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Abstract  

This study examines the public’s perceived risk of violent crime on public transit in Metro 

Vancouver. Despite stable transit violent crime rates, there is growing distrust in the 

veracity of safety on TransLink services, challenging urban mobility and public safety 

objectives. Using qualitative interviews to understand the intersectional factors affecting 

perceived safety, this project investigates what contributes to this disparity between 

perceived and actual safety, exploring individual’s experiences, the presence of transit 

officials, and the social context’s impact on commuter choices. 

Key factors influence safety perceptions, including individual experiences on transit, the 

time and location of transit use, overlapping social issues, and the visibility of TransLink 

personnel. Fear of victimization is unevenly distributed, and significantly affects and is 

associated with marginalized groups. Through multi-criteria analysis, and academic and 

government officials interview insights, I propose transit safety policies that enhance 

environmental design and address social issues. 

Keywords:  transit policy; criminology; violent crime; public policy; transit safety; public 

transportation 
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Chapter 1. Introduction  

The Metro Vancouver public transit system, operated by TransLink, is an 

essential component of Vancouver’s interurban mobility, facilitating efficient 

transportation across Vancouver’s metropolitan areas. However, public safety on 

TransLink services has become a significant growing public concern, and despite the 

lack of any increase in violent transit crime rates in Metro Vancouver, there has been a 

substantial rise in the public’s perceived risk of violent crime victimization on TransLink 

transportation services, both during and since the COVID-19 pandemic (Vescera, 2023). 

This growing discrepancy between the actual and perceived safety on Metro 

Vancouver's public transit system emerges as a significant policy problem that not only 

fuels public debate and necessitates urgent policy action, but also underscores the 

critical role of public transit in urban mobility and societal functioning. Recent high-profile 

transit incidents, including assaults on commuters in Burnaby, a stabbing in New 

Westminster, and a murder of a teenager in Surrey, have heightened public anxiety and 

fear, overshadowing that violent crime rates on public transportation have actually 

declined in recent years (Devlin, 2023; Hasegawa, 2023; Seyd, 2023). This growing 

divergence between reality and perception not only undermines public trust in the transit 

system, potentially leading to decreased ridership and operational revenue, but also 

jeopardizes broader urban mobility and sustainability goals (Griffin, 2023). If individuals 

are afraid to use the transit system, some may resort to less sustainable modes of 

transportation like private vehicles, increasing traffic congestion and pollution. Public 

transit is crucial for those without private transportation options, and feelings of unsafety 

can restrict their mobility and access to essential opportunities, worsening social 

disparities (Loxton et al., 2019; Women Abuse Council of Toronto, 2022). 

 The challenge of improving public transit safety is involving not just actual safety 

enhancements but also changing perceptions and rebuilding trust among users (Nino, 

2023). This issue involves various stakeholders, including different government levels 

overseeing transportation, infrastructure, and public safety; law enforcement, the criminal 

justice system, transit users, advocacy groups, and businesses - each with distinct 

priorities. Transit-dependent individuals like students, low-income earners, and people 

with disabilities, face daily impacts from safety issues. Government bodies manage and 
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provide transit services and public safety, advocacy groups push for urban safety and 

social justice, and businesses rely on a secure and efficient public transit system for their 

profitable operations. This multi-faceted situation underscores the importance of 

collaborative efforts to address both the reality and perception of safety on public transit. 

This policy issue is challenging, lying not only in addressing the fear that 

potentially limits commuters' use of the transit system, threatening sustainability and 

urban mobility, but also in understanding and addressing the underlying factors that 

contribute to this risk perception (Kulkarni, 2023a; Vescera, 2023). To bridge the gap 

between actual and perceived safety levels, we need an interdisciplinary approach; and 

by exploring innovative policy interventions, we can address concerns, boost user 

confidence, and enhance real public safety and social outcomes. 

1.1. Research Questions  

This study is guided by two research questions: 

1. What are the underlying factors contributing to the perceived safety risks in 

Metro Vancouver's transit system?  

This question seeks to uncover the multifaceted reasons behind the heightened fear 

among transit users, despite statistical evidence suggesting a decrease in actual violent 

crimes on the transit system. 

2. How can policymakers best address this perceived risk to enhance transit 

safety and user confidence?  

Exploring actionable strategies and policy interventions may bridge the gap between 

perception and reality, thereby improving the overall safety and security of the transit 

environment. 

In addressing these questions, the study will analyze the nature and factors contributing 

to the perceived risk of violent crime in Vancouver's transit system to identify key drivers 

such as media portrayal, personal experiences, and social dynamics that influence 

public perception. I will evaluate the efficacy of traditional policy responses in addressing 

these risks, through an assessment of current safety measures and policies. Finally, I 
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will recommend policy solutions that not only address the current gaps in safety 

measures but also anticipate future challenges in urban transit safety. 

1.2. Scope and Limitations 

This study acknowledging several limitations. It is geographically limited to Metro 

Vancouver, restricting its broader application to other cities with differing socio-economic 

and geographic features. Although I seek to include a wide range of stakeholder 

perspectives, it may not fully represent the experiences and views of less vocal or 

marginalized communities. The research also faces challenges related to the availability 

and accuracy of public perception data. Predicting the effectiveness of suggested policy 

measures is difficult due to the complex and changing nature of safety concerns. 

Furthermore, the study operates within the existing domains of public policy, urban 

studies, and criminology, which might not cover all factors affecting safety perceptions. 

Despite these constraints, the research offers important insights into perceived safety on 

Metro Vancouver's transit and lays the groundwork for future investigations. 

1.3. Background  

Policy impacts on transit users and broader society reveals a complex interplay 

of factors. The media's portrayal of crime, often focusing on sensational attacks on 

transit, can amplify public fear and distort perceptions of safety risks (McKnight, 2022; 

Phillips, 2017). This phenomenon, akin to other 'moral panics,' might exaggerate the 

sense of danger among the public, even when actual crime rates have not significantly 

increased (Manning et al., 2022; Metro Vancouver Transit Police, 2023a; Wood, 2023). 

Vancouver City Manager Paul Mochrie noted in 2021 that the media's favour for fear-

based reporting exacerbates negative perceptions of crime (Mochrie, 2021). Despite 

stable or declining crime rates, this crime perception has grown, especially since 2021, 

and Vancouver received considerable media attention for transit violence in 2023 alone 

(Vescera, 2023).  

Despite recent incidents, violent crime rates on Vancouver's public transportation 

have generally been declining. In 2022, “crimes against persons" reported to Metro 

Vancouver Transit Police (MVTP) rose by 15%, including a 24% increase in assaults 

over 2021 (Metro Vancouver Transit Police, 2023a). However, this increase occurred 
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alongside a 46% post-pandemic ridership surge, leading to a 33% drop in the rate of 

crimes against persons per 100,000 boardings from 2021 to 2022. Additionally, while 

there were 1,576 "crimes against persons"  (i.e. crimes against individuals, like assault; 

instead of property crimes, such as  theft) reported in 2022, this number is lower than the 

peak of 2,056 crimes in 2016 (0.53 crimes per 100,000 passengers), and this rate fell 

from 2016 until 2019 (0.47 in 2017, 0.46 in 2018, and 0.37 in 2019) and represents a 

fluctuation from the previous two years (1,376 in 2021 (0.61), 1,456 in 2020 (0.66)) 

(McSheffrey, 2023; Metro Vancouver Transit Police, 2023a). Crime volumes decreased 

during the COVID-19 pandemic, but only increased between 2021 and 2022 as a 

correlate of increased passenger ridership during that same period. (McSheffrey, 2023). 

This trend of decreasing crime rates is consistent with broader national and global 

patterns observed since the early 2000s (Statista, 2023). While Vancouver's overall 

violent crime rate has remained relatively stable since 2019, the rate in 2022 was level 

with 2013 and 2014 levels, and significantly lower (15-33% less) than the rates between 

2002 and 2012 (Vancouver Police Department, 2021a, 2021b, 2024)  

The historical context of this policy issue reveals that concerns over safety in 

public transit are not new but have intensified in recent times, with a 50% increase in 

concerns since 2019 (McElhanney et al., 2020; TransLink, 2020). While only 25% of 

Canadians feel fully unsafe on transit, women were most likely to worry about their 

safety, as 65% of women said they feel less safe or somewhat less safe, compared to 

50% of men.  Meanwhile, more than 66% of Vancouver’s transit users feel unsafe while 

transiting (Ipsos, 2023; Kergin, 2023). This is substantially greater than the average in 

B.C., where 50% of commuters said they felt unsafe on transit (Yun, 2023). This is also a 

marked increase in feelings of risk over the past decade as only 26% of people said they 

felt unsafe on TransLink services in 2012 (Metro Vancouver Transit Police, 2014). 

Overall in Canada, noting the recent violent incidents, 35% of people felt less safe, and 

23% felt somewhat less safe on transit in 2023, when compared to 2022 (Yun, 2023).  

In 2019, TransLink experienced a record-breaking year with 453 million total 

boardings, marking a 3.6% increase from the previous year (CBC News, 2020). 

However, the Covid-19 pandemic in 2020 significantly impacted ridership, with a 

decrease by 52%, translating to only 219 million boardings (Chan, 2021). As conditions 

improved, 2022 saw a substantial recovery with ridership bouncing back to 80% of pre-

pandemic levels, a 48% increase over 2021, positioning TransLink as a leader in 
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ridership recovery amongst Canadian public transit agencies (Kulkarni, 2023b). The 

Canadian Urban Transit Association (CUTA) & Amalgamated Transit Union (ATU) 

recently highlighted concerns that fear of violence could undermine the recovery and 

growth of public transit ridership post-pandemic (Canadian Urban Transit Association 

(CUTA), 2023; Nino, 2023; Richardson, 2023). In response, ATU called for the 

establishment of a national task force in April 2023 to tackle the escalating issue of 

transit violence (Draaisma, 2023). CUTA then released 27 safety recommendations, 

which focus on improving customer and staff safety, addressing substance use in transit 

areas, enhancing housing support, collaborating with mental health professionals, and 

increasing the number of peace officers, special constables, and police officers on transit 

(Canadian Urban Transit Association (CUTA), 2023)  
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Chapter 2. Literature Review  

 This literature review encompasses a range of interdisciplinary sources, 

including environmental design, community engagement, and criminological theories, 

augmented by a jurisdictional scan of transit systems globally and insights from over 50 

years of transit crime and safety literature (Ceccato et al., 2022). 

2.1. Factors in Perception  

The study of safety and security within transit environments with particular focus 

on the perceptions of risk associated with violent crime has been extensively explored by 

transit crime scholars Andrew Newton and Vania Ceccato. Their pivotal work, highlighted 

in the book chapter “Theoretical Perspectives of Safety and Security in Transit 

Environments” from Safety and Security in Transit Environments: An Interdisciplinary 

Approach, comprehensively reviews the literature, and highlights themes affecting both 

actual and perceived safety on public transit (Newton & Ceccato, 2015). Newton and 

Ceccato acknowledge the limitations of traditional criminological and security theories in 

directly applying to transit systems, and advocate for a tailored conceptual framework 

that specifically addresses the subtleties of public transport systems. 

A main insight from their research and the broader literature is the nuanced role 

of police presence. Increased policing can foster a sense of security, reduce crime 

perception, and deter crime, especially when efforts are focused on specific times, 

areas, and types of crime (Dau et al., 2023). However, these results are more 

pronounced when visible policing targets small geographic locations (like transit hubs) 

where crime is concentrated (College of Policing, 2021). These impacts vary across 

community groups, particularly affecting marginalized groups who may feel further 

alienated or unsafe due to past negative encounters with law enforcement (Bharoocha, 

2023.; Marchesan & Talbot, 2023; Nicholson & McQuillan, 2023). The literature and 

recent studies also advocate for a targeted, evidence-based approach to police 

deployment in transit environments. Such strategies should deter crime but also build 

trust with the communities they serve, especially in those who have been historically 

marginalized (Transit Center, 2021). The literature thus highlights the importance of 
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considering the diverse experiences and perceptions of transit users when implementing 

public safety measures. 

Traditional and social media outlets increasingly have the power to amplify transit 

safety concerns, often portraying a skewed perspective that is misaligned with true crime 

rates (Itoi, 2023; Kania & Walsh, 1993). Media portrayal of violent crime, characterized 

by sensationalism and selective reporting, often exacerbates fears, and misrepresents 

actual risks to transit users (Birkbeck, 2014). The effect of such representations is 

twofold: one, increased awareness about genuine safety concerns; two, inflating the 

sense of public risk by portraying crime as more pervasive than what is recorded, 

potentially deterring transit use and negatively impacting perceptions of public spaces 

(Kim, 2018). The rise of social media has introduced a new dimension to this dynamic, 

where the spread of information—and misinformation—occurs rapidly and with little 

control (Meserole, 2018). The virality of certain stories, regardless of their accuracy and 

despite an individual’s personal experiences, can significantly heighten the public 

perceptions of risk as they are often presented without the counterbalance of contextual 

understanding or statistical evidence (Alrasheed et al., 2022; Vijaykumar et al., 2015). 

Broader social contexts, racism, classism, and visible poverty, significantly 

influence how people perceive crime in transit environments. When social standing, 

racial and class perceptions intersects, it often distorts the criminal justice system 

response (Hurwitz & Peffley, 1997). As a result, punitive policies, like incarceration or 

aggressive police responses, are often disproportionately applied to those who are 

racialized, marginalized, or low socioeconomic status. This is exacerbated in areas 

marked by visible poverty, often associated with higher crime rates, but this correlation 

does not always translate to actual increases in crime or accurate crime rates (Hurwitz & 

Peffley, 1997; Sharkey et al., 2017). The complex relationship between poverty and 

crime becomes unambiguous in the context of homelessness within transit stations. 

Transit systems often serve as makeshift shelters for individuals experiencing 

homelessness, presenting unique safety challenges that can lead to feelings of unsafety 

and conflicts if left unaddressed (Nino, 2023; The Homeless Hub, 2020). Further, the 

overarching social fabric, defined by norms, values, and the cultural construction of what 

is permissible and what is criminal plays a central role in how people perceived their own 

risk in the transit system. This social construction is influenced by historical, cultural, 

legal and social factors, alongside personal experiences and socio-emotional concerns, 
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underscores the nuanced, complex reality of how crime risk is perceived and 

operationalized (Ambrey et al., 2014; Hartnagel, 1979; Lee et al., 2020; Manning et al., 

2022). 

2.1.1. User Perspective and Demographics 

The perception of safety and fear of crime on public transit is deeply influenced 

by personal vulnerability and environmental cues and varies significantly by 

demographic group. Perceived safety risks are one of the most influential factors in 

women’s transit decisions, and fear of experiencing harassment impacts how, when, and 

which type of transit women use (International Transit Forum, 2018). The physical 

design of transit stations, especially bus stops, can heighten the anxiety among women 

because of their desolate locations, absence of appropriate lighting, and the lack of 

formal and informal surveillance (Women Abuse Council of Toronto, 2022). Research 

suggests women have distinct safety and security needs, are often fearful of certain 

transit environments and frequently adjust their behaviour and travel patterns to avoid 

them, including avoiding certain routes or stops or transiting at certain times of day 

(Loukaitou-Sideris, 2014). This is especially true for certain groups of women who feel 

more vulnerable to victimization and harassment than others (Loukaitou-Sideris, 2009). 

