Abstract

Incidents of violence and aggression in public transport in the Netherlands are considered to have a major impact on the feelings of unsafety, whether this sense is perceived or actual. In order to understand the feelings of (un)safety in public transport, a practical study was conducted on tram transport in The Hague. In this city the tram is a major mean of transport and frequently incidents of violence are reported. A questionnaire was set up in order to measure cognitive, affective and behavioural aspects of feeling unsafe. Four different groups were identified for this study. These include travellers in general, high school students, personnel of the Haagse Tram Maatschappij (HTM) and a group of nonusers. The results showed that the scores for feeling unsafe were relative low, still a mean of 12.5 percent felt (sometimes) unsafe. For the three groups of users of the tram the cognitive estimation of risk was of higher influence than affective feelings on feelings of unsafety. Avoidance was not frequently reported and occurred for travelling in the evening or sitting in the last wagon of the tram.  
Compared to the other groups, the personnel of the HTM had the highest risk estimation and had the highest scores for victimization.

The high school students appeared to be the most deviant group in their answers. In contrast to the other groups of users they reported high levels of avoidance during day and on certain tram lines. Furthermore, the measures of the HTM had no influence on their feelings of unsafety and reported victimization was high in this group. On the other hand, the other groups focused their attention on adolescents as causing violence in the tram. The results of the questionnaire showed high scores for being aware of adolescents and their presence increased the feeling unsafe of the other groups. It was concluded that understanding feelings of unsafety for travelling by tram is complicated; however improvements are possible by understanding the different groups of users. 
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1. Introduction
1.1 An actual theme

The occurrence of incidents of aggression in public transport is not new, but recently especially staff members of public transport companies seem to be victimized. Whereas previously travellers were threatened and intimidated, now inspectors and drivers are being spit at and hit during their work in trams, busses and trains. In the newspaper it was reported at 26 March 2009 that 'A 15-year old boy from The Hague was arrested Wednesday morning after he spit a tram driver in the face' and at 4 May 2009 it read 'Traveller assaults bus driver'. 

Although media like newspapers have the tendency to exaggerate the problems, the acts of violence are too serious to be ignored. For the FNV (the Trade Union) the incidents were reason to stand up for their employees against violence and aggression. Furthermore, in answer to the actions and reported incidents the National Government decided to start a Taskforce Safer Public Transport in April 2009. Finally, a general survey shows that safety in public transport has not declined, but that incidents are becoming more serious (MBZ, April 2009). To get a more detailed picture of the situation today, research is necessary. 

1.2 Practical study in The Hague

Public transport companies like Nederlandse Spoorwegen (NS), Connexxion and the Haagse Tram Maatschappij (HTM) have their own questionnaires for travellers and personnel. The impact on groups of aggression and feelings of unsafety on public transport got our interest. In literature studies on feelings of unsafety (Flight, 2002; Groof, 2006) we found that cities are interested in how feelings of unsafety could be measured. However, these literature studies and recommendations had not yet been put into practice. Our goal was to compile a questionnaire based on recent literature studies. 

The Hague is a suitable city for research on feelings of unsafety of travellers on public transport. We selected The Hague for our study because it is representative of a big Dutch city with inhabitants belonging to a variety of social classes. It has 500.000 citizens and it is the city where the national government of the Netherlands is located. People from the upper classes live here but also people originating from different cultures. The tram is frequently used by many people in The Hague and with 12 diametric tram lines it is an important form of public transportation. Furthermore the tram is of interest for our research since the way of checking tickets in The Hague is not strict but open. Inspectors check tram lines randomly for tickets and this way of checking differs from Amsterdam and Rotterdam where an inspector is always present in trams. For this reason we expect a higher chance of people feelings of unsafety with regard to violence in The Hague than in the other two cities. For these reasons we focussed ourselves on the tram lines of The Hague and investigated the feelings of (un)safety with regard to violence of travellers and personnel. 

Overview
The definition of social safety distinguishes between objective and subjective safety. The World Health Organisation definition of safety has two dimensions: an objective dimension, which can be seen as behavioural and environmental factors measured against external criteria, and a subjective dimension, which can be variously defined as the individual’s internal feelings or perceptions of being safe (WHO, 1998). 
The focus of this study is on the internal feelings or perceptions of being safe for different users of the tram. Three types of concepts will be the main core: the affective component, the cognitive component and the behavioural component. These components form the total estimation of feelings of unsafety and will be outlined in chapter two. 

Chapter three will contain the background information about different (non)users of the tram. 
This study was done in The Hague. Some basic characteristics of the city are mentioned in chapter four like neighbourhood characteristics and known feelings of safety. 

Note
The study for this master thesis was performed together with Alieke de Roon, a fellow student at Psychology Faculty of the University of Leiden. We divided the results but covered the general part of the research together. In this master thesis results are presented of the three components of unsafety feelings. The master thesis of Alieke focuses on the role of victimization. 
2. Feelings of (un)safety 
2.1 Conceptualization of feelings of unsafety
Fear of crime or fear of victimization cover a broad research field. One of the major research problems is the concept of fear itself. Fear is an emotion and like other emotions it is difficult to define and to measure. Emotions, by definition, are irrational and there is no such thing as a "rational emotion" (Fattah, 1993). Feelings are less intense and more fleeting as compared to emotions (Vanderveen, 2006). The research on public transport, where travel is often short, is reason to use the term feelings of unsafety.  
Another problem with research on "fear of crime" is the interchangeable use of different concepts without taking into account the subtle distinctions between them. One encounters references to fear, fright, anxiety, worry, feelings of safety, feelings of security/insecurity, as if they are all one and the same (Fattah, 1993). To create a clear interpretation of feeling (un)safe, the definition of Vanderveen (2002) is used:
The experience of safety points to (…) the experience of safety of humans in a space where they can move, like their own area, which can be threatened by potential or direct threats of persons. The experience, or subjective safety, referred to the less or more conscious experience and interpretations of an individual and the behaviour that is compatible with this, like controlling threats by taking measures.    

Different conceptual frameworks exist on the topic of feelings of unsafety. For this study it was chosen to follow a proposed conceptual framework of Fishbein and Ajzen (1975). A distinction is drawn between cognitive, affective and behavioural components. The behavioural component is an extension of the concept compared to other frameworks (Ferraro & LaGrange, 1988) and was found essential and useful for this study regarding the public transport. Travellers could avoid the public transport if feelings of unsafety and having other means of transportation. 
2.2 Division of the components

The estimation of whether a situation is safe is formed by the three different components. The division in components is conceptually helpful, although in practise it is hardly possible to distinguish between a person's perceptions and feelings. Still, a difference can be made based on what each component represents. 

The cognitive component refers to those aspects that touch on processing of perception and interpretation; the affective component concerns feelings and mood (Fishbein & Ajzen, 1975; Vanderveen, 2006). The behavioural component is about intended action and behaviours. It often expresses itself in avoidance of feared situations (Fattah, 1993). 

The components interact. The perception of the situation, the cognitive evaluation or appraisal of this situation causes an internal subjective affective state and subsequent the expression of the emotion at a behavioural level (Vanderveen, 2006). Avoidance behaviour could have the influence of maintenance or even exceed the thoughts and feelings about a feared situation (Gabriel & Greve, 2003). Possible influences are shown in Figure 2.1.
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Figure 2.1. Components of feelings of unsafety. 

2.2.1 The cognitive component

Cognition, or thinking about unsafety implies some recognition of potential danger, this is called perceived risk or risk estimation (Ferraro, 1995). Risk estimation can be divided into the estimation of the chance of becoming a victim, worry about victimization, estimation of negative consequence if becoming a victim and the media influences on risk perception.
The estimation of the chance of becoming a victim

Risk, by definition, involves exposure to the chance of loss or injuries. Some called this chance 'determining the vague', for one can never be sure of the risk that one will become a victim; it is only possible to gather relevant information and make a judgement about victimization risk. Higher perceived risk often implies more information seeking and a higher awareness of the situation. People often use information of the environment in estimating risk. They rarely witness criminal episodes, but routinely observe signs of incivilities which can be a sign of possible risk to themselves (Ferraro, 1995). 
Worry about victimization

The worry about becoming a victim overlaps with the affective component for the increase in the feelings of unsafety. Personal characteristics are often the most determining factors for the extent in which people worry about victimization. Some would perceive a situation as being dangerous where others would not. Every individual has a certain degree of dispositional fear: the tendency toward reacting anxiously in certain situations (Gabriel & Greve, 2003). This is a relatively stable characteristic that varies between persons and goes together with the subjective estimation of one's own vulnerability and helplessness (Killias, 1990; Hale, 1996). People who feel vulnerable think they are unable to control the possibility that they will become a victim and that the consequences would be severe (Jackson, 2009). Most important determinants for vulnerability are gender and age and will be described later in this chapter. 
Estimation of negative consequences of victimization

The perceived seriousness of the consequences seems to be related to the crime itself, like causing bodily harm or property loss (Vanderveen, 2006). When the estimation of risk is high, it does not necessarily implicate feelings of unsafety because of the estimated negative psychological and physical consequences might still be minor like theft. Also the other way around: a low estimation of risk can go together with a high estimation of the consequences like being raped or threatened (Flight, 2002).    
Media effects

Important developments take place considering the role of the media. Earlier research has shown the increasing influence the media has on risk perception and subjective social safety. More popular messages about crime could cause increased feelings of unsafety (Hale, 1996). Media messages that display a personal portrait of the victim could cause more identification with the victim and therefore increase fear more than the neutral messages in the paper, which are less personal and detailed (Chiricos et al., 1997a, 1997b, 2000; Liska & Baccaglini, 1990). It also has influence on the image-forming of the police, specific ethnical groups and the extent of crime (Oppelaar & Wittebrood, 2006).  

2.2.2 The affective component

The cognitive and affective components act almost simultaneously. The affective component contains two dimensions of feelings of unsafety. First of all, everyday moments of worry when one feels personally threatened; and secondly some more diffuse or ‘ambient’ anxiety about risk. 25% of the population of the Netherlands express worry about becoming a victim (IVM, 2008), but research found that few individuals actually worry for their own safety on an everyday basis (Gray, Jackson, & Farrall, 2008). However it should be noted that females often may be more willing to admit their worries and vulnerabilities than males (Sutton & Farrall, 2005). 
The more diffuse concern about risk is shown to increase on certain times and places. It is well known that most people feel unsafe in the evening and early night hours (Fattah, 1991). A large part of personal victimization takes place on the street or in other public places during hours of darkness. Thus, the more people are on the street or in public places during the late evening or early night hours, the higher are their chances are of being victimized. Knowing this causes a general feeling of discomfort (Fattah, 1993).

Incivilities act as risk indicators and simultaneously give a feeling of unsafety. Incivilities can be divided into social and physical incivilities. Social incivilities comprise norm-crossing behaviour by 'unknown' persons. Physical incivilities comprise the visible results of offensive behaviour like graffiti and destruction (Oppelaar & Wittebrood, 2006). The broken windows theory of Wilson and Kelling (1982) assumes that incivilities have a direct influence on criminality. By seeing others crossing norms or seeing the results of offensive behaviour, potential offenders would get the idea that the environment has less social control and this would create a chance of displaying the same behaviour. Potential victims may use the same information in a similar way to judge their risk of victimization (Ferraro, 1995).

2.2.3 The behavioural component

The behavioural component is the result of the cognitive and affective components. It contains a choice of lifestyle resulting in defensive or avoidance behaviour as a result of feelings of unsafety. 

Close to the estimation of the chance of becoming a victim of criminality is the extent in which someone exposes him- or herself to potentially violent situations. The individual lifestyle and routine activities determines how often the involved person encounters exposure to threats (Killias, 1990). If the estimation is high, a person can decide to avoid these potentially dangerous situations in order to protect him- or herself and to minimise the probability of being victimized. These defensive and avoidance behaviours are among the most effective ways of reducing exposure and victimization.

The enormous capacity people have to adjust to their environment, and to adapt their lifestyle to the wide array of risks, dangers, and threats that are part of their daily existence, should not be underestimated (Fattah, 1993). Some degree of fear prevents against crime and can be functional. Worrying about crime might stimulate precaution, which makes people feel safer and lowers their estimation of risk of crime.
2.2.4 Remaining determinants

Several other determinants can be explained for the formation of feelings of unsafety. The most important ones for this study are victimization, gender, age and education.

Victimization

Individuals that have been victimized before will estimate their chances higher of becoming victimized again. This will cause increased feelings of unsafety in the perspective of criminality than individuals that have not been previously victimized, and this attitude can have the consequence of creating a self-fulfilling prophecy. Situational characteristics probably determine an important part of risk estimation. If someone has been a victim in a certain situation, the cues of the same situation (location, time, environmental characteristics) will make the person in question feel less safe than someone without associations of being a victim (Oppelaar & Wittebrood, 2006). In other studies the latter findings were not confirmed and only a small relation or none at all was found between victimization and feelings of unsafety (Box et al., 1988; Kury et al., 2001).

Besides direct experiences of victimization, indirect experiences can influence the feeling of safety. Messages about victimization can be heard from the personal environment or from the media. The social closeness of the victim and the extent to which the person can identify with the victim determines the influence an indirect experience of victimization can have. Another form is the indirect hearing by word of mouth (WOM) behaviour. Studies indicate that customers in general tell approximately 11 people about a negative experience versus telling six about a positive experience (Johnston & Hewa, 1997). The indirect influences will only be measured by asking about the media, since most people are not aware of the way they are influenced by others. 
Gender, age and education

The most determining factors of feelings of unsafety are gender and age (Ditton & Farrall, 2000). Objectively seen, males and adolescents are in general more often victimized than females and elderly. In contrast females and elderly feel more unsafe and worry more about possible victimization. Females and elderly are seen as more vulnerable, this would cause increased feelings of unsafety. An explanation for this phenomenon is the thought that vulnerability leads to discomfort, feelings of unsafety and anxiety (Elchardus et al., 2005). This higher vulnerability from females and elderly is understood differently. Some explain it as the result of a higher objective (physical) vulnerability and more unseen victimization (Warr, 1984; Ferraro, 1995; Hale, 1996; Scott, 2003). Also the physical and psychological consequences would be higher for females and elderly. Others refer to the effects of image formation by the media where females and elderly are shown as a vulnerable group of the population (Hollander, 2001; Hale, 1996; Tulloch, 2000). This negative stereotyping could cause internalization and result in feeling more vulnerable.

