interviews with park users. The inventory was carried out by the
author in September 2017 and covered recognition of land use, maintenance,
problematic areas, location of street lights, rubbish bins and surveillance. The
park observations were carried out four times in a good weather in September
2017 (10.00-12.00 and 16.00-18.00 on weekdays and 12.00-14.00 during
the weekend to observe users during different hours of the day). Interviews
were organized during inventory with two women and two men and were more
like spontanecous, semi-structured conversations.

CPTED principles were used as a background for the analysis presented in
Section 5 (Table 5.1) following the steps illustrated by previous studies in the
international literature.

5.4 Results

The presentation of results is preceded by general information regarding the fre-
quency and modes of use of the park. Then the first part of this section dis-
cusses safety by the time of the day. The second part focuses on the potential
links between physical and social environment of the park and safety. The third
part is devoted to safety perceptions by park users, including suggestions for
safety improvements.

The survey results show that the frequency of park use is high: 58.8 percent
of respondents visit a park at least once per week (10.6 percent every day, 11.0
percent four to six times per week, 22.4 percent two to three times per week,
14.8 percent once per week). It is therefore assumed that the knowledge of the

Table 5.1 CPTED principles and used methods

CPTED principles Survey Inventory — Park observations — Interviews
Territoriality X X X

Surveillance X X X X

Access control X X

Target hardening X X

Activity support X X X

Image of the place/ X X X X

maintenance
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study area is relatively good, users are familiar with the park. The park is used in
various ways: walking is one of the most popular uses of a park: 40.2 percent of
all respondents go for walks alone, 36.4 percent with family, 16.2 percent with
children. Physical activity is another significant reason for visiting a park:
25.8 percent go jogging, 17.6 percent go cycling, 9.8 percent go roller-skating
and 8.4 percent use the outdoor gyms. Finally, 18.8 percent of respondents use
the park for other purposes, ¢.g., walking the dog, walks with their friends, as a
shortcut to work or for resting.

Being victimized by a crime or witnessing one is important to determine
safety perceptions (Demaris & Kaukinen, 2005). However, the majority of
respondents (69.2 percent) have never witnessed a crime at all, and more
(85.3 percent) have never witnessed a crime in a park before. These values were
even higher when it comes to being a victim of a crime—=86.3 percent have
never been a victim of a crime, while 97.9 percent have never been a victim of a
crime committed in a park. Very few people who were a victim of a crime
reported it to the police. Only a fifth of the respondents stated they were con-
cerned by the risk of being a victim of crime in the park.

Safety by the time of the day

Time of day had a considerable impact on the sense of safety of Cytadela Park
users (Figure 5.3(a)). As many as 84.9 percent of respondents feel safe during
the day, however, after dusk this number dropped significantly, to 25.7 percent.
Conversely, 3.6 percent said they do not feel safe during the day, and
36.5 percent do not feel safe after dusk. It is also noteworthy that in the case of
night-time, the answer “difficult to say” was the most frequent. Men felt safer
than women during the day (respectively 85.2 percent and 84.71 percent
positive responses). After dark, the situation was the opposite, women felt safer
than men (31.15 percent vs. 20.4 percent positive responses). The safety dimin-
ished with age. Older visitors tend to feel less safe, regardless of the time of day.
The groups in the ages 50 to 59 and 60+ and more felt the most unsafe (respectively
6.06 percent and 11.54 percent negative answers during the day, 44.12 percent
and 69.24 percent after dusk).

Variation of safety perceptions by the time of day may be associated with the
fact that relatively few people use the park during the dark hours of the day, in
the evening, so they do not have an opinion on the sense of safety at that time.
At this point, it is also worth mentioning the groups of night-time users of the
park. The first group are the members of “Night Runners Poznan”, who
have been holding their regular weekly training sessions in the Cytadela Park
since 2012 (by the end of January 2019 there have been 322 such meetings).
The second group are people who use the park as a shortcut from the city
center to the northern parts of the city. Interviews conducted with members of
both of these groups show that they do not feel threatened in the park at night,
mostly due to being part of a large group and being familiar with the park
environments.
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Safety and physical and social envivonment of the park

Figure 5.3(b) illustrates park users’ safety perceptions in relation to the physical
and social environmental features of the park. Appropriate lighting, well-
maintained vegetation, and low-growing vegetation which allow visibility (observa-
tion and being observed), along with video surveillance show indications of having
a positive effect on respondents’ safety perceptions of the park. Other features with
a positive impact on the sense of safety are the presence of other people, the
company of a dog, and the presence of police or municipal police patrols. Features
such as tall or overgrown vegetation reduce visibility and thus create favorable con-
ditions for crime (hiding places) and negatively affect perceived safety.

The survey results showed that the most important feature for park users’
safety is appropriate lighting (92.0 percent responses). The Cytadela Park only
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Figure 5.3 Survey results: (a) park users’ safety perceptions—day and evening hours;
(b) safety and physical and social environmental features of the park; (¢) occur-
rence of selected negative safety phenomena in the park.

Source: author’s own calculations based on survey results.

has lighting near the main paths in the central part of the park and in the rose
garden. The majority of the park is unlit; therefore, the use of the park at night
is very limited and only possible by either accepting walking in the dark or using
a torch.

Another factor that also has an impact on safety is the company of another
person/other persons (79.9 percent responses). Its favorable location between
the city center and residential districts makes the park popular with people
living in its vicinity, who use the park for various purposes. Owing to its great
historic value and other attractions located in it, the park also attracts people
living further away. As a result, the number of people in the park during the
day is considerable. During the night, the park is used by the aforementioned
“Night Runners Poznan” group. Their motto “You will never run alone” is
another proof that the company of other people is conducive to safe use of
the park.

Another factor that the respondents consider almost equally important as
having other people’s company is video surveillance (79.8 percent of responses).
Video surveillance systems are installed in the park only near museums and res-
taurants. Finally, according to respondents, the presence of police/municipal
police is also very important (69.3 percent positive answers). The company of
dogs also influence the sense of safety of park users. The Cytadela Park is fre-
quently used by dog owners as an area for walks.

Similar to other urban areas, parks may be sites of acts of social disorder, such
as vandalism, consumption of alcohol, drug distribution, drug use, illegal garbage
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dumping, exhibitionism, presence of homeless people and graffiti. They are
important because they affect safety perceptions of park users (Figure 5.3(c)).
The factors that most affect negatively safety perceptions are alcohol consumption
(58.8 percent of “4” and “5” scores added together), the presence of homeless
people (51.2 percent) and vandalism (50.2 percent). It is worth noting that only
these three phenomena are considered a problem by more than 50 percent of
respondents. Other negative phenomena, such as drug distribution, illegal
garbage dumps or graffiti, are not frequently pointed out as a big problem of the
park. Interestingly, although the problem of garbage is present in the park, e.g.,
in the form of bottles and cans left behind after illegal consumption of alcohol,
this was not mentioned by respondents.

Sugyestions for improvements

Maintenance is the biggest challenge to ensure safety of the park, in particular
in the areas with fortifications and surrounding areas. Unfortunately, while a
small part of fortification buildings is used and well preserved (such as
museums), most of them are ruins and may put visitors in danger. These are
also places of alcohol consumption, illegal garbage dumps and physical damage.

The paths in the park have mixed types of surfaces and ofter varied lighting
(Figure 5.4(a)). The hard paths have garbage bins and some are lit (Figure
5.4(b)) and the natural paths (mostly on the outskirts of park) lack this infra-
structure. Appropriate lighting (which would be very expensive) and ensuring the
possibility of visitors throwing garbage in the bins, would provide a better
image of these parts of Cytadela Park and, consequently, raise safety level.

The park is a place where young people gather, drink alcohol and listen to
the loud music. This is perceived to be a safety problem during the day, for
instance in the amphitheater (Figure 5.4(c)) and after sunset, in the high-greenery
arcas. The aforementioned amphitheater is not well supervised and is poorly
maintained, with no seats, uneven surfaces, no real stage. To maximize safety,
this place should be completely renovated to host various events and strengthen
activity support in this area.

5.5 Discussion of results

CPTED principles are useful as a reference to assess the safety of park users. In
the case of the Cytadela Park in Poznan, elements of CPTED, such as the image
of the place/maintenance and surveillance, have the greatest impact on park
users’ perceived safety.

The most important features influencing safety (or lack of) were appro-
priate lighting, the company of another person/other persons and the pres-
ence of video surveillance. As previously mentioned, Cytadela Park is not well
lit, and appropriate lighting would certainly positively affect park users’
safety. Godbey and Mowen (2010) noted that lighting drastically improves
safety and security in a park. Installation of additional lights may encourage
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Figure 5.4 (a) Fortification ruins and mixed types of path surfaces; (b) lit paths by night;
(c) amphitheater.

Source: author’s photographs.
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people to use parks without them being worried for their safety. The same
conclusions were drawn from the study by Fletcher (1983). This was also dis-
cussed in detail by Clarke (2008) who cites research conducted in the USA
and in Great Britain which evaluated the impact of street lighting improve-
ment on crimes committed at night. In six out of 11 cases described, improv-
ing street lighting yielded the desired effect of reducing the number of crimes
committed.

The presence of other people was discussed by Ozgiiner and Kendle (2006)
who claim that it has a positive impact on perceived safety. Cytadela is often
used by physically active people, due to its good location and the possibility of
use for various purposes. Note that the sense of safety is very important for
those who use parks for physical activity (Costigan et al., 2017).

There is no video surveillance in the park, however there is an expectation
that it would positively affect park users’ safety. Surette and Stephenson
(2019) pointed out the relationship between safety and video surveillance in
their study. According to Ratcliffe (2006), the primary purpose of video sur-
veillance is to increase the risk of being caught as experienced by the poten-
tial perpetrator and, if a crime is committed, facilitate its detection and the
arrest of the perpetrator. However, studies by Ratcliffe (2006) and Ratcliffe
et al. (2009) demonstrated that, even though in general cameras can serve to
reduce criminal activity, there are locations where there is no benefit from
installing them. Studies conducted by Brands and Schwanen (2014) involv-
ing night-time users of three Dutch cities— Utrecht, Rotterdam and
Groningen—show that video surveillance has a very low impact on the sense
of safety compared with on-street policing. Their studies were further
expanded by Brands et al. (2015).

Vegetation is very important from the perspective of safety. In subject liter-
ature, areas with dense vegetation which limits visibility and can provide hiding
places for potential attackers are considered to correlate positively with fear of
crime (Talbot & Kaplan, 1984; Michael & Hull, 1994). Vegetation may also be
an element that influences territoriality (Troy et al., 2012) and the better main-
tained it is, the stronger the effect (Brown & Bentley, 1993).

Safety in the park can be also influenced by the presence of selected negative
phenomena in the park. The study of Groff and McCord (2011) showed that
the sense of safety in parks is not related to the threat of becoming a victim of a
crime per se, but to the presence of particular groups of people in parks.
Hillborn (2009) stated that a park is considered unsafe when criminal activity
and lack of order have become the norm and local users consider it dangerous,
avoid it or limit the time spent in it to the bare minimum. Criminal activity and
lack of order are caused by vandalism, littering, animal feces, excessive con-
sumption of alcohol, use of drugs as well as public sex, which may become the
dominant activities in the park.

The top three negative issues in Cytadela Park are: alcohol consumption, the
presence of homeless people and vandalism. In general, the consumption of
alcohol in public places is prohibited in Poland. In Cytadela Park it is permitted
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only in designated areas: in restaurants and their gardens. While the well-
maintained parts of the park show no trace of illegal alcohol consumption,
numerous liquor bottles and beer cans can be found at the outskirts of the park,
especially near the remains of fortifications, as proof that alcohol is in fact
consumed there.

It is interesting that the presence of homeless people is considered one of
the major problems of the park by the respondents. Field inspections did not
confirm its occurrence in the Cytadela Park. Additionally, studies of the
homeless have been conducted in Poznan to learn about the places in which
they stay, and parks are seldom listed. Unfortunately, detailed information on
the locations chosen by the homeless is not provided in these studies (Muni-
cipal Family Support Centre, 2015). The problem of the homeless in the
context of CPTED was discussed by Saville and Atlas (2016). According to
the authors, typical illicit behaviors related to homelessness are: panhandling,
loitering, trespassing, petty theft, littering and garbage, and bathroom
incivility.

Vandalism, the third major negative phenomenon indicated by the respond-
ents, is clearly visible in the park. The activity of vandals is especially pro-
nounced in areas where no walking paths have been established, near entrances
to fortifications as well as at the outskirts of the park. A good example of such
activity is the destruction of information boards on fortifications or the removal
of security devices preventing entrance to the fortifications. The central part of
the park is free of damage.

Other, less severe, problems were drug distribution, illegal garbage dumps or
graffiti. Studies by Kotlaja et al. (2018) showed that parks are not a “safe”
environment for distribution and use of illegal drugs. Fletcher (1983) showed
that vandalism and exhibitionism are not problems that are noticed by park
users. Studies by Robinson et al. (2003) confirmed that garbage in public spaces
may heighten the sense of fear.

5.6 Conclusions and recommendations

This study contributes to the research by determining the safety of urban park
users in Cytadela Park in Poznan, Poland, and highlighting spots that con-
tribute to poor perceived safety using CPTED principles. This study shows that,
in the largest park of Poznan, perception of safety differs according to the time
of day. It is higher during the day and much lower after dark. Environmental
design elements have an impact on perceived safety. The most important for
park users are appropriate lighting and video surveillance. Respondents feel safe
when someone else is around, i.e., other persons, police or city guards, but also
their dogs. They feel unsafe in the presence of alcohol consumption, or in pres-
ence of homeless people and vandalism.

The park can be split into two parts regarding safety perceptions of users. A
neat part, with alleys, lighting, maintained greenery, several meeting places
(restaurants, outdoor gyms, playgrounds) is ecagerly used by people and
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considered safe. The second part, located on the park outskirts and near the
fortifications and cemeteries, mostly without designated alleys, is unlit with few
people around. From a safety perspective, both parts can be improved. Man-
agement of the park could consider organizing more social events that could
bring more people to the area. Renovation of the amphitheater could be the
starting point as this place is not frequently used due to poor technical con-
ditions. There is much more work required with the second part of the park,
which is neglected and requires huge financial resources, especially for renova-
tion of fortifications and cemeteries. In addition, adding benches can improve
surveillance while garbage bins and lighting can make it friendlier for park
users.

Parks should be places where time can be spent in safe conditions, regardless
of users’ activity. Ensuring proper maintenance is a key issue in achieving com-
fortable use. Appropriate lighting may extend the hours of park use, promote
social interactions and can lead to strengthening of natural surveillance.
Although the results found here cannot be generalized to other parks elsewhere
and further research using CPTED principles in parks is needed, the case of
Cytadela Park provides a starting point to discuss the usefulness of CPTED
principles in other Polish cities.
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6 The role of public places in
Disability Hate Crimes (DHCs)

Antonio Iudici and
Riccardo Girolimetto

6.1 Introduction

Disability Hate Crimes (DHGCs) is an under-reported phenomenon concerning
any criminal offence considered to be motivated by hostility /prejudice against a
person’s actual or perceived disability. In this chapter, we identify any potential
relationship that may exist between DHCs and public places in the extant liter-
ature in order to shed light on the role of such places in facilitating or hindering
the occurrence of DHGCs. “Public places” here is considered to be a large array
of environments, such as urban areas, towns, buildings, but also social networks,
where interactions between two or more ordinary people take place. In addi-
tion, wherever appropriate, the type of crimes reported and/or the preventive
strategies characterizing these spaces are also discussed. To achieve this, Scopus,
PubMed and Scholar databases were used to perform a scoping literature review
by searching for keywords related to “disability hate crime”. Why is this an
important subject? (1) Fear, harassment and violence permeate the everyday
lives of many disabled people in private as well as in public spaces; (2) most
studies often neglect the role of environments in facilitating or hindering
DHGCs, situating these violent acts against disabled individuals in anonymous
physical settings; and (3) it is necessary to locate disability as a cultural and
political phenomenon contextualized within society, yet the literature on this
field is lacking.

The structure of this chapter is as follows. The chapter starts with theoretical
background, which is an overview of definitions: HC and DHC and theoretical
frameworks dealing with disability. This is followed by the methods section, a
description of the literature review, and data collection. Results are followed by
conclusions and recommendations.

6.2 Theoretical background
An overview of definitions: HC and DHC

The term ‘hate crime’ (HC) is generally used to define an act of violence, verbal
or physical, in which the offenders target victims for their actual or perceived
ethnicity, color, religion, disability, sexual orientation, gender, or national
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origin (Brereton, 2013; Macdonald, 2015; Sun, 2006). This broad definition
finds its own genealogy within several US legislations of the twentieth century,
such as the Hate Crime Statistics Act of 1990 and the Violent Crime Control and
Law Enforcement Act of 1994 (Sun, 2006). Owing to these and other legal defi-
nitions, most previous researchers of HC tended to frame this phenomenon as

a manifestation of intergroup conflict or violence (e.g., Levin & McDevitt,
2002; Levin & Rabrenovic, 2001) and as motivated by the distinctiveness
of the victim(s), because the offender only targets victims with different
group memberships. This type of conceptualization of HC has influenced
both clinical interventions with victims of hate crime and the research focus
on the causality of hate crime. (Sun, 2006, p. 598)

As regard HCs provoked by the disability of the victim, there is evidence to
support the claim that disabled people are at a higher risk of targeted violence,
harassment and abuse (Goodley & Runswick-Cole, 2011; Sin et al., 2010). The
studies concerned with HCs focus on “minority-victimology”, especially, with the
construct of a disability hate crime (DHC) and its relative legislative declinations.
In 2007, the UK public agency the Crown Prosecution Service (CPS) defined a
DHC as “any incident which is perceived to be based upon prejudice towards or
hatred of the victim because of their disability or so perceived by the victim or any
other person’ (CPS, 2007, p. 7, cit. in Roulstone, Thomas, & Balderston, 2011,
p. 355). Moreover, in 2016, the Association of Chief Police Officers defined a
DHC as a criminal offence perceived by the victim, or others, to be motivated by
hostility or prejudice underpinned by a person’s disability or perceived disability
(Hall, 2018; Ralph, Capewell, & Bonnet, 2016). Furthermore, the following
year, the aforementioned CPS framed DHC as a crime carried out by a perpetra-
tor’s hostility towards the victim’s disability, and their actual or perceived impair-
ments (CPS, 2017). Furthermore, the definitions of DHCs converge into the
semantic areas of discriminatory, unfair, abusive and violent behaviors aimed at
people with disabilities, arising from beliefs characterizing people with impair-
ments as a minority (Ralph, Capewell, & Bonnet, 2016).

Consequently, there are two major interrelated issues concerning the crim-
inal justice system and the criminological literature about DHC: (a) the absence
of strong criteria with the capability to certify—through the police and the
criminal justice system—whether or not a reported crime is motivated by preju-
dice or hostility towards the victim’s disability, and (b) the seemingly peripheral
nature of DHCs as an area of research in criminological inquiry (Roulstone &
Mason-Bish, 2013) because of it being anchored to the idea of “victimology”,
which dominates the discourse on HC (Gerstenfield, 2013).

A lack of a clear and common definition of DHCs and a parallel inconsistent
response from the police and criminal justice system (Sin, 2016) leads such
crimes to be under-reported in the official crime statistics when compared with
the crimes related to ethnicity, color, religion, sexual orientation, gender, or
national origin (Emerson & Roulstone, 2014; Shakespeare, 2012; Sin et al.,
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2010, 2012; Sin, 2016; Ralph et al., 2016; Richardson, et al., 2016). As Hall
(2018) reported, the large-scale Crime Survey for England and Wales estimated
that 62,000 DHC incidents occurred between 2012 and 2013, while, in the
same period, the police recorded 1,841 such cases. Furthermore, Brereton
(2013) highlights the misunderstandings among the agencies concerning what
constitutes a DHC. Moreover, policy definitions lead to confusion and a lack of
confidence in crime reporting (Brereton, 2013), and some authors highlight
that there is a dearth of an effective multi-agency response (Richardson et al.,
2016; Sin et al., 2010; Sin, 2016). Finally, Shakespeare (2012) suggests the
scarcity of awareness about disability among the officers and the fact that people
with disabilities are not considered credible witnesses, along with the inaccess-
ibility of facilities, are the critical factors responsible for the lack of an adequate
response from the authorities.

With respect to the dominance of “victimology” in HC discourses (Gerstenfield,
2013), several authors have problematized how most of the studies in this area
focus more on victimization—i.e., an ingrained and inherent “vulnerability”—as
an clement of violence perpetrated against disabled people and less on those
who commits these crimes and the locations and time in which they occur
(Gerstenfield, 2013; Hall, 2018; Jenness, 1999, 2001; Macdonald, 2015;
Roulstone et al., 2011). For instance, Macdonald (2015) notices how the
notion of vulnerability may become a barrier within the legal system’s preven-
tive strategies that are meant to recognize DHCs. Macdonald’s study discloses
the risk of neglecting the fact that the hostility is aimed at disabled people,
which stops disabled people from gaining full legal protection. Even though
approaching the victims with a critical gaze is of primary importance during
legal and/or criminal investigation, failing to critically look at that those who
offend, i.e., the ‘anonymous hateful’, may lead to the consolidation of the
prominent image of the offenders. Moreover, this approach may disregard the
relationship between the victims and offenders, as well as the socio-spatial
context in which DHCs occur, along with the entrenched social factors under-
pinning this phenomenon (Garland, 2012; Gerstenfield, 2013, Hall, 2018,
Macdonald, 2015; Sin et al., 2010).