For women, the risk of physical aggression, sexual harassment, and unwelcome 

behaviour heightens their fear and anxiety when using transit, affecting their mobility, 

and reinforcing societal inequalities (Ceccato, 2017). This gender-specific vulnerability 

necessitates incorporating safety measures that ensure their freedom and right to 

mobility without worrying that a ‘wrong choice’ of mode, transit setting, or time of travel 

might have consequences for their safety (Loukaitou-Sideris, 2014). 

Racialized individuals, particularly Black and Indigenous people, have notably 

lower  confidence in police services due to experiences of discrimination, societal biases, 

and racism in the criminal justice system (Cotter, 2022). This lack of confidence, double 

that of non-Indigenous and non-visible minority groups, highlights the importance of 

developing inclusive safety strategies within transit systems to address their concerns. 

Similarly, LGBTQIA2S+ individuals experience a higher risk of violent crime victimization 

than their heterosexual peers, impacting their willingness to use public transit, especially 

at night (Ceccato & Loukaitou-Sideris, 2022; Galvan, 2020; Statistics Canada, 2018). 

Additionally, older adults (65+) report greater fear of crime, even though they are 
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significantly less likely to be victimized than younger Canadians (Conroy & Sutton, 

2022).  

The literature reveals that encounters with transit crime often leads to changes in 

travel behavior, causing tangible impacts on daily life (Heinen, 2023). The perception of 

transit crime risk is usually shaped by the actual and perceived levels of crime in these 

settings, with discrepancies between perceived and actual crime rates significantly 

influencing individuals’ feelings of safety (Ambrey et al., 2014; Newton, 2014), Most 

individuals perceive their local crime rate as far greater than the real rate, and this gap 

between perceived and real crime is widening as real crime rates fall faster than how 

crime is perceived (Ambrey et al., 2014; Manning & Fleming, 2017). This gap 

undermines the how feeling safe on transit is a fundamental need of all travelers and 

underscores the importance of addressing safety issues  perceptions to ensure the 

freedom of movement for all individuals (Ceccato, 2017; Ceccato et al., 2022). 

Studies illustrate the significance and efficacy of community involvement in 

implementing safety measures, suggesting individuals with diverse perceptions and 

intersectional experiences should actively shape their transit experience in accordance 

with their diverse needs (Transit Center, 2021). A 2022 literature review emphasized 

adopting an intersectional approach of transit safety policy interventions that recognizes 

the complex interplay of various factors that influence both real and perceived safety 

(Ceccato et al., 2022). Tailoring safety measures to address the unique safety concerns 

of women, racialized individuals, LGBTQIA2S+ individuals, and older adults is essential 

for creating a welcoming and secure transit environment that encourages independence, 

mobility, and active participation in urban life. 

2.1.2. Relevant Criminological Theories 

Crime pattern theory views transit settings as ecosystems with three main 

components: nodes (active spaces like stations), paths (travel routes), and edges 

(boundaries of the transit environment) (Newton, 2014). Potential offenders and victims 

intersect in 'nodes', designating transit stations as places of criminogenic (or crime-

creating) activity (Irvin-Erickson & La Vigne, 2015; Newton, 2014). This theory 

emphasizes time geography, which considers how offenders utilize transit mobility for 

their benefit (e.g. they can escape by train after committing an offence), and examines 
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the socio-economic surroundings of transit systems, suggesting one must understand 

the broader context in which transit systems operate to better understand the frequency 

of crime in these settings (Ceccato et al., 2022). Transit nodes are viewed both as crime 

attractors and generators, highlighting the dual role transit environments play in 

attracting offenders with their visibility and accessibility, creating well-known, inadvertent 

opportunities for crime, and creating challenges to security and safety due to the 

turnover and fluctuation of individuals and transit vehicles present at stations (Irvin-

Erickson & La Vigne, 2015; Wortley & Tilley, 2014). 

 Congruently, the routine activities theory proposes conditions under which transit 

crime is most likely to occur—when a motivated offender finds a suitable target without 

the deterrence of a capable guardian (Newton, 2014; Newton & Ceccato, 2015). As 

transit is dynamically populated, the fluctuating and inconsistent presence of ‘guardians’ 

like police and security, alongside the sheer volume of passengers (often suitable crime 

targets), amplifies crime opportunities as these three aspects converge in time and 

space in transit environments (Irvin-Erickson & La Vigne, 2015; Newton & Ceccato, 

2015). This approach argues that visible ‘capable guardianship’ may prevent criminal 

behaviour. 

The spatial and temporal aspects of transit crime reveal the nuance of how 

distinct factors contribute to crime rates. The activity (or busyness) level, accessibility of 

stations, and their connectivity to urban centres are significant predictors of crime, with 

certain station characteristics—such as distance from a city’s centre or socio-economic 

status of the surroundings— significantly correlating with crime outcomes like robbery 

(Irvin-Erickson & La Vigne, 2015). Temporal patterns show crime rates fluctuate by times 

of day, suggesting that stations assume different nodal and place-based crime-

generating and crime-attracting characteristics that vary by crime type and time (Ceccato 

& Uittenbogaard, 2013). Viewing temporality differently, other researchers emphasize 

the entire transit journey in crime, including the time spent walking to and waiting in 

transit stations, not just the time transiting (Ceccato et al., 2022). 

The design elements and management of transit environments, through the lens 

of Crime Prevention Through Environmental Design (CPTED), emerge as a pivotal 

method of mitigating crime and enhancing safety perceptions. CPTED design principles 

include natural surveillance, achieved by strategic lighting and layout designs, natural 
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access control via barriers, territorial reinforcement to delineate public and private 

spaces, activity support (e.g. surveillance by fellow passengers), and diligent 

maintenance by place managers (e.g. individuals like TransLink employees) responsible 

for overseeing and maintaining the safety and proper use of specific locations (Zahm, 

2007b)).  Researchers postulate that integrating these design elements create transit 

environments that are both safe and perceived as such. ASU’s Center for Problem-

Oriented Policing’s work on CPTED emphasizes the value of engaging area residents, 

employees, and users in the environmental analysis and planning process of CPTED-

focused infrastructure changes (Zahm, 2007a).  

2.1.3. Key Insights  

In summary, the policy problem surrounding safety on Metro Vancouver's transit 

system is characterized by complex historical, social, and legal factors, compounded by 

public perception and media influence. The literature highlights the importance of 

considering the entire transit journey when addressing safety and crime perceptions, the 

need for a comprehensive approach that includes not only policing but also social 

supports and mental health services, and addresses issues like homelessness, media 

influence, and social context (Ceccato, 2017; Newton & Ceccato, 2015).  

2.2. What Has Been Done in Vancouver?  

Policy development, including the legal and regulatory framework has evolved 

over time, and involves key stakeholders like Public Safety Canada, the BC Ministry of 

Public Safety and Solicitor General, TransLink, and Metro Vancouver Transit Police 

(MVTP), established in 2005 – a unique force in Canada dedicated to transit safety with 

standard policing powers (Metro Vancouver Transit Police, 2023b). The policy objectives 

of these managing organizations have centred on enhancing public safety, bolstering 

public confidence in transit systems, promoting increased ridership, and supporting 

urbanization and social mobility (B.C. Minister of Public Safety and Solicitor General & 

Ministry of Public Safety and Solicitor General, 2023; Metro Vancouver Transit Police, 

2023a; Public Safety Canada, 2023; TransLink, 2022). The primary means by which they 

have done this, through the MVTP and TransLink, is the following:  
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Table 1: Metro Vancouver Transit Safety Infrastructure, Policies, and 
Programs 

 

Sources: Alerts | TransLink, 2021.; How Do We Keep People Safe on Metro Vancouver Transit?, 2024.; Safety and 
Security, 2024.; Transit Security | TransLink, 2024.; TransLink Rules and Regulations, n.d.; Metro Vancouver Transit 
Police, 2023; TransLink, 2022  
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However, the implementation of these policies faces challenges, including 

delayed response times, understaffing due to the transit network size (with 184 MVTP 

officers mandated to protect 1,800 square kilometres, 1000 buses and 85 SkyTrains at 

any given time), and public safety efforts primarily targeting marginalized populations 

(Grant, 2022; McSheffrey, 2023). In the 2022 Transport 2050: 10 Year Priorities Report, 

TransLink identified:  

Social equity is a key strategic lens to bring to these 10-Year Priorities – 
ensuring that disadvantaged communities see greater benefit from these 
investments. Discussions in focus groups with disadvantaged communities 
identified specific gaps in their transit experience around safety, security 
and comfort while accessing stops and stations, waiting for transit to arrive, 
and riding aboard transit. These gaps require urgent attention to reduce 
barriers and make transit more accessible for everyone. (TransLink, 2022) 

The current policy landscape is dynamic, as TransLink plans to address these 

communities’ public safety concerns through bus stop improvements, transit exchange 

upgrades, station upgrades to lighting, seating, and accessibility, and station area and 

transit corridor planning (TransLink, 2022, 2024c). Premier David Eby recently pledged 

to deploy new teams of prosecutors, police, and probation officers in twelve B.C. cities in 

efforts to combat known violent offenders (CBC News, 2023). Additionally, in April 2023, 

when questioned in B.C. Legislature by BC United leader Kevin Falcon about the need 

to improve safety on transit, Premier David Eby responded with several measures, 

explaining some were newly in place: 

[TransLink is] bringing on 24 Community Safety Officers to increase 
security on our transit system. The RCMP and transit police are stepping 
up their presence and patrols on the transit system. (Sajan, 2023). 

The introduction of 24 additional Community Safety Officers equipped with 

specialized training in mental health awareness, crisis de-escalation, and community 

policing represents a measure to improve security (Ali, 2023). MVTP also redeployed 

officers who usually work on the community engagement team and other specialty teams 

to front-line patrols and MVTP stated they were collaborating with other regional police 

departments and the RCMP to coordinate additional patrols on buses and trains, and at 

busy transit hubs. (Ali, 2023; Lazaruk, 2023). Despite these changes and 

redeployments, Unifor, a union that represents thousands of B.C. public transit workers 

asked Transportation Minister Rob Fleming for more police resources (Matassa-Fung, 

2023). Both Eby and B.C. Public Safety Minister Mike Farnworth stated their readiness 
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to provide additional resources as needed, but Farnsworth stressed the existing safety 

measures on transit available, as laid out above (McSheffrey, 2023; Sajan, 2023). 

Farnworth said violent crime on transit systems is an issue many provinces across the 

country are grappling with, and in response, B.C., in conjunction with Public Safety 

Canada expanded reverse onus (effective January 4th, 2024) for granting bail to prolific 

or dangerous offenders, where the accused person must convince the court that they 

should be released, rather than detained, while awaiting their trial, which previously only 

applied to serious cases involving murder, attempted murder, and other Criminal Code 

firearms violations (Department of Justice Canada, 2023; Sajan, 2023). 

The efficacy and appropriateness of police-centred responses in addressing 

safety perceptions on Metro Vancouver's transit system has been met with criticism. 

Critics, highlighting the broader issue of addressing the root causes of public safety 

concerns, argue that earlier interventions, particularly in housing and drug use, could 

offer more effective solutions to the growing fear among transit users (Kulkarni, 2023a). 

Elenore Sturko, B.C. United’s mental-health and addictions critic, in April 2023 argued 

for integrating mental-health outreach teams within MVTP, providing support for 

emergency co-response police and social worker teams, often referred to as a “Dual 

Dispatch” models in other jurisdictions (Lazaruk, 2023).  

This context reveals a pronounced research gap in understanding the unique 

challenges faced by Metro Vancouver's transit system. While general principles of transit 

safety and crime prevention are well-established (Newton & Ceccato, 2015), there is an 

urgent need for research that accounts for Metro Vancouver's specific issues. As fear 

escalates amidst Vancouver's broader social challenges such as the cost-of-living crisis, 

the toxic drug epidemic, visible homelessness, and mental health issues, so is amplified 

the perceived risk of victimization. While recent policy efforts have begun to recognize 

the importance of these factors, their effectiveness remains a subject of debate, and 

appropriately addressing these challenges demands an intersectional approach and the 

development of innovative safety policies that draw on context-specific research, local 

insights, and integrated global knowledge.  
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Chapter 3. Research Methodology  

This study adopts qualitative methods, including a jurisdictional scan and semi-

structured interviews.  

3.1. Jurisdictional Scan 

Recent transit violence in Toronto and Calgary, particularly since 2021, illustrates 

that Vancouver's safety challenges are both unique to its social and physical context in 

the Lower Mainland, but are also part of a broader trend of increasing public concern 

over safety on transit systems (Canadian Urban Transit Association (CUTA), 2023; The 

Canadian Press, 2023; Yun, 2023). This situation underscores the value of conducting a 

comparative analysis by identifying other jurisdictions facing similar issues in population 

density, urban dynamics, and transit infrastructure, to draw policy inspiration that could 

be effectively adapted for Metro Vancouver. This provided the rationale and general 

methodological approach to the jurisdictional scan conducted. 

By conducting this targeted scan of cities like Philadelphia with its SEPTA system 

and New York's MTA 2022 Subway Safety Plan—both recognized for their metropolitan 

significance, and struggles with transit violence—insights into a variety of strategies 

being implemented to combat these safety concerns were provided (Government of New 

York, 2022; Southeastern Pennsylvania Transportation Authority (SEPTA), 2023). The 

jurisdictions selected share socio-economic challenges, such as high living costs and 

drug-related crises, highlighting the widespread nature of transit safety issues and the 

intersectional factors contributing to them in Canada and the U.S. (Griffin, 2023). The 

findings of this jurisdictional scan were then grouped by the theme and type of response 

being implemented in each jurisdiction. 

3.2. Semi-Structured Interviews 

This methodology was chosen for its capacity to delve into the intricacies of 

individual’s perceptions of safety within Metro Vancouver's transit environment. It 

provided the flexibility needed to pursue follow-up questions or themes that arose from 

participant responses, ensuring a comprehensive understanding of perceptions. The 
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selection and development of this methodology was based on the detailed literature 

review, which supplied essential background information that informed the interview 

questions drafting. 

Semi-structured interviews were used to gather direct accounts of how safe 

transit users feel and expert opinions on crime prevention and safety strategies. This 

method allowed for a deep dive into the factors that affect people’s sense of safety and 

security when using transit, combining real-life experiences with theoretical concepts. 