Another factor that would explain feeling more unsafe is the educational level. Feelings of unsafety are heightened in people with lower education than in people with higher education. The effect of educational level exists, also after controlling for financial perspective and social-economical status (Elchardus et al., 2003).

Other known determinants of feelings of unsafety are social cohesion, the living area and personality. However interesting, these fall outside the scope of this study since we did not have the opportunity to extend our research this far. 

2.3 Consequences of feelings of unsafety
Consequences appear often after a longer term and are not measured in this research, a short overview will show the impact that feelings of unsafety can have.

Consequences of these feelings, thoughts and behaviours could have damaging effects on individuals, for instance negative effects on health, increased risk of stress and depression (Liska & Baccaglini, 1990) and also a decreased general life satisfaction (Adam & Serpe, 2000). Further behavioural reactions could follow on feelings of unsafety like social exclusion, avoidance of places and general distrust. In the long term it has a negative effect on life satisfaction (Vanden Boer et al, 2005). 
3. Public Transport and feeling (un)safe

Public transport 

'Public' transport refers to passenger transport that any member of the public may pay to use (Vuchic, 1981). The form of public transport discussed here is the tram, a form of urban mass transit. 'Mass transit' is 'a conveyance that operates along fixed routes, with regular stops, on frequent schedules, and with a set rate of fare' (Hood, 1996). 

3.1 Feelings of unsafety in public transport
Crimes cannot be explained, nor effectively prevented, without understanding the environments in which they occur. Nowhere is this more apparent than in urban public transport. Many of us will know the feeling of being afraid or not feeling at ease, sitting in a dark, deserted station, hearing some adolescents screaming in the back of the tram, hoping they stay there. Many of us will also have given into temptation and travelled on a bus or train without paying the fare. In all these ways we gathered some understanding of the criminal opportunity and inducements presented by the public transport environment. These same environmental cues that indicate criminal behaviour can also be used to improve the situation: by better lightning, more surveillance, and less crowding (Smith & Clarke, 2000). Most public transport systems cannot afford to lose passengers. Almost every company has surveys to help understand and respond to fear among regular travellers. 
This study will bring different groups of (possible) users of public transport together to compare how safe they feel in the tram and if the design, service of personnel and displayed incivilities of adolescents have influence on feeling safe. 
3.2 Design of public transport
The 'design’ of public transport refers to the set up of the environment in and around the tram. The environment inside the public transport is difficult to control. It’s open for anyone who pays for entrance and often also for those who choose not to pay. Increased supervision would deter many offenders anxious to avoid detection and arrest. This can be accomplished through the use of more conductors and station staff, and by the provision of closed-circuit television (CCTV) surveillance. Use of police and security guards can also, in theory, provide improved surveillance and supervision (Smith & Clarke, 2000).
3.3 The personnel and their working environment 
The task of the personnel of public transport is providing a service to users (as driver, safety guard or inspector). An interaction exists between their negative and positive experiences with the users and their behaviour and appearance in their job. Both parts will be described.    

The availability and service of the personnel are important parts of the image of the company and their presence on safety feelings. For example, appearance and first impressions are important in any job, as they can set the tone of any interaction and establish the role characteristics for an encounter. In occupations involving direct contact with members of the public, like those in transport, the wearing of a uniform may encourage or discourage the possibility of violence. The health of workers can also influence how they interact with one another, clients and the public at large. Stress from a heavy workload for example, may lead to inappropriate behaviour which can precipitate an aggressive response. The age and experience of workers is another factor in this equation. Previous experience of handling similar difficult situations, which is also linked to age, should enable workers to react more wisely than inexperienced staff.

Gender is another influential attribute. Men are more likely than women to respond in an aggressive way to many workplace situations, while women are also at much greater risk of certain types of victimization at work than men (Chappell, 2000).
Not to be overlooked are the negative experiences with travellers. As employees with the chance of being attacked or threatened with aggression and violence they have to deal with it in their daily job, often being the easiest target of blame for any deficiencies in public transport (Chappell, 2000). Traditionally, attention has been focused on physical violence. In more recent years, however, evidence has been emerging of the impact and harm caused by non-physical violence, often referred to as psychological violence. Attention is also growing in respect to violence which is perpetrated through repeated behaviour of a type which by itself may be relatively minor but which culminates or can become a very serious form of violence such as sexual harassment, bullying or mobbing (Chappell, 2000).

3.4 Regular use of public transport: travellers
Research on regular bus users indicates that, in general, regular bus users have more positive beliefs about bus service than non-users and perceive fewer barriers to using buses, which is consistent with the findings from previous studies (Anderson & Stradling, 2004; Beale & Bonsall, 2006; Ibrahim, 2003). People who never use buses or have only used them many years ago have a very negative image of the bus service. This may be due to their lack of actual knowledge about bus service and how much this has improved since they have last used them. Also, they may have based their beliefs on opinions given by others, and on observing, as car users, long queues of people waiting at the bus stop in the rain (Beale & Bonsall, 2006). But in many cases these ideas form a justification to continue their car choice.
It is known that travel behaviour is influenced by the service level of the transport system. However, this dependence is not directly related to the objective service level, but is influenced by psychological factors. Psychological factors include perceptions, attitudes and habits of individuals, see also chapter two (Fujii & Kitamura, 2003). 

3.5 The presence of adolescents

The presence of young people in public places, and the types of activities and behaviour in which they engage, often generates a more negative image. Especially groups of adolescents are seen as unpleasant and possible offenders. Most delinquent behaviour is committed by groups of adolescents (Warr, 2001). 
Types of behaviour that generate a negative image in public transport are smoking, showing incivilities like having your feet on the couch, making noise and taking the risk of not paying for a ride or paying too little. The names these types of behaviour have been given; such as 'dodging', 'beating', and 'fiddling', indicate that it is often considered a game or competition (Smith & Clarke, 2000). This is an attractive form of fraud for passengers because, even when detected, they often remain anonymous if they pay immediately (Hauber, 1993).

The main image travellers have of adolescents is as offenders. Less known is their role as victims. Pearson & Toby (1991) did a research on school-related fear of crime. They found that adolescents using public transport in central cities reported the highest fear of crime. Fear of crime in general for adolescents is rarely studied, although crime rates and victimization risk are higher in the juvenile and youth population than in the adult one (Rand & Catalano, 2007).
Shaffer and Ruback (2002) found that compared to adults, juveniles are disproportionately affected by high rates of violence as both offenders and victims. They found that victims of violence were significantly more likely than nonvictims to become violent offenders. 
Because in most crimes the victim and the offender know each other, association with delinquent peers may explain not only juveniles’ offending (Hawkins et al., 2000) but also their victimization. 
Prior research has shown that, as with adults, adolescent girls are generally more afraid than boys (May, 2001), but not in all studies (May & Dunaway, 2000). Arguments about the causes of gender differences in fear may be especially relevant to young girls (versus adult women) because parents are focused on bringing up their children during adolescence. As De Groof (2008) noted, girls are more likely to be brought up to be cautious and avoid risk, whereas boys are more likely to be brought up to be fearless risk takers. 

3.6 Non users of public transport: car drivers
Passengers, particularly business travellers, select the fastest and more direct route (Conquest Research, 1997). In general, the car is the most attractive way of travelling. Convenience, speed, comfort and individual freedom are well known arguments (Anable, 2005). The Netherlands has a good developed and available system of public transport. Steg et al. (2005) did research in Groningen and Rotterdam on car users. They found that besides practical reasons, other motives seem to play an important role, such as feelings of sensation, power, superiority and arousal. Research on reasons for car use seems to suggest that they move from practical reasons to more symbolic and affective characteristics. This means that the public transport needs to become more attractive and to project a positive image to counter that of the car (Beirão & Sarsfield Cabral, 2005). By making clear that it is safer to travel by public transport for having less risk of accidents, car damage or theft. Besides the higher road safety when travelling by public transport, convenience for having time to read or sleep could be considered as reasons for making use of public transport. 
4. The Hague

The increasing ethnical diversity in which the Netherlands grows seems to add to feelings of unsafety (Elffers & De Jong, 2004). Especially in the larger cities the increasing density, anonymity and diversity can cause isolation and loneliness. This can increase uncertainty and fear about the neighbourhood (Hale, 1996). Victimization ratios of criminality show a heightened risk of victimization in urban areas compared to rural areas (Vanden Boer et al, 2005). Migration and criminality is a difficult subject on the political agenda. In the Netherlands this relationship is shown more openly. Especially in neighbourhoods in urban areas where more legal and illegal migrants live more crime is reported. The explanation could be found into less integration which causes more criminality. Numbers of crime under certain migrant groups are high, especially for adolescents and young adults. Allochthonous have more (criminal) contact with the police (BZK, 2002).  

The Hague is seen as the third city in the Netherlands. In 2008 the number of citizens is grown to almost 500.000. Ethnicity is very divers, only 53 percent is Dutch. 

4.1 Living area of The Hague

In a city where so many different cultures melt, often more white coloured areas exist where the crime rate is lower and people feel safer (Maas-de Waal, 2002; Wittebrood et al., 2005). Figure 4.1 shows these areas with more than 60 percent of Dutch citizens; Loosduinen, Segbroek, Scheveningen and Leidschenveen-Ypenburg. 

[image: image1]
Figure 4.1. Dutch citizens in The Hague in percentages.
Source: DHIC/DBZ, 2008.

Figure 4.2 shows the reported crimes by the police in The Hague. The areas with the most reported crimes are the Centre and Escamp.
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Figure 4.2. Number of crimes per neighbourhood (mean of crimes).

*Source: DHIC/Police Haaglanden (HKS-NSCR), 2007.

Of the citizens in The Hague 25% say they sometimes feel unsafe in their neighbourhood. Reasons for feelings of unsafety are: no social cohesion, too many cultures, physical incivilities, criminality, noise and trouble from adolescents.

In general the areas where the citizens feel the most unsafe are the Centre, Laak and Escamp (see Figure 4.3).
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Figure 4.3. Citizens' feelings of unsafety per neighbourhood in percentages.
*Source: DHIC/lv monitor, 2007.
4.2 The tram of The Hague 

A city with so many citizens needs different forms of public transport. Car use in a city is not always practical and not everyone has access to a car or bike. The focus of this thesis is on the tram. An overview of the tram lines can be found in attachment 2.

The HTM actively tries to be accessible for travellers. They try to increase social safety by carrying out projects that could firstly increase their own knowledge of how travellers and their personnel experience the environment of tram and to monitor what is happening. A second aspect is trying to influence more awareness of travellers. 
For the first aspect continuously questionnaires are handed out to both personnel and travellers in order to evaluate the service and social safety. Camera surveillance is done at trams and several undergrounds. Safety guards and officers with the authority to arrest are present (from now on named; BOA's). These teams can call for support of a Flexible Assistance team. 
For the second aspect they try to reach different users of the tram. They started several school education projects and guidance. For example after negative incidents of high school students on tram line 8 and 9 a project named 'Trek die lijn' (Praw that line) is started in 2002. The goal was reaching for higher social safety on these lines with several schools through information, education and involving students in the conversation about behaviour in the tram (Trek die lijn, 2005). The project has won the Hein Roethof price 2003 and in 2007 the UITP-price Helsinki for best prevention project. The effect of the project was reached, the number of incidents decreased. Another pilot project started in November 2007 on the lines 9 and 16 with permanent inspectors. The reason for this project was incidents on these crowded lines. Goals are: more paying travellers, increased feelings of safety and fewer incidents (HTM). Other campaigns address travellers to the subject of social safety. Several projects are carried out in cooperation with retailers, police and community. One form is for example the Neighbourhood Intervention Teams (Buurt Interventie Teams) in the Hague South-West. Volunteers get free rides for late-night shopping and Saturdays in return for monitoring when travelling with the tram. 

The next few years 100 new trams will be designed. Better access for wheelchairs, larger entrance, transparent design and monitoring by cameras. It should be a tram that travellers are proud of (HTM).
5. Presentation of the research questions

The research questions will be presented in different clusters, each explain different components of feelings of unsafety.

1. Dimensions of Feelings of Unsafety: Affective, Cognitive and Avoidance Behaviour.

The first aim of this study is to determine to what extent travellers, the personnel, the adolescents and the car drivers differ in feelings of unsafety. Furthermore, a difference is made between the three dimensions of feelings of unsafety. A set of four questions is asked:

· Feelings of unsafety. To what extent do the groups differ in feelings of unsafety?

· Affective component. To what extent to the groups differ on the affective component of feelings of unsafety?

· Cognitive component. To what extent to the groups differ on the cognitive component of feelings of unsafety?

· Behavioural component. To what extent to the groups differ on their amount of avoidance behaviour?

Hypotheses: The four different groups will differ on both feelings of unsafety as a whole, and on the different dimensions of feelings of unsafety.
2. Determinants of Feeling (un)safe.

The second aim of this study is to determine to what extent some of the different determinants of feelings of unsafety in fact do have an influence on feeling (un)safe for all different groups.

Hypotheses: Women will feel more unsafe than man on affective, cognitive and avoidance behaviour.

Hypotheses: The design of the public environment (the measures taken by the HTM concerning safety) has a positive correlation with feeling safe.

2. Method
2.1 Participants and design


Participants (N=644) were divided in four groups; travellers, high school students, personnel of the Haagse Tram Maatschappij (HTM) and a group of car drivers in the Hague. These groups were chosen for the diversity in their ways of using the tram (described in chapter three of the introduction). 

Travellers are users of the tram that often choose this means of conveyance for practical. They will probably have a realistic view based on experience on safety and how they feel about it. 

High school students are also users of the tram. They will have experience with safety and how they feel about it. An interesting factor (and the reason why this group was chosen, is that their presence in the tram is often visible, especially when groups make use of the tram when going or leaving school. It is expected that groups are threatening to other travellers and personnel. 

The personnel were chosen, obviously, because their working area is in and around the tram. They have every day experience with travellers and, depending on their occupation (alone as drivers, or in a group as safety guards or inspectors), to meet with conflict situations and violence. They are therefore expected to have clear opinions and feelings about their safety.

