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ABOUT ANALYSIS GROUP, INC. 
Analysis Group, Inc. provides economic, financial, and business strategy consulting to law 

firms, corporations, and government agencies. Our staff is experienced in all areas of economics, 

including employment, securities, intellectual property, antitrust, health care, energy, and commercial 

damages. We often work in partnership with professors from leading universities to develop state-of- 

the-art analyses and create a bridge between current academic thinking and real world problems. 

We have experience assessing claims of race discrimination in a variety of contexts, including 

law enforcement activity, employment, and fair lending. Our project team members have conducted a 

number of analyses to determine whether racially biased policing exists in law enforcement agencies. 

These include studies of the New York Police Department (New York), Miami-Dade Police 

Department (Florida), Washington State Patrol (Washington), Spokane Police Department 

(Washington), and Richmond Police Department (Virginia). The academics working on this project 

bring special expertise to the subject of race discrimination in the context of law enforcement. Our 

academics have researched and published extensively in the area of racially biased policing, as well as 

other law enforcement issues. Their work has appeared in numerous peer-reviewed publications. They 

have developed innovative approaches for assessing claims of racially biased policing. 

Analysis Group has also investigated race discrimination in employment practices such as 

compensation, recruitment, hiring, promotion, placement, testing, termination, and enforcement of 

disciplinary actions. These studies have addressed alleged discrimination on the basis of age, race, 

gender, and national origin. 

With regard to fair lending, we have assessed potential race disparities in credit markets. Our 

experience includes developing economic and statistical models to assess whether loans are being 

extended to minority applicants under terms that are comparable and fair relative to non-minority 

applicants. 

For our investigation into whether racially biased policing exists in Los Angeles, the Analysis 

Group project team consists of in-house and academic experts, including: 

• Geoffrey P. AIpert, Ph.D., Department of Criminal Justice at the University of South 

Carolina; 

• Elizabeth Becker, Ph.D., Managing Principal at Analysis Group; 

• Alan P. Meister, Ph.D., Manager at Analysis Group; 

• Michael R. Smith, Ph.D., J.D., Department of Criminal Justice at the University of South 

Carolina; and 
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• Bruce A. Strombom, Ph.D., Managing Principal at Analysis Group. 

Biographies for these project members are presented in Appendix I. 

Analysis Group also retained Lorie Fridell, Director o f  Research at the Police Executive 

Research Forum (PERF), to conduct a peer review of  this report. 1 

PERF is a national organization of police executives from the largest city, county, and state law enforcement agencies that 
conducts and promotes criminal justice research. Chief William Bratton of'the Los Angeles Police Department is President 
of the Board of Directors of PERF. 
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EXECUTIVE SUMMARY 

In late 2001, the Los Angeles Police Department (LAPD) embarked upon a project of 

systematically collecting information on motor vehicle and pedestrian stops made by its officers, as 

required by a federal consent decree. This report describes methodologies recommended by Analysis 

Group, Inc., an independent contractor to the City of Los Angeles, for analyzing the LAPD stop data. 

The purpose of this analysis is to establish a better understanding of LAPD stop practices in order to 

further promote effective, respectful, and non-discriminatory policing within the City. 

in developing the proposed analysis methodologies, Analysis Group reviewed the academic 

literature on racial bias in policing, court decisions related to racial profiling, and previous analyses of 

stop data collected by other law enforcement agencies. In addition, Analysis Group representatives 

participated in ride-alongs with LAPD officers to gather data about the context in which stop and 

search activity occurs. Information regarding the LAPD, its officers, policing activities, and crime 

within the City, as well as demographic, economic, and socioeconomic data, were also reviewed. 

Based upon these reviews, Analysis Group proposes three types of analyses to evaluate LAPD 

pedestrian and motor vehicle stop data as follows: 

I. External Benchmark Study of Pedestrian Stops: This analysis will investigate 

whether, after controlling for available legitimate factors affecting stop activity, racial 

disparities in stop rates remains. The proposed analysis is based upon the premise that 

the race of persons stopped should directly reflect the race of criminal suspects in a 

given area. Other factors that may be considered in this analysis include direct and 

indirect measures of crime (91 I calls, gang crimes, officer deployment, shootings at 

officers, vacant/abandoned buildings), measures of economic activity (sales volume and 

business tax registration certificates data), and demographic information (gender, age, 

and population density). 

. Study of Post-Stop Activity: This analysis will investigate whether, after controlling 

for available legitimate factors that may affect police decision-making, different 

demographic groups (race, age, and gender) are subjected to disproportionate sanctions 

(citations, warnings, arrests) or other burdens (searches) following a stop. Factors that 

may be considered in this analysis include characteristics of the encounter (time of day, 

day of week, and reason for stop), geographic area (911 calls, gang crimes, officer 
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deployment, shootings at officers, vacant/abandoned buildings), officer (race, age, 

gender, length of service, commendations, complaints, and uses of force), and suspect 

(race, age, and gender). 

. Internal Benchmarking (Officer-to-Officer Comparisons) of Pedestrian and Motor 

Vehicle Stop and Post-Stop Activity: This analysis will compare the racial 

composition of stops by particular officers or groups of officers, with those of all other 

officers in the same area during the same time period. The purpose of this analysis is to 

identify officer stop patterns that may warrant closer review. Factors that will be 

considered in this analysis include officer characteristics and assignment. 

It is anticipated that each of these methodologies will provide a different perspective that will 

enhance the understanding of any disparities observed in stop rates or post-stop outcomes among 

different demographic groups. Each type of analysis proposed is supported by the available data and 

has been previously applied or recommended in some form, either by academic researchers or other 

jurisdictions. 

It should be noted that statistical methods for evaluating possible race, age, and gender profiling 

have important limitations. The methodologies proposed by Analysis Group attempt to account for all 

legitimate contextual factors that affect officers' stop and post-stop activity. However, it may not be 

possible to fully account for all such factors within the statistical analysis. Any race, age, or gender 

disparities that remain after applying these methodologies should therefore be subjected to a qualitative 

review. Such a review will evaluate legitimate factors that cannot be adequately quantified for use in 

the statistical analysis. 

Finally, it should be acknowledged that even the best statistical and qualitative analysis cannot 

assess the thoughts or intentions of individuals. The analyses proposed here are not capable of 

providing an assessment of discriminatory intent, because statistical analysis can never reveal the 

motivations underlying officers' behavior. Despite these inherent limitations, Analysis Group 

anticipates that the proposed analyses will yield important insights into LAPD stop activities, thereby 

further informing the City of Los Angeles' on-going efforts to promote effective, respectful, and non- 

discriminatory policing within the City. 
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CHAPTER 1: INTRODUCTION 

Over the past several years, there has been a growing national perception that law enforcement 

actions are all too often based on racial stereotypes or "racial profiling." This practice of racial 

profiling by law enforcement is also commonly referred to as racially biased policing. ~ According to a 

1999 Gallup poll, more than half of Americans believed that police engage in racial profiling) This 

poll also showed a distinct difference between how whites and minorities view the issue. It found that 

77 percent of blacks, compared to only 56 percent of whites, felt that racial profiling by law 

enforcement was pervasive. Other studies have found similar differences across races. For example, 

blacks and Hispanics who have been stopped are more likely than whites to report being ticketed, 

arrested, handcuffed, searched, or threatened by police. 4 A Washington Post survey found that 52 

percent of African-American men believed they have been victims of racially biased policing. 5 

Within some communities in the City of Los Angeles, there has been a growing concern that 

some officers may engage in racially biased policing. Historically, perceptions of racially biased 

policing have been largely based upon personal accounts and other anecdotal evidence. As many 

jurisdictions have done recently, the City of Los Angeles began collecting data related to police stop 

activity in November 200 l. 

In accordance with the consent decree entered into by the City of Los Angeles and the U.S. 

Department of Justice (DO J), the Los Angeles Police Department (LAPD) embarked upon a project of 

systematically collecting data on motor vehicle and pedestrian stops in order to establish a basis for 

better understanding police contacts and reviewing concerns and perceptions about potential racial 

profiling. 6 Under the procedures agreed to in the consent decree, the LAPD collects information on all 

persons stopped who are not otherwise exempt from the data collection requirements. Both officer- 

initiated stops and most calls for service-related stops require the completion of a Field Data Report 

(FDR). Events that are exempted from the need for an FDR include the following categories: 

Exemptions to both vehicle and pedestrian stops: 

• prostitution/narcotics task force; and 

• arrest/search warrant. 

2 The phrases racial profiling by Icav enforcement and racially biased policing are used interchangeably in this report. The 
latter is the phrase commonly used in research on the subject. 
3 Decker, et al. (2001). 
4 Weitzer (2002). 
5 McMahon, et al. (2002). 
6 United States v. City of Los Angeles, No. 00-11769 GAF, consent decree at I II.H.¶ 102 (C.D. Cal. June 15, 2001). 
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Exemptions to vehicle stops only: 

• checkpoints/roadblocks; 

• commercial vehicle inspections; 

• safe-driving award stops; and 

• child safety seat giveaways. 

Exemptions to pedestrian stops only: 

victims/witnesses; 

unlawful assemblies; 

consensual stops (except when followed by pat-down, search, preparation of a field 

interview (FI) card, citation, or arrest); and 

• certain calls for service (homicide, rape, robbery, assault, domestic violence, shots fired, 

armed suspect, kidnapping, bomb threat, child in danger, officer needs assistance, 

battery). 

Officers collect data on stops by completing an FDR. 7 Originally, paper FDRs were filled out 

by officers in the field and later scanned to create an electronic database. However, it was not until 

scanning problems were resolved in July 2002 that complete stop data were available electronically. In 

July 2003, the FDR was refined in order to streamline the process of recording data and ensure their 

accuracy. Furthermore, in Spring 2004, the LAPD rolled out Portable Officer Data Devices (PODDS) 

to officers so they could collect stop data electronically. 

As a result of its data collection efforts, the LAPD now has a substantial amount of raw stop 

data available. Because a complex array of factors may legitimately influence police stop patterns, this 

data must be interpreted carefully. In order to investigate whether racially biased policing exists in the 

City of  Los Angeles and to promote effective and respectful policing, including compliance with 

nondiscrimination policies, Analysis Group was engaged by the City to conduct a fair and unbiased 

analysis of the pedestrian and motor vehicle stop data collected by the LAPD. 

This report sets forth Analysis Group's proposed methodologies for conducting the analysis of 

these stop data. To that end, Analysis Group reviewed literature on the subject of racially biased 

policing, evaluated studies of racially biased policing in various jurisdictions, and conducted ride- 

alongs with LAPD officers. The information gained from this research serves as the foundation for 

Analysis Group's proposed methodologies. Specifically, this information has provided valuable 

7 See Appendix A for copies of the original and current LAPD FDR. 
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insights into the development of these methodologies and demonstrated the strengths and weaknesses 

of potential methodologies. 

Also included in this report are recommendations regarding the current data collection protocol 

of the LAPD and the FDR used to collect stop data in Los Angeles. 

This report is organized into six sections (Chapters 2 through 7). Chapter 2 is a review of the 

literature. It summarizes the research findings from published literature on racially biased policing. 

The literature review also includes an examination of scholarly writings, public policy reports, and 

legal decisions. 

Chapter 3 is a jurisdictional review. It provides a review of selected studies that have analyzed 

stop data from other police agencies. The information provided in both the literature and jurisdictional 

reviews has been supplemented with interviews of professionals in the field of racially biased policing, 

including researchers and police personnel. 

Chapter 4 presents the results of surveys conducted by Analysis Group during ride-alongs with 

LAPD officers. This ride-along study was conducted in order to ascertain whether officers could 

determine the race of suspects prior to making stops. If race cannot be determined, then it is not 

possible to racially profile when making stops. The ride-along study also gathered other data that 

provide context to stop and search activity of LAPD officers. 

Chapter 5 reviews the data that may be relevant for analyzing pedestrian and motor vehicle 

stops in Los Angeles. This review includes determining which data are available, the characteristics of 

the available data, the potential usefulness of such data in our proposed analysis, the limitations of 

available data, and how such limitations constrain the types of analyses that can be performed and the 

conclusions that may be drawn from analyses. Recommendations for future data collection are also 

provided. Data reviewed include those collected by the LAPD and various departments of the City of  

Los Angeles in the normal course of business, as well as data available from other sources, such as the 

federal government. 

Chapter 6 presents Analysis Group's proposed methodologies for analyzing motor vehicle and 

pedestrian stop data collected by the LAPD. These methodologies will be used in an attempt to 

determine whether racially biased policing exists in the City of Los Angeles and if so, to what extent. 

It incorporates a discussion regarding the types of analyses that may be used in order to implement 

these methodologies (e.g., potential analytical techniques, potential data to be included in the analyses, 

and time period to be analyzed). 
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Chapter 7 is a review of the stop data collection methods utilized by the LAPD in light of the 

literature review, jurisdictional reviews, ride-along study, and proposed methodologies. Also included 

in this chapter are recommended changes to the current stop data collection protocol. These 

recommendations are intended to balance the desire to maximize the value of data gathered while 

minimizing the resources required to collect such data. 
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CHAPTER 2: LITERATURE REVIEW 

Research on racially biased policing is a new and evolving area of social inquiry. Although 

research on the stop practices of law enforcement agencies has proliferated over the last several years, 

few studies have appeared in scholarly outlets or peer-reviewed journals. Despite this relative lack of 

published, empirical scholarship on racially biased policing, s it is important to review the existing 

literature on the subject, recognizing that the body of knowledge related to stop data collection and 

analysis is still evolving. This chapter is designed to familiarize the reader with the subject of racially 

biased policing and serve as a foundation for our proposed methodologies discussed in Chapter 6. It 

provides history and background on racially biased policing, as well as a review of significant court 

cases. It also includes discussions of the major themes covered in the literature, such as data collection, 

police training, data auditing, types of data analyzed, standards for identifying racially biased policing, 

types of data analysis, types of benchmarks, and confounding factors. 9 

In this review, we document the evolving awareness of the complexity and nuance needed for 

accurate and reliable evaluation of data. In short, the simpler approaches adopted in early studies have 

been recognized as having severe shortcomings for addressing the issues raised in analyzing potential 

race bias in stop activity. In fact, even the more sophisticated empirical approaches have been 

recognized as being inadequate to deliver an unambiguous answer to the question: "Is law enforcement 

engaging in race profiling?" Nonetheless, the empirical approaches that have been developed have 

strong potential for informing us about potential racial bias in stop activity. We conclude our review 

with a firm belief that a serious and thoughtful evaluation of stop data can provide invaluable insights 

into the practices of the LAPD, even though it cannot provide a definitive conclusion regarding 

whether racially biased policing exists. 

2.1 History and Background on Racially Biased Policing 

The issue of racial profiling by law enforcement gained national attention during the 1990s, due 

in part to a number of high-profile court cases and heightened media coverage of the issue. 1° 

Statements by prominent African-Americans as well as other racial minorities brought the debate over 

the prevalence of profiling to the forefront of national politics. 

8 Legal scholars have written extensively on the subject of racial discrimination and racial profiling by police. However, 
their work typically does not include analyses of actual stop data. 
9 This literature review is a review of selected research findings on racially biased policing. See List of Literature and 
Reports Reviewed for the research reviewed (presented before the appendices at the end of this report). 
J0 Trende (2000). 
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Some of the roots of these public perceptions can be found in the use of racial profiling as a law 

enforcement tool in the fledging days of the U.S. government's "war on drugs." i i During the 1980s, 

the U.S. Customs service was committed to tracking down drug "mules" (anonymous couriers) that 

were paid a one-time fee to smuggle drugs into the country. To assist in this process, Customs 

developed a drug courier profile. Race was an important factor in defining this profile. Also, in 1985 

the Florida Department of Highway Safety issued guidelines titled "The Common Characteristics of 

Drug Couriers," in which race was explicitly mentioned as a characteristic) 2 The typical profile of a 

mule was a "black or Latino male, aged 18-25." Over the years, the strategy of stopping someone who 

fit the "profile" evolved into a broader approach to law enforcement and today is often referred to as 

racial profiling. 13 

Closely related to the development of the first profiles was the implementation of pretextual 

stops - the use of minor violations as a reason to stop persons suspected of more serious violations. In 

1986, the Drug Enforcement Agency (DEA) began a federally-funded highway drug interdiction 

program, known as Operation Pipeline. ~4 This program trained officers nationwide to use minor traffic 

violations as a pretext to stop motorists in order to search their vehicles for drugs. Through Operation 

Pipeline, the drug courier profiles developed in the 1970s and 1980s were applied throughout the 

country. 

Since this time, a body of court decisions holding many uses of race in law enforcement 

decisions to be unconstitutional, together with a growing public awareness of the dangers of using race 

in this manner, have de-legitimized racial profiling as a law enforcement practice. Many citizens and 

jurisdictions remain concerned that racial profiling may nevertheless be continuing in police 

departments throughout the country. In an effort to determine the continued impact of racial profiling, 

many jurisdictions have begun collecting and studying data related to police stops. A body of 

academic research relating to such data analyses has emerged, along with an array of jurisdictional 

studies. This research and these studies provide valuable context for designing methodologies for data 

analysis in the City of Los Angeles. Before turning to a review of this research and these studies, it is 

critical to have an understanding of the legal context of race profiling issues. Although many uses of 

race in law enforcement have been deemed unconstitutional, race may be a legitimate factor motivating 

a stop in some circumstances. In such circumstances, the use of race would not represent racially 

~* Buerger (2002); American Civil Liberties Union of Northern California (2002); Engel, et al. (2002). 
12 Engel, et al. (2002). 
13 Buerger (2002). 
~4 American Civil Liberties Union (2002). 
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biased policing. Any empirical analysis of  stops aimed at revealing potential race bias must therefore 

distinguish these legitimate uses o f  race from inappropriate reliance on race as a motivating factor for 

making stops. Thus, in order to better understand what kinds of  uses o f  race constitute racially biased 

policing, we begin with a review of  significant court cases relating to the use of  race in stops. 

2.2 Significant Court Cases 

Profiling-related activities by law enforcement officers usually fall into one of  three categories: 

(I) cases in which officers use race as the sole reason for making a stop; (2) cases in which officers use 

race along with other factors in making a stop; and (3) cases in which officers use race (either alone or 

in combination with other criteria) in contacting or investigating a person in a manner that does not 

amount  to a "seizure" under the Fourth Amendment )  s Stops within each of  these three categories can 

be further subdivided as discussed below. 

With respect to the first category, courts have generally held that stops based solely on a 

person 's  race or ethnic appearance are unconstitutional. For example, in United States v. Brignoni- 

Ponce (1975), the Supreme Court held that the Hispanic appearance of  two men driving near the 

California-Mexico border did not, by itself, provide U.S. Border Patrol agents with legal grounds to 

make a traffic stop. Similarly, the Court held that, even if police have a previous description of  a group 

of  suspects that includes race, they may not stop such persons based on their race alone. For example, 

the Fourth Circuit Court of  Appeals has held that a police officer did not have probable cause to stop a 

car containing four black persons simply because the officer was searching for a group of  four black 

males whom an anonymous caller had described as drinking in public and acting disorderly in the 

vicinity o f  where the traffic stop occurred (United States v. Jones, 2001). Likewise, the Florida Court  

of  Appeals  has twice ruled that racial incongruity (i.e., a person being allegedly "out of  place" in a 

particular area) does not offer sufficient justification for police to conduct a forcible stop. In 

Lafontaine v. State o f  Florida (2000), a police officer observed a white female seated in her car in a 

predominantly black neighborhood talking with two black men who were leaning into the car window. 

The officer stopped the woman because she was a white female talking with two black men in a black 

neighborhood known for drug activity. In suppressing the fruits from the officer 's search of  her purse 

(which revealed a crack pipe), the court held that the initial stop of  the woman was not based on 

reasonable suspicion and thus the subsequent consent search of  her purse was unconstitutional. 

~s A person is seized under the Fourth Amendment if (I) the person is physically prevented from moving freely about or (2) 
ifa "reasonable" person under the circumstances would not feel free to leave and the person submits to police authority. 
(California v. Hodari D. 199 I). 
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In Phillips v. State of  Florida (2001), the court of appeals also ruled as unconstitutional the stop 

of a black suspect seen in the vicinity of a burglary that had occurred in a predominantly white 

neighborhood. The officer who conducted the stop was responding to a lookout broadcast over the 

police radio by another officer who had seen the suspect a few minutes earlier and who had become 

suspicious because the suspect was a black man walking through a white neighborhood. The court 

held that without other indicia of suspicion, "racial incongruity ... cannot constitute a finding of 

reasonable suspicion of criminal behavior." 

In contrast, police may, without violating constitutional guarantees of equal protection, consider 

race as one physical descriptor among others when searching for a suspect whose race is known to 

them (Brown v. City of  Oneonta, 2000; Bufflcins v. City of  Omaha, 1990; United States v. Kim, 1994). j6 

For example in Brown, officers searching for the young black male assailant of a 75-year-old woman 

attempted to question all young black male students at a local university. Several persons stopped by 

the police sued, alleging a violation of their Fourth and Fourteenth Amendment rights. In partially 

upholding the district court's grant of summary judgment to the defendants, the Second Circuit Court 

of Appeals held that the actions of the police did not violate the Equal Protection Clause of the 

Fourteenth Amendment. The questioning of suspects was not based solely on race, and the plaintiffs 

did not sufficiently allege or prove discriminatory intent. Police in Oneonta questioned suspects based 

on their race, age, and gender in an attempt to locate a young, black male with a cut on his hand. These 

actions, according to the court, did not violate equal protection principles. 

However, recognizing that some of the police-citizen encounters in Brown may have been non- 

consensual stops, the court of appeals allowed the plaintiffs' Fourth Amendment claims to move 

forward for trial. A non-consensual stop by police must be based, at a minimum, on reasonable 

suspicion (Terry v. Ohio, 1968). Although in making a stop "a police officer may legitimately consider 

race as a factor if descriptions of the perpetrator known to the officer include race," ( United States v. 

Waldon, 2000, p. 604), rarely will suspect race provide sufficient legal grounds, by itself, for making a 

stop (BufJ'kins v. City of  Omaha, 1990; United States v. Jones, 200 I). Thus, the court's ruling allowed 

for the possibility that some of the plaintiffs were stopped by police without reasonable suspicion and 

in violation of their Fourth Amendment rights against unreasonable searches and seizures. 

Despite the prohibition against using race as the sole criterion for making a stop, the Supreme 

Court has allowed Border Patrol agents to consider race while conducting brief inquiries at checkpoints 

~6 The legal use race in police enforcement, to the extent that it is legal in some circumstances in some areas, should be 
considered when examining disparate stop rates. 
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geographically removed from the border. Thus, in United States v. Martinez-Fuerte (1976), the court 

upheld the constitutionality of  such Border Patrol checkpoints even when agents used the Hispanic 

appearance of  vehicle occupants as the primary reason for referring motorists to a secondary inspection 

area for further questioning. However, Martinez-Fuerte is limited to permanently manned Border 

Patrol checkpoints and does not overrule Brignoni-Ponce in roving traffic stop situations. 

In cases in which law enforcement officers make stops based partially on race and partially on 

individualized indicators of  suspiciousness and they do not have a previous description of  a suspect 

that includes race, the nation's courts have split on the appropriateness of  using race in the decision- 

making calculus. 17 Indicative of  this split are several cases from the U.S. Court of  Appeals. 

Among the cases that have found it inappropriate to use race is U.S.v. Montero-Camargo 

(2000), a case that arose when Border Patrol agents stopped two cars because they turned around to 

avoid a Border Patrol checkpoint and because they were being driven by Hispanic-looking persons. 

The Ninth Circuit stated that the use of  race as a factor in making the stops violated the Fourth 

Amendment.  Nonetheless, the court upheld the stops because it believed that the agents had sufficient 

grounds, independent of  race, to make the traffic stops. Although the court's statement about the 

impropriety of  using race under the Fourth Amendment was a judicial opinion on a point that did not 

arise in the case, it remains an indicator of  the thinking of the Ninth Circuit on this issue, which is 

important because Los Angeles falls within the jurisdiction of  the Ninth Circuit Court of  Appeals. 

In contrast to Montero-Camargo, the leading case in which a court found that it was appropriate 

to consider race as an evidentiary factor is United States v. Weaver (1992) from the Eighth Circuit 

Court of  Appeals. In Weaver, narcotics officers working a drug interdiction detail at the Kansas City 

airport stopped a young, "roughly-dressed" black male who had gotten of fa  flight from Los Angeles. 

The agents stopped the man partly because of  his race - they had information that black street gangs 

were importing drugs into Kansas City from L.A. - and partly because of  his suspicious behavior once 

he de-planed at the airport. The Eighth Circuit upheld the stop under the Fourth Amendment even 

though the suspect's race played a role in the officers' decision to detain him. Unlike the Ninth Circuit, 

the Eighth Circuit Court of  Appeals did not object to the use of  race as one factor among others in 

making a stop when police possessed information that persons of  a certain racial group were trafficking 

in drugs at a specific location. 

The constitutional question presented in Montero-Camargo and Weaver was whether suspect 

race or ethnicity was a permissible criterion in developing reasonable suspicion to make a stop under 

~7 See footnote 16. 
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the Fourth Amendment. Other court of appeal cases have addressed the separate question of whether 

consideration of suspect race by police violates the Equal Protection Clause. 

For example, the Sixth Circuit Court of Appeals has held that the use of race by police as one 

factor among others in conducting a stop may violate the purposeful discrimination prong of a two-part 

test for selective enforcement under the Equal Protection Clause. In Farm Labor Organizing 

Committee v. Ohio State Patrol (2002), the Sixth Circuit applied the two-part test for deciding the equal 

protection-based racial profiling claim of the plaintiff. This two-prong standard for deciding selective 

prosecution claims was first announced by the Supreme Court in United States v. Armstrong (1996). In 

Armstrong, the court held that a criminal defendant seeking discovery based on an allegation of 

selective prosecution must demonstrate that a prosecutorial policy both had a discriminatory effect and 

was motivated by a discriminatory purpose. According to the court's finding in Wayte v. United Stales 

(1985), purposeful discrimination does not require proof of  racial animus but does require evidence that 

the decision-maker "selected or reaffirmed a particular course of action at least in part "because of,' not 

merely 'in spite of,' its adverse effects upon an identifiable group" (quoting PersonnelAdministrator o f  

Massachusetts v. Feeney [1979]). Moreover, in proving the discriminatory-effect prong of the test, the 

court stated that defendants (or plaintiffs in civil lawsuits) must show that similarly situated persons of 

another race were not prosecuted.~S 

After Armstrong, most lower courts began applying the two-prong selective prosecution test to 

claims of selective enforcement by police in the racial profiling context (Anderson v. Cornejo, 2002; 

Bradley v. United States, 2002; Farm Labor Organizing Committee v. Ohio State Patrol, 2002; 

Flowers v. Fiore, 2003; United States v. Chavez, 2002). Moreover, as discussed above, the Armstrong 

test requires racial-profiling claimants to provide evidence that they were treated differently than 

similarly situated persons of another race who were not stopped by the police (i.e., discriminatory 

effect). In order to fulfill this requirement, plaintiffs usually must resort to statistical evidence showing 

differences in police traffic stop rates among racial subgroups of the driving population (Chavez v. 

Illinois State Police, 2001 ; United States v. Mesa-Roche, 2003). 

In Farm Labor, an Ohio state trooper lawfully stopped a car for a defective headlight. Noticing 

that the driver and his passenger were Hispanic, the officer inquired about their immigration status and 

ultimately confiscated their valid green cards and held the cards for a period of four days. The trooper 

contended that he confiscated the green cards because the two motorists indicated that they had paid for 

the cards, which led the trooper to believe that they were forged. In fact, the cards were valid and the 

18 See United States v. Armstrong, 517 U.S. at 465 (1996). 
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motorists were attempting to tell the trooper that they had paid the required fees necessary to obtain the 

residency permits. 