From Waxman’s (1991) study on violence towards disabled people to the
2016 report from the Equality and Human Rights Commission (EHRC),
DHCs and violence have been treated as ongoing social phenomena and parts
of a much broader set of exclusionary practices that a disablist society suffers
from (EHRC, 2016; Hollomotz, 2013; Roulstone & Mason-Bish, 2013). This
points to the fact that considering impairments per se as elements that trigger
violence, harassment, abuse, etc. signifies a neglect towards the nuanced under-
standing of situational risks as well as the social background in which these
events occur (Sin et al., 2010). As a social fact, the crime must be placed within
space—time coordinates, a geographical space constituted by encounters
between people’s shared meanings, complex interactions between impairments,
the wider social attitudes and behaviors of the actors, as well as the environmental
and structural conditions (Hall, 2018; Sin, 2016).
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Even while acknowledging the relevance of studies that focus on disabled
people by presuming them as vulnerable persons (Iudici, Bertoli, & Faccio, 2017,
Roulstone et al., 2011), this review chose to focus on the “dark side” or the
“overshadowed background” of the literature on disability and crime. In fact,
despite the fear, harassment, and violence permeating the everyday lives of many
disabled people in private as well as public places (EHRC, 2016), most studies
often neglect the role of environments in facilitating or hindering DHGCs, situ-
ating these violent acts against disabled individuals in anonymous physical settings
(Hall, 2018; Sin et al., 2010). Although it has been seen as a necessity to locate
disability as a cultural and political phenomenon contextualized within society,
there are practically no studies about the socio-spatial dynamics of DHCs
(Alhaboby, al-Khateeb, Barnes, & Short, 2016; Goodley & Runswick-Cole,
2011; Hall, 2018; Ralph et al., 2016; Roulstone & Mason-Bish, 2013). There-
fore, this aspect of the social context remains under-represented in the studies on
DHGCs. This discloses the necessity of exploring this overshadowed area in order
to assess its theoretical and practical implication in appropriately addressing
DHCs. Thus, in this research we ascertain whether and how public places have
been taken into account in DHC studies, with a focus on the kind of impact these
places may have in hindering or facilitating these phenomena. The extant liter-
ature is reviewed to identify any potential relationship between DHCs and the
public environments and, wherever appropriate, we reported the type of crimes or
the preventive strategies characterizing these spaces.

Theovetical frameworks dealing with disability

There are two major theoretical frameworks or models, the medical and the
social model, which are concerned with and inform the idea of “disability”. The
latter underlines the role of society in producing the disability in individuals that
suffer from impairments, while the former places the cause of the deficit within
the individual (Brittain, 2004; Forhan, 2009; Haegele & Hodge, 2016;
Roulstone & Mason-Bish, 2013). Regardless of their differences, both perspectives
have been subjected to several critiques (Haegele & Hodge, 2016). The major
criticism against both models is that they ignore the relationship between social
experience and the fact of owning an impaired body with which other persons
interact on interpersonal, social, cultural, economic and political levels (Marks,
1999; Haegele & Hodge, 20106).

As regards the background of HCs, the EHRC identifies both socio-psycho-
logical and structural perspectives, i.c., the structural factors that may have an
impact on HCs (which includes online or cyber hate crimes), along with identi-
fying “how certain social processes (e.g., societal norms and values), and
practices (e.g., the practices and interventions used by statutory agencies) may
actually create a social context in which certain groups in society can become
marginalized or stigmatized” (EHRC, 2016, p. 8). In this perspective, per-
ceived or actual threats can be linked not only to economic stability and access
to social resources, but also to people’s sense of safety in the society and/or
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values and social norms. Through this perspective, DHCs are shaped as an
ongoing process that often forms a part of the everyday experiences of hostility
and prejudice faced by people with disabilities (EHRC, 2016).

To overcome the dichotomous medical-social framework, and in accordance
with the mutual relationship between these theoretical approaches towards dis-
ability and HC highlighted by EHRC (2016), we chose to adopt an interac-
tionist epistemological theoretical framework (Salvini & Dondoni, 2011;
Salvini, 2004) for the research, especially in the results and conclusions sections.
According to the interactionist assumptions, reality cannot be separate from dis-
courses (i.c., rules, roles, meanings, acts and actions of which each human being
is simultaneously an actor and interpreter) that name and describe reality. In
doing so, the discourse creates pragmatic effects (Salvini & Dondoni, 2011;
Salvini, 2004 ). Interaction, between the parts of every kind of system, is con-
sidered the main object of this theoretical framework, and language is con-
sidered to be the principal means of representing the state of social reality. The
reality lived by individuals, in which they relate to each other not only through
the discourses but also through the social situation in which they meet, is
shaped by their own scripts, structures, schemes, narrative genres, conceptual
architectures and physical or symbolic artefacts (Faccio, Iudici, Turco,
Mazzucato, & Castelnuovo, 2017; Turchi & Perno, 2004; Turchi, 2009). As
Haegele and Hodge (2016) highlight, it is the language that people use to
describe those with disabilities that influences their expectations of and
interactions with disabled people.

6.3 Method
Scoping litevature veview

Since this study aimed to explore whether public places have been taken into
account in studies on DHCs and in what manner, a scoping literature review was
chosen as the most suitable research strategy to accomplish this goal (Carr et al.,
2017; Grant & Booth, 2009). This strategy entails a preliminary assessment and a
synthesis of research findings available in literature about a specific topic.

Furthermore, the choice has been made due to the paucity of studies con-
cerning the object of this study. This method helps a researcher identify what
has been accomplished previously, allowing for further identification of omis-
sions or gaps for other researchers to build on (Grant & Booth, 2009). To
implement this research strategy, the recent or current literature was examined,
identified and consolidated, with a focus on whether public places have had an
impact on the studies on DHCs and if so, how (Grant & Booth, 2009;
Lipscomb, 2000). The major criterion for the selection of the studies for this
review was that the research was peer-reviewed (Grant & Booth, 2009). The
aim of this kind of review was to explore and systematize the available data on
the area to discover the lines along which future research can fill the identified
gaps and omissions in the existing literature.
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Data collection

In order to investigate whether public places have been taken into account in
the literature on DHCs we utilized the Scopus and PubMed databases to
identify the role of public places in facilitating the occurrence of DHCs. We
relied on these two databases to ensure the quality of the literature selected for
the review and, as the other browsers opened to more complex and specific
aspects, to not hinder the generalizability of this exploratory study. Due to the
paucity of studies concerning precisely the object of this study, which is
intended to be the first exploratory overview of this phenomenon, the authors
of the current study first defined their main object of inquiry, namely public
place. In order to do so, they drew on the definition provided by the
Cambridge Dictionary (Cambridge University Press, 2019) as well as on their
theoretical framework (Salvini, 2004 ) to define public place as every space (area,
town, building, etc.). That is, physically or virtually, space meant and provided
by the government to be available to everyone and which enables symbolic
interactions between two or more ordinary people by rules, roles, meanings,
acts, and actions characterizing a specific space. Second, all the studies that
regarded the role of public places in DHCs or even mentioned them in passing
were considered. Additionally, any kind of discrimination over type of disability,
gender, nature, crimes, etc. was strictly avoided.

The articles were identified by searching for the main keyword “disability
hate crime” and limited to printed articles, reviews, notes and editorials. The
abstracts of the 95 selected documents were reviewed independently by the two
authors. The aforementioned definition of a public place has been used by the
authors to include those papers that reported the kind of pertinent spaces
encompassed by our definition. In this preliminary abstract selection, given the
exploratory value of this study and the paucity of studies concerning this topic,
even articles that merely (or inexplicitly) mention the places of crimes were
selected. In this step, the two authors discussed the retrieved abstract and used
the definition of a public place to exclude 51 articles for:

(a)  not being consistent with the research aim;

(b)  not referring to any public place as the scene of the DHC;

(¢)  not being consistent with the definition of a public place provided by the
authors and

(d)  being duplicated.

Due to the paucity of studies, all the remaining 44 articles formed the sample
for this review. These articles were published within a span of 27 years, between
1991 and 2019, and were independently read by the two authors to extract
quotes that were relevant to the research objective. After a comparison between
the two authors, the above step revealed that 19 articles did not refer to any
public place related to DHCs. Therefore, this left the authors with only 25
papers for their consideration. In an effort to locate relevant articles not found
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in our search, and to give a wider introductive perspective, Scholar database was
also searched, retrieving two relevant articles. Finally, the authors read the
papers (N=27) independently to identify the macro-themes representing how
public places have been taken into account in the studies on DHCs, with a
focus on how they are hindering or facilitating these phenomena. Finally,
according to the criterion of greater representativeness of the collected data, the
data were categorized into three macro categories: (a) public places as the back-
drop to DHC occurrences; (b) public places as an active factor in facilitating
DHC occurrences; and (c¢) public places as an active factor in hindering DHC
occurrences. The authors then worked independently to present the study as
the product of cross-comparison between the findings of the authors.

6.4 Results

Of the 32 initially identified publications that concerned DHC, only 20 were
cligible for inclusion as they concern public places. Their content was organized
in the three aforementioned categories.

From the data in the first category (public places as the backdrop to DHC
occurrence), the authors gathered those articles that referred to public places
where DHCs were most likely to occur. In the second category (public places as
an active factor in facilitating DHC occurrences), the authors counted four con-
tributions that highlight how the features of public places might have facilitated
the perpetration of DHC. Finally, the last category (public places as an active
factor in hindering DHC occurrences) contained those studies that considered
which actions to take in public places, considering them as locations on which
counter-strategies can be based to prevent DHCs.

Public places as the backdrop to DHC occurrences

In the literature, there were studies that shed light on an underground public
dimension related to DHCs that has been overlooked in the studies about
vulnerability and domestic violence against disabled people. As reported by Hall
(2018), the following public locations in Kent (southeast England) have been
described as places “where bad things happen” to people with learning dis-
abilities: “school, college or day center (43%); in the street as they were walking
somewhere (35%); in and around their homes (28%); in their neighborhood
(28%); and on public transport (25%)” (Hall, 2018, p. 4). This example under-
lines the fact that acts of abjection experienced by disabled people may occur
everywhere, not only in private locations. Waxman (1991) was perhaps the first
to shed light on the public dimension of violence against people with disability,
and reported two cases of routine physical abuse in public places, namely a
school and the outside of a local library. In particular, he described the episode
of the murder of Cary Dickenson, a person with multiple disabilities, whose
body was found in the trash can of a local library. Another instance was that of a
student in Northern California, who had been repeatedly thrown in a cold pool
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by the teaching staff. Besides these locations, institutional care-place and work-
place have been mentioned as other backdrops that prove that disabled people
do not face violence only in domestic or private contexts (Waxman, 1991).

In accordance with the above-mentioned places, the annual Hate Crime
Statistic reports, whose data for the five-year period between 1997 and 2001
were collected, identified school environment (college campus) (OR 0.10435)
as the primary location of HC incidents, along with streets (OR 0.17593),
residences (OR 0.58750) and government buildings (OR 0.02419) (McMahon
et al., 2004). Since this data were used by McMahon and colleagues (2004) to
examine the prevalence of DHCs compared with other kinds of HCs, they only
provide a statistical correlation between crimes and places and do not explain
the kind of impact specific locations have on violence.

Besides mentioning schools, workplaces and streets as the places where
violent acts against people with disability occur, other studies identify locations
such as public transport, high streets, social housing/community and institu-
tions (such as those in the mental health system) (Carr et al., 2017; Clement et
al., 2011; Hall, 2018; Mikton, Maguire & Shakespeare, 2014; Roulstone et al.,
2011; Shakespeare, 2012). As regards public transport, Clement and colleagues
(2011) also noted the kind of violence (verbal) that is related to it by quoting
the following lines from a victim: “I did say to, I think it was one of the inspec-
tor or whatever, well ‘this train is overcrowded and I can’t breathe’ then I heard
a bloke saying ‘oh is the lunatic asking about the overcrowding’” (Clement
et al., 2011, p. 220). A more stirring example of DHCs occurring in a public
location was described by Sherry (2013), which took place in a shopping center.
In this case, two boys met and escorted a girl with disabilities to the local river,
where a larger group subjected her to physical abuse.

As regards DHCs occurring in communities and institutions, in their system-
atic review, Mikton, Maguire, and Shakespeare (2014) reported a strong paucity
in current literature about these events in spite of their prevalence. In fact, since
a UNICEF report of 2005, widespread violence against disabled children in
institutions (Mikton et al., 2014) and communities (Carr et al., 2017,
Shakespeare, 2012; Garland, 2012) seems to be a proven fact; particularly as in
these places, many disabled people live in isolation in vulnerable conditions
(Shakespeare, 2012).

Public places as active factors in facilitating DHCs

In the previous section, the authors limited their focus on those studies which
mentioned the most likely scenes of DHC. Now, this study will refer to those
articles that report how a specific location may facilitate DHC occurrences. By
dealing with public places as crucial factors in violent acts against disabled
people, this study identified and assessed three major places considered in the
literature in terms of the contributing factors that may lead to different kinds
of violence: public institutions, areas of poverty and deprivation, and virtual
spaces.
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As regards public institutions (such as residential /community setting and
school system), when they become segregated and exclusionary they may fail to
recognize the diversity of their residents and, consequently, fail to restrain viol-
ence against the users and build bonds and safe spaces that safeguard the specific-
ity and differences of identities (Balderston, 2014; Goodley & Runswick-Cole,
2011). For instance, in user-led research involving disabled women who have
experienced violence in segregated institutions (health, educational, and residen-
tial) and across impairment groups, Balderston (2014) reported how, in these
spaces, a lack of control over the choice of personal support staff, activities,
money, transport, etc. may increase the risk of sexual violence and, at the same
time, decrease the possibility of safety (Balderston, 2014). Furthermore, other
studies highlight the frequency of sexual abuse against people with disabilities in
an institutional setting (such as day centers or residential homes) and the critical
role of health and social care professionals in the prevention of sexual abuse
(Balderston, 2014; Carr et al., 2017; Hall, 2018; Roulstone & Mason-Bish,
2013; Sin et al., 2010; Sin, 2016). For instance, a care giver may display control-
ling behaviors such as controlling finances and removing the wheelchair of the
one being cared for, that might not appear criminal (Roulstone & Mason-Bish,
2013). When the perpetrator is a ‘care giver’, it does make one rethink how a
dependent relationship, by its context, may give rise to an increased risk of abuse
in a care-giving situation (Carr et al., 2017; Sin et al., 2010).

As for the school system, the current review identified the work of Goodley &
Runswick—Cole (2011) as the only study that focused on school-related viol-
ence outside of the common ways of studying the topic of bullying against
people with disabilities. First, they identified the promotion of cost effectiveness
and efficiency performance required as the structural characteristics that may
lead to greater competition, selection, and social division to facilitate the reten-
tion of the disparity between the abled and the disabled learners (Goodley &
Runswick—Cole, 2011). Second, the nationalization of curricula across schools
could create a logic of promoting key skills among the students to make them
fit for advanced capitalistic societies (Goodley & Runswick—Cole, 2011).

Furthermore, our focus on areas of poverty and deprivation revealed that
inappropriate public housing or disproportionate institutionalization of disabled
people can either lead to the production of social marginalization and isolation or
accentuate the power imbalance between the actors who inhabit those places
(Balderston, 2014; Hall, 2018; Macdonald, Donovan & Clayton, 2017; Sin,
2016; Sin et al., 2010). As regards poor housing and deprived areas, the literature
revealed a correlation between them and the occurrence of DHCs (Chakraborti &
Garland, 2012; Emerson & Roulstone, 2014; Hall, 2018; Macdonald et al.,
2017). For instance, a study by Macdonald et al. (2017) found a significant
correlation between DHCs and the most deprived areas in Newcastle and Sunderland
(i.e., 33 percent of all the incidents reported to Agencies against Racist Crime and
Harassment, ARCH). Moreover, they reported that, among disabled people,
there was a perceived fear of being sent to a more restrictive setting such as
residential care (Macdonald et al., 2017). By observing social factors that may
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lead to different forms of violence in such spaces of segregation and deprivation,
the difficulty in building local networks that may get people to engage in the pre-
vention of anti-social behaviors can be noticed (Sin et al., 2010). Others have also
highlighted the risk of isolation and marginalization of the people living in inde-
pendent social housing sectors, often characterized by the provision of inflexible
and inappropriate services (Macdonald et al., 2017; Sin, 2016; Sin et al., 2010),
and the anticipation concerning the situational vulnerability risk involved in collo-
cating disabled people in such places based on choices made by professionals
involved in the housing decision (Sin, 2016).

Moreover, regarding the occurrence of a higher incidence of DHCs in these
areas, some authors propose (a) the changing levels of diversity among the different
marginalized communities living in close contact, underpinned by poverty; (b) the
withdrawal of jobs and services; and (c) the climate of suspicion and marginaliza-
tion as factors contributing to this problem (Hall, 2018; Macdonald et al., 2017).
These conditions may underpin and lead to disabling social barriers, such as the
dynamics of the tensions between different ethnicities as well as the risk of victimi-
zation, abuse, violence and harassment (Macdonald et al., 2017; Sin, 2016; Sin
et al., 2010). Frequent examples of violent practices include intimidation, aggres-
sion, offensive language, as well as harassment and abuse. Sin et al. (2010) report
the following forms of harassment in a case they studied: “house burgled, lit
matches were thrown through their letter box, and used condoms, excrement and
abusive letters delivered to their front door” (Sin et al., 2010, p. 21).

Advancements in digital technology, the internet and electronic communica-
tions introduced brand new virtual public spaces and commonplace means for
interpersonal interaction. The spread of these tech-practices all over the world
spawned new forms of violence. As the EHRC (2016) stated, cyber hate is a
growing phenomenon which vastly outnumbers offline HCs. This study has
drawn upon previous studies regarding digital communication channels, virtual
environments and offender’s anonymity to examine a new kind of online loca-
tion that may give rise to vulnerable situations (Alhaboby et al., 2016, 2017a,
2017b; Burnap & Williams, 2016). Creating fake accounts pretending to have a
disability, targeting the victim’s significant others, threatening victims and
spreading false information are some examples of the prevarication strategies
that are made possible through virtual spaces of interaction. Moreover, such
virtual prevarication strategies may lead to social isolation, cyber harassment,
hate speech and have a wider impact on the wellbeing of the victim (Alhaboby
et al., 2017a). This may further result in distress, anxiety, mood disturbances,
deterioration of health, suicide attempts and a lack of awareness/education/
training in supporting others (e.g., groups, police and healthcare professionals)
(Alhaboby et al., 2016, 2017b; Burnap & Williams, 2016).

Public places as an active factor in limiting DHCs

After describing how the characteristics of some public places may facilitate the
perpetration of DHGCs, the current study concentrates on how the structural
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conditions of such places may limit violence, harassment, abuse and crime. The
focus of the study is on educational and virtual environments because, on the
databases we utilized, no study that takes deprivation and poor housing into
account from this perspective was found.

With regard to public places, such as local libraries across the city, and com-
mercial and business premises, McClimens and Brewster (2017) proposed to
consider these places as first accessible refuge zones, where staff in various com-
mercial and business premises along the ‘High St.” could offered support, in
cooperation with the local police.

Based on the best practices addressing stigmatizing and discriminatory atti-
tudes towards disabled people, certain formative and informative interventions
(Richardson et al., 2016), in partnership with the police and experts, can make
an educational environment a safe space by promoting a shift among the stu-
dents about the idea of disability from an individual to a socio-relational and
contextualized perspective. Maguire, Wilson, and Jahoda (2018) recommend
the use of school-based lessons or an informed program of lessons as a strategy
to address the stigma and discriminatory attitudes related to disability and also
as a means to influence the views of the wider community of which the schools
are a part (Maguire et al., 2018). The crucial issues that these interventions may
focus on include (a) tackling the linguistic barrier that may produce stigmatiz-
ing labels that give rise to social exclusion/bullying/hate crime, (b) building
partnerships for pooling resource (e.g., public agencies), and (c) paying atten-
tion to the structural factors that may lead young people towards marginaliza-
tion (Maguire et al., 2018; Richardson et al., 2016). To support people with
disabilities, and for citizens to feel more confident about recognizing and
reporting DHCs, Maguire and colleagues (2018) analyzed other existing prac-
tices such as school assemblies as occasions to raise awareness about bullying
and DHGCs in synergy with statutory agencies (e.g., the police) and theatre
workshops. Moreover, they illustrated a school intervention program that was
developed in collaboration with teachers and educators, which included reflec-
tion sessions to understand the attitudes and behaviors of the students, and
lessons dealing with the appreciation of difference and disability and the
meaning of having a disability, with the aim of increasing the contact between
the able-bodied and disabled persons (Maguire et al., 2018).

Furthermore, other suggestions came from Clement et al. (2011), who
reported the use of HC posters in schools, which aimed not only to encourage
the reporting of targeted harassment suffered by disabled people but also to send
out messages to potential perpetrators. When the researchers asked the particip-
ants with intellectual disabilities to think about what would stop or prevent their
harassment, they suggested school and community education, along with a
change in public attitudes and more effective policing as the possible solutions
(Clement et al., 2011). Similarly, Sin et al. (2010) pointed out the crucial role of
the educational environment in challenging and preventing harassment and
violent acts against people with disabilities, through effective policies offering
support to those who report bullying or hate-related incidents (Sin et al., 2010).
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As for virtual public spaces such as social media, blogs, email channels and
other instant messaging services, few studies have reported how the new virtual
form of communication (e.g., social networking sites such as Twitter, Facebook,
etc.) may be used as a medium to implement diagnostic prevention systems to
promptly identify hate speech, threats, harassment, etc. (Alhaboby et al., 2016,
2017a; Burnap and Williams, 2016). For example, social media and victim
support websites may become an effective way to explore the experiences of the
disabled victims of cyber harassment to analyze the impact of cyber harassment
on their lives with the help of a self-administered online survey (Alhaboby et al.,
2016).

Furthermore, Burnap and Williams (2016) developed a supervised machine
classification model for multiple protected characteristics (i.e., gender, ethni-
city, disability, sexual orientation) to automatically identify instances of cyber
hate posted to online social networks such as Twitter. Additionally, they
suggest the development of a blended model that includes the knowledge of
how the aforementioned protected characteristics may intersect with each
other in cyber hate speech (Burnap & Williams, 2016). From this perspective,
Twitter is framed as a digital agora that promotes real-time interactions
between larger groups of people and, therefore, is a suitable source of data
(Burnap & Williams, 2016).

6.5 Conclusions and recommendations

It is evident from the results that the lack of understanding of the context in
which DHCs occur must be considered in future studies that aim to face viol-
ence against people with disabilities. In fact, given the dearth of knowledge on
the role played by public places in DHCs, there is a need to reframe the nature
of this phenomenon as a contextualized event that is shaped by social relations
between the abled /disabled in a specific space and time. Future research should
therefore take into account socio-spatial dynamics of DHCs, as well as the
inherent social architecture and policies that seem closer to a disablist society
than an inclusive one.

In short, concerning public places as an active factor in facilitating DHC
occurrences, we noted:

1. A neglect of the situational vulnerability risk involved disabled people living
in independent social housing sectors;

2. A critical impact of the care-giving situations (such as day centers or resi-
dential homes) where the increased dependency and the a lack of control
over users’ personal choices, may give rise to risk of abuse, decreasing the
feelings of safety;

3. The role of the school system in promoting cost effectiveness and efficiency
performance required within standardized criteria;

4. The impact of social networks in creating a situation of cyber harassment,
cyber-hate speech and social isolation of the victims.
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With regard to public places as an active factor in hindering DHC occur-
rence, the following observations were made.

1. The crucial role of the educational environment in challenging and preventing
harassment and violent acts against people with disabilities, in synergy with
statutory agencies and an active role of students (e.g., theatre workshops).