The car drivers consisted of people who do not use the tram. Almost no research is done on what their image is of the tram and what reasons they have for not using the tram. It is interesting to investigate what kind of image they have formed of the tram and if there is a connection between this image and their feeling of safety.

The first group consisted of 194 travellers (86 men, 108 women; mean age=35.15, SD=15.61) between the ages of 12 and 88. Educational background: 38 had gone to University, 63 participants had had Higher Vocational Training (HBO), 35 participants had had Midlevel Vocational Education (MBO), 2 had had Lower Basic Education (LBO or LTS) and 45 participants had finished secondary school. Their ethnical background was documented: 135 white and 59 non-white.

The second group consisted of 72 high school students (37 men, 35 women; mean age=15.06, SD=.97) between the ages of 13 and 17. They were all attending secondary school. Their ethnical background was not documented.

The third group consisted of 179 members of personnel of the HTM (159 men, 20 women; mean age=40.2, SD=10.5) between the ages of 18 and 64. Educational background: 1 had gone to University, 22 participants had had Higher Vocational Training, 76 participants had received Midlevel Vocational Education, 19 had received Lower Basic Education and 52 participants had finished secondary school. Their ethnical background was not documented.

The group could be divided into three main occupations: drivers (N=81), inspectors with the authority to arrest (BOA's) (N=50) and safety guards (N=32). The remaining 16 participants were instructors or management employees. They were asked on which lines they worked. 100 participants worked on all lines, 56 on lines 1, 9, 10, 16 & 17 (Scheveningen), 10 participants on lines 2, 3, 4 & 6. 13 worked on other (combinations of) lines. 

The fourth group consisted of 199 car drivers (124 men, 75 women; mean age=42.77, SD=13.92) between the ages of 18 and 84. Educational background: 78 had gone to University, 85 participants had received Higher Vocational Training, 27 participants had received Midlevel Vocational Education and 5 participants had finished secondary school. Their ethnical background was documented: 182 white and 17 non-white.

This research design could be described as quantitative with the aim of providing a small overview of a representative sample of a medium population. Demographic characteristics of each group are listed in Table 2.1.

Table 2.1
Demographic characteristics of the study sample
.
	Demographic variable
	Total

N (%)
	Travellers

N (%)
	High School Students N (%)
	Personnel

N (%)
	Car drivers
N (%)

	Total

Gender

  Male

  Female
	644

406 (63)

238 (37)
	194

86 (44.3)

108 (55.7)
	72

37 (51.4)

35 (48.6)
	179

159 (88.8)

20 (11.2)
	199

124 (62.3)

75 (37.7)

	Age (M(SD))
	36.68 (15.61)
	35.15 (16.88)
	15.06 (.97)
	40.2 (10.5)
	42.77 (13.92)

	Ethnicity

  White

  Non-white
  Unknown

Education
	317 (49.2)

76 (11.8)

251 (39)
	135 (69.6)

59 (30.4)

-
	-

-

-


	-

-

-


	182 (91.5)

17 (8.5)

-



	  University
	117 (18.9)
	38 (20.8)
	-
	1 (0.6)
	78 (40)

	  Higher Vocational 

  Training
	170 (27)
	63 (34.4)
	-
	22 (12.9)
	85 (43.6)

	  Midlevel Vocational

  Education
	138 (22.3)
	35 (19.1)
	-
	76 (44.7)
	27 (13.8)

	  Lower Basic 

  Education
	21 (3.4)
	2 (1.1)
	-
	19 (11.2)
	-

	  Secondary

  School
	174 (8)


	45 (24.6)


	72 (100)


	52 (30.6)


	5 (2.6)




Note: values were calculated based on total number of valid responses for each category (Total N – missing N).

2.2 Procedure

The research consisted of two parts:


1. Quantitative research


2. Qualitative research

1. Quantitative part

The travellers were randomly approached on all tram lines (attachment 1). For a good representation the approach was spread over the front, middle and back parts of the tram. All travellers were asked the question: 'We are doing a research on safety in the tram for our master thesis. Do you have five minutes time to answer a questionnaire about the tram of The Hague?’. We tried to find 16 participants per diametric tram line (12 lines in total). 130 questionnaires (67%) were filled in during the day (12.00 - 16.30) and 64 questionnaires (33%) in the evening (20.00 – 23.00). These times were chosen to avoid rush hour. Not everyone had enough time to fill in the questionnaire. 6 only filled in the front page; they were excluded from the analysis. The final sample consisted of 164 participants.

The adolescents were approached in a secondary school in The Hague (Overbosch College; VMBO School). This school was chosen of its location close to a tram line which is often used by High School Students before and after school. This is line 6, direction Leidschendam Leidsenhage (halt Carel Reinierskade). Five second grade classes were approached by a teacher to answer a questionnaire during their lessons. Several other secondary schools were approached for participation but did not agree to participate in this study because of an overload of questionnaires that students already had to fill in and a busy schedule.

After agreement with this study by the direction of the HTM, the personnel were approached. Conductors were approached at work related places; Remise Lijsterbesplein, Remise Scheveningen, Remise Zichtenburg, and the terminal stops Scheveningen Noord and Wateringen. The special investigation officers (BOA's) were approached at their common area at the main location of the HTM on the Grote Marktstraat. A few filled in a questionnaire on the tram. Safety guards were approached at the HTM location Grote Marktstraat and at a main location in the tunnel of the Grote Marktstraat/ Spui. All were asked: 'We are doing a research about safety in the tram for our master thesis. Do you have five minutes time to fill in a questionnaire about the tram of The Hague?’. It should be noted that almost at the same time a yearly safety questionnaire of the HTM was distributed. After mentioning that our questionnaire was for our master thesis, not for the HTM, almost everyone agreed to fill it in. 

The car drivers were approached in parking places in the centre of The Hague; Muzenplein, Cityhall/Centre, Pleingarage, Spui/Centre and the Lutherse Burgwal. A representation of car drivers was difficult to reach. Some car drivers never used the tram or came from outside the city; they were excluded from filling in a questionnaire. Reasons for people not to agree to fill in a questionnaire were time pressure and the parking money. They were specifically asked whether the last time they used the tram was less than a year ago in order to obtain a recent image. Around one in ten persons that were asked and sometimes made use of the tram agreed to fill in a questionnaire. Every person arriving or paying to leave was approached with the question: 'Do you sometimes use the tram? If yes: we are doing a research about safety in the tram for our master thesis. Do you have five minutes time to fill in a questionnaire about the tram of The Hague?'. 

2. Qualitative part

The qualitative part was meant to establish the reasons behind the feelings, thoughts and behaviour regarding safety. Most of the participants in the travellers group and the car drivers did not have time to answer some questions. When there was time, questions were asked about their experience with the tram or reasons for not using the tram. Answers were written down by us. The high school students were not available because of the classes. Some personnel had time for questions. 

- After a talk with the direction the opportunity were given to participate in a debriefing of the BOA's. Something was told about how they experience work and about the difficult elements. They invited us to join their work in uniform in the morning and in the evening (both on a Monday). During these hours there was a lot of time to observe and ask questions.  

2.3 Instruments

Feelings of unsafety Scale

The Feelings of Unsafety Scale is based upon recommendations of Flight et al. (2002). He has done research on what kind of questions would be reliable to measure Safety Feelings based on previous questionnaires. An important recommendation that were followed is the criticism on the term 'feelings of unsafety' being too broad and loaded. An accessible 'feelings unsafety' will be measured by following Williams et al. (2002) in his use of the term worry and Vanderveen (1998).  

His ranging of three different scales, Affect, Cognition and Avoidance Behaviour, were used to make the Feelings of Unsafety Questionnaire. In the current study the Cronbach alpha coefficient for the Feelings of Unsafety Scale Total was .77. The three parts of the scale consists of Cognition (.92), Affect (.90) and Avoidance Behaviour (.38). The specific questions of the scales are mentioned below.
Although the Avoidance Behaviour Scale has a very low reliability, there are some reasons for using it. The scale consists of relatively few questions (five). The personnel were asked four of five. The deleted question was: ‘Does it ever occur that you avoid the tram because of safety reasons?’, and was deleted because it is, for obvious reasons, impossible for this group to avoid the tram. The low reliability could be explained by the different kind of questions it contains. It asks about avoidance on specific times (morning, afternoon and evening), avoidance of specific tram lines and avoidance of the tram in general because of safety reasons. It could be argued that these elements measure different parts of avoidance behaviour that do not necessarily relate to each other and therefore together result in a low reliability. 

Although the reliability is low of the Avoidance Behaviour Scale it gives significant differences. Apparently the different aspects in the scale contain some interesting elements. Because of the interesting questions that measure a different component of avoidance it was decided to use it.


According to Flight et al (2002) it is preferred, especially with questionnaires, to work with a numeric answer scale of seven or ten points. A seven point scale (1 ‘very unsafe’, 7 ‘very safe’) is preferred because this has a clear middle point and between the middle and end points there are just two choices. That makes it possible to capture variations in opinions without presenting too many choices (leading to vacillation) or too few (meaning that too much data is lost). This will give a better spreading so that this kind of variables can be viewed as interval variables. This is in contrast with the nominal or categorical variables. 

The Cognitive Scale consisted of the following items:

- On a scale of 1 to 7, what do you think your chances are of being a victim of any type of crime during the next year? 

- On a scale of 1 to 7, what do you think your chances are of being a victim of harassment/ robbery/ threat/ physical abuse/ bullying?

- How worried are you about becoming a victim of harassment/ robbery/ threat/ physical abuse/ bullying?

- How large are the negative consequences if you become a victim of harassment/ robbery/ threat/ physical abuse/ bullying?

- How often do you follow items of crime in papers or on television?

The Affective Scale consisted of the following items:

- Do you feel at ease in the tram (reversed item)? 

- How often do you feel unsafe in the tram? 

- How often do you not feel at ease when travelling by tram in the evening? 

- How often do you not feel at ease when travelling by tram during the day? 

- How often are you afraid of coming in contact with aggression or violence during your travel? 

- Do you feel unsafe when adolescents who are seated in the back of the tram display incivilities? 

- How worried are you about becoming a victim of harassment/ robbery/ threat/ physical abuse/ bullying?

The Avoidance Behaviour Scale consisted of the following items:   

- Does it ever occur that you avoid the tram because of safety reasons?

- Does it ever occur that you avoid the tram in the (morning/afternoon/evening)?

- Does it ever occur that you avoid a certain tram line? 

Extra questions and propositions can be found in attachment 3. The used questionnaires for the four groups can be found in attachment 4.

2.4 Statistical analysis

Preliminary analyses were done to check for differences between groups as expected. The demographical variables; age, gender and education were analyzed using the chi square test. 

Differences between groups with regard to feelings of unsafety (different scales) and gender were analyzed using the MANCOVA test. This test was done to see how high each group scores on the Feelings of Unsafety Scale and subscales.
Follow-up analyses to identify the significant differences were analyzed using post hoc tests (Dunnett T3). This is a strict post hoc test that controls for unequal variances.
An overview of what the Cognitive, Affective and Behavioural Scale measured was made to create some understanding of the analyses.

For the Cognitive Scale; an overview of the frequencies of total victimization and the risk estimation was given. 

For the Affective Scale; unsafety feelings in percentages were given.

For the Behavioural Scale; avoidance of times and tram lines were given. 

Differences between groups with regard to feeling safe by measures of the HTM were analyzed using a one way between-groups analysis of variance.
Awareness of adolescents per group was analyzed using a two-way MANCOVA test. This test was done to see differences per group and awareness of adolescents for feeling unsafe and the estimation of the possibility that adolescents can display incivilities.
3. Results
3.1 Introduction of groups

In the context of our research, it is good to know some basic characteristics of the different categories of travellers as frequency of travelling by tram, travelling times and possible alternatives for transport. A short introduction is given for each group. 
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Figure 3.1. Frequency of travelling by tram per group in percentages.
Travellers 

In relation to feelings of unsafety it is important to know how frequent their experiences are. Of the travellers 97 (50%) used the tram daily, 64 (33%) multiple times a week, 12 (6%) once a week and 21 (11%) less than once a week (Figure 1). The experience of travelling by tram is different for the morning, afternoon and evening. Of the travellers 135 (70%) said to travel mostly in the morning, 126 (65%) in the afternoon and 82 (42%) travelled by tram in the evening. More than one answer was possible in this question. Alternatives for transport were use of the car; 54 (28%), bike; 98 (51%) and bus; 68 (35%). Of the travellers 23 (12%) had no alternative. Multiple answers were possible.

The most important reason to make use of the tram was for the travellers that the tram was the most convenient way of travelling; 67 (35%). The parking problem was named 19 times (10%), price was a reason for 7 persons (4%) and 74 times (38%) they had no other choice. 

High school students

Of the students 64 (89%) used the tram daily, 6 (8%) multiple times a week and 2 (3%) less than once a week (see figure 1). Travelling times were for 70 (97%) in the morning. In the afternoon; 58 (81%) and 37 (51%) made use of the tram in the evening. Alternatives for transport were use of the car; 11 (15%), bike; 16 (22%) and bus; 23 (32%). Of the students 19 (26%) said they had no alternative. The most important reason to make use of the tram was for the students that the tram was the most convenient way of travelling; 27 (38%) and 38 (53%) had no other choice. 

Personnel

This overview included the drivers, inspectors with the allowance to arrest (BOA's) and safety guards. All were asked how often they worked. The drivers (N=81), 45 (56%) worked daily, 34 (42%) multiple times a week and 2 (2%) worked less than once a week. The BOA’s (N=50), 37 (74%) worked daily and 13 (26%) multiple times a week. The safety guards (N=32), 18 (56%) worked daily, 13 (41%) multiple times a week and 1 (3%) worked less than once a week.

The car drivers

Of the car users 18 (9%) said to use the tram daily, 26 (13%) multiple times a week, 21 (11%) once a week and 134 (67%) less than once a week (see figure 1). Travelling times were for 104 (52%) in the morning. In the afternoon; 85 (43%) and 65 (33%) made use of the tram in the evening. Alternatives for transport were use of the car; 170 (85%), bike; 126 (63%) and bus; 51 (26%). 3 (2%) had no alternative. The most important reason to make use of the tram was for the car drivers that the tram was the most convenient way of travelling; 79 (40%), price; 11 (6%) and 31 (16%) if they had no other choice. Reasons to use the car were the ability of reaching different locations; 137 (69%), the weather; 64 (32%), the image of the tram is not attractive; 18 (9%) and 45 (23%) answered carrying packages and convenience.