In a subsequent lawsuit brought against the trooper and the Ohio State Patrol under 42 U.S.C. § 

1983 (Civil Rights Act), the court of appeals held that the purposeful-discrimination prong of the two- 

part selective enforcement test requires only that a plaintiff show that a law enforcement action was 

taken partially because of the plaintiff's ethnicity and that the plaintiff need not show that the law 

enforcement officer had no race-neutral reasons for his actions, in his deposition prior to trial, the 

defendant trooper testified that he would not have acted as he had during the traffic stop if the two 

motorists had been white. Thus, under the court's interpretation of the purposeful-discrimination prong 

of the selective enforcement test, a factual dispute existed as to whether the trooper purposely 

discriminated against the plaintiffs. This factual dispute meant that the case could not be dismissed on 

a summary judgment motion but instead presented a question to be resolved by a jury at trial. 

Unlike the Sixth Circuit in Farm Labor, the Seventh Circuit awarded summary judgment to the 

defendant officers in Chavez v. Hlinois State Police (2001 ). As in Farm Labor, the principal claim 

against the Illinois state troopers in Chavez was an equal protection-based claim of racial profiling. 

The plaintiffs (one black male and one Hispanic male) alleged that they were singled out, stopped, and 

searched by Illinois State Police because of their race. In support of their claims, they relied on a 

comparison of several state police stop databases to the Illinois census (adjusted based on National 

Transportation Survey data), which purported to show that minorities were overrepresented among 

those stopped and searched. 

Atter reviewing the inadequacy of the police stop data themselves, which were not 

representative of all stops and thus problematic, the court turned to the census-based benchmark and 

concluded that it was inadequate as a matter of law to support the plaintiffs' claims. The court noted 

that, in addition to being outdated (the 1990 census was used), the "census data can tell us very little 

about the numbers of Hispanics and African-Americans driving on Illinois interstate highways" (p. 

644). The court held that the plaintiffs had failed to prove discriminatory effect under the two-prong 

test from Armstrong because the statistics upon which they based their analysis could not reliably 

demonstrate that similarly situated whites were not stopped and searched in the same manner as blacks 

and Hispanics. Even if their statistics had been adequate, though, the court also held that the plaintiffs 

had not met their burden of proof on the discriminatory-purpose prong of the test because purposeful 

discrimination in a police racial profiling case could not be proven by statistics alone. Instead, the 

court held that evidence of discriminatory intent required non-statistical proof, which the plaintiffs 
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lacked. As a result, the plaintiffs failed to prove either prong of  the two-part selective enforcement test 

from Armstrong and thus lost their equal protection claim on summary judgment. 

A recent decision from the District Court of  Kansas serves as an excellent methodological 

counterpoint to Chavez. In United States v. Mesa-Roche (2003), the defendant alleged that he was 

stopped and searched by a Kansas deputy sheriff because he was Hispanic. He sought suppression of 

drug evidence found in his car on equal protection grounds. In support of  his claim, he relied on a 

study that used traffic observations to establish a benchmark for the racial composition of  the driving 

population on the stretch of  Interstate 70 that the arresting deputy patrolled. The defendant also 

compared the percentage of  Hispanic drivers stopped by the arresting deputy to that of  his fellow 

deputies and to Kansas Highway Patrol troopers who patrol a nearby section of  1-70. After finding 

significant methodological flaws with the observational study, 19 the court held that the defendant had 

nevertheless proven the discriminatory-effect prong of  his equal protection claim through his 

comparison of  the arresting deputy's stop percentages to those of  the highway patrol. However, the 

court dismissed the defendant's motion to exclude the drug evidence on the ground that he had failed to 

prove the discriminatory-intent prong of  his claim, which according to the court required a showing of  

bad faith beyond the statistics offered. 

Applying equal protection principles to consensual encounters between police and the public, 

the Sixth Circuit Court of  Appeals has stated that, consistent with the Fourteenth Amendment, police 

may not use race as the sole criterion for conducting even a consensual interview or search (United 

States v. Avery, 1997; United States v. Travis, 1995). However, the interviews and searches in this line 

of  cases were ultimately upheld because the Sixth Circuit found that they were based on factors in 

addition to race. Thus, these cases seem to suggest that police may take race into account when 

deciding whom to approach and question (at least consensually) so long as they do not use race as the 

sole reason for their decision, in fact, the Sixth Circuit discussed this holding from Avery and Travis in 

the Farm Labor case but distinguished Avery and Travis as announcing a rule that applied only to 

consensual encounters between police and the public. 

The Ninth Circuit has taken a different approach in consensual encounter cases under the 

Fourth Amendment. In United States v. Kim (1994), the defendant appealed his convictions of  drug 

and firearm possession on the ground that he was subjected to an illegal, race-based stop by a DEA 

~9 Among the criticisms noted by the court were (I) the observation sites were chosen by the participating agencies rather 
than by some neutral selection criteria, (2) the sample size was too small and covered too short a period of time, (3) no 
verifications were conducted of observers' ability to discern race, and (4) the reliability of race determinations across 
different observers (i.e., inter-rater reliability) was not adequately tested. (United Slates v. Mesa-Roche, 2003 WL 
22427825 at 12). 
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agent. In reviewing the facts of  the case, the court o f  appeals first held that the encounter between Kim 

and the DEA agent that resulted in the agent finding drugs was consensual in nature and did not 

involve a seizure under the Fourth Amendment. Thus, because the encounter did not violate the Fourth 

Amendment, the court stated that the agent's motivation for approaching the defendant was irrelevant, 

even i fKim ' s  racial appearance was the motivating factor for the stop. The United States District 

Court for Hawaii has followed Kim and has likewise stated that a law enforcement officer's reasons for 

approaching a suspect are irrelevant for Fourth Amendment purposes - even if they involve racial 

considerations - so long as the encounter between the officer and suspect is consensual (United States 

v. Matau, 2002). 

in summary, the use of  race as the sole criterion for making a stop or an arrest has been deemed 

illegal under existing federal law 2° and court decisions. However, the nation's courts are split on 

whether law enforcement officers can use race as one factor among others in making a stop. Under the 

Fourth Amendment, some courts have permitted the use o f  race as a permissible criterion in developing 

reasonable suspicion while others have not. Under the Equal Protection Clause, most courts have 

applied the two-prong test for deciding claims of  selective enforcement against the police and often 

have found plaintiffs' evidence inadequate either because they could not establish an appropriate 

benchmark or because they could not produce evidence of  discriminatory intent. The defendant in 

Mesa-Roche solved the benchmarking problem by utilizing what was, in essence, an internal 

benchmark in comparing the arresting deputy's  stops to those who were similarly situated - Kansas 

Highway Patrol troopers who worked a nearby stretch o f  interstate highway. However, as Mesa-Roche 

and Chavez demonstrate, courts have been reluctant to allow statistical evidence to be used as proof o f  

purposeful discrimination, which is a necessary component of  an equal protection-based claim in most 

jurisdictions. 

The courts are also divided on whether police may use race as a decision-making criterion in 

consensual encounters between police and suspects or in cases in which police never contact a suspect. 

Some courts have held that under the Fourth Amendment, subjective motivation (e.g., racial animus) 

by officers is irrelevant, at least in encounters between officers and suspects that are consensual. Other 

20 The Fifth and Fourteenth Amendments to the U.S. Constitution prohibit governmental agents, including law enforcement 
officers, from discriminating against persons based upon their race, ethnicity, or national origin. In addition, Title VI of the 
Civil Rights Act of 1964 (42 U.S.C. § 2000d) prohibits any recipient of federal funds from engaging in racially 
discriminatory practices and allows persons to sue under the statute for damages arising from intentional discrimination 
(Guardians Association v. Civil Service Commission, 463 U.S. 582, (1983)). Further, the Omnibus Crime Control and Safe 
Streets Act of 1968 (42 U.S.C. § 3789d(c)) applies directly to law enforcement agencies that receive federal financial 
assistance and prohibits them from discriminating against persons based on race, religion, sex, color, or national origin. 
Finally, 18 U.S.C. § 242 criminally punishes anyone who, under color of law, willfully violates a person's constitutional 
rights or subjects any person to a differential punishment because of the person's race or national origin. 
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courts have held that Fourteenth Amendment equal protection principles preclude officers from 

considering a suspect's race, at least by itself, even when the encounter between a law enforcement 

officer and a suspect is consensual. Generally speaking, courts have approved of the police considering 

race as a physical descriptor (like height, weight, or hair color) when searching for a suspect whose 

race is known to them. 

These complexities of the legal status of the use of race in making stops have critical 

implications for any empirical analysis of race bias in stop activity. It is clear that there are both 

legitimate and illegitimate uses of race in motivating stops. Many of the more simplistic approaches to 

analyzing racial bias in policing have focused on identifying simple correlations between race and stop 

activity. However, it is clear that these simple correlations of race with stop activity are not necessarily 

evidence of racially biased policing. They could be a result of appropriate law enforcement actions. A 

proper empirical assessment of racial bias must distinguish the use of race as a legitimate factor (i.e., a 

factor reflecting racial differences in suspected criminal activity) from inappropriate racial bias by 

officers. 

It also is clear from these decisions that any determination of the inappropriate use of race focus 

on the specific circumstances of a stop and the particular motivation of the officer(s) involved. No 

statistical analysis of stop data will be able to incorporate these specific considerations of particular 

circumstance or motivation. At best, any empirical analysis of stop data will reveal patterns of stop 

activity associated with race. Thus, we strongly believe that even more sophisticated empirical 

approaches will be inadequate to deliver an unambiguous answer to the question: "Is law enforcement 

engaging in race profiling?" 

2.3 Major Topics in the Literature 

The literature on racially biased policing covers a wide range of topics. The major topics of 

relevance to the development of data analysis methodologies can be summarized into several 

categories: the definition of racially biased policing, data collection, police training, data auditing, 

error rates, types of data analyzed, types of analyses, types of  benchmarks/baselines, and confounding 

factors. The following sections provide a review of these topics. 

2.3.1 Definitions of Racially Biased Policing 

In order to determine whether racially biased policing exists, it is important to have a clear 

definition of what constitutes racially biased policing. Although numerous variations exist, there are 

two general definitions of racially biased policing: 
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I) Any law enforcement activities initiated at least inpart  on the basis o f  race; and 

2) Any law enforcement activities initiated solely on the basis of  race. 

The first, broader definition of  racially biased policing includes stop or post-stop activity in 

which race is considered to any degree, whether in conjunction with other factors or not. This is the 

definition advocated by the ACLU. 21 However, as previously noted, it has only been accepted in some 

courts. 

The second, narrower definition of  racially biased policing allows for some consideration of  

race in law enforcement activities and is held by the courts that do not accept the first definition. 

However, there are variants of  this definition. The consent decree entered into by the City of  Los 

Angeles and the DOJ states that "LAPD officers may not use race, color, ethnicity, or national origin 

(to any extent or degree) in conducting stops or detentions, or activities following stops or detentions, 

except when engaging in appropriate suspect-specific activity to identify a particular person or 

group. ''22 The consent decree goes on to explain that officers may consider race or ethnicity only when 

searching for specific persons who have been described, in part, by race and then only in conjunction 

with other appropriate identifying factors. 

Other consent decrees that address racial profiling also allow some consideration of  race in law 

enforcement activities. 23 Like the consent decree in Los Angeles, they limit the consideration of  

suspect race only to situations in which officers are seeking specific individuals who have been 

described according to race. 

Recent DO J-issued guidelines on racial profiling are even broader and expressly allow for 

greater consideration of  suspect race by federal law enforcement agencies than the consent decrees 

permit. 24 These new guidelines are untested by the courts but appear to adopt a position analogous to 

that taken by the Eighth Circuit in its Weaver decision, whereby race can be used as one factor among 

others in developing reasonable suspicion or probable cause when race can be linked to a criminal 

scheme through information or intelligence. The DOJ guidelines state that officers "may consider race 

and ethnicity only to the extent that there is trustworthy information, relevant to the locality or time 

frame, that links persons of  a particular race or ethnicity to an identified criminal incident, scheme, or 

organization." Moreover, the examples given in the guidelines do not limit the consideration of  race 

2t ACLU (2002). 
2: See footnote 6. 

Ledfordv. City of Highland Park, No. 00 C 4212, consent decree at III.B.¶¶ 30-31 (N.D. III. Oct. 5, 2000); Memorandum 
of Agreement Between the United States Department of Justice and the Montgomery County Department of Police and the 
Fraternal Order of Police, Montgomery County Lodge 35, Inc., lll.A.(Jan. 14, 2000); United States v. State of New Jersey, 
No. 99-5970(MLC), ¶¶ 26-28 (D.N.J. Dec. 30, 1999). 
24 United States Department of Justice, "Fact Sheet: Racial Profiling" (2003). 
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merely to cases of  suspect descriptions that include race; rather, they permit officers to take race into 

account when they possess information or intelligence linking persons of  a certain race to a particular 

criminal enterprise. 2~ 

PERF also uses a variant of  the second definition. It defines racially biased policing as any law 

enforcement activities that inappropriately consider race. 26 PERF proposes that policies concerning 

racially biased policing should: 

• emphasize that law enforcement activities must be based on reasonable suspicion or 

probable cause; 

• restrict officers' ability to use race in establishing reasonable suspicion or probable cause to 

those situations in which trustworthy, locally relevant information links a person or persons 

of  a specific race to a particular unlawful incident; 

• apply the restrictions above to requests for consent searches and non-consensual encounters 

that do not amount to legal detentions; 

• articulate that the use of  race must be in accordance with the equal protection clause of  the 

14th Amendment of  the U.S. Constitution; and 

• include provisions related to officer behavior during encounters that can serve to prevent 

perceptions of  racially biased policing. 

Given the second definition of  racially biased policing, simple correlations of  race with stop 

activity could indicate appropriate stop activity focused on legitimate law enforcement prerogatives 

rather than inappropriate racial animus. Any statistical analysis must allow for legitimate influences of 

race on stop activity. Although some of  the more sophisticated statistical analyses have incorporated 

consideration of  legitimate factors that are correlated with race, many o f  the more simplistic studies 

have interpreted simple correlations o f  stop activity with race as evidence of  profiling. Analysis Group 

strongly recommends that such simple correlations be interpreted with extreme skepticism and caution. 

The methodologies developed in Chapter 6 focus specifically on incorporating consideration o f  

pertinent factors in the analysis of  stop data in Los Angeles. 

The following is one of the examples listed in the guidelines: "The FBI is investigating the murder of a known gang 
member and has information that the shooter is a member of a rival gang. The FBI knows that the members of the rival 
gang are exclusively members of a certain ethnicity. This information, however, is not suspect-specific because there is no 
description of the particular assailant. But because authorities have reliable, locally relevant information linking a rival 
group with a distinctive ethnic character to the murder, federal law enforcement officers could properly consider ethnicity in 
conjunction with other appropriate factors in the course of conducting their investigation. Agents could properly decide to 
focus on persons dressed in a manner consistent with gang activity, but ignore persons dressed in a manner who do not 
aoppear to be members of that particular ethnicity." 

Fridell, et al. (2001). 
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This review of the legal status of race profiling also indicates that the consideration of many 

specific details of particular encounters is required to determine whether or not racial profiling has 

occurred. It is only through such a detailed consideration that conclusions regarding the state of mind 

or motivation of an officer can be inferred. Even in these circumstances, the actual motive of the 

officer may never be known. This supports the conclusion that our proposed methodologies, or any 

quantitative analysis of generalized patterns in stop data, will not be able to provide a simple yes or no 

answer to the question: "Is the LAPD engaging in race profiling?" 

2.3.2 Data Collection 

One of the first steps in determining the true extent of racially biased policing during motor 

vehicle stops is the systematic collection of data related to police stop activity. Numerous state and 

local jurisdictions across the country have mandated data collection protocols. In 2002, a DO J- 

sponsored study reported that more than 400 law enforcement agencies had instituted data collection 

measures and 14 states had passed legislation mandating racial profiling policies. 27 It also noted that 

there were more than 20 published reports that analyzed more than three million records of police stops 

from nearly 700 law enforcement agencies. Currently, the Racial Profiling Data Collection Resource 

Center at Northeastern University reports that there are about 4,500 to 5,000 law enforcement agencies 

collecting stop data. 2s 

This trend toward the collection of more data has been the result of increased legislative and 

judicial mandates, proactive measures by local agencies in response to the national trend, and 

recommendations by the DOJ that police departments partner with academics and other social scientists 

to analyze police activity. 29 A survey of 49 state law enforcement agencies in 2001 found that 16 

agencies required their traffic officers to record the race of those involved in traffic stops. 3° Nearly half 

of these agencies had initiated data collection programs. Another 23 agencies required officers to 

collect information on race in more specific circumstances, such as when arrests were made. 

The systematic collection of data related to police stop activity can also serve other functions. 3~ 

First, it can improve police-community relations by demonstrating an interest on the part of local 

authorities to explore the issue of racially biased policing. Second, it can serve as part of a training 

27 McMahon, et al. (2002). 
2s Interview with Jack McDevitt, Director of the Institute on Race and Justice/Director of the Center for Criminal Justice 
Policy Research, Northeastern University; Racial Profiling Data Collection Resource Center, Northeastern University, 
website (www.racialprofilinganalysis.neu.edu). 
29 Engcl and Calnon (2004). 
30 Engel and Calnon (2004). 
31 Decker, et al. (2001). 
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program to educate officers about the use of racial stereotypes. Finally, the data can be used to monitor 

and evaluate the actions of officers. 

Although the number of agencies that collect information on race and police stops has grown, 

there is no universally accepted set of data elements that are included in these collection efforts. 

However, public policy reports and academic studies offer suggestions that can help guide data 

collection in the City of Los Angeles. Of particular value are the practices of jurisdictions in similar 

areas or of similar size. The data collection efforts of selected jurisdictions are discussed in the 

jurisdictional review in Chapter 3. Whether the reference is academic recommendations or the actions 

of other jurisdictions, all comparisons of LAPD's data collection efforts must be made with regard to 

the particular constraints to data collection faced by the City. 

2.3.2.1 Federal Guidelines 

A recent DO J-sponsored publication has suggested a number of guidelines for researchers to 

consider when designing data collection protocols. 32 This guide suggests the collection of information 

about the context in which the stop occurs in order to allow for more sophisticated statistical analyses 

of stop data (discussed below). The guidelines suggest collecting information about the context in 

which the stop occurs that may help explain differences in stop rates, including characteristics of the 

suspect (such as age, race, sex, driving behavior, and nature of violations), of the officer (such as age, 

race, sex, length of service, training, and current assignment), of the encounter (such as time of day, 

day of week, type of vehicle, and volume of traffic), and of the jurisdiction (legal requirements for 

stops, departmental policies on stops, population density, and socioeconomic disadvantage). The guide 

also suggests that researchers gather data on the driver's place of residence in order to account for 

differences in the demographic characteristics of residents and non-residents. 

2.3.2.2 California Guidelines 

In 1998, legislation (SB 78) was introduced to require law enforcement agencies to collect data 

in order to determine whether minorities are stopped by police at disproportionate rates. 33 Although 

this legislation passed, then-Governor Gray Davis vetoed it and instead directed the California 

Highway Patrol (CHP) to collect stop data. In October 200 l, legislation (SB 205, §63) was also 

enacted requiring racial and cultural diversity training for law enforcement agencies statewide. 34 

Although there is currently no mandated statewide data collection protocol, a number of jurisdictions 

32 McMahon, et al. (2002). 
s3 Racial Profiling Data Collection Resource Center at Northeastern University (www.racialprofilinganalysis.neu.edu). 
34 See footnote 33. 
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within California, in addition to the CHP, are gathering data either voluntarily or as the result of 

litigation or consent decrees with the DOJ. 

In 2001, the American Civil Liberties Union (ACLU) conducted a survey to identify which 

agencies in California were collecting data. 35 While the survey found that close to 50 agencies were 

collecting data, only I ! were collecting what the ACLU considered to be the essential data elements: 

the race of  the driver; the reason for the stop; whether a search was conducted; what, if anything, was 

found in the search; and the result of the stop. 

[n 2002, California's Legislative Analyst's Office conducted a review of several stop data 

reports and data from California law enforcement agencies. 36 They advised that data collected by 

California law enforcement agencies be standardized and that the data be used to improve the 

effectiveness of law enforcement training programs. The set of data elements recommended for 

collection in traffic stops consisted of information about the stop (date, time, location, length of stop, 

and identity of officer), the individual stopped (race, age, and gender), the reason for stop and outcome, 

and any search (whether a search was performed, legal basis for search, what was searched, whether 

contraband was found, and description of property seized). The City's data collection efforts should be 

evaluated in light of these recommendations and activities in other California jurisdictions. Although 

such comparisons may be useful, the City is also subject to the particular constraints of its consent 

decree. 

2.3.2.3 Consent Decree in City of Los Angeles 37 

The consent decree requires that the LAPD maintain a database containing information about its 

officers, supervisors, and managers. The database is required to contain information on police uses of 

force (lethal and non-lethal), firearm use, all vehicle pursuits and traffic collisions, and all arrest 

reports, crime reports, and citations made by officers. 

As of November I, 2001, the LAPD was required to record certain information each time an 

officer conducted a non-exempt traffic or pedestrian stop. 3s The reports are to include the officer's 

serial number; the date and time of the stop; the reporting district (RD) where the stop occurred; the 

driver's apparent race, age, and gender; the reason for the stop; whether the driver was required to exit 

the vehicle; whether a pat-down was conducted; what action was taken; whether the driver was asked 

35 ACLU (2002). 
~6 Hill (2002). 
37 See  footnote 6. 
~s See  Chapter 4 for a summary of exemptions for motor vehicle and pedestrian stops. 
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to submit to a consensual search; the authority for a search; what was searched; what was discovered 

during the search; and what action was taken by the officer. 

2.3.2.4 Academic Li terature  

Like the federal guidelines, the academic literature emphasizes the importance of  gathering 

information about the context in which stops occur in order to help explain differences in stop rates. 

Data elements that have been frequently used in academic research on racially biased policing 

include: 39 

• vehicle information, such as license plate, registration, description; 

• driver and passenger characteristics, including race, gender, and age; 

• crime problems faced by the neighborhood; 

• specific police tactics used; 

• officer characteristics; 

• rationale for the stop; 

• duration of  the stop; 

• date, time, and location of  stop; 

• type of'search (whether of  a vehicle, driver, or passenger); 

• basis for the search (whether visible contraband, odor of  contraband, canine alert); 

• officerand suspect demeanor; 4° 

• use of  force applied, if any; and 

• result of  the stop. 

The complete list of  data elements recommended by PERF can be found in Appendix B. 

The key data element in studies of'racially biased policing is the race of  the person stopped. 

Two different approaches to the classification of  race have been used in the academic literature. PERF 

reports that some researchers have used a simple "black"/"non-black" dichotomy, while others have 

used a larger number o f  racial classifications, such as black, white, Hispanic, or Asian. 4' The former 

approach is simpler, allows for easier classification, and may be appropriate for small sample sizes 

where more specific race effects cannot be discerned. However, grouping all non-blacks into a single 

category may obscure differences in the ways that members of  these groups are treated and may not 

provide the desired visibility of  specific groups in areas with racial diverse populations. We evaluate 

39 Ramirez, et al. (2000); Fagan (2002); Decker, et al. (2001); and Schafer, et al. (2004). 
4o Engel (2003); Lundman (I 994); Klinger (I 996). 
4t Fridell (2004). 
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the appropriate race classifications for use in our proposed methodologies in Chapter 6, and conclude 

that this more disaggregated approach is not only desirable, but also possible, for the City. 

A DO J-sponsored study reports that data pertaining directly to the stop have been linked to 

other useful data in order to yield a richer data set for analysis. 42 Stop data have been linked by officer, 

unit, district, or specific address to enable analyses to be performed at different levels of aggregation. 

Stop data have also been linked to other relevant police data, such as arrest reports, citations, and crime 

reports. The stop data collected by the City of Los Angeles can be linked to a wide variety of other 

data by unique identifiers recorded on the FDR. In Chapter 5, we identify these other data and evaluate 

their usefulness in developing methodologies for evaluating the stop data themselves. 43 We conclude 

that there are considerable opportunities for creating a richer overall dataset for analysis in the City and 

detail our recommended approaches in Chapter 7. 

The definition of a "stop" plays an important role in data collection and analysis. It identifies 

the situations in which data are to be collected and determines the value of the numerator used to 

calculate stop rates. The academic literature generally suggests that only discretionary stops (i.e., those 

where officers have discretion in whether or not to stop) be included in any analysis. 44 The distinction 

between traffic stops (i.e., stops in response to a violation of traffic laws) and investigative stops (i.e., 

stops in response to reasonable suspicion of criminal activity) is also considered important. According 

to PERF, in theory, researchers should examine traffic and investigative stops separately. 45 However, 

in reality many investigative stops are made under the pretext of being traffic stops and the data may 

have to be analyzed together. The proposed methodologies, discussed in Chapter 6, detail our 

recommended approaches for distinguishing investigative stops in Los Angeles. Although there is no 

single field on the FDR designating a stop as investigative, other information about the stop are useful 

in making this important designation. 

With respect to the physical gathering of data, most studies have relied on stop data collected by 

the officers making stops. Several methods have been used by officers for recording and transmitting 

data. After a stop, officers can transmit information by radio to a central location, complete a data 

collection form, or input data directly into a mobile data terminal or other computerized device. 46 

42 Ramirez, et al. (2000). 
43 Most of these datasets are collected as a normal part of police work and unrelated to quantitative analysis of race 
profi ling, but are useful for evaluating the questions of interest. 
44 Fridell (2004); Batton (2004). 
4s Fridell (2004). 

Fagan (2002). 
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Chapter I details the evolving methods the City of Los Angeles has adopted for gathering stop data. 

These efforts have yielded increasingly reliable data on stop activity. 

As with most topics in the study of racially biased policing, recommendations regarding what 

stop data to collect and how to collect them have evolved over the past several years. In Chapter 7, we 

evaluate the City of Los Angeles' data collection efforts relative to the current best practices reflected 

in the academic literature and in our jurisdictional review in Chapter 3 in order to develop 

recommendations specifically for the City. These recommendations are made, of course, with an 

understanding that specific constraints may impede the implementation of some of the 

recommendations. 

2.3.3 Errors in Stop Data 

Erroneous or incomplete stop data can arise inadvertently. 47 The potential also exists for 

officers to intentionally misreport data in order to hide inappropriate stop practices. This could include 

selectively recording data or making off-the-record stops. 

A DOJ-sponsored publication acknowledges that missing data is a major problem in social 

science research, especially research on racially biased policing. 48 Two types of missing data problems 

are discussed in the literature: 

I) cases in which certain information about a known and reported stop is missing ("missing 

variables"); and 

2) cases in which no record exists for a stop ("missing observations"). 

There is no consensus in the literature about how best to address the problem of missing 

variables. One approach is to exclude these stops from the analysis. Missing variables can arise when 

officers report that they cannot determine the race of the person being stopped. Researchers differ over 

whether or not to eliminate observations of this type. PERF recommends that data be discarded for 

such stops because it is an officer's perception of race that is central to the issue of whether minorities 

are stopped at disproportionately high rates, not the actual race of the suspect. 49 However, PERF also 

notes that some researchers argue against omitting data in cases in which police have not identified a 

driver's race. s° These researchers believe that some community members may question the validity of 

officers' responses because they might claim a driver's race was undeterminable when the officer 

actually thought the driver was a minority. 

47 Buerger (2002). 
4s McMahon, et al. (2002). 
49 Fridell (2004). 
so Fridell (2004). 
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For missing variables in general, the DO J-sponsored study recommends that researchers 

consider the extent to which these missing data may affect the conclusions of a study. 5~ Further, they 

advise that studies using stop data report the percentage of observations with missing variables and the 

extent to which the results of the study could be affected. 