This resulted in a detailed understanding that could not be achieved by just analyzing 

secondary data, as these findings were based on the daily experiences of those who use 

Metro Vancouver’s transit system. Following Rubin & Rubin’s guidelines, the interviews 

were designed to encourage open and honest conversations by building rapport with 

participants and a trusting environment, where individuals felt comfortable sharing their 

experiences and views (Rubin & Rubin, 2012). Active listening was key, capturing not 

just the responses but also the nuances of tone, emotion, and body language. This 

approach greatly improved the quality of the data collected and its analysis. 

3.3. Interview Sampling Strategy 

The study employed a mixed sampling approach, combining purposive non-

probability and snowball techniques to gather a wide and more representative variety of 

viewpoints. The selection of these individuals was deliberate, guided by the need to 

obtain insights from their varied perspectives on the research questions. Each participant 

was chosen based on their unique experiences and areas of expertise, and all were 

believed to significantly be able to contribute to understanding safety perceptions on the 

TransLink system.  

3.3.1. Purposive Sampling (Judgmental Sampling) 

Purposive sampling was the non-probability sampling method used in this 

qualitative research project to initially select the specific group(s) of individuals who held 

expertise, experience or authoritative positions on transit public safety, risk perception 

lived experience, urban mobility, or relevant policymaking in Metro Vancouver. The 

rationale of employing purposive sampling was to ensure that data collected was precise 

and accurate, and came from highly-credible and informed sources, crucial for 
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conducting a robust analysis aligned with the research objectives. These participants 

were identified through public contact information and networks. The groups sampled 

were the following: 

I. Academics: Selected based on academic background, topic expertise, 

research, and experience related to transit safety, urban mobility, and 

related policy domains and initiatives. 

II. Government Organization Representatives: Selected based on 

employment responsibilities, institutional knowledge, and experience 

working government programming and initiatives concerning public safety 

on transit, urban mobility, and policing. 

III. Transit Users: Selected based on their frequent usage of the TransLink 

system within the past year, further delineated by users over 18 years of 

age.  

3.3.2. Snowball Sampling 

Additional participants were identified through the snowball sampling method, 

where existing participants recruited among their acquaintances. Snowball sampling was 

useful in accessing additional, diverse perspectives by leveraging the networks of the 

initial participants to connect with other recommended potential individuals with relevant 

knowledge or experience, thus enriching the comprehensiveness of the data collected. 

Combining sampling methods aimed to enhance the robustness and validity of the 

findings by balancing the insights obtained from both methods to best inform the 

research’s resulting analysis and policy recommendations. 

3.4. Interview Details 

The rationale behind this purposive selection was to ensure that each interview 

would yield valuable data directly pertinent to the study's objectives. The academics 

were chosen due to their extensive research in urban policy and criminology, offering a 

theoretical perspective that complemented the practical insights of transit users. 

Academics, along with government representatives were also positioned to best 

understand the Vancouver’s current public safety context and provide potential policy 
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solutions, and alternative frameworks that address perceived violent crime risks. These 

expert interviews, alongside insights from transit user interviews focusing on key factors 

like fear, worry, and perceived risk of victimization, informed the selection of jurisdictions 

to review for potential policy solutions. This integrated approach both guided the 

identification of alternative policy options and helped broaden awareness of other 

relevant jurisdictional cases, offering additional perspectives on improving perceived 

public safety. Similarly, the transit users provided a user-level view of safety perceptions 

that reflected diverse experiences and views in understanding on what drives fear or 

perceived risk of victimization. This scope aimed to involve people from diverse 

backgrounds, positionalities, and lived experiences to ensure that any resulting 

proposed policy options addressed as many individuals’ experiences and perception of 

safety as possible. 

The project consisted of twelve semi-structured interviews: five with academics, 

four with transit users, and three with government representatives of public safety 

departments. These formal interviews of 20-25 questions reviewed several topics, 

including general transit usage, personal safety experiences of transit users, perceptions 

of safety and risk, evaluating current safety measure efficacy, and suggestions for 

improvements of safety perception. These interviews were deemed to be of minimal risk 

and were conducted with the prior written or verbal informed consent of the participant, 

in accordance with SFU University Research Ethics Board Study Protocol #30002085. 

The interviews, conducted over Microsoft Teams between November 2023 and January 

2024, were digitally recorded and transcribed, then reviewed, edited, and securely 

stored in the SFU Microsoft 365 OneDrive. ‘Jottings’ were also taken to note key insights 

and themes, with the interviewee’s consent. Wherever a quote is provided that is not 

specifically cited or attributed, it is derived these original interview transcripts. Quotes 

have been minimally edited to remove verbal fillers and for grammar to ensure enhanced 

coherence. 
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Chapter 4. Jurisdictional Scan: Approaches to 
Addressing Transit Violence 

The diverse approaches taken by these cities reflect the complexity of transit 

violence, necessitating policies that enhance the actual and public perception of safety in 

transit systems. Strategies range from increased policing and community engagement 

initiatives to structural modifications of the transit environment, offering a rich array of 

potentially adaptable solutions for Metro Vancouver's specific safety needs (Ceccato et 

al., 2022; Transit Center, 2021). 

4.1. Different Approaches 

4.1.1.  Enhanced Guardianship through Law Enforcement, Security, 
and Specialized Policing 

Several cities have increased their focus on oversight and guardianship, 

incorporating safety programs alongside traditional police presence. In Toronto, over 50 

TTC security guards with advanced training in mental health first aid and crisis 

intervention were recently added, accompanied by the enhanced police presence of 80 

additional Toronto Police Service officers for system-wide high-visibility patrolling 

(Jackson, 2023). The TTC also updated its schedules to ensure an increased employee 

presence in crime ‘hotspots’ and during peak travel times (Toronto Transit Commission, 

2023b). Moreover, the TTC planned to hire up to 50 Special Constables focused on de-

escalation and mental health in 2023 (Toronto Transit Commission, 2023a).  

Similarly, Seattle's Sound Transit recently nearly doubled its unarmed guard 

patrols to reduce response times, redeploying them to stations with higher crimes rates 

(Lindblom, 2023). Seattle also introduced the Community Assisted Response and 

Engagement (CARE) team of civilian mental health responders in 2023, who are 

dispatched simultaneously with police to relevant calls (Barnett, 2023). 

 Calgary has notably increased its security presence, tripling their security guards 

(from 8 to 24) and expanding police and community peace officer’s overnight patrols 

from 4 to 7 nights a week (Dryden, 2023). Calgary also spent $5.9 million CAD in 

emergency funding for a 25% increase in Transit community peace officers, to provide 
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more strategic, less intensive policing (City of Calgary Intergovernmental & Corporate 

Strategy, 2024; The City of Calgary, 2023) 

4.1.2. Mental Health and Homeless Outreach Initiatives 

Cities in North America are taking compassionate and innovative steps to 

address mental health and homelessness within their transit systems. These efforts 

involve deploying specialized teams, increasing psychiatric, shelter, and housing 

resources, and prioritizing engagement and support over traditional enforcement to 

ensure user safety and comfort. New York City’s Subway Safety Plan includes Joint 

Response Teams comprising personnel from the Department of Health, the Department 

of Homeless Services, the NYPD, and community groups (NBC New York, 2022). These 

teams provide comprehensive care and support to homeless individuals in the subway 

system, included expanding psychiatric and shelter beds and help from mental health 

professionals (Government of New York, 2022). This initiative aligns with the NYC 

Housing First model, which prioritizes moving people into permanent housing with 

necessary support, proven to be a cost-effective solution for homelessness (City & State 

NY, 2022; Hutchinson, 2023).  

Portland's TriMet has established a Safety Response Team, highlighting a similar 

vision of integrating social service specialists’ collaboration with police officers at high-

volume stations (Mass Transit, 2022). Other TriMet initiatives include piloting non-police 

response resources, like mobile transit crisis intervention teams, to address mental and 

behavioural health issues (Mass Transit, 2020). Additionally, Seattle’s Community Safety 

and Communications Center (CSCC) plan to hire six mental health responders and a 

clinical supervisor to respond to welfare checks and ‘person down’ calls (Nerbovig, 

2023). Seattle’s CARE program also assists in the provision of outreach services by 

adding civilian mental health professionals into the 911 emergency response (Housen, 

2023).  

Toronto's Community Crisis Service (TCCS) engages directly with homeless 

individuals through Community Safety Ambassadors, who liaise with Toronto’s Streets to 

Homes workers to provide targeted outreach services by creating trusting relationships 

and finding permanent housing, as part of Toronto’s broader push for community safety 

(City of Toronto, 2023b). Toronto’s Multi-Disciplinary Outreach Team (M-DOT) program 
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also provides case workers and health care professionals to individuals requiring more 

complex and longer-term supports who shelter in transit stations (City of Toronto, 

2023a).  

Similarly, LA Metro Ambassadors conduct homelessness outreach, focusing on 

providing support and services to the homeless population within the transit system, 

aligning with broader city efforts to address homelessness through compassionate 

engagement and support (Radin, 2023). This approach reflects Philadelphia’s recently 

introduced SAVE program, which pairs police and social workers to provision support 

services to vulnerable individuals on the transit system, a co-response approach 

emphasizing engagement, relationship-building, and transition into care (Southeastern 

Pennsylvania Transportation Authority (SEPTA), 2023). 

4.1.3. Infrastructure and Environmental Design 

Cities also focus on Crime Prevention Through Environmental Design (CPTED) 

principles to enhance transit safety. Calgary recently committed to CPTED by upgrading 

the CTrain system with downtown platform lighting improvements for visibility and aiding 

clear CCTV capture, PA announcements about surveillance, increased cleaning of 

stations, and rapid vandalism response (The City of Calgary, 2023). These measures 

align with strategic environmental changes, including removing benches to minimize 

loitering.  

Toronto and Seattle reveal a shared focus on infrastructural safety 

enhancements. The Toronto Transit Commission (TTC) has installing improved camera 

systems within stations and on vehicles as part of a broader strategy to ensure safe and 

secure operations (Jackson, 2023). Similarly, Seattle has prioritized lighting for visibility 

and fencing upgrades at high-crime stations to secure vulnerable areas (Lindblom, 

2023).  

LA Metro recently completed the significant Venice Boulevard Safety and Mobility 

Project to reimagine one of LA’s busiest transit hubs to enhance public safety by 

augmenting lighting, security cameras, and improving the metro, bus, and bike 

infrastructure (LA Metro Media Relations, 2023).  



22 

4.1.4. Community Engagement and Social Services Integration 

This scan highlights the importance of integrating social services into security 

measures to reduce unnecessary police contact and direct individuals to appropriate 

support services. Portland’s TriMet launched their Safety Response Team in September 

2021, who are trained in crisis response and management, engages with riders to 

discourage inappropriate behaviour, assist those in need on or near the transit system, 

and provides social service outreach and provides referrals to health care, housing, 

mental health, and addiction services (Mass Transit, 2022). TriMet also dissolved six 

police positions, redirecting funding to community-based public safety programming 

(Mass Transit, 2020). 

 The Southeastern Pennsylvania Transportation Authority (SEPTA) also recently 

initiated two innovative programs aimed at enhancing transit safety through community 

engagement and social services integration: the SCOPE and SAVE programs (Griffin, 

2023). The SCOPE program targets the well-being of both SEPTA employees and riders 

by ensuring a clean and safe transportation environment. SCOPE looks to connect 

vulnerable individuals within the transit environment to vital community-based social 

services (Southeastern Pennsylvania Transportation Authority (SEPTA), 2023). These 

services (like those of TriMet above) target the individual’s reintegration into society. 

SCOPE aims to maintain cleanliness and safety and foster a sense of ownership and 

partnership among employees, riders, and the broader community, by leveraging police, 

social, and health resources. 

Leading into the next section, the SAVE program — which features teams 

consisting of police and social workers who operate within the transit system to offer 

support services to vulnerable populations — complements SCOPE by emphasizing 

engagement and relationship-building over conventional enforcement tactics 

(Southeastern Pennsylvania Transportation Authority (SEPTA), 2023). SAVE creates a 

more welcoming and secure environment for transit users by focusing on providing care 

and assistance rather than strict enforcement (Griffin, 2023). 
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4.1.5.  Non-Enforcement Focused Programs 

As seen with the SAVE program, cities are increasingly adopting non-

enforcement focused programs as part of their strategies to enhance transit safety, 

emphasizing assistance, education, and community-based responses to crises over 

strict law enforcement measures.  

Portland's TriMet recently moved police officers away from fare enforcement 

roles, now focusing on de-escalation and conflict minimization (Desue Jr., 2021). 

Similarly, Seattle’s Sound Transit Fare Ambassador Corps shifted recently toward 

assistance and education rather than fare enforcement (Kroman, 2023). LA Metro’s 

Ambassador Pilot Program aligns with this shift, with Ambassadors trained in conflict de-

escalation and public safety awareness, assisting passengers while providing visible 

‘guardianship’ (Radin, 2023). 

San Francisco Municipal Transportation Agency (SFMTA)’s Bay Area Rapid 

Transit (BART) & Muni transit stations emphasize non-police oversight with unarmed 

ambassadors recruited from the BART Police Department’s Community Service Officers, 

focusing on quality-of-life crimes, and receiving additional de-escalation and anti-bias 

training (Bay Area Rapid Transit (BART), 2020). The city has expanded this program to 

include Safety Ambassadors, Welcome Ambassadors, service attendants, and retired 

police officers through San Francisco police’s community ambassador program, 

providing less-intensive system security and improved community engagement (Bay 

Area Rapid Transit (BART), 2020; Jordan, 2019; Truong, 2022). 

Toronto’s Community Crisis Service (TCCS) introduced a health-focused, 

prevention-oriented response to non-emergency crises and wellness checks for 

individuals aged 16 and above by offering a 24/7 non-police mobile crisis response team 

as an alternative to traditional police enforcement (City of Toronto, 2023b). Like the 

TCCS, The Crisis Assistance Helping out on the Streets (CAHOOTS) program in 

Eugene and Springfield, Oregon, established in 1989, is an exemplar of this alternative 

to on-scene police response for public safety, dispatching teams of crisis workers and 

medics to handle non-emergency calls involving people in behavioral health crises (Vera 

Institute of Justice, 2020). These teams deliver person-centered interventions, referring 

individuals to behavioral health supports and services, thereby reducing unnecessary 
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police contact and allowing police to focus on crime-related matters (Vera Institute of 

Justice, 2020; White Bird Clinic, 2024). 

4.2.  General Trends and Observations 

Across these cities, there is noticeable recent reappraisal of transit safety 

approaches. A common theme is a move towards alternative ways of enhancing safety 

on transit while minimizing escalatory interactions between armed law enforcement and 

civilians. Integrating social services to address underlying issues such as homelessness, 

mental health, and substance abuse that often intersect with transit violence, alongside 

security measures like unarmed personnel and a focus on community engagement and 

structural improvements are key strategies employed to create safer transit 

environments. Many of these approaches as novel, developing, and their long-term 

efficacy is not yet well established. However, early returns on community engagement, 

social service transition into care, mental health and housing supports are positive and 

appear to address Vancouver’s many issues (Griffin, 2023; Stanford Law School, 2023; 

Toronto Transit Commission, 2023b; Vera Institute of Justice, 2020). The efficacy of dual 

response models, police-centric responses, or additional security or CPTED design 

ethics alone appear to be less effective, but this remains fluid and evolving (College of 

Policing, 2021; Cotter, 2022; Grant, 2022; Transit Center, 2021).  