3.2 Preliminary analysis

Preliminary assumption testing was conducted to check for differences between groups regarding gender, education and age. This was necessary for making further advanced statistical analysis. 

Gender


Differences between groups for gender were tested with a chi square. Gender was unequally distributed across the groups (χ² (3, N = 644) = 84.48, p < 0.00), personnel being predominantly males, travellers and high school students were more frequently females.  Proportions are listed in Table 3.1.

Table 3.1

Gender for groups in percentages

	Gender
	Travellers
	High School Students
	Personnel
	Car drivers
	Total

	 Male
	21
	9
	39
	30
	100

	 Female
	45
	15
	8
	32
	100


Educational level


Differences between groups in educational level were tested using a chi square. Educational level was unequally distributed across the groups (χ²(12, N = 620) = 427.76, p < 0.00), personnel having predominantly lower basic education, high school students only secondary school, car drivers mainly higher education. Proportions are listed in Table 3.2.

Table 3.2

Educational level for groups in percentages

	Education
	Travellers
	High School Students
	Personnel
	Car drivers
	Total

	  University
	33
	0
	0
	67
	100

	  Higher  

  Vocational 

  Training
	37
	0
	13
	50
	100

	  Midlevel

  Vocational

  Education
	25
	0
	55
	20
	100

	  Lower Basic 

  Education
	10
	0
	91
	0
	100

	  Secondary

  School


	26
	41
	30
	3
	100


Age

Differences between groups in age were tested using a chi square. Age was unequally distributed across the groups (χ²(9, N = 644) = 387.06,  p < 0.00), the high school students were all under twenty. Personnel were mainly of the age between twenty and sixty and the car drivers were predominantly of higher age. Proportions are listed in Table 3.3.

Table 3.3

Age of the groups in percentages

	Age
	Travellers
	High School Students
	Personnel
	Car drivers
	Total

	   < 20 
	36
	57
	3
	4
	100

	   21 – 40
	30
	0
	33
	37
	100

	   41 – 60
	25
	0
	41
	34
	100

	   > 61
	37
	0
	12
	51
	100


3.3 Feelings of unsafety 

The effects of groups (personnel, travellers, high school students and the car drivers) on the total feelings of unsafety, cognition, affect and avoidance behaviour was investigated using a One-Way MANCOVA, with the groups as the fixed factor, gender as covariate and the total feelings of unsafety, cognition, affect and avoidance behaviour as the dependent variables. Preliminary assumption testing was conducted to check for normality, linearity, univariate and multivariate outliers, homogeneity of variance-covariance matrices, and multicollinearity, with no serious violations noted, except that Levene’s Test of Equality of Error Variances was violated. This is caused by the subject (feelings of unsafety measured on a 7 point scale), more answers were given for one side of the scale. As a result the variances were not equally spread across the groups. For determining significance of avoidance in the univeriate F-test, a more conservative alpha of .025 was used as suggested by Tabachnick and Fidell (2001).


Effect sizes were expressed as partial eta squared (ηp2). According to conventional criteria (Cohen, 1988) a ηp2  of 0.01 is small; 0.06 moderate; 0.14 large. 


A MANCOVA, with groups as the independent variable, the total feelings of unsafety, cognition, affect and avoidance behaviour as the dependent variables, and gender as covariate, showed a significant and small main effect for the groups  (F(9, 1541) = 11.77, p < .01, ηp2 = .053). There was a significant difference between the groups on the total feelings of unsafety (F(3, 635) = 15.60, p < .01, η2  = .03), on cognition (F(3, 635) = 59.72, p < .01, ηp2 = .067), on affect (F(3, 635) = 22.69, p < .01, ηp2 = .026) on avoidance behaviour (F(3, 635) = 36.82, p < .01, ηp2 = .057). 

Personnel felt the most unsafe (N = 179, M = 2.88, SD = .07) with a huge effect size compared to car drivers (N = 196, M = 2.49, SD = .07, Cohen’s d = 5.59) and travellers (N = 194, M = 2.59, SD = .07, Cohen’s d = 4.15). As personnel, high school students (N = 71, M = 2.78, SD = .11) felt the most unsafe when compared to car drivers (Cohen’s d = 3.53) and travellers (Cohen’s d = 2.31). 
Personnel reported more anxious cognitions (M = 3.84, SD = .09) than all other groups with a huge effect size; high school students (M = 3.09, SD = .14, Cohen’s d = 7.07), car drivers (M = 3.10, SD = .08, Cohen’s d = 8.74) and travellers (M = 3.15, SD = .08, Cohen’s d = 8.14).
Personnel reported the highest anxious affect (M = 3.19, SD = .09) and differed from all other groups with a huge effect size; (means for high school students (M = 2.81, SD = .14, Cohen’s d = 3.58), for car drivers (M = 2.71, SD = .08, Cohen’s d = 5.67) and for travellers (M = 2.79, SD = .09, Cohen’s d = 4.46)). 

High school students reported more avoidance behaviour (M = 2.88, SD = .07) than all other groups with a huge effect size; (personnel (M = 1.61, SD = .08, Cohen’s d = 16.48), car drivers (M = 1.65, SD = .07, Cohen’s d = 19.26) and travellers (M = 1.83, SD = .07, Cohen’s d = 15.06)). See Table 3.4 for group means and standard deviations 
Table 3.4
Main effect, Means and Standard Deviations on the dependent variables; feelings of unsafety, affect, cognition and avoidance behaviour for the four groups. 
	Main effect groups
	F(9, 1541) = 11.77, p < .01, ηp2 = .053

	
	Total Feelings of Unsafety
	
	Affect
	
	Cognition
	
	Avoidance behaviour

	Groups
	M
	SD
	
	M
	SD
	
	M
	SD
	
	M
	SD

	Travellers
	2.59
	.07
	
	2.79
	.09
	
	3.15
	.08
	
	1.83
	.07

	High School Students
	2.78
	.11
	
	2.81
	.14
	
	3.09
	.14
	
	2.43
	.12

	Personnel
	2.88
	.07
	
	3.19
	.09
	
	3.84
	.09
	
	1.61
	.08

	Car drivers

  
	2.49
	.07
	
	2.71
	.08
	
	3.10
	.08
	
	1.65
	.07


Note: The items were measured on a 7 point scale, higher scores means a higher agree with the statement.

3.3.1 The cognitive component
The cognitive component contains the estimation of risk of becoming a victim which can be divided into four aspects. Worry about becoming a victim, negative consequence of becoming a victim, the chance that one will become a victim in the next year and the influence of the media. Paragraph 3.3 showed the significant differences, this part is meant to create some understanding of the results. The media was measured by a single item which created no clear line for the different groups so this will not be reported. The main part was measured by the risk estimation. 

[image: image6.emf]0

1

2

3

4

5

6

7

Males Females Males Females Males Females Males Females

Travellers High school students Personnel Control group

Groups and gender

Never <        measured on a 7 point scale      > Always

Worry

Consequences

Chance

[image: image7.emf]0

1

2

3

4

5

6

7

Males Females Males Females Males Females Males Females

Travellers High school students Personnel Car drivers

Groups and gender

Never <        measured on a 7 point scale      > Always

The risk estimation (cognitive component) shows that the pattern for the travellers, the car drivers and also for the high school students is the same. The worry about possible negative consequence of becoming a victim is the highest, followed by worrying about becoming a victim and lowest is the chance of becoming a victim by one self. The personnel show a different pattern where mainly the chances of becoming a victim of the total of crimes (harassment, robbery, threat, physical abuse and bullying) on feeling unsafe measured by the cognitive component are estimated as the highest, followed by the consequences of becoming a victim and lowest is the estimation of the worrying of becoming a victim. The females report higher cognitive thinking than males for all groups. The females of the personnel report the highest cognitive thinking, where the male travellers report the lowest cognitive thinking as shown in Figure 3.2. 

Figure 3.2. The risk estimation of becoming a victim of the total of crimes (harassment, robbery, threat, physical abuse and bullying) on the cognitive estimation of feeling unsafe; worry, consequences and chance. Measured on a 7 point scale, shown per group and for gender. 

3.3.2 The affective component
A representation of the affective component will be done by one question: 

'How often do you feel unsafe when travelling by tram?' All questions were checked and showed almost the same results.

Fourteen and a half percent (14.5%) of the travellers reported feeling sometimes, almost always or always feeling unsafe when travelling by tram. These answers were given by fourteen percent (14%) of the high school students, almost thirteen percent (12.8%) of the personnel and eight and a half percent (8.5%) of the car drivers. See Table 3.5 for percentages.

Table 3.5
Affective question for feeling unsafe shown by percentages for all groups

	
	How often do you feel unsafe when travelling by tram?

	7 point scale
	Travellers 

%
	High school students %
	Personnel 

%
	Car drivers 

%

	Never
	29.9
	34.7
	20.7
	31.7

	Almost never
	33
	22.2
	28.5
	29.6

	Hardly ever
	11.3
	16.7
	17.9
	15.6

	No opinion
	11.3
	12.5
	20.1
	14.6

	Sometimes
	5.7
	4.2
	8.9
	6.5

	Almost always
	5.2
	4.2
	2.8
	1.5

	Always
	3.6
	5.6
	1.1
	.5

	Total
	100
	100
	100
	100


3.3.3 The behavioural component

Avoidance is one of the possible reactions on feelings of unsafety. All groups where given the question naming times and tram lines that they (sometimes) avoid. 

Avoidance to travel on certain times of day

Students do not show avoidance of travelling during a particular part of the day. In contrast the travellers and the car drivers reported to avoid to especially travelling during the evening time (Table 3.6). 

Table 3.6 

Avoidance of tram during the day per group in number and percentages

	Groups
	
	Time of the day

	
	
	Morning
	Afternoon
	Evening

	Travellers
	N (%)
	3 (1.5)
	7 (4)
	74 (38)

	High school students
	N (%)
	16 (22)
	13 (18)
	13 (18)

	Car drivers
	N (%)
	3 (2)
	3 (2)
	74 (38)


Avoidance of tram lines

High amounts of avoidance for tram lines were found for the high school students. Mainly named were the tram lines 6 and 9. The travellers named 9, 11 and 12 as the lines to be avoided. The car drivers named line 9 most often (Table 3.7). 

Table 3.7 

Avoidance of tram lines in numbers
	      Tram line

Groups
	Total
	1
	2
	3
	4
	6
	9
	10
	11
	12
	15
	16
	17

	Travellers 
	39
	0
	2
	0
	1
	6
	7
	4
	8
	10
	0
	1
	0

	High school

students
	63
	3
	3
	5
	5
	15
	13
	0
	1
	2
	1
	4
	1

	Personnel
	12
	0
	0
	0
	0
	0
	5
	0
	4
	2
	0
	1
	0

	Car drivers
	22
	0
	2
	3
	1
	1
	8
	0
	1
	3
	0
	2
	1


3.4 Measures HTM 

The HTM takes several measures to increase the safety of their travellers and personnel. Cameras, safety guards, BOA’s and closing the last wagon in the evening are some that are visible for everyone. An exploration of their impact on feeling safe for all groups was done.


Correlation coefficients were computed among the feelings of unsafety (total, affect, cognition and avoidance behaviour) and measures of the HTM (cameras, safety guards, BOA's and closing of the last wagon in the evening for travellers). Preliminary analyses were performed to ensure no violation of normality, linearity and homoscedasticity. The results of the correlational analyses presented in Table 3.8 show almost no correlations between the measures in the student group. This suggests that the measures have almost no influence on feeling safe when travelling by tram for adolescents. For the car drivers and the travellers correlations between perceived increase of their feeling safe and number of measures of the HTM is highest indicating that that for these groups measures taken by the HTM tend to affect feelings of safety. 

Table 3.8
Correlations among the Feelings of unsafety and the measures of the HTM

	
	
	Cameras
	Safety guards
	BOA’s
	Closing of the last wagon in the evening

	Travellers
	Total
	-.210**
	-.271**
	-.406**
	-.382**

	
	Affect
	-.133
	-.198**
	-.425**
	-.340**

	
	Cognition
	-.248**
	-.341**
	-.359**
	-.232**

	
	Avoidance behaviour
	-.159**
	-.144
	-.238**
	-.377*

	High school students
	Total
	-.011
	.195
	-.068
	-.225

	
	Affect
	-.051
	.193
	-.089
	-.232

	
	Cognition
	-.054
	.154
	-.078
	-.061

	
	Avoidance behaviour
	.087
	.148
	.001
	-.270*

	Personnel
	Total
	.210**
	-.053
	-.031
	-.116

	
	Affect
	.251**
	-.017
	-.006
	-.125

	
	Cognition
	.177*
	-.060
	-.008
	-.159*

	
	Avoidance behaviour
	.064
	-.059
	-.078
	.034

	Car drivers
	Total
	-.250**
	-.208**
	-.405**
	-.393**

	
	Affect
	-.254**
	-.243**
	-.416**
	-.419**

	
	Cognition
	-.257**
	-.165*
	-.327**
	-.330**

	
	Avoidance behaviour
	-.116
	-.109
	-.285**
	-.245**


** p < 0.01, * p < 0.05 
3.5 Frequencies victimization

Taking measures for feeling safe cannot guarantee one will not become a victim. Every group was asked if they have ever been a victim of harassment, robbery, threats, physical abuse or bullying in the tram. 

The travellers, high school students and the car drivers reported more frequently than personnel to have been victims of harassment. The personnel most frequently reported to have been victims of threats. Overall victimization was most prevalent among personnel except for robbery (Table 3.9).  