In Chapter 5, we detail the extent of missing data and evaluate the expected impact of such 

missing data on the methodologies that we have proposed. Note that the impact that missing data may 

have on the results cannot be fully evaluated until the analyses are actually implemented. We believe, 

however, that many problems associated with missing data may be mitigated by simply having a large 

volume of data. That is, even if some data are missing, there may be a sufficient amount available for 

analysis. We are interested in evaluating overall patterns that may reveal race disparities in stop 

outcomes. If missing data are not biased, the data that are available will still be valuable for 

investigating such patterns. This is the same position adopted by other researchers facing the problem 

of missing data. 52 

2.3.4 Collection and Auditing of Stop Data 

One suggestion for avoiding problems of missing variables is for officers to use computerized 

devices to input information about stops. 53 Such devices can be programmed so that each electronic 

stop form cannot be finalized until all necessary data fields are completed. The problem of missing 

observations can be addressed with training. For instance, officers must be properly trained with 

regards to when to fill out a stop form. 

Several data auditing techniques have been suggested to ensure the accuracy of data collected. 54 

One such technique involves the installation of video cameras and comparison of selected tapes with 

stop data reported by officers. Another method is cross-checking data with other data sourcesY This 

can include the comparison of officer-reported stop data to citations reports, arrest reports, or calls to 

dispatch. A third technique is supervisory checks, whereby supervisors review the data reported by 

officers. 56 A fourth technique is the use of independent observers to ride along with officers and record 

data. However, the cost of observers makes it prohibitive to use this approach in all but a small sample 

of stops. Furthermore, because observers are not present on all stops, there is a concern that officers 

may change their behavior when observers are present. Where digitized driver's license photos are 

5t McMahon, et al. (2002). 
s2 Cordner, et al. (2002); Thomas and Hanson (2004); Spitzer (1999). 
53 Fridell (2004). 
54 Schafer, et al. (2004). 
ss Smith and Alpert (2002); Engel and Calnon (2004); Fridell, et al. (2001). 
56 Fridell, et al. (2001). 
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available, information on driver race captured by officers in the field can be compared to driver's 

license photographs for consistency. 57 Finally, surveys can be used to validate data. Using post-stop 

surveys, data can be gathered from the public and compared to officer-collected data. Surveys are a 

useful way of detecting systematic differences between officer-reported data and public-reported data. 

However, because the public does not have complete information concerning all aspects of police 

behavior and because the public may have biases, this method must be used judiciously. 58 

A number of these data auditing techniques have been adopted by the City of Los Angeles to 

ensure the accuracy of its stop data. The City has also modified its data collection efforts in order to 

enhance the reliability and completeness of its stop data. These stop data audits and collection efforts 

are reviewed in detail in Section 5.2. I. This section also provides an assessment of the adequacy of the 

stop data for use in the analyses developed in Chapter 6. 

2.3.5 Police Training Concerning Biased Policing 

PERF suggests that, along with collecting data, agencies conduct training and education 

programs to reduce the existing prevalence as well as the impression of biased policing. 59 It further 

recommends that such training include both community and agency perspectives, in order to create a 

dialogue between police and the public. PERF strongly advocates that all police personnel (including 

command officers) participate in such training. Discussion about racial profiling by law enforcement 

should begin with "the core mission and values of policing. ''6° Included in this discussion are the 

notions of equal protection under the law and freedom from unreasonable search and seizure. Training 

programs should present survey data on the perceptions of bias among the public as well as statistical 

data concerning the demographics of police stops in a jurisdiction. 

The authors ofa DOJ Community Oriented Policing Services (COPS) study note that officers 

across the country generally receive high quality training on use of force. 61 However, they conclude 

that more training time should be allocated to those areas that impact the decisions to use force, such as 

police ethics, cultural diversity, community-oriented policing, and conflict resolution. They also 

recommend that training in ethics and conflict resolution be given with the same frequency as training 

in firearms and self-defense. 

s7 Engel and Calnon (2004). 
s8 Schafer, et al. (2004). 
s9 Fridell, et al. (2001). 
6o See footnote 59 at p. 82. 
6= McMahon, et al. (2002). 
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As previously noted in Section 2.3.2.2, California enacted legislation (SB 205, §63) in October 

2001 to provide law enforcement officers with more training. This legislation required racial and 

cultural diversity training for law enforcement agencies statewide. 

The manner in which LAPD officers are trained to gather stop data is detailed in our review of 

LAPD stop data in Section 5.2. I. We also recommend in Chapter 6 the development of internal 

benchmarking (i.e., peer-to-peer comparisons of stop activity), which will be most useful in the context 

of a broader training program that can be used to address any identified disparities in stop outcomes for 

individual officers. 

2.3.6 Types of Data Analyzed 

The appropriate type of analyses for investigating questions of racial bias in policing is 

determined, in part, by the type of data available. Data related to police stop activity can be classified 

using several criteria: pedestrian versus motor vehicle stops; stop data versus post-stop data; 

discretionary versus non-discretionary stops; and stops classified by characteristics of the suspect. 

2.3.6.1 Pedestrian v. Motor Vehicle Stop Data 

PERF conducted a survey of current data collection efforts and found that most agencies that 

collect stop data do so only for traffic stops. 62 They provide two reasons for this. First, because they 

occur more frequently than pedestrian stops in most jurisdictions, traffic stops hold the greatest 

potential for analysis due to the relative abundance of data on these types of stops. Second, traffic 

stops are more likely than pedestrian stops to be used by officers as pretext stops. To date, the majority 

of empirical research on racially biased policing has focused on motor vehicle stops. For Los Angeles, 

there is the potential to evaluate both pedestrian and motor vehicle stops. This provides an opportunity 

to compare outcomes for stops with distinct attributes. We also are able to develop methodologies that 

are appropriate for these different types of data (see Chapter 6). 

2.3.6.2 Stop v. Post-Stop Data 

For both pedestrian and motor vehicle stops, the potential for racially biased policing arises at 

two points during the interaction between a suspect and an officer: I) at the time a stop is made; and 2) 

after the stop occurs. In order to assess the behavior of police at these two points in time, different data 

must be analyzed. A comprehensive analysis of stop behavior requires data pertinent to the decision to 

stop, such as the officer's assessment of the race of a suspect when deciding to make a stop, the type of 

62 Fridell, et al. (2001). 
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violation involved, where the violation occurred, and the time of  day. An analysis o f  post-stop 

behavior requires data about events al~er the stop, such as the officer's assessment of  the race of  a 

suspect at~er making a stop and the result of  a stop (e.g., searches, citations, and arrests). No 

jurisdiction, to our knowledge, distinguishes the officer perception of  race at various points in the stop 

encounter. The point at which race can be discerned, however,  is an important consideration in 

developing quantitative approaches. The Ride-Along Study reported in Chapter 4 discusses these 

issues. The impact o f  differences in the ability to perceive race at various points in the stop are 

specifically discussed in the development of  our methodologies in Chapter 6. 

An important question related to the prevalence of  racial profiling is whether profiling is even 

possible in many cases. If officers cannot make a determination about race when initiating a stop, then 

it is not possible to racially profile when making stops. 63 Research has indicated that in some 

circumstances it may be difficult for officers to make a determination regarding the race of  a suspect 

before a stop is made. 64 For example it may be more difficult to determine the race of  drivers or 

passengers of  motor vehicles than of  pedestrians. It may also be more difficult to determine race at 

night than during daylight hours. If officers cannot determine the race of  suspects before they decide to 

make a stop, then racial profiling at the time of  the stop is not possible. 

However, once a stop is made and officers have initiated contact with a suspect, officers are far 

more likely to be able to make a determination regarding the race of  a suspect. Therefore, racially 

biased policing is possible in post-stop activity of  officers. Insight into the point at which an officer is 

capable of  determining the race of  a suspect provides critical guidance as to the appropriate focus of  

empirical inquiries of  racial bias. The fewer opportunities officers have of  accurately identifying the 

race o f  a suspect at the time a stop is initiated, the less important it is to focus on racial patterns in 

overall stop activity. Such a finding would suggest that resources would be more appropriately 

deployed to study post-stop activity. In order to investigate this question, Analysis Group developed 

and implemented a ride-along study specifically for Los Angeles (see Chapter 5). Results from this 

s tudy are generally consistent with previous findings reported in the literature. 

in most cases, police agencies that collect stop data also collect data on activities and outcomes 

fol lowing the stop. However, until very recently, most o f  the research on racially biased policing has 

63 This does not necessarily mean that omcers can correctly determine the actual race of suspects. It merely means they can 
make a determination. The perception of the officer is what is important when evaluating racially biased policing. If an 
officer perceives a person to be a minority and exhibits bias against that person because of'that perceived race it would still 
be considered racial profiling regardless of whether that perception is right or wrong. If the person were not actually a 
minority, it would just be erroneous racial profiling. 
64 Smith and Alpert (2002); Engel and Calnon (2003); Fridell (2004); Withrow (2004). 
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dealt only with the analysis of stop data. 65 The types of analyses that have been proposed or applied to 

post-stop data are discussed in Section 2.3.8.2 below. 

2.3.6.3 Discretionary v. Non-Discrelionary Stops 

The authors of a DO J-sponsored study assert that one important factor to be considered when 

analyzing stop data is the discretion officers have in deciding whether to make a stop. 66 Situations with 

higher levels of discretion (usually violations of less severity) are more susceptible to biased policing. 

One method proposed to distinguish the level of officer discretion in motor vehicle stops is to separate 

stops into moving violations and non-moving violations. 67 For non-moving violations (e.g., broken 

tail-light, failing to wear a seatbelt, and expired registration) and even minor moving violations (e.g., a 

few miles per hour over the speed limit), officers have more discretion regarding whom to stop than 

they do for major moving violations (e.g., excessive speeding, running a red light, and failing to stop at 

a stop sign). Because officers have more discretion when choosing whom to stop for non-moving 

violations and minor moving violations, stops made for these reasons are believed to be more 

susceptible to officer bias. We recommend techniques to exploit these differences in discretion in the 

development of our methodologies in Chapter 6. 

2.3.6.4 Suspect Characteristics 

Generally, discrimination may be related to any characteristic of an individual, not just race. 

Similarly, biased policing may also relate to any characteristic of a suspect, such as gender and age. 

However to date, most published research in the literature on biased policing has focused on race. 

Furthermore, although many police agencies collect data on other demographic characteristics of 

persons stopped or searched, including gender and age, there has been very little analysis to evaluate 

whether policing is biased with respect to these characteristics. As we note in the development of our 

methodologies in Chapter 6, some analyses of disparities in stop outcomes with respect to gender or 

age may be informative of biased policing. In other circumstances, these characteristics may be 

important control variables. 

2.3.7 Standards for Judging Policing Activity to be Racially Biased 

Currently, there is no generally accepted methodology or analysis by which to judge whether 

policing activity is racially biased. In 2001, PERF concluded that there were no satisfactory "best 

65 Consequently, most of this literature review only provides information as it relates to stop data. Information regarding 
~ost-stop data is provided where available. 

Ramirez, et al. (2000). 
67 Smith and Petrocelli (2001). 
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practices" in the realm of data interpretation and analysis. 6s They also concluded that definitive 

conclusions cannot be made regarding racially biased policing based on stop data because it is not 

possible to separate the impact of race from all legitimate factors that influence police decisions. In 

2002, a DO J-sponsored publication concluded that there was no consistent set of criteria for 

determining the nature and extent of racially biased policing. ''69 

While these statements still hold true, the literature on racially biased policing has continued to 

evolve and move closer toward development of standard approaches to stop and post-stop data 

analysis. As discussed below, certain techniques and methods of analysis have become more 

commonly discussed and used in the literature. 

2.3.8 Types of Analyses 

There are two general types of analytical techniques that have been suggested or used in the 

literature on racially biased policing: bivariate analysis and multivariate analysis. Bivariate analysis 

examines the relationship between two variables, such as race and stop rates. They may include simple 

analyses, such as summary statistics and cross-tabulations, or more sophisticated statistical techniques, 

such as regression analysis. Bivariate analyses identify and quantify correlations between two 

variables but do not necessarily allow definitive conclusions about the relationship between those 

variables because they do not control for other factors that may explain the relationship between the 

variables of interest. 7° Therefore, for instance, even ira statistical relationship is found between race 

and the frequency of stops, it does not necessarily indicate racially biased policing since the 

relationship may be explained by other factors that legitimately influence the rate at which different 

racial groups are stopped such as differences in calls for service, crime rates, the level of police 

deployment and the like. 

In contrast to bivariate analyses, multivariate analyses can control for other relevant factors, 

thereby allowing more definitive conclusions regarding the relationship between the key variables of  

interest. For example, at least one academic study included the type of violation (moving versus non- 

moving violations) in a multivariate analysis to examine whether minorities were stopped more 

frequently when officers are able to use greater discretion. 7~ Because other variables can be accounted 

for in multivariate analyses, it is possible to test competing explanations for racial disparities in stops 

and post-stop outcomes. More important, if after fully accounting for all legitimate factors, there 

6s Fridell, (2001). 
69 McMahon, et al. (2002). 
70 Batton (2004). 
71 Smith and Petrocelli (2001). 
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remains an otherwise unexplained relationship between race and stops, it may be appropriate to 

conclude that the relationship is evidence of  racially biased policing. 72 It is important to note that if all 

legitimate factors cannot be accounted for in a multivariate analysis, it is not possible to draw a 

definitive conclusion regarding whether racially biased policing exists. It is anticipated that we will not 

be able to account for all legitimate factors given the data limitations set forth in Chapter 5. 

Among the studies reviewed by the DO J-sponsored publication and other articles, bivariate 

analyses of  stop data are the most prevalent. 73 However, it is encouraging to note that, as the literature 

on racially biased policing has evolved, multivariate analyses have become more common. TM 

2.3.8.1 Stop Data Analyses 

There are three types of  analyses that are often conducted with stop data: benchmark/baseline 

analyses, geographic disparity analyses, and internal benchmarking. All three types of  analysis may be 

conducted using either a bivariate or multivariate analytical technique. 

2.3.8.1.1 Benchmark/Basel ine  Analyses 

In order to examine whether racially biased policing is prevalent in a jurisdiction, researchers 

must create a benchmark or baseline against which to compare stop data. 75'76 Researchers use 

benchmarking as a way o f  developing a demographic profile of  the people who are at risk of  

legitimately being stopped. For traffic stops, the demographic profile describes the driving population 

at risk of  being stopped. Similarly, for pedestrian stops, it is the pedestrian population at risk of  bein 8 

stopped. In either case, researchers must ensure that they are comparing the stop data to an appropriate 

benchmark. In other words, they must make sure the "numerator" (stop data) and "denominator" 

(benchmark data) are for the same group of  individuals. 77 

To be useful in fully testing whether there is bias in police behavior, a motor vehicle or 

pedestrian benchmark must account for the following four possible explanations of  differences in stops 

across racial groups that do not point to biased policing: 

72 Only after accounting for all legitimate law enforcement factors influencing stop activity can a conclusive statement 
regarding race and stops be made. Ifa legitimate factor is not accounted for, it is possible that any relationship attributable 
to race and stops may be the result of the omitted factor. For a discussion of legitimate law enforcement factors influencing 
stop activity, s e e  Section 2.3. I 0. 
73 McMahon, et al. (2002); Knowles and Persico (2001); Rojek, et al. (2004). 
74 Petrocelli, et al. (2003); Engel (2004); Smith and Petrocelli (2001); Novak (2004); General Accounting Office (2000). 
75 Fridell (2004). 
76 Functionally, a benchmark and a baseline are the same. They are both methods of approximating the population that is at 
risk of being stopped. However, the term baseline has been applied to data that are created specifically for comparison 
purposes in a study of racial profiling. The term benchmark is applied to previously collected information about a relevant 
~7opulation. Smith and Alpert (2002). 

Fagan (2002). 
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• racial groups are not equally represented as residents in a jurisdiction; 7s 

• racial groups are not equally represented as drivers or pedestrians on jurisdiction roads; 79 

• racial groups are not equivalent in the nature and extent of  their traffic or pedestrian law- 

violating behavior; s° and 

• racial groups are not equally represented as drivers or pedestrians on roads where stopping 

activity by police is high. sl 

An ideal benchmark will allow the researcher to distinguish between these four alternatives and racially 

biased policing. 

Identifying a valid benchmark is one of  the fundamental methodological issues in the analysis 

o f  stop data. The feasibility of  benchmark analyses and alternative benchmarks that have been used in 

prior studies are discussed in Sections 2.3.9 below. 

2.3.8.1.2 Geographic Disparity Analyses 

Stop data can be examined using different levels o f  aggregation. For example, analyses can be 

performed using the individual stop as the unit of  observation, or using aggregate statistics for all stops 

in a particular geographic area. Aggregating data by area allows researchers to examine whether there 

is excessive overall stop activity in areas where minorities represent a disproportionate number of  

drivers or pedestrians. One way to aggregate stop data is to examine stops neighborhood by 

neighborhood. For example, one study examined whether minority populations are highly 

concentrated in areas of  heightened police activity, s2 Studies can be conducted to determine whether 

the racial representation in the neighborhood or traffic corridor is a statistically and practically 

significant determinant of  overall stop activity, aRer accounting for legitimate influences on such 

activity. 

Once analysis has been conducted on a neighborhood level, a particular neighborhood can be 

identified as experiencing either more or less stop activity than should be expected. The technique thus 

offers evidence as to which neighborhoods are disproportionately the focus of  stop activity. If  policing 

activities are driven by the characteristics o f  a neighborhood (e.g., crime, business versus residential 

7s Fridell (2004); Engel, et al. (2002). 
79 Fridell (2004). 
so Fridell (2004); Smith and Alpen (2002); Engel and Calnon (2004). 
sl Fridell (2004). 
s2 Miller (2000). 
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areas, and traffic levels), then geographic disparity analyses may be used to identify these 

characteristics and provide context to the pattern of  stop activity within the jurisdiction, a3 

2.3.8.1.3 Internal  Benchmarking  (Officer-to-Officer Comparisons)  

Internal benchmarking involves the comparison of  similarly situated officers (i.e., officers on 

the same shill, in the same division, and/or on the same assignment). This comparison controls for 

most factors that influence who is stopped (e.g., location, time of  day, and type of  shift) so that 

researchers can determine whether individual officers or groups of  officers stop more minorities than 

their peers, an 

Comparison of  individual officers to their peers is preferable to comparison of  groups to other 

groups because it is easier to identify "outliers" (i.e., officers who may practice biased policing). To 

use this approach to full effect, agencies must be able to associate stop data with individual officers. 

However, even if an agency cannot link data to individual officers, it may still be possible to develop 

internal benchmarks using data for groups of  officers. Researchers must identify groups that cover 

similar populations under similar conditions. This may involve comparing the same shifts in different 

precincts. The greater the number of  groups compared, the more reliable the results. 

2.3.8.2 Post-Stop Data Analyses 

There are two types of  post-stop data analyses that are discussed in the literature: benchmark 

analyses and hit rate analyses, a5 

2.3.8.2.1 Benchmark  Analyses 

As with stop data, post-stop data must be compared to a benchmark in order to make 

determinations about biased policing. For both pedestrian and motor vehicle stops, the benchmark 

should reflect the population at risk of  being involved in post-stop activity (e.g., citation, search, and 

arrest). This is likely to be a subset of  all persons stopped because not everyone stopped is at equal risk 

of  post-stop actions by officers. Given that there is no accessible method for determining persons at 

risk o f  post-stop actions or whether those risks are equivalent among races, researchers have simply 

compared the occurrence of  post-stop sanctions among racial groups under the assumption that groups 

should be treated equally by the police, a6 

83 Meehan and Ponder (2002). 
84 Fridell, et al. (2001). 
8s Geographic disparity analyses and internal benchmarking can be conducted with post-stop data. However, these were not 
discussed in the literature. These analyses for post-stop data are akin to those for stop data. 
s~ Withrow (2004). 
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2.3.8.2.2 Hit Rate Analyses 

One method for evaluating search data is hit rate analysis (sometimes called an outcomes 

test), s7 Hit rate analysis is used to evaluate whether the outcomes of searches (e.g., discovery of 

contraband) are systematically different for minorities and non-minorities. In a typical hit rate test, 

researchers calculate the hit rate (i.e., rate of successful searches) as the number of successful searches 

divided by the total number of searches. Lower "hit rates" for evidence-based searches of minorities 

may be evidence of racially biased policing if officers are conducting a greater number of searches of 

minorities and these searches are unsuccessful. 

While hit rate analyses can potentially provide evidence of racial bias in policing, the results of 

such analyses do not account for legitimate factors that may influence the decision to conduct a search. 

Thus, hit rate analyses are less likely to be conclusive than carefully specified multivariate post-stop 

benchmark analyses. As a test for disparate treatment of minorities, hit rate analysis can be either 

under-inclusive (i.e., showing no disparate treatment when there is) or over-inclusive (i.e., showing 

disparate treatment when there is not). Hit rate analysis may be under-inclusive because it may not 

indicate racial profiling if officers racially profile but are correct in inferring that minorities have a 

higher likelihood than non-minorities of possessing contraband. On the other hand it may be over- 

inclusive when a particular observable characteristic is a valid indicator of criminal activity for some 

races but not for others. If officers base their decisions on this characteristic, then racially disparate 

outcomes may be observed even in the absence of racial profiling. Given that hit rate analysis may be 

either under- or over-inclusive, researchers must be cautious in interpreting the results of this type of  

analysis. 

2.3.8.3 Analyses of Complaints 

One type of analysis that has been used to assess whether or not racially biased policing existed 

in federal law enforcement agencies is an analysis of complaints by members of the public. In one 

example of this type of analysis, the DOJ surveyed large federal law enforcement agencies and/or 

agencies with substantial contact with the general public in order to gather data on public complaints 

about the agencies. 88 The survey results showed that only six of the 18 surveyed agencies reported 

having received misconduct complaints in 2000 and 2001 regarding racial profiling allegations. 

Furthermore, there were only 300 complaints resulting from the millions of contacts between federal 

law enforcement and the public. Based on these results, the DOJ concluded that there was "no 

87 Ayres (2002); Engel and Calnon (2004). 
88 DOJ (2003). 
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systemic racial profiling by the federal law enforcement community. ''89 Chapter 5 reviews the 

potential usefulness of complaint data in various analyses of  LAPD stop data, but only as a potential 

control variable, not as an indicator of racial profiling. 

2.3.9 Types of Benchmarks 

One of the most problematic aspects of stop data analysis is the construction of an accurate 

benchmark or baseline. 9° The difficulty is in determining the population that is at-risk of being 

stopped. This is sometimes called the "denominator problem." One recent study concluded that 

racially biased policing cannot be "proven" because it is currently infeasible to accurately determine 

who is eligible to be stopped. 9j This conclusion stemmed from the generally accepted belief that 

measures of resident population (i.e., census data) are a poor indicator of the population at risk of being 

stopped. One study verified this assertion by cross-checking census data with information gathered 

from an observational study. 92 

Several benchmarks for motor vehicle stops have been discussed in the literature and 

implemented in studies of actual stop data. 93 These include census data, adjusted census data, data 

collected by the Department of Motor Vehicles (DMV), data gathered from blind enforcement 

mechanisms, data from observational studies, crime data, traffic accident data, and survey data. 

2.3.9.1 Census Data 

The DOJ reviewed a number of reports on racial profiling that were based on motor vehicle 

stop data and noted that most used a single comparison group, typically the total resident population as 

estimated by U.S. Census data. 94 The benefits of using census data as a benchmark are that they are 

readily available and relatively low cost. 95 

But there are significant flaws in using census data as a benchmark. One shortcoming is that 

they may undercount minorities in the population. 96 A DO.l-sponsored publication reports that there 

are concerns that the undercounting of minorities limits the reliability of the racial demographics of any 

s9 See footnote 88 at p. 13. 
9o Schafer, et al. (2004); Withrow (2004). 
91 Schafer (2004). 

M i l l e r  (2002). 
93 Pedestrian benchmarks/baselines are not presented here because they were not discussed in the literature. 

Fridell (2004). 
95 Fridell (2004); Withrow (2004). 

Fridell (2004). 
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benchmark comparison group, including those based on census data. 97 If minorities are undercounted 

in the benchmark data, studies will tend to indicate racial profiling when none exists. 

Another inherent flaw with using census data as a benchmark for motor vehicle stops is that 

resident population is likely not a good indicator of  the driving population at risk of  being stopped. 

This generally accepted conclusion in the literature on racial bias in policing 98 implies that census data 

are not a reliable benchmark for motor vehicle stops. Several studies have verified this assertion by 

cross-checking census data with information gathered from observational studies. One study 

conducted by the Home Office, the government entity that deals with national justice, crime, and 

policing issues in the United Kingdom, developed an innovative method for identifying the population 

at risk of  being stopped. 99 Home Office researchers mounted video cameras on automobiles and used 

observers to record the race of  pedestrians and drivers in five areas located in four cities in England. 

The data collected by the researchers confirmed that the population of  persons who frequented an area 

was substantially different from the census of  the residential population. In most areas, the pedestrian 

and vehicular populations included a greater percentage of  minorities than indicated by the census. 

Researchers in a study of  Sacramento, California also found significant differences in the race 

of  drivers observed at key intersections when compared to the population, as reported by the census, of  

the areas in which the intersections were located) °° At most intersections, minority drivers were 

under-represented by their proportions in the relevant census data. 

Results from research conducted in Denver, Colorado showed that less than half of  the 

motorists stopped by police were residents of  that city, which suggests that the use of  the census as a 

benchmark to compare stops would be imprecise) °~ 

Overall, census data are considered an imperfect benchmark for use in evaluating motor vehicle 

stop data. They address only one of  the alternative hypotheses discussed above in Section 2.3.8. I. 1 - 

namely that there are more stops of  minorities than whites because there are more minorities living in 

the jurisdiction than whites. But even this hypothesis may not be fully addressed to the extent that 

minorities are undercounted in census data. Because census data do not address differences between 

groups in driving quantity, quality, or location, researchers cannot use this method ofbenchmarking 

97 McMahon, et aL (2002). 
Fridell (2004); Withrow (2004); Schafer, et al. (2004). 

99 Miller (2000). 
too Greenwald (200 I). 
=ol Thomas (2002). 
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motor vehicle stop data to draw definitive conclusions about racially biased policing in most 

jurisdictions. 1°2 

2.3.9.2 Adjusted Census Data 1°3 

Some researchers have attempted to adjust census data to more accurately represent the driving 

population. One suggested adjustment is based upon age: only individuals of driving age should be 

included in the benchmark. In a further refinement, PERF suggests that researchers establish what 

percentages of people in each racial group are between the ages of 15 and 24, and what percentage are 

over 25. This may be an important consideration because young drivers are more likely to violate 

traffic laws and therefore have a greater likelihood of being stopped. Failing to adjust for this age 

effect can lead to faulty conclusions about racial bias when one racial group has a significantly larger 

percentage of young drivers. 

In order to partially control for the possibility that all racial groups are not equally represented 

as drivers, additional adjustments must be made to census data. Using the census data on households 

without vehicles, researchers can establish the demographics of drivers in a jurisdiction. However, an 

additional adjustment must be made to the households without vehicles in order to transform the data 

from households to individuals. 

Census data reflect the demographic characteristics of the residents of an area. However drivers 

may reside outside the areas in which they drive and thus not be included in a census-based benchmark. 

To address this potential mismatch between the driving population and the benchmark, some 

researchers recommend differentiating between stops of residents and non-residents. By limiting the 

analysis to stops involving residents of a given area, the comparability of the benchmark to the 

population of interest may be improved. 

Alternatively, some researchers recommend adjusting census data to account for the inflow and 

outflow of drivers to and from a j urisdiction.l°4 One method is to use commuter demographics from 

the U.S. Census.~°5 Because these data are intended to represent those driving in a jurisdiction during 

the day, they may serve as a benchmark for police stops made during the day. There are a number of  

major shortcomings to this method however. First, it discards data on stops made at night. Second, it 

does not account for non-commuters, such as tourists, students, and persons that live and drive in the 

area. Third, it does not necessarily account for the frequency with which people drive. Finally, 

loz Greenwald (200 I). 
103 Fridell (2001 and 2004). 
104 Fridell, et al. (2001); Rojek, et al. (2004); Farrell (2003). 
105 Fridell (2004). 
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commuter demographics from the U.S. Census may not be reliable if they undercount minorities, as 

previously noted. 1°6 

One recent study used spatial weighting to adjust census data to account for the influx of  

persons into a j urisdiction.~°7 This study obtained estimates of the racial composition of a city by 

assigning weights to each racial subgroup in the city of  interest and surrounding cities based on the size 

of  the cities and the distance from the geographic center of  the city of  interest. Researchers conducting 

this study reported that estimates from spatial weighting improved the estimated roadway usage in 

some cases, but not all. 