2. The value of the cooperation between local police and local stores along
main streets in the implementation of first accessible refuge zones, as sug-
gested by McClimens and Brewster (2017) in the previous section. Public
place as an active factor in limiting DHCs.

3. The possibility to use the internet and social networks as suitable sources of
data for case-analysis and for monitoring DHC policies, as well as mediums
to accommodate disabled people’s needs by online research methods and
interviews.

The reported observations shed light on the evident impact of public spaces in
setting up the conditions for a vulnerability situation involving people with dis-
abilities, along with the importance of taking into account the structural ele-
ments of those spaces in which DHCs occur.

Before considering new preventive practices, we should consider that, in order
to safeguard specific special rights, society is involved in a creating and using
process of differences and subdivisions based on the abled /disabled dichotomy as
human characteristics, ignoring the contextual conditions that can produce dis-
ability. For instance, wheelchair spaces on public transport and other so-called
“designated” disability spaces, poor housing in deprivation areas and schools that
promote cost-effectiveness and efficient performance give rise to competition and
social division between the able-bodied and the disabled. These are not spaces of
inclusion but places where implicit traces mark the differences, and this may lead
to exclusionary behaviors. It is the interaction of those using these places that
make them what they are in a socio-symbolic negotiation of meanings.

Consistent with other researchers, we consider DHC as a social fact; hence, it
is a product of the interactions between the victim and the perpetrator(s) in spe-
cific spaces and times that portrays disabled people as welfare recipients and indi-
viduals favored in the access to resources (e.g., Haegele & Hodge, 2016; Hall,
2018; Jenness, 2001; Ralph et al., 2016; Salvini & Dondoni, 2011). This is the
reason why the authors of the current study propose a shift from inherent vulner-
ability to situational vulnerability (Hall, 2018; Sin et al., 2010; Sin, 2016). This
perspective shift means not taking for granted where and when crimes and hate-
related practices occur, as well as how places impact on them, by wondering
whether attribution errors, false beliefs and stereotypes related to “vulnerability”
and “disability” may constitute implicit assumptions in those policies that concern
people with disabilities (e.g., school programs, social housing collocation process,
care-giving situations) (Chakraborti & Garland, 2012; Garland, 2012; Tudici &
Renzi, 2015; Iudici, Favaretto, & Turchi, 2018; Ralph et al., 2016; Iudici,
Antonello, & Turchi, 2019). In addition, public places could represent a strategy
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for tackling DHCs, for example by the implementation of accessible refuge zones
into urban areas. This implies a multi-agency working (Richardson et al., 2016;
Sin et al., 2010; Sin, 2016) in order to involve all the social actors (i.e., social ser-
vices, police, counsellors, therapists, disability experts, families, people with dis-
ability and the perpetrators of DHC) that inhabit specific places and constitute
them as well as their dynamics. Therefore, the main aim of this study is to
promote a new inclusive way to address DHC.

With regard to limitations, we consider our definition of public places as a
restriction since it has been assembled by a specific theoretical framework, which
has an inevitable impact on the generalizability of this study. Furthermore, we
must consider the fact that collecting data from only few databases (Scopus,
PubMed and Scholar) limits the possibility to draw upon different points of
view concerning the area of research. Finally, concerning our research strategy
(Grant & Booth, 2009), conclusions may be impacted by content bias to the
extent that significant sections of the literature may have been omitted by
previous underlying authors’ assumptions, or the validity of the statements
made might not have been questioned.

Due to the paucity of studies taking into account public places as the main
object of inquiry in DHC literature, the authors are of the view that future
research can extend this inquiry to other sources of information, as well as
engage this brand new line of research, maybe involving directly those social
actors who live in places (both physical and virtual) where DHCs occur.

Given the crucial role of the social contexts in facilitating and hindering
DHCs, we hope this explorative study may be useful for practitioners, and those
who are involved in policies of intervention, in so far as we have tried to adopt
and share a new perspective on this phenomena. The suggestions we make
concern a shift from policies focusing on single actors (perpetrators or victims of
DHC:s) to policies regarding the whole social scenario, from the engagement of
single experts for each disability to the involvement of all the actors in the con-
texts (virtual and physical), leaving labels behind, and starting a relationship
between all territorial services to promote new inclusive ways to address DHCs.
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7.1 Introduction

Worldwide, women are more likely than men to be exposed to unwanted sexual
behavior while in transit and in public transportation (PT). This is partially
because women travel by public transport more often than men do. In some
countries, women constitute the so-called “transit captives”, whereby they have
limited access to non-public forms of transportation (such as private cars) and
are therefore overly reliant on PT. The #MeToo! Movement has shown that
sexual harassment and sexual violence can happen anywhere, and in some public
environments, such as buses and trains, they may include unwanted sexual
behaviors that are often normalized by social and cultural norms. Given this,
addressing the issue of sexual harassment has become an increasing part of the
public transportation agenda (Ceccato & Loukaitou-Sideris, 2020).

This chapter reports the experiences of sexual victimization, the safety per-
ceptions of public transportation (PT), as well as a discussion of safety precau-
tions taken by young people in eastern Mexico City, Mexico. The analysis is
based on a survey of 381 university students collected in 2018 from the CU
Nezahualcoyotl campus. The CU Nezahualcoyotl campus is located to the east
of the metropolitan area of Mexico City. The metropolitan area was classified in
2012 by the United Nations as being the third most populated area of the
world (UN-Habitat, 2012). Its PT ridership encompass over 15 million daily
trips, which include over one million daily trips within the municipality of
Nezahualcoyotl (INEGI, 2017).

Poor transit safety is a major social issue in Mexico City. A survey conducted
by Reuters revealed that the transportation system of Mexico City was con-
sidered as the second most dangerous in the world (TRF, 2014) and that up to
90 percent of women riders of PT declared being victims of sexual assault, with
most being young women (CONAPRED, 2009). Given this, the focus of this
study is to analyze victimization and perceptions of safety among this age group
in the bus and Metro system.

Sexual crimes encompass various types of sexual behaviors which can vary
from sexual harassment to sexual assault, and to further complicate matters, the
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boundaries between these types of acts are blurred. In this study, we follow the
definition suggested by Ceccato and Loukaitou-Sideris (2020):

1. Nonverbal sexual violence/abuse. It includes exhibitionism, showing sexually
explicit pictures, or making sexual gestures.

2. Verbal sexual violence/abuse. It includes sexual comments, jeering or taunt-
ing, and asking questions about sexual activity.

3. Physical sexual violence/abuse. It may involve behaviors such as touching,
kissing, and rape.

The chapter is structured as follows. First, the case study is introduced. Second,
the data source is described as well as the characterization of the transportation
modes. Third, the results and discussion are presented in relation to the type of
crimes, place and mode of transportation, and types of precautions that students
take to avoid victimization. Finally, the chapter finishes with the conclusion and
policy recommendations.

7.2 Background
The nature of sexual cvimes in public transporvtation

Sexual harassment and sexual violence come in many forms, and it is a common
phenomenon in PT services worldwide. Since some PT environments are often
places of convergence, crime opportunities, and sexual violence, it is an inherent
part of the daily rhythmic flow of people passing by in these transit environ-
ments. Paradoxically, some of these sexual crimes happen in places where ano-
nymity at particular times make these crimes possible, such as an empty bus or
train station in the evening hours.

Previous research has indicated that the risk of victimization of sexual crimes
and unwanted sexual behaviors varies across different types of individuals (age,
gender, (dis)ability, LBGTQI status, IT literacy, previous victimization, fre-
quency of use of public transportation, length of trip), over time (rush hours,
oft-peak hours, days of the week, weekends, and weekdays, seasonal differences)
and by different public transportation modes and settings along the trip
(Gekoski et al. 2015, 6).

Transit environments, such as bus stops or train stations can be considered
as criminogenic places. In Mexico, for example, a survey by the National
Survey of Victimization and Perception of Public Safety (ENVIPE, 2018),
found that 43.4 percent of those interviewed indicated that they were robbed
or assaulted during the use of PT in the metropolitan area of Mexico City.
This is well above other crimes such as fraud or robbery at home. The survey
also indicated that 90.7 percent of those interviewed felt unsafe during
transit using PT. As a consequence, PT users modify mobility patterns such
as changing the transportation mode or choosing an alternate stop
(ENVIPE, 2017, 2018).
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Research has found that a majority of the victims of sexual harassment in
transit systems are young people. The vast majority are university students aged
18 to 29, an age group that is affected more than other age groups in regards to
sexual harassment and assault (Beller, Garelik, & Cooper, 1980; Tripathi,
Borrion, & Belur, 2017). In the next section, we discuss the case study, based
on a survey of 381 university students collected in 2018 from the CU
Nezahualcoyotl campus.

Safety pevceptions and bebavior rvesponses

Previous research on fear of crime has evolved to suggest the existence of a
complex relationship between individuals, lifestyles, as well as situational and
contextual factors. The environment also plays a role in defining safety per-
ceptions in transit environments (Otis, 2007; Lubitow et al., 2017). The
vulnerability for sexual crimes differs greatly between different age groups
but interacts with other factors such as gender, sexual orientation, and
disability—and therefore previous victimization affects one’s perceived
safety. Safety perceptions also follow temporal patterns, whereby travelers
often declare being more fearful when it is dark than during the day, see
Chapter 5.

Individuals who report higher levels of fear are those that are most likely to
change and adapt how they move in space. Jackson and Gouseti (2012) indi-
cates four main categories of behavioral responses to the fear of crime: avoid-
ance behavior, protective behavior, behavioral and lifestyle adjustments, and
participation in relevant collective activities. Avoidance behavior involves mini-
mizing one’s contact with certain types of people, routine activities, or places. If
young riders feel unsafe travelling by bus at certain times, they may take an
carlier bus or change the route. Protective behavior constitutes activities that are
thought to prevent crime (putting up fences) as well as wider activities of self-
protection and safety improvement (traveling in groups). Behavioral and lifestyle
adjustments involves a withdrawal from activities that are considered to be dan-
gerous, such as taking public transportation in the evenings. Finally, collective
activities include participation in groups, such as neighborhood watch programs
or activities directed at elderly well-being.

Hypotheses of study

The study will examine the following hypotheses:

1. Women are more victimized than men in PT and transit environments.

Sexual harassment varies by type and transportation modes.

3. Safety perceptions vary by type of travelers, types of trips in buses and
Metro and time of the day.

4. Travelers take precautionary measures to avoid sexual harassment in transit
environments.

N
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7.3 Case study

This study is part of an international project about the perception of university
students on security and victimization during transit in the public transporta-
tion system (Ceccato & Loukaitou-Sideris, 2020). This paper reports on the
case of Mexico City, using students at CU Nezahualcoyotl campus as the
sample. The campus is embedded in the metropolitan area of the Valley of
Mexico, in the municipality of Nezahualcoyotl belonging to the State of
Mexico and boasts a population of 1,040,000 inhabitants. The campus
belongs to the Autonomous University of the State of Mexico that houses
1,195 students. The majority of the students reside in surrounding municipal-
ities in the eastern part of Mexico City such as Nezahualcéyotl, Chimalhuacan,
Chalco Valley, and some municipalities (called alcaldins) of Mexico City, such
as Iztapalapa (INEGI 2017).

The average travel time for students to reach the Nezahualcoyotl campus is
45 minutes with a fare payment of 16 MXN (0.8 US$). A third of the students
take more than an hour to complete the trip, with half needing to transfer two
or more times to other modes of PT. Around 19 percent of students use private
modes of transport such as bicycle, motorcycle, car, or walking to arrive at the
Nezahualcoyotl campus, while 81 percent use public transportation (PT). While
students who use only one way to arrive on campus represent 36.2 percent,
those who use two modes correspond to 41.2 percent, 19 percent complete
their trip in four modes, and 3.6 percent do so with more than four modes. The
higher number of transfers results in greater travel times, whereby trips with
four or more sections of travel represents a duration of around 250 percent
more compared with trips made in a single mode (Romero, 2014).

Characterization by transportation mode

The modes of PT that the students have access to throughout the stages of
their trip include those with high standards such as the Metro and BRT (Bus
Rapid Transit) and those with poor service characteristics such as vans and
minibus. The latter presents levels of informality and disorganization and low
standards, which Cervero (2000) classifies as paratransit, offering a service
characterized by a hybrid service, man-truck and a capacity of up to 15 seats
(Vuchic, 2007). For the results presented in this document, two modes of PT
used by the students were considered: Metro and bus, which are defined as
follows.

There are 12 Metro lines that make up the network of the Collective Trans-
portation System (STC) of the urban area of Mexico City. Line A, Pantitlin—La
Paz, is the closest to the campus, it connects the municipalities east of Mexico
City with Mexico City. The characteristics of this service are high frequencies,
good service hours, and reliability. Buses are operated with a mixed vehicular
configuration: vans, minibuses, and 30-seat buses; which implies a variable
vehicle offer in time and space.
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Chavacteristics of the sample of univevsity students

Table 7.1 shows the socio-demographic characteristics of the students, trip
length and duration as well as victimization. The sample is characterized by a
young sample, 98.1 percent were younger than 29 years. On average, 10
percent of the interviewees identified themselves as LGBTQI. Seventy-two
percent of the interviewees identified as mixed race (mestizo), a population
group prevalent in Mexico according to INEGI (2019). One out of four stu-
dents takes between 15 and 30 minutes to arrive on campus, for 39.1 percent
the trips take up to one hour, and for 24.3 percent the trips take up to two
hours, which means that students must use motorized modes to carry out their
transfers.

7.4 Results

As many as 90.1 percent of women declare being sexually victimized in the
last three years while in transit, while for men victimization accounted for
65.2 percent (women: 92.1 percent in buses and 88.0 percent in Metro;
men: 65.4 percent in buses and 64.9 percent in Metro) (Table 7.1). Univer-
sity students in Mexico City show the highest sexual victimization rate on
buses and the second highest on the Metro when compared with those rates
found in 17 other samples located in cities in five continents around the
globe (for more detail see Ceccato and Loukaitou-Sideris, 2020). These
results for female students in Mexico City are similar to those found in offi-
cial statistics sources such as UN-Women (2018) which reports that 88.5
percent of female travelers are sexually harassed on public transportation in
Mexico City. Despite these similarities, it should be noted that this study is
based on a small sample of 383 university students (191 women and 188
men) travelling mostly by bus.

There is a small difference in victimization between buses and Metro for
women but not for men. As many as 92.1 percent for women and 65.4 percent
for men, declared to be victims of at least one sexual assault in buses, while in
the Metro, the proportions of victimization are 88.0 percent and 64.9 percent,
for women and men, respectively. However, it is unclear why the percentages of
victimization for men are fairly constant regardless of mode of public trans-
portation. Women who identify themselves as LGBTQI are more likely to be
victimized on the Metro than in the bus. On the other hand, non-LGBTQI
women are more likely to be victimized in the bus.

The proportion of sexual victimization increases with the duration of the trip
(30-60 minutes reaches its peak) and then decreases again for both buses and
Metro (Figure 7.1(a)). For instance, those who frequently travel by buses (5-7
trips per week) are more likely to be sexually victimized. However, we noticed
an inverse pattern among those using the Metro (Table 7.1). This might be
related to the types of environments (crowded carriages at peak times) and
differences in guardianship experienced by the travelers in the Metro compared
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Figure 7.1 (a) Sexual victimization by duration of the trip and (b) frequency of use of PT.

with those found in buses and bus stops (Figure 7.1(b)), but also the fact that
this sample comprises travelers using mostly buses (a larger sample of students
using Metro would be necessary to confirm differences in victimization by trans-
portation mode).

Types of sexual havassment by location and gender

Figure 7.2 illustrates the types of sexual victimization that students have experi-
enced in the last three years. Verbal harassment is more frequent in buses, while
non-verbal sexual harassments are more common in the Metro, with women
representing most of the victims. The most common verbal sexual harassments
for women are whistling, unwanted sexual teasing, and sexual remarks, while for



Youth safety in public transportation 153

35 1 = Non-verbal
30 - Verbal
Physical
25 -
20 -
ES
15 -
10 -
5 7 I I
O 4
F F F ‘ M
Waltlng On board Access Wa|t|ng On board
Bus Metro

Figure 7.2 Types of sexual harassments in transit and by transportation mode. Access
means on the way to/from bus stops and or Metro station.

men, the most common is to be asked to have sex with a stranger. These events
often happen on the way to PT. The physical sexual crimes are the least experi-
enced by the students, and are carried out with greater frequency on board the
vehicle, in both bus and Metro. Victimization rates follow the types of transit
environments in PT, they increase as the system becomes more crowded: on the
way to the bus or train, platforms and stops, and finally on board the vehicle.

Table 7.2 shows other types of sexual victimization along the trip. Com-
ments and whistles are the sexual assaults more commonly found (63.2 and
60.5 percent respectively) against women while waiting for the bus, followed by
gestures and sending kisses. Against men it is more common whistling and
stalking (with 22.3 percent and 17 percent, respectively). While on board the
bus, gestures (63.3 percent) towards women and obscene language (31.4 percent)
towards men are the most frequent types of offences. Physical sexual violence is
the most common type of victimization declared by the students in both modes
of PT. Asking to have sex is the most type of victimization by women (57.1
percent) and men (42.9 percent) on the way to the bus; sending kisses to
women (34 percent) and harassment (17.6 percent) towards men are the most
common types of offence while waiting, and gestures towards them and
obscene language towards them persist while they remain inside the bus.
During the use of the Metro, the victimization is maintained throughout the
three stages, possibly explained by the homogeneity in the facilities of this trans-
portation mode; while in the bus the differentiation persists, the conditions of
the stops and interior of the bus are different. These findings suggest that the
offenders may plan their actions towards their victims according to the trans-
portation mode and the environments they involve.
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Safety perceptions—day and night

Only 1 percent of women and 7 percent of men declare feeling “always” or
“often” safe after dark on the bus in Mexico City. Similarly, at the bus stop or
walking to/from bus stop, only 2 percent of female students and 4 percent of male
students declare feeling “always” or “often” safe after dark—these percentages are
the lowest safest levels declared by students taking part in the global study compar-
ing 18 city-samples around the world (Ceccato and Loukaitou-Sideris, 2020).
Figure 7.3 shows safety perceptions declared by university students by
gender in Mexico City when using bus and Metro, by settings and by day and
night. Men and women declare feeling less safe during evening/night
hours than during the day. For buses, 36 percent of the students indicated that
they sometimes felt safe waiting and on board the bus during the day. As many
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Figure 7.3 Perceived safety by gender, transportation mode, settings and time of day.
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as 47.6 percent of them indicated sporadic levels (rarely and never) of safety at
the stop; those proportions decrease to 42.1 percent and 32.3 percent when
students are on board the bus. Note that while for the frequency levels of
safety always and often changes for men from 26.2 percent (waiting for the
bus) to 28 percent (on board), for women the proportion decreases from 16.4
percent (waiting for the bus) to 12.2 percent (on board), indicating an
increased risk for certain types of physical sexual harassment on board, such as
groping.

Similarly, during the evening/night, the frequency of feeling less safe
increases as they move from waiting at the bus stop to on board (waiting: 29
percent at night, while on board the bus the proportion is 37.3 percent). This
indicates that, on board buses, women are more often victimized (in quantity or
intensity) than when they are at the bus stop. Additionally, they might be at
higher risk of other types of crimes such as thefts, pickpocketing on board
buses. During the day, men declared feeling slightly safer on board the bus
compared with waiting for the bus. In regard to overnight trips, they also feel
less safe than during the day, whereby the perception of safety decreased by
28.1 percent on board the bus during the night compared with the day. Men
feel less safe during the night and this insecurity is most likely explained by an
increased risk of overall crimes, such as robbery or assaults, and to a lesser
extent explained by sexual assaults.

Figure 7.3 shows higher levels of safety declared by the university students
when using the Metro by day than those using the Metro by evening/night.
According to the stage of the trip during the day, the safety experienced by
women is reduced by 14 percent on board the Metro in relation to waiting for
it, this is contrary to the increase of 2.7 percent that has been identified for
men. What can be deduced from this is that certain types of sexual assaults
intensify against women aboard the Metro car. For trips taken during evening/
nights, safety decreases from waiting to onboard by 19.7 percent for women
and 11.5 percent for men.

Precautions

In Mexico City, travelling during the day, being accompanied by other people,
and avoiding wearing jewelry, are common measures taken by students using
the bus and Metro (Table 7.3). These precautions reflect lower levels of safety
perceptions on the Metro and/or on the way to the Metro stations during the
night (Figure 7.3). A small percentage (4.5 percent) of respondents even felt
the need to also carry some type of weapon. While avoiding certain Metro sta-
tions or lines was a precaution taken by a higher percentage of students than
avoiding certain bus lines, this is possibly explained by the fact that many stu-
dents are captive bus commuters, with the bus being their only option to reach
the campus. Avoiding carrying a wallet was more frequent for Metro riders, pos-
sibly because of crowding, not only on board, but also at the platforms and cor-
ridors during rush hour.
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Table 7.3 Mexico City student precautions while travelling on public transit (%)

Precautions Bus Metro
Travel in the day 11.7 11.5
Always with someone 10.9 15.1
Avoid certain station or lines 7.9 234
Wearing certain clothes 9.8 12.9
Do not wear jewelry 16.2 16.4
Avoid carrying wallet 8.9 14.5
Carry a weapon 4.5 5.1
Wait for public transportation only in well-lit places 15.2 -
Wait for public transportation with other users 14.9 .
Other - 1.2

Source: Authors.

7.5 Discussion of results

Women are victims of sexual assaults in greater proportion than men, confirm-
ing our first hypothesis. The risk of men being sexually harassed seems to be
independent on the mode of transportation while, for women, the risk decreases
when using the Metro compared with the bus. As suggested by the second
hypothesis, victimization varies by type of sexual harassment (the most common
is verbal sexual harassment) in both bus and Metro but may vary along the trip.
Students were victimized by verbal and non-verbal types of harassment during
their trip to the transit stop or when waiting for the transit vehicle. Some stu-
dents also suffered physical harassment, while on board the transit vehicle.

In terms of our third hypothesis, we found that safety perceptions vary by
type of travelers (women declare feeling more fearful than men) and types of
trips in buses and Metro and on the way to the transport nodes (bus stops and
Metro stations). Considering the transportation mode, the perception of safety
is rated much higher when the user is onboard the Metro car in comparison
with waiting on the platform. Safety perception decreases when trips are made
in the evening/night in comparison with daytime.

Our fourth hypothesis was also confirmed: we found travelers take precaution-
ary measures to avoid sexual harassment in transit environments. Signals of what
one may call ‘dysfunctional fear’ can be clearly witnessed when one starts avoiding
certain places (in this case, certain stations or lines) or certain times (for example,
traveling alone during the evening). The findings show indications of behavioral
adaptation as suggested by Jackson and Gouseti (2012), such as thinking about
what clothes to wear, not choosing to carry a wallet, or not wearing jewelry.