Table 3.9
Victimization frequency and percentage per group

	Crime
	Travellers

N (%)
	High school students N (%)
	Personnel

N (%)
	Car drivers

N (%)

	Harassment
	75 (38.7)
	18 (25.0)
	107 (60.1)
	46 (23.1)

	Robbery
	29 (14.9)
	10 (13.9)
	24 (13.5)
	34 (17.2)

	Threat
	24 (12.4)
	6 (8.3)
	117 (65.7)
	28 (14.2)

	Physical abuse 
	9 (4.6)
	9 (12.5)
	56 (31.5)
	4 (2.0)

	Bullying
	34 (17.5)
	11 (15.3)
	106 (59.6)
	25 (12.7)


3.6 Influence of adolescents (high school students) on feelings of unsafety

The presence of adolescents is often visible in public transport. All groups were asked the following statements.

- I am aware of the fact that in general, adolescents take place in the back of the tram. 

- Adolescents have the chance to display criminal behaviour in the tram.

- Do you feel unsafe when adolescents who are seated in the back of tram display incivilities? 

The participants had the possibility to answer on a 7 point scale (1 ‘I do not agree’, 7 ‘I totally agree’).


The effects of groups (personnel, travellers, high school students and the car drivers) and awareness of adolescents on feeling unsafe and the chance estimation of adolescents displaying criminal behaviour was investigated using a 2-Way MANCOVA, with the groups and adolescents as the fixed factors, gender as covariate and the estimation of the chance that adolescents can display criminal behaviour in the tram and feeling unsafe when adolescents are seated in the back of the tram as the dependent variables. Preliminary assumption testing was conducted to check for normality, linearity, univariate and multivariate outliers, homogeneity of variance-covariance matrices, and multicollinearity, with no serious violations noted, except that Levene’s Test of Equality of Error Variances was violated. This is caused by the subject (feelings of unsafety measured on a 7 point scale), more answers were given for one side of the scale. As a result the variances were not equally spread across the groups. For determining significance of avoidance in the univeriate F-test, a more conservative alpha of .025 was used as suggested by Tabachnick and Fidell (2001).


Effect sizes were expressed as partial eta squared (ηp2). According to conventional criteria (Cohen, 1988) a ηp2  of 0.01 is small; 0.06 moderate; 0.14 large. 


A  two way MANCOVA, with groups and awareness of adolescents as the fixed factors, feeling unsafe and chance estimation as the dependent variables, and gender as covariate, showed a significant and small main effect for the groups  (F(6, 1146) = 4.68, p < .01, ηp2 = .023). There was a significant effect on the estimation of the chance that adolescents display criminal behaviour (F(3, 574) = 43.86, p < .01, η2  = .03). The estimation of the chance for adolescents displaying criminal behaviour was higher for personnel (N = 174, M = 6.00, SD = .26) and car drivers (N = 175, M = 5.50, SD = .14) than travellers (N = 185, M = 5.00, SD = .16) and high school students (N = 69, M = 5.09, SD = .25). Personnel had a huge effect size compared to travellers (Cohen’s d = 4.68) and high school students (Cohen’s d = 3.55). In addition there was a small significant main effect for the awareness of adolescents (F(12, 1146) = 5.35, p < .01, ηp2 = .053) on the estimation of the chance that adolescents display criminal behaviour (F(6, 574) = 119.59, p < .01, η2  = .092). People with high awareness of the adolescents felt the most unsafe (N = 288, M = 6.17, SD = .09) and differed from all with less awareness of adolescents; means being respectively moderate aware (N = 54, M = 5.09, SD = .20, Cohen’s d = 9.47) and low awareness (N = 32, M = 5.09, SD = .42, Cohen’s d = 6.92). See Table 3.10 for group means and standard deviations.
An interaction effect was not found for groups and awareness (F(36, 1146) = 1.11, p = .30, ηp2 = .034) implicating that for unsafety feelings, awareness of adolescents is not of more importance for  any of the groups.

3.7 Qualitative research; joining the HTM

Two parts of qualitative research took place. The first was an observation on all tram lines, to see the social context and travellers on different tram lines. Secondly, an inside view on the working experience of the BOA's. There was an opportunity to walk along with them on two days.

Firstly, the observation consisted of travelling a part on all tram lines in the afternoon and the evening. It made clear that in 95% of the rides, no serious incidents happened. Three obvious things were noticed.

- Tram line 17, around 12.00. A safety guard asked for someone's ticket, the man said that he had no ticket but decided to stamp it directly. The safety guard walked away at first but came back to the man. It was not clear what he exactly said, but he came close to the man and the only thing that could be heard was that he asked for the man to touch him. The man tried to avoid this, another safety guard came to look for the situation and the first safety guard repeated his question when standing close to the man. As a reaction, the man left the tram the next stop. 

- Tram line 17, around 15.00. Lots of high school students crowded the tram, especially in the middle and the back of the tram. They made noise, banged on the windows and doors and pulled once on the emergency brake. The driver said that he would stop if someone pulled the emergency brake again, the high school students reacted with shouting and indeed pulled the brake again. He stopped at a halt and stated that he would not drive further. No one stepped out. A female adult traveler walked at the back and asked who it was that pulled the brake. There was no one who took this serious. The driver stated a little bit aggressive again that he would not drive further. But everyone stayed inside. He drove on stop further and waited there several minutes. I had a talk with some students and they said that this happened sometimes and they attributed it to the power of the group size. It was clear that the driver would not drive further. All travellers stepped out, the high school students in the end too. Except for the female traveller, no other comments were placed directly to the high school students.

- Tramline 6, around 17.00. The researches had approval of the HTM to ask travellers in the tram for filling in a questionnaire. Apparently the driver did not know about it. He stopped the tram, walked to us and stated in an aggressive manor that we directly had to stop or he would call the police. It was tried to explain the situation, but he would not listen and returned to his seat.   

These incidents involved the personnel, which not exclude that travellers can provoke aggression in the direction of personnel or to other travellers. 

Secondly, the opportunity was created by the HTM to walk along with the BOA's. Dressed in uniform, walking in the group of inspectors allowed the researchers to experience how travellers react on themselves and to see how the BOA's handle situations at a morning and an evening. 

Before going out, a briefing was attended. Here was the opportunity to ask them questions. It became clear that there is much unknown about their job for the outsiders. Their job contains very different aspects. As preparation they have training, physical and psychological and many exams that have to be done every year. Their work in the tram is experienced as having 95% good contacts with travellers; the other five percent can be pretty rough. They meet almost every day violent actions from travellers but also frustrating behaviour of passengers. An example; when a BOA held a traveller steady after he had behaved aggressive, another passenger asked him when the tram would go further. They experience the lack of understanding for their work as difficult sometimes.

The BOA's are used of getting into conflict situations, for fining fare-dodgers. They have short contacts with the travellers when checking their tickets, and are the experts on handling the diversity of travellers. People can react very differently on their checks. Some non payers have the chance of getting caught calculated and have the money for their fine in their wallet. Others argue and sometimes even become violent.

Their job is more than checking tickets, sometimes they give information or explanation about how travellers can continue to their destiny. They are very approachable, and initiate short contacts. Their job is clear for travellers and has partly a social function, stimulating and correcting behaviour of travellers.

The ambience in the group was really good. They made jokes about things that happened or were happened to them. Humour used as a way of handling aggression or violence. Or just talking about what happened to them. Two BOA's caught a female without ticket and identity proof, but she also had a baby. They took her to the police station where they send her away. This kind of action is frustrating, especially when kids are involved. The BOA's told that sometimes travellers use their kids to escape from a fine when not having money and identity card with them. Sharing their thoughts and feelings make it possible for them to deal with frustrations or difficulties. 

4. Conclusion
4.1 The Questionnaire of Feelings of unsafety

The questionnaire of feelings of unsafety had overall a high reliability, except for the reliability of the expressive element (avoidance behaviour) was low. This is probably caused by measuring different elements of avoidance behaviour (time en place). More practical studies should be done to determine what questions could be added to increase the reliability of this element. The conclusion that the Feelings of unsafety Questionnaire is a reliable instrument makes its use acceptable for future research on measuring feelings of unsafety. 

4.2 Dimensions of Feelings of unsafety: Affective, Cognitive and Avoidance Behaviour.

The first aim of this study was to determine to what extent travellers, the personnel, the high school students and the car drivers differ in feelings of unsafety. It was expected that all groups would differ in feelings of unsafety.

All groups reported to hardly have any worry about their safety. The scores were below the middle point. The travellers and the car drivers had almost the same scores. This was not expected for both representing different groups in frequency of tram use. The total score is of less interest for personnel of the tram, for not having the possibility of avoiding the tram.

Overall, the groups reported a low affect for feelings of unsafety. The personnel, especially the females, reported higher affective thinking. The travellers, high school students and the car drivers said to hardly have any worry about their safety. 

The personnel, especially the females, had the most cognitive estimation of the risk and consequences of becoming a victim. Cognitive thinking about feelings of unsafety was higher for all groups than affective thinking. 

The risk estimation showed that the pattern for the travellers, the car drivers and the high school students was the same. The possible negative consequence of becoming a victim was the highest, followed by worrying about becoming a victim and lowest was the chance of becoming a victim by one self. For the personnel the consequences of becoming a victim was estimated higher than worrying about the possibility of becoming a victim. 

For the affective component, a third of every group said to feel never unsafe. Fourteen and a half percent (14.5%) of the travellers reported feeling sometimes, almost always or always feeling unsafe when travelling by tram. This accounted for fourteen percent (14%) of the high school students, almost thirteen percent (12.8%) of the personnel and eight and a half percent (8.5%) of the car drivers

A consequence of feelings of unsafety could be the avoidance of travelling on certain times of the day and on certain places or tram lines. The scores for the behavioural component were very low. From all groups, high school students reported the highest frequency of avoidance. However, this avoidance was still low; the students almost never or hardly ever avoided the tram. When looked at the actual avoidance behaviour, the travellers and car drivers reported high avoidance for the evening and the high school students reported avoidance of the tram each part of the day. 

A high frequency (90%) of avoidance of tram lines was found for the high school students, they mainly avoided tram lines 6 and 9. The travellers named 9, 11 and 12 as the lines they tried to avoid and the car drivers tram line 9. These lines show an overlap with the highest crime areas in The Hague. Tram line 9 is named by all groups as a line to be avoided. It is a line which is known for its lack of safety and this line is closely located to some schools. Several projects are taken by the HTM to increase the safety on this line by the continue presence of safety guards.

4.3 Determinants of feelings of unsafety

The second aim of this study was to determine to what extent some of the different determinants of feelings of unsafety have an influence on feeling (un)safe for all different groups. 

Gender

For gender it was found that females reported in more feelings of unsafety than males for the affective, cognitive thinking and more avoidance behaviour as expected. 

Educational level 

For educational level no difference were found in feelings of unsafety between the groups on the scales.

Victimization

The part of research done by Alieke de Roon gave the results that victimization is an important predictor of feelings of unsafety (15,3%). Percentages of victimization were the highest for the personnel, especially for threats (66%), bullying (60%) and harassment (60%). The car drivers had relatively high percentages of being victimized by harassment (23%), robbery (17%) and threat (14%) which was not expected for almost never using the tram. The travellers had high percentages for harassment (39%), bullying (18%) and robbery (15%). High school students reported more victimization of harassment (25%) and of physical abuse (13%) compared to the travellers and the car drivers.

Adolescents

Travellers, personnel, the car drivers and the high school students reported high awareness of adolescents when travelling by tram and see them as possible offenders in general. Change estimation of adolescents who can display incivilities had scores above the middle point for all groups.

Measures HTM

Measures taken by the HTM concerning safety were found to have a medium correlation with feeling safe for the travellers and the car drivers. 

The presence of BOA's had the most influence on all components of feelings of unsafety for the travellers. The car drivers had the estimation that the presence of the BOA's would make them feel safer. 

The travellers experienced closing of the last wagon what reduced avoidance behaviour the most. For the high school students, only closing the last wagon in the evening reduced their avoidance behaviour. The other measures had almost none impact on their unsafety feelings. The car drivers had high scores on all scales for closing the last wagon. 

The presence of the safety guards had influence on lowering the cognitive thinking about feelings of unsafety for travellers. For the high school students the only opposite reaction was measured. The presence of the safety guards, although not significantly, made them feel less safe for all scales. The car drivers estimated that the presence of the safety guards would make them feel safer, but they had no influence on their avoidance behaviour.

The cameras had less influence than expected. Travellers sometimes reacted that they didn't know that there were cameras in the tram. The personnel experience the cameras as the only measure that made them feel less unsafe. The lesser effect of the other measures could be explained that they always work in a group of safety guards or BOA's except for the drivers. The car drivers thought that the cameras would make them feel safer, but not enough to have influence on their avoidance behaviour.
5. Discussion
This study explored by using a quantitative analysis, the relationship between feeling (un)safe and frequency of use of the tram in The Hague. For this purpose a questionnaire was prepared for three groups of travellers: travellers in general, high school students and personnel of the tram. A fourth group served as control and consisted of persons which were all car drivers and almost never used tram transport. In total 644 persons, belonging to one of the four groups participated in this study and completed the questionnaire.

This study covered three parts. In the first part feelings of unsafety was measured by asking the participants for their affective, cognitive thoughts and avoidance behaviour. In the second part we investigated whether gender and education act as determinants for feelings of unsafety. In the third part of this study the impact of measures by the HTM to increase feeling safe was examined.

In this chapter firstly a discussion of the study is done, followed by its limitations, recommendations for future research and finally implications for the HTM.

5.1 Discussion

As far as we know this is the first experiment with the three concepts of feeling unsafe; cognitive, affective and avoidance behaviour. The surplus value of this study to other studies in which this division was made that is not a theoretical discussion of what would be a good way to measure safety feelings, but the actual application of it in a city. Practical knowledge is necessary to explain unsafety feelings. Numbers from the Haagse mobiliteitsnota 2008 are showing that 70% of the citizens of The Hague almost never use the public transport. Only 4% of the citizens think of the public transport as the most convenient way of traveling. The public transport, especially in the Netherlands is understudied while it is the daily environment for many travellers and personnel. Oppelaar & Wittebrood (2006) therefore recommended more study on this subject. 

Similar to other studies on gender in public transport (Ditton & Farrall, 2000; Elchardus et al., 2005), we found also that females felt more unsafe than males. Unlike these studies there was no difference found for age and education, both are known predictors of feelings of unsafety (Elchardus et al., 2003). What could it mean that our results are not in harmony with the on research based general opinion? No single explanation can be thought of, possible explanations could be that age and education does not make any difference in the tram of The Hague, or it could be due to unequal distribution of age and education over all groups so no comparison could be made. For gender a difference was found in distribution as expected.  