As summarized by the SEPTA’s SCOPE program plan:  

“SEPTA itself [is] downstream in this situation and is … aware of its 
limitations as a transportation agency in addressing this complex societal 
problem. A key challenge and objective of the SCOPE program… is to 
continue encouraging multiple governmental and nongovernmental 
organizations to do their part to find lasting solutions.” (Southeastern 
Pennsylvania Transportation Authority (SEPTA), 2023) 

This perspective also reflects how TransLink (as a transit agency like SEPTA) will have 

difficulties addressing complex societal problems that interact in transit alone. As stated 

by ATU president John Di Nino, 

 “Ultimately … this isn’t a transit issue—it’s connected to much deeper 
social stresses. The transit-violence epidemic is an offshoot of other 
problems that have gone unaddressed … [T]hese assaults have been 
committed by vulnerable or troubled people—people with mental-health 
issues, people on the edges of society. And as housing affordability has 
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rapidly worsened throughout the pandemic, there are more and more 
people in this kind of distress on our streets and taking shelter in our transit 
systems—people who have nowhere else to go.” (Nino, 2023)  

This encapsulates the need for broader policy responses, while also restricting the scope 

of what may be a reasonable response through TransLink’s limited powers.  
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Chapter 5. Interview Results  

Transit crime, as defined by one of the academics interviewed, is envisioned as a 

“wicked problem” — a highly interdependent and intersectional undertaking that is nearly 

impossible to solve because of incomplete, contradictory, and changing requirements 

that are difficult to recognize. Resultant policy solutions, therefore, attempt to address a 

complex interplay of factors influencing safety perceptions and the numerous issues that 

intersect in transit spaces.  

The interview results have been grouped by the research questions they directly relate 
and respond to:  

Question 1. What are the underlying factors contributing to the perceived violent 
crime crisis in Metro Vancouver's transit system?  

5.1. Demographics 

Interview results suggest transit is perceived as less risky if one is male-

identifying; and perceived crime risks are correlated and concentrated among certain 

demographic groups, particularly those who are female, racialized, or belong to diverse 

gender and sexuality groups. One female racialized participant spoke of substituting 

transit with Uber rides or avoiding transit at all because of this sense of vulnerability.  

Being a woman, that's one big element, regardless of other identifiers. 

I know that I am definitely more cautious than some of my guy friends 

or my brothers. They just don't really have that same level of concern 

or fear. 

She went on to say:  

Being a visible woman of colour, that's another thing that I'm unsure 

about sometimes. I don't wear a headscarf myself, but I have friends 

that do; my mom as well. When I'm with those people, I'm on high alert 

because I know that I can blend in on my own. But for my friends, it's 

almost like, I don't wanna say a ‘target’, but they're very visible, right? 

Said a male transit user: 

 

I don't see this affecting guys as much. My friend groups still go out and 

do what they do, their only concern is when the SkyTrain stops running. 
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When it comes to females though, I think it is certain areas, especially 

if they're alone. But if they do go out, they usually go out in groups and 

they usually like to have guys with them. 

And they [make sure to have] have alternate ways of transportation, 

like Ubers.  

This substitution of Ubers reflects the broader concerns of demographics who are 

mindful of this victimization possibility, where these groups feel more fearful, and media 

representations of crime are influential on their personal feelings of safety. Most of the 

transit users I interviewed explained how they would often call a taxi, order an Uber, or 

ask for a ride from a friend, spouse, or parent instead of using TransLink services, 

primarily ‘substituting’ when there were concerns of victimization based on the location, 

the area, or the time of day of the transit service. Demographics (based on self-identified 

ethnicity, racial group, etc.) also correlated with greater fear of crime in those sampled.  

The same racialized, female transit user stated: 

My mom is very sketched out by transit. She's very nervous whenever 

I'm taking it at certain times. If had to take it in the daytime, she 

wouldn't have an issue. But if I'm out late, she's very on edge because 

she's afraid. 

Older individuals are often more fearful, both of crime and of transit crime more 

generally, and this is likely amplifying as Canada’s population ages (Canadian Institute 

for Health Information (CIHI), 2024; Conroy & Sutton, 2022).  

5.2. Traditional and Social Media Impact 

Safety concerns are often exacerbated by negative media reporting, however, 

not everyone interviewed was equally aware of such crime reporting. The majority of 

those interviewed had mostly personally experienced, witnessed, or heard media stories 

related to violence on Vancouver transit, but the effects this had on the individual’s 

perceived safety was discrepant. One academic interviewed stated that violence on 

Toronto’s TTC services set the national media narrative about the ‘transit violence’ wave, 

alongside the violence on Calgary’s CTrains, and Vancouver’s TransLink services. An 

academic interviewed identified how much of the media attention on transit violence was 

restricted to mid-2021 to late-2022, and ever since, coverage has dropped precipitously. 

While media attention is fickle, this academic noted that underlying fear and issues 
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persist, especially with the fears surrounding the coexisting ‘random stranger violence’ 

epidemic identified by the Vancouver Police Department. As mentioned by the professor, 

an independent report released in 2022 found the occurrence of a ‘random stranger 

violence epidemic’ was unfounded, yet still exacerbates fears and drives media 

engagement and profitability, irrespective of its accuracy (Butler & LePard, 2022). “If it 

bleeds, it leads”, as one professor said, and highlighted the difficulty of restoring faith in 

public services after damage has been done to the collective ‘psyche’ of Vancouverites 

perception of risk of violence from strangers. Sensational media coverage, which often 

speaks in terms like “spikes over last year”, is often inaccurate and exacerbates fears, 

with one criminology professor stating that “crime rates go up and down like the stock 

market”, and that comparing crime trends both over time and against other jurisdictions 

is both more difficult to sensationalize and is a better matter of comparison. Another 

professor interviewed noted that increased media focus on 'transit crime' expanded 

police resources in Edmonton, resulting in disproportionate ticketing of Indigenous 

people for non-criminal activities like loitering, causing negative effects for racialized 

groups (Riebe, 2023). 

There are obvious challenges with how transit safety messaging is being 

disseminated by social and traditional media. One transit user suggested that TransLink 

is contending with the algorithms and vast reach of platforms like Twitter, Facebook, 

TikTok and Snapchat, which can promote content that is violent or harmful because it 

can generate financially lucrative engagement and virality. Paradoxically, numerous 

academics and transit users identified the potential for TransLink to better leverage 

these platforms for effective and consistent communication that explains onboard safety 

measures, counteracts narratives of transit violence that dominate media coverage, and 

engage those who otherwise might be fearful or hesitant to use transit.   

One transit user stated: 

Society’s ability to think critically about data they are given is very 

poor…  It's like some video of some fight on a SkyTrain rips through 

social media and then like, “Oh no, transit is dangerous. I can never use 

that again.  

One suggestion from a transit user was to utilize advertisements and press releases to 

counter negative publicity by integrating safety messages directly into people's social 

media feeds. Recognizing that few commuters actively follow TransLink on platforms like 
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X (Twitter), the importance of proactive engagement was emphasized. "You have push 

and engage to fight back against the negative," another user noted, advocating for ad 

campaigns that meet users where they are. Said one another transit user interviewee, 

“There are many more good days than bad ones on transit’, emphasizing TransLink's 

efforts may help change public opinion narratives.  

5.3. Time, Space, and Lack of Guardianship 

Many of the transit users stated they avoided transiting in certain areas, forms of 

transit, stations, or times of day (primarily at nighttime) due to fear. Interestingly, there 

was no specific station or neighbourhood that these fears coalesced around, with the 

Downtown Eastside, Surrey, Waterfront, and Main Street being mentioned by some. One 

academic and several transit users noted that the apparent randomness and dispersion 

of violence in the network makes it challenging to protect oneself from harm and 

generates fear.  

 

One transit user, when describing a violent incident on a bus he witnessed, noted: 

Everybody else is kind of paralyzed, and it's a good thing that it went 

down so quickly, because I don't know what would have happened if it 

went on any longer. I was thinking about jumping in after the guy 

stepped forward, but the dude running out happened so quickly 

afterwards. 

The bystander effect, right? Who knows? 

Maybe I would have been frozen in fear too. Maybe I would have just 

watched and that's a terrifying realization. 

I guess that this type of random, sudden violence can happen anywhere 

just randomly and maybe we all just sit there and watch. That's really 

messed up. 

This incident speaks to how randomness of violence and the lack of capable 

‘guardianship’ from someone who could intervene generates anxiety. 

Question 2: How can policymakers best address this perceived risk to enhance 
transit safety and user confidence? 
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5.4. TransLink Safety Features 

All transit users interviewed stated that they had little explicit awareness of safety 

features available on public transit in Vancouver. When asked, the interviewees could 

only recall one or two of the safety features available on transit, such as the safety text-

line or silent alarm. However, when presented with TransLink’s comprehensive list of 

current public safety measures, they perceived them as relatively ineffective, noting 

concerns around the timeliness of responses and a lack of awareness or utilization. One 

user doubted the effectiveness of alarms in preventing crimes, and another raised 

concerns about the timeliness of emergency responses, such as on a SkyTrain, when 

seconds matter, noting that help might not arrive until the next station which could be too 

late. These gaps in the suitability of the safety response exhibit how much of transit 

user’s fears are in the unpredictability and quick onset of violent incidents, and the 

system’s capacity to provide a swift, consistent, and proportionate response. Despite 

acknowledging Vancouver's transit safety as superior to other places they have visited, 

users and academics alike cited Japan, Istanbul, and London as examples where they 

perceived transit safety to be more effectively managed. 

5.5. Sensitively Addressing Marginalized Groups 

One law professor interviewed identified key groups are often marginalized in 

discussions around ‘risk and ‘criminality’ in Vancouver transit settings. This professor 

stated that a heightened risk perception and fear of crime are often linked to the visible 

presence of these groups, which include:  

1. The homeless or unhoused. 

2. Those who struggle with substance use disorders. 

3. Marginalized people through racism (Indigenous/racialized groups) 

4. Those who suffer from mental health issues. 

5. Those who are experiencing poverty or unemployment. 

6. Those who have disabilities (including Fetal Alcohol Spectrum Disorders and 
Traumatic Brain Injuries) 

Said that academic: 
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We know most people are very uncomfortable seeing folks who are 

visibly unhoused, people who have an unkept physical appearance, who 

may get on transit and smell because they haven't had access to a 

shower or basic hygiene because of their lack of housing.  

Maybe they're in and out of shelters and are not able to have the support 

to maintain basics of human dignity, and the concern is that with these 

issues of homelessness and also mental health issues where people 

may, you know, be either talking to themselves or literally walking down 

the street, swearing and cursing and yelling. 

That's something that you can see in and around transit systems in 

Vancouver, sorts of things which are different than what a typical person 

would do on transit, stand out and they get flagged by some people as 

a sign that you're unsafe, when in fact you may just be uncomfortable 

sitting next to someone or seeing someone on transit who is basically 

homeless.  

Transit users and academics alike widely criticized how ‘problematic’ people are often 

treated like something that needs to be addressed by law enforcement to minimize any 

risk of violent harm. Numerous transit users also expressed dissatisfaction with what 

they called ‘anti-human design’ implemented in certain stations, such as the ‘mosquito 

alarm’, a high-pitched device installed by TransLink in Summer 2023 at Main Street-

Science World SkyTrain station to discourage loitering (Gangdev, 2023).  

Said one transit user about the alarm:  

I guess they were trying to target loitering probably, and I think that it's 

just very anti- human. 

That is really messed up when you think about it, right? Even though 

they might be people of lower socio-economic status, it feels weird to 

say that, as if they're like below me or something. They're not. 

But different socio-economic background or something, they are still 

people. They are still members of the public. And that's what public 

transit is for, right? 

And trying to disperse them seems wrong. 

Interview participants overwhelmingly condemned primarily punitive safety approaches, 

such as enforcing loitering and trespassing laws, and favoured a ‘humanistic’ public 

safety approach that recognize marginalized and struggling individual’s innate dignity. 

Two criminology academics highlighted how addressing visible issues of “social 

disorder”’ requires targeted policies and measures that primarily focus on remedying 

social problems and would be best operationalized through no-barrier social support 
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programs (e.g. 24/7 non-police response teams like CAHOOTS, addressing individuals 

need for housing and healthcare by transitioning into social care as required). 

As one academic stated:  

Part of the answer is to have a greater presence of people who are 

trained to meet people where they're at in public spaces, with these 

complex needs, and be able to provide them with support and services, 

rather than a punitive response which only makes things worse and can 

escalate situations very, very quickly. 

5.6. Guardianship 

The randomness of attacks, how quickly the violence can happen, and the 

potential lack of an individual who is willing and trained to intervene outlined the common 

rationale presented by users when explaining why they favoured expanding 

‘guardianship’ positions on TransLink services. Enhanced ‘guardianship’ was strongly 

supported by the transit users as a method to alleviating some of this perceived risk and 

worry, and often came up as a potential policy response even without prompting. Those 

interviewed viewed the presence of a uniformed employee as a physical symbol of 

safety and surveillance, even if they were not a security, police, or public safety-oriented 

individual. All groups sampled recognized the operational challenges and costs 

associated with fully staffing every TransLink service, but all groups supported the 

expansion of more visible, trained, and uniformed representatives on more services, in 

more places, at more times to help alleviate fears and address emerging and ongoing 

safety concerns. 

5.7. Environmental Design 

Transit users praised new SkyTrain stations that integrated Crime Prevention 

Through Environmental Design (CPTED) philosophy in their built environments and 

expressed a greater sense of ease when using these stations. Stations perceived as 

badly designed, poorly lit, or inadequately supervised were associated with strong 

feelings of insecurity. One transit user observed that some stations and modes of transit 

feel isolated and separate, which they found safer compared to other TransLink modes, 

specifically mentioning the physical separation of SeaBus or West Coast Express 

terminals compared to regular roadside bus stops, acknowledging the safety-enhancing 
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effects of physical separation, barriers, and environmental design. Many transit users 

expressed that their sense of safety strongly depended on the specific transit station’s 

surrounding infrastructure, visibility and design elements like barriers and open spaces. 

One criminologist proposed that the way to best implement CPTED is through 

flexible policies targeting the design or modification of transit spaces. For instance, place 

managers (like TransLink transit planners) can apply CPTED by engineering the built 

environment at bus shelters, SkyTrain stations, and SeaBus terminals, potentially 

preventing significantly more crime than any individual MVTP officer. The same 

criminologist, further corroborated by two government representatives, stressed that 

TransLink, as statutory authority responsible for Metro Vancouver's transit spaces, has 

the greatest responsibility to address safety and the necessary tools and expertise to 

use CPTED. The criminologist suggested that TransLink should aim to eliminate crime 

opportunities by 'reverse engineering' through early intervention in transit system design, 

reducing the need for policing or other 'reactive' safety measures. 
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Chapter 6. Policy Criteria and Measures Defined  

To evaluate policy options for improving safety and equity in the transit system, a 

Multi-Criteria Analysis (MCA) approach will be used. This method enables a thorough 

evaluation of each policy option against specific criteria, based on the jurisdictional scan 

and data from this study. Each criterion and corresponding measure will relate to a 

governmental or societal objective. The following criteria have been deemed central to 

appropriate policy evaluation.  