7.6 Conclusions and recommendations

This chapter reports experiences of sexual victimization and perception of safety
in public transportation (PT) by young people in eastern Mexico City, Mexico,



158  Javier Romero-Torres and Vania Ceccato

using the answers of a survey carried out on 381 university students. Findings
show that women are more victimized than men in PT and transit environ-
ments. The proportion of victimization in Mexico City is the highest among
college students, compared with a survey of 17 cities across five continents
carried out by Ceccato and Loukaitou-Sideris (2020). Such high victimization
also varies by type of sexual harassment, transportation mode, length of trip,
frequency of use of PT and transit settings (on board, waiting for the bus, on
the way to Metro/bus stops). Students declared being more fearful during
evening and nights than during the day, which leads them to take precautionary
measures against potential victimization, such as avoiding travel during the
evening, avoiding certain routes, making use of well-lit stops/stations, travelling
with others, or even carrying a weapon. The above raises the issues of poor
safety conditions as an impediment to the students’ quality of life and, in
general, the external costs of crime on mobility and on PT systems. Although
the generalizability of this study is limited by the small sample size (respond-
ents, especially among Metro users and area of study), it could serve as the basis
for future large-scale surveys on transit environments in Mexico and elsewhere.

Safety perceptions and levels of victimization, in general, depend on the
transportation mode and the time of travel (day or night), therefore public pol-
icies aimed at reducing sexual harassment and improving safety for travelers
should consider these situational aspects when tackling sexual harassment in PT
environments. Public policies aimed at reducing sexual transit crimes should
consider different transportation modes at different stages of the trips. Knowing
in more detail where and when most sexual harassment occurs is fundamental for
future research, and also creates a set of realistic safety strategies to improve
transit environments of young travelers in Mexico City.

Maintenance of the transportation infrastructure to increase the perception of
user safety is also necessary. This can be achieved by improving lighting conditions
in stations, stops, or modal exchange areas, and along pedestrian routes or estab-
lishments where there is a constant flow of people. It would be desirable to have
security guards/police surveillance in and around the transportation systems, espe-
cially at stops, stations for bus routes, and on board wagons for the Metro system.
From the above, constant monitoring should be carried out to assess the impact of
these implementations on users’ safety to redefine the strategies and modify them
in order to provide feedback for mitigation measures. It is fundamental to consider
users’ perspectives when tackling safe conditions in PT environments, in particular
the needs of women who are mostly likely to be targets of sexual harassment and
have their life opportunities reduced by impaired mobility when using PT.
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8 Transit safety among college
students in Tokyo-Kanagawa,

Japan
Victimization, safety perceptions
and preventive measures

Seiji Shibatn

8.1 Introduction

Japan has a highly developed and extensive railway system. The railways are an
essential daily means of transportation within the country. However, the
increase in the number of criminal offences on railways during the early 2000s
resulted in heightened public concern over passenger safety and the security of
the railway system. The number of violent offences and nuisance crimes remains
high even though the total instances of criminal offences have decreased rapidly
in the country since the turn of the century (Nomura, 2017).

This study investigates the nature of women’s transit safety in Tokyo-
Kanagawa by examining women’s safety perceptions and victimization while in
transit and exploring the relationship between women’s experiences of victimi-
zation and their perceptions of crime preventive measures available in transit
environments; in particular, surveillance cameras and women-only carriages.

College students were selected for the investigation as the Tokyo Metropolitan
Police Department (2018) reported evidence that young women (in their teens
and 20s) are most vulnerable to groping, a form of sexual harassment. This age
group also relies heavily on railway services as a daily mode of commuting.

This chapter’s study is novel as it is based on a recently available dataset collected
in Tokyo as a study case, and which forms part of a global investigation conducted
in conjunction with other cities by researchers from six continents: Africa, Asia,
Australia/Oceania, Europe, North America and South America (Ceccato and
Loukaitou-Sideris 2019). Although the results of the surveys in other countries are
not reported in this chapter, our results contribute to understanding the current
overall situation of transport safety for women by highlighting some of the trends in
victimization and safety perceptions in Tokyo that are also found elsewhere.

8.2 Background of Tokyo’s transportation

In large metropolitan areas such as Tokyo and Kanagawa, railway and subway
lines serve as essential means for commuting in Japan. According to a report by
East Japan Marketing and Communications, Inc. (2016), the cumulative number
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of weekly passengers in the Greater Tokyo Area, which includes Tokyo,
Kanagawa, and other prefectures surrounding Tokyo, totals over 93 million,
such that the daily number of 13 million passengers amounts to approximately
one-third of the residential population in this area (38 million). A road traffic
census conducted in 2010 demonstrated that railways, including subways, com-
prised 44.5 percent of Tokyo’s commuting modes, compared with 2.5 percent
by buses, and 9.4 percent by personal car (Statistics Bureau, Ministry of Internal
Affairs and Communications, 2010).

In Tokyo Metropolis (population 13.7 million) alone, more than ten railway
companies operate trains and subways. The number of lines operating in Tokyo
exceeds 50, and along with the additional lines in the surrounding densely
populated prefectures such as Kanagawa (population nine million), a total of
nearly 100 lines are currently operating in Tokyo and Kanagawa. Unlike other
countries, many of the railway and subway lines in Tokyo-Kanagawa are inter-
connected and share the same tracks. In addition, railway companies operate
through a wide network of operatives, railways and subways, thus forming a
sizeable and complex railway network. For this reason, hereafter in this chapter,
we refer to both the railway and the subway as “the railway”.

Although Tokyo’s railway services are highly efficient and famed for their
punctuality, they are also notorious for extreme rush-hour traffic. During
morning rush hours, the congestion rate exceeds 180 percent, which is set as
the upper limit for peak travel hours, and the rate approaches 200 percent on
some commuter lines. According to the guidelines of the Japan Ministry of
Land, Infrastructure and Transport, a congestion rate of 100 percent is one in
which all passengers can have a seat, or hold on the straps or handrails, and pas-
sengers come into direct physical contact at a congestion rate of 180 percent,
and such contact becomes oppressive at a congestion rate of 200 percent.

The problem of groping on public transport

In this context, a significant problem associated with railway travel in Japan,
especially in Tokyo, is chikan, that is, groping or molestation. According to a
survey by Japan’s Gender Equality Bureau Cabinet Office (2000), 48.7 percent
of women aged over 20 years reported at least one experience of being groped.
The Tokyo Metropolitan Police reported that 51.3 percent of indecent acts,
including groping, occurred on trains and an additional 20 percent took place
in station buildings, such that over 70 percent of such incidents occurred in the
context of railway use (cf. 0.8 percent in buses, Tokyo Metropolitan Police
Department, 2018).

Most of the victims of groping are women, particularly younger women.
According to the Tokyo Metropolitan Police, 42.6 percent of the victims of
groping were in their 20s, whereas 28.3 percent were between the ages of 10
and 20 and 11.3 percent were in their 30s (Tokyo Metropolitan Police Depart-
ment, 2018). A survey of college students revealed that 37 percent of female
students (and 6 percent of male students) reported they had experienced
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groping while riding on a train (Otaka, 2017). An earlier survey that targeted
women aged 18 to 29 showed that 33.7 percent of them had experienced
groping in the last three years (Suzuki, 2000).

In Japan, groping is primarily categorized as a type of “public nuisance
crime” and is controlled by the anti-nuisance ordinance, with some severe cases
prosecuted as indecent assault. According to a white paper on crime published
in 2015, the number of reported groping incidents (including in places other
than trains) in 2006 was 4,601 throughout the country (National Police
Agency, 2015).

The fact that groping is primarily controlled by the anti-nuisance ordinance
rather than criminal law suggests that groping is legally considered a “minor”
offence compared with other forms of sexual assault, such as rape. However, as
Omata (2002, 2012) indicated, groping is the most common indignity endured
by young women in Japan during their everyday lives, and experiences of being
victimized by sexual groping have been found to be the most influential factors
on their criminal risk perception and fear of crime. Research suggests women in
other countries also suffer from forms of sexual harassment during transit
(Ceccato, 2017; Dunckel-Graglia, 2013; Gekoski, Gray, Adler, & Horvath,
2017; Madan & Nalla, 2016; Neupane & Chesney-Lind, 2014). However, as
Loukaitou-Sideris and Fink (2009) indicated, the issue of women’s safety on
transit has received considerably less attention compared with the problem of
women’s fear of crime in other public spaces.

Women-only cars as a countermeasure against groping

In 2000, Keio Electric Railway, one of the railway companies operating in
Tokyo, introduced women-only cars on a trial basis on late-night services, in
response to complaints of groping on trains, before introducing them as a
regular service the following year. In 2001, East Japan Railway (JR East), the
largest railway company in Tokyo and adjacent areas, also began operating
women-only cars on the Saikyo line, which was known for having the highest
reported number of groping-related incidents. Other railway companies fol-
lowed the lead and, in 2005, many of the railway companies in the Greater
Tokyo Area began offering women-only car services on the commuter lines
(Doi, 2005). Currently, most commuter lines in Tokyo have women-only car
services, which typically operate during morning rush hours.

According to Whitzman (2013) and Lee (2017), several other countries have
women-only train cars. The countries noted in their articles were Brazil,
Mexico, Egypt, Iran, India, Pakistan, Indonesia, Malaysia, and South Korea.
According to Whitzman (2013), 50 percent of the women in Bangladesh
desired this type of service while only 2 percent of women in India deemed it to
be a viable option. Dunckel-Graglia (2013) showed that over 50 percent of
female respondents in Mexico City reported they always use women-only cars.
Thus, the endorsement of women-only train cars differs from country to
country. The results of a survey by Statistics Bureau, Ministry of Internal Affairs
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and Communications (2002) revealed the women-only car service is welcomed
on the whole in Japan: 77 percent women and 66 percent men were in favor of
the concept.

However, the effectiveness of the introduction of women-only cars on com-
muter lines as a countermeasure against groping has not been well-studied in
Japan. According to the National Police Agency’s (2015) white paper on crime,
the total number of reported groping incidents decreased from 4,601 in 2006
to 3,722 in 2014; however, the number of such incidents occurring before
2006 was not included in their report; therefore, it remains unclear whether
there was any significant change after the full-scale introduction of women-only
cars. Additionally, our ability to identify the actual change in groping prevalence
is limited because no railway operators currently disclose groping report rates to
the public.

Several incidents have occurred in recent years in which groping suspects
have fled on the tracks, causing immense delays or cancellations. Such delays or
cancellations result in serious problems during rush hours because there are no
alternative modes of transportation that can carry as many passengers as the rail-
ways. Groping is thus becoming a big problem for railway operations.

CCTV cameras as a secuvity measurves on
trains and platforms

Railway companies in Tokyo installed surveillance cameras on station platforms
and station buildings after the sarin gas attack on a Tokyo subway in 1995.
However, surveillance cameras were not introduced on train cars until recently
because of privacy concerns. As the number of criminal offences committed in
trains increased in the early 2000s (Nomura, 2017), several railway companies
began introducing surveillance cameras in train cars as a security measure over
the last few years with the hope of deterring violence and groping.

Additionally, the 2020 Tokyo Olympic Games have driven the movement to
place surveillance cameras on train cars, as world events such as the Olympic
Games can become targets for terrorist attacks. JR East announced its plan to
install surveillance cameras on all passenger cars on the Yamanote Line by the
proposed start of the 2020 Olympic Games (Kyodo News, 2018). This central
Tokyo loop route carries the largest number of passengers.

The Ministry of Internal Affairs and Communications Statistics Bureau
survey of 2002 reported that 52.4 percent of men and 57.1 percent of women
favored the installation of survey cameras on train cars as a measure for the pre-
vention of groping and violence. However, a number of the respondents (26.9
percent of men and 22.0 percent of women) expressed dissatisfaction, asserting
that it was unpleasant to be monitored by cameras and that such surveillance
was ineffective because acts of groping could not be captured by the cameras
because of the over-crowdedness of the trains.

Research on the railways in Japan is centered primarily on engineering
aspects, such as the safety of facilities and systems. Although several surveys have
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been conducted on such matters, limited scientific rescarch has examined citi-
zen’s attitudes toward women-only cars or surveillance cameras on trains. The
Statistics Bureau of the Ministry of Internal Affairs and Communications (2002)
conducted a survey in March 2002 on women-only cars and surveillance
cameras in the Tokyo area as part of a larger study of women’s perspectives on
transport services. However, this study is not only dated but was done before
women-only cars had been fully operational on Tokyo area commuter lines.
Over 15 years have passed since women-only cars were introduced full-scale
into the commuter lines and surveillance cameras were rapidly installed in and
around Tokyo, necessitating the current investigation.

8.3 Data and methods

Participants were recruited for the survey from panel members of a web survey
company and comprised 400 college students (196 men, 196 women, and eight
other) living in Tokyo/Kanagawa (age range 18 to 29). The web company col-
lected an extensive database of panel members through various online services,
such as e-commerce sites by offering respondents loyalty program points for
survey participation. Potential respondents for the survey were randomly
extracted from the targeted student pool and the people identified were subse-
quently asked to participate in the survey. The questionnaire was administered
by the survey company via a web system until the quota (total 400, and male-
to-female ratio 1:1) was met.

The data collected from those who identified their gender as other than male
or female were excluded from the analysis because their numbers were too
small. Data from two other participants (one male and one female) were also
excluded from the dataset because they answered that they never use the railway
for commuting. The total sample size of our dataset was 390 (male=195,
female =195) with most (N=381, 97.69 percent) being Japanese and nine rep-
resenting other nationalities (four East Asian, two Asian, and three mixed).
Over three-quarters of the participants reported using the railway almost daily,
and their commuting times ranged from 30 to 120 minutes. No gender differ-
ences were observed in the frequency of railway use and the commuting time
(Table 8.1).

The questionnaire used in the survey was based on the aforementioned inter-
national research project on women’s transit safety and administered in
Japanese. The questionnaire included the following main topics: (1) the frequency
of railway use and the length of commuting time; (2) safety and security percep-
tions of the railway; (3) experiences of harassment using railways and reporting of
those experiences; and (4) effectiveness of security and safety measures.

To measure the frequency of railway use, participants were asked how often
they used the railway in a typical week, with potential answers ranging from
“never” to “every day”. As mentioned above, data from those who answered
“never” to this question were excluded from the dataset. Additionally, particip-
ants provided their typical door-to-door travel times on an average weekday.
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Table 8.1 Summary of the participants’ frequency of railway use and commuting time

Frequency of railway use

Everyday 5-6 days  3—4 days 1-2 days Less than once
Women 70 75 26 20 4
Men 62 81 29 19 4

Commuting time

More than 2 hrs. 1-2hrs. 30 min.—1 hr. 15-30 min. Less than 15 min.

Women 11 84 78 12 10
Men 11 91 61 16 16
Note

N=195 for both men and women.

The questions on safety and security perceptions comprised four items on
how often participants felt safe when they rode the train and were waiting on
the station platform during the daytime and night-time, respectively. Responses
were coded on a scale ranging from 1 (Always) to 5 (Never) and 6 for those
who did not use it. The participants were also asked several multiple choice
questions for which they could select all applicable answers. These included
what the respondents considered to be significant problems on trains and plat-
forms (e.g., darkness /poor lighting, litter or drunk people), and what prevented
them from using the railway more frequently (e.g., cost, fear of a crash).

To measure their experiences with harassment, participants were queried on
whether they had experienced harassment or criminal acts on the trains, plat-
forms, and/or on their way to/from the station in the past three years. Also,
participants were asked whether they had reported that experience to someone,
and if they answered “yes”, they were asked to whom they reported it (e.g.,
police, railway companies, their parents). For those who answered “no”, they
were asked to provide the reason for not reporting.

To determine their perceptions of the effectiveness of security and safety
measures, participants were asked to choose the three most effective methods
they believed would make railway travel safer from among a list of choices
(Table 8.2).

The survey was conducted online in Japan from 6-13 June 2018, and was
hosted by a commercial survey company (http://cross-m.co.jp). All the parti-
cipants answered the questionnaire via a web system and received loyalty
program points from the survey company as an incentive for completing the
questionnaire. The entire survey, including questionnaires on other modes of
transport, took approximately 25 minutes to complete.

In the analysis, effect sizes for proportion (Cohen’s /) and association coeffi-
cients (@) were calculated to evaluate the size of the differences. Cohen’s 4 is a
measure of the difference between two probabilities or proportions. It helps to
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determine whether the difference is not too small to be meaningful. The rule of
thumb criteria set out by Cohen (1988) says the effect size is small when 4 equals
0.2, medium when it is equivalent to 0.5, and large when it amounts to 0.8.

8.4 Results
Victimization of sexual havassment and transit cvime

Most of the participants indicated they had never experienced any type of
harassment or crime listed in the questionnaire (for women, it varied from 65
percent to 84 percent depending on the settings and, for men, approximately
90 percent in all three settings, namely on trains, on platforms, and to/from the
station). However, gender differences in harassment experience were evident.
The total number of people who reported having experienced any of these
forms of harassment included 28 men and 125 women; therefore, more than
four times as many women as men experienced harassment. The most signi-
ficant difference between men and women was observed in the rates of groping
on the train (2.6 percent of men vs. 24.1 percent of women), such that the
effect size of the gender difference was 4#=0.70. Additionally, there were
medium-size gender differences in the rates of stalking on the way to/from the
station (1.0 percent of men vs. 10.8 percent of women, 4=0.47).

The number women who reported they had experienced at least one form of
harassment was 68 (34.9 percent), and the number of women who reported
they had been exposed to groping was 47, which comprised nearly 70 percent
of the women who had experienced harassment on a train. This number is also
more than twice that of women who reported being stalked on the way to/
from the station, which was the second most experienced harassment among
the female participants (4#=0.36). These results indicate that groping on the
train car is by far the most common problem for women using railway
transport.

Among the women who had reported they had been groped, 26 (55.3
percent) answered that they had not reported the incident to anyone. The
most frequent reason for not reporting was “to avoid more trouble”
(15/26=57.7 percent) followed by “I was embarrassed” (12/26=46.2
percent). Additionally, women who answered they had reported their experi-
ence to someone reported mostly to a friend of theirs (15,/19=79.0 percent),
and only four women answered they had reported it to the police or the train
conductor/operator (two to the police and another two to the train conductor/
operator). Thus, the number of women who had reported it to officials was
four out of a total of 47 persons (8.5 percent) who had been exposed to
groping on trains.

Table 8.2 shows the actual experiences and perceptions of groping on trains
among female participants. Pearson’s chi-squared test with Yates’ correction
showed there were significant differences in the perception of sexual harassment
on trains between those who had experienced groping on the train and those
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Table 8.2 Cross-tables between the experiences and perceptions of groping on trains
among female participants

Experience of Significant problem Preventing more use
groping

Yes No Total Yes No Total
Yes 20 27 47 19 28 47
No 27 121 148 20 128 148
Total 47 148 195 39 156 195

who had not (¥*(1)=10.23, p=0.001, ¢=0.23). Differences were also signi-
ficant among responses of whether groping prevented more frequent use of
railway (y?(1)=14.51, p<0.001, ¢ =0.27). These results indicate those who had
experienced groping consider sexual harassment on trains to be more significant
and that it prevented them from using the railway more often than those who
had not experienced this form of harassment.

Safety pevceptions

Figure 8.1 depicts participants’ safety perceptions concerning their railway use
during the daytime and night-time. According to the effect sizes, there was a
small gender difference in the rate of participants who answered “always” to the
question measuring perceptions of safety of the train during the daytime (24.1
percent in men and 14.9 percent in women, 4#=0.23). There were also small
gender differences in the rates of participants who answered “always” and
“rarely” to the question concerning the perceived safety of trains during the
night-time (15.9 percent of men vs. 7.7 percent of women, #=0.26; 8.2
percent of men and 15.4 percent of women, 4=0.23, respectively).

There were small gender differences in perceptions of safety on railway platforms
during the daytime and night-time. The effect sizes of gender on the rates of
answers “always” and “rarely” were 0.25 (24.1 percent of men and 14.4 percent of
women) and 0.24 (5.6 percent of men and 12.3 percent of women), respectively
for the question concerning the perceptions of safety on platforms during the day,
and 0.41 for the rate of “always” responses to the question about night-time safety
(10.8 percent of men and 17.4 percent of women). These results indicate women
generally feel less safe than men when using railways, particularly at night.

The most frequent problem identified on the railways by nearly 30 percent to 40
percent of all respondents was drunk passengers on both the trains and the plat-
forms. There were medium-sized differences in perceptions of problems by gender
and settings (on the train, on the platform, or to/from the station) in the numbers
of people who identified sexual harassment as a significant problem. The number of
women who reported this issue as a problem on the train was 47 (24.1 percent),
and it was over three times that of men for the same question (for women on the
question about harassment on platforms, #=0.48 for both differences).
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Figure 8.1 Results of participants’ safety perceptions (%) concerning their railway usage
during daytime and night-time. The numbers on the low proportion groups
(“never” and “do not use”) are omitted.

The above-described safety conditions are confirmed by the results of the
questions on factors that prevent the participants from using the railway more
often (note the top four of the 16 items were the same among both men and
women). The most common factor was the overcrowded service, followed by
the cost, nuisance concerns, and multiple transfers, respectively. The Spearman’s
rank order correlation between male and female was p=0.72; thus, the overall
rankings were similar for both genders. However, there was a notable difference
of medium-to-large effect size in the responses concerning sexual harassment
(h=0.64): the number of women who indicated this issue as a preventive factor
was nearly ten times greater than that of men.

Measures to improve safety

Table 8.3 presents the number of participants who identified each of the listed
measures that are expected to improve transit safety. The most effective measure
was surveillance cameras in train cars or on railway platforms, as over 50 percent
of the men and women believe surveillance cameras would improve the safety of
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Table 8.3 Respondents who identified measures that would make railway travel safer

Measures Total % Men % Women % h

Survey cameras inside 247 63.3 134 687 113 579 0.22
train cars

Survey cameras at platforms 238 61.0 128 65.6 110 564 0.19

Police patrolling platforms 194 49.7 99 50.8 95 48.7 0.04

More police officers 101 259 52 267 49 25.1 0.04
patrolling train cars

More lighting at platforms 97 249 56 287 41 21.0 0.18

Direct police line in each 84 215 34 174 50 25,6 0.20
train car

Women-only cars 83 21.3 16 8.2 67 344 0.67

Direct police line at 72 18.5 34 174 38 19.5 0.05
platform

Digital timetable at 41 10.5 23 118 18 9.2 0.08
platforms

Note

7n=195 in both men and women.
Cohen’s i is for the difference of the proportion between men and women.

railway travel. The Cohen’s /4 for proportions demonstrated there was a medium-
to-large effect size difference between men and women concerning the effective-
ness of women-only cars (4=0.67), and the rate of women who claimed this
measure would be effective in improving safety was higher than that of men.