Another study used traffic flow modeling to adjust census data to account for the inflow and 

outflow of  drivers to an area.~°s This method accounted for specific factors such as car ownership, 

percentage of  commuters, travel time, and state economic and travel data, including employment, retail 

trade, food and accommodation sales, and road volume. The study found its estimates to be closer to 

observed traffic patterns than either census data or census data modified by distance alone. 

Overall, in using adjusted census data as a benchmark for motor vehicle stops, researchers are 

attempting to address only three of  the four alternative hypotheses discussed in Section 2.3.8.1. I. 

Adjusted census data cannot account for the fourth hypothesis - namely whether members of different 

racial groups are equally likely to violate traffic laws. Because adjusted census data do not address all 

the alternative hypotheses, PERF suggests that they not be used to draw definitive conclusions about 

the causal link between officer bias and police stop behavior. 

2.3.9.3 DMV Data 

Department of  Motor Vehicles (DMV) data on the race of  drivers has been suggested as a 

possible benchmark for motor vehicle stops. ~°9 Hypothetically, these data should reflect closely the 

demographic characteristics of  drivers on the road. As with census data, it may be necessary to adjust 

for the inflow and outflow of  drivers to and from other areas by using methods similar to those used to 

estimate the demographic characteristics of  commuters. 

A number o f  problems have been noted with using DMV data as a benchmark for motor vehicle 

stops. First, the nationwide trend has been to eliminate the reporting of  race on driver's licenses. ~ io 

Even when race is recorded, there may be restrictions on the use of  this information by researchers. 

~o6 S e e  footnote 96. 
1o7 Rojek, et al. (2004). 
Jos Farrell (2003). 
am Fridell (2004). 
it0 Fridell (2004). 
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Second, DMV data, like census data, fail to account for the possibility that members of  different racial 

groups may violate traffic laws at different rates, j~ Third, DMV data do not account for differences in 

driving patterns among racial groups and the inflow and outflow of  persons to and from an area. 

Fourth, researchers have cited national surveys that indicate substantial differences between minorities 

and non-minorities in vehicle ownership rates, use of  public transportation, miles driven, and motor 

vehicle trip frequency and duration. 1~2 It has also been noted that not everyone with a driver's license 

drives and not everyone who drives has a license. 

PERF has asserted that DMV data are a better proxy for the driving population than unadjusted 

census data. ~ ~3 Even so, this approach is subject to the criticisms noted above and may not allow 

researchers to draw definitive conclusions about the presence or absence of  racially biased policing. 

2.3.9.4 Blind Enforcement Mechanisms It4 

This method uses information on the race of  those ticketed using mechanisms such as cameras 

at traffic lights and air patrol radar to measure the demographic characteristics of traffic violators. 

Race is typically determined by linking vehicle identification or driver's license numbers to 

demographic information maintained by the DMV. If stops of  minorities are disproportionate to their 

representation in the population of  those who violate traffic laws, the profile of  those being ticketed by 

the non-human mechanisms will differ significantly from the profile of  those being stopped by officers. 

The use of  blind enforcement mechanisms can give a very accurate profile of  drivers, albeit 

within a small area. Data from cameras placed at an intersection can be directly compared with officer 

stop data at the same intersection. Under these ideal circumstances, conclusions about racially biased 

policing can be drawn about a small sub-area because this benchmark addresses all four alternative 

hypotheses. 

in order to apply this method broadly, it must be assumed that the limited number of  blind 

observation sites are similar and in direct proportion to other sites not covered by blind enforcement 

mechanisms. For instance, stop data may include stop sign violations in addition to the red light 

violations captured by traffic light cameras. Implicit in this approach is the assumption that the 

demographic profile of  those who run stop signs is similar to those who run red lights. 

According to the literature, these assumptions may need to be modified when radar is the 

"blind" mechanism used to construct the benchmark. In this case, the stop data analyzed may need to 

Ill Fridell, et al. (2001). 
J~2 Engel, et al. (2002); Smith and Alpert (2002). 
it3 Fridell, et al. (2001). 
1~4 Fridell (2004). Fridell also cites to other literature (p. 138) for background. 
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be limited to stops for speeding violations in order to improve comparability with the benchmark. The 

benchmark and stop data should also be similar in terms of  time of  day and type of  traffic in the area. 

The strength of  this method is that the benchmark will typically reflect the people at risk of  

being stopped. As a result, all four alternative hypotheses are addressed. Yet this method also has 

significant drawbacks. First, benchmarking with "blind observation" data is limited in that it can be 

applied only to areas that are similar in demographics and traffic type to the test area. Therefore, the 

results most likely cannot be generalized to the jurisdiction level. In addition, for traffic-light cameras, 

which photograph license plates, the benchmark group is composed of  vehicle owners, not necessarily 

drivers. Also, if the DMV cannot provide information on race, the method cannot be implemented. 

Some researchers have compared high-discretion and low-discretion traffic stops as a proxy for 

blind observation. ~ ~5 In low discretion stops, such as those for speeding 20 miles per hour over the 

limit, officer bias is less likely to influence stop behavior. In contrast, officer bias can play a large role 

in high-discretion stops such as those for failing to signal, following too closely, or not wearing a 

seatbelt. When conducting the analysis, researchers need to account for different age demographics 

between non-minorities and minorities. There is one major difference between blind observation and 

the high/low discretion method. The high/low discretion approach does not account for differences 

across racial groups in the tendency to violate traffic laws because the stop data and benchmark data 

cover different types of  traffic law violations. 

2.3.9.5 Observational Studies 

Observation benchmarking was the method used in early attempts to study racially biased 

policing. Using this method, researchers compared the racial profile of  drivers or those who violate 

traffic laws in specific areas to the profile of  drivers stopped by police in the same vicinity, j ~6 

There are two types of  observational techniques: stationary and mobile observation. ~ ~7 Some 

researchers have indicated that the use of  stationary observers to determine the race of  drivers on 

highways is unreliable because of  the difficultly of  seeing occupants of  cars passing at high speeds. ~ 8 

As an alternative, researchers have created mobile units that travel along roads observing the 

characteristics of  drivers. ~9 Researchers must decide if they wish to collect data on all drivers or on 

~s See  footnote 114. 
1=6 Fridell (2004); Smith and Alpert (2002). 
J l7 Withrow (2004); Fridell (2004). 
~8 Smith, et al. (2003). 
~19 Smith, et al. (2003). 
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traffic law-violators only.~2° In some cases, the mobile observers traveled at the speed limit to identi~y 

the demographic characteristics of  the drivers who passed them (speed limit violators). PERF states 

that it is preferable to collect data on violators only, because this approach addresses the hypothesis that 

different racial groups violate traffic laws at different rates. TM For ease of  observation, most studies 

that have used the observation method focused on speeding violations. However, in doing so they limit 

the amount of  stop data they can use in their comparison, i ra  study observes violators and not just 

drivers, this benchmark addresses the hypothesis that racial groups are not equal in their propensity to 

violate traffic laws. Ifa study observes drivers generally, then this benchmark does not address that 

alternative hypothesis. 

Before setting out to collect observations, researchers must determine the type of  location from 

which observations will be made. They can choose between "hot spots," where frequent traffic 

violations occur, and areas that are representative of  the jurisdiction as a whole. 122 Researchers must 

also decide whether to use a random subset of locations that meet their criteria or to choose the 

locations systematically. Other items that must be addressed are the time of day of  the observation as 

well as the time of  year. Researchers must attempt to control for temporal and seasonal irregularities. 

Several obstacles may arise when researchers use observational studies to generate a baseline 

against which to compare stop data. First, it may be difficult to identify the race of  passing 

motorists, t23 The problems associated with identifying motorists' race can be exacerbated by factors 

such as darkness, speed, tinted windows, and traffic volume. To minimize this problem, some studies 

have used only two, or in some cases, three categories of  race. TM The disadvantage of  this solution is 

that information about specific racial groups is lost when aggregating to these broad categories. 

Another drawback of  this method is that the results cannot be generalized to all types of  traffic 

violations because researchers are able to conduct their observations only at a small sample of  

jurisdiction roads and are limited to the traffic-law-violating activities they include in the data set (e.g., 

speeding violations on ly). 125 

Field observations are also time consuming, labor intensive, and expensive. As a result, they 

typically can be undertaken only at a limited number of  locations within a jurisdiction. 

Jz0 Fridell (2004). 
12t Fridell (2004). 
122 Fridell (2004). 
az3 Smith and Alpert (2002); Engel and Calnon (2003); Fridell (2004); Withrow (2004). 
~24 Fridell (2004); Engel and Calnon (2004). 
12s Fridell (2004). 
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2.3.9.6 Crime Data 

Crime data have been suggested as a possible benchmark for investigative motor vehicle 

stops. 126 However, crime data have not been shown to provide an appropriate benchmark for non- 

investigative traffic stops because the demographic profile of  people who violate traffic laws is not 

necessarily the same as the profile of  people who commit crimes. 127 Crime data may provide a more 

accurate benchmark for pedestrian stops than traffic stops because pedestrian stops are more likely to 

be based on reasonable suspicion that a crime has or is about to occur. 128 Although promising, there 

has been little academic research on the analysis and interpretation of  pedestrian stops.~29 

One potential weakness of  this benchmark is that crime data may not represent the demographic 

profile of  those who actually commit crimes if they are only collected for crimes to which police 

respond and an agency practices racially biased policing in responding to crime. 13° As a possible 

solution to this problem, a more reliable benchmark may be arrest data for low-officer-discretion 

crimes, because these data are the least likely to be influenced by officer bias. Low-discretion crimes 

include arson, aggravated assault, auto theft, burglary, false imprisonment, forgery, hit and run, 

possession of  a dangerous weapon, robbery, sexual assault, manslaughter, and murder. However, in 

order to implement this benchmark, agencies must have information about race in crime data. 

2.3.9.7 Traffic Accident Data 

In this relatively new approach, researchers compare the profile of  drivers stopped by police to 

that o f  motorists involved in traffic accidents) 3~ Research suggests that data from non-fatal accidents 

are preferable to data from fatal accidents because the profile of  motorists involved in fatal accidents 

differs from the profile of  people who drive, or even from that of  people who drive poorly. 

There are some concerns about using data from non-fatal accidents as a benchmark. First, not 

all agencies record the race of  drivers involved in traffic accidents. Second, there is evidence that 

different racial groups report accidents at different rates. For example, illegal immigrants may be less 

likely to report accidents than others. This will tend to reduce the representation of  minorities in the 

benchmark relative to their true presence in the population. It has also been argued that police may not 

me6 Connecticut Division of Criminal Justice (2000); Missouri Attorney General's Office (2000) Greenwald (2004); Thomas 
(2002); Spitzer (1999); Petrocelli, et al. (2003); Smith and Petrocelli (2001). 
~27 Fridell (2004); Petrocelli, et al (2003). 
12s Alpert, et al. (2004). 
129 Fridell (2004). 
13o Fridell (2004). 
13~ Withrow (2004); Fridell (2004). 
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respond to accidents in the same manner in all sub-areas o f  a jurisdiction. Busy officers in high-crime 

areas may be less likely to take reports on minor accidents than officers in less busy areas. 

One variation on this approach is to limit the benchmark to not-at-fault drivers in traffic 

accidents. ~32 Because accident victims are not chosen based on their race, they are expected to 

represent an unbiased sample of  the racial makeup of  a jurisdiction. Researchers in one such study 

concluded that not-at-fault drivers appear to represent a reasonable estimate of  the racial composition 

of  drivers on the road at a sample of  high traffic intersections) 33 The researchers recommended 

aggregating the data at different levels to facilitate comparison to police stops. This method could 

account for the theories that different groups drive and violate traffic laws at different rates, but it has 

not yet been thoroughly tested. TM 

2.3.9.8 Survey Data 

Some researchers have attempted to use surveys o f  residents in a jurisdiction to develop 

benchmarks for stops) 35 Researchers use responses about race, age, and driving behavior to develop a 

benchmark. One advantage of  this method over other benchmarks is that surveys can reach people who 

have not been stopped by police, as well as some who have been stopped) 36 Some other 

benchmarking methods rely on data collected by police, which cover only motorists who were stopped. 

Another advantage is that information may be collected on behaviors related to the risk of  being 

stopped. Therefore, this type of  survey can account for the alternative hypotheses related to driving 

behavior. 

In general, the major drawback of  survey data is the fallibility of  respondents) 37 Respondents 

may forget or purposefully mislead researchers with their responses to surveys. Also, many 

respondents may actually not know why they were stopped, especially if their stops did not result in a 

citation. 

2.3.9.9 Internal Benchmarking (Officer-to-Officer Comparisons) 

Another potential method of  benchmarking stop data is through officer-to-officer comparisons, 

sometimes referred to as internal benchmarking. As discussed previously, internal benchmarking 

132 Fridell (2004). 
133 Alpen, et al. (2004). 
134 Fridell (2004). 
J3s Fridell (2004). 
J36 Engel and Calnon (2004). 
m Engel and Calnon (2004). 
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involves the comparison of  the stop activity o f  similarly situated officers (i.e., officers on the same 

shift, in the same area, and/or on the same assignment). 13s 

Although internal benchmarking can address all four o f  the alternative hypotheses explaining 

differences in the number o f  stops across racial groups, this approach has some notable limitations. 

First, unless the officers or groups of  officers are perfectly matched to peers in their shift, area, 

assignment,  etc., there may be some systematic differences when compared to one another that are 

unrelated to biased policing. ~39 Researchers must consider this possibility when analyzing results and 

drawing conclusions. Another major limitation of  this method is its inability to determine if either all 

or none of  the individuals/groups used in the comparison are practicing racially biased policing since 

both the stop and benchmark data come from the same pool of  officer stop data. ~4° In other words, an 

internal analysis assumes that the group of  officers against which individual officers are compared does 

not itself engage in racially biased policing. If an entire police department or shift is racially biased, 

then an outlier analysis may not uncover biased individuals. 

2.3.10 C onfound ing  Factors  

For data analysis, it is important to fully and accurately account for all factors that determine 

whether  a stop is made or a search is conducted. If some determinants are not properly accounted for, 

disparities in the proportion of  stops or searches may be incorrectly attributed to racially biased 

policing. This is the fundamental reason that multivariate analysis is preferred to bivariate analysis - it 

provides a method to control for confounding factors if data are available and usable. Several factors 

have been suggested for inclusion in multivariate analyses: 

• suspect characteristics - age, race, sex, demeanor,  appearance, behavior, nature of  

violation; TM 

• officer characteristics - age, race, sex, length o f  service, training, current assignment; 

• encounter characteristics - time of  day, day of  week, type o f  vehicle, volume of  traffic; and 

• jurisdictional characteris t ics-  departmental deployment strategy, legal requirements for 

stops, departmental policies on stops, population density, socioeconomic disadvantage, j42 

Many early studies of  racially biased policing lacked significant contextual variables such as 

location. Capturing location may be important for determining whether officers are more likely to 

~]8 Fridell, et al. (2001). 
139 Fridell (2004). 
a4o Walker and Alpert (2004). 
141 For more on demeanor and behavior, s e e  Engel (2003), Lundman (1994), and Klinger (1996). 
142 McMahon, et al. (2002); Engel, et al. (2002); Quinton, et al. (2000). 
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conduct a search in a poor, high crime neighborhood or one that is more affluent with lower crime 

rates. 143 

In order to address the issue of different stop frequencies across geographic areas, PERF 

recommends that analyses be conducted on sub-areas of a jurisdiction. ~44 When dividing a jurisdiction, 

the level of stop activity should be fairly uniform within a given sub-area. This will serve as a control 

for the volume of stop activity by police. 

The severity of the offense may also be an important variable because of its relation to officer- 

discretion. 14s For example, officers have much less discretion in stopping someone for speeding 20 

miles per hour over the speed limit than for failing to signal. Including the severity of the offense as an 

explanatory variable in a multivariate model is an attempt to control for potential differences across 

stops in officers' ability to exercise discretion and therefore to racially profile. Similarly, when 

analyzing the outcomes of searches, it may be important to account for the type of search. 146 Some 

searches (e.g., those that are incident to arrest, or result from the towing of a vehicle) may involve less 

discretion than others (e.g., investigative searches) and should be distinguished for purposes of 

analysis. Most studies have treated all searches in the same manner. 

There have been only a small number of multivariate analyses that accounted for officer 

demographics. Researchers in Richmond, Virginia found that officer race did not predict disparate 

treatment of minorities. ~47 However, one study found that officer characteristics were significant 

predictors in some models) 48 

2.4 Findings of Academic Studies Regarding Racially Biased Policing 

There is a small, but growing collection of academic studies that have analyzed stop and post- 

stop data for evidence of racially biased policing. The jurisdictions studied include Richmond, 

Virginia; ~49 Overland Park, Kansas; =5° the state of Maryland; TM the state of Missouri; 152 and London, 

England, to name a few.IS3 These academic studies have been complemented by a number of studies 

m Schafer, et al. (2004). 
i,~ Fridell (2004). 
14s Barton (2004). 
J46 Schafer, et al. (2004). 
147 Smith and Petrocelli (200 I). 
148 Schafer, et al. (2004). 
149 Petrocelli, et al. (2003); Smith and Petrocelli (2001). 
1so Novak (2004). 
m Gross and Barnes (2002); Knowles and Persico (2001). 
is2 Rojek, et al. (2004). 
is3 Mi l ler  (2002). 
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undertaken or sponsored by police agencies, local governments, and other jurisdictions across the 

country. Chapter 4 includes detailed reviews of a number of these jurisdictional studies. 

Generally, the academic studies have revealed disparities between the rates at which whites and 

minorities are stopped. TM However, most of these studies involved only simple bivariate analyses. 

Because bivariate techniques do not allow researchers to control for factors other than race that may 

influence the stop decision, the results of these studies have otten been inconclusive. Without 

controlling for other confounding factors, it has not been possible to determine whether the observed 

disparities in stop rates are likely due to racial bias in policing or other legitimate factors that may 

affect law enforcement activity. Increasingly, more sophisticated multivariate techniques are being 

used to analyze stop data. ~55 While these approaches hold promise for advancing our understanding of 

the role of race in the decisions by police about whom to stop, neither a standard analytic approach nor 

a consistent set of findings has emerged from the academic literature. In the absence of a standard 

analytical approach, it is difficult to make any comparative conclusions about racial profiling in 

different jurisdictions. It can only be noted that studies have found diverse outcomes. One author 

reviewed 13 studies and found that six concluded that there was racial discrimination in stop activity, 

while the other seven concluded that there may have been other factors that the models did not take 

into account that explained disparities in stop rates, thus making the findings inconclusive. ~56 

With regard to the analysis of post-stop activity, the results regarding racially biased policing 

have also been mixed. Some studies found disparities in post-stop outcomes (e.g., search success rates 

or hit rates) across races, while others did not. One paper that reviewed 16 studies found that the hit 

rate in traffic, pedestrian, and airport stops was higher for minorities (indicating no disparate treatment 

of minorities) in one half of the studies and lower for minorities (which may be a sign of disparate 

treatment) in the other half of the studies. ~57 The diversity of conclusions may be due to a number of  

factors including differences in the quality of data, the analytical techniques used, the legitimate factors 

accounted for in the analyses, and police practices across agencies. 

2.5 Conclusion 

A number of lessons can gleaned from the research that we have reviewed. First, research on 

the stop practices of law enforcement agencies as it pertains to concerns about racially biased policing 

is4 Engel and Calnon (2004); Petrocelli, et al. (2003); Lundman and Kaufman (2003); Gross and Barnes (2002); Engel 
(2004); Novak (2004); Rojek, ct al. (2004); Smith and Petrocclli (2001). 
=ss Engcl and Calnon (2004); Petrocelli, et al (2003). 
J~6 Engel, et al. (2002). 
15v Engel and Calnon (2004). 
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is an evolving science. Increasingly, more sophisticated multivariate techniques are being used to 

analyze stop data. While these approaches hold promise for advancing our understanding of the role of 

race in decisions by police about whom to stop and what actions to take after a stop, a standard 

analytical approach has yet to emerge. Nonetheless, a consensus regarding the attributes of a well- 

designed study of stop data has begun to emerge. Most analysts concur that: 

• idiosyncratic attributes of each jurisdiction must be considered in a study of stop data; 

• legitimate factors that may influence stop activity should be captured as carefully and 

completely as possible; 

• limitations of the existing data for measuring these factors should be considered in the 

development of any methodology; 

• disparities that remain even atter accounting for quantitative influences on stop activity 

should be evaluated in the context of qualitative information pertaining to the stops; and 

• even the most sophisticated empirical analyses may be inadequate to deliver an 

unambiguous answer to the question: "Is there race profiling?" 

Thus, although no definitive approach to stop data analysis has yet emerged, the careful thought 

and increasingly sophisticated analysis developed in the academic literature points to a number of 

promising analytical approaches. If properly implemented, these analyses can serve to highlight areas 

in which the existence of racially biased policing seems to be a strong possibility, based on persistent 

discrepancies in the treatment of minorities that cannot be explained by either quantitative or 

qualitative factors. We have a firm belief that such a serious and thoughtful evaluation of stop data can 

provide valuable insights regarding the possible presence of racial bias in law enforcement in Los 

Angeles. After laying additional groundwork for understanding the challenges in evaluating stop data 

(in Chapters 3, 4 and 5), we will return in Chapter 6 to develop the most promising methodologies for 

evaluating stop data in the City of Los Angeles. 
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CHAPTER 3: REVIEW OF OTHER JURISDICTIONS 

3.1 Background and Purpose 

Numerous local and state law enforcement agencies collect traffic stop data. Some collect the 

information pursuant to state mandates, consent decrees, or legal settlements, while others collect the 

data voluntarily to determine the pattern of stops initiated by their officers. However, only a small 

proportion of these jurisdictions have issued reports analyzing their data) 58 

This chapter reviews, evaluates, and documents the data collection procedures and data analysis 

methodologies of a sample of the jurisdictions that collect and analyze stop data. For the purposes of 

this project, Analysis Group was interested in reviewing studies completed in jurisdictions that were in 

some respects similar to Los Angeles. So for example, jurisdictions that provided policing services in 

urban environments were favored over agencies that were limited to freeways. However, it is difficult 

to identify law enforcement agencies and associated jurisdictions that are fully comparable. This is 

especially true for Los Angeles because of its size, both geographically and in terms of population, its 

racial diversity, and the size and composition of its police department. We focused on other 

jurisdictions in California and those agencies with the most current and sophisticated studies on racial 

bias in policing. We also considered jurisdictions that, like Los Angeles, are required by a consent 

decree to collect stop data. 

Based upon the above considerations, Analysis Group, with assistance from City of Los 

Angeles officials, selected the following 13 jurisdictions for review: 

• California Highway Patrol (CHP); 

• Los Angeles County Sheriff's Department; 

• Sacramento (CA) Police Department; 

• San Diego (CA) Police Department; 

• San Francisco (CA) Police Department; 

• San Jose (CA) Police Department; 

• Charlotte-Mecklenburg (NC) Police Department; 

• Columbus (OH) Division of Police; 

• Denver (CO) Police Department; 

• Houston (TX) Police Department; 

15a For a list of agencies that collect stop data and have published reports analyzing the data, s e e  the website for the Racial 
Profiling Data Collection Resource Center at Northeastern University (www.racialprofilinganalysis.neu.edu). 
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• Miami-Dade (FL) Police Department; 

• New York City (NY) Police Department; and 

• Pittsburgh (PA) Bureau of Police. 

In compiling this jurisdictional review, Analysis Group synthesized information from each of 

the studies conducted by or for the jurisdiction. We treated each one as a ease study. We reviewed 

data analysis reports when available, and supplemented information with interviews of the police 

representatives and/or researchers who conducted the studies. The sections below review the principal 

methodologies and findings of these jurisdictional studies. In addition, City of Los Angeles 

representatives discussed stop data collection issues with the 13 jurisdictions. A matrix containing all 

data gathered from each jurisdiction is set forth in Appendix C. Data for LAPD, where available, has 

also been included in Appendix C. ~59 

3.2 Principal Methodologies and Findings of the Jurisdictional Studies 

3.2.1 Number of Studies Completed 

All of the 13 jurisdictions selected for review had collected stop data and 10 had completed an 

analysis of the data. Two jurisdictions, the Los Angeles County Sheriff's Department and Pittsburgh 

Bureau of Police, had not conducted data analysis or published a public report. The Miami-Dade 

Police Department has recently completed data analysis and its public report is anticipated to be 

released in the near future. ~ In these three cases, Analysis Group interviewed the agencies and/or 

researchers in order to gather information about their data collection and analysis efforts. 

Several of the jurisdictions, including Sacramento, San Diego, San Jose, and Denver, have 

analyzed multiple years of data. in these cases, Analysis Group reviewed the most current year's 

report and questioned the agencies or researchers about that time period. 

3.2.2 Authorship of the Studies 

In terms of authorship, the jurisdictional studies followed one of four models: 

I) Internal studies; 

2) External consultant studies; 

3) Internal and external joint studies; and 

4) External non-consultant studies. 

is9 LAPD is included in the appendices (C and D) for comparison purposes only. It is not included in the summaries or 
tables in this chapter. 
l~o While we were provided some information regarding the data and methodologies utilized in Miami-Dade, we were not 
able to review their findings or conclusions. 

ANALYSIS GROUP, INC. 51 



Proposed Pedestrian and Motor Vehicle Stop Data Analyses Methodology Report 

Internal studies are those conducted by the police agencies themselves. Two studies, those by 

the CHP and San Jose Police Department, are considered internal studies. External consultant studies 

are those that were commissioned by the police agency or city to be conducted by outside consultants 

(i.e., consulting firms, academics, or academic institutions). In six jurisdictions, Sacramento, San 

Diego, Charlotte-Mecklenburg, Columbus, Denver, and Miami-Dade, external consultants conducted 

the studies. Internal and external joint studies are those that were conducted by police agencies in 

conjunction with outside consultants. Houston was the only such joint study. External non-consultant 

studies are those conducted by other interested parties, not the jurisdiction or consultants commissioned 

by the jurisdiction. There were two such studies - San Francisco and New York. The ACLU 

conducted the San Francisco study and the New York State Attorney General's Office with research 

support from a team of academics conducted the New York study. 

3.2.3 Date of Studies and Time Periods Analyzed 

For the jurisdictions that published studies, publication dates ranged from December 1999 

(New York) to April 2004 (Sacramento). The Miami-Dade study is expected to be released in the near 

future. Although the studies cover what might seem to be a short period of  time, the best practices for 

evaluating stop data have evolved quickly. Thus, updated references are critical to track changes in 

this emerging field of study. Table 3. I lists the number of completed studies that were published each 

year from 1999 through 2004.161 

Table 3.1 Year of Publication 
Year Number of  % of  

Published Studies Total 
1999 I 10% 
2000 I 10% 
2001 0 0% 
2002 3 30% 
2003 2 20% 
2004 3 30% 
Total 10 100% 

The earliest data analyzed in the studies were collected in 1998 (New York), and the most 

recent data were collected in 2002 and 2003 (Sacramento and Denver). Nine of the I I jurisdictions for 

which information was available included an analysis of data that had been collected for a period of at 

t6J The Los Angeles County Sheriff's Department and Pittsburgh Bureau of Police had no studies. The Miami-Dade Police 
Department study has not yet been released. 
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least 12 months. 162 The analysis with the longest data collection time period was New York, with 15 

months. The two studies with less than one year of data included the CHP, with 10 months of data, and 

Miami-Dade, with seven months. If stop activity varies by season, then it would be preferable to 

evaluate a full year of data. Some of these studies involved the analysis of less than a full year of data. 