6.1. Objective: Efficiency 

6.1.1. Criteria 1: Effectiveness 

This criterion assesses how well the policy meets its main goals: reducing Metro 

Vancouver transit users' perceived safety risks, delivering an appropriate and responsive 

emergency service, and increasing user’s satisfaction with the proposed policies’ 

enhancements to the safety measures in the transit environment. This criterion 

measures the policy's effectiveness in addressing both tangible and perceived aspects 

of transit safety.  

Measure 

Effectiveness is measured on a scale from low to high, based on estimated 

improvements like decreased perceived safety risks among users, improved (and 

suitable) responses to public safety incidents (like 911 calls, silent alarms, mental health 

calls), and noticeable improvements in safety measures satisfaction within transit 

environments. The measure considers the policy's impact on operational changes that 

directly affect users' perceptions and experiences of safety. 

Rating/Index 

The rating system favors higher scores, of which indicators would be the 

significant reduction in perceived safety risks, the appropriateness and responsiveness 

of the corresponding response to each emergent public safety issue, and a rise in user 

satisfaction.  
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6.1.2. Criteria 2: Visibility and Awareness 

This criterion assesses how well-known the policy is and how recognizable its 

impacts are among transit users. It focuses on the visible changes resulting from policy 

implementation, aiming to ensure that the public can see and know the direct effects of 

the policy on improving transit safety and user experience. High visibility is key for the 

policy’s success, as it boosts public confidence and compliance. If a policy is not highly 

visible and is mainly bureaucratic or procedural with limited public awareness, it is 

unlikely that such a change would significantly shift the public’s perception of ongoing 

safety concerns. 

Measure 

This criterion is quantified as low, moderate, or high, reflecting the level of public 

awareness regarding the policy and its outcomes. A high measure of visibility implies a 

broad understanding, familiarity, and recognizability of the policy's impacts, signaling 

effective communication and engagement efforts.  

Rating/Index 

The effectiveness of Visibility & Awareness is rated on a scale where higher is 

better. Key indicators include the percentage of the public aware of the policy and its 

subsequent impacts. A high rating in this criterion suggests that a substantial portion of 

the population is informed about the policy, understands its goals, and can recognize its 

benefits in their daily transit use. 

6.2. Objective: Equity and Fairness 

6.2.1. Criteria 1: Inclusive Equity of Benefit 

This criterion assesses the policy’s overall impact on all demographic groups, 

with a special emphasis on vulnerable communities. It looks at the fair distribution of 

policy benefits and burdens, ensuring that inequalities are addressed and protections for 

vulnerable populations are prioritized, especially considering the potential for policing to 

affect marginalized groups. Additionally, this criterion evaluates the clarity and 

effectiveness of policy communication strategies to ensure the policy’s objectives, 

mechanisms, and benefits are clearly equitable to the public and stakeholders, 
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particularly marginalized groups. By combining considerations of social impact and 

inclusivity and the need for enforcement and safety, this criterion ensures that policies 

are fair those they aim to serve, extending benefits to the most vulnerable without 

targeting them.  

Measure 

The evaluation ranges from low to high, reflecting the fair distribution of benefits. 

Measures include the extent to which benefits reach vulnerable individuals, the policy’s 

success in addressing existing disparities, and the effectiveness of each approach 

across diverse demographic groups. 

Rating/Index 

Ratings favour higher values, indicating a far-reaching and equitable policy. 

Metrics such as the estimated percentage of vulnerable populations targeted or served, 

the number of vulnerable groups explicitly considered in policy planning, and the level of 

policy service or enforcement employed across different population segments serve as 

benchmarks for assessing success. 

6.3. Objective: Budgetary Cost to Government 

6.3.1. Criteria 1: Program Cost to TransLink 

This criterion assesses the fiscal impacts of the policy on TransLink, the statutory 

authority, and operator of Metro Vancouver’s transit system. While there are other 

relevant stakeholders (such as the Mayor’s Transit Council which plans TransLink 

priorities and appoints members of TransLink’s board of directors; or the B.C. Ministry of 

Transportation and Infrastructure which provides funding for transit initiatives), TransLink 

is the authority and the primary office for Metro Vancouver’s transit system (TransLink, 

2024b). TransLink is also in charge of implementation and budgeting for Vancouver’s 

transit needs, so they are the primarily organization who budgeting for transit 

programming costs is relevant to (like the parallel agency BC Transit who is responsible 

for the rest of B.C) (BC Transit, 2024). This criterion focuses on the costs of starting, 

maintaining, and potential savings or profits. It evaluates the efficiency of using financial 

resources to achieve the policy’s goals, considering the initial investment for policy 
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implementation, ongoing operational costs, and the financial benefits or returns the 

policy may generate over time. This, through financial analysis, aims to measure the 

policy's cost-effectiveness in improving public safety within the transit system. 

Measure 

 The assessment considers high, moderate, or low cost of policy implementation, 

emphasizing the relationship between the financial expenditures TransLink and the 

policy outcomes. 

Rating/Index 

A lower score is preferable, indicating a cost-effective approach to achieving the 

policy objectives. This could be represented through approximate expenditure dollar 

values, the return on investment – e.g., how many benefits are realized compared to 

what is spent – or comparing costs and benefits of the current and proposed policies. 

6.4. Objective: Administrative Complexity 

6.4.1. Criteria 1: Feasibility  

This criterion assesses the practical elements needed for successful policy 

implementation by evaluating the availability of necessary resources, the readiness of 

organizations to adopt the policy, and identifying logistical or operational barriers. The 

analysis also considers the political landscape, the cooperation between various 

municipal, governmental, and organizational entities, and the need for additional 

resources or services. This criterion also considers the capacity constraints and 

feasibility of each policy proposed based on the geographical, spatial, and temporary 

restrictions or difficulties imposed by a transit network as large as TransLink’s. 

Measure 

Feasibility is measured by the availability of resources, organizational readiness, 

and the extent of operational challenges. This is quantified through indicators including 

the number of involved organizations, legal and regulatory considerations, coordination 

efforts among agencies, staffing and employees required, and procurement needs. 
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Rating/Index 

A higher rating indicates better conditions for policy implementation. The 

assessment uses a scale to evaluate feasibility, ranging from low (indicating significant 

challenges and limited resources) to high (indicating ample resources and organizational 

readiness). 

6.5. Objective: Stakeholder Acceptance  

6.5.1. Criteria 1: Stakeholder Acceptance 

This criterion assesses the level of support for the policy among key stakeholders 

outside of TransLink itself. This criterion looks to evaluate how a proposed policy will be 

supported by the alignment and collaborative support with identified stakeholders 

relevant to any policy’s effective implementation, including Metro Vancouver’s statutory 

authorities and their employees (like TransLink’s Board of Directors, MVTP, and 

TransLink security employees), municipalities (like Metro Vancouver, the Mayors’ 

Council on Regional Transportation, Greater Vancouver Gateway Council), and 

government entities (like the Ministry of Transportation and Infrastructure, Ministry of 

Public Safety and Solicitor General). These stakeholders all share a responsibility for 

planning and funding transit and its public safety. This criterion recognizes that having 

stakeholder buy-in will be crucial for the successful policy support, design, funding, 

implementation, and sustainability. 

Measure 

Stakeholder acceptance levels—low, moderate, high—are quantified by 

measuring the acceptance or perspectives of governmental organizations related to 

public safety, transit, and criminal justice, statutory authorities, municipalities, and other 

government entity stakeholders through structured engagement processes. This level of 

acceptance will be assessed by the literature or evidence (such as news reports, press 

releases, etc.). 
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Rating/Index 

 A higher percentage of stakeholder acceptability or positive perspective 

indicates stronger alignment and support for the policy, enhancing its feasibility and 

potential for successful implementation. 

6.6. Objective: Public Acceptance 

6.6.1. Criteria 1: Public Acceptance 

This criterion assesses whether these policies would create other additional 

benefits or concerns aside from improvements to perceived safety. This would be 

evaluated by the degree to which the public supports and understands the intent and 

impacts of the proposed policy, particularly among transit users and key demographic or 

community groups such as women or racialized individuals. This criterion emphasizes 

the importance of policy legitimacy and alignment with the community’s preferences and 

needs. A policy that excels in this criterion would aim to achieve its safety objectives 

through an appropriate balance of the improvements to the transit experience that 

outweigh other concerns, unintended consequences, or issues that may be caused by 

the policy, and is openly supported and valued by the broader Vancouver transit 

population.  

Measure 

This criterion is measured by the percentage of public support and/or 

favourability of the policy proposal, considering the policy’s visibility, understandability, 

and the extent to which its balance of benefits and issues are supported by transit users 

and the broader community. This will be assessed on the literature or evidence (such as 

news reports, interviews, etc.). 

Rating/Index 

Higher percentages are better, indicating stronger public support, a deeper public 

recognition and acceptance or valuation of the policy’s benefits over its concerns. 

Ratings are determined by evaluating the public’s engagement and support of the 

policy’s objectives and benefits proposed. 
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Table 2: Objectives, Criteria and Measures 

Societal & 
Government 
Objectives 

Criteria Definition Measure Rating/Index 

Efficiency Effectiveness 

Reduction in perceived safety 
risk, more appropriate and 

respondent emergency service 
delivery, enhanced user 

satisfaction 

Low, moderate, 
high policy 

effectiveness  

Higher is better 
(reduction in perceived 
safety risk, perceived 

appropriate emergency 
response, user 

satisfaction) 

 
Visibility and 
Awareness 

Public awareness of the policy, 
visibility, recognizability of policy 

impacts 

Low, moderate, 
high visibility, 
awareness 

Higher is better 
(improved public 
awareness and 

visibility of 
policy/subsequent 

impacts) 

Equity & 
Fairness 

Inclusive 
Equity of 
Benefit 

Distribution of benefits and 
burdens across groups, 
addressing inequalities, 

protections for 
vulnerable/marginalized 

populations 

Low, moderate, 
high benefits 
and burdens 
distribution 

Higher is better 
(attention to vulnerable 

peoples 
targeted/served, 

vulnerable groups 
adequately identified, 

addressed, and served 
in policy) 

Budgetary 
Cost to 

Government 

Program 
Cost to 

TransLink 

Initial investment, operational 
costs, potential cost savings or 
returns, cost efficiency/benefits 

compared to spending 

High, 
moderate, low 
cost of policy 

implementation 

Lower is better 
(approximate 

expenditure dollar 
values; cost efficiency, 
savings, or comparison 

between 
historic/current policies 

in force) 

Administrative 
Complexity 

Feasibility 

Capacity and capability to enact 
required policy changes, 
resource requirements, 

geographical/spatial/temporal 
considerations, political 

popularity, organizational 
readiness, operational and 

logistical challenges between 
municipalities, organizations, 

governments, and Nations 

Low, moderate, 
high policy 

implementation 
feasibility 

Higher is better 
(resources and 
organizational 

readiness fewer 
number of 

organizations involved, 
high political popularity 

and organizational 
readiness, etc.) 
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Societal & 
Government 
Objectives 

Criteria Definition Measure Rating/Index 

Stakeholder 
Acceptance 

Stakeholder 
Acceptance 

Level of stakeholder 
acceptance and/or favourability 

of policy proposal 

Low, moderate, 
high 

stakeholder 
acceptance 

Higher is better 
(acceptability/positive 

perspective by 
governmental 

organizations related to 
public safety, transit, 
and criminal justice, 
statutory authorities, 
municipalities, and 
other government 

entity stakeholders) 

Public 
Acceptance 

Public 
Acceptance 

 

Level of public support and/or 
favourability of policy proposal 

 

Low, moderate, 
high public 
acceptance 

Higher is better (public 
support of 

proposed/enacted 
policy measure, more 

benefits than concerns) 

 



42 

Chapter 7. Policy Options  

7.1. Policy Option 1: Police/Social Services Emergency Co-
Response (Dual Dispatch) and Non-Police Emergency 
Response Team 

This model seeks to balance visible police response with professional social 

care. It acknowledges that while marginalized individuals (including those with mental 

health or housing needs) do not cause all transit violence, they do contribute significantly 

to violence and individuals’ risk perception on transit. The approach recognizes the 

government’s responsibility to assist those struggling, but also to ensure transit safety. 

Based on the Seattle CARE model, this policy would deploy social workers 

and/or medical personnel (EMTs, medical aids, etc.) alongside police officers (primarily 

MVTP, but also partner police organizations when needed), in response to 911 calls 

involving mental health or social issues. After ensuring public safety MVTP officers can 

respond to other calls while social responders provide services, addressing both 

immediate needs and long-term solutions for individuals facing social challenges. 

As part of this program design, this policy would deliberately remove police 

response from specific emergencies. If there is a 911 service call, an equal, parallel 

response would be possible based on the specifics of the call, reason for concern, and 

public risk. Like the CAHOOTS model, 911 dispatch would deploy a non-police 

emergency response team to handle crises with a reduced risk of escalation, thereby 

also reducing the visibility of police presence. These response teams would handle 

requests typically handled by police and EMS with its integrated health care model, 

connecting the affected party with a crisis intervention social worker skilled in counseling 

and de-escalation techniques, and medical personnel (EMTs, medical aids, etc.). In rare 

occasions when required, the Emergency Response Team would be able to contact 

MVTP. This hybrid service would be capable of handling non-criminal, non-emergency 

police and medical calls, and other service requests that are clearly not criminal or 

medical. 
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7.2. Policy Option 2: Expanding Visible Capable Non-Police 
Guardianship  

This policy advocates for a substantial increase in the presence of uniformed 

TransLink officers, security personnel, and community safety ambassadors across the 

Metro Vancouver transit system, aiming to enhance both the perceived and actual safety 

of transit users. The policy calls for TransLink staff to wear easily identifiable uniforms, 

grounded in the understanding that a visible security presence can provide psychological 

and practical safety benefits, and increasing the number of available ambassadors, 

security personnel, and staff trained in non-escalatory public safety tactics. 

Guided by TransLink's 2050 plan, which sets a minimum standard of service, this 

policy mandates that at least one visible TransLink employee be present on every 

SkyTrain platform and train, every SeaBus sailing, every West Coast Express departure, 

and aboard every RapidBus service. Additionally, a dedicated team of 2-3 staff members 

would be assigned to each bus route, supported by roving TransLink employees who 

patrol prioritized stations and routes based on crime statistics and peak times. 