The frequencies of female participants who agreed with the statement that
surveillance cameras in train cars and/or women-only cars would improve the
safety of railway travel were computed according to their encounters with
groping on train cars. In this manner, the existence of differences in the
women’s perceptions of these security and safety measures were ascertained
regarding their experiences of being groped on trains. Table 8.4 shows the

Table 8.4 Cross-tables between the experiences of groping and the perceptions of survey
cameras and women-only cars among female participants

Identified as effective
Measures Groping Yes No Total
Survey cameras Yes 30 17 47
63.8% 36.2%
No 83 65 148
56.1% 43.9%
Women-only cars Yes 16 31 47
34.0% 66.0%
No 51 97 148

34.5% 65.5%
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resulting cross-tables in which the experience of being groped is mapped as the
row and the perception of effectiveness is displayed as the column.

Table 8.4 indicates that previous groping victimization does not affect the
perception of surveillance cameras and women-only cars. A slightly higher per-
centage of women who had experienced groping answered that having surveil-
lance cameras would improve safety compared with those who had not faced
this threat. However, the Pearson’s chi-squared test revealed the difference was
not statistically significant (y?(1)=0.59, p=0.443, ¢=0.05).

8.5 Discussion of the results

In this study, we investigated transit safety among college students in Tokyo-
Kanagawa. The results demonstrated that fewer than half of women “always” or
“often” felt safe for both trains and platforms during night-time, though most
women reported feeling safe on trains and on platforms during the day. These
results suggest that women feel much less safe during night-time.

Experiences of groping

The results concerning the experience of exposure to some form of harassment
or crime demonstrated that 24.1 percent of female students had been exposed
to groping while riding a train and this rate was by far the highest among crime
experiences. The percentage of women who claimed they had experienced
groping was lower than previously reported in other studies. For example, the
Gender Equality Bureau Cabinet Office (2000) and the Tokyo Metropolitan
Police Department (2018) reported that approximately 50 percent of women in
their 20s claimed to have experienced groping at least once. The percentage
obtained in this study was slightly less than half of those identified in these
results. However, the responses in those reports represented participants’ life-
time experience, whereas, in this study, the question regarded their experiences
in the last three years only, which may account for these differences.

Although the victimization of groping occurred over ten times more on train
cars than on the station platform or during their walk to/from the station, the
perception of safety among female students did not differ much between these
environments. According to the report from the Tokyo Metropolitan Police
Department (2018), most arrests for nuisance crime occur during the morning
and evening rush hours, and the number of arrests during the morning rush
hours was larger than the arrests made during the evening rush hours.
However, there was little difference in perceptions of train and station platform
safety during the day versus at night, although the settings were perceived to be
less safe at night than during the day.

Of note is that these results do not mean women do not view groping as a
problem affecting their use of railway services. In response to the question
asking about the factors that deter more frequent use of railway transport, 20
percent of women identified the fear of sexual harassment on the train among
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the primary factors. This percentage was nearly 10 times that for men. Also, it
was the sixth-largest rate in female participants among the 16 listed items.
Additionally, 24.1 percent of women considered sexual harassment to be a
significant problem impacting railway use, which was the second most com-
monly identified item.

Additionally, over 90 percent of those who had been exposed to groping on
a train did not report it to the officials, and over the half of those being groped
reported it to no one. The main reason for not reporting was to avoid further
trouble or that they were embarrassed, meaning the exposure to groping could
have an impact on their safety perception on railway travel. Nonetheless,
although the rates of those who took sexual harassment on trains more seriously
were higher among those who had experienced groping, nearly 60 percent of
those who had experienced groping did not consider groping on trains to be a
significant problem that prevented them from using the railway often.

It is unclear the reason why this high rate of groping on the train had no
significant effect on women’s safety perception. However, a possible explanation
is that there is no way of commuting other than using the railway; therefore, the
impact of the experience could be underestimated as a means of reducing cogni-
tive dissonance between the fact that groping occurs and that they use the
railway almost daily. Similar patterns where victims tended to underestimate the
impact of their own experience was also reported in rape victims. In Iwasaki
(2000), none of the rape victims in her study reported the rape to the police
and most of the victims explained the reason they did not report as “it was not
that serious”. As for this result, Iwasaki (2000) pointed out the possibility that
the victims tried to protect themselves psychologically by underestimating its
seriousness.

Pevceptions of women-only cars to tackle groping

Over one-third of female students who responded to our survey claimed
women-only cars would make railway travel safer. However, the prevalence
of women in favor of women-only cars as safety measures was much smaller
compared with that of people who considered surveillance cameras on trains
and on platforms to be an effective anti-crime measure, which was 56
percent and 58 percent, respectively. Given that women-only cars have
already been in operation over the past 15 years and yet surveillance cameras
were considered effective by a higher proportion, it might be that women-
only cars are perceived to be less effective than claimed by railway companies
and the police.

This assumption was also suggested by the study finding that encounters
with groping on train cars did not increase the perception of female students
that women-only cars were effective. Also, the number of women students who
identified women-only cars as an effective means of improving railway travel
safety was smaller even among those who had experienced groping than the
number of women who found survey cameras in train cars helpful.
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Pevceptions of surveillance cameras

Most respondents of the survey considered surveillance cameras in train cars and
on platforms to be effective safety and security instruments. Both men (nearly
70 percent) and women (nearly 60 percent) identified the cameras as a solution
to the problem of crime committed in railway precincts. Approximately the
same percentage of women (57.1 percent) and a lesser ratio of men
(52.4 percent) responded that survey cameras should be installed on train cars
to prevent or to reduce groping and violence on train cars in the survey
conducted by the Statistics Bureau, Ministry of Internal Affairs and Communi-
cations (2002). The results of the present investigation suggest that over the
last decade, railway passengers have gradually and increasingly accepted the
institution of surveillance cameras inside train cars as viable security instruments.

Surveillance cameras, unlike women-only cars, have been proven to be
effective in deterring groping. For example, it is said that the number of
groping cases decreased by 60 percent when the Saikyo Line installed surveil-
lance cameras on their train cars (Liu, 2011). In addition, four men who were
suspected in 2017 of molesting a woman en masse on the Saikyo Line were
identified through a surveillance camera recording and were arrested (Sankei
Shimbun, 2017).

For men, the false accusation of groping has become a concern in their
railway travel, and Okabe (2004) reported that approximately half of men took
some measures, such as holding their strap handles with both hands, to avoid
being wrongly accused of groping. These circumstances could explain the higher
percentages of approval for surveillance cameras among men than women.

Significant problems other than sexual harassment

Overcrowding is another difficulty of railway travel and it is, perhaps, the most
fundamental problem of the train services. It was, in fact, the factor most
selected as a phenomenon that prevented both men and women from using the
railway more frequently. According to a report by the Tokyo Metropolitan
Police Department (2018), nearly 30 percent of groping cases occurred during
the morning rush hours and another 20 percent during the evening rush hours.
Hence, around half the molestation on train cars happens during the crowded
morning and evening rush-hours. There is no doubt that congestion is one of
the main environmental factors of groping.

8.6 Conclusions, limitations and policy
implications

This study examined the safety of railway transport for women. To this end, it
used survey data collected from 400 college students in Tokyo-Kanagawa,
Japan. The survey results demonstrated that young women most commonly
experience groping on train carriages.



Transit safety and students in Japan 173

The outcomes of this investigation show that more than half of the respondents,
both men and women, believed surveillance cameras in train cars would make
their trip safer and approximately one-third of female respondents thought that
women-only cars would do the same. The survey demonstrated equal to or
greater surveillance-camera approval rates than those presented by the results of
the 2002 survey conducted by the Statistics Bureau of the Ministry of Internal
Affairs and Communications. Thus, the acceptance of surveillance cameras as an
instrument of enhancing security seems to have gradually increased over the last
decade. However, less than half the percentage of women reported in the survey
by the Statistics Bureau of Ministry of Internal Affairs and Communications
(2002) exhibited their approval in the survey for women-only cars as a safety
measure. In addition, no difference was found in the approval rates offered by
those who had experienced groping and those who had not. Thus, the effective-
ness of this measure in improving women’s safety during railway trips remains
ambiguous as no clear relationship was established between the experiences and
perceptions of women regarding groping and their attitudes toward women-
only cars.

This study shares several limitations with other studies of this type. First, our
data do not include the actual usage of women-only cars by women; therefore,
how many women regularly use women-only cars to avoid groping on the train
remains unclear. Second, more often than not, there is a discrepancy between
people’s opinions and what actually proves to be effective. Because the data col-
lected in our survey were limited to participants’ subjective perceptions, we
cannot determine the actual effectiveness of surveillance cameras and women-
only cars. Therefore, further and more systematic studies are needed to achieve
a better understanding of college students’ transit safety in Tokyo. Despite
certain limitations in the data presented in this paper, studies in Japan on
railway travel safety from perspectives other than the operational perspective
have thus far been surprisingly few. It is hoped that this investigation can make
a contribution to research on this topic

A policy implication on making railway travel safer could be derived from
these results. Although the surveillance camera has been accepted as an effective
safety and security instrument, no fundamental solution to the problem of
groping can be found unless the problem of overcrowding is resolved. It is clear
that overcrowding is the primary environmental factor facilitating groping,
because around half the instances of such molestation are reported during the
morning and evening rush-hours when overcrowding takes place.

Railway companies keep enhancing transportation capacity by increasing the
number of trains or by adding cars to trains. However, the congestion during
the morning and evening rush hours has not been substantially reduced. Several
railway companies have recently started introducing commuter trains that have
all seats reserved in the morning and evening commuting hours. This measure
could be effective in solving the problem of congestion in the cars even though
the issue of limited availability of stations and trains still exists for such services.
Tokyo Metro, one of the major subway operators in Tokyo, started a trial
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reward points system in April 2019. Reward points are given as incentives and
may be used as electronic money by passengers who commute during off-peak
hours (Tokyo Metro, 2019). It is hoped that such an attempt will lead to some
reduction of congestion during peak hours (even though it may not mitigate
the problem in its entirety, as long as the opening hours of schools and com-
panies do not change) and, therefore, may also have an impact on sexual transit
crime.
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9.1 Introduction

Violence against women is a phenomenon that occurs in a variety of ways in all
parts of the world (Amaral et al., 2013; Sokoloft & Dupont, 2005). Brilhante,
Moreira, Viera, and Catrib (2016) conducted a study on 450 articles from the
Web of Science database, from 1982 to 2012, to understand the nature of gender
violence, which suggests women are more often the target of these crimes. A vast
majority of these articles dealt with some type of violence against women. Several
initiatives have been implemented aiming at improving local knowledge and
sharing information about the conditions under which crime occurs and the best
ways to prevent it (Ceccato & Paz, 2017; Gekoski et al., 2015; Loukaitou-Sideris,
2014; Vanier & d’Arbois de Jubainville, 2017). One of these initiatives brought
together researchers from 17 cities around the world, who in 2018 started to
conduct a survey of university students in these 17 cities. Some preliminary results
of this international partnership were presented and discussed at the Conference
“Crime and Fear in Public Places: Patterns, Challenges and Actions”, held from
17-18 October 2018 in Stockholm, Sweden.

This chapter presents results from one survey carried out with students from
the Sdo Paulo State University (UNESP) at Rio Claro, SP, Brazil. It focuses on
the perception of transit safety among students and their victimization
regarding sexual assault or harassment. Thus, this chapter contributes to the
debate on the safety of urban mobility of university students, especially females,
on public transport and, above all, attempts to show the authorities the need to
implement effective public policies to mitigate the problem and promotion of
the right to free movement in public spaces for the most vulnerable groups.

9.2 The context of gender violence

Gender-based violence is a persistent social problem, multiform and articulated
by psychological, moral and physical facets, and may occur in a private-family
environment, in workplaces, as well as in public spaces. Its manifestations are
ways of establishing a relationship of submission or power, always implying
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situations of fear, isolation, dependence and intimidation for women (Bandeira,
2014). The root of this problem is related to the position of women’s subjugation
in patriarchal society (Silva, 2017). This conception of violence is the same that
takes gender hierarchy into homo-affective relationships, in which the most mas-
culine performances subjugate the most feminine (Carrara & Heilborn, 2000).

In Brazil, since redemocratization in the 1980s, violence against women has
attracted attention and has been raised as one of the priority problems to be
tackled by public health and human rights organizations (Silva & Oliveira,
2015). However, the theme only gained greater strength with the creation of
Law 11,340,/2006, known as Maria da Penha Law (Brasil, 20006).

Among the various types of violence against women, sexual violence stands out
as one of the main causes of loss of healthy life years due to disability, as it has a
significant negative impact on women’s health (Drezett, 2003). This type of violence
can cause harmful consequences to the victim in the short and long term, such as:
depression, symptoms of dissociation, eating disorders, difficulties in sexual rela-
tions, sleep disorders and suicide attempts, among others (Williams, 2014).
Among crimes of a sexual nature, sexual harassment is historically the most fre-
quent, but it has been naturally neglected and even regarded with some “natural-
ness” by society, which considers it a joke (Benedicto, 2017; Silva, 2017).

According to Silva (2017), sexual harassment is offensive conduct of a sexual
nature and, although less serious in comparison to rape, it is very common in
Brazil. This behavior, whether in its verbal, nonverbal or physical form, has a
strong embarrassing and destabilizing effect on the victim and affects their
dignity by depriving them of their essential right to come and go.

A survey by Think Olga NGO in 2013 of 7,762 women in Brazil as part of a
campaign against sexual harassment in public spaces (No more fiu-fiu campaign)
showed that 99.6 percent of respondents said they had suffered harassment
(98 percent of them have heard pickup lines in the street and 64 percent in
public transport) (Think Olga, 2013).

Sexual harassment occurs most often in public transportation spaces, and in
most cases is perpetrated by men against females (Ceccato, 2017; Stringer,
2007). This type of insecurity in urban mobility has serious socioeconomic
impact on society and especially on women’s lives (Silva, 2017). It may seriously
impair women’s roles in the economy as a whole, as it limits women’s access to
study and work, preventing them from breaking the cycles of poverty in which
they live (Ceccato, 2017; Feliciano, 2016). Silva (2017) states “there is no
awareness of the psychological damage that harassment and sexual violence
cause to women using public transport and how much this damage limits their
individual freedom and autonomy” (Silva, 2017, p. 4). This type of abuse has
been under-reported and barely faced by relevant public authorities, whether in
the political or legal-criminal context.

One of the important contributions of scholarly works is to make the con-
sequences of sexual harassment, mistakenly regarded as innocent, more visible
and to raise awareness of the negative impacts of these crimes on the prosperity
of the whole society. This chapter aims to contribute in this context and is
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structured as follows. It first addresses the issues of women’s victimization and
sexual harassment in public spaces. Then the main hypotheses of this study are
presented followed by a description of the case study, data and methods.
Results are discussed later followed by some conclusions. The chapter also
reveals the places belonging to the urban transportation system where particip-
ants feel most unsafe, as well as discusses a set of measures that can be imple-
mented to improve safety among university students.

Feeling of insecurity: the fruit of & society in cvisis

Fear of crime, also referred to as “sense of insecurity” has increasingly occupied
the agenda of scientists and public safety managers. Warr (2000) defines fear of
crime as a sense of alertness or fear caused by a notion or expectation of danger.
According to Carvalho & Oliveira (2016) the fear of crime negatively affects
people, often more than the crime itself. Thus, both crime and fear of crime
would benefit from approaches that treat them as distinct social problems,
demanding different policies and actions by public authorities and managers.

In Brazil, there is usually a very high sense of insecurity due to high rates of
violence. Violence in Brazil has significantly increased in recent years. According
to the Atlas of Violence of 2018 (IPEA & FBSP, 2018), in the 2010 decade,
the homicide rate in Brazil grew 14 percent on average. Statistics on violence
against women are also very bleak in Brazil. The IPEA reports the national
average rates of rape per 100,000 inhabitants in the period from 2012 to 2016
as 30.32 for adult women and 51.4 for girls under 13 (IPEA & FBSP, 2017).
Ramos (2017) reports that in a survey conducted in 103 cities in Brazil, 30
percent of the women interviewed declared having suffered some kind of per-
sonal and direct violence only in the last year and more than 66 percent of all
respondents admitted having witnessed some scene of violence against women
in their neighborhood last year.

Violence against the LGBTT' population is also a matter of concern since it
has been increasing in recent years. According to a survey conducted by the Gay
Group of Bahia (Valente, 2018), in 2017 there was an increase of 30 percent in
murders of LGBTT people compared to 2016.

According to Silva, Gregoli, and Ribeiro (2017) the rate of violence against
women in public places is also high and is inversely proportional to their age. In
general, 40 percent of women over the age 16 have experienced some form of
aggression in public places. However, among younger women, the aggressions
were even more frequent. More than 60 percent of women between the ages of
16 and 24 reported having suftered this type of violence in the last 12 months.
Whereas among those aged 25 to 34, 50 percent have suffered some type of
violence perpetrated in public places during the same period.

Aggressions and offenses against women in public environments, especially in
components of the urban transportation system, spaces shared by a large
number of people, illustrate well the cultural and social tolerance of violence
against women. Regretfully, this reality is not restricted to Brazil. Different
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forms of violence against women and girls in public places occur in different
parts of the world, reducing women’s freedom of movement (Ceccato & Paz,
2017; Gekoski et al., 2015; Madan & Nalla, 2016; Newton, Partridge & Gill,
2014). Ceccato (2017) analyzes research conducted in different countries, all
presenting similar characteristics regarding sexual harassment in public trans-
portation. Sexual violence is concentrated in the busiest central stations and
occurs during peak hours in the morning and in the afternoon (Ceccato & Paz,
2017), when a large number of people transit through these spaces.

Statistical data from the Public Security Department of the Sio Paulo
State show a 30 percent increase in sexual offenses from December 2017 to
December 2018 in the state of Sdo Paulo, mainly in the countryside of the state
(SSP-SP, 2019). A survey conducted in the city of Sio Paulo by Datafolha
(Datafolha, 2014) shows 63 percent of women have been victims of sexual
harassment, with young women being among the main victims. In this survey,
among the places cited by the victims, public transportation leads with 35
percent. In the case of women, 49 percent reported having suffered sexual
harassment on public transportation, and 38 percent of them suffered physical
harassment (Datafolha, 2014).

Hypotheses of the study

Based on a preliminary analysis carried out for the Crime and Fear in Public
Places Conference held in October 2018 at the Royal Institute of Technology
(KTH) in Stockholm, Sweden, it was reported that the LGBTI student group
had a higher relative index of sexual victimization. However, based on the liter-
ature and a more critical look at statistics, in accordance with the perception and
observations of the authors, the following two hypotheses were suggested.

First, the most vulnerable group is women. The high degree of victimization
of women in Brazil, and in many other countries, is notorious and results from
a cultural heritage of devaluation of women due to the strong gender bias
caused by the perpetuation of machismo. Second, in the case of LGBTI
women, this prejudice is potentiated by homophobia, producing a higher inci-
dence of aggression against individuals in this group.

It is also expected that, among college students, the proportion of female
LGBTT is greater than the proportion of male LGBTI. This fact, of course,
leads to a higher rate of victimization of the entire LGBTI student group.

9.3 Framing the case study
Rio Claro, Sdo Paulo: youth safety amonyg university studies

Rio Claro is a medium sized city, with an area of 500 km?, a population of about
205,000 inhabitant and a demographic density of about 374 inhabitants/km?
located in the eastern region of Sio Paulo State (a southeast region of Brazil),
173km away from its capital (S3o Paulo city) by highway. The region of Rio
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Claro is characterized by a massive presence of diversified and specialized
industrial centers.

However, official statistics of the Sio Paulo State Department of Public
Security present high criminality rates for Rio Claro. According to this source
(SSP-SP, 2018), the average homicide rate of Rio Claro in the period of
2013-2017 is almost twice the average rate of the state, or of the city of Sdo
Paulo, the largest metropole of the country, in the same period.

In Rio Claro there are no metro, train or trolley services. The only public
mass transit service is the bus system, which includes 58 buses distributed in 27
routes that serve 600 bus stops from 5a.m. to midnight. The bus service is char-
acterized by a poor distribution of lines, low frequency, and bus overcrowding
during rush hours. Therefore, many residents give up riding the bus and use
other transport modes such as bicycles, motorcycles and ride-hailing services.

The survey used in this study was applied to the students of Sdo Paulo State
University (UNESP) at Rio Claro Campus. UNESP is a multi-campus univer-
sity, comprising 34 units in 24 cities in the state of Sio Paulo. At the Rio Claro
Campus there are 3,253 students, from which 48.7 percent are female and 51.3
percent are male.

Data and methods

In this study, a survey was conducted using a structured questionnaire, both
online and paper-and-pencil methods. The online survey was applied via Google
Form and the paper-and-pencil survey was applied by distribution of the ques-
tionnaires to the students in different places on Campus, where the participants
themselves completed the questionnaire.

A total of 569 students’ responses were collected from May to August 2018.
From the total number of questionnaires applied on paper about 19 percent of
the responses were discarded due to lack of answers to some mandatory ques-
tions. Thus, the sample of this study constitutes 462 validated questionnaires.
Subsequently, the answers collected on paper were typed by the CEAPLA team
using the same online survey already created on the Google Form platform. The
profile of the participants is detailed in section 9.4 of this chapter (Figure 9.1).

The survey consists of 38 questions that address participants’ demographics,
their sense of transit safety and their victimization in public transportation, as
well as its consequences in their urban mobility. Furthermore, participants’
views on unsafe places and their suggestions for improving the safety of those
places were collected.

These questions address the following issues regarding transit safety: the fear
of using public transportation, the main impediments to using the bus service,
the impact of fear on students’ behavior in transit, their victimization by sexual
assault or harassment, and participants’ suggestions for intervention to improve
the safety of public transportation.

Since this chapter focuses on the perception of transit safety among univer-
sity students and, more specifically, their victimization regarding sexual assault
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Figure 9.1 Profile of survey participants.

or harassment, the analysis considered predominantly ten questions among all
questions in the survey and correlated them with individual aspects of respond-
ents such as gender, ethnicity and their identification as LGBTI, in an attempt
to address the intersectionality of the perception of transit safety among
students.

The analyses were performed using the corresponding Google Forms data
sheet and the features of the Microsoft Excel software. The cross tabulation
method was used to understand and explain the correlation between different
variables. The concepts of Relative Risk and Odds Ratio were used in some ana-
lyses to evaluate the results.