3.2.4 Size of  Jurisdictions 

The size of a jurisdiction can be measured several ways. Table 3.2 presents the sizes of the 

jurisdictions as measured by the number of stops by police officers, number of officers, population, and 

square miles. These varied significantly. As discussed in detail below, there is no single jurisdiction in 

the study that is comparable to Los Angeles in all measures of size. Some jurisdictions are comparable 

for certain measures, but not others. 

Table 3.2 Size of Jurisdiction 
Stops 
per Square 

Jurisdiction Stops Months M o n t h  Officers Population Miles 
California Highway Patrol 2,638,589 10 263,859 6,700 
Houston Police Dept. 540,760 12 45,063 4,000 
Denver Police Dept. 153,560 12 12,797 1,402 
New York Police Dept. 174,919 15 11,661 40,000 
San Diego Police Dept. 121,013 12 10,084 2,104 
Miami-Dade Police Dept. 66,109 7 9,444 1,659 
San Jose Police Dept. 89,889 12 7,491 1,400 
Charlotte-Mecklenburg Police Dept. 82,774 12 6,898 1,500 
Columbus Division of Police 64,089 12 5,341 1,800 
San Francisco Police Dept. 50,419 12 4,202 2,300 
Sacramento Police Dept. 34,839 12 2,903 65 I 
Los Angeles County Sheriffs Dept. N/A N/A N/A 9,000 
Pittsburgh Bureau of Police N/A N/A N/A 900 

Average 365,178 I 1.6 34,522 5,647 

Los Angeles Police Department 1~256~186 21 59~818 9~000 

33,500,000 15,234 
1,941,240 617 

550,000 155 
8,000,000 32 I 
1,223,400 342 
1,181,612 1,333 

894,943 176 
650,000 488 
771,000 213 
776,733 47 
441,000 98 

2,692,412 3,154 
335~000 55 

4,073,642 i,710 

3~800~000 468 

The number of sworn officers in the studies ranged from 651 in Sacramento to 40,000 in New 

York. The average size of the jurisdictions was 5,647 officers including New York, and 2,785 officers 

excluding New York. The jurisdictions with the police forces most comparable in size to the LAPD's 

(which has approximately 9,000 officers) were the Los Angeles County Sheriff's Department with 

9,000 officers and CHP with 6,700 officers. 

~62 Time period analyzed excludes the Los Angeles County Sheriff's Department and Pittsburgh Bureau of Police, which 
had no studies during the period. 
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The New York Police Department served approximately 8 million residents, which is the 

largest population in our study except for the CHP. Next in size of population served was the Los 

Angeles County Sheriff's Department with 2.7 million residents. The jurisdictions with the smallest 

populations were Pittsburgh with 335,000 and Sacramento with 441,000. The average population of  

the jurisdictions studied was 4.1 million including the CHP, and 1.6 million excluding it. The 

jurisdictions with the most comparable population to Los Angeles (3.8 million) were the Los Angeles 

County Sheriff's Department (2.7 million) and the Houston Police Department (1.9 million). 

The largest service areas were the CHP with 15,234 square miles, the Los Angeles County 

Sheriff's Department with 3,154 square miles, and Miami-Dade with about 1,333 square miles. 163 The 

smallest service areas were San Francisco with 47 square miles, Pittsburgh with 55 square miles, and 

Sacramento with 98 square miles. The average service area was about 1,710 square miles including the 

CHP, and 583 square miles excluding the CHP. The jurisdictions with the most comparable service 

areas to Los Angeles (468 square miles) were Charlotte-Mecklenburg (488 square miles) and San 

Diego (342 square miles). 

Although there may be some lessons learned from reference to the studies conducted in these 

jurisdictions, it is clear that a methodology for evaluating stop activity must be tailored to each unique 

jurisdiction. The factors that influence stop activity vary with factors described here - force size, 

population, population density, geographic area, and the sheer volume of stop activity. Thus, an 

analysis that is appropriate for one of these jurisdictions may not serve the City of Los Angeles well 

unless adapted to the unique circumstances of Los Angeles. 

3.2.5 Number  of Stops 

There was a large variation in the number of stops analyzed in the various studies. The 

jurisdiction with the largest number of stops per month was the CHP, with about 263,859. However, as 

noted before, this was a statewide highway and freeway study. Houston had the largest number of 

stops per month for a city police agency, with 45,063. Sacramento had the smallest number of stops 

per month, with about 2,903. The average number of stops per month across the studies was 

approximately 34,522 including CHP, and ! 1,588 excluding CHP. The jurisdiction with the number of 

stops per month closest to that of the LAPD (average stops per month were approximately 59,818 from 

January 2002 through March 2004) was Houston, with 45,063 stops per month. 164 

~63 For Miami-Dade, the size of the unincorporated county is approximately 2,000 square miles, but one-third of the area is 
the Everglades National Park. 
~ As discussed in Section 5.2.1, LAPD officers made 1,256,186 stops over 21 months. 
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The number of stops is not always positively correlated with the measures of size of  a 

jurisdiction (i.e., number of sworn officers, population, and service area). This may be the result of 

differences in the definition of a stop, officer compliance rates in completing stop forms, whether 

pedestrian and traffic stops were recorded, and other factors affecting the number of stops, such as 

crime rates and trends. The variation in the number of stops across jurisdictions indicates a need for 

the development of methodologies that capture the realities of stop activity unique to each jurisdiction. 

3.2.6 Definition of a Stop 

Definitions of a stop varied across jurisdictions. San Jose, Miami-Dade, Columbus, and Denver 

recorded only discretionary stops. All of the other jurisdictions were more inclusive in their definition. 

For instance, CHP defined stops as all enforcement actions, including non-enforcement-related 

services, such as traffÉc collisions. The Los Angeles County Sheriff's Department included calls for 

service. Sacramento, San Diego, Charlotte-Mecklenburg, Houston, New York, and Pittsburgh, appear 

to have included all types of stops. 165 

As noted in Chapter 2, research in this field suggests that an important factor to be considered 

when analyzing stop data is the discretion officers have in deciding whether to make a stop. ~66 

Situations with higher levels of discretion (usually violations of less severity) are more susceptible to 

biased policing. Thus, the studies that collect data only on more discretionary stops or those that 

distinguish the types of stops in the analysis are likely to offer more reliable evaluations of racial bias. 

As noted in Chapter 6, Analysis Group recommends the City follow the path of those jurisdictions that 

have made the distinction between discretionary and non-discretionary stops. 

3.2.7 Pedestrian v. Motor Vehicle Stop Data 

Five jurisdictions -- the Los Angeles County Sheriff's Department, Charlotte-Mecklenburg, 

Columbus, Denver, and Houston, -- collected data on both pedestrian and traffic stops. 167 New York 

City collected only pedestrian stop data. Table 3.3 details the number of jurisdictions that collected 

stop data for pedestrians, motor vehicles, or both types of stops. 168 

~65 Certain exclusions may exist in some jurisdictions. 
t~ Rarnirez, et al. (2000). 
J6~ Columbus only collects pedestrian stops related to traffic violations (e.g., jaywalking). 
~ Pittsburgh Bureau of Police is excluded. 
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Table 3.3 Type of Stops Recorded 
Number of % of 

Type of Stop Jurisdictions Total 
Pedestrian Only I 8% 
Traffic Only 7 54% 
Both 5 38% 
Total 13 100% 

Of the five jurisdictions with data on both pedestrian and motor vehicle stops, three conducted 

separate analyses of the data by the type of stop. Separate analyses may be appropriate since traffic 

stops are more likely to be made in response to a violation of traffic laws and pedestrian stops are more 

likely to be investigative stops in response to reasonable suspicion of criminal activity. ~69 As discussed 

in Chapter 6, Analysis Group recommends separate analyses of pedestrian and motor vehicle stops. 

3.2.8 Data Collection Methods 

The jurisdictional studies used three methods to collect stop data. Officers either filled out 

paper stop forms, entered data electronically, or communicated data verbally to dispatchers. The 

completion of paper forms was the most frequently used method (eight jurisdictions), followed by 

electronic data entry (four jurisdictions), and verbal communications (one jurisdiction). See Appendix 

D for a matrix containing all stop data elements collected for each of the 1 3 jurisdictions. Although 

many jurisdictions are moving towards electronic data entry, the study of data gathered on paper stop 

forms that are then input into an electronic database is considered to be of sufficient reliability for 

analysis, provided that input process is carefully controlled. 

3.2.9 Characteristics Analyzed 

The majority of the studies recorded and analyzed the race as well as the gender and age of 

persons stopped (see Table 3.4). Six of the I 1 studies recorded all three characteristics. 17° Three 

others recorded gender or age with race. 

169 While, the Los Angeles County Sheriff's Department and Pittsburgh Bureau of Police collect both pedestrian and motor 
vehicle data, no report or analysis was available for either jurisdiction. 
170 The Los Angeles County Sheriff's Department and Pittsburgh Bureau of Police are excluded because no report or 
analysis was available. 
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Table 3.4 Characteristics Analyzed 
Characteristics Number of % of 
Analyzed Studies Total 
Race Only 2 18% 
Race and Gender 2 18% 
Race and Age I 9% 
Race, Gender, & Aide 6 55% 
Total 11 100% 

The majority of the studies collected data about the characteristics of drivers other than race. 

However, these characteristics were not included as the variable of primary interest (i.e., the dependent 

variable) in a multivariate analysis of stops or post-stop activity. The Charlotte-Mecklenberg study 

used gender and age as control variables in multivariate analyses of race. In the other studies, summary 

statistics were presented on gender and age. 

We anticipate that gender and age will be important control variables in our study of stops in 

the City of Los Angeles. Moreover, as noted in our discussion of the literature in Chapter 2, as well as 

in the development of our methodologies in Chapter 6, some analyses of disparities in stop outcomes 

with respect to gender or age may be informative in an investigation of potential biased policing. 

3.2.10 Known Error Rates in the Stop Data 

Five of l0 jurisdictions with completed studies acknowledged error rates in the stop data. Three of the 

five studies reported the source of error as low officer compliance in completing data forms. The 

source of error in the other two studies related to missing and/or inaccurate data. 

Two of five studies that documented error rates discussed the potential implications of these 

errors. In San Diego, the study noted that the high officer non-compliance rate severely limited the 

confidence that can be placed in any findings and conclusions. In San Francisco, the ACLU study 

noted that underreporting of stops by officers led to conservative conclusions regarding the existence of 

racially biased policing. 

We believe that a clear understanding of the implications of the error rate in stop data is critical 

to evaluating limitations of  any quantitative findings. Therefore, we have reported our assessment of  

the quality of the stop data in Chapter 5 in considerable detail. Like other analysts, we recognize that 

the LAPD stop data are not perfect, but find them to be of sufficient quality to recommend their use in 

our proposed studies. Moreover, we have provided assessments of the quality of the other data that we 

intend to use. 
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3.2.11 Auditing of Stop Data 

Any meaningful understanding of data quality requires some data auditing. Twelve of the 13 

jurisdictions employed some sort of auditing technique for stop data) 71 Nine audits were conducted by 

the police departments (CHP, Los Angeles County Sheriff's Department, San Jose, Charlotte- 

Mecklenburg, Columbus, Denver, Houston, New York, and Pittsburgh), while three were conducted by 

the outside researchers (Sacramento, San Diego, and Miami-Dade). 

Auditing techniques varied from jurisdiction to jurisdiction. The most frequent method 

employed was cross-checking electronic stop data against paper stop forms. This auditing technique 

guards against data entry errors but does not help catch errors made on the stop forms. A second 

auditing technique was cross-checking stop data against other independent data sources. These sources 

include citation records, radio calls (confirming a traffic stop with dispatch), information on citizen 

contact cards, and officer daily activity sheets. To check for accuracy, the Miami-Dade County study 

compared information on driver race captured by officers in the field to driver's license photographs. 

A third auditing approach involved interviewing police officers and drivers who were stopped and 

using the interview information to validate the data recorded on the forms. Another approach that 

some jurisdictions employed is called the supervisory review process, in which the stop data 

coordinator or supervisor reviewed submitted forms for completeness, accuracy, and the 

appropriateness of the stop recorded. Finally, in some jurisdictions, suspicious forms that suggest 

irregularities were investigated. The auditing techniques used by the City of Los Angeles (as detailed 

in Section 5.2. I) are consistent with or superior to the quality assurance measures adopted in these 

other jurisdictions. 

3.2.12 Feasibility of Determining Suspect Race 

In order to conduct a racially biased stop, officers must be able to assess the race of the person 

prior to the stop. 172 If officers cannot make a determination about race, regardless of whether they are 

correct in their assessment, then it is not possible to profile a person racially when making a stop. 

Two studies provided analysis of whether race could be identified by officers. Both concluded 

that in a large proportion of cases, officers could not identify race. In Sacramento, researchers 

concluded that, after ride-alongs with officers, race could not be identified prior to the stop in most 

=7= Data auditing techniques were not available for San Francisco. 
=72 Identification of  race may include the use of  indicators other than skin color, including clothing and vehicle 
characteristics. 
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cases. In Denver, officers self-reported that they could not identify race prior to a stop in 24 percent of 

pedestrian stops and 92 percent of motor vehicle stops. 

The results of Analysis Group's LAPD Ride-Along Study are reported in Chapter 4. LAPD 

officers were unable to identify race prior to the decision to make a stop in a significant portion of all 

stops, particularly stops of motor vehicles. We believe this finding has important implications for 

developing a reliable benchmark for a motor vehicle stop analysis. 

3.2.13 Types of Analyses Performed 

Two general types of analytical techniques were used in the studies: bivariate and multivariate 

analyses. As discussed in the literature review in Chapter 2, bivariate analyses examine the 

relationship between two variables, and multivariate analyses examine the relationship between more 

than two variables. As a result, a multivariate analysis can control for legitimate factors that explain 

stops, thereby allowing for more definitive conclusions regarding the relationship between the key 

variables of interest. Both bivariate and multivariate analyses may employ simple methods of analysis, 

such as summary statistics, or advanced statistical techniques, such as regression or hypothesis testing 

(e.g., t-tests or Chi-square tests). A regression analysis identifies and quantifies a relationship between 

variables. 

3.2.13.1 Stop Analyses 

All of the studies for which information was available (11 jurisdictions) conducted stop 

analyses of one sort or another. Three types of stop analyses were conducted in these jurisdictional 

studies: benchmark/baseline analyses; geographic disparity studies; and internal benchmarking (i.e., 

officer-to-officer comparisons). 

3.2.13.1.1 Benchmark/Baseline Analysis 

Table 3.5 presents the types of benchmark/baseline analyses used in the studies. All I 1 of the 

jurisdictions with available information conducted a benchmark/baseline analysis for stopsJ 73 

~n This includes Miami-Dade, where some information about the analyses in the forthcoming study was available. 
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Table 3.5 Types of Stop Benchmark/Baseline 

Types of 
Analysis 

Bivariate 

Multivariate 

Analyses 
Techniques 

Used 
Descriptive 
Advanced 
Descriptive 
Advanced 

# of % of 
Studies Total 

I 1 100% 
! 9% 
8 73% 
1 9% 

However, the type and sophistication of the analyses varied widely across the studies. All I 1 studies 

included bivariate descriptive analyses, such as cross-tabulations of stops by race. Eight of the I 1 

included multivariate descriptive analyses, which controlled for other relevant factors. Two studies 

included advanced techniques, such as regression analysis, in the benchmark/baseline analysis. One of 

these jurisdictions conducted bivariate advanced analyses and the other jurisdiction conducted 

multivariate advanced analyses. 

Based upon Analysis Group's review of the evolving law and literature, multivariate analyses, 

which control for other relevant factors affecting stop activity, are now widely considered a critical 

element to any study of potential race bias in policing. Analysis Group strongly recommends that all 

legitimate factors that are identifiable and measurable be included in all analyses. 

3.2.13.1.2 Geographic Disparity Analysis 

Table 3.6 presents the types of geographic disparity analyses that were used in the studies. Of 

the 11 jurisdictions for which Analysis Group has information, seven conducted some type of 

geographic disparity analysis. Four jurisdictions employed simple descriptive analyses. Three studies 

used more advanced techniques. 

Table 3.6 Types of Geographic 
Dis ,arity Analyses for Stops 

Types of 
Analysis 

Bivariate 

Multivariate 

Techniques 
Used 

Descriptive 
Advanced 
Descriptive 
Advanced 

# of % of 
Studies Total 

6 55% 
2 18% 
7 64% 
3 27% 
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In the jurisdictional studies reviewed, the geographic areas used as the units of comparison were 

police precincts or districts (in San Diego, San Francisco, San Jose, Columbus, and New York) and 

census blocks or tracts (in Sacramento and Charlotte-Mecklenburg). These geographic disparity 

studies, particularly the ones using more advanced techniques, were instrumental in providing a fuller 

evaluation of potential race bias in stop outcomes. 

3.2.13.1.3 Internal Benchmarking (Officer-to-Officer Comparisons) 

Only the Sacramento study used internal benchmarking to analyze stop data. The study 

compared stop activities between officers. Peer groups were developed based on the race of the officer 

that initiated the stop. Although internal benchmarking has not been widely implemented in previous 

studies, it is now emerging as one of the more frequently recommended types of analyses for the 

reasons discussed in Chapter 2 (~'ee Section 2.3.8.1.3). 

3.2.13.2 Post-Stop Analyses 

Most of the studies (10 of the I i jurisdictions for which information was available) conducted 

analyses of post-stop activities (i.e., searches and/or arrests). Generally, there were three types of 

analyses performed on post-stop data: benchmark analysis; geographic disparity analyses; and hit rate 

analyses. 

It is clear From these studies that a focus on post-stop activities can provide invaluable insight 

into the question of potential race bias. Analysis Group strongly recommends conducting analyses of 

post-stop activities. Although many of the jurisdictional studies reviewed employed simple hit rate 

analyses or descriptive benchmark and geographic disparity analyses, the use of more sophisticated 

approaches that allow for consideration of legitimate reasons for post-stop activities by officers was 

also prevalent. 

3.2.13.2.1 Benchmark Analysis 

Table 3.7 presents the types of post-stop benchmark analyses used in the studies. All l0 of the 

jurisdictions that conducted post-stop analyses used bivariate descriptive analyses, such as cross- 

tabulations of searches and/or arrests by race. However, four jurisdictions conducted multivariate 

descriptive analyses to control for other relevant factors. Two studies conducted advanced analyses, 

such as regression analysis, in the benchmark/baseline analysis. One of them conducted bivariate and 

multivariate advanced analyses and the other one conducted multivariate advanced analyses. 
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Table 3.7 Types of Post-Stop 
Benchmark Anal':ses 

Types of 
Analysis 

Bivariate 

Multivariate 

Techniques 
Used 

Descriptive 
Advanced 
Descriptive 
Advanced 

# of % of 
Studies Total 

10 91% 
I 9% 
4 36% 
2 18% 

3.2.13.2.2 Geographic Disparity Analysis 

Table 3.8 presents the types of geographic disparity analyses that were used for post-stop data. 

Of the I I jurisdictions for which Analysis Group has information, four conducted geographic disparity 

analyses for post-stop activity. Two studies employed simple descriptive analyses. The other two 

studies used more advanced techniques, one of which conducted a multivariate advanced analysis. 

Table 3.8 
Dispa 

Types of 
Analysis 

Bivariate 

Multivariate 

Types of Geographic 
ity Analyses for Post-Stops 

Techniques 
Used 

Descriptive 
Advanced 
Descriptive 
Advanced 

# of % of 
Studies Total 

3 27% 
2 18% 
3 27% 
I 9% 

In the jurisdictional studies that conducted post-stop geographic disparity analyses, the 

geographic areas that were used as the units of comparison were police precincts or districts (in San 

Diego, Columbus, and New York) and census blocks or tracts (in Charlotte-Mecklenburg). 

3.2.13.2.3 Search Hit Rate Analysis 

Seven of the I 0 studies conducted search hit rate analyses (i.e., outcome tests) to analyze 

whether outcomes of a search were systematically different for minorities and non-minorities. 

3.2.14 Types of External Benchmarks/Baselines 

To provide evidence of systematic racial profiling by law enforcement, the agency stop data 

must show that members of a certain race are stopped at a disproportionate rate compared to their 
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representation in the appropriate population, after controlling for all legitimate factors. Stop rates are 

calculated using the benchmark or baseline as the denominator, and the stop data as the numerator. 

As discussed in Chapter 2, there have been many proposed benchmarks/baselines. The most 

commonly used benchmark in the I I jurisdictions for which information was available was census 

data. 174 All but one of the ! i reports used census data as one of the benchmarks. Many of the studies 

acknowledged the shortcomings and criticisms of census data but still used them in at least some 

limited way. 

In attempts to address the deficiency of the census data, some studies employed other 

benchmarks, including state population estimates, traffic crash data, and crime data. The second most 

common benchmark after census data was traffic crash data, which was used, albeit differently, in two 

of the three studies. Benchmarks based on traffic data, such as traffic crashes, were used only to 

evaluate traffic stops. However, in studies that analyzed both pedestrian and motor vehicle stops, 

census data were used as a benchmark for both. 

The difficulties acknowledged by the authors of many of the jurisdictional studies in utilizing 

census data, together with Analysis Group's review of the literature, supports Analysis Group's 

conclusion that the inherent flaws associated with using census data as a benchmark outweigh any 

possible advantages (see Section 6.4 for further discussion). 

3.2.15 Other  Factors Analyzed 

The value of multivariate analysis of stops or searches is its ability to account for relevant 

determinants of the dependent variable (i.e., stops in a stop analysis or searches in a post-stop analysis). 

If these factors are not explained or accounted for, disparities in the proportion of stops or searches 

may be incorrectly attributed to racially biased policing. 

As previously noted, three studies included advanced multivariate analyses. Some of the main 

factors that were used to explain stops included crime, geography, police deployment, calls for service, 

public complaints, justifications for stops, and socioeconomic variables. Many of these factors were 

used in both stop and post-stop analyses. 

It is worth noting that some of the studies involved qualitative evaluations of other factors that 

wcrc deemed important to determining stops, even though they were not analyzed quantitatively. 

Factors that were mentioned but not utilized in quantitative analyses included suspect background, 

crime levels, rate of gang offenses, hit and run accidents, geography, deployment of police officers, 

m Census data includes population data from the U.S. Census and the California Department of Finance. CHP used the 
latter census data. 
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levels of calls for service, levels of public complaints, officer commendations, and whether persons 

stopped were probationers or parolees. 

3.2.16 Conclusions of the Studies 

Most of the studies found that minorities were overrepresented in stops, searches, and arrests 

when simply compared to benchmarks such as census data. However, in most cases, the authors of the 

studies found that legitimate factors affecting law enforcement activity explained the disparities. While 

some of the studies controlled for legitimate factors in quantitative analyses, many relied upon 

qualitative analyses of these factors. Of the studies in which quantitative and/or qualitative analyses of 

legitimate factors affecting law enforcement did not explain the disparities, a few suggested further 

investigation before any conclusions regarding racial bias could be made. 

3.2.17 Uses of Studies 

Despite the fact that many of the studies did not reach definitive conclusions regarding the 

existence of racially biased policing, they were still helpful in promoting communication with the 

public and media and developing training programs for officers. The results of nine of the studies were 

ultimately presented or will be presented to the public through public meetings. The findings from 

eight of the studies led to new training programs for police officers. For example, as a result of the 

Sacramento study, the Sacramento Police Department began sending officers to racial tolerance 

training sponsored by the Simon Wiesenthal Institute of the Anti-Defamation League and developed in- 

house racial tolerance training. Other police departments responded by: training officers to take more 

time with drivers whom they stop and to better explain the reasons for the stops; incorporating the 

findings of the study into training programs; and educating police officers as well as the public 

concerning the results of the study. Agencies that are continuing to collect data have added training 

programs to reinforce the need to complete stop forms properly. 

3.2.18 Suggestions for Further  Research 

Of the 10 jurisdictions with available reports, four provided suggestions for further research 

based on their experiences with collecting and analyzing data. These suggestions included: presenting 

analyses and results in a manner that is comprehensible to laypersons; validating data and measuring 

officer compliance rates for completing stop collection forms; improving benchmarking techniques; 

using more sophisticated techniques to analyze data; comparing results to other jurisdictions across the 

country; and collecting additional data in order to help analyze issues of racially biased policing. 
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Those data suggested for inclusion were: number of persons in stopped vehicles and their race; more 

information regarding post-stop outcomes; and additional years of data. 

3.3 Overall Themes Emerging from the Review of Jurisdictional Studies 

These jurisdictional studies have been performed over a number of years, with different 

jurisdictional attributes, and utilizing varied analytical approaches. Nonetheless, a number of important 

themes are shared across these jurisdictional studies. These common threads will help inform the 

development of appropriate methodologies for studying stop data collected by the City of Los Angeles. 

First, these jurisdictions generally showed evidence of large racial differences in stop rates or 

stop outcomes in the raw data. That is, when the data are presented with simple descriptive statistics, 

there is an appearance of a race pattern in stop activity. 

Second, the authors and researchers recognized the relevance that legitimate law enforcement 

activities might have on those patterns observed in the raw data. Although the level of complexity and 

sophistication varied across the studies, in most circumstances, the analysts attempted to account for 

these factors quantitatively. Most of the studies made a concerted effort to empirically identify and 

account for factors that had influenced stops, searches, and arrests, with the quality and the rigor of 

those efforts improving over time. For example, there has been excellent progress in the search for an 

appropriate and measurable traffic stop benchmark. Traffic crash data have been used in several 

studies and appear to hold some promise as a measurable and appropriate benchmark. 

Third, as the quality of the data and rigor of the studies improved, the strength of the 

conclusions the analysts were willing to draw improved, as well. The researchers generally recognized 

the limitations of the data available to them and the inherent weaknesses in some of the methodologies 

adopted, and qualified their conclusions appropriately. For example, although census data continue to 

be relied upon by some analysts, its shortcomings have become well known and recognized. Likewise, 

over simplified descriptive statistics, while sometimes presented in order to provide context, are not 

generally relied upon for making definitive conclusions. 

Fourth, when analysts have faced difficulties in reaching conclusions due to the inability to 

quantitatively account for all factors that may influence racial patterns in stop activity, they have turned 

to more qualitative factors that may shed light on those patterns. The researchers generally treated the 

quantitative analyses as one step in a broader analytical process for understanding any observed racial 

patterns in the stop data. 

Last, definitive conclusions about the presence or absence of racial profiling have been an 

anomaly. Most analysts were unwilling to offer definitive conclusions due to concerns regarding the 
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reliability of the data studied or the limitations of the methodologies employed. Nonetheless, 

researchers were able to offer valuable insight into the patterns observed in the raw stop data that 

would not have been available without the analyses they conducted. 

We take several lessons from the work of other researchers in these earlier jurisdictional 

studies. We recognize the importance of quantitatively accounting for as many legitimate factors as 

possible. Nonetheless, we anticipate that constraints on data may limit the extent to which conclusions 

can be reached on the basis of empirical analysis alone. We anticipate qualitative approaches may be 

needed to round out any findings. Moreover, while we believe a quantitative analysis will provide 

enormous insight into the issue, we do not anticipate such an approach will result in a definitive 

conclusion as to whether there is race profiling. 
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CHAPTER 4: RIDE-ALONG STUDY 

4.1 Introduction 

Understanding the relationship between the races of  persons stopped by the police and the 

population that is available to be stopped is critical to any investigation of racially biased policing. As 

discussed in the literature and jurisdictional reviews ( s e e  Chapters 2 and 3), significant difficulties exist 

in developing a reliable benchmark for motor vehicle stops. 

The major difficulty is finding a benchmark that accurately reflects the population at risk of 

being stopped. However, a more fundamental question is whether LAPD officers can determine the 

race of suspects prior to making stops. Simply put, if officers cannot make a determination about race, 

then it is not possible to racially profile when making stops. Some previous research has indicated that 

law enforcement officers in other jurisdictions were unable to determine race prior to a stop in a 

sign i ficant proportion of stops.~75 In order to investigate whether the identification of race in Los 

Angeles is problematic, Analysis Group conducted surveys during ride-alongs with LAPD officers. 