The policy also plans for the strategic redistribution of staff to maximize coverage 

and reinforce the feeling of safety among passengers. A key requirement is that each 

major transit hub hosts 1-2 safety-focused staff members during operational hours to 

address public safety issues and improve the overall sense of security across the 

network. This staffing is above and beyond the roles of other TransLink employees, like 

bus drivers or technicians, ensuring a thorough safety network that caters to both the 

perceived and real security needs of the transit system. 

7.3. Policy Option 3: Comprehensive CPTED Integration 

This policy involves TransLink committing to incorporating strict Crime Prevention 

Through Environmental Design (CPTED) standards into all new and existing transit 

stations to improve safety perception. It is based on adopting internal and internationally 

recognized CPTED standards, such as ISO 22341:2021, and uses examples of 

successful implementations worldwide to make transit environments safer and more 

secure (American Public Transit Association Transit Infrastructure Security Work Group, 

2010; BC Transit, 2010; Federal Transit Administration Office of Research 
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Demonstration and Innovation & Federal Transit Administration Office of Program 

Management, 2004; International Organization for Standardization (ISO), 2024; 

TransLink, 2012). The goal is to proactively integrate crime prevention measures into the 

structure of transit settings, thereby increasing both the actual and perceived safety for 

users during their travel. 

Implementing this policy involves key actions to prioritize CPTED in TransLink's 

projects. First, CPTED principles will become a central focus for all future infrastructure 

work, including new stations, hubs, and interchanges. A dedicated oversight committee 

within TransLink will review these developments to ensure they meet CPTED standards, 

with the authority to adjust and approve designs accordingly. Additionally, TransLink will 

review existing infrastructure to check its adherence to CPTED principles. This will 

involve developing a plan and timeline for upgrading current facilities to comply with 

CPTED standards and strategizing on how to integrate CPTED into future 

redevelopment efforts. This approach also emphasizes the role of consistent, regular 

maintenance and oversight by place managers to enhance safety. 

This policy prioritizes involving the public in redesigning transit areas to meet 

community needs and improve safety perceptions. Drawing on strategies from the ASU’s 

Center for Problem-Oriented Policing and the International CPTED Association, it would 

engages residents, employees, and users in planning, using their feedback to develop 

effective safety measures and create a shared sense of ownership and responsibility for 

transit safety (The International CPTED Association, 2024; Zahm, 2007a). Through 

ongoing evaluation of design changes, TransLink can make data and community-

informed decisions to prioritize or suspend future improvements, ensuring that safety 

enhancements are responsive to evolving needs. 
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Chapter 8. Policy Evaluation 

8.1. Evaluation Methodology 

Through the Multi-Criteria Analysis (MCA) framework, policy options will be 

evaluated systematically and transparently. This ensures that policy recommendations 

are based on a thorough understanding of each option's impact on various factors. This 

approach not only strengthens the policy evaluation process but also ensures that 

policies are fair, feasible, and aligned with the goal of safety in the transit system. 

8.1.1. Policy Option 1: Police/Social Services 
Emergency Co-Response (Dual Dispatch) and Non-Police 
Emergency Response Team 

Effectiveness 

This policy is rated positively for its effectiveness, as it offers a nuanced and 

proportionate approach to public safety issues by incorporating social supports into the 

response model. This strategy is expected to be more effective in addressing a broad 

spectrum of public safety concerns, including mental health crises and social 

disturbances, than traditional police-only responses. The integration of specialized social 

services personnel in incident responses not only addresses immediate situations but 

also aims to prevent future incidents by connecting individuals to ongoing support 

services like shelters, housing, and social case management. This approach should also 

allow police resources to be redirected towards more severe public safety threats, which 

should lead to higher user satisfaction, especially when perceiving the efficacy of 

emergency responses to each specific public safety issue. Catering the emergency 

response to these individuals, while also providing a tiered approach based on the type 

of emergent public safety issue into the 911 dispatch system should effectively enhance 

the policy’s ability to reduce safety risk and enhance transit user satisfaction with the 

policy response. 

Additionally, the policy's emphasis on reactive (911 dispatch-based response) 

rather than any proactive or preventive measures may limit its capacity to tackle larger 

safety threats or quickly emerging issues, such as armed individuals, mass casualty 
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events, or quick escalations of violence. 

 

Rating: Positive (High policy effectiveness) 

Visibility and Awareness 

 The visibility and awareness of this policy receives a neutral rating, reflecting its 

strengths and potential areas for improvement. Positively, the policy is highly visible in 

areas identified as disorderly or prone to safety concerns, providing a noticeable 

presence in critical transit ‘nodes’. Its focus on ‘publicly disordered’ areas signals a 

proactive stance towards mitigating safety issues where they are most acute. Moreover, 

the policy adopts a very visible and progressive, community-centered approach to crisis 

management, targeting interventions that directly impact risk perception by providing a 

conspicuous team of responders that should enhance visible safety-oriented changes to 

the transit environment.  

However, the policy's effectiveness may vary by different transit routes or 

stations, leading to inconsistent and reduced experiences of visibility of such a ‘dual 

dispatch’ team for users. Additionally, the shift towards reduced deployment and visibility 

of traditional police might provoke concerns among some stakeholders and transit users. 

They might view this change as a decrease in the overall security presence, potentially 

affecting their sense of safety within the transit system. This likely would vary amongst 

the general population, as it is assumed many would support a tiered, tailored response 

and would not be especially sensitive to the presence of police that is customary in the 

current emergency response model. 

Rating: Neutral (Moderate visibility, awareness) 

Inclusive Equity of Benefit  

The policy is rated positively for its inclusivity and focus on equity by meeting the 

needs of diverse and marginalized communities through integrating social workers and 

medical personnel into emergency response teams. This approach is designed to reduce 

biases and prevent escalations in police interactions with marginalized groups, moving 

towards lived-experience, trauma-informed, and culturally relevant solutions. It 

strategically withdraws police from non-criminal and non-emergency situations, which 

could be more effectively addressed by other trained professionals, thus directly tackling 
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systemic biases. It also provides vulnerable individuals with the care they need, offering 

outcomes-based benefits to these marginalized and vulnerable individuals, while also 

benefitting the perceived safety of the broader population by providing a catered 

emergency response program.  

Yet, it is important to monitor for potential biases in when and how dispatch 

decisions are made or who responds at which emergency scenes. This also suggests 

there will be challenges when ensuring the equal implementation and access to this 

program across different communities and areas. The policy's success hinges on its 

availability to all to guarantee that its benefits are equitably distributed among all transit 

users. 

Rating: Positive (High benefits and burdens distribution) 

Program Costs to TransLink 

Cost considerations for this policy encompass initial and ongoing expenses for 

training, hiring, coordination, staffing, and necessary equipment. Despite these 

investments, the policy is positively rated for its expected long-term savings by 

addressing root causes of transit safety incidents. As this policy would be reliant on 

MVTP assistance and would integrate existing knowledgeable health and social program 

experts (many of whom are already public sector workers), the costs of this policy would 

be likely minimal, and would primarily just require a cost-effective rerouting of existing 

funding. Analyzing comparative models like CAHOOTS demonstrates this cost-

effectiveness, showing a reduced need for deployment of police and EMS since 1989. 

Additionally, by averting escalations into more serious incidents, the policy ensures 

overall spending savings compared to traditional, existing criminal justice responses, 

diverting spending from policing salaries, court fees, and incarceration costs. 

Rating: Positive (Low cost of policy implementation) 

Feasibility 

The feasibility of this policy is positive, but presents both strengths and 

challenges. It integrates seamlessly with existing emergency dispatch systems, requiring 

only the creation of one additional emergency response body, minimizing administrative 

complexity, resource requirements, and the organizations involved. Leveraging the 
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expertise of professionals already within social services and healthcare sectors, like 

social workers and nurses, eliminates the need for new positions and capitalizes on 

existing skills, and also suggests that existing organizations can work together to use 

their collective resources, competencies, and experience, suggesting high organizational 

readiness if directed by TransLink and MVTP to establish such a team. 

However, implementing this policy demands significant interagency coordination 

and comprehensive training for effective collaboration. This extends to efforts to maintain 

collaborative effectiveness and necessitates infrastructural adjustments to facilitate team 

deployment alongside existing services. The feasibility of this model is also contingent 

upon the rapid onboarding of social workers and medical personnel with qualifications, 

training, and availability. The labour shortage in British Columbia's medical sector could 

restrict the ability to deliver timely and effective responses for all incidents, but this is 

currently being addressed by expanded funding for additional medical schools and 

training programs in B.C.(B.C. Ministry of Health, 2023).  

While there are challenges in resource allocation, organizational preparedness, 

and operational integration and staffing, the policy's alignment with current emergency 

response practices and utilization of existing professional expertise ensures its 

feasibility. 

Rating: Positive (High policy implementation feasibility) 

Stakeholder Acceptance 

Stakeholder acceptance of this policy is positively rated, as it aims to transfer the 

responsibility for mental health calls and wellness checks from the police to specialized 

teams, a change likely to garner support from the Government of B.C. more broadly,  

public safety government organizations (like Ministry of Public Safety and Solicitor 

General), and those who provision mental health and social service programs, all who 

have signified their willingness to reevaluate the appropriate manner of handling violent 

behavioural emergencies like these (Canadian Urban Transit Association (CUTA), 2023; 

Lazaruk, 2023; McSheffrey, 2023; Sajan, 2023). It signifies a move away from militarized 

police responses toward more nuanced, compassionate public safety approaches, which 

is favoured even by B.C.’s opposition party BC United (Lazaruk, 2023). Integrating 

specialized teams to address mental health and social crises is seen to reduce potential 
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biases and escalation during police interactions, particularly in marginalized 

communities. This aligns with calls for more culturally sensitive emergency responses 

and aims to ameliorate systemic biases and provide more equitable treatment across 

communities. 

However, stakeholder acceptance may face challenges due to the reduction of 

the traditional police mandate, which could be met with skepticism from stakeholders like 

police and transit employee unions (like CUTA), or more traditionalist police 

departments, who favour a police-first approach delivery model to emergencies 

(Draaisma, 2023). There also does remain concerns about the present capacity of the 

social service sector, given ongoing concerns related to some support services, primarily 

the lack of bedspace for those with highly specific needs, and medical hiring and staffing 

concerns in B.C. (CBC News, 2024; The Federation of Community Social Service of BC, 

2020). Additionally, there could be confusion about the roles and responsibilities of these 

new emergency response teams compared to existing EMS/EMT services. 

Despite these challenges, the policy's emphasis on specialized, non-police 

responses to non-criminal emergencies is expected to free up police resources for more 

critical threats to public safety. By focusing on preventative measures and addressing 

root causes, the policy promises to reduce the escalation of serious incidents. This 

aligns with the interests of a broad spectrum of stakeholders, including mental and 

physical healthcare professionals, emergency medical services, and social service 

providers advocating for a shift away from traditional, militarized emergency responses 

to provide adequate care to those who are in need (Kulkarni, 2023a). 

Rating: Positive (High stakeholder acceptance) 

Public Acceptance 

Analyzing the public acceptance of the proposed policy reveals a nuanced 

perspective, rated as neutral. Positively, the policy's compassionate, service-oriented 

approach is expected to resonate well with communities advocating for alternative, non-

police interventions in crisis situations (Vera Institute of Justice, 2020). This policy's 

staggered, de-escalatory strategy is likely to appeal to those seeking a more measured 

response to public safety concerns within transit environments and would help remove 
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the possibility of escalatory interactions between the police/security and marginalized 

individuals, another benefit that could be realized with this approach. 

Negatively, challenges remain in convincing the broader public of the policy's 

effectiveness and its tangible benefits due to its novel nature. The policy's reactive 

nature—relying on public calls and dispatch for activation—may also not fully address 

the root causes underlying criminal behaviour, broader social issues, or the occurrence 

of crimes not perpetrated by those who are targeted by social services.  Additionally, 

there would likely remain a degree of skepticism regarding any non-emergency social 

service team’s capacity to handle severe emergencies effectively, and that they may 

require police backup if an emergency is suitably dangerous. 

Rating: Neutral (Moderate public acceptance) 

8.1.2. Policy Option 2: Expanding Visible Capable Non-Police 
Guardianship 

Effectiveness 

This approach bears potential benefits in terms of effectiveness, rated as neutral. 

Bolstering the visible presence of security staff serves as a powerful deterrent against 

criminal activities, leveraging the psychological impact of ‘guardianship’ to pre-emptively 

address safety concerns. Additionally, the expanded cadre of security personnel ensures 

an immediate response capability, potentially shortening reaction times to incidents and 

providing a responsive team in emergency situations, thereby enhancing the overall 

perceived safety environment. 

Negatively, deterrence and response efficiency largely depend on the training, 

skills, and capabilities of the newly appointed ‘guardians’. Without rigorous and 

continuous training programs, the added personnel may not effectively handle complex 

safety situations or may lack the nuanced approach needed in sensitive scenarios. 

Additionally, security personal lack both the ability to address underlying social issues 

and target issue individuals with appropriate medical, housing, or addiction care, nor can 

they arrest or have police powers, hampering their ability to provide either service or 

police-based responses, undercutting the appropriateness and user satisfaction of such 

‘guardianship’. Furthermore, the various jurisdictions and powers associated with 
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different roles within the transit safety framework could complicate the chain of command 

and clarity of responsibility, potentially leading to inefficiencies or delays in critical 

situations, negatively impacting user satisfaction and the perceived adequacy of 

emergency response. 

Rating: Neutral (Moderate policy effectiveness) 

Visibility and Awareness 

This policy's visibility and awareness aspect is rated as positive. The constant 

presence of uniformed security personnel and non-police ‘guardians’ will act as a highly 

visible, tangible reminder of TransLink's commitment to safety and security among 

transit users. This sustained deployment not only creates a familiar environment for 

regular commuters but also improves levels of public awareness about the proactive 

measures TransLink has implemented to safeguard public transit spaces and deter 

potential criminal activities. Having uniformed officers available to assist will also address 

the public’s awareness of the transit safety programs available, which were viewed by 

users as currently inadequately responsive nor well-known.  

However, this approach carries the risk of contributing to a counterproductive 

atmosphere of heightened alertness and fear. The omnipresence of security personnel 

might inadvertently signal to transit users that the crime risks are high, potentially 

increasing anxiety rather than alleviating it. Moreover, emphasizing visible security 

measures might evoke concerns of institutional surveillance by TransLink, raising 

questions about a commuters’ expectations of privacy and personal freedom. 

Rating: Positive (High visibility, awareness) 

Inclusive Equity of Benefit 

The policy, rated as neutral ensures a more equitable distribution of ‘guardians’ 

across the transit system, aiming to provide consistent and comprehensive safety 

measures throughout, especially for those who are fearful of transit or have differentially 

negative experiences of transit (including women, racialized individuals, older 

individuals, etc.). By not increasing the justice-oriented presence of police, those who 

are marginalized or vulnerable are also less likely to targeted and would be afforded 

more protections than police-centred policy responses. 
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However, the heightened presence of security personnel could lead to concerns 

of over-policing, excessive surveillance, or similarly targeting marginalized individuals 

often visible in transit spaces (like the unhoused). This concern raises the possibility of 

unintended profiling or targeting of marginalized groups. It underscores the importance 

of training security personnel carefully to prevent worsening existing inequalities or 

causing discomfort among transit users, especially those from marginalized 

communities. 