9.4 Results and discussions

There is a balance between female and male students (46.5 percent female and
42.7 percent male) among participants’ responses. Figure 9.1 shows the distri-
bution of the respondents in terms of gender, ethnicity and age. Students who
claimed to belong to the LGBTI group represent 17.8 percent of the total
number of participants. Considering the ethnicity of participants, 70.1 percent
declared themselves as white, while 19.1 percent declared themselves belonging
to non-white ethnicities. The vast majority of participants (94 percent) are less
than 29 years of age.

In this study, only 19 percent of the students identified themselves as
belonging to non-white ethnicity relative to the national distribution of about
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47 percent (IBGE, 2010), and this portion of the population predominantly do
not belong to the classes with high purchasing power, made up of a majority of
white people. In general, the students at public universities in Brazil, especially
in the case of universities who occupy a high position in the ranking of the best
universities of the country, such as UNESP, come from a privileged strata of
society. Therefore, this sample does not reflect the actual composition of
Brazilian society.

Nature of victimization/pevceived safety

In order to assess students’ safety sense in public transportation, four specific
questions were added to the survey. Figures 9.2 and 9.3 show a summary ana-
lysis of students’ responses to these questions. Approximately 58 percent of the
students reported they feel safe when traveling during daytime (Figure 9.2).
Nevertheless, this percentage decreases to 22.7 percent among those who trave-
led at night-time (Figure 9.3).

The problem is even greater when analyzing the sense of safety during
waiting time at bus stops. During daytime, on average only 32.2 percent of stu-
dents feel safe while waiting at the bus stop. The most critical index (16.8
percent) belongs to the women’s group. In a more in-depth analysis, even
during daytime, worse indices stand out: more than 85.0 percent of non-white
women and 88.0 percent of LGBTI women report feeling unsafe while waiting
at the bus stop, whereas in respect to non-white LGBTI women the rate reaches
100.0 percent. This sense of insecurity also prevails in 83.3 percent of non-
white LGBTT men when waiting for buses during daytime.

After dark, however, the average number of students who feel safe while
waiting at the bus stop drops dramatically to only 6.4 percent. Waiting at the
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Figure 9.2 Students’ perception of public transportation safety during daytime.
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Figure 9.3 Students’ perception of public transportation safety after dark.

bus stop after dark becomes a great problem for all groups of students who
answered the question regarding this item of analysis, ranging from a minimum
of 91.8 percent in the case of the male group to 97.6 percent in the group of
non-white students (Figure 9.3).

Travel safety on the bus also requires attention. Among students participat-
ing in the survey, only 8 percent of women and 9.7 percent of LGBTI group
feel safe traveling at night on public transportation. The indices of other group
are also very low (Figure 9.3).

Figure 9.4 shows the main impediments for students to use the bus service
more frequently. As the graphs in this figure show, on average 18.5 percent of
women said that reasons related to some form of victimization prevent them
from using the bus more frequently. The fear of being a victim of a crime on
the way to the bus stop and/or waiting at the bus stop is indicated by all groups
as the greatest impediment to increasing their frequency of using public trans-
portation. In fact, the fear of gender-based violence in public transport propor-
tionally affects more women than any other social group, hindering their
freedom of movement in city spaces.

The survey also evaluates students’ perceptions about the most significant
problems (among a list of 14 options) while using bus transportation, both on
the bus and at the bus stop. Analysis of responses indicates the following ranking
of most cited problems: poorly guarded/empty most of the day (for 95.5 percent of
respondents), poorly illuminated (for 93.3 percent of respondents), pickpocketing
(for 80.9 percent of respondents), robbery (for 78.1 percent of respondents), zso-
Inted (for 74.7 percent of respondents), vandalism/litter (for 59.0 percent of
respondents) and sexual harassment (for 51.7 percent of respondents).

Four of these options were selected for further analysis because of their relev-
ance to influencing sexual victimization: poorly guarded/empty most of the day,
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Figure 9.4 Main impediments for students to use bus service more frequently.

poorly illuminated, isolated and sexual havassment. Except in the case of sexual
harassment, for the three other problems the students’ concerns about bus stop
conditions are approximately six times higher than about conditions of the trips
on the bus, regardless of the group they belong to (Table 9.1). There is a slight
variation in the case of non-white people, where their concerns about the bus
stop conditions are about nine to 12 times higher than the concerns about
the conditions of the trips on the bus.

However, in the case of sexual harassment, there is no difference between
the students’ concerns about bus or bus stop conditions (bold numbers in the
Table 9.1). Nevertheless, there is a considerable difference between groups of
female and male students. Women’s concerns about transit problems are more
than double that of men, both on the bus and at the bus stops. The reason for
this can be the overcrowding of the bus, a condition that favors the occurrence
of sexual harassment.

There are also three explicit questions in the survey that make it possible to
obtain the participants’ victimization data regarding three types of crime:

(a) sexual assault or harassment;
(b) some other serious crimes (aggravated assault, robbery, rape);
(c) theft/pickpocket, jewelry snatching or robbery.

Table 9.2 shows the intersectionality of the students’ responses to these three
types of crime analyzed. The first row of each crime type, in this table, shows
the percentage of students victimized regarding that type of crime, in the
second column, followed by the distribution of victims according to gender,
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Table 9.1 Intersectionality of students’ concerns about public transportation

Type of concern % Total % of each group
Resp. —
Gender LGBTI Ethnicity
F M Y N w NwW

Poorly guarded/ 95.5 100 82.1 39.0 38.0 38.6 37.5

empty most

of the day
on the bus 16.9 24.0 10.5 49 7.1 7.4 3.1
at the bus stop 93.8 96.2 821 37.8 37.3 37.7 37.5
Poorly 93.3 96.2 832 37.8 37.3 38.0 37.5

illuminated
on the bus 15.7 17.7  12.6 7.3 6.2 6.8 4.2
at the bus stop 92.7 949 832 37.8 37.3 37.7 37.5
Isolated 74.7 84.8 59.0 30.5 299 31.8 31.2
on the bus 9.6 10.1 8.4 2.4 4.6 4.5 3.1
at the bus stop 72.5 835 558 30.5 28.7 29.0 31.2
Sexual harassment 51.7 709  31.6 54.5 46.8 49.6 56.8
on the bus 43.8 62.0 273 485 403 444 432
at the bus stop 46.6 62.0 295 485 425 452 48.7
Note

Percentage calculated in relation to the total number of individuals in each group who answered the
question.

Table 9.2 Intersectionality of victims regarding three types of crime analyzed

Type of crime % students % of victims
victimized
Gender LGBTI Ethnicity
F M T N w NW
Sexual assault or 17.3 71.3 18.8 325 575 66.3 23.8
harassment
% of victims in the - 26.5* 7.6 31.7* 142 164 21.6*
group itself
Other serious crime 9.3 51.2 395 21.0 721 721 21.0
(aggravated assault,
robbery, rape)
% of victims in the - 10.2 8.2 11.0 9.6 9.6 10.0
group itself
Theft/pickpocket 6.0 464 464 28.6 679 78.6 14.3
% of victims in the - 6.0 6.6 98 59 6.8 4.4

group itself

Note

* Percentage values of victims in the most victimized groups.
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belonging to the LGBTI group, and ethnicity of the students. The second
row of each crime type shows the percentages of victims among the total
number of respondents in each subgroup. For example, in the case of sexual
assault or harassment, the total number of victims represents 17.3 percent of
the participant students, whereas female victims represent 26.5 percent of all
women participants and male victims scored 7.6 percent of all male participant
students.

Of these three types of victimization (Table 9.2) sexual assault or harassment
occurs more frequently than the other two, with a rate of 17.3 percent among
all participants versus 9.3 percent and 6.0 percent of the other two types of
crime respectively.

In general, the highest percentage among the victims is women, especially in
the case of sexual assault or harassment (71.3 percent) considering the fairly
balanced distribution of genders in the sample (Figure 9.1). This is 13 percent
higher than the rate of sexual victimization of women in the city of Sao Paulo
(Datafolha, 2014), the biggest city of the country.

Another important finding of this study is the high rate of under-reported
crime. In the case of sexual harassment victims, the vast majority of 80 percent
did not report the criminal offenses. In the case of other serious crimes, 54.5
percent also did not officially report the facts. Between students who were
victims of robbery on public transport, almost 60 percent did not seek the
authorities to denounce the crime they suffered.

This non-reporting can be attributed to the socio-cultural environment of
the country, where there is a high rate of urban violence, together with the
skepticism of the population in relation to the police and the judicial system
(Dantas, 2015).

Table 9.3 shows the distribution of victims in the case of sexual assault or
harassment. When analyzing the data in this table it is observed that the most
vulnerable groups are LGBTT with 31.7 percent of victims (120 percent more
than non LGBTT), women with 26.5 percent of victims (250 percent more than
men) and non-whites with 21.6 percent of victims (30 percent more than
whites). This discrepancy is not observed in relation to the other two types of
crimes.

Comparing victimization rates between women and men in each group
reveals that the victimization rate of women is considerably higher than that of
men in all groups. Thus, considering the percentages of victims within each
subgroup, a new classification of vulnerable groups stands out: women LGBTI
(80.8 percent), non-white women (79.0 percent), white women (77.4 percent)
and non-LGBTI women (73.9 percent).

It is worth noting the high ratios of female victims to male victims (Ratio 1)
in each group, which, in descending order, are 5.25 in the LGBTT group, 4.1 in
the white group, 3.8 in the total sample, 3.75 in the non-white group, and 3.1
in the non-LGBTI group. These ratios confirm that, in this study, women
represent the most victimized group, taking into account the fact that the vast
majority of victims are female (71.3 percent) and that the ratio of the female
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population to the male population (Ratio 2) is always around 1.1, with the
exception of the LGBTI group, where it is 1.4 but this group presents the
highest proportion of female victims (5.25 times more than male).

Although the LGBTI group had a higher relative victimization rate than
women (31.7 percent vs. 26.5 percent—about 20.0 percent higher), a more in-
depth analysis reveals another finding. Based on the data in Table 9.3, the ratio
of LGBTI individuals to non-LGBTI individuals is 0.25 while the ratio of
LGBTI victims to non-LGBTTI victims is 0.56. This means that the victimiza-
tion of the LGBTT group is 2.2 times greater than the non-LGBTI group, while
the same analysis in the case of women and men in the whole sample results in a
value of 3.5 (3.8 /1.1), which is almost 60 percent higher.

The impact of poor safety on mobility

About 42 percent of participants answered the question about the need to take
some precautions when using the bus. Figure 9.5 shows the percentages of
participants in each group who feel the need to take some precautions or not.
As this figure shows, more than 80 percent of all groups, except men, expressed
the need to take some precautions.

Overall, 76.4 percent of the students who answered this question say they
take some precautions when using public transportation. In other words, more
than three-quarters of the students are forced to change their habits in an
attempt to avoid becoming another victim in the public transportation system.
This is a serious concern for the youth. This means that three in four students
are forced to think constantly about strategies to escape the attacks of criminals.
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Figure 9.5 Percentages of students in each group who take some precautions in public
transportation.
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In this study, the most mentioned precautions by students are: waiting
Sfor bus only at well-lit places (53.3 percent of respondents), avoiding particulnr
bus stops (52.0 percent of respondents), travelling only during daytime
(41.5 percent of respondents), not wearing jewelry (40.1 percent of respond-
ents), avoiding carrying purses or wallets (38.8 percent of respondents), waiting
for transit only if other people are around (38.2 percent of respondents) and
drvessing in an appropriate way (34.2 percent of respondents). It is important to
note that the two most mentioned precautions refer to factors that involve some
failures of the public transportation service infrastructure.

Analysis on the precautions taken by students from different groups reveal no
significant differences. For women, LGBTI and non-white groups, the first two
precautions mentioned above are the most important. In the case of men,
however, the first precaution taken is to avoid particular bus stops and the
second is to avoid carrying bags or wallets.

How to improve safety on urban transit

As previously reported, this study highlights some of the major problems that
lead to a reduced sense of safety, especially at night, both at bus stops or on the
way to the bus stops, in public transportation users, as pointed out by students.
This illustrates some simple failures of the bus transportation infrastructure and
is in line with participants’ views on measures that could make public trans-
portation safer.

More than 41 percent of the participants expressed their opinion voluntarily
on what could make public transport safer. In the opinion of these participants,
the five measures that best contribute to improving safety in public bus trans-
portation are: better lighting at bus stops (77.1 percent), police patrols at bus
stops (58.3 percent), cameras (CCTV) on the bus (50.0 percent), cameras
(CCTV) at bus stops (48.4 percent), and digital timetables at bus stops
(46.9 percent). All the different groups of students share the same opinion
about these five measures, with a small change in their rank. However, all of
them, without exception, indicated the improvement of lighting at bus stops as
the best way to improve safety in public transportation.

The sense of safety in public transportation may be improved through a
moderate investment of public funds with private sector partnerships, since,
most suggested improvements, in line with the most cited problems, represent
simple actions to implement or some minor adjustments to public transport
policies which normally do not require a significant investment.

It is believed that offenses of less aggressive potential can be more easily
reduced by raising awareness of public transportation users, as well as the popu-
lation at large. Simple educational campaigns, focusing on these less critical
issues, can contribute to the reduction of offenses that greatly afflict users and
are among the most reported by the students. Aiming at greater effectiveness,
these campaigns would need to be done on a large scale and carried out in
schools to reach children and adolescents. In addition, other age groups of the
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population should also be reached simultancously by campaigns in traditional
communication media such as newspaper, television and radio, as well as the
internet and directly on buses and bus stops.

9.5 Conclusions and recommendations

Two hypotheses motivated this study about students’ perceptions regarding safety
in urban public transportation, with a focus on sexual assault victimization. Both
hypotheses were confirmed by the results of the research obtained from data ana-
lysis considering the intersectionality of the results. In the case of the first hypo-
thesis, the results show that women represent the largest victim group of any type
of crime analyzed, representing at least 71.3 percent of all victims in the case of
sexual assault or harassment, which corroborates statistics on the high level of vic-
timization of women in Brazil and in many other countries.

A more detailed analysis of some results provided confirmation of the
second hypothesis. Although the LGBTI group had the highest relative per-
centage of victims (31.7 percent), it was possible to observe that the number of
female LGBTT victims is 5.25 times greater than male LGBTT victims, while the
LGBTI female population in this study is only 40 percent larger than male
LGBTI. Thus, one of the conclusions of this study is that the most victimized
group is women and among them, the most vulnerable are LGBTI women.

Other astonishing observations stand out from the analyses of the survey
results. One is that the percentage of students who are in fear when using the
bus service is very high, reaching 94.6 percent at night and 69.4 percent in the
daytime. Analysis also showed that at least 17.3 percent of students reported
experiencing one of the three types of violence addressed in the survey, where
sexual assault or harassment was most frequently mentioned (71.3 percent).

Moreover, 75 percent of all students (three in four) are forced to think con-
stantly about strategies to escape criminal attacks. Would this not be a life full of
fear? What consequences does this fear bring to the personal life and profes-
sional performance of these young people? Attempting to answer these ques-
tions may set up an excellent choice for future research. Another interesting
potential research project would be to apply this survey to the generic group of
young people in Rio Claro city in order to compare their victimization with that
of the UNESP students.

The fear of the vast majority of students in using the public transportation
system (about 80.0 percent) is another striking observation. This may be indic-
ative of the student’s low frequency of bus use. Problems in the urban trans-
portation system infrastructure fuel this fear, since during daytime about
70 percent of students are afraid while waiting at the bus stop and at night this
fear can affect more than 97.0 percent of students. Improvements in street and
bus stop lighting, and increased local policing could improve students’ sense of
safety and thereby increase the frequency of use of public transportation.

Another surprising finding is the high under-reporting rate among the parti-
cipants of this study, which could be considered as citizens’ skepticism towards
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the Brazilian legal system and the ineffectiveness of law enforcement. These
facts represent one of the weaknesses of criminal justice in Brazil. Under-reporting
negatively affects the planning of preventive actions by public security institu-
tions, as it prevents accurate mapping of crime occurrences.

To reduce the likelihood of occurrences of abuse and violence against
women in Rio Claro’s public transport system, three lines of action seem to be
promising and effective. The first concerns research and more detailed studies of
the identified problems. The second line of action involves improvements to the
public transport system infrastructure and the third corresponds to educational
actions and programs.

In terms of research, what can contribute significantly is identifying the most
vulnerable bus stops in the city and the most critical time period of these stops,
both during the daytime and after dark. Another necessary investigation is to
identify, considering Rio Claro’s socio-cultural reality, the appropriate approach
for an educational program or campaign capable of changing men’s view of
women and encouraging women to report abuse and violence.

Regarding the improvement of the public transport system infrastructure in
Rio Claro, what can bring more appreciable benefits, at least increase the level
of users’ safety perception, would be the implementation of the following meas-
ures: install good lighting at bus stops and surrounding areas; relocate some
problematic bus stops to safer places nearby; install CCTV cameras with face
recognition software, both on the buses and at bus stops; install digital time-
tables at bus stops and install geolocation and tracking systems on buses to feed
digital timetables; install digital displays on buses to run sexual harassment pre-
vention education campaigns and real-time messaging.

In the educational sphere there are two promising fronts of action: create
regular and massive educational anti-harassment campaigns based on the best
detected approaches by previous researches and create an educational program
for different age groups at schools to change the view of individuals from child-
hood on equality of gender and reduce the predominant machismo in Brazilian
society by modifying men’s view of women.

Note

1 LGBTTI is a gender status and stands for Lesbian, Gay, Bisexual, Transgender,/Transsexual
and Intersexed.
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10 An analysis of transit safety
among college students in
Lagos, Nigeria

Smart E. Otu and Augustine Agugun

10.1 Introduction

Fear and actual crime on Public Transport System (hereafter known as PTS) can
have a negative effect on how the service is used, and thus on the sustainability of
the city. Safety therefore remains one of the most important qualities of good
transport whether public or private. It is often noted that if people do not feel safe
on a public and private transport system, they are less likely to use it, let alone
linger in it (Iveson, 2018). Safety implies less crime or no crime at all. To all
intents and purposes, crime implies risk to the physical safety of both passengers
and staft, as well as financial losses, but it is more about risk to the physical and
emotional well-being of commuters especially those using public transport.
Worldwide, women are often more sexually victimized while in transit then men
(Loukaitou-Sideris, Liggett & Iseki, 2001; Smith, 2008; Ceccato and Paz, 2017).
In countries such as the UK, Japan, and countries of the European Union,
public transport providers are committed to providing security to their citi-
zenry, and their policy is, in general, gender-sensitive (see for example Gekoski
et al., 2015). For instance, providers continue to send messages by advising
commuters to regulate their behavior to stay safe. However, in countries of the
Global South, such as Nigeria, such commitment is a far cry from being found.
Instead, women are adopting their own coping strategies, such as changing
their dressing code and taking precautionary measures to avoid sexual crime vic-
timization while using public transportation. The lack of attention and sensit-
ivity to the role of gender in public transport safety in Nigeria, and the fact that
no factors of race, age, disability, socio-economic status, sexuality and gender
intersect to influence public and private investors’ approach to PTS with regard
to safety in Nigeria, is the singular most important motivation for this study.
The main aim of this chapter is to report transit safety conditions in bus/
tricycle and motorcycle stops as experienced by college students in Lagos,
Nigeria. That is, how do undergraduates of the University of Lagos, especially
female ones, rate the level of safety of public transport services? The objectives
are twofold: (1) to document the various and degrees of crimes, delinquency
and antisocial behaviors most experienced by Nigerian female undergraduates
using PTS; (2) to build on the emerging data and suggest new approaches to



Transit safety and students in Lagos 195

the design and delivery of urban public transport services to support the
complex needs of all urban residents in Nigeria. The data for this analysis were
collected as part of a global research project conducted in multiple cities from
six continents: Africa, Asia, Australia/Oceania, Europe, North America, and
South America. For more details, see Ceccato and Loukaitou-Sideris (2020).

Statement of the problem

Police records show that crime and disorder on PTS are not uncommon, and
they include mainly stealing, robbery, obtaining by pretense (OBT), unlawful
possession, assaults, insults and outright molestation and harassment by both
touts and drivers (Otu, 2017). In a sarcastic, but well-founded treatise and
warning to visitors to Africa, written two decades ago and entitled ‘So You’re
Planning a Trip to Africa’; Scott Bidstrup (1999, 3 and cited in Otu, 2003, 56)
illuminates the seriousness of crime, especially armed robbery on PTS in
Nigeria. Bidstrup warned the would-be-visitors to Nigeria to be wary of armed
bandits when travelling on Nigerian roads. As he put it inter alin:

... Never travel at night. Armed robbery is always every time in Nigeria, but
is much worse at night.... Daytime travel isn’t safe, but it is much safer
than night times travel. Never carry all your money with you. If you get
robbed, and they find your money (and yes, they will, no matter how clever
you think you are), you’ll end up penniless in a country that doesn’t know
the meaning of the words “credit cards”, “wire transfers”, “ATM”, or
“bank credit” ...

(Otu, 2003, 56)

Of all the crimes and safety issues confronting public transport users, robbery,
assault and pickpocketing, sexual harassment or the fear of it, in their various
forms, remain the most common ones. Sexual harassment remains the crime
most faced by women who use PTS. This includes stalking, unwanted touching,
obscene gestures, voyeurism, unwanted sexual comments or jokes, unwanted
offensive and invasive interpersonal communication through electronic devices
or social media, and sex-related insults. Kalms and Korsmeyer (2017a, 2017b)
are of the view that the fear of sexual harassment in urban areas predisposes girls
and women to regularly modify their behavior to reduce their risk of harass-
ment. Extended, this explains the reason why more women and girls are less
likely to undertake travel using PTS compared with their male counterparts.

In terms of time, many cannot afford to travel late. And whenever they do,
women and girls make the most meticulous decisions about their clothing,
finding a male to go out with them and/or trying to limit their movements to
particular areas of the city (see also Kalms & Korsmeyer, 2017a, 2017b). In
Nigeria, there are instances when girls and women have refused to board public
transport because of the dominance of males/boys in the bus, taxi or coach (Otu,
2017). The socio-psychological implication is that women are internalizing and
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taking very seriously, the traditional message that safety from sexual harassment is
solely their responsibility.

Theovetical framework

The broad conceptual model of Environmental criminology theory (Bottoms &
Wiles, 1997; Clarke & Eck, 2003) is relevant to this study because it examines
how the convergence of a number of factors in a public space results in the
occurrence of crime. It draws insights from the principles and assumptions of
the three most influential and traditional theories of environmental criminology,
namely rational, routine activities and crime pattern theories (see Brantingham &
Brantingham, 1993; Clarke & Eck, 2003; Cohen & Felson, 1979; Cornish &
Clarke, 1986).