The measures of the HTM to increase safety were found to be effective for the travellers and the car drivers. This is a known result from various kinds of studies like the use of cameras and the visible presence of personnel (Smith & Clark, 2000, Sturman, 1980). The lack of any positive impact of these measures on high school students is not earlier reported and can possibly be caused by adolescents feeling threatened by the way the monitoring is done for dodging or for a possible reaction on their behaviour. At the same time, the safety guards and BOA's seem powerless in a crowded tram full of high school students. As illustrated by the example in the qualitative part of this study, they can make their own rules without being held responsible in person. High school students being victimized are in the crowd, where almost no monitoring could be done. Their behaviour is often not criminal, which makes it difficult to react on it in a good manor for the personnel.    

For the expressive component, avoidance behaviour did not reveal high scores, but these were high when specifically was asked about avoidance for times of the day and tram lines. This difference could be explained by the low reliability of the avoidance scale. High school students reported the highest scores of avoidance during day and for the tram lines. Reasons for avoidance could be trying to avoid groups of high school students or known times where offenders would travel by tram. Adolescents are especially vulnerable for group pressure and often know their offenders. This is consistent with a study in the United States that found crime rates and victimization risk in public transport is higher for adolescents than for adults (Rand & Catalano, 2007). No strict comparison can be made with the United States, but the high reported avoidance of adolescents is not known to be reported in the Netherlands. The finding that travellers, personnel, the car drivers and the high school students are aware of adolescents when travelling by tram and see them as possible offenders in general was consistent with earlier reports (Smith & Clarke, 2000). The avoidance of the tram in the evening by travellers and the car drivers was also found in other studies (Fattah, 1991).

5.2 Limitations

Some limitations of this study had to be considered. A weakness of the overall research on feelings of unsafety is the conceptualization because it is still unclear what exactly is fear of crime and how it could be measured. For this reason it was tried to vary as recommended between terms as worry, fear and feeling unease (Flight, 2002).
As recommended we used a 7 point scale for the questionnaire (Flight, 2002). It has the advantage of the clear middle point, where people can answer around as referent point. But it is also its weakness for being easy to answer without thinking to much about the question. In this study almost all people choose answered around the middle point, so this could not be seen as a main problem.

In this study we used a questionnaire as self report, which is almost unavoidable for this subject. It has the limitation that reasons behind answer choice could not be asked of.  

A limitation of the use of this questionnaire was that not every participant took it serious. Especially males stated sometimes out loud that they never felt unsafe. Also the length of the questionnaire (four pages) hampered the concentration of the participants during answering the questions. Some participants had problems with questions that looked the same and some people filled in the outer possibilities. For future studies these limitations can be overcome by limiting the questions even more. The outer possibilities will probably always be chosen by a certain group of people who maybe really never feel unsafe. It was tried to remain distance to give the participants some privacy but close enough to answer questions if they had.  

Another limitation of this study is that it is mainly quantitative and not qualitative. The possibility of qualitative research was only created for the personnel since the other groups were very difficult to reach for more questions. The travellers had to leave the tram at the end of their journey, the high school students were at school where the questionnaires were distributed by a teacher and the car drivers of car drivers almost had to run for an appointment or to leave the parking place. It is known that more qualitative research is needed for getting to know reasons behind thoughts, feelings and behaviour (Vanderveen, 2006).

In addition, the selection of participants was a source of bias in this study. The high school students were an interesting group for this study, but they were the group least approachable. This led to a small sample size (72) compared to the other group sample sizes (179, 194 and 199). They all came from one school, one neighbourhood of The Hague and using one tram line travelling to school. This could give a distorted view of safety feelings of high school students in The Hague. The selection of travellers outside the rush hours was done for practical reasons, excluding these commuters causes this thesis to show a limited view on the daily travellers. The proportion of the car drivers could be influenced by the place of acquisition. The car drivers were approached only in parking places close to ministries. This could cause the higher scores on education. A high non response (one in ten agreed to participate) could have caused a less representative image of car drivers. Reasons for non participation were never using the tram, coming from outside the city, time pressure being on the way to an appointment and the time and money that a parking place costs. 

 Major difficulties in researching safety feelings are the many determinants that influence this complex concept. Personality, neighbourhood and design of the public transport would have deepened the analysis. For the length of the questionnaire it was chosen to leave this out of the study.

The used scale for avoidance behaviour was found not to be reliable, this could be explained by the different concepts it measured (time, place). It gave significant results in the analysis. This was reason for using it, but more work is needed to increase its reliability by trying out useful questions. Another possibility could be a division for avoidance for time and location since these does not seem to measure the same aspect.  

The subject of safety feelings is subject of extensive research, but less research has been done specific on safety feelings in the public transport. This study describes an approach for a successful examination of safety feelings in a public mean of transport by the representation of travellers and personnel. 

5.3 Recommendations for future research 

This study gave a first impression how safety feelings can be measured in public transport. This approach makes clear that more knowledge is necessary to understand the complex phenomenon of safety feelings in public transport. Especially Vanderveen (2006) is critical of the overuse of surveys in analysing fear of crime, suggesting that not enough is known about the nature of fear of crime. It would therefore make sense to carry out more qualitative research including in-depth interviews and focus groups to uncover more about individual differences. 

Research has focused on the concept of fear of crime, which led to a lack of longitudinal research performed to date. To understand social influences like the media on feelings of unsafety more research is needed in the form of a longer research.

The role of adolescents in public transport is less researched. As seen by this study they are a visible group for other travellers and seen as offenders, but they are a vulnerable group for victimization with high avoidance of the tram. The measures of the HTM do not seem to increase their safety feelings. More in-depth interviews are necessary to understand them and what measures make them feel safer. 

Rotterdam, Amsterdam and The Hague have their own system of monitoring travellers in the tram. Investigation would be interesting to the impact of these systems (closed or open) have on travellers. This study partly researched what the influence of the design of the tram has on the safety feelings travellers. Rotterdam has for example a place for a baby buggy in the back of the tram, where The Hague has places for baby buggies in the middle. It would be interesting to find out if the presence of mothers and babies make adolescents behave differently in the back of the tram. It could also cause more spreading of adolescents to the front. The question raises here if this would make travellers feel safer.  
5.4 Implications of this study

The travellers and the car drivers reported mainly avoidance in the evening. This could be reduced by more monitoring by safety guards and BOA's, which both seem to increase feeling safe by these groups. The presence of more travellers seems also to increase the safety feeling. The HTM can encourage this by the promotion of a free ride by bus, tram and metro when going to several theatres in the city. It could be extended by for example making a free ride available once a year.

The affective component (the feelings of unsafety) seems to be low and the same for the three groups of travellers and the car drivers. There does not seem to be a positive effect of travel experience for feeling safer. This could be caused by media effects. It will be the role of the HTM to present a positive image of the tram by for example positive numbers of declining victimization or regular arrival of trams. The observation of all tram lines in the qualitative part of this study made clear that in most rides (95%) no incidents happened. If the tram could be presented as a safe environment, this would create a positive image. 

The high school students or adolescents seem to be resistant for the measures by the HTM and even seem to feel more unsafe when safety guards are in their neighbourhood. It would be of interest for the HTM to examine how these safety guards behave in the presence of these youngsters and what would make them feel safer. 

Several projects are already done by the HTM to decrease incivilities and to create a safe environment for travellers. It is unrealistic to think that no incidents will occur in future, but it is hoped that this study can contribute to increase the safety and safety feelings of tram travellers in The Hague.

6. Attachments
Attachment 1. Numbers of crimes and feelings of unsafety of The Hague (2007).
Table 6.1 
Mean number of crimes reported to the police per area, 2007
	
	Mean crimes

	1 Loosduinen
	2.428

	2 Escamp
	6.144

	3 Segbroek
	2.838

	4 Scheveningen
	3.338

	5 Centre
	11.403

	6 Laak
	2.450

	7 Haagse Hout
	1.980

	8 Leidschenveen-Ypenburg
	1.056

	Total
	31.637


Source: DHIC/Politie Haaglanden (HKS-NSCR).
The mean number of crimes is based on reported crimes for: threat, physical abuse, robbery of car, motorcycle, cycle, burglary from car, company, house, pocket-picking on the street, theft from shops and destruction.
Table 6.2 
Percentages feelings of unsafety in own neighbourhood, The Hague (2007)
	Neighbourhood
	Feelings of unsafety (%)

	1 Loosduinen
	20

	2 Escamp
	32

	3 Segbroek
	17

	4 Scheveningen
	15

	5 Centre
	38

	6 Laak
	37

	7 Haagse Hout
	16

	8 Leidschenveen-Ypenburg
	9


Source: DHIC/lv monitor

Attachment 2. Tram lines in The Hague


Tramline



Direction
Tram 1 




Delft Tanthof
Tram 1




Scheveningen Noorderstrand
Tram 2 




Leidschendam Noord
Tram 2 




Kraayenstein

Tram 3 




Zoetermeer – Centrum West

Tram 3




Loosduinen

Tram 4




Zoetermeer Javalaan

Tram 4




De Uithof

Tram 6




Leidschendam Leidsehage

Tram 6




Leyenburg

Tram 9




Vrederust

Tram 9




Scheveningen Noorderstrand

Tram 10



Voorburg Station

Tram 10



Statenkwartier

Tram 11



Station Hollands Spoor

Tram 11



Scheveningen Haven

Tram 12



Station Hollands Spoor


Tram 12



Duindorp

Tram 15



Central Station

Tram 15



Nootdorp

Tram 16



Central Station

Tram 16



Wateringen

Tram 17



Wateringen

Tram 17



Statenkwartier


Note:



Tramline 10 rides only on Monday ‘till Friday in the rush hours. 
Tramlines 15 and 16 actually form one tramline. To prevent confusion (at the different tram stops), at the Central Station the line numbers are switched. 
Attachment 3. Questions and propositions.

Extra questions

Per group a few general questions were asked to get a better view of their travel behaviour, thinking and feelings. Based on Lewis & Salem (1986) and Flight et al. (2002) we made a few propositions among others about society and the view on high school students. A few questions and propositions are added per group. First the general questions and propositions for all groups are mentioned. After that the extra questions and propositions follow per group. 

For all groups

General questions:

- How often do you travel (work) by tram? (Daily/ several times a week/ once a week/ less than once a week).

- At what time do you usually travel by tram? (Morning/ afternoon/ evening). 

Propositions:

· I feel at ease in the presence of cameras in the tram.

· I feel safer in the presence of safety guards.

· I am aware of the fact that in general, high school students take place in the back of the tram. 

· I would feel safer if an inspector would be present in the tram.

· I feel more comfortable when the back of the tram is closed in the evening. 

· High school students have the chance to display criminal behaviour in the tram.

Travellers

General questions:

-  Where are you generally seated in the tram (front/in the middle/ in the back/ I don’t care, as it turns out).

- Is it a conscious choice where to sit?

Propositions: 

- High school students have the chance to display criminal behaviour in the tram.

- There is too much negative attention for high school students in the tram.

- I feel safer when not travelling alone.

- I don’t interfere with others, so I will not be bothered. 

High school students
General questions:

-  Where are you generally seated in the tram (front/in the middle/ in the back/ I don’t care, as it turns out).

- Is it a conscious choice where to sit?

Propositions: 

- High school students have the chance to display criminal behaviour in the tram.

- There is too much negative attention for high school students in the tram.

- I feel safer when not travelling alone.

- I don’t interfere with others, so I will not be bothered.

Personnel HTM

No general questions are added to the questionnaire for the personnel.

Propositions: 

- High school students have the chance to display criminal behaviour in the tram.

- There is too much negative attention for high school students in the tram.

- The HTM does everything they can to provide a safe environment to work in.

- I sometimes have the feeling of being on my own.

Control group

General questions:

-  Where are you generally seated in the tram (front/in the middle/ in the back/ I don’t care, as it turns out).

- Is it a conscious choice where to sit?

- What is the main reason for you to make use of the tram? (Most pleasant way of travelling/ parking problems/ price/ I don’t have a choice/ different, namely..).

- Do you have alternative transport in the city? (Car/ bike/ bus/ I don’t have an alternative/ different, namely..)

- When you make use of the car, what is the main reason? (Accessibility of different locations/ the weather/ the image of the tram is not attractive/ different, namely..).

No extra propositions are added to the questionnaire of the control group.

Demographical questions

- What is your age? 

- Are you Male or Female? 

- What is the highest level of education you have completed? 

The Questionnaire answers possibilities. 

There were a few different answer possibilities in this study: 

- 1 ‘Strongly disagree’, 2 ‘disagree’, 3 ‘slightly disagree’, 4 ‘neither agree nor

  disagree’, 5 ‘slightly agree’, 6 ‘agree’, 7 ‘strongly agree’.

- 1 ‘Never’, 2 ‘almost never’, 3 ‘hardly ever’, 4 ‘no opinion’, 5 ‘sometimes’, 6 

  ‘almost always’, 7 ‘always’.

- 1 ‘Very small chance’, 2 ‘small chance’, 3 ‘hardly any chance’, 4 ‘no opinion’, 

  5 ‘slightly chance’, 6 ‘great chance’, 7 ‘very great chance’.

- 1 ‘Not at all’, 2 ‘seldom’, 3 ‘hardly ever’, 4 ‘no opinion’, 5 ‘slightly’, 

  6 ‘often’, 7 ‘extremely’.

- 1 ‘Totally no worry’, 2 ‘no worry’, 3 ‘hardly any worry’, 4 ‘no opinion’, 

  5 ‘slightly worry’, 6 ‘great worry’, 7 ‘very great worry’.

Other possibilities:

- 1 ‘Yes’, 2 ‘No’, 3 ‘I don’t know’.

Attachment 4. Questionnaires

Uitleg Vragenlijsten
Alle vragen die u in deze vragenlijst gesteld zullen worden, gaan over hoe u het reizen in de Haagse tram ervaart. Ook zal er worden gevraagd naar hoe het reizen met anderen ervaart. Deze vragen betreffen dus de sociale context van het reizen met de tram.