This chapter presents the results of this ride-along study. First, we determine whether LAPD 

officers can make a determination about the race of suspects prior to stops) 76 Second, given the unique 

opportunity to observe officer behavior prior to, during, and subsequent to stops, Analysis Group 

gathered other data that give context to stop and search activity of LAPD officers. 

4.2 Ride-Along Survey Background and Methodologies 

In order to gather data from ride-alongs with officers, Analysis Group developed and 

implemented a survey. This section describes the survey methodology, survey instrument, and 

implementation of the survey instrument. 

4.2.1 Sampling Plan 

In order to obtain a reliable sample, 570 hours were scheduled for observing officers in the 

field. Because these hours were broken up into five-hour shi~s, a total of 114 ride-alongs were 

completed. All of the ride-alongs were conducted with patrol officers, whose responsibilities include 

patrolling the City, enforcing traffic laws, investigating crimes, and responding to calls for service. 

Traffic officers, whose primary responsibilities are only enforcing traffic laws and dealing with 

~75 See  Section 3.2.12. Also see Smith and Alpert (2002); Thomas and Hansen (2004); University of Southern California 
School of Policy, Planning, and Development (2004). 
~76 It should be noted that the Ride-Along Study did not concern itself with the correctness of officers' determination of race 
since only officer perception is at issue when it comes to racially biased policing. 
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accidents, were not observed because motorcycle officers constitute the majority of  traffic officers 

making stops (approximately 90 percent) and observers could not ride with them. The exclusion of  

traffic officers from the ride-alongs is unlikely to have a significant effect on the principal results of  the 

ride-alongs - whether officers can identify race. Although traffic officers are more likely than patrol 

officers to use more objective means of  identifying traffic violators (e.g., radar), they have the same 

opportunities to identify the race of  violators. ~77 

The sampling plan was designed to provide a broadly representative cross-section of  LAPD 

activities during the period of  observation. Creating the sampling plan consisted of  two steps. First, 

the geographic areas were randomly selected. Since stop data is recorded by police RD, Analysis 

Group randomly chose 114 RDs with at least 100 stops in the most recent six-month period for which 

FDR stop data were available (July I, 2003, through December 31, 2003). 178 The restriction on the 

number  of  stops ensured that only areas with a significant number of  stops were included in ride- 

alongs. 179 The minimum number of  stops was determined by inspection of  the stop data in order to 

exclude RDs with only minimal numbers of  stops. ~8° 

The second step of  the sampling plan was the random assignment o f  each selected RD to an 

observer shin consisting of  a day of  the week and time of  day. In order to evenly disperse the ride- 

alongs across the days o f  the week, an equal number o f  shifts were assigned to each day. Ride-alongs 

were conducted every day of  the week in order to account for motor vehicle and pedestrian activity that 

may be unique to certain days (e.g., weekends). Since there were 114 ride-alongs and seven days o f  

the week, five days o f  the week were assigned 16 shifts and two days were assigned 17 shifts. The two 

days with 17 shifts (Tuesday and Saturday) were randomly selected. In order to get an even 

representation of  day and night ride-alongs, the number o f  day shifts (7 a.m. to 5 p.m.) was set to equal 

the number  of  night shifts (8 p.m. to I a.m.). Day and night ride-aiongs were conducted in order to 

account  for motor vehicle and pedestrian activity and the ability to determine race, both of  which are 

likely to differ based on lighting conditions. Since observer shifts were only five hours each, the day 

shifts were divided into two groups: morning (7 a.m. to 12 p.m.) and afternoon (12 p.m. to 5 p.m.). 

Table 4. I lists the observer shifts by day of  the week and time of  day. 

~77 If traffic officers could not identify race as readily as patrol officers, it would have the effect of lowering our reported 
rate at which officers can determine race (presented later in this chapter). 
~8 Of the 1,473 RDs, 1,039 had fewer than 100 stops. A large number of these had only one stop recorded. 
~9 Even if the racial distribution of those stopped is different from that of the City as a whole, there is no reason to expect 
bias in the ability to discern race. 
~s0 Of the 1,473 RDs in the stop data, 1,039 had fewer than 100 stops. A large number of these had only one stop recorded. 
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Table 4.1 Sampling Plan 
Time of Day Sunday Monday Tuesday Wednesday Thursday Friday Saturday Sunday 

Morning 4 4 4 4 4 4 4 4 
Afternoon 4 4 5 4 4 4 4 4 

Night 8 8 8 8 8 8 9 8 
Total 16 16 17 16 16 16 17 16 

4.2.2 Ride-Along Observers 

Nine observers conducted the ride-along surveys. The observers were independent contractors 

with Analysis Group. Five of  them were women and four were men. Five were white, one was black, 

and three were Asian. All of  them were either in college or had received a college degree. None of  

them had any law enforcement background or affiliation, although two had taken courses in criminal 

justice. Observers were screened prior to participating in this project to ensure their impartiality 

regarding the subject of  racially biased policing) sl 

Ride-along observers were provided approximately six hours of  training. This included training 

on the ride-along survey instrument, instructions on completing surveys and electronic data entry, 

observational techniques, safety procedures, and administrative issues. The observers were not 

provided training regarding FDR forms, law enforcement in general, police procedures outside those 

necessary for the ride-alongs, or the law. Ride-along observers were randomly assigned to shifts, alter 

accounting for their availabilities. 

4.2.3 Survey Instrument 

Analysis Group developed a survey instrument for the ride-alongs utilizing standard surveying 

principles and techniques. These principles and techniques have been used by members of  the 

Analysis Group team for similar purposes in other jurisdictions. 182 The survey consisted of  45 

questions and was 10 pages in length. Appendix E provides the survey instrument utilized during ride- 

alongs. 

The survey instrument was reviewed by the City of  Los Angeles, the LAPD, and the Police 

Protective League prior to its use. The substance of  the survey instrument was not altered as a result of 

~8~ Ride-along observers were questioned regarding whether they had ever been a law enforcement officer, whether any 
family members had ever been law enforcement officers, and generally if they could be objective in their role as an 
observer. 
rs2 Jurisdictions include Miami-Dade, Florida (Miami-Dade Police Department) and Savannah, Georgia (Savannah- 
Chatham Metropolitan Police Department). 
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these reviews. The identity of individual officers remained anonymous in order to encourage officer 

cooperation and candid responses. 

The survey was designed with two purposes in mind. The first purpose was the primary goal of 

the ride-alongs - to determine whether patrol officers and observers could determine the race or gender 

of suspects before and during stops. This goal was achieved through survey questions 13, 18, and 22. 

These questions were asked directly of the officers during or at the conclusion of a stop. Question 13 

asked for the determination of race when the officer first formed suspicion or observed the violation. 

Question 18 asked for the determination of race when the officer initiated the stop. Question 22 asked 

whether the determination of race changed after the officer made contact with the suspect and, if so, 

what was the officer's ultimate perception. 

The second purpose was to gain operational context regarding police stops. This included 

information relating to the nature of the stops observed, the areas in which they occurred, the outcomes 

of stops, and the demeanor of the officers and persons stopped. This objective was satisfied through 

responses to the remainder of the questions on the survey instrument. 

4.2.4 Survey Implementation 

For each ride-along, the designated observer reported to the area station that served the 

randomly selected RD in which the ride-along was scheduled. The observer was assigned by the 

division watch commander to a patrol vehicle covering that RD. Observers were assigned only to 

patrol vehicles without cruiser shields (i.e., partitions dividing front and back seats), thus allowing for 

greater viewing capabilities. 

For all ride-alongs, there were two officers per patrol vehicle. Therefore, the observer remained 

in the back seat of the patrol vehicle. However, at each stop, the observer exited the patrol vehicle and 

remained behind the open back door of the vehicle in order to observe and listen to police-public 

encounters. At all times, observers were required to follow all directions of officers regarding safety, 

including position within or outside the patrol vehicle. Furthermore, observers were required to wear a 

bulletproof vest during ride-alongs. At the conclusion of each ride-along, observers were dropped off 

at the area station. 

Observers were instructed to complete a field observation survey each time an officer with 

whom they were riding observed a violation or otherwise developed suspicion that a traffic or penal 
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code violation may have occurred or was about to occur. Is3 i ra  suspicion did not ultimately lead to a 

stop, data were recorded regarding only the suspicion (i.e., observers stopped at survey question 16). 

The survey instrument was completed by the observer. Many context questions were 

completed by the observer during the suspicion or stop. However, many survey questions also required 

the observations of  the officer. Therefore, observers recorded the responses of  officers at the 

completion of  the stop so as not to distract the officers and create potentially dangerous situations. 

Observers asked and recorded answers only to the questions on the survey instrument. 

All ride-alongs were conducted between Saturday, May 19, 2004, and Friday, June 18, 2004. 

Eleven ride-alongs had to be rescheduled throughout the ride-along program. Only one of  the ride- 

alongs required a change in the shift (required a change of  day but not time or RD). Ten of  the I 1 ride- 

alongs that had to be rescheduled were made up by another ride-along observer. 

4.3 Survey Data and Data Auditing 

Upon concluding each ride-along, observers reviewed each completed survey for 

comprehensiveness and accuracy and entered the data into an electronic database. Each electronic 

database was promptly submitted to Analysis Group. Upon receipt, these data were reviewed and 

merged into the master ride-along results database at Analysis Group's office. Appendix E includes 

summary statistics for each survey question (in bold italics). 

Data were audited by Analysis Group staff to ensure completeness and accuracy. Several data 

auditing techniques were applied to the survey data. First, a random sample of  electronic data 

submitted by observers was verified against hard copies of  the completed surveys. The random sample 

comprised 8 percent o f  all completed surveys. Of the nearly 1,290 fields of  data audited, only two 

errors were found and subsequently corrected. This represents an error rate of  0.2 percent. 

The second data auditing technique was a set of  consistency checks within each survey to 

ensure that survey responses were accurately recorded. In other words, if some survey questions are 

answered a certain way, subsequent survey questions must be answered in a particular way. For 

instance, if in survey question 1 I, the answer was greater than zero for a motor vehicle stop (i.e., there 

were passengers in the motor vehicle), then survey questions 24, 25, and 26 must have answers of  Yes, 

No, or Unknown for the Passenger. An answer of  Not Applicable would not be valid in this case 

because the answer to survey question I 1 indicates that there were passengers. If there were no 

~ss In most cases, it was readily apparent to observers when suspicions were being formed (e.g., by the actions of officers or 
communications by or between the officers). If there was any uncertainty about whether a suspicion was being formed in a 
particular situation, observers were instructed to ask officers. 
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passengers,  then survey question 1 1 should have been marked zero.  Consis tency checks were  

conduc ted  as data was submitted electronically.  As the first sets o f  r ide-along results were analyzed,  

several  inconsistencies were found, including inconsis tency between survey question 1 1 and survey 

quest ions  24 through 26. Fol lowing discussions with r ide-along observers ,  all inconsistencies were 

correc ted  and clarifications were made to observers to ensure the accuracy  o f  data. 

The  third data auditing technique was a compar ison o f  survey results to stop data collected by 

off icers  on the FDR forms. Since the FDR number  associated with each stop was recorded on each 

survey,  Analysis  Group was able to verify some information across the two data sources. For all data 

f ields in c o m m o n  between the FDR and survey instrument (1,464 data fields),~s4 the d iscrepancy rate 

was 9 percent,  t85 For off icers '  perception o f  race alone, the d iscrepancy rate was 6 percent.  ~s6 Because 

it is not clear whether  the errors were on the completed surveys,  the FDRs or both, no changes were 

m a de  to the survey data. A detailed analysis o f  these discrepancies  by officer, observer,  and area 

revealed  no systematic patterns. 

Diagnostics were also performed to determine whether  there were any unusual patterns in the 

data that may  be indicative o f  a problem with the responses by observers  or officers.  First, r ide-along 

su rvey  results were analyzed by observer  in order to de termine  whether  there were any peculiarities or 

errors  isolated to particular observers.  No unusual responses  or patterns were found. Second,  off icers '  

answers  were compared  with those o f  observers  in order to identify any potential errors by the off icers  

'84 Nine data fields from the ride-along survey instrument were compared. These include Questions 2 (pedestrian or motor 
vehicle stop), 17 (gender of suspect), 18-22 (race of suspect; see description in footnote 186), 24-26, and three pieces of 
information from the top of the survey (Date, Reporting District, and Division). Officer's perception (not observer's 
perception) was used when available. Time of the stop (also from the top of the survey) was excluded from this comparison 
because the answers were estimates and unlikely to perfectly match. Since there were 186 observations recorded as stops 
by ride-along observers, there were 1,674 potential fields for comparison (9 fields times 186 stops). However, 210 fields 
were not available for comparison (135 fields could not be compared because an FDR was not completed by officers for 15 
of the ride-along stops; 27 fields could not be compared because the LAPD could not find FDR booklets containing the stop 
forms for three ride-along stops; 37 fields could not be compared because the answer to a survey question was not 
comparable to the possible choices for an FDR field (e.g., observers recorded unknown or unable to determine); and I I 
fields could not be compared because observers were unable to gather the necessary data (e.g., ride-along shift ended before 
the entire survey could be completed). See Appendix F for a diagram of the relationship between ride-along observations 
and LAPD FDR data. 
t83 The discrepancy rate for the data field indicating the RD in which the stop occurred was 25 percent. We reviewed these 
RD discrepancies and identified likely reasons for one-half of them. Therefore, the unexplained discrepancy rate for the RD 
field was I I percent. The primary reasons for the discrepancies were transposition errors and confusion over the RD in 
which the stop took place (i.e., RD communicated to the observer by the officer was adjacent geographically to the RD 
recorded by the officer on the FDR). The discrepancy rate for the RE) field was consistent with that found in the LAPD 
Motor Vehicle and Pedestrian Stop Data Collection Audit, Fourth Quarter- Fiscal Year 2003/2004. 
~s6 Race as recorded by officers on FDRs was compared to officers' perceptions of race as recorded by observers on the 
completed surveys. For race recorded on the surveys, the officers' final perception of race after contact with the suspect 
(Question 18 plus Question 22) was used since it appears that officers are more likely to record their final perception of race 
on the FDR (see Section 4.4.7 for comparison of race reported by officers on FDRs and officers' determination of race as 
reported by observers on the survey). 
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or observers. No meaningful  inconsistencies were found. The most common finding was that officers 

were better able than observers to discern race at the time o f  suspicion or stop. This was expected 

because officers are highly trained observers. 

4.4 Analysis of  Survey Results Related to Motor Vehicle Benchmarking 

In this section, we present the major findings o f  our analysis o f  the ride-along survey data related to 

motor  vehicle benchmarking,  including the following: ride-along summary  statistics; context o f  

observations; perceptions o f  suspect race when suspicion was formed; perceptions o f  suspect race when 

off icer  initiated stop; and perceptions o f  suspect race after officer contacted the suspect. 

4.4.1 Ride-Alongs Summary Statistics 

Approximately 570 hours were spent observing patrol officers in the field. As shown in Table 

4.2, ride-alongs were conducted in all 18 LAPD patrol areas that constitute the service area o f  the 

LAPD.  Further, the dispersion o f  stops across areas closely mirrored the LAPD stop activity from 

January 2002 through March 2004. 

Table 4.2 Comparison of  Ride-Along Observations to FDR Data by Area 

Number of Percent of Number of Percent of 
Patrol Observations Total Stops Total Stops LAPD Stops* Percent of 
Area (Stops + Suspicions) Observations Observed Observed (All FDR data) LAPD Stops* 

I I 0 4% 7 4% 81,377 6% 
2 25 9% 16 9% 69,754 6% 
3 13 5% 6 3% 64,734 5% 
4 13 5% 7 4% 43,152 3% 
5 2 1% 2 1% 47,359 4% 
6 24 9% 18 10% 92,158 7% 
7 23 9% 15 8% 86,682 7% 
8 25 9% 24 13% 72,234 6% 
9 I I 4% 7 4% 88,835 7% 
I 0 15 6% 12 6% 63,229 5% 
II 8 3% 8 4% 48,736 4% 
12 19 7% I I 6% 71,424 6% 
13 5 2% 4 2% 53,177 4% 
14 34 13% 24 13% 126,322 10% 
15 8 3% 8 4% 55,641 4% 
16 12 5% I 1 6% 66,482 5% 
17 4 2% 2 1% 74,972 6% 
18 13 5% 4 2% 47,211 4% 

Total 264 100% i 86 1 0 0 %  1,253~479 ! 00% 
The total number of stops by LAPD officers from July 2002 through March 2004 was 1,256,186. There were 2,707 

stops excluded because either no area was reported or stops were made by specialized units (e.g., detective support, 
financial crimes, burglary/auto theft, juvenile, narcotics, and air support) not necessarily connected to one of the 18 areas 
or stops made by LAPD outside of the City of Los Angeles. Stops made by specialized units represent unique reporting 
situations. Percent of LAPD stops may not total to 100% due to rounding. 
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The observations (i.e., suspicions plus stops) were also well distributed across the time of day. 

Thirty-six percent were conducted during the morning (7 a.m. to 1 i:59 a.m.), 24 percent during the 

atternoon (12 p.m. to 5 p.m.), and 40 percent at night (8 p.m. to I a.m.). Is7 As shown in Table 4.3, the 

observations were also evenly dispersed across the days of  the week. 

Table 4.3 Ride-Along 
Observations by Day of Week 

Day of Number of Percent of 
Week Observations Observations 

Sunday 33 13% 
Monday 46 17% 
Tuesday 31 12% 
Wednesday 31 12% 
Thursday 35 13% 
Friday 37 14% 
Saturday 51 19% 
Total 264 100% 

4.4.2 Context of Observations 

Overall, of the 264 observations, suspected traffic violations accounted for the greatest number 

of observations recorded (44 percent). Criminal violations (26 percent), pedestrian violations (11 

percent), possible crime victims (8 percent), and "other" complainants (12 percent) made up the 

remainder of the observations. ~88 Approximately half of the observations involved motor vehicles (45 

percent drivers, 2 percent passengers) and approximately half involved pedestrians (53 percent). 

In about 40 percent of observations, officers received some type of information about the 

vehicle or person that led the officer to become suspicious. In most of these cases, this information 

came from a radio call to which the officer was directed to respond. Thus, in a significant number of  

observations, officers' discretionary decisions regarding whom to stop were at least partially guided by 

information provided to them by dispatch. 

Survey questions 6 through I 0 asked officers to describe the area immediately surrounding the 

location where suspicion was formed or a stop was made. With respect to the predominant racial 

makeup of the areas where observations occurred, the most frequently occurring category was Hispanic 

(35 percent), followed by other (25 percent), black (20 percent), white (19 percent), and Asian (1 

)87 Nighttime observations include one that occurred a few minutes before 8 p.m. (a ride-along shift got started a few 
minutes early) and another that occurred a few minutes atter I a.m. (a ride-along shift ran a few minutes late). 
=88 Sum of percentages does not equal 100 percent because of rounding. 
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percent). Most observations occurred in residential areas (39 percent), followed closely by 

observations in commercial areas (36 percent) and mixed-use areas (24 percent). Officers frequently 

identified the areas where observations occurred as high crime locations (46 percent) with high levels 

of gang activity (38 percent) and drug activity (49 percent). Only 26 percent of the observations 

occurred in areas that officers identified as having low or almost no crime. 

As shown in Table 4.2 and Appendix F, the majority of observations ultimately led to stops. Of 

the 264 observations that were recorded during the ride-alongs, 186 (70 percent) lead to stops. For 

suspicions (i.e., observations that did not lead to stops), most were the result of information about the 

vehicle, driver, passenger, or pedestrian provided by dispatch or via conversations with the public (53 

of the 78 suspicions or 68 percent). Alternatively, a much smaller percentage of stops were the result 

of information provided by dispatch or via conversations with the public (53 of the 186 stops or 28 

percent). 

4.4.3 Perceptions of Suspect Race when Suspicion was Formed 

The survey captured officers' and observers' perceptions of the race, gender, clothing, and 

distinctive features of suspects when officers first formed suspicion or observed a violation. Later 

survey questions captured most of this same information at the point when officers made the decision 

to stop a person and after officers made face-to-face contact with a person. 

As shown in Table 4.4, at the point when suspicion was initially formed or a violation was 

observed, both officers and observers were able to assess the perceived race of pedestrians in 

approximately 75 percent of the daytime observations, ts9 

Table 4.4 Daytime Observations of 
Pedestrian Race when Suspicion was Formed 

Officers Observers 
Race Number Percent Number Percent 
White 12 15% 12 15% 
Black 22 28% 21 27% 
Hispanic 21 27% 23 29% 
Asian 2 3% 2 3% 
American Indian 0 0% 0 0% 
None of  the above 0 0% 0 0% 
Unable to determine 21 27% 20 26% 
Total 78 100% 78 100% 

~s9 Daytime is considered to be between the hours of  5:45 a.m. and 8 p.m. Nighttime is considered to be between 8:01 p.m. 
and 5:44 a.m. Daytime and nighttime hours are calculated using the average sunrise and sunset times from 5/22/04 and 
6/18/04, the first and last dates of  the ride-alongs. 
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Not surprisingly, officers and observers were better at assessing race during the day than at 

night. As shown in Table 4.5, in just over one-third o f  the nighttime cases officers or observers were 

unable to determine race o f  pedestrians when suspicion was first formed. 

Table 4.5 Nightt ime Observat ions  of  
Pedestrian Race when Suspic ion was Formed 

Officers Observers 
Race Number Percent Number Percent 
White 3 5% 3 5% 
Black 18 31% 17 29% 
Hispanic 16 28% 16 28% 
Asian I 2% I 2% 
American Indian 0 0% 0 0% 
None of the above 0 0% 0 0% 
Unable to determine 20 34% 21 36% 
Total 58 100% 58 100% 

The ability o f  officers and observers to identify the race of  persons stopped was significantly 

lower when the suspect was inside a motor vehicle. As shown in Table 4.6, the percentage of  officers 

and observers who indicated that they were unable to determine the race o f  a motorist when suspicion 

was formed or a violation was observed was 63 percent and 70 percent, respectively, for daytime 

observations. 

Table 4.6 Dayt ime Observat ions  of  
Vehicle Occupant  Race when Suspic ion was Formed 

Officers Observers 
Race Number Percent Number Percent 
White 5 7% 5 7% 
Black 13 17% 7 9% 
Hispanic I 0 13% I 1 14% 
Asian 0 0% 0 0% 
American Indian 0 0% 0 0% 
None of the above 0 0% 0 0% 
Unable to determine 48 63% 53 70% 
Total 76 100% 76 100% 

As shown in Table 4.7, the percentage o f  unknowns increased to 65 percent and 74 percent for officers 

and observers, respectively, for nighttime observations. 
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Table 4.7 Nightt ime Observations of  
Vehicle Occupant Race when Suspicion was Formed 

Officers Observers 
Race Number Percent Number Percent 
White 4 9% 3 7% 
Black 2 4% 2 4% 
Hispanic 9 20% 7 15% 
Asian I 2% 0 0% 
American Indian 0 0% 0 0% 
None of the above 0 0% 0 0% 
Unable to determine 30 65% 34 74% 
Total 46 100% 46 100% 

Finally, neither officers nor observers were able to identify suspects' clothing or other 

distinctive features in most cases when suspicion was formed or a violation was observed. Observers 

indicated that they could see what the suspect was wearing in only 26 percent o f  all observations. The 

ability to identify distinctive features, such as tattoos or gang paraphernalia, was even lower: 8 percent 

for officers and 5 percent for observers. Out of  the 20 cases in which distinctive features were 

identified by officers, 15 involved perceived gang-related tattoos, clothing, or hairstyles (including 

shaved heads). Each of  these 15 persons was identified as either black or Hispanic by both the officers 

and the observers. 

4.4.4 Perceptions of  Suspect Race when Officer Initiated Stop 

The point at which officers initiate a stop is perhaps the most crucial decision-making point 

because it represents the point at which they actually intervene in a person's affairs and detain him or 

her. Tables 4.8 and 4.9 present observation data on pedestrian stops during the daytime and nighttime, 

respectively. 

Race 

Table 4.8 Daytime Observations of  
Pedestrian Race when Stop was Initiated 

Officers Observers 
Number Percent Number Percent 

White I I 27% 12 29% 
Black I 0 24% I 0 24% 
Hispanic 17 41% 16 39% 
Asian I 2% I 2% 
American Indian I 2% 0 0% 
None of the above 0 0% 0 0% 
Unable to determine I 2% 2 5% 
Total 41 100% 41 100% 
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Race 

Table 4.9 Nightt ime Observat ions  of  
Pedestrian Race when Stop was Initiated 

Officers Observers 
Number Percent Number Percent 

White 3 8% 3 8% 
Black 16 43% 14 38% 
Hispanic 14 38% 13 35% 
Asian I 3% I 3% 
American Indian 0 0% 0 0% 
None of the above 0 0% 0 0% 
Unable to determine 3 8% 6 16% 
Total 37 100% 37 100% 

Overall, these findings indicate that officers are usually able to determine the race of  

pedestrians when they make the decision to initiate stops. The results also indicate that officers and 

observers were much better at identifying race when a stop was initiated (98 percent of  daytime stops 

and 92 percent of  nighttime stops for officers; 95 percent o f  daytime stops and 84 percent of  nighttime 

stops for observers [see Tables 4.8 and 4.9]) than when suspicion was initially formed (73 percent o f  

daytime stops and 66 percent of  nighttime stops for officers; 74 percent of  daytime stops and 64 

percent of  nighttime stops for officers [see Tables 4.4 and 4.5]). In most cases, both officers and 

observers were able to assess race when a stop was initiated, particularly during daylight hours. 

Further, officers were much better at identifying race than were observers. Observers' inability to 

determine race at the time a stop was initiated was twice that of  officers. This perception gap between 

officers and observers is not unexpected. Officers are trained observers. 

The percentage of  stops in which race could not be identified when the stop was initiated was 

greater for motor vehicle stops than for pedestrian stops. According to Tables 4.10 and 4.1 i, officers 

were unable to determine race at the time a stop was initiated in 21 percent of  daytime vehicle stops 

and 32 percent of  nighttime vehicle stops. As with pedestrian stops, officers and observers were much 

better able to identify race when a motor vehicle stop was initiated (79 percent of  daytime stops and 68 

percent of  nighttime stops for officers; 61 percent of  daytime stops and 51 percent of nighttime stops 

for observers [see Tables 4. I 0 and 4. I 1 ]) than when suspicion was initially formed (37 percent of  

daytime stops and 35 percent of  nighttime stops for officers; 30 percent of  daytime stops and 26 

percent of  nighttime stops for officers [see Tables 4.6 and 4.7]). Officers were also much better able to 

identify race than were observers. 
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Table 4.10 Daytime Observations of Motor 
Vehicle Occupant Race when Stop was Initiated 

Officers Observers 

Race Number Percent Number Percent 
White 17 25% 14 21% 
Black 15 22% 12 18% 
Hispanic 16 24% 15 22% 
Asian I I% 0 0% 
American Indian 0 0% 0 0% 
None of  the above 4 6% 0 0% 
Unable to determine 14 21% 26 39% 
Total 67 100% 67 100% 

Table 4.11 Nighttime Observations of Motor 
Vehicle Occupant Race when Stop was Initiated 

Officers Observers 

Race Number Percent Number Percent 
White 9 22% 6 15% 
Black 8 20% 5 12% 
Hispanic 10 24% 8 20% 
Asian I 2% 2 5% 
American Indian 0 0% 0 0% 
None of  the above 0 0% 0 0% 
Unable to determine 13 32% 20 49% 
Total 41 100% 41 100% 

It is worth noting that there were only three cases (three percent of motor vehicle observations 

when stops were initiated) where observers perceived a vehicle occupant to be a racial minority when 

officers indicated that the person was white. In each of those cases, the observer perceived the person 

to be Hispanic. Given the difficulties with identifying Hispanics in an observational setting, this result 

is not surprising. ~9° 

4.4.5 Perceptions of Suspect Race after Officer Contacted the Suspect 

Question 22 of the survey queried whether officers' and observers' racial perceptions changed 

after officers made contact with the suspect. In the case of officers, 2 percent changed their minds 

about the perceived race of the suspect once they contacted them, while 14 percent went from unable- 

to-determine to a particular race. For observers, 5 percent changed their minds about the perceived 

race, while 12 percent went from unable to determine to a particular race. No clear patterns emerged 

tgo Smith and Alpert (2002), Engel and Calnon (2003), Fridell (2004), and Withrow (2004) discuss the difficulties in 
distinguishing Hispanics, Asians, Native Americans, and other racial groups given speed of  vehicles under observation, 
lighting conditions, traffic conditions, and tinted windows. 
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from the data regarding how perceptions changed. In some cases, officers and observers initially 

perceived the suspect to be a minority but atter contact changed their racial perceptions to white. In 

other cases, the opposite was true and racial perceptions changed from white to minority. 

4.4.6 Change in Officers' Perceptions of Suspect Race 

Officers' perception of  race is a key variable in the analysis o f  racially biased policing. If 

policing is racially biased, that bias may manifest itself in a number of  decisions - such as the decision 

to stop, search, or issue a citation - depending upon the perceived race o f  the suspect at the time the 

discretionary decision is made. 

Table 4.12 presents a comparison of  officers' perception of  race when suspicion was formed 

(Question 13 on the ride-along survey) to their perception when the stop was initiated (Question 18 on 

the ride-along survey). TM 

Table 4.12 Officer ~tion of Race in )uestions 13 and 18 

Race White Black 
w.i. o 
Black 20 

Hispanic 0 I 
Asian 0 0 

I American Indian 0 0 

None of Above O 0 03 
i Can't Determine 

Total 40 49 

)ucstion I ~ - I)ccisi(m to Stt) I 
American None of Can't 

Hispanic Asian Indian Above Determine Total 
0 0 0 0 0 20 
0 0 0 0 0 35 

41 0 0 0 0 42 
0 3 0 0 0 3 
0 0 0 0 0 0 
0 0 0 0 0 0 
16 I 1 4 31 86 
57 4 1 4 31 186 

As shown in the diagonal o f  the table (designated by bold italics), officers' perception did not 

change the majority o f  the time. In 70 percent o f  the observations (130 of  186 observations), officers'  

perception of  suspect race when the suspicion was formed was the same as their perception when the 

stop was initiated. However, this includes the cases where officers answered "unable to determine" in 

question 13 (86 observations), if  these cases are excluded, then we have the percentage of  observations 

in which officers determined the same race in both questions - 99 percent (99 of  100 observations). An 

interesting finding is that officers' perceptions of  race changed in only one case. In that instance, the 

race was initially determined to be Hispanic and subsequently changed to black at the time the stop was 

initiated. 

~9~ This and the following four tables present only the ride-along observations for which stops were made (I 86 
observations). Suspicions cannot be included because a stop was not made and Question 18 and 22 were not asked. 
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Overall, these findings tell us that that there was a significant degree of  uncertainty among 

officers regarding the race of  suspects when a suspicion was first formed (86 of  186 observations, or 46 

percent). But more officers were able to determine race at the time a stop was initiated. However, in 

17 percent of  the cases (31 observations), officers were still unable to determine race when a stop was 

initiated.f°2 

Table 4.13 presents a comparison of  officers' perception o f  race when the stop was initiated 

(Question 18 on the ride-along survey) to their perception when contact was made with the suspect 

(Question 22 on the ride-along survey). 

Race White Black Hispanic Asian Indian Above Determine Total 
White 40 0 0 0 0 0 0 40 
Black I 48 0 0 0 0 0 49 

Hispanic I 0 55 0 0 i 0 57 
Asian 0 0 0 4 0 0 0 4 

American Indian 0 0 0 0 I 0 0 I 
None of Above 0 0 0 0 0 4 0 4 

Can't Determine 12 5 8 I 0 0 5 31 
Total 54 53 63 5 I 5 5 186 

As shown in the diagonal of  the table (designated by bold italics), officers' perception did not 

change the majority o f  the time. In 84 percent o f  the observations (I 57 o f  186 observations), officers'  

perception of  suspect race when they initiated the stop was the same as their perception when they 

made contact with the person. This includes the cases where officers answered "unable to determine" 

for question 18 (31 observations), l f these cases are excluded, we see that in 98 percent (I 52 o f  155 

observations) of  the observations officers perceived the same race in both questions. From survey 

questions 18 to 22, officers changed their determination o f  race in only three observations. One 

changed from black to white; another changed from Hispanic to white; and a third went from Hispanic 

to none of  the above. 

Overall, the data gathered during the ride-alongs are instructive because they indicate that an 

officer 's  initial perception o f  race, which is currently captured on the FDR, may change or become 

known once the officer makes contact with a person. Thus, any post-stop decisions will necessarily 

Jg= Although officers were able to choose "unable to determine" as an answer to our race questions, they do not have that 
option when completing FDRs. Therefore, if officers are unsure of the race, they must wait to fill out the FDR until their 
first determination is made or else make their best guess. 
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reflect what race the officer perceives the person to be after the stop occurs rather than when the officer 

first perceives the person's race, which may occur before the stop itself. 

4.4.7 When is Race Determined by Officers? 

An important question is raised by the foregoing findings: When is race initially being 

determined and recorded by officers on the FDR? The answer to this question has meaningful 

implications for the types of analyses that should be performed in a study to determine whether 

policing is racially biased. The answer to this question may be gleaned from a comparison of answers 

to the race questions on the ride-along surveys (questions 18 and 22) and the race recorded by officers 

on the FDRs for these stops. Table 4.14 presents a comparison of officers' perception of race when a 

stop was initiated (survey question 18) and that recorded on the FDR. As shown in the table, the race 

recorded in question 18 was in agreement 92 percent of the time with that recorded by officers on the 

FDRs (I 27 of 138 observations). 

Table 

American None of 
Race White Black Hispanic Asian Indian Above Total 

White 33 0 3 0 0 0 36 
Black 0 38 2 0 0 0 40 

Hispanic 4 I 49 0 0 0 54 
Asian 0 0 0 3 0 0 3 

American Indian 0 0 0 0 I 0 I 
None of Above 0 0 I 0 0 3 4 

C a n ' t  Determine 13 8 8 I 0 0 30 
Total (Excluding 37 39 55 3 I 3 138 
Can ' t  Determine~ 

Table 4.15 presents a comparison of officers' perception of race after contact was made (survey 

question 22) and that recorded on the FDR. The table shows that, the race recorded in question 22 was 

in agreement 94 percent of the time with that recorded by officers on the FDRs (154 of 164 

observations). Compared to the percent of matches between survey question 18 and the FDR data, we 

find that the answers to survey question 22 more closely resemble the suspect race recorded on the 

FDRs. This implies that officers may already be recording race based on the totality of the information 

gathered from a stop, and not just from their initial perception. 
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Table 4.15 Identification of Race at Question 22 vs. FDRs* 

Total 
White 46 0 3 0 0 0 49 
Black 0 43 2 0 0 0 45 

Hispanic 2 I 57 0 0 0 60 
Asian 0 0 0 4 0 0 4 

American Indian 0 0 0 0 I 0 I 
None of  Above I 0 I 0 0 3 5 

Can't Determine I 3 0 0 0 0 4 
Total (Excluding 49 44 63 4 I 3 164 

Can't Determines~ 
* When survey question 22 indicated a change in the officer's perception of race, the new perception of 
race was used as the race of the suspect. Otherwise, determination of race for survey question 18 was used. 

There is one other interesting note regarding the determination of  race. After all was said and 

done - after the suspicion was formed, the stop was initiated, and contact was made with the suspect - 

race could still not be determined by officers in 2 percent o f  observations (4 of  164 observations). In 

one o f  these cases, the officer recorded white despite having indicated "unable to determine" in the 

ride-along observer's survey) 93 In the other three cases, officers recorded black after having indicated 

"unable to determine" in the ride-along survey. 

4.5 Analysis of  O the r  Survey Results 

In this section, Analysis Group presents other findings o f  our analysis o f  the ride-along survey 

data not directly related to motor vehicle benchmarking. These findings include predictors o f  officers' 

perceptions o f  suspect race, outcome of  stops, and attitude and demeanor of  suspects and officers. Due 

to the limited sample size for these findings, these results should be evaluated with caution. 

Implementation o f  the methodologies proposed in Chapter 6 will include an analysis of  all stop and 

post-stop data and yield more meaningful results. 

4.5.1 Predictors of  Officers' Perceptions of  Suspect Race 

In order to better assess the factors that may have influenced officers' perceptions o f  suspect 

race when stops were initiated, Analysis Group conducted a multivariate logistic regression analysis. 

This statistical technique examines the relationships between the dependent variable (i.e., the variable 

o f  interest), in this case race, and independent variables (i.e., other variables that may assist in 

predicting the variable o f  interest). The dependent variable in the regression model was a 

m On the FDR, "unable to determine" is not a possible choice for officers. They must choose one option for apparent race 
even if they are not sure. 
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dichotomized version o f  survey question 18.i. (officer perception of  suspect race). For purposes o f  the 

regression, officers' perceptions o f  suspect race were recoded as either white or minority (0 and I, 

respectively). ~94 Responses to ten questions from the ride-along survey provided the independent 

variables in the model. The independent variables included: 

• Type of  stop (vehicle or pedestrian); 

• Whether the officer had received any prior information about the suspect; 

• Perceived predominant racial composition o f  area where stop occurred (white or minority); 

• Officer 's gender; 

• Officer 's education level; 

• Officer 's race (two va r i ab l e s -one  for black and one for Hispanic); j95 

• Officer 's years of  service; 

• Perceived amount o f  gang activity in the area; and 

• Perceived amount o f  drug activity in the area. 

The results from the regression analysis are summarized in Table 4.16. 

Table 4.16 Predictors of  Officers' 
Perceptions of  Suspect Race 196 

Variable Coefficient P-value Odds 
Motor Vehicle Stop 0.379 0.523 1.461 
Prior Information 0.440 0.474 1.553 
Minority Area* 1.757 0.004 5.792 
Male Gender -0.491 0.402 0.612 
OffÉcer Education Level -0.077 0.791 0.926 
Hispanic Officer 0.986 0.098 2.68 I 
Black Officer 0.213 0.748 1.237 
Officer Years of Service 0.019 0.694 1.019 
Amount of Gang Activity 0.441 0.283 1.555 
Amount of Dru B Activity 0.089 0.809 1.093 
n = 154; Model Chi-Square = 38.43; Pseudo-R Square = .324 

*Statistically significant at the 5% significance level (p < 0.05). 

The most useful column for interpreting the outcome o f  this and other logist ic regression 

analyses is the odds ratio. Odds ratios greater than 1.00 indicate a posit ive relat ionship between the 

independent variable and the dependent variable - in this case, whether the suspect was perceived by 

,94 Race was grouped into two categories, white and minority, because of the small sample size associated with some racial 
~groups. 

s Both officer race variables were indicators that assumed values of I i f  the officer was of the indicated race (black for the 
black officer variable and Hispanic for the Hispanic officer variable) and 0 otherwise. 
'96 Excludes observations with at least one "Unable to Determine." 

A N A L Y S I S  GROUP,  INC. 84 



Proposed Pedestrian and Motor Vehicle Stop Data Analyses Methodology Report 

an officer as white or minority. Thus, as the dependent variable changes in value (e.g., increases from 

0 to 1 or white to minority), an odds ratio greater than one indicates an increased probability that the 

value o f  the dependent variable will increase as well. For example, in Table 12, the Minority Area 

variable was coded as 0 if the area where the stop occurred was perceived as mostly white and I if the 

area was perceived as predominately minority. The odds ratio for the Minority Area variable is 5.792 

which is greater than I. This means that as the value o f  this variable changed from 0 to 1 (or from 

white to minority), the odds that the person was perceived as a minority increased by more than a factor 

of  5 (more than 500 percent). 

The column labeled P-value shows whether an independent variable is statistically significant 

(i.e., the relationship observed between the independent variable and the dependent variable is unlikely 

to be the result of  chance), l f the  P-value is lower than the significance level, typically five percent 

(0.05), then the variable is considered to be statistically significant (i.e., not the result of  chance error). 

The Minority Area variable was the only variable in the model that was statistically significant (P-value 

= 0.004 < 0.05). Therefore, perception of  suspect race by officers is strongly and positively correlated 

with the racial composition of  the area where the stop occurred. Not surprisingly, officers were much 

more likely to perceive a suspect as a minority if the area where the stop occurred was perceived to 

consist predominantly o f  minorities, in other words, the perceived race of  those who are stopped is 

driven largely by where stops Occur .  197 

The Hispanic Officer variable approached statistical significance (P-value = 0.098) and showed 

a positive and fairly strong effect (as indicated by the odds ratio). This may indicate that Hispanic 

officers are more likely than offices of  other races to be assigned to minority neighborhoods where they 

are likely to come in contact with minorities. Further analysis on this issue is needed in order to draw 

more  definitive conclusions. 19s 

Another interesting finding is that the regression analysis did not show a relationship between 

perceived levels of  gang or drug activity and the perceived race of  suspects, holding all other factors 

constant. According to these limited data, officers were not more likely to stop minorities in areas with 

higher levels of  perceived gang and drug activity. The relationship between stops and crime will be 

explored in greater detail in subsequent analyses utilizing FDR and other demographic/area data. 

~97 Caution should be taken when interpreting these results. Inferences to all stops are not necessarily appropriate given the 
differences in how the ride-along data and FDR data were recorded. Analysis of all stop data is needed in order to draw 
more definitive conclusions about whether racially biased policing exists. 
~gs Initial conversations with the City of Los Angeles and LAPD have indicated that Spanish-speaking Hispanic officers are 
often assigned to Hispanic neighborhoods in order to eliminate language barriers with the Hispanic population. 
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4.5.2 Outcome of Stop 

Data on outcomes o f  stops, including pat-downs, searches, voluntary searches, warnings, 

tickets, arrests, use o f  force by officers, and resistance by suspects, were captured on the ride-along 

instrument. ~99 It is important to note that multiple outcomes are possible for a single stop. 

"Fables 4.17a through 4.17d identify by race the number  o f  pat-downs and searches that were 

conducted by LAPD officers. They also identify by race the persons who were patted down and 

searched as a percent o f  the number o f  persons stopped. Table 4.17a provides the results for Drivers; 

Table 4.17b provides the results for Passengers; Table 4.17c provides the results for pedestrians; and 

Table 4.17d provides the results for motor vehicles. Cases in which observers where unable to 

determine whether a search occurred or, if  so, whether it was voluntary, were excluded from the 

analysis.  These data are presented for descriptive purposes only and must be interpreted with caution. 

There  were not a sufficient number o f  observations regarding the outcome o f  a stop to yield any 

statistical conclusions about the apparent differences between whites and non-whites. 

Table 4.17a Affirmative Observations of Driver 
Pat-Downs, Searches, and Voluntary Searches by Race 

pre-Stop Post-Stop Pat- Voluntary 
Race Race* Race** Downs Searches Searches 
White 26 39 2 2 I 
Black 23 27 6 3 2 
Hispanic 26 30 8 I I 
Asian 2 3 I 0 No Data 
American Indian 0 0 No Data No Data No Data 
None of the above 4 5 0 0 No Data 
Unable to determine 27 4 2 0 No Data 

Table 4.17b Affirmative Observations of Passenger 
Pat-Downs, Searches, and Voluntary Searches by Race 

Pre-Stop Post-Stop Pat- Voluntary 
Race Race* Race** Downs Searches Searches 
White 3 4 0 0 No Data 
Black I 0 I I 4 2 2 
Hispanic 6 6 2 0 No Data 
Asian I 2 0 0 No Data 
American Indian 0 0 No Data No Data No Data 
None of the above 0 0 No Data No Data No Data 
Unable to determine 5 2 1 0 No Data 

,99 For the purposes of the ride-along surveys, certain terms were defined as follows. Use of force was defined as anything 
beyond a firm grip, as well as the use or threatened use of any police weapon. This definition does not necessarily 
correspond to the LAPD thresholds for filing a report on the use of force. A search was defined as voluntary if the officer 
requested permission from the suspect to conduct a search and permission was granted. This definition does not necessarily 
comport with that ofa consensual search as defined by the LAPD. 
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Table 4.17c Affirmative Observations of  Pedestrian 
Pat-Downs, Searches, and Voluntary Searches by Race 

Pre-Stop Post-Stop Pat- Voluntary 
Race Race* Race** Downs Searches Searches 
White 14 15 5 3 3 
Black 26 26 19 9 4 
Hispanic 31 33 21 II 7 
Asian 2 2 I I I 
American Indian I I I I 0 
None of the above 0 0 No Data No Data No Data 
Unable to determine 4 I 0 0 No Data 

Table  4.17d Affirmative Observations of  Vehicle 
Searches and Voluntary Searches by Race of Suspect 

Pre-Stop Post-Stop 
Race Race* Race** Searches Voluntary Searches 
White 26 39 2 2 
Black 23 27 6 3 
Hispanic 26 30 6 2 
Asian 2 3 I No Data 
American Indian 0 0 No Data No Data 
None of the above 4 5 0 No Data 
Unable to determine 27 4 2 I 

* Pre-stop race represents officers' perception of suspect race when a stop was initiated (survey question 18). 
** Post-stop race represents officers' perception of race after contact was made. When survey question 22 

indicated a change in the officer's perception of race, the new perception of race was used as the race of 
the suspect. Otherwise, determination of race for survey question 18 was used. 

Observations involving verbal or physical resistance by suspects against officers were rare. 

Overall, only I I observations of  verbal resistance by suspects were recorded (6 percent o f  all ride- 

along observations). Physical resistance was limited to just  four cases (2 percent o f  all ride-along 

observations), as was use of  force by officers. 

Observations involving use o f  force by officers were limited to just four cases (two percent o f  

all ride-along observations). Details on these observations are presented in Table 4.18. For the first 

observation below, officers had to physically restrain and handcuffa  verbally-resistant suspect who had 

set her apartment on fire and was trying to kill herself. The use of  force involved the restraint o f  the 

suspect  and the subsequent handcuffing. In the second instance, the suspect appeared to have 

overdosed on drugs. The person was uncooperative and tried to run away from officers. The use of  

force involved grabbing the suspect so they could not flee and the subsequent handcuffing. For the 

third observation, the suspect, who was found to be on probation, was in a dark alley and appeared to 

hide drugs when approached by officers. The use of  force involved the handcuffing o f  the suspect. In 

the last observation, stabbing suspects were agitated when stopped by officers. They exhibited both 
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verbal and physical resistance against officers. The use of  force occurred during the handcuffing since 

the suspects refused to be handcuffed. 

Table 4.18 Observations in which Force was Used by Officers 
Suspect Negatively 

Race Verbal Physical Impacted Initial 
Suspect Officer Resistance Resistance Arrested Demeanor of Officer 

1 B l a c k  White Yes No Yes No 
2 Asian Black No Yes No No 
3 B l a c k  White No No No No 
4 Hispanic White Yes Yes No No 

Table 4.19 presents the post-stop activities by race. 

Table 4.19 Stop Dispositions by Race of  Suspect 
Race Stops Warnings Tickets Arrests 
White 40 5 25 3 
Black* 49 13 13 17 
Hispanic* 57 14 26 13 
Asian 4 I I I 
American Indian I 1 0 0 
None of the above 4 I 3 0 
Unable to determine 31 I 26 2 
There were three observations with unknown dispositions: I for Warnings 

(Hispanic suspect); I for Tickets (black suspect); and I for Arrests (black suspect). 

Although the ride-along data here are limited, these general findings - that minorities tend to 

experience higher warning and arrest rates and lower citation rates than whites - are consistent with the 

results o f  studies of  post-stop outcomes in other jurisdictions. 2°° More analysis o f  these disparities is 

needed using FDR data and additional variables in a multivariate model. 

It is interesting to note that these disparities existed even during the ride-alongs, when one 

would think that officers would be most conscientious about avoiding behavior that might be viewed as 

racially biased. Therefore, assuming that there is no subconscious bias by officers, the ride-along 

results may suggest that reasons other than race led to these disparities, at least in part. 

4.5.3 Attitude and Demeanor of Officers and Suspects 

Questions 28 through 41 of  the survey instrument dealt with the attitudes and demeanor of  

suspects and officers. Observers were asked to assess officer and suspect demeanor at three points 

20o See Smith and Petrocelli (2001). Some of the jurisdictional studies reviewed in Chapter 3 also find higher arrest rates for 
minorities. See Ohio State University (2003) [Columbus], Schlosberg (2002) [San Francisco], Spitzer (1999) [New York], 
and Sam Houston State University (2003) [Houston]. 
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during a stop: initial contact, during the stop, and at the conclusion of the stop. In addition, officers 

were asked to gauge the overall attitude and cooperation of  the suspect. 

In all but two stops where observations could be made (1 percent), observers judged officers' 

demeanor as either positive or neutral at the outset of the stop. They assessed suspect demeanor to be 

neutral or positive at the beginning of most stops as well but assigned a higher rate of negative 

demeanor to suspects than to officers. In 14 stops (8 percent), observers rated a suspect's initial 

demeanor as negative (e.g., rude, non-compliant, or confrontational). Observers also found that 

suspects were more likely than officers to change their demeanor during the encounter. Eight officers 

(4 percent) were observed to change their demeanor in some way during the encounter, while the 

demeanor of 16 suspects (9 percent) was altered. 

When officers changed their demeanor, they most olden changed from a neutral or negative 

demeanor to a positive demeanor (50 percent). One-quarter of officers who showed a change, though, 

went from a neutral or positive demeanor to a negative demeanor. When officers changed their 

demeanor, however, the officer's change was in response to perceived lies, non-compliance, or verbal 

or physical resistance by the suspect. 

Change in suspect demeanor was more often in the positive direction and often in response to 

the demeanor of the officer. When suspects changed their demeanor in the negative direction, it was 

usually because they were upset with some action taken by the officer (e.g., giving them a ticket, 

towing their cars). 

Officer demeanor at the conclusion of the stops was assessed positively or neutrally by the 

observers in all cases. The final demeanor of suspects was similarly judged to be positive or neutral in 

most cases, with seven suspects (4 percent) viewed as having a negative demeanor when the encounter 

ended. Details on these observations are set forth in Table 4.20. 
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I 
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3 
4 
5 
6 
7 

Table 4.20 Observations in which Suspects had a Negative  Final Demeanor  
Officer Negatively 

Suspect's Demeanor Race Impact Initial Use of 
Initial Final Suspect Officer Demeanor of Suspect? Force? 

Negative Negat ive  Hispanic White No No 
Negative Negative White White No No 
Negative Negative White Hispanic No No 
Neutral Negative White Hispanic No No 
Negative Negative Black None of Above No No 
Negative Negat ive  Hispanic White No No 
Negative Negative White Hispanic No No 

Searches Outcome 
Pat-Down Search Voluntary Warning Ticket Arrested 

1 No No n/a No No No 
2 Yes Yes Yes No No Yes 
3 Yes Yes Unknown No Yes Yes 
4 No No n/a No Yes No 
5 Yes Yes Yes No No Yes 
6 No No n/a No Yes No 
7 No No n/a No Yes No 

In each of the cases in which the suspect had a negative final demeanor, the initial demeanor of 

the suspect was already negative. Furthermore, the observers noted that officers did not negatively 

impact the demeanor of these suspects. 

In fact, of all the encounters observed during the ride-alongs, there was only one instance in 

which it appeared that the officer negatively impacted the demeanor of the suspect. In that case, the 

observer noted that the officer was initially rude and not paying attention to what a gang suspect had to 

say. However, the officer's demeanor changed to positive atter he saw that the suspect was very 

cooperative. In the end, the suspect's demeanor was observed to be neutral. 

When asked to gauge overall suspect cooperation, officers judged them to be very cooperative 

or cooperative in 83 percent of  the stops observed. Officers assessed 5 percent as uncooperative. 

Officers also believed that 5 percent of suspects were disrespectful, while most (76 percent) were 

judged to be respectful. 

4.5.4 Officer Demographics  

Eighty-three percent of  the 186 officers who initiated stops were male; 17 percent were female. 

The average length of LAPD service among the sample officers was 7.5 years. All officers had at least 

a high school diploma. In addition, 45 percent had an associate's degree; 33 percent had a bachelor's 

degree, and one officer had a graduate degree. Forty-four percent of officers were white, 13 percent 
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were black, 35 percent were Hispanic, five percent were Asian, and three percent were self-identified 

as some other race or a combination of races. 
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CHAPTER 5: REVIEW OF DATA 

5.1 Introduction 

The methodologies that are appropriate for analyzing pedestrian and motor vehicle stops in any 

jurisdiction are determined, in part, by the type and quality of data that are available for use in the 

analyses efforts. In this chapter, Analysis Group identifies potentially relevant data and briefly 

discusses their prospective usefulness in the analysis of pedestrian and motor vehicle stop data in the 

City of Los Angeles. For data that are available, we discuss how they were collected, their format, the 

number of observations, time periods for which they are available, and any inherent limitations that 

have been identified. TM While unavailable or unusable data cannot be incorporated in quantitative 

analyses, they may provide qualitative information for evaluating any disparities in the empirical 

studies. 

Analysis Group also offers recommendations for improving the availability and reliability of 

data that may be collected in the future. We have not attempted to quantify the resources associated 

with implementing these recommendations. The City of Los Angeles must consider these resources in 

relation to the potential benefits when determining whether to implement these recommendations. 

There are two categories of data that are potentially relevant for analyzing pedestrian and motor 

vehicle stops in the City of Los Angeles: 

• data on law enforcement; and 

• demographic, economic, and socioeconomic data. 

5.2 Law Enforcement Data 

Law enforcement data consist of information on the LAPD, its officers, their policing activities, 

and crime in the City of Los Angeles. Most of these data are gathered and maintained by the LAPD. 

All data are collected as a normal part of police work. 

:ol We present all data limitations identified thus far. However, further limitations may be discovered during the 
implementation of the proposed methodologies for analyzing stop data contemplated in Chapter 6. If further limitations are 
found, they will be discussed in the report that presents the results of the data analysis. 
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5.2.1 Pedestrian and Motor Vehicle Stops 

Stop data are the data of  primary interest in analyses of  racially biased policing. LAPD officers 

collect stop data by completing FDRs when they conduct pedestrian and motor vehicle stops. 2°2 Data 

collected by officers include: 

• officer identification number; 

• the area to which the officer is assigned; 

• date and time of  the stop; 

• RD where the stop occurred; 

• type of  stop (i.e., pedestrian, driver, or passenger); 

• driver's or pedestrian's apparent descent, age, and gender; 

• reason for the stop; 

• whether the driver was required to exit the vehicle; 

• whether a pat-down search was conducted; 

• post-stop action taken (e.g., pat-down, search, citation, warning, and arrest); 

• whether a search was consensual; 

• authority for a search; 

• what was searched; 

• what was discovered during a search; 

• action taken by the officer; 

• citation number, ifa citation was issued; and 

• booking number, if an arrest was made. 

While the collection of  stop data began in November 2001, 203 the City of  Los Angeles initially 

encountered problems scanning paper FDR forms that rendered the electronic stop database 

incomplete. It was not until July 2002 that these scanning problems were fully resolved. Therefore, 

complete stop data are available only for the period beginning July 2002. 204 

:02 When the LAPD began collecting stop data, the officers completed paper FDR forms, which were then optically scanned 
to create an electronic database. In 2004, patrol and traffic officers began completing electronic FDRs on handheld devices, 
thus reducing the need for scanning of paper FDR forms. Currently, paper forms are only used by officers who make 
infrequent stops, do not have a handheld electronic device, or have a handheld electronic device that becomes inoperable. 
See Chapter 7 for a summary of exemptions for pedestrian and motor vehicle stops. 
2o3 Office of the Chief of Police, Los Angeles Police Department, Special Order No. 35, October 19, 2001. 
2o4 Los Angeles Police Department, "LAPD Motor Vehicle and Pedestrian Stop Data Collection Audit, Fourth Quarter- 
Fiscal Year 2003/2004," p. 5. 
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Furthermore, as a result o f  changes to the data collection process that were implemented in July 

2003, there are some differences in data collected before and at~er this date. In July 2003, the FDR was 

revised in order to streamline the process o f  recording data and to assist officers in ensuring the 

accuracy of  the data. 2°5 Copies o f  the original and current FDR form can be found in Appendix A. 