Rating: Neutral (Moderate benefits and burdens distribution) 

Program Costs to TransLink 

While this policy promises visible results, including an enhanced, secure, and 

comfortable transit environment and a decrease in perceived risk among transit users, its 

overall rating is negative due to the substantial financial burden it imposes. 

Extraordinarily high operational costs, such as expenses related to expanded hiring, 

comprehensive training programs, staffing salaries, and equipment procurement, present 

a major challenge. Implementing this policy would necessitate substantial ongoing 

investment from both provincial and municipal sources, raising concerns about the 

sustainability of funding such an expansive initiative.  

Moreover, policy implementation would require a considerable expansion of 

government positions and complex coordination efforts. This expansion would increase 

administrative costs compared to current security practices and would require a higher 

level of management and coordination to ensure the effective deployment and operation 

of the expanded security presence. While the potential benefits of enhanced public 

safety and reduced risk perception are significant, the extraordinary operational costs 

and sustained financial commitment from provincial and municipal authorities when 

compared to current security practices impose considerable challenges. 

Rating: Negative (High cost of policy implementation) 

Feasibility 

This approach addresses the need for safety across various locations, ensuring 

that all transit users, regardless of the routes or stations they frequent, benefit from 

enhanced security measures. This policy, however, is rated neutral due to its 
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advantages and challenges in terms of feasibility. Positively, it leverages existing 

organization readiness by expanding upon existing security structures and personnel, 

providing a clear path for implementation by building on current staffing and operational 

processes. This provides a clear method for expanding staffing and enhancing visibility 

by uniformed presence, which could be carried out through established recruitment and 

procurement processes. This approach would also be moderately easy to implement due 

to the small number of organizations involved in the policy implementation (e.g. just 

hiring more contracted security guards), and the relatively few additional resources that 

would need to be sourced (e.g. no need for gun licenses, length police or medical 

training, etc.).  

However, the policy faces significant challenges to its practicality. It would require 

large investments from various stakeholders to make it a plausible policy approach. The 

need for staff to fully cover the large TransLink network would require a substantive 

hiring and administrative work and lengthy training processes. Furthermore, current 

labour market conditions, characterized by shortages, could complicate efforts to recruit 

the necessary personnel, especially with the increased personal risk associated with 

public-facing security roles. Therefore, while the policy is grounded in existing 

processes, it would require significant investments, and potentially innovative solutions 

to labour market challenges to ensure its successful and sustainable implementation.  

Rating: Neutral (Moderate policy implementation feasibility) 

Stakeholder Acceptance 

For stakeholder acceptance, this policy option is rated neutral, due to varying 

assumed reactions from stakeholders. This policy should enjoy support from those 

advocating for heightened security measures, including MVTP, TransLink security, and 

government agencies (like the Ministry of Public Safety and Solicitor General) who 

favour a visible and active approach to enhancing public safety, grounded in the belief 

that a greater presence of security personnel can deter potential criminal activities and 

improve the overall safety of the transit environment (Canadian Urban Transit 

Association (CUTA), 2023; Sajan, 2023; TransLink, 2024d, 2024e).  

This may face resistance from TransLink’s oversight bodies (like the Mayor’s 

Council), who would likely identify that certain demographics that have concerns over 
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excessive security and surveillance, potentially resulting in unintended profiling or 

targeting effects, and undermining ‘social equity’ as a core policy objective of TransLink’s 

10-Year Priorities (TransLink, 2022). Other agencies, such as the Ministry of 

Transportation and Infrastructure, or TransLink’s budgetary offices may question the 

high costs needed to implement this policy. MVTP may also question the decision to 

expand funding security and non-police ‘guardians’ on the transit system, but not 

necessarily increasing funding for MVTP as they also are also tasked to cover the transit 

system with inadequate staffing and resources (McSheffrey, 2023).  

Rating: Neutral (Moderate stakeholder acceptance) 

Public Acceptance 

This policy is rated neutral. The policy aims to increase the saturation of public 

safety-oriented individual in transit areas, which should directly address public concerns 

about improving response times and providing additional public-safety oriented 

individuals throughout the transit network, potentially improving feelings of capable 

‘guardianship’ and natural surveillance throughout the transit network. As stated in the 

interviews with transit users, the very presence of security personnel can enhance 

commuters overall transit experience, and likely would be viewed as a moderate, 

measured, and appropriate increase in staffing to respond to heightened safety 

concerns. 

However, this policy's emphasis on surveillance and expansion of security 

personnel in public spaces raises valid concerns. While it aims to enhance safety, some 

may find it unwelcome or uncomfortable, fearing over-policing and intrusive surveillance 

(Cotter, 2022). Additionally, concerns about privacy, freedom of movement, and the 

potential for an excessive response to the minimal incidences of transit violence 

incidents may occur. These apprehensions could reduce public support for the policy, as 

the policy may be perceived as an overreaction when contrasted with the actual risk of 

violent transit crime. 

Rating: Neutral (Moderate public acceptance) 
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8.1.3. Policy 3: Comprehensive CPTED Integration 

Effectiveness 

While this policy aims to improve safety and security within the TransLink system 

by enhancing lighting, installing barriers, and employing other design principles. Through 

these changes, TransLink seeks to enhance visibility and natural surveillance, deterring 

potential criminal activity and improving users' perception of safety. Additionally, creating 

‘defensible’ spaces aligns with the principles of Crime Prevention Through 

Environmental Design (CPTED), reinforcing social norms and positively influence 

passenger movement patterns. 

However, assessing the policy's impact presents challenges. Moreover, gauging 

the direct ‘crime preventing’ effectiveness may be complicated by the need for 

standardized evaluation methods across diverse station environments.  It is difficult to 

directly link specific changes in crime rates to its implementation due to various 

influencing factors and the unique design features of each transit station. Despite these 

challenges, the policy is rated positively as CPTED in the Vancouver and international 

contexts has been shown to effectively address environmental aspects contributing to 

crime and fear in transit, and proactively enhances safety and security, as demonstrated 

by existing TransLink and other jurisdictional successes. 

Rating: Positive (High policy effectiveness) 

Visibility and Awareness 

Among all the proposed policies, this modification would be the most tangible and 

noticeable, as it would permanently alter the transit environment for all transit users in 

Vancouver. This positively rated design alteration would boost public trust in transit 

safety, mainly because the changes could be clearly seen and recognized, both 

consciously and subconsciously altering people's transit safety perceptions through 

refined environmental design. 

Rating: Positive (High visibility, awareness) 
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Inclusive Equity of Benefit  

This policy aims to create transit environments that are inclusive and accessible 

to all, thereby uniformly enhancing safety across different stations and areas. By 

incorporating CPTED principles into both new and existing transit infrastructures, the 

policy strives to create spaces that are safe, welcoming, and cater to the diverse needs 

of the Metro Vancouver transit community. CPTED design philosophy also would 

improve the experience of transit for women, racialized individuals, and others by 

enhancing the built environment to address their concerns.  

Implementing this policy comes with its own set of challenges, including the 

significant risk that the designs might not fully address the needs of all user groups who 

rely on transit, potentially resulting in environments that overlook those with specific 

vulnerabilities or fear predispositions, such as those who have disabilities, mobility 

concerns, or are primarily concerned about the capacity for troubled or violent individuals 

to inflict violence, rather than how the existing station design can be conductive to the 

occurrence of crime (as mentioned in crime pattern theory). Also, if the retrofitting of 

existing stations favours certain areas over others, benefits would be unequally 

distributed, contradicting the policy's objective of equitable safety enhancements. 

Moreover, by increasing barriers and focusing on crime prevention in space design, the 

policy might unintentionally exclude and prevent service to certain vulnerable or 

marginalized groups, while also detracting from the open, inclusive nature that 

characterizes public transit spaces. Lastly, this policy does not explicitly focus on 

improving transit access, safety, or inequalities for any particular groups, and focuses 

primarily just on the environmental factors that may enhance safety perceptions. Thus, 

this policy is essentially oblivious to the differential experiences of transit certain groups 

experience. Therefore, this policy is negatively rated. 

Rating: Negative (Low benefits and burdens distribution) 

Program Costs to TransLink 

Positively, CPTED expansion offers long-term cost benefits by potentially 

lowering crime rates and related maintenance and MVTP policing costs through strategic 

design and environmental adjustments. These savings are reflected not only in reduced 
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repair and maintenance needs but also in potentially decreased security and policing 

expenses over time.  

Conversely, this policy demands significant initial investments and ongoing 

expenditures for the redesign and upgrade of existing stations to comply with CPTED 

standards. Such expenditures, which would likely reach hundreds of millions of dollars, 

would likely outpace existing expenditure on transit safety in Vancouver by a large 

margin. Such changes would involve costs for both physically altering transit spaces and 

creating and implementing new design guidelines. The upkeep of the station 

environmental elements influenced by CPTED, which are essential to the policy's 

success, will also require ongoing financial backing. In addition, thoroughly auditing 

existing infrastructure to pinpoint priority areas for upgrades adds another layer of 

financial obligation. This process of assessing and upgrading transit facilities to conform 

with CPTED principles, while vital for policy effectiveness, calls for even more financial 

resources. Thus, this policy is rated negatively. 

Rating: Negative (High cost of policy implementation) 

Feasibility 

This policy takes advantage of ongoing developments in transit infrastructure by 

seamlessly integrating international CPTED principles into existing processes, and aligns 

with designs of new TransLink stations, reinforcing current principles for a smoother 

rollout. The policy’s politically neutral position enables it to gain wide-ranging support, 

bypassing contentious issues and benefiting from broad approval. It also potentially 

aligns with existing TransLink transit urban planning, upgrades, and design initiatives, 

with the possibility of a phased rollout based on needs for budgetary flexibility and 

gradual assimilation. However, it faces challenges such as the need for substantial initial 

and continuous investment for design reviews, audits, and upgrades. The policy’s 

success hinges on the organizational readiness of the availability of CPTED expertise 

within TransLink and/or the necessity to hire additional consultants for specialized design 

knowledge and thorough review processes, which may escalate project costs and 

complexity. Upgrading existing stations to comply with new CPTED standards poses 

significant logistical, structural, and financial hurdles, and implementation may cause 

extensive transit service disruptions. Thus, this policy is rated as neutral. 
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Rating: Neutral (Moderate policy implementation feasibility) 

Stakeholder Acceptance 

This policy (positively rated) is likely to receive widespread support from public 

safety government organizations and policing agencies for its proactive approach that 

looks to limit crime before it happens, as well as support from the Ministry of 

Infrastructure and Transit and the Mayor’s Council (both as main planning and 

administrative bodies for transit in Vancouver), due to its relative ease of implementation 

based on existing domestic and international standards (TransLink, 2012; TransLink 

Infrastructure Planning, 2011). It also opens opportunities for community participation 

and consultations in the design process, which could help TransLink tailor station design 

(including signage, barriers, etc.) to the community, demographic, and population needs 

prior to implementation. Adoption of this policy may face opposition from Metro 

Vancouver municipal, provincial, and federal stakeholders (such as Infrastructure 

Canada) who might be concerned about providing additional policy funding given the 

high costs and complexities that might complicate implementation, especially 

considering the size of TransLink’s infrastructure network (Infrastructure Canada, 2022). 

Rating: Positive (High stakeholder acceptance) 

Public Acceptance 

This policy receives as positive rating as CPTED principles are positively 

perceived due to their clear commitment to enhancing the benefits of safe, clean, and 

well-thought-out modern transit infrastructure, which were highly favoured by the public 

transit users surveyed. Therefore, there is a high likelihood of public support – backed by 

the criminology literature – due to its visible safety enhancements to transit environment, 

and successful international and domestic examples of implementing CPTED principles 

on a large scale (APTA Transit Infrastructure Security Work Group, 2010; Casteel & 

Peek-Asa, 2000). This is mainly because CPTED is well-established and already meets 

public expectations for safe and well-designed public spaces (TransLink Infrastructure 

Planning, 2011). However, there are some minimal ongoing concerns about the impact 

of design changes on transit efficiency, including whether they make transit less inviting, 

more daunting, or impose additional barriers to access to a public space (as mentioned 

by the transit user who discussed the alarm at the SkyTrain station, which is an extreme 
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form of CPTED), CPTED may also exacerbate accessibility issues, particularly for those 

with mobility issues. 

Rating: Positive (High public acceptance) 

Table 3: Heatmap Matrix Policy Criteria and Measures Analysis 

Criteria 

 

Policy Option 1: 

  Police/Social Services 
Emergency Co-Response 
(Dual Dispatch) and Non-

Police Emergency 
Response Team  

 

Policy Option 2:  

Expanding Visible Capable 
Non-Police Guardianship  

Policy Option 3: 

Comprehensive 
CPTED Integration 

Effectiveness 
   

Visibility and 
Awareness 

   

Inclusive Equity 
of Benefit 

   

Program Cost to 
TransLink 

   

Feasibility 
   

Stakeholder 
Acceptance 

   

Public 
Acceptance 

   

Matrix Legend: Green - Positive Rating     Yellow - Neutral Rating     Red - Negative Rating 

Total Sentiment 
Totals & 

Percentages 

Positive: 5 (~71%) Positive: 1 (~14%) Positive: 4 (~57%) 

Neutral: 2 (~29%) Neutral: 5 (~71%) Neutral: 1 (~14%) 

Negative: 0 (0%) Negative: 1 (~14%) Negative: 2 (~29%) 
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Chapter 9. Policy Recommendations  

Revisiting the third research objective of this project: “Propose evidence-backed 

policy recommendations informed by data and insights from diverse stakeholders, 

including transit users, academic experts, and government representatives,” and basing 

this decision on this multi-criteria policy evaluation and subsequent scoring, the interview 

process, and the data and secondary source thematic analysis conducted in this 

Capstone project, the following policy recommendation bundle is suggested to best 

address the perceived risk of victimization on public transit: 

The primary recommendation is: Policy Option 1: Police/Social Services Emergency 

Co-Response (Dual Dispatch) and Non-Police Emergency Response Team.  

This policy is recommended due to its direct approach in addressing both 

criminal and non-criminal crises on transit and its potential to de-escalate potentially 

volatile situations. Inspired by the CAHOOTS model in Eugene and Springbank, Oregon, 

and similar initiatives, this policy aims to provide specialized crisis intervention services 

through a team composed of mental health professionals and social workers, alongside, 

or in place of, police officers. This approach is instrumental in addressing non-criminal 

crises and de-escalating situations, while also addressing social issues such as mental 

health and homelessness more humanely and effectively. By removing the responsibility 

for police to handle certain activities (e.g., mental health checks, engaging with 

homeless individuals in transit spaces), the escalatory issues associated with police 

responses are minimized. These options, along with outreach for social support services, 

alleviate many of the issues highlighted in the literature and in the interviews, including 

the need for humane interactions that are proportionate and addressing the underlying 

issues (and individuals) who contribute to this sense of risk of violence. 