However, Crime Pattern Theory (a strand of environment criminological
theory) is reviewed and adopted here because it synthesizes all the elements of
other environmental criminology theories, with the central point of departure
being that crime is simply an event that occurs when an individual with some
criminal readiness level meets a suitable target in a situation sufficient to activate
that readiness potential. Crime Pattern Theory, which focuses on the public
transport arena, talks about nodes, paths, edges, crime generators and crime
attractors as key in explaining the complex interaction of settings involving
the structures of PTS. Brantingham and Brantingham (1993) examined static
crime events on PTS and found that public transport stations may be either
crime generators, crime attractors or just fear generators.

Public transport operations in metropolitan Lagos involve all key elements of
Crime Pattern Theory of both the offenders and the victims: suitable targets
(for example, staff, passengers, presence of large liquidity and valuable prop-
erty), motivated offenders (for example, unemployed youths, area boys, loiters,
touts [agberos]), and the absence of capable guardians (for example, police offi-
cers, security staff, CCTV cameras) (see Otu, 2017). Although, there is a
remarkable improvement on PTS in Lagos in the past couple of years, it is still
apparently unsystematic, poorly organized and managed especially in relation to
international best practices. The physical characteristics of bus stops/stations
lack measures such as fencing, lighting, open design and security hardware that
would prevent crime and disorder; they also lack other state and local council
support services (see also Harris, 1971).

10.2 Previous studies on transit safety
around the world

Of all the factors that influence the choice of a mode of transportation for one’s
routine activities, safety stands out as the most important. Chen and Gursoy
(2001) reported that satisfaction and reliability are affected by two behavioral
attitudes, which are perceptions of safety and comfort during a journey. Borhan,
Ibrahim, Syamsunur, and Rahmat (2019) revealed that many respondents,
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especially the women they interviewed, were concerned about reckless driving
and violation of traffic rules, which not only give an impression of—but also
reflected the fact that—the safety of passengers was being compromised.

Women consider security as the main criterion in choosing public transporta-
tion (Nurdden, Rahmat, & Ismail, 2007). A good customer service provided by
an employee or a bus driver can evoke a good perception about public trans-
portation in general and buses in particular. Further, Borhan et al. (2019)
explained that a number of respondents they interviewed complained about the
attitude of the bus drivers who failed to show regard for users, and did not treat
passengers with respect. Both Okpara (1988) and Otu (2017) noted that the
activities of the touts—locally known as agberos—were a source of worry to
public transport users, especially females who are subjected to undignified treat-
ments in the name of hustling for customers. Overall satisfaction of bus users is
therefore directly affected by the negative experiences they have when using
public transport, such as delays, or bad treatment from employees of the bus
providers (Friman, 2004; Friman, Edvardsson, & Girling, 1998). What this
suggests is that bus operators must seek to enhance customer service in an effort
to further enhance customers’ satisfaction.

PTS is fraught with additional challenges, thus restraining the preference for
it. These challenges include unavailability or inaccessibility to some residents, its
erratic schedules and long travel times due to frequent stops and pick-ups (see
also Borhan et al., 2019). All these make using private car a more comfortable
and attractive option.

Although men are more often victims of crime on public transport than
women (Morgan & Smith, 2006, cited in Smith, 2008; Smith & Cornish,
20006), for women, fear of crime is obviously higher (Guilloux, 2012; Smith,
2008). This is exemplified by the elaborate protective measures that women
impose on themselves. A recent study showed that all women are more likely to
adopt specific transport practices that range from vigilance to avoidance for fear
or real victimization (Guilloux, 2015).

Sexual harassment, mugging and assault remain a fear among women more
than men (see TTC et al., 1989 cited in Smith, 2008; Smith, 2008). It is also
revealed that certain types of crime are peculiar to some countries more than to
others. In 2016, Colombia, Mexico and Venezuela, for example, were particu-
larly at risk of kidnappings (Control Risks, 2016). This is also reflected on
public transport, particularly taxis, where what is known as “express kidnap-
ping” or a “millionaire tour” [paseo millonario] can happen. In these crimes,
the passenger is forced by accomplices who get into the taxi to withdraw cash
from cash machines (Cawley, 2014).

On crime and deviant behavior on the PTS, the social milieu has been identi-
fied as a strong risk factor (see Loukaitou-Sideris et al., 2001). According to the
International Centre for Crime-Prevention (n.d.), several studies have shown
that crime is correlated with districts surrounding transit stops: crime at transit
stops is generally higher when the crime rate in the areas in which the stops are
situated is high (see also Loukaitou-Sideris et al., 2001). This is valid for both
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transit stops and the vehicles themselves, since crime on public transport vehicles
is higher on routes that go through zones with high crime rates (Newton,
2004). So, environments characterized by high densities of passengers (over-
crowding), e.g., in buses, carriages or stations, are commonly a fertile territory
for sexual harassment and other types of sexual abuse and harassment (Ceccato &
Paz, 2017). This argument falls in line with the general sociology—criminology
causes of crime. Although overcrowding is not considered here to be a cause of
sexual crime against women in transit, it is definitely a facilitator.

UITP (2014) on environment—crime-PTS found that, in France for
example, violence against staff is more common in disadvantaged districts; and
there is more fraud on buses in districts with high levels of violence (Le Parisien,
2011). In highly clustered parks in Lagos and Port Harcourt, there are reports
of pickpocketing, robbery and various kinds of deviant behaviors aimed towards
women. Some studies show that offences are more common on public transport
when the surrounding districts have lower socio-economic levels (see, for
example, Loukaitou-Sideris et al., 2001), particularly a high unemployment rate
(Cozens, Neale, Whitaker, & Hillier, 2003). For example, in Bogota, the prob-
ability of a homicide near a bus stop (TransMilenio) is five times greater in a
poor district than in other districts (Schifer, 2015).

This literature review has shown the gap which exists in the study of public
safety and crime on PTS in a developing country such as Nigeria. The lack of
robust research on the diverse crime and safety issues on public transport in
Lagos metropolitan city opens up a vista of areas to explore. As such, the
present research provides the much-needed database for comparative studies at
the international level.

10.3 The case study

Lagos is a cosmopolitan city in all senses. It is nicknamed the ‘Centre of Excel-
lence’ because all political, economic, social and cultural activities which reflect
the diverse nature of Nigeria are found in the city. It, equally, is a home for
many residents who come from different ethnicities, socio-economic back-
grounds, nationalities, languages/dialects and religious beliefs. Lagos is argu-
ably the most or second-most populated city in Nigeria, with a vibrant economy
and well-developed public and private transport system (Otu, 2017). According
to National Bureau of Statistics, Demographic Statistics Bulletin (2017),
Lagos’s population was projected to hit 12,550,598 in 2016 (note that the last
time population census was conducted in Nigeria was 2006, so population
growth since then has been based on projection). Road traffic congestion man-
agement and parking infrastructural planning in metropolitan Lagos is a very
big challenge to Lagos state government.

Lagos, unarguably, is a city that has one of the most extensive road networks
(with beautifully designed flyovers) in the whole sub-Saharan Africa region. While
this road network is supported by suburban train and state and local powered
ferry services, they are underdeveloped. A modern rail system, spanning part of
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the Federal Government Revitalizing Rail Project, is currently under construction.
The state government is struggling to make PTS safe and comfortable through
numerous reforms and policies. All this notwithstanding, compared with other
cities in the western world, reported cases of crime and disorder on public trans-
port in Lagos are a source of concern to all critical stakeholders.

Public transport plays a critical role in ensuring the mobility of a large pro-
portion of households in Lagos. Salau (2015) explained that with a population
of over 20 million people, about 80 percent of the total daily passengers’ trips
in Lagos metropolis were made by public transport. Estimates of transport
demand in metropolitan Lagos in 1990 ranged from seven million to 10 million
passenger trips daily, of which over 95 percent were undertaken by road, prim-
arily by private cars, public buses and taxis, and commercial motorcycles
(Opeifa, 2012). In specific terms, between 80 and 85 percent of passenger trips
are made by public transport (Opeifa, 2012). Figure 10.1 illustrates the
outdoor environment of public transportation in Nigeria.

As it affects Metropolitan Lagos, public transport stations are crowded by
people who do not know one another, thus creating the enabling environment
for crime and disorder to occur with ease. As an illustration, at certain periods
in people’s routine activities, the crowds and the characteristics they exhibit
(e.g., commuters using public transport during morning and evening rush
hours or festive periods) would yield suitable conditions for certain kinds of
crime (e.g., attracting offenders who believe they have greater opportunity
cither to pickpocket, steal valuables or displaying some kinds of unwanted
sexual behavior). By this, both the stations and periods act as crime attractors.
Brantingham and Brantingham (1993, 1995) further explained that fear of
crime on PTS can be generated in a number of ways: (i) if the surroundings
appear unclean, (ii) if stations appear uncared for, and (iii) if stations are not
properly lit or are poorly supervised.

(a)
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Figure 10.1 (a) A typical modern LAMA and LAMTA bus station. (b) Molue bus station
in Lagos, Nigeria.

Source: Picture taken by author during the course of the research.

There are many crimes, such as armed robbery, sexual misconducts, theft,
pickpocket, assault, violence, bag and purse snatching, which characterize PTS in
Lagos. These crimes are more of a reflection of the disorganized social context
(milieu) of public transport spaces in Lagos (unclean environment, poorly lit and
supervised stations/parks), and of course, individual predisposing factors. There
are certain individual behaviors which are associated with both the operation and
use of PTS in Lagos, and which further provide additional crime generators and
attractors for motivated offenders. These behaviors include users of public trans-
port carrying large amounts of cash and/or valuables, dressing in certain ways,
not been security conscious. The many motivated offenders include the agberos
(motor park loaders), young and unemployed men and women who mill around
and hawk items in and around the park stations. In addition, PTS in Lagos lacks
effective guardians (security systems and personnel). Most parks are also not
manned by state security agents or private security.

Data and methodology

This study is based on answers from a (cross-sectional) survey of tertiary
students about safety in public transportation. The study, which is a part of a
larger international project, attracted 270 valid responses on an internet-based
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questionnaire administration exercise, with about 95 percent of the respondents
being Nigerian citizens. Collation of data on the experiences of commuters,
especially undergraduate females using the diverse forms of PTS in Lagos
metropolitan city, has provided us with first-hand information.

The online crowd-mapping technique employed targeted University of
Lagos undergraduates who use public transport to and from campus. This
represents a kind of digital campaign which encourages undergraduate public
transport users, especially women and girls, to disclose their experiences within
the broad context and themes provided by experts on public transport issues
across the different continents and countries.

Our potential respondents were identified by pasting instructions at strategic
locations on the campus as well as on a Google-created platform, inviting and
stating that only those students who stay outside the campus and have reason to
use PTS (bus, coaches, canoes, taxis, etc.) to commute to and from campus are
cligible to participate in the study. Our recruited research assistants from the
social sciences and statistics departments assisted us with the exercise. Unfortu-
nately, because there are no statistics on public transport users among the popu-
lation, we were unable to draw on a definitive list of public transit users but
merely relied on willing participants. The quantitative data-generating tech-
nique used here has, as its merit, the advantage of measuring the reactions of
our respondents on a wide range of questions, thus allowing the comparison
and statistical aggregation of the data generated simultancously across several
countries of the world (see also Patton, 1990).

The process of data analysis started with sifting and editing the retrieved
questionnaires for computer processing and analysis. The quantitative data gen-
erated from the survey were subsequently analyzed using descriptive statistical
methods, and they were subjected to univariate level of analysis. At the univari-
ate level, a simple percentage distribution pattern of the matrix type was used to
disaggregate the necessary variables for the purpose of describing, summarizing
and finding patterns in the data. This was done to answer the questions raised at
the beginning of the study.

The description of the sample

The majority (94 percent) of the respondents were between the ages of 18 and
29 years, 5 percent were between 30 and 39 years, while 0.4 percent were
between 40 and 49 years. In terms of gender, 42 percent of the respondents
were male, 55.2 percent were female, 2 percent were transgender, while
0.7 percent of the respondents did not respond to the question. On sexual ori-
entation of the respondents, the analysis reveals that 6 percent of the respond-
ents admitted being homosexual, 82 percent are straight, 5 percent preferred
not to disclose, while 8 percent of the respondents did not respond to the ques-
tion. In terms of race/ethnic composition, 14 percent of the respondents were
cither black or African American, 0.4 percent were White /Caucasian, 0.7 percent
were Hausa, 27 percent were Igbo, 37 percent, a majority, were Yoruba,
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0.4 percent came from the mixed race, while 21 percent were from another
race/ethnic group category that was not specified. A description of the profile
of the respondents is found in Table A10.1.

10.4 Results
Patterns of pevceived safety by gender

Women by far declared themselves to feel more often unsafe than men while in
transit (Figure 10.2). In terms of perceived safety, a larger proportion of
respondents who expressed feelings of lack of safety were females. For instance,
61 percent of women and 55 percent of men always feel unsafe using bus/keke
napep (tricycle) or motorcycle stops at night. Similarly, 45 percent of female
respondents and 39 percent of male respondents sometimes feel unsafe using
bus/keke napep (tricycle) or motorcycle stops at night.

There are also gender differences in perception of safety while waiting at bus,
keke napep (tricycle) or motorcycle stops during daytime and night-time
(47 percent of males and 53 percent of females always feel unsafe, while for
sometimes it is 40 percent of males and 62 percent of females). The sense of
feeling unsafe becomes glaring and widens when it is dark for our respondents.
While 33 percent of males always feel unsafe, a huge 67 percent of females
always teel unsafe when it becomes dark. Whenever it is dark at the bust/keke/
tricycle stations, 31 percent and 69 percent, respectively, of males and females
sometimes feel unsafe.

More often, female respondents declare feeling unsafe while walking to the
station. In line to the gender differences of the general perception of safety
found in the literature, we found that 50 percent of males and 58 percent of
females expressed feelings that they always feel unsafe on the way to the station
while 35 percent of males and 65 percent of females sometimes feel unsafe.

Patterns of pervceived safety by age

Age is an important dimension as far as perception of safety is concerned. Older
students tend to express more often concerns about their safety than the
younger group (Figure 10.3). Considering feelings of safety by age, 5 percent
and 8 percent of those younger than 30 and those above 30 years, respectively,
expressed that they always feel unsafe using the use bus, keke napep (tricycle) or
motorcycle. For those who sometimes feel unsafe, the figures are 20 percent and
15 percent respectively. While waiting at the bus, keke napep (tricycle) or
motorcycle stop during the day, 9 percent of those younger than 30 and 13
percent of those older than 30 always feel unsafe, while 14 percent and 8
percent respectively sometimes feel unsafe. After dark, while the majority
(33 percent) of those who were younger than 30 years said that they always feel
unsafe, 23 percent of those older than 30 years always feel unsafe using public
transportation after dark. Twenty-three percent of those younger than 30 years
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Feeling of safety when using the bus/keke
napep/motorcycle by age group
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Figure 10.3 Safety perceptions by age groups in transit environments in Lagos, Nigeria.

and 15 percent of those older than 30 years sometimes feel unsafe using the
bus, keke napep (tricycle) or motorcycle after dark. Thirty-seven percent of
those below 30 years always feel unsate while walking to the station, compared
with 17 percent of those 30 years and above. Twenty-four percent of those
younger than 30 years and 8 percent of those above 30 years sometimes feel
unsafe while walking to the station, whether in the day or at night.

Pevception of safety problems while in transit

Our respondents identified several problems most often encountered while using
bus/keke napep (tricycle) and at the bus/keke napep (tricycle) or motorcycle
stops (Table 10.1). These included drug use/abuse, presence of drunk people,
manhandling and jewelry snatching. However, the most encountered problems
were the use of obscene language (11 percent); pickpocketing (14 percent);
poorly guarded/empty (6 percent); poorly illuminated area (9 percent); robbery;
sexual harassment; vandalism/littering, and verbal /physical threats (13 percent).
There are several reasons for entertaining fear while using public transport modes
whether in the day or night. These range from antisocial behavior of others
(17 percent), cost of tickets (10 percent). Other important fears are of sexual
harassment on the bus/tricycle or motorcycle (4 percent), and fear of terrorist
attack (4 percent). Interestingly, a large number (13 percent) said they had fear of
traffic crashes (accidents). Other sundry reasons for non-use of public transport
were for exercise and to save money, just staying on campus (immobility), stress
and lack of comfort, lack of information about bus/tricycle or motorcycle sched-
ules and the fact that service is always overcrowded. Seven percent of respondents
declared that it is because it slows journey time, and 9 percent said there were
unreliable or infrequent bus/tricycle or motorcycle services.
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Table 10.1 Respondents’ concerns about using buses, tricycle or motorcycles in Lagos,
Nigeria

Frequency  Percentage (%)

Concern about antisocial behavior of others (such as;

drinking, cursing, smelling badly, etc.) 45 16.7
Cost of tickets 26 9.6
Dirty environment during the walk to the bus/

tricycle or motorcycle tickets 2 0.7
Do not understand how to buy bus/tricycle or

motorcycle tickets 1 0.4
Fear of sexual harassment on the bus/tricycle or

motorcycle 10 37
Fear of terrorist attack 11 4.1
Fear of traffic crashes 36 13.3
Fear of victimization getting to and waiting for the

bus/tricycle or motorcycle 12 4.4
For exercise and save, I often walk 2 0.7
I stay on campus 2 0.7
Its stressful 1 0.4
Lack of comfort 1 0.4
Lack of information about bus/tricycle or motorcycle

schedules 3 1.1
Many transfers 2 0.7
Overcrowded services 24 8.9
Slow journey times 18 6.8
The size of the tricycle is small 1 0.4
Unreliable or infrequent bus/tricycle or motorcycle

service 23 8.5
Other 2 0.7
No response 48 17.8
Total 270 100.0

In terms of sexual harassment, Table 10.2 shows the most common types of
behavior that women encounter while in transit: unwanted sexual looks, using
obscene/abusive language, calling you babe, honey sweetheart, groping, touch-
ing inappropriately but also indecent exposure and sexual comments.

Pevception of risk and precautionary measuves

When asked about why respondents do not use bus, keke napep (tricycle) or
motorcycle transit more often to commute to campus, interestingly, 73 percent of
the females declared it is due to fear of victimization while getting to or waiting at the
bus stop or platform. In specific terms, 87.5 percent of the females declared that
it is because of fear of sexual harassment in its various forms.

Public transport users in Nigeria do take some precautionary measures to
guard themselves against both anticipated and unanticipated crimes, delinquent
acts and other bad behaviors. Analysis of data reveals that 15 percent of the
respondents described measures taken while using public buses/tricycle or
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Table 10.2 Problems of sexual harassment respondents encountered at the bus/tricycle/
motorcycle stops within the past 3 years in Lagos, Nigeria

Frequency Percentage (%)

Asking one personal questions about sexual life. 1 0.7
Calling you babe, honey sweetheart 33 12.2
Giving me phone numbers 1 0.4
Groping, touching inappropriately 32 11.9
Indecent exposure 16 59
Making kissing sounds 3 1.1
Pulling or playing with your hair 3 1.1
Sexual comments 14 5.2
Showing pornographic images 4 1.5
Stalking 29 10.7
Unwanted sexual looks 41 15.2
Unwanted sexual teasing, remarks 4 1.5
Using obscene /abusive language 34 12.6
Whistling 14 52
Nothing 2 0.7
Others 7 2.6
No response 32 11.6
Total 270 100.0

motorcycle include always travelling with someone else, 0.7 percent said avoiding
carrying purses and wallets, and 8 percent said avoiding particular bus/tricycle or
motorcycle stops. Other measures include carrying some kind of weapons, dress-
ing in a certain way, and another (5 percent) said being alert. Interestingly, some
respondents said they do not take any cautionary measure except only to pray and
believe in the grace of God. By and large, the most common cautionary measure
was travelling only during daytime (27.0 percent of the respondents subscribe to
this measure). There are also avoiding wearing jewelry, sitting close to the driver,
waiting for transit at well-lit places, and waiting for transit only if other people are
around. Table 10.3 illustrates the types of precautionary measures taken by
respondents of the survey while in transit.

10.5 Recommendations for safety improvement

On what could be done to make traveling in public transport safe, our respond-
ents responded enthusiastically. Several measures and strategies suggested
included the use of cameras (CCTV) at bus stops and on the bus/tricycle or
motorcycle (10.4 percent), 13 percent said it is the use of digital timetables at
bus/tricycle or motorcycle stops, and 5 percent suggested having direct police
hotlines—direct to police station/division within the precinct of the bus
station—at bus/tricycle or motorcycle stops. Other suggestions were improved
lighting at the bus/tricycle or motorcycle stops (12 percent), more police offi-
cers patrolling buses/tricycle or motorcycles (35 percent), and 4 percent said
women-only buses/tricycles or motorcycles.
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Table 10.3 Precautionary measures taken by users of bus/tricycle /motorcycle stops

Frequency Percentage (%)

Always travelling with someone else 40 14.8
Avoiding carrying purses, wallets 2 0.7
Avoiding particular bus/tricycle or motorcycle lines 13 4.8
Avoiding particular bus/tricycle or motorcycle stops 21 7.8
Being conscious of your environment 1 0.4
Carrying some kind of weapon 6 2.2
Dressing in a certain way 14 5.2
Ensuring the degree of self-awareness is high, also

I try to be very much aware of my environment 1 0.4

I make sure all my valuables are in my bag and my

bag is always in front with me holding it tight

... it is either I am with someone or I wait

for bus if only males are there 1 0.4
No precaution per say because only prayer and

the grace of God can save 3 1.1
Not wearing jewelry 3 1.1
Sitting close to the driver 8 3.0
Travelling only during daytime 73 27.0
Waiting for transit at well-lit places 23 8.5
Waiting for transit only if other people are around 25 9.3
Others 4 1.5
No response 32 11.9
Total 270 100.0

10.6 Discussion

Commuters’ safety is essential to public transport users in large towns, cities and
metropolises. Our analysis reveals that safety, either while walking to a bus stop or
waiting there, is a real concern among Nigerian public transport users, particularly
female undergraduates, a majority of whom are represented in our sampled
respondents. Fifty-five percent of males and 61 percent of females always feel
unsafe while 39 percent of males and 45 percent of females ‘sometimes’ feel unsafe
using bus/keke napep (tricycle) or motorcycle, taxis and buses. These figures,
when pulled together, present a clear picture of the prevalence of fear and/or lack
of'a sense of safety when either moving to or waiting at public transport stops.
Although both men and women do feel unsafe when they use the PTS, they
have starkly different experiences of public transport as they travel around the
city (Lieberwirth, 2017). This accounts for the difference in the manner they
commute from one place to another. We found in our study that greater
numbers of University of Lagos female students (61 percent) do not feel safe at
all and, as such, may have at one time or the other been victimized either
walking to or waiting at the bus stops. This figure compares to 55 percent of
male respondents, who said they always feel unsafe using PTS. Kalms and
Korsmeyer (2017a,b) explained that the observable difference in experiences
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(and perhaps safety feelings) between men and women who travel around cities
can be attributed to the age-old trope of seecing women as the weaker sex and
prone to vulnerability. Our findings confirm this difference in experience and
the cautionary steps being taking while travelling. In a study by the University
of California, these differences were found to be products of a long history of
gender inequality, which reinforces rigid binary definitions of femininity and
masculinity. It is argued that gender inequalities in transport use open myriad
additional concerns (Lieberwirth, 2017).