Changes  to the FDR included: 2°6 

• clarifying the "type of  stop" to emphasize the separation of  pedestrians and passengers from 

drivers; 

• revising the "apparent descent" categories to establish consistency across all LAPD data 

systems (i.e., "Chinese," "Filipino," and "Japanese" categories were consolidated into a 

single new category labeled "Asian" and "Korean" was moved from the "Other" category to 

"Asian"); 

• revising "age" to reflect age ranges rather than an exact age; 

• adding a new question asking whether the driver was asked to exit the vehicle (in addition 

to the existing question asking whether the driver exited the vehicle); 

• changing the "initial reason for stop" to allow only one answer; 

• separating moving vehicle code violations from pedestrian violations under "initial reason 

for stop;" 

• clarifying procedures for recording a pat-down/frisk versus searches incident to a pat- 

down/frisk; 

• clarifying the language on "warrantless searches;" 

• requiring that all applicable "search authorities" be marked; 

• changing the choices for"what  was searched;" 

• changing the choices for"what  was discovered/seized;" 

• requiring that a booking number be entered when arrest is marked for"action taken;" 

• adding release from custody as a choice under "action taken; ''2°7 and 

• changing the layout o f  the FDR. 

The effect of  these changes to the FDR on data analysis is uncertain at this time. For this 

reason, Analysis Group suggests that the data analysis methodologies set forth in Chapter 6 be limited 

to the post-July 2003 time period. In order to assemble one full year of  data, Analysis Group has 

:os See footnote 204. 
206 Los Angeles Police Department, Planning and Research Division, "Field Data Report," (presentation to officers). 
207 Release from custody can take place if it is determined that an arrestee did not commit a crime or is released on his/her 
own recognizance after a low-grade misdemeanor arrest. 
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requested additional data through June 2004. The City is currently in the process of  fulfi l l ing that 

request. 2°s 

The current stop database provided to Analysis Group contains information on 1,256,186 stops 

conducted from July I, 2002, through March 31, 2004. 209 Of  these stops, 25 percent were pedestrian 

stops and 75 percent were motor vehicle stops. 

In order to determine the reliability of the stop data, Analysis Group reviewed several 

previously conducted audits of  the data. Among other things, these audits evaluated: 

• whether FDRs were completed when required; 

• i f  the required information on each FDR was complete; and 

• i f  the data were accurate. 

The LAPD has conducted two internal audits of  the FDR stop data. 2=° These audits were 

completed for fiscal years 2002/2003 and 2003/2004. In order to evaluate whether FDRs were 

completed when required, a sample of  FDRs was compared with daily field activity reports, which 

document significant activities during officers' shifts. According to the audits, the officer compliance 

rate for completing FDRs when required was 88 percent for fiscal year 2002/2003 and 94 percent for 

fiscal year 2003/2004. TM To assess the completeness of  data, FDRs were reviewed to see i f  all required 

information was filled in by officers. The audits found the completeness rate of  FDRs to be 84 percent 

for fiscal year 2002/2003 and 85 percent for fiscal year 2003/2004. To evaluate the accuracy of  the 

stop data, information entered into FDRs was compared to supporting documentation, including daily 

field activity reports, to determine i f  they were consistent. 212 According to the LAPD audits, the 

accuracy rate of  FDRs was 78 percent for fiscal year 2002/2003 and 86 percent for fiscal year 

2003/2004. This included an RD error rate of  six percent for fiscal year 2002/2003 and 23 percent for 

fiscal year 2003/2004. 

The LAPD stop data system provides an additional evaluation of  the completeness of  FDRs via 

an internal logic check. This automated check identifies fields that must be filled in for all stops or as a 

result o f  other information recorded (e.g., i f  the data indicate that a search was conducted, then an 

208 Except where noted, summary statistics reported in this chapter do not incorporate data through June 2004. We do not 
believe that the additional data through June 2004 will materially change these statistics. Summary statistics for the time 
]~09eriod ultimately analyzed will be presented in the report detailing our findings. 

At the time data were provided to Analysis Group, March 3 I, 2004 was the last date for which stop data were available. 
2~0 Los Angeles Police Department, "LAPD Motor Vehicle and Pedestrian Stop Data Collection Audit, Fourth Quarter- 
Fiscal Year 2002/2003" and "LAPD Motor Vehicle and Pedestrian Stop Data Collection Audit, Fourth Quarter- Fiscal 
Year 2003/2004." 
21= Some of the increases in completion and accuracy rates in later years may be the result of changes in the data collection 
]~jrocess, including the FDRs, as well as additional training of officers. 

2 Excludes inconsistencies in age, gender, and descent categories since these capture officers' perceptions. 
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officer must also indicate what was searched). In the stop database provided to Analysis Group, the 

LAPD internal logic checks found that 0.1 percent of the stops in the stop database were missing at 

least one piece of information that should have been recorded. 213 

In addition to internal audits by the LAPD, the stop data have also been audited by the 

Independent Monitor, who is responsible for ensuring that reforms set forth in the consent decree 

between the City of  Los Angeles and DO J, including the collection of stop data, are implemented in an 

effective and timely manner. Based on a comparison of  a sample of FDRs to daily field activity reports 

from April to June 2004, the Independent Monitor found that the officer compliance rate for 

completing FDRs when required was 96 percent and the accuracy/completion rate was 97 percent. 

In addition to reviewing the aforementioned audits by the LAPD and Independent Monitor, 

Analysis Group audited the stop data provided by the City in order to determine whether the data 

would be suitable for conducting data analysis. Analysis Group's auditing procedures consisted of 

identifying stops for which critical information was missing, such as suspect race, RD where a stop was 

made, and whether a stop was a pedestrian or motor vehicle stop. Our audit found that approximately 2 

percent of the stops (25,415 records) had an invalid RD, 214 0.007 percent (83 records) did not have 

information for the driver's or pedestrian's apparent race, and 0.002 percent (26 records) could not be 

identified as either pedestrian or motor vehicle stops. 

To the extent that a specific data element is needed for a particular analysis, records missing 

these data must be excluded from the analysis. Missing data can reduce the power of statistical tests by 

reducing the number of observations available for analysis. But given the large number of observation 

in the stop database, Analysis Group does not anticipate that the reduction in sample size due to 

missing stop data will significantly affect the results of the proposed methodologies set forth in Chapter 

6. Problems affecting the accuracy of data have the potential to pose more serious problems, 

particularly if errors are correlated with another variable of  interest. The only complete remedy for 

inaccurate data is to ensure that they are properly collected in the future. Based on the fact that the 

accuracy rate has been relatively high and increasing over time, we believe that the stop data will be 

reasonably reliable for the purposes of implementing our proposed methodologies. It will be important 

when evaluating results to judge the strength of the findings in relation to the error rates in the stop data 

2J~ These records were identified as "invalid" in the stop database. 
2~4 W e  define an invalid RD as one that does not exist. As noted in footnote 185, there are several potential explanations for 
these errors (e.g., transposition errors and confusion over the RD in which the stop took place). 
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Analysis Group has developed several recommendations regarding the FDR form and stop data 

collection protocol used by the LAPD. Given the importance o f  the stop data in assessing the issue of  

racially biased policing, we have devoted Chapter 7 to presenting these recommendations. 

5.2.2 Cr ime  

The crime data include crimes reported to the LAPD. Officers collect these data by completing 

crime reports when a crime is reported. Crime data are a direct measure o f  the amount of  crime in an 

area. Crime data may be used as a control variable in various analyses. In addition, the race o f  

criminal suspects may serve as a benchmark for pedestrian stops (see  Chapter 6 for further 

discussion). 2j5 

The crime database contains information about each reported crime, including: 

• date and time; 

• RD in which the crime occurred; 

• type, class, and reporting category of  the crime; 

• whether shots were fired; 

• whether an altercation took place; 

• any unusual occurrences; and 

• information about the involved parties, including their role in the incident (e.g., suspect, 

arrestee, victim, witness, and reporting party), race, age, gender, and zip code of  their 

residence. 

The crime data received by Analysis Group covers the period from January 1, 2002 through 

March 3 I, 2004. The database contains 694,639 crimes involving i ,460,21 i parties (e.g., suspect, 

victim, and witness), 366,026 of  which are suspects. 2~6 There are often multiple parties, including 

suspects, for a crime because each party is recorded as a separate record in the database. 

In the crime database, 5,686 crimes (approximately 1 percent o f  all crimes) list an invalid RD 

and are therefore unusable. 2~7 The remaining 99 percent o f  crimes may be used to develop a measure 

o f  criminal activity. However, not all crimes with a valid RD can be used to develop a benchmark for 

2~5 The race of criminal suspects is sometimes provided in more detail than the race provided in the stop data (e.g., country 
of origin or nationality are listed instead of race). Therefore, in order to make the race categories comparable for these two 
data sets, the racial categories for criminal suspects will be aggregated into the racial categories used in the stop data (i.e., 
white, Hispanic, black, Asian, and other). 
2J6 Some non-crime reports (e.g., death reports, evidence reports, missing person reports, and vehicle recovery/impound 
reports) were included in the crime database provided to Analysis Group. Since these reports are not crime reports, they 
have been excluded. 
2~7 See footnote 214. 
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pedestrian stops. Suspect race is available for 252,374 of  the 688,953 crimes with a valid RD 

(approximately 37 percent). Due to the fact that there are multiple suspects for some crimes, there are 

362,841 suspects that can be used to develop a pedestrian stop benchmark. While this limits the 

number of  observations available for developing a benchmark, there are still a significant number of" 

criminal suspects available for this purpose. In addition, the crimes that are most highly correlated 

with stop activity may be those most likely to contain indications of  suspect race. 

5.2.3 Gangs 

Given the high level of  gang activity in the City of  Los Angeles, it may be important to account 

for gang-related law enforcement activities in any analyses, especially given that gangs in Los Angeles 

have tended to proliferate among young, male minorities. 218 

There were three different types of information available on gangs: summary statistics, maps, 

and gang crime data. Summary statistics indicate the number of  gangs, their racial composition, their 

general location, and the number ofmembers  in each gang. Maps indicate the number of  gangs in 

different areas of  the City. While both of  these types of  data may provide valuable information on the 

gang problems in the City, they are not in a readily usable format for data analysis. Summary statistics 

are only available by police bureau, not RD. 2j9 For both the summary statistics and maps, there is a 

fundamental limitation. Counts of  gangs or gang members are not necessarily indicative of  the level of 

gang activity in an area. Other factors, such as the type of  gang, size of  the territory, and locations o f  

competing gangs, may play a significant role in determining gang activity. 

A better measure of  gang activity is likely to be the number of  crimes committed by gang 

members. Analysis Group was provided a separate database that identified which crimes in the crime 

database were considered to be gang-related. Officers collect these data by indicating that a crime was 

gang-related on a crime report. 

The data provided to Analysis Group identifies 25,582 crimes as gang-related from January I, 

2002 through March 31,2004. The gang crime data does not appear to include all gang-related crimes. 

Audits by the Audit Division of  the LAPD and the Office o f  the Inspector General for the Los Angeles 

Police Commission found that inconsistent coding of  crime reports led to underreporting of  gang 

2~8 According to the LAPD, as of August 2004, 59.4 percent of gang members were Hispanic, 34.6 percent were black 
(Crip and Blood gangs), 3.2 percent were Asian, and 2.8 percent were white (Stoner and white gangs). Source: Los 
Angeles Police Department, "Citywide Gang Crime Summary," LAPD website (www.lapdonline.org under General 
Information). 
2J9 Los Angeles Police Department, "Citywide Gang Crime Summary," LAPD website (www.lapdonline.org under General 
Information). 
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crimes. 22° As a result, the gang crime database may not be reliable for measuring gang activity in Los 

Angeles. Analysis Group will evaluate these data further to determine their reliability. 

Analysis Group understands that the LAPD is working to correct the underreporting of  gang 

crimes. We recommend that the LAPD continue to develop a uniform method for identifying whether 

a crime is gang-related. These data have the best chance of  measuring gang activity. Given that gang 

summary statistics and maps are currently collected, it may be beneficial to refine these data. For both 

gang summary statistics and maps, breakdowns by RD would be ideal for stop data analyses purposes. 

Gang maps could be further improved by creating a uniform mapping protocol or centralizing the 

creation of  gang maps. 

5.2.4 Shootings at Officers 

Data regarding shootings at officers contain records detailing incidents in which a firearm was 

discharged at an LAPD officer. These data may be used as a proxy for crime in an area. They may 

also indicate areas where officers are likely to feel more threatened and thus may affect their stop and 

post-stop activities. 

The shootings at officers database includes the following information: 

• date of the  shooting; 

• RD in which the shooting occurred; and 

• type of  firearm used. 

The shootings at officer database provided to Analysis Group contains 332 shootings at officers 

in 271 unique RDs. The database covers incidents that occurred from January I, 2002 through June 1, 

2004. Given the relatively small number of  observations in this database and the potentially small 

degree of  variation across RDs (e.g., many RDs have no shootings at officers), it is not clear whether 

the number of  shootings at officers per RD will be useful in our quantitative analyses. If not, it may be 

possible to code RDs as having or not having shootings at officers. Alternatively, shootings at officers 

may be considered qualitatively. 

5.2.5 Citations 

Citations data consist of  tickets issued by LAPD officers for traffic and penal code violations. 

These data may be used to supplement the stop database. While the stop database identifies whether a 

220 Los Angeles Police Department, Audit Division, "Audit of Special Enforcement Unit, Gang Related Crime Reporting 
Statistics Procedures, Deployment Period No. 4, 2003," January 29, 2004; Los Angeles Police Commission, Office of the 
Inspector General, "Review of the Department's Audit of Gang Related Crime Reporting Statistics Procedures," May 14, 
2004. 
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citation was given during a stop and the citation number, it does not provide the violation for which a 

citation was issued. By using the citation number field in the stop database, it should be possible to 

query the citations database and identify the violations for all stops for which a citation was issued. 

As noted in Section 5.2.1, the stop database contains 1,256,186 stops conducted from July 1, 

2002, through March 3 I, 2004. A further review of this database identified that citations were given in 

899,591 of these stops (72 percent of all stops). These figures exclude release from custody (RFC) 

citations after July 2003, which are listed separately in the "action taken" section of the FDR but share 

the same citation number field with traffic/penal code citations. Prior to July 2003, there is no way of 

distinguishing traffic/penal code citations from RFC citations in the stop data since they were not listed 

separately on the FDR. 

Upon merging the citations database with the stop database for the purposes of extracting the 

violations for which suspects were cited, Analysis Group found that 846,662 stops with citation 

numbers could be matched to the citations database (94 percent of all stops where citations were 

given). Currently, the stops with citations that could not be matched to the citations database cannot be 

corrected. The LAPD has identified potential reasons for the discrepancies between the two databases 

and continues to review these discrepancies. One explanation is RFC citations. As noted above, there 

is no way to identify which citation numbers on FDRs were RFC citations prior to July 2003. TM If they 

were identifiable, we would simply count them as stops with RFC citations, not stops with traffic/penal 

code citations. Because RFC citations constitute a large proportion of the stops with citation numbers 

that could not be matched to the citations database in the post-July 2003 data (I 4,274 of 26,258 stops 

with citation numbers that did not match or 54 percent), Analysis Group believes that they explain a 

large proportion of the discrepancies in the pre-July 2003 period as well. Given that they cannot be 

linked to a type of violation in the citation database, they will be effectively treated as stops without 

citations. We do not expect this to be a significant issue since we do not anticipate including RFC 

citations with traffic/penal code citations in any analyses. 

The second potential explanation for discrepancies between the stop and citations databases is 

parking citations. When a parking ticket is given by an officer, they may put the parking citation 

number in the field where the traffic citation number is recorded on the FDR since there is no separate 

field for parking ticket number. Upon reviewing this issue, the LAPD determined that it is not possible 

to identify which numbers listed in the field for citation number in the stop database are parking 

citations. If" parking citations were identifiable, we would simply count them as stops with parking 

z~l As previously noted, RFC citations after July 2003 can be identified and separated from traffic/penal code violations. 
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citations, not as stops with traffic/penal code citations. Given that they cannot be linked to a type of  

violation in the citation database, they will be effectively treated as stops without citations. Again, we 

do not expect this to be a significant issue since we do not anticipate including parking citations with 

traffic/penal code citations in any analyses. Also, instances where parking citations are included in the 

citation field are not likely to be common since officers do not complete an FDR solely as a result o f  a 

parking ticket, but only when a parking citation is results from an event that requires an FDR. 

The third potential explanation for the discrepancies between the stop and citations databases is 

typographical errors. The LAPD conducted a cursory review of  a sample of  the stops with citation 

numbers for which Analysis Group could not identify a matching citation in the citations database. 

This review found some cases where citation numbers were incorrectly written on FDRs or where they 

were unreadable. Given the relatively small number of  occurrences and the fact that they must be 

reviewed manually by collecting source documents, it is not likely to be worth the time and effort to go 

back now and identify and fix these FDRs. Discrepancies resulting from typographical errors are not 

likely to pose a significant problem in our overall analyses given the small number of  occurrences. 

In order to prevent inconsistencies between the stop and citations databases in the future, 

Analysis Group recommends that the LAPD initiate an automated consistency check between the stop 

and citation databases. This way errors can be immediately identified and resolved. 

5.2.6 Arrests 

The arrest data consist of  information pertaining to each arrest made by the LAPD. Arrest data 

are an indirect measure of  the amount of  crime in an area. Therefore, they may serve as a control 

variable in various analyses. The arrest data may also be used to supplement the stop database. While 

the stop database identifies whether a person was arrested and if so the booking number, it does not 

provide the arrest charge (i.e., the violation for which the person was arrested). By using the booking 

number field in the stop database, it should be possible to query the arrest database and identify the 

arrest charge for all stops where an arrest was made. The arrest charge will be important since the type 

of  charges may be indicative of  the severity of  the crime and its potential relationship with police 

activity. 

The arrest database contains information about each arrest, including: 

• arrest date and time; 

• RD where the arrest took place; 

• reason for arrest; 
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• identification number of  the officer that made the arrest; and 

• information about the individuals arrested, including race, age, gender, and zip code of  their 

residence, z2z 

The arrest database reviewed by Analysis Group has 350,891 observations and covers arrests 

made from January I, 2002 through March 3 I, 2004. There are 103 records in the arrest database that 

do not include the RD in which the arrest occurred. Therefore, 350,788 of  the 350,891 observations 

(99.97 percent) can be analyzed when using the arrest data as a control variable. 

As noted in Section 5.2.1, the stop database contains 1,256,186 stops conducted from July I, 

2002, through March 31,2004. A further review of  this database identified that arrests were made in 

91,934 of  these stops (7 percent of  all stops). Upon merging the arrest database to the stop database for 

the purposes of  extracting the arrest charge, Analysis Group found that 85,545 stops with arrests (93 

percent of  all stops where arrests were made) could be matched to the arrest database. Currently, the 

reasons that some stops with arrest could not be matched to the arrest database have not been 

determined. Analysis Group understands that the LAPD is currently working to resolve the 

discrepancies between the two databases. Once these discrepancies are resolved, we will evaluate their 

impact, if any, on the use of  arrest data in the stop data analyses. 

5.2.7 Parolees and Probationers 

Parolee data, which are maintained by the California Department of  Corrections, and 

probationer data, which are maintained by several different law enforcement agencies and compiled by 

the California Department of  Justice, contain information such as last known residence. Therefore, the 

number of  parolees and probationers in a geographic area could potentially be determined and may 

impact law enforcement activities in certain areas. 

Analysis Group understands that parolee and probationer data will only be available at the zip 

code level. The City is in the process of  attempting to obtain these data. When this new data set 

becomes available, we will review it and determine its usefulness and any limitations. 

In addition to the parolee and probationer data discussed above, it may be possible to identify 

parolees and probationers in an analysis of  post-stop activity. Parolees in California may be legally 

u~" The race of persons arrested is sometimes provided in more detail than the race provided in the stop data (e.g., country of 
origin or nationality are listed instead of race). Therefore, in order to make the race categories comparable for these two 
data sets, the racial categories for persons arrested will be aggregated into the racial categories used in the stop data (i.e., 
white, Hispanic, black, Asian, and other). 
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searched by a law enforcement officer at any time and with or without cause. 223 California law is 

unclear on whether similar rules apply to probationers, but the California Supreme Court has routinely 

upheld probation conditions that reach the same result by requiring probationers to submit to searches 

at any time and without any evidentiary showing by police. 224 In any event, "parolee/probationer" 

status is listed as an authority for a search on the LAPD FDR. In the stop database provided to 

Analysis Group, there were 33,815 parolees/probationers searched. 

5.2.8 LAPD Officers 

Officer data contain background information on LAPD officers. These data will allow for 

comparisons of'officers in internal benchmarking analyses. The officer database includes the following 

information about each officer: 

• identification number; 

• birth date; 

• race; 

• gender; 

• employment start date with the LAPD; 

• rank; 

• position code; 

• employment status; 

• unit number to which officer was assigned; and 

• start and end dates of  assignment to the unit. 

Because officers are often assigned to more than one unit during their careers with the LAPD, 

there are multiple entries for some officers in the officer database. The officer database provided to 

Analysis Group contains 99,282 observations and covers employment from June 24, 1949 through 

April 27, 2004. These observations correspond to 18,149 unique officer identification numbers . .  

As noted in Section 5.2. !, officers must record their officer division number on all FDRs. 

Since officer division number takes on different values for each type of  officer, traffic and patrol 

officers can be separated for any analyses. 

22s One condition of parole in California states that person, residence, and property can be searched by a parole agent or any 
law enforcement agent with or without a search warrant and with or without cause (see the California Department of 
Corrections Parolee Handbook, http://www.corr.ca.gov/parolediv/handbookJconditions ex.asp). 
224 See In Re TyrellJ., 876 P.2d 519 (Cal. 1994). Some authority exists in other federalcircuits that would permit 
warrantless searches of probationers based on reasonable suspicion, even without an authorizing probation condition or state 
regulation (see United States v. Keith, 375 F.3d 346 (Sth Cir. 2004). 
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5.2.9 Specialized Enforcement Units 

The LAPD has specialized units that focus on gangs and career/wanted criminals. Since 

officers assigned to these units focus on specific types of criminal activity, it may be important to 

separate them from officers that do not focus on such activities. 

This is especially true for officers assigned to the gang units. Although gang unit officers 

record data on stops, their stop activity is very different from that of traffic and patrol officers. First, 

because gang unit officers are focused on gangs, they make fewer non-gang-related stops or respond to 

fewer calls for service than patrol officers. Second, because gangs in Los Angeles have tended to 

proliferate mostly among young, male minorities, 225 it is likely that gang officers will stop and conduct 

post-stop activities more often for young, male minorities. In order to account for the unique stop 

patterns of gang officers, it may be important to analyze gang unit officers separately from traffic and 

patrol officers. Stop activity of gang officers (i.e., the number of stops by gang officers in different 

geographic areas) may also serve as a proxy for gang activity and thus may be included as a control 

variable in various analyses. 

The SEU officer database contains the following information: 

• officer identification number; 

• rank; 

• assignment; and 

• assignment start and end dates. 

The SEU officer database provided to Analysis Group includes 908 records and covers 

assignments for the years 2000 through 2004. 

5.2.10 Police Deployment 

Police deployment data provide information on the deployment of LAPD units. These data 

provide the number of officers assigned to a given area, day, and time. Generally, the deployment of  

traffic and patrol officers is done by area and determined by demand for police services, crime, 

population served, size of geographic area covered, and response time. For each shift (i.e., day and 

time) in an area, cars are initially assigned to a "basic car area," which encompasses a group of RDs. 

Although officers are assigned a particular area, they are sometimes dispatched to other adjacent areas 

when the need arises. 

~.s See  footnote 218. 
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The deployment of  some centralized LAPD entities, such as Metro and the Community Safety 

Operations Center, are done on a citywide basis based on crime and specific community issues and 

concerns. Officers in these entities are not necessarily assigned to a specific area but rather a police 

bureau, which is made up of  multiple areas. 

Deployment data may serve as a control variable for analyzing stop patterns across geographic 

areas. If there are more officers in an area at a given time and day, then there is the potential for more 

stops than if there were fewer officers. In addition, deployment data will be useful in defining the peer 

groups for internal benchmarking analyses. 

The deployment database contains the following information: 

• unit identification; 

• start date of  the unit's deployment; 

• end date of  the unit's deployment; 

• time of  the deployment; 

• area to which the unit is deployed; 

• number of  officers deployed; and 

• identification numbers of  the deployed officers. 

The police deployment database contains 941,843 observations. The database covers units 

deployed from January I, 2002 through July 26, 2004. 

One potential limitation for deployment data is its dynamic nature. Officers may not always be 

where they were initially assigned as they are dispatched during their shitt to cover other areas in 

response to calls for service and specific incidents. Given that officers typically stay in and around 

their assigned area, deployment data should still be a good estimate of  the number officers in each 

general area of  the City. 

5.2.11 Officer Commendations 

Officer commendations data provide all awards received by LAPD officers from the police 

department. These data are broken into two databases: major commendations and minor 

commendations. Officer commendations may be used as independent or control variables in order to 

help explain officer stop patterns. 

The major commendations database includes the following information: 

• officer identification number; 

• type of  commendation; 
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• initiator of  commendation (i.e., department or public); 

• date of  the event for which the commendation is awarded; and 

• date the commendation was awarded. 

Because officers may receive more than one commendation, multiple entries exist for some 

officers in the major commendations database. The major commendations database provided to 

Analysis Group contains 527 observations for occurrences from March 15, 1993 through July 5, 2003. 

These observations correspond to 494 unique officer identification numbers. 

The minor commendations database includes the following information: 

• officer identification number; 

• type of  commendation; 

• initiator of  commendation (i.e., department or public); and 

• date the commendation was reported. 

Again officers may receive more than one commendation. Thus there may be multiple entries 

for an officer. The minor commendations database provided to Analysis Group contains 69,661 

observations for occurrences from July I, 2002 through October 18, 2004. These observations 

correspond to 9,374 unique officer identification numbers. Given the relatively small number of  

observations in this database and the potentially small degree of  variation across RDs (e.g., many RDs 

have no shootings at officers), it is not clear whether the number of  commendations per officer or RD 

will be useful in our quantitative analyses. If not, commendations may be considered qualitatively. 

5.2.12 Complaints  

The complaints data contain information regarding all complaints filed against LAPD officers. 

This includes sustained complaints (i.e., complaints where wrongdoing was found on the part of  an 

officer and there was a resulting action against them), 226 complaints not sustained (i.e., complaints 

where no wrongdoing was found on the part of an officer), and pending complaints. The number of 

sustained complaints may be used as a control variable in order to help explain officer stop patterns. 

Complaints not sustained and pending complaints must be evaluated with great care since no 

wrongdoing by officers was found or no determination has yet been made. Further, the type of  officer 

action for which a complaint was filed should be considered as there are different degrees of  

misconduct. 

226 The complaint database distinguishes between complaints where.wrongdoing was determined internally by the 
department (termed "sustained") and those determined by an independent review (termed "guilty"). For simplicity, this 
report refers to both types of resolutions as sustained. 
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The complaint database includes the following information about each complaint: 

• date of the officer action for which the complaint was filed; 

• date of complaint; 

• date the complaint was closed; 

source of complaint; 

• officer identification number, bureau, division, and rank; 

• complaint classification; 

• resultofcomplaint; 

• penalty received, if any; and 

• penalty length, if any. 

There are some potential limitations inherent in complaint data. Given the seriousness with 

which complaints are handled by the department and potentially lengthy administrative processes, it 

can take a significant amount of time to resolve a complaint. 227 The number of sustained complaints in 

the time period for which Analysis Group has stop data, July 2002 through May 2004, is relatively low. 

There were 1,786 misconduct allegations sustained against 1,440 officers in that time period (I 3 

percent of all allegations filed in the time period). 

To provide a more complete understanding of