Uitleg betreffende het invullen van de vragenlijst:


Waar nodig kunt u het cijfer omcirkelen naast het antwoord dat het meest op u van toepassing is. 

Voorbeeld: 
1. Ja.



2. Nee.



3. Weet niet. 




U zult in deze vragenlijst ook regelmatig een aantal antwoordschalen tegenkomen. Deze schalen hebben antwoordmogelijkheden van 1 tot en met 7. U kunt het antwoord geven wat op u het meest van toepassing is. 



Voorbeeld:

Helemaal niet
1    2    3   4   5   6   7
Helemaal wel

U zult in de deze vragenlijst de volgende antwoordmogelijkheden tegenkomen:


Helemaal niet
1    2    3   4   5   6   7
Helemaal wel

De mogelijkheden die u in kunt vullen zijn als volgt:
1 = Helemaal niet
2 = Zelden
3 = Een beetje niet
4 = Geen mening

5 = Een beetje wel
6 = Vaak
7 = Helemaal wel


Altijd
1
2
3
4
5
6
7
Nooit

De mogelijkheden die u in kunt vullen zijn als volgt:
1 = Altijd
2 = Regelmatig
3 = Soms
4 = Geen mening
5 = Zelden

6 = Bijna nooit
7 = Nooit
Heel kleine kans
1    2    3   4   5   6   7
Heel grote kans

De mogelijkheden die u in kunt vullen zijn als volgt:
1 = Heel kleine kans
2 = Kleine kans
3 = Enigszins een kans van niet
4 = Geen mening
5 = Enigszins een kans van wel
6 = Een kans

7 = Heel grote kans
Helemaal mee oneens  1   2   3    4
   5    6   7
 Helemaal mee eens


De mogelijkheden die u in kunt vullen zijn als volgt:

1 = Helemaal mee oneens 
2 = Mee oneens 
3 = Klein beetje mee oneens 
4 = Neutraal 
5 = Klein beetje mee eens 
6 = Mee eens 
7 = Zeer mee eens
Helemaal geen zorgen
1   2   3   4   5   6   7
Heel veel zorgen
De mogelijkheden die u in kunt vullen zijn als volgt:

1 = Helemaal geen zorgen
2 = Weinig zorgen
3 = Niet echt zorgen
4 = Geen mening
5 = Een beetje zorgen
6 = Zorgen

7 = Heel veel zorgen
Heel klein
1
2
3
4
5
6
7    Heel groot

De mogelijkheden die u in kunt vullen zijn als volgt:

1 = Heel klein
2 = Minimaal
3 = Een beetje klein
4 = Geen mening
5 = Een beetje groot

6 = Groot
7 = Heel groot
Wij wensen u veel succes met het invullen van de vragenlijst en willen u alvast hartelijk bedanken voor uw deelname.
Voor vragen of opmerkingen kunt u te allen tijden bij ons terecht.
Vragenlijst Tramreizigers
Alle onderstaande vragen gaan over hoe u het reizen in de Haagse tram ervaart. 

1. Hoe vaak maakt u gebruik van de tram?

1. Dagelijks
2. Meerdere keren per week
3. 1 keer per week
4. Minder dan 1 keer per week


2. Wat is voor u de belangrijkste reden om de tram te nemen?
 
1. Meest prettige manier van verplaatsen
 
2. Parkeerprobleem
 
3. Prijs

4. Ik heb geen keuze

5. Anders, nl…

3. Op welke tijden reist u meestal met de tram?

1. Ochtend
2. Middag
3. Avond


4. Voelt u zich op uw gemak in de tram?


Helemaal niet
1
2
3
4
5
6
7    Helemaal wel 


5. Waar gaat u meestal zitten in de tram?

1. Voorin
2. Middenstuk
3. Achterin
4. Het maakt mij niet uit, zoals het uitkomt

6. Kiest u bewust waar u gaat zitten in de tram?


Helemaal niet   1
2
3
4
5
6
7    Helemaal wel
7. Kunt u aangeven in hoeverre u het eens of oneens bent met de volgende stellingen? 


Lees elke stelling en geef dan een cijfer van 1 tot 7 (zie schaal) aan in het gebied naast de desbetreffende stelling. 

Helemaal mee oneens  1
 2      3      4
   5      6      7
     Helemaal mee eens

….. Ik voel mij op mijn gemak door de aanwezigheid van camera’s in de tram.
….. Ik voel mij veiliger in de aanwezigheid van beveiligingsbeambten.
….. Ik ben mij er van bewust dat jongeren zich over het algemeen achter in de 

      tram bevinden. 
….. Ik zou mij veiliger voelen als er een conducteur op de tram aanwezig zou zijn. 

….. Ik voel mij prettiger in de tram als het achterste gedeelte van de tram ’s   

     avonds gesloten wordt.

….. Jongeren hebben ook in de tram de kans om crimineel gedrag te vertonen.

….. Er is teveel negatieve aandacht voor jongeren in de tram.

….. Ik reis liever samen met anderen omdat ik mij dan veiliger voel.

….. Als ik mij niet bemoei met anderen word ik ook niet lastig gevallen.

Alle onderstaande vragen gaan over hoe u het reizen in de Haagse tram ervaart. Alle onderstaande vragen gaan over het sociale verkeer in de Haagse tram. 

8. Hoe vaak voelt u zich onveilig in de tram?

Altijd
1
2
3
4
5
6
7
Nooit


9. Hoe vaak voelt u zich ’s avonds niet zo op uw gemak in de tram?


Altijd
1
2
3
4
5
6
7
Nooit

10. Hoe vaak bent u tijdens het reizen met de tram bang dat u te maken krijgt met agressie of geweld?

Altijd
1
2
3
4
5
6
7
Nooit

11. Hoe vaak voelt u zich overdag niet zo op uw gemak in de tram?

Altijd
1
2
3
4
5
6
7
Nooit

12. Voelt u zich onveilig als er jongeren zich achter in de tram bevinden die onbetamelijk/vervelend gedrag vertonen?

Altijd
1
2
3
4
5
6
7
Nooit


13. Op een schaal van 1 tot 7, hoe groot denkt u dat de kans is dat u slachtoffer wordt van criminaliteit in de tram?


Heel kleine kans
1    2    3    4    5    6    7

Heel grote kans

14. Bent u wel eens slachtoffer geworden van een van de volgende gebeurtenissen? 

Lees elke stelling en geef dan het meest juiste antwoord (1, 2 of 3) aan in het gebied naast de desbetreffende gebeurtenis.


1. Ja
2. Nee
3. Weet niet


…. Mishandeling
…. Bedreiging
…. Diefstal
…. Lastig vallen
…. Pesterijen
…. Anders nl.: ….

15. In hoeverre maakt u zich zorgen dat u het slachtoffer wordt van:

- Lastig vallen

Helemaal geen zorgen
1
2
3
4
5
6
7   Heel veel zorgen 

- Diefstal
Helemaal geen zorgen
1
2
3
4
5
6
7   Heel veel zorgen 
- Bedreiging

Helemaal geen zorgen
1
2
3
4
5
6
7   Heel veel zorgen 

- Mishandeling

Helemaal geen zorgen
1
2
3
4
5
6
7   Heel veel zorgen 

- Pesterijen

Helemaal geen zorgen
1
2
3
4
5
6
7   Heel veel zorgen 
16. Hoe groot denkt u dat voor u de nadelige consequenties zijn als u slachtoffer wordt van:


- Lastig vallen

Heel klein
1
2
3
4
5
6
7    Heel groot


- Diefstal

Heel klein
1
2
3
4
5
6
7    Heel groot


- Bedreiging

Heel klein
1
2
3
4
5
6
7    Heel groot


- Mishandeling

Heel klein
1
2
3
4
5
6
7    Heel groot


- Pesterijen


Heel klein
1
2
3
4
5
6
7    Heel groot

17. Hoe groot denkt u dat de kans is om ergens in de loop van dit jaar zelf slachtoffer te worden van: 


- Lastig vallen
Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans


- Diefstal

Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans


- Bedreiging

Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans


- Mishandeling

Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans
- Pesterijen

Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans

18. Hoe vaak volgt u in de krant of op televisie de berichten over criminaliteit?

Altijd
1
2
3
4
5
6
7
Nooit

19. Komt het wel eens voor dat u de tram vermijdt om veiligheidsredenen?

Altijd
1
2
3
4
5
6
7
Nooit


20. Is er een tijdstip waarop u het reizen met de tram het liefst vermijdt?
1. Ochtend

2. Middag

3. Avond

21. Komt het wel eens voor dat u een bepaalde tramlijn vermijdt?

Altijd
1
2
3
4
5
6
7
Nooit

22. Zo ja: Welke tramlijn is dit? …

23. Heeft u alternatieven om u in de stad te verplaatsen?
1. Auto

2. Fiets

3. Bus
4. Ik heb geen alternatief
5. Anders, nl…

Tot slot nog een paar korte vragen:

Wat is uw leeftijd? ….

Wat is uw geslacht? Man/vrouw

Wat is uw hoogst genoten opleiding? ….

Wanneer u tips of suggesties heeft, graag hieronder in te vullen:

Hartelijk bedankt voor uw deelname!
Voor verdere vragen kunt u contact opnemen via het volgende e-mail adres: a.e.deroon@fsw.leidenuniv.nl.
Vragenlijst Jongeren
Alle onderstaande vragen gaan over hoe je het reizen in de Haagse tram ervaart. 

1. Hoe vaak maak je gebruik van de tram?

1. Dagelijks
2. Meerdere keren per week
3. 1 keer per week
4. Minder dan 1 keer per week


2. Wat is voor jou de belangrijkste reden om de tram te nemen?
 
1. Meest prettige manier van verplaatsen
 
2. Ik heb geen keuze

3. Anders, nl …

3. Op welke tijden reis je meestal met de tram? 


1. Ochtend 



(meerdere antwoorden mogelijk).

2. Middag

3. Avond


4. Voel je je op je gemak in de tram?


Helemaal niet
1
2
3
4
5
6
7    Helemaal wel 


5. Waar ga je meestal zitten in de tram?

1. Voorin
2. Middenstuk
3. Achterin
4. Het maakt mij niet uit, zoals het uitkomt

6. Kies je bewust waar je gaat zitten in de tram?


Helemaal niet   1
2
3
4
5
6
7    Helemaal wel
7. Kun je aangeven in hoeverre je het eens of oneens bent met de volgende stellingen? 


Lees elke stelling en geef dan een cijfer van 1 tot 7 (zie schaal) aan in het gebied naast de desbetreffende stelling. 

Helemaal mee oneens  1
 2      3      4
   5      6      7
     Helemaal mee eens

….. Ik voel mij op mijn gemak door de aanwezigheid van camera’s in de tram.
….. Ik voel mij veiliger in de aanwezigheid van beveiligingsbeambten.
….. Ik ben mij er van bewust dat jongeren zich over het algemeen achter in de 

      tram bevinden. 
….. Ik zou mij veiliger voelen als er een conducteur op de tram aanwezig zou zijn. 

….. Ik voel mij prettiger in de tram als het achterste gedeelte van de tram ‘s 

     avonds gesloten wordt.

….. Jongeren hebben ook in de tram de kans om crimineel gedrag te vertonen.

….. Er wordt te negatief gepraat over jongeren in de tram.

….. Ik reis liever samen met anderen omdat ik mij dan veiliger voel.

….. Als ik mij niet bemoei met anderen word ik ook niet lastig gevallen.

Alle onderstaande vragen gaan over hoe je het reizen in de Haagse tram ervaart. Alle onderstaande vragen gaan over het sociale verkeer in de Haagse tram. 

8. Hoe vaak voel je je onveilig in de tram?

Altijd
1
2
3
4
5
6
7
Nooit


9. Hoe vaak voel je je ’s avonds niet zo op je gemak in de tram?


Altijd
1
2
3
4
5
6
7
Nooit

10. Hoe vaak ben je tijdens het reizen met de tram bang dat je te maken krijgt met agressie of geweld?

Altijd
1
2
3
4
5
6
7
Nooit

11. Hoe vaak voel je je overdag niet zo op je gemak in de tram?

Altijd
1
2
3
4
5
6
7
Nooit

12. Voel je je onveilig als er jongeren zich achter in de tram bevinden die vervelend gedrag vertonen?

Altijd
1
2
3
4
5
6
7
Nooit


13. Op een schaal van 1 tot 7, hoe groot denk je dat de kans is dat je slachtoffer wordt van criminaliteit in de tram?


Heel kleine kans
1    2    3    4    5    6    7

Heel grote kans

14. Ben je wel eens slachtoffer geworden van een van de volgende gebeurtenissen in de tram? 

Lees elke stelling en geef dan het meest juiste antwoord (1, 2 of 3) aan in het gebied naast de desbetreffende gebeurtenis.


1. Ja
2. Nee
3. Weet niet


…. Mishandeling
…. Bedreiging
…. Diefstal
…. Lastig vallen
…. Pesterijen
…. Anders nl.: ….

15. In hoeverre maak je je zorgen dat je het slachtoffer wordt van:

- Lastig vallen

Helemaal geen zorgen
1
2
3
4
5
6
7   Heel veel zorgen 

- Diefstal
Helemaal geen zorgen
1
2
3
4
5
6
7   Heel veel zorgen 
- Bedreiging

Helemaal geen zorgen
1
2
3
4
5
6
7   Heel veel zorgen 

- Mishandeling

Helemaal geen zorgen
1
2
3
4
5
6
7   Heel veel zorgen 

- Pesterijen

Helemaal geen zorgen
1
2
3
4
5
6
7   Heel veel zorgen 
16. Hoe groot denk je dat voor jou de nadelige gevolgen zijn als je slachtoffer wordt van:


- Lastig vallen

Heel klein
1
2
3
4
5
6
7    Heel groot


- Diefstal

Heel klein
1
2
3
4
5
6
7    Heel groot


- Bedreiging

Heel klein
1
2
3
4
5
6
7    Heel groot


- Mishandeling

Heel klein
1
2
3
4
5
6
7    Heel groot


- Pesterijen


Heel klein
1
2
3
4
5
6
7    Heel groot

17. Hoe groot denk je dat de kans is om ergens in de loop van dit jaar zelf slachtoffer te worden van: 


- Lastig vallen
Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans


- Diefstal

Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans


- Bedreiging

Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans


- Mishandeling

Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans


- Pesterijen

Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans

18. Hoe vaak volg je in de krant of op televisie de berichten over criminaliteit?

Altijd
1
2
3
4
5
6
7
Nooit

19. Komt het wel eens voor dat je de tram vermijdt om veiligheidsredenen?

Altijd
1
2
3
4
5
6
7
Nooit


20. Is er een tijdstip waarop je het reizen met de tram het liefst vermijdt?
1. Ochtend

2. Middag

3. Avond

4. Ik vermijd de tram op geen enkel tijdstip

21. Komt het wel eens voor dat je een bepaalde tramlijn vermijdt?

Altijd
1
2
3
4
5
6
7
Nooit

22. Zo ja: Welke tramlijn is dit?   …..

23. Heb je alternatieven om je in de stad te verplaatsen?
1. Lopen
2. Fiets

3. Bus
4. Ik heb geen alternatief
5. Anders, nl…

Tot slot nog een paar korte vragen:

Wat is je leeftijd? ….