Guilloux (2012) and Smith (2008) show that although both men and
women do exhibit fear while using public transport, for women fear of crime is
obviously higher. This explains the protective measures that women impose on
themselves. A recent study showed that all women are more likely to adopt spe-
cific transport practices that range from vigilance to avoidance for fear of victim-
ization (Guilloux, 2015). Kalms and Korsmeyer (2017a, 2017b) explained that
women, and young and old people feel more at risk in areas near to public
transport. These spaces include pedestrian subways and bridges, stations, access
areas and bike paths. The feeling of fear by our respondents is understandable
when we realized that in many cities in Nigeria, public transport facilities are
poorly provided or simply not available. The presence of some delinquent
behaviors being exhibited by both agberos (touts), drivers and co-commuters
may have fueled the fear, especially by women.

In addition, of all the crimes and safety issues confronting our respondents
particularly women and girls who utilize public transport for their daily activ-
ities, fear of sexual harassment, terrorist attack, and traffic crashes, remain the
most common ones. While sexual harassment remains visible and takes several
forms, the common forms include stalking, unwanted touching, obscene ges-
tures, voyeurism, unwanted sexual comments or jokes, and unwanted offensive
looks. Kalms and Korsmeyer (2017a,b) are of the view that the fear of sexual
harassment in urban areas predisposes girls and women to regularly modify their
behavior to reduce their risk of harassment. In extreme cases, women and girls
are less likely to undertake travel using the PTS than their male counterparts,
make the most meticulous decisions about their clothing, find a male to go with
and/or try to limit their movements to particular areas of the city (see also
Kalms and Korsmeyer 2017a, 2017b). In this study, fewer than one-third
(31 percent) of male respondents experienced sexual harassment, in contrast to
46 percent of the female respondents who experienced the same crime. Of
course, this is in tandem with the findings of other studies (see for example,
TTC et al., 1989, cited in Smith, 2008).

There are several crimes and socially deviant behaviors identified by our
respondents as constraints to their use of public transportation to move about
for their routine activities. Drug use/sales remains a significant one. In addi-
tion there is the presence of drunk people, the use of obscene language, and
panhandling. Other constraining behaviors are pickpocketing, being poorly
guarded, poor illumination, robbery, sexual harassment, vandalism/littering,
verbal /physical threats, and violent crime (aggravated assault and murder).
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These findings are in line with the findings of Borhan et al. (2019) and Otu
(2017). For these authors, the PTS is fraught with additional challenges,
restraining the preference of it. These challenges include unavailability or
inaccessibility to some residents, its erratic schedule and long travel time due
to frequent stops and pick-ups, robbery insults and assaults. Smith and
Cornish (20006) identified crimes against users, crimes against employees of
transit systems, line-of-route related offenses, graffiti and vandalism as some of
the challenges faced by public transport users. These and our findings consti-
tute additional sources of fear and feelings of lack of safety by our under-
graduate public transport users.

The main reason(s) for entertaining fear whether in the day or night among
our respondents is antisocial behavior of others. When we sum up the number
of people who said it is because of fear of terrorist attack, and being victimized,
then the picture of the correlation between the use of public transport and feel-
ings of safety becomes compelling. Interestingly, a few of our respondents
(13 percent) said it is the fear of traffic crashes (accidents), and cost of tickets
(10 percent). Social Exclusion Unit (2003) found that, when the cost of a ticket
is high, it became a constraint among residents of England.

The fear of crime and feelings of being unsafe when using public transport
have made users devise different cautionary measures for survival and convivial-
ity (for more on behavior modifications, see Kalms and Korsmeyer, 2017a,
2017b). Analysis of data reveals that 15 percent of the respondents always avoid
travelling alone, while others avoid particular public transport lines and stops. In
extreme case, some public transport users carry some kind of weapon, or defen-
sive objects; dress in a certain way, especially among females, including not
wearing jewelry; being overtly conscious and alert; and making sure all valuables
are in a bag which is held tight. Prayer and submission to the ‘will and grace of
God’ is also favored by Nigerian undergraduate females using public transporta-
tion. The majority, however, favored travelling during daytime. At least 27
percent of our respondents take this path.

10.7 Conclusion and policy implications

This chapter set out to report transit safety conditions experienced by college
students in Lagos, Nigeria, using answers from a small sample survey of tertiary
students. Findings from this study indicate that students who attend school
from town, and who use public transportation, are susceptible to all forms of
unwanted sexual behaviors and miscreant activities. This challenges us to answer
the question as to what could be done to improve safety on PTS and reduce
fear among students That is, what are the policy implications of dour findings?
First, the conscious design of facilities, internal design of vehicles, and the
environments (routes) that public transport traverses should be improved. For
example, bus stops/stations should be designed in a manner that they have sep-
arate waiting rooms for both males and females; coaches and buses should have
a section designated for females; while designated routes should be reserved for
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some coaches/buses, as is currently done by the Lagos State Transport Authority.
This suggestion aligns with Crime Prevention Through Environmental Design
(CPTED) which is increasingly being used in PTS, such as train stations (see
Public Transport Safety, n.d).

As transport networks are part of the urban environment (Public Transport
Safety, n.d), the CPTED interventions we recommend here must envision and
include a Safe Women project, which should involve re-designing public
spaces to help prevent sexual aggression. CPTED is concerned with altering
the physical environment to impact offender decision-making. This should
include improvements to pedestrian walkways along the main access routes to
the transport system, ensuring they are well lit and equipped with safety
equipment, as well as improving lighting in the city center and residential
areas (see also UN Women, n.d.). Ceccato, Uittenbogaard, and Bamzar
(2013) explained that lighting seems to play a role in variations in the crime
rate. A study in the UK found that poorly lit places increased fear of crime
(Crime Concern, 2004).

Table A10.1 The profile of respondents

Variables Frequency Percentage (%)
Age

18-29 255 94.4
30-39 14 52
4049 1 0.4
Total 270 100.0
Gender

Male 115 42.6
Female 149 55.2
Transgender 4 1.5
Prefer not to say 2 0.7
Total 270 100.0
Sex status (LGBTQI)

Yes 16 5.9
No 220 81.5
Prefer not to say 13 4.8
No response 21 7.8
Total 270 100.0
Race/ethnicity

Black/African American 37 13.7
White /Caucasian 1 0.4
Hausa 2 0.7
Igbo 74 27.4
Yoruba 929 36.7
Mixed Race 1 0.4
Others 56 20.7

Total 270 100.0
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Second, mechanisms should be put in place that can facilitate easy and
prompt reporting of incidents of crime and antisocial behavior to the appro-
priate authorities. To achieve this requires sensitization of the people mostly
likely to use public transport.

Third, security should be enhanced through effective use of motorized and
foot patrols by special units of the police around major bus/train/ferry/canoe
stops in and around Lagos metropolis. Engage public transport providers to do
more to establish greater security for their customers through the provision of
CCTV cameras, alarm buttons and visible state and private security guards on
public transport routes and spaces. Police patrols, both at the buses/tricycle and
around the platforms, is a strong preventive measure. Visible police patrols has
been highlighted as the densities of passengers (overcrowding), e.g., in buses,
carriages, and stations, are commonly a fertile territory for sexual harassment
and other types sexual abuse and harassment. Sherman and Eck (2002), and
Weisburd and Eck (2004) share in this view when they suggested that policing
geared towards reducing crime is specifically beneficial if it is targeted at high-
crime locations.

Finally, since our findings support the extant literature that females, and old
and low income people—a majority of whom are public transport users—are
more likely to be victimized, express fear, and are less likely to report to the
appropriate authority when victimized, a modern PTS that is gender- age- and
class-sensitive, safe and accessible should constitute part of the overall revolu-
tion of public transport policy.
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11 Contested gendered space

Public sexual harassment and
women’s safety work

Fiona Vera-Gray and Liz Kelly

11.1 Introduction

In October 2017, the revelations of systemic sexual violence in the American
entertainment industry sparked global interest in what had been, up until that
point, a commonly trivialized form of men’s violence: the routine sexual harass-
ment of women. What followed was a unique moment in recognizing and prob-
lematizing sexual harassment not only in workplaces, but also in one of the
most understudied contexts—public space.

That public space is gendered space has not been a focus for mainstream aca-
demic analysis, but such a framing offers important insights. Bea Campbell
(1993), in Goliath, argues that in the United Kingdom in the mid-1990s, riots
in a number of cities, were sites of struggle: “over young men’s criminality and
control over their shared streets” (Campbell, 1993, 168), “... increasingly regu-
lated by organized crime and masculine tyrannies” (Campbell, 1993, 177). In
urban studies, the recent concepts of “the right to the city” and “the right to
security” lack this critical lens, with a few notable exceptions (see, for example,
BeeBecjaun, 2017). Struggles over space continue to be about the right to be
seen, to be heard, with new political formations, including fundamentalisms
invoking gender segregation and limitations of access to public space for
women. Belonging in public space is both different for women and differs
between women: for example, the possibility of not being observed/judged is
accentuated if you are minoritized or gender non-conforming. Yet despite inter-
national policy and research focus on crime and fear in public, we still need to
contend seriously and analytically with why public space remains a ‘conducive
context’ (Kelly, 2016) for violence against women and girls.

Mapping the impacts of this context is not only a matter of finding out more
about what is done to women and girls in public, but of increasing our under-
standings of how women and girls respond. From changing routes home to
choosing seats on public transport, physically reducing themselves in public, to
using headphones and sunglasses as a way of feeling invisible, women and girls
globally are routinely making strategic decisions to avoid sexual harassment and
other forms of sexual violence. Different women, at different times, are acutely
aware of their surroundings, tuned into the presence of unknown men. When
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considered in isolation, such changes can be dismissed as an annoying but
necessary result of living in a world where occasionally strangers may do you
harm. But when seen across the course of a woman’s life, these adaptations
come to be understood as responding to a particularly gendered message: that
women need to be less—Iless vocal, less visible, less free—in order to be safe.

When these routine strategies are made visible, the impact of men’s practices
on women and girls comes to be understood not only in terms of their safety,
but also their freedom (Vera-Gray, 2018). This highlights the existence of a
form of invisible work mandated for women and girls in public, something
which one of us has conceptualized as ‘safety work’ (Kelly, 2012). This chapter
sets out the concept of safety work in the context of women’s fear and women’s
freedom in public, drawing on our respective previous research and thinking
about these issues. We begin by locating our discussion firmly in the legacies of
women’s claiming a place in public space.

11.2 A woman’s place

Feminist research and activism has a long history of engaging with the range
and extent of what is often talked about as men’s intrusions onto and into the
minds, bodies, and space of women and girls in public. The second wave fem-
inist insistence that the personal is political was a challenge to prioritization of
the (male coded) public sphere, and the diminishment of the (female coded)
private: a foundation in western intellectual traditions in law, political science
and other disciplines. That said, the focus in early feminist history on ‘separate
spheres’ as a legitimation of patriarchy was complicated by later work paying
attention to how this was inflected by class and race (Fox-Genovese, 1988;
Vickery, 1993). Within this contestation sat earlier challenges in the nineteenth
and twentieth centuries to the gender segregation of public spaces. Women in
public were a cause of anxiety in the white middle classes at the beginning of
the twentieth century and this is still the case globally for many women into the
twenty-first century: an association with looseness and prostitution, a sexual
availability being read into women’s presence.

The separate sphere perspective is now understood as an ideology or dis-
course, since women as individuals and through suffrage movements recognized
that exclusion from, or limitations within, public space symbolized restrictions
on women’s place in the social, political, economic and political arenas. Suffra-
gists occupied public space as collective women and increasingly as angry
women: organizing public presence through processions (Liddington, 20006)
and making public speeches were claims to occupy it as a political act, a location
for resistance and protest. Unsurprisingly, critiques rebuked women for the
abandonment of domesticity and femininity: opposition was fierce, with many
having to run the gauntlet of jeering crowds of men, jostled when entering
public buildings for meetings. Half a century later, black women would take to
the streets in the USA as part of the civil rights movement, making their own
claims for rights and justice (Crawford, Rouse, & Woods, 1990), and 20 years
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later still in South Africa, women protested in huge numbers their opposition to
the pass laws and apartheid (Federation of South African Women 195463,
2013). Claiming such public presence is embodied and emotive—a combina-
tion of strength, determination and anxiety—requiring risking opposition and
even encountering violence from men and state agencies.

These movements did not, however, create a right for women to occupy
public space on the same terms as men. One of the early challenges of the
Women’s Liberation Movement in many locations was public space harassment,
which was a frequent experience of women (Greer, 1971). In the 1970s there
were many papers documenting women’s experiences in public urban space—
comments, “wolf whistles”, being touched on public transport. That women
felt, and were, excluded from many spaces was a focus for activism at individual
local and national levels: one of the first widely publicized actions in London in
1971 protested against the refusal of Wimpy Bars to serve unaccompanied
women after 10p.m. (Scott, 2010). By the end of the 1970s, however, the
focus had shifted to sexual harassment in employment (Farley, 1978; MacKinnon,
1979), with the aim of providing legal remedies for individuals rather than a
more collective approach to changing social norms. This shift continued into a
focus on educational contexts, from schools to universities. It meant that
despite the history of feminist work in this area, public space as an arena, and
everyday life as the context, came to be largely absent from the wider violence
against women policy and research agenda.

The rise of social media has enabled a revisiting of these more mundane
manifestations, with various platforms harnessed as tools to share experiences
that support and validate women’s experiential realities. The non-profit
Hollaback! movement, established in 2005, is perhaps one of the most global,
currently running in 31 countries, while another American-based site, “Stop
Street Harassment”, has developed as an online blog space and a resource hub
for research and prevention work on street harassment (Kearl, 2010). In 2012,
a website and Twitter account created in England to record experiences of
“everyday sexism” also went global, spreading to over 15 countries and collect-
ing more than 50,000 entries within just 18 months (Bates, 2014), while in
India, the 2011 publication of a study on women’s safety and freedom in
Mumbai’s public spaces begun a movement of women “loitering” as a political
and social statement across cities in India and now Pakistan, with supporters
encouraged to share their acts on social media (Phadke, Khan, & Ranade, 2011).

This wave of activism in the new public space of the internet offers a unique
opportunity to understand more about the lived experience of sexual harass-
ment with many platforms enabling women and girls to record and publish
intrusions “in real time”. In this, social media has been conceptualized as a
counter-public, providing avenues for informal justice and enabling a recogni-
tion, and validation, of harm (Fileborn, 2016; Salter, 2013). More than this,
the use of online tools for documenting public sexual harassment has also
revealed the extent to which women and girls change their behavior—not only
due to the reality but because of the possibility of experiencing sexual violence
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in public space. These changes, and the beliefs that underpin them, provide a
new lens on an old problem, commonly referred to as the “fear of crime
paradox”.

11.3 Gendering the fear of crime

A prolonged focus for criminologists has been described as women’s dispropor-
tionate, paradoxical and even “illogical” fear of crime (Riger & Gordon, 1981).
Put simply, the paradox is that relatively consistently, across studies, across
decades, and across contexts, women report significantly higher levels of fear of
crime than men—often two or three times more—yet routinely crime statistics
show that women actually have a lower rate of victimization than men do (Hale,
1996). This gender difference is by far the most consistent finding in all of the
fear of crime literature. What the fear of crime paradox tells us is that gender
matters as a predicator for the levels with which an individual will both fear and
experience crime, but it does not tell us how.

Typically, there are three main explanations given for the paradox, all of
which may work together. The first is that gender roles mean that women are
more likely to admit their fears. Gender stercotypes typically attach vulnerability
to women and fearlessness to men. This explanation suggests that women are
more likely to report their fear of crime in surveys, and that men may struggle
to admit to a realistic estimate of their levels of fear. The second explanation is
that the fear of rape or sexual assault is a type of fear that is particular to
women. It is a fairly well-accepted statement now that across the world rape is
significantly under-reported. So the combination of this under-reporting of
rape, and the fact that this is the type of crime women are actually most fearful
of, helps to clucidate why women report more fear but less crime. The third
explanation looks to “what counts” as crime, and thus what is counted. This
argument suggests that the difference is not just about a difference between
levels of fear of crime, but also about how such crime is defined and measured:
that crime and victimization surveys and legal frameworks systematically exclude
practices that women are more likely than men to have. This is evidenced in the
very data that underpin the paradox, sexual harassment is notably absent from
the victimization surveys on which it is based. This analysis raises the possibility
that what we are seeing is not a paradox at all, but the result of a male as norm
understanding of what counts as crime.

Considering women’s safety work however, offers a possible fourth expla-
nation, one that works alongside rather than in competition with the others.
Here we draw on feminist geographers such as Gill Valentine (1989) and
Rachel Pain (Koskela & Pain, 2000; Pain, 1991, 2000) whose work on the
relationship between sexual harassment, fear, and the built environment
suggests that such harassment can be understood as a spatial expression of
patriarchy, functioning to reinforce and reproduce women’s exclusion from
public life more broadly. The adaptations women make to their behavior in order
to participate in public space—adaptations that have been well documented in
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arenas such as public transport for example (Gardner, Cui, & Coiacetto,
2017; Hsu, 2011; Lewis, 2018)—aim to minimize the potential to not only
be victimized but to be blamed for that victimization. Such behaviors provide
a challenge to the idea that women’s fear of crime is irrational. Instead, the
disparity between fear and reality is revealed as not only logical, but perhaps
even causal. To understand this more we need a more detailed account of
what safety work is, what it does, and, importantly, what it means.

11.4 The invisible work of being a woman

During the 1970s and 1980s the concept of “invisible work” was developed as
a way of bringing the range of women’s work more fully into view. One of the
key studies looking at this was from 1978, conducted by Pamela Fishman.
Fishman was interested in what could be learnt about gender through con-
sidering casual conversations between women and men. What she found was an
asymmetrical division of labor in talk between heterosexual couples, with
women asking more questions, filling more silences, and needing to do more to
be heard. Women were doing the work of the conversation, ensuring it flowed
smoothly and felt natural, even if this meant they had to adopt a backseat in
relation to expressing their own views. Such labor was made invisible as it was a
form of “women’s work”. As Fishman says, being “related to what constitutes
being a woman, with what a woman s, the idea that it 2 work is obscured. The
work is not seen as what women do, but as part of what they are” (Fishman,
1978, 405; emphasis in original).

The idea of extra work hidden, as just part of what women are, is particularly
interesting when we take an intersectional perspective attuned to the differences
between women. Judith Rollins’ work in the 1980s speaks powerfully to this.
Published in 1985, Rollins’ study, Between Women, focuses on the forms of
invisible work required by African-American women doing paid domestic labor
for white women employers. Where unearthing the invisibility of women’s
housework had previously been the study of sociological interest (Oakley,
2018), Rollins explored the complexities of the experience of African-American
women hired as domestic help. Her work revealed the literal nature of their
invisibility, where sometimes they would be treated as if they were not actually
seen by white women, who, for example, would turn down the heat or lock the
door when they left as if no one else were in the house. She also highlighted the
ways in which deference functioned as a form of work that was an invisible and
yet necessary part of the role. Acts such as lowering one’s eyes, slouching, or
speaking in poor English, were required by the African-American women in
order to validate the racial superiority of the white women.

That such acts were understood by those undertaking them as a require-
ment, absorbed into part of the role, connects to the work of American sociolo-
gist Arlie Hochschild (1983) on the management of emotion. Hochschild
developed the concepts of emotion work and emotional labor during a study of
female flight attendants in the late 1970s. Emotion work, for Hochschild, is the
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work involved in dealing with or managing other people’s emotions, and
emotional labor refers to this kind of management done during work for a
wage. As with Fishman’s findings, Hochschild found this work fell largely to
women and was rendered invisible. And just like Rollins’ study, though invisible
and unpaid this work was required, a silent embedded necessity stitched into
the fabric of the role itself.

Taking the idea of invisible work into the realm of violence against women,
two forms of labor are revealed. The first, violence work, refers to the work
women do in the aftermath of violence to rebuild their sense of self and belong-
ing (Kelly, 2017). To be violated is to have your bodily autonomy, sense of self
and connection to others disrupted, indeed recent understandings of the harms
of image-based sexual abuse have drawn on the concept of “social rupture” to
describe this (McGlynn & Johnson, 2018; McGlynn, Rackley, & Johnson,
2019). Being at home within one’s body and in company are challenging, and
the legacies of abuse remain for many years, potentially a whole lifetime. Viol-
ence work refers to the work victim-survivors do to undo the harms, make their
lives liveable: much of this will be entirely invisible, since it consists of internal
rumination, while other aspects are more visible in the purchase of self-help
books, seeking out support and counseling. The point here is that it demands
time and energy, which could have been spent on other projects.

Connected to, but separate from, violence work is the work women do as a
precursor to stop the violence happening at all—safety work (Kelly, 2012). Such
work can become an automatic reflex, especially when in public space alone as a
woman: so automatic that we no longer notice the strategies that we use in our
attempts to limit or avoid intrusions. Like other forms of invisible work, safety
work is hidden because it is related to the very core of what being a woman is—
not seen as something women Ao but as something that they are (Vera-Gray,
2016). Instead of an optional addition, safety work comes to be understood as a
requirement (Vera-Gray, 2016, 2018), producing a set of gendered expecta-
tions that have a huge amount of influence over our actions and beliefs.

11.5 Women’s embodied safety work

Studies on the different strategies women use in public space have broadly sepa-
rated these into avoidance behaviors, those used to isolate or remove oneself
from danger, and self-protective behaviors, those designed to minimize risk
when facing danger (Riger & Gordon, 1981). Both types of actions can be seen
in the changes women make to where and how they move in public, something
that reveals the ways in which women and girls routinely trade their freedom—
in this case freedom of movement—in order to feel safer.

One of the largest studies conducted on sexual harassment in Europe found
that almost half of the 42,000 women surveyed had restricted their freedom of
movement based on the fear of gender-based violence (FRA, 2014). However
restricting