This model is beneficial for several reasons: 

I. Specialized, Proportionate Crisis Intervention: This policy leverages the 

expertise of social workers and mental health professionals to ensure that 

individuals experiencing a crisis receive appropriate care and intervention, 

which regular police officers may not be equipped to provide. 
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II. De-escalation and Humane Interaction: The non-police emergency response 

team can address situations more humanely, focusing on specialized crisis 

intervention. By offering a less intimidating presence than police, this approach 

supports de-escalation and assistance rather than enforcement. This is likely to 

reduce instances of conflict and the potential for escalation, making transit 

spaces safer and more welcoming. 

III. Addressing Root Causes: The dual dispatch model acknowledges the 

complex social issues underlying many incidents on transit, such as mental 

health and homelessness. By addressing these root causes, the policy not only 

resolves immediate crises but also contributes to long-term solutions that 

reduce the overall incidence of safety concerns on transit. 

IV. Flexibility: This policy is flexible as it allows the non-emergency team to be 

deployed both in the ‘dual dispatch’ model and independently. This keeps the 

scope of the model smaller and reduces costs by integrating the programs 

together within the 911 dispatch system. 

V. Alignment with Recommendations: This policy aligns with recommendations 

from the CUTA 2023 call to action, where it was recommended that transit 

agencies explore partnerships with mental health service providers and position 

outreach workers within the transit system to assist transit staff (Canadian 

Urban Transit Association (CUTA), 2023). 

This primary policy is to be supplemented by a staggered implementation of: Policy 

Option 3: Comprehensive CPTED Integration.  

This bundled approach, which would focus first on the infrastructure and stations 

in need of upgrading first, is advantageous as it first tackles a broad spectrum of issues 

and enhances safety in both the immediate and built environments. Complementing the 

direct intervention approach of Policy Option 1, Policy Option 3: Comprehensive 

CPTED Integration would help ensure that transit infrastructure inherently discourages 

criminal activity through thoughtful environmental design and enhances the sense of 

security for all users. 
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The effectiveness of CPTED lies in its proactive approach to crime prevention, which 

includes: 

I. Natural Surveillance and Visibility: Enhancing lighting and sightlines within 

transit stations ensures that potential perpetrators are easily observable, which 

acts as a deterrent to criminal activity. This also makes transit users feel safer, 

as they are more visible to staff and other passengers. 

II. Territorial Reinforcement: By clearly defining public, private, and semi-private 

spaces through strategic design, CPTED principles help reinforce social norms 

and expectations, encouraging responsible behavior and deterring 

unauthorized access and activities. 

III. Access Control and Environmental Design: The thoughtful arrangement of 

physical elements, such as barriers can guide user movement and prevent 

crime opportunities by controlling access to certain areas and facilitating the 

efficient management of crowds. 

The rationale for the approach of integrating CPTED in a fulsome manner is less 

controversial than that of establishing an entire new non-emergency team and is based 

on existing design protocols used by TransLink in previous station designs. However, 

CPTED alone does not address the fear and risk perception around vulnerable 

individuals, nor does it address their and transit users needs, but rather provides a 

proactive method of prevention for all crimes in transit. Additionally, implementing 

CPTED principles in a targeted, staggered manner is more cost-effective, and would not 

require the wholesale disruption of transit services in order for stations to be audited and 

updated. Thus, these two policies, when integrated, collectively aim to create ‘defensible’ 

spaces, lessen the burden on police forces for non-criminal activities, and offer more 

humane interactions with those marginalized and suffering from social ills, addressing 

the concerns highlighted in both literature and interviews conducted during this research. 

This approach ensures a comprehensive and effective response to the perceived risk of 

victimization on public transit.  
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9.1. Implementation Considerations 

The implementation of the recommended policies, which involve shifting from 

traditional police services to a non-police emergency response team, enhancing visible 

‘guardianship’, and incorporating CPTED principles into transit stations, presents a range 

of challenges. To address the challenges associated with these policies, several key 

considerations are necessary: 

9.1.1. Stakeholder Engagement and Collaboration 

This policy calls for the formation of robust and formalized partnerships with local 

health and social service agencies, like Vancouver Coastal Health and Vancouver 

Aboriginal Health Society. These partnerships are essential for assembling and 

integrating a skilled team of professionals prepared to support MVTP officers in 

responding to incidents. A collaborative framework that supports the collaboration 

between stakeholder police services, community organizations, mental health 

professionals, and transit authorities will be crucial for the seamless integration of new 

response teams. 

9.1.2. Training and Recruitment 

Comprehensive training for all team members is fundamental to the success of 

this initiative. This training will cover joint response protocols, mental health first aid, de-

escalation techniques, and a thorough understanding of local social services available. A 

necessary robust recruitment and training strategy must address staffing challenges, 

focusing not only on filling current vacancies but also on anticipating future needs 

through innovative recruitment approaches and partnerships. 

9.1.3. Role of MVTP Community Safety Officers 

It will be also important to differentiate this policy bundle (specifically Policy 

Option 1) from the existing practices in Vancouver. As mentioned, MVTP have recently 

expanded their Community Safety Officer (CSO) program, who are tasked with helping 

address the social and policing issues found in and around the TransLink system, 

including low risks calls for assistance, enforcing transit rules, and fare enforcement, 
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amongst other duties (Metro Vancouver Transit Police, 2024). CSOs are designated 

Peace Officers and are members of the MVTP. These CSOs do not provide referrals, 

nor transition to care, nor are they part of a ‘dual dispatch’ model, and essentially act as 

standard police officers who enforce the rules and regulations of TransLink, and do not 

provide the same ‘humane’ type of response outlined in this policy bundle. The CSO 

approach, as evidenced above, does not effectively address the issues and fears of risk 

like the suggested approach of the distinct policy bundle proposed, which designates a 

separate team of specialized, trained individuals who are not peace officers, and operate 

separately when deployed for issues that do not require police presence. Thus, the 

status quo approach of CSOs would not be suitable in place of this policy, but there 

might be an opportunity for further training, expansion, and/or integration of MVTP CSOs 

to provide the police assistance in an implemented ‘dual dispatch’ model, as proposed. 

9.1.4. Phased Implementation and Pilot Projects 

Implementing a phased approach, beginning with pilot projects for the ‘dual 

dispatch’ model will allow for the testing of new protocols and the integration of social 

and medical workers into the response teams, while targeting CPTED upgrades based 

on need, budget, and immediacy of upgradeability will help enact immediate 

improvements to risk perception. This strategy will enable adjustments based on real-

world feedback and scale up successful practices, aligned with both the immediate and 

long-term goals of enhancing transit safety and community support. 

9.1.5.  Funding and Budget Allocation 

Future TransLink budgets should review available federal and provincial grants, 

pursue public-private partnerships, and dedicate portions of transit infrastructure budgets 

to these initiatives to support the comprehensive integration of social and medical 

response teams within the transit system. Efficient budget allocation and identifying 

funding sources are vital for the implementation and sustainability of this policy. 

9.1.6.  Community Involvement and Communication 

Incorporating community feedback into the design and implementation phases for 

CPTED and ‘dual dispatch’ is essential for tailoring responses to the needs and 
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concerns of transit users. This engagement fosters a sense of community ownership and 

responsibility towards transit safety and supports the development of protocols that 

reflect the community’s needs. In addition, ensuring that the policy is effectively 

communicated to the diverse groups that use transit frequently will be of utmost 

importance if the policy is to be effectively implemented, as any changes will need to be 

adequately communicated to help address the underlying issues that cause fear of 

victimization on transit. Explaining how the novel policy approach targets the underlying 

causes of fear would certainly be needed to illustrate how comprehensively TransLink 

researched this issue and is now providing a comprehensive response.  

9.1.7. Strategy for Efficient Dispatch and Response 

Developing clear protocols for 911 dispatchers to identify situations requiring a 

dual response or a non-police emergency response is crucial. This ensures the right mix 

of safety and support services is dispatched to each incident, leveraging the ‘dual 

dispatch’ team's expertise without the need for erroneous deployment. This approach 

optimizes resource use, ensuring context-appropriate responses, and enhances the 

perceived and actual safety of transit users. 

9.2. General Considerations 

As part of a comprehensive strategy to address the social determinants of justice, 

it is essential to consider improvements to key areas like housing, social supports, and 

healthcare. Such improvements are foundational to promoting human dignity, societal 

well-being, and reducing incidents of violence and crime in transit areas, potentially 

reducing the reliance on punitive criminal justice measures. 

A critical element for consideration is the expansion of outreach initiatives within 

transit centers. Drawing inspiration from successful models like those of the Toronto 

Transit Commission (TTC) and LOFT Community Services, such approaches provide 

targeted support to individuals grappling with homelessness, addictions, and health 

issues, directly within the transit environment where they may be seeking shelter or 

passage (City of Toronto, 2023a, 2023b). 
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Further, the policy should explore the adoption of a 'Housing First' model, akin to 

those Toronto’s successful HouseLink program, and reflective of the principles seen in 

New York City’s “No Restrictions Social Services" model (Houselink & Mainstay 

Community Housing, 2024; Hutchinson, 2023). This model emphasizes providing stable 

housing as a fundamental right and crucial recovery step, alongside offering voluntary, 

individualized, culturally sensitive, and portable treatment and support services without 

requiring individuals to meet stipulations like sobriety. This approach is rooted in the 

belief that secure housing is essential for addressing both individual behavioural and 

broader social issues. 

In response to the notable shortage of supportive housing in Vancouver and the 

existing 'Housing First' framework, constructing social supportive housing centers near 

transit hubs warrants consideration. This initiative could enhance access to community 

support and services, facilitating a smoother transition for those temporarily sheltering in 

transit areas to more stable and permanent housing solutions. It aligns with recent 

legislative measures and financial commitments in B.C., such as the initiative by the B.C. 

Minister of Transport to enable land acquisition near transit hubs for housing and 

community services, alongside the Ministry of Mental Health and Addictions’ significant 

investment in treatment and recovery services (B.C. Ministry of Transportation and 

Infrastructure, 2022; Mass Transit, 2023; Mental Health and Addictions, 2024). 

These considerations should integrate into the broader policy framework as 

potential strategies for addressing the complex challenges facing transit environments 

and the communities they serve. Implementing such measures could lead to a holistic 

improvement in public safety, well-being, and justice within the transit system and 

beyond. 
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Chapter 10.  Conclusion  

This study reveals that perceptions of safety on transit are shaped by several 

factors, such as personal experiences, media narratives, societal issues, and the 

visibility of public safety personnel. It highlights that fear and safety concerns are 

disproportionately higher among women, racialized individuals, and those from diverse 

gender and sexual backgrounds. These perceptions are influenced by the time, location, 

and the specific routes of transit use, as well as by issues like visible homelessness, 

poverty, and drug addiction within transit environments.  

The research indicates that current public safety measures on TransLink services 

are insufficient and fail to address the complex challenges of modern Vancouver. By 

looking at strategies employed in other cities, including infrastructure improvements, 

community-focused initiatives, and inclusive safety measures, this study suggests ways 

to enhance safety for all transit users. 

These findings underscore the importance of developing proactive, multifaceted 

policies that address the root causes of safety concerns, moving beyond mere reactive 

measures. The study offers comprehensive insights and evidence-based 

recommendations for improving both the perception and reality of safety in public transit, 

advocating for strategies that are inclusive, context-specific, and cater to the diverse 

needs of transit users. 

For policymakers and stakeholders, this research serves as a guide to devising 

interventions that can increase public confidence in the transit system, thereby 

supporting urban mobility and sustainability goals. By adopting the recommended 

approaches, TransLink can strive towards a safer, more welcoming, and efficient transit 

environment for everyone. 

The research reflects ethical considerations and personal biases, emphasizing 

the need for respectful and empathetic engagement with all participants. My position as 

a white, cisgender male, that does not commonly experience fear on transit, highlighted 

the need to recognize and address my own biases. This was essential for conducting the 

research empathetically and inclusively, ensuring all perspectives were fairly and 

accurately represented. 
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Despite challenges in harmonizing diverse viewpoints and distilling extensive 

data into actionable recommendations, this study paves the way for future research on 

community-led safety solutions and technological enhancements to transit security. This 

continuous exploration is essential for refining policies to meet the evolving needs of 

urban transit systems and their diverse user base. 
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Appendix.  
 
Interview Questionnaire Topics and Example 
Questions 

Transit User Interview Questionnaire Topic Example Question 

General Transit Usage How frequently do you use the Metro Vancouver 
transit system?  

Perception of Safety What specific elements or incidents have 
significantly impacted your perception of safety on 
transit?  

Impact of Perceived Safety on Transit Usage Has your perception of safety affected your transit 
usage? In what ways? 

Existing Safety Measures How would you evaluate the current safety 
measures implemented within the transit system? 
Are there any measures you find particularly 
effective or ineffective? 

Suggestions for Improvement What additional safety measures or policies do you 
think could help improve the perception of safety 
on transit? 

Academic Expert Questionnaire Topic Example Question 

Perceptions & Factors From your experience, are there notable 
differences in safety perceptions among different 
demographic groups within the transit user 
community? 

Theoretical Frameworks Does any theoretical framework guide your 
thinking on transportation policy (and additionally, 
how does it relate to transit violence)? 

Policy Response and Alternative Measures What policy alternatives could potentially enhance 
perceived safety within Metro Vancouver's transit 
system?  

Potential Strategies for Improvement Are there any successful models or best practices 
from other regions that could be adopted or 
adapted for Metro Vancouver? 

Communication and Public Engagement Can transit authorities and policymakers better 
communicate with the public regarding safety 
measures and incidents of violent crime on transit? 
How so? 

Long-Term Projections How can findings from research like this project be 
integrated into long-term urban planning and policy 
formulation? 

Government/Organizational Representative 
Questionnaire Topic 

Example Question 
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Perceptions and Factors From a governmental/organizational perspective, 
how is the safety of transit users in Metro 
Vancouver currently being addressed? 

Policy Responses and Alternative Measures How does the government's stance on policy 
measures align with transit users' perceptions and 
experiences of safety? 

Existing Safety Measures and Policies Can you discuss any existing governmental 
policies or safety measures aimed at mitigating 
violent crime or improving the perception of safety 
on transit? 

Potential Strategies for Improvement Are there collaborations with other governmental 
bodies, academia, or the private sector underway 
or planned to address transit safety? 

Communication and Public Engagement What mechanisms are in place for public feedback 
on transit safety issues, and how is this feedback 
integrated into policy formulation? 

Long-Term Projections How is the government planning to address transit 
safety in the long term to align with urban 
sustainability and mobility objectives? 

Interview Questionnaires and Example Question from each questionnaire. 
Three distinct interview questionnaires were prepared and approved for the different audiences of the interviews.  