Wat is je geslacht? Man/vrouw

Wanneer je tips of suggesties heeft, graag hieronder in te vullen:

Hartelijk bedankt voor je deelname!
Voor verdere vragen kun je contact opnemen via het volgende e-mail adres: a.e.deroon@fsw.leidenuniv.nl.
Vragenlijst Personeel
Alle onderstaande vragen gaan over hoe u het reizen in de Haagse tram ervaart. 

1. Hoe vaak werkt u in de tram?

1. Dagelijks
2. Meerdere keren per week
3. 1 keer per week
4. Minder dan 1 keer per week

2. Op welke tijden werkt u meestal in de tram?

1. Ochtend
2. Middag
3. Avond


3. Voelt u zich op uw gemak in de tram?


Helemaal niet
1
2
3
4
5
6
7    Helemaal wel 


4. Kunt u aangeven in hoeverre u het eens of oneens bent met de volgende stellingen? 


Lees elke stelling en geef dan een cijfer van 1 tot 7 (zie schaal) aan in het gebied naast de desbetreffende stelling. 

Helemaal mee oneens  1
 2      3      4
   5      6      7
     Helemaal mee eens

….. Ik voel mij op mijn gemak door de aanwezigheid van camera’s in de tram.
….. Ik voel mij veiliger in de aanwezigheid van beveiligingsbeambten.
….. Ik ben mij er van bewust dat jongeren zich over het algemeen achter in de 
      tram bevinden. 
….. Ik zou mij veiliger voelen als er een conducteur op de tram aanwezig zou zijn. 

….. Ik voel mij prettiger in de tram als het achterste gedeelte van de tram ’s     avonds gesloten wordt.

….. Jongeren hebben ook in de tram de kans om crimineel gedrag te vertonen.

Alle onderstaande vragen gaan over hoe u het reizen in de Haagse tram ervaart. Alle onderstaande vragen gaan over het sociale verkeer in de Haagse tram. 

5. Hoe vaak voelt u zich onveilig in de tram?

Altijd
1
2
3
4
5
6
7
Nooit


6. Hoe vaak voelt u zich ’s avonds niet zo op uw gemak in de tram?


Altijd
1
2
3
4
5
6
7
Nooit
7. Hoe vaak bent u tijdens het reizen met de tram bang dat u te maken krijgt met agressie of geweld?

Altijd
1
2
3
4
5
6
7
Nooit

8. Hoe vaak voelt u zich overdag niet zo op uw gemak in de tram?

Altijd
1
2
3
4
5
6
7
Nooit

9. Voelt u zich onveilig als er jongeren zich achter in de tram bevinden die onbetamelijk/vervelend gedrag vertonen?

Altijd
1
2
3
4
5
6
7
Nooit


10. Op een schaal van 1 tot 7, hoe groot denkt u dat de kans is dat u slachtoffer wordt van criminaliteit in de tram?


Heel kleine kans
1    2    3    4    5    6    7

Heel grote kans

11. Bent u wel eens slachtoffer geworden van een van de volgende gebeurtenissen? 

Lees elke stelling en geef dan het meest juiste antwoord (1, 2 of 3) aan in het gebied naast de desbetreffende gebeurtenis.


1. Ja
2. Nee
3. Weet niet


…. Mishandeling
…. Bedreiging
…. Diefstal
…. Lastig vallen
…. Pesterijen
…. Anders nl.: ….

12. In hoeverre maakt u zich zorgen dat u het slachtoffer wordt van:
- Lastig vallen
Helemaal geen zorgen
1   2   3   4   5   6   7

Heel veel zorgen

- Diefstal
Helemaal geen zorgen
1   2   3   4   5   6   7

Heel veel zorgen


- Bedreiging
Helemaal geen zorgen
1   2   3   4   5   6   7

Heel veel zorgen


- Mishandeling
Helemaal geen zorgen
1   2   3   4   5   6   7

Heel veel zorgen


- Pesterijen
Helemaal geen zorgen
1   2   3   4   5   6   7

Heel veel zorgen

13. Hoe groot denkt u dat voor u de nadelige consequenties zijn als u slachtoffer wordt van:
- Lastig vallen

Heel klein
1
2
3
4
5
6
7    Heel groot

- Diefstal

Heel klein
1
2
3
4
5
6
7    Heel groot

- Bedreiging

Heel klein
1
2
3
4
5
6
7    Heel groot

- Mishandeling

Heel klein
1
2
3
4
5
6
7    Heel groot

- Pesterijen


Heel klein
1
2
3
4
5
6
7    Heel groot


14. Hoe groot denkt u dat de kans is om ergens in de loop van dit jaar zelf slachtoffer te worden van: 
- Lastig vallen
Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans

- Diefstal

Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans

- Bedreiging

Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans

- Mishandeling

Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans

- Pesterijen

Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans
15. Hoe vaak volgt u in de krant of op televisie de berichten over criminaliteit?

Altijd
1
2
3
4
5
6
7
Nooit

16. Komt het wel eens voor dat u de tram vermijdt om veiligheidsredenen?

Altijd
1
2
3
4
5
6
7
Nooit


17. Is er een tijdstip waarop u het werken op de tram het liefst vermijdt?
1. Ochtend

2. Middag

3. Avond

4. Ik vermijd het werken op de tram op geen enkel tijdstip


18. Komt het wel eens voor dat u het werken op een bepaalde tramlijn vermijdt?
1. Ja

2. Nee

3. Ik ben niet in de gelegenheid een tramlijn te vermijden

19. Zo ja: Welke tramlijn is dit? …..

Tot slot nog een paar korte vragen:

Wat is uw leeftijd? ….

Wat is uw geslacht? Man/vrouw

Wat is uw hoogst genoten opleiding? ….

Wanneer u tips of suggesties heeft, graag hieronder in te vullen:

Hartelijk bedankt voor uw deelname.

Voor verdere vragen kunt u contact opnemen via het volgende e-mail adres: a.e.deroon@fsw.leidenuniv.nl. 

Vragenlijst Controlegroep
Alle onderstaande vragen gaan over hoe u het reizen in de Haagse tram ervaart. 

1. Hoe vaak maakt u gebruik van de tram?

1. Dagelijks
2. Meerdere keren per week
3. 1 keer per week
4. Minder dan 1 keer per week


2. Wat is voor u de belangrijkste reden om de tram te nemen?
 
1. Meest prettige manier van verplaatsen
 
2. Parkeerprobleem
 
3. Prijs

4. Ik heb geen keuze

5. Anders, nl…

3. Op welke tijden reist u meestal met de tram?

1. Ochtend
2. Middag
3. Avond


4. Voelt u zich op uw gemak in de tram?


Helemaal niet
1
2
3
4
5
6
7    Helemaal wel 


5. Waar gaat u meestal zitten in de tram?

1. Voorin
2. Middenstuk
3. Achterin
4. Het maakt mij niet uit, zoals het uitkomt

6. Kiest u bewust waar u gaat zitten in de tram?


Helemaal niet   1
2
3
4
5
6
7    Helemaal wel
7. Kunt u aangeven in hoeverre u het eens of oneens bent met de volgende stellingen? 


Lees elke stelling en geef dan een cijfer van 1 tot 7 (zie schaal) aan in het gebied naast de desbetreffende stelling. 

Helemaal mee oneens  1
 2      3      4
   5      6      7
     Helemaal mee eens


….. Ik voel mij op mijn gemak door de aanwezigheid van camera’s in de tram.
….. Ik voel mij veiliger in de aanwezigheid van beveiligingsbeambten.
….. Ik ben mij er van bewust dat jongeren zich over het algemeen achter in de 

      tram bevinden. 
….. Ik zou mij veiliger voelen als er een conducteur op de tram aanwezig zou zijn. 

….. Ik voel mij prettiger in de tram als het achterste gedeelte van de tram ’s avonds gesloten wordt.

Alle onderstaande vragen gaan over hoe u het reizen in de Haagse tram ervaart. Alle onderstaande vragen gaan over het sociale verkeer in de Haagse tram. 

8. Hoe vaak voelt u zich onveilig in de tram?

Altijd
1
2
3
4
5
6
7
Nooit


9. Hoe vaak voelt u zich ’s avonds niet zo op uw gemak in de tram?


Altijd
1
2
3
4
5
6
7
Nooit

10. Hoe vaak bent u tijdens het reizen met de tram bang dat u te maken krijgt met agressie of geweld?

Altijd
1
2
3
4
5
6
7
Nooit

11. Hoe vaak voelt u zich overdag niet zo op uw gemak in de tram?

Altijd
1
2
3
4
5
6
7
Nooit

12. Voelt u zich onveilig als er jongeren zich achter in de tram bevinden die onbetamelijk/vervelend gedrag vertonen?

Altijd
1
2
3
4
5
6
7
Nooit


13. Op een schaal van 1 tot 7, hoe groot denkt u dat de kans is dat u slachtoffer wordt van criminaliteit in de tram?


Heel kleine kans
1    2    3    4    5    6    7

Heel grote kans

14. Bent u wel eens slachtoffer geworden van een van de volgende gebeurtenissen? 

Lees elke stelling en geef dan het meest juiste antwoord (1, 2 of 3) aan in het gebied naast de desbetreffende gebeurtenis.


1. Ja
2. Nee
3. Weet niet


…. Mishandeling
…. Bedreiging
…. Diefstal
…. Lastig vallen
…. Pesterijen
…. Anders nl.: ….

15. In hoeverre maakt u zich zorgen dat u het slachtoffer wordt van:
- Lastig vallen
Helemaal geen zorgen
1   2   3   4   5   6   7

Heel veel zorgen

- Diefstal
Helemaal geen zorgen
1   2   3   4   5   6   7

Heel veel zorgen

- Bedreiging
Helemaal geen zorgen
1   2   3   4   5   6   7

Heel veel zorgen


- Mishandeling
Helemaal geen zorgen
1   2   3   4   5   6   7

Heel veel zorgen


- Pesterijen
Helemaal geen zorgen
1   2   3   4   5   6   7

Heel veel zorgen



16. Kunt u aangeven in hoeverre u het eens of oneens bent met de volgende stellingen? 

Lees elke stelling en geef dan het meest juiste antwoord aan in het gebied naast de desbetreffende stelling.

….. De tram is een veilig eiland in een minder veilige omgeving.

….. De tram is een miniatuur van de samenleving, ook wat criminaliteit betreft.

….. Jongeren hebben ook in de tram de kans om crimineel gedrag te vertonen.

Helemaal mee oneens  1      2       3      4
   5      6      7
     Helemaal mee eens
17. Hoe groot denkt u dat voor u de nadelige consequenties zijn als u slachtoffer wordt van:
- Lastig vallen

Heel klein
1
2
3
4
5
6
7    Heel groot

- Diefstal

Heel klein
1
2
3
4
5
6
7    Heel groot

- Bedreiging

Heel klein
1
2
3
4
5
6
7    Heel groot

- Mishandeling

Heel klein
1
2
3
4
5
6
7    Heel groot

- Pesterijen


Heel klein
1
2
3
4
5
6
7    Heel groot


18. Hoe groot denkt u dat de kans is om ergens in de loop van dit jaar zelf slachtoffer te worden van: 
- Lastig vallen
Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans

- Diefstal

Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans

- Bedreiging

Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans

- Mishandeling

Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans

- Pesterijen

Heel kleine kans
1
2
3
4
5
6
7    Heel grote kans
19. Hoe vaak volgt u in de krant of op televisie de berichten over criminaliteit?

Altijd
1
2
3
4
5
6
7
Nooit

20. Komt het wel eens voor dat u de tram vermijdt om veiligheidsredenen?

Altijd
1
2
3
4
5
6
7
Nooit


21. Komt het wel eens voor dat u ‘s avonds de tram vermijdt?

Altijd
1
2
3
4
5
6
7
Nooit

22. Komt het wel eens voor dat u ’s middags de tram vermijdt?

Altijd
1
2
3
4
5
6
7
Nooit

23. Komt het wel eens voor dat u ’s ochtends de tram vermijdt?

Altijd
1
2
3
4
5
6
7
Nooit


24. Komt het wel eens voor dat u een bepaalde tramlijn vermijdt?

Altijd
1
2
3
4
5
6
7
Nooit

25. Zo ja: Welke tramlijn is dit? …..


26. Heeft u alternatieven om u in de stad te verplaatsen?
1. Auto

2. Fiets

3. Bus
4. Ik heb geen alternatief
5. Anders, nl…

27. Wanneer u gebruik maakt van een auto, wat is hiervoor de reden?

1. Bereikbaarheid van verschillende locaties
2. Het weer

3. Het imago van de tram is niet aantrekkelijk

4. Anders, nl…
Tot slot nog een paar korte vragen:

Wat is uw leeftijd? ….

Wat is uw geslacht? Man/vrouw

Wat is uw hoogst genoten opleiding? ….

Wanneer u tips of suggesties heeft, graag hieronder in te vullen:

Hartelijk bedankt voor uw deelname.

Voor verdere vragen kunt u contact opnemen via het volgende e-mail adres: a.e.deroon@fsw.leidenuniv.nl. 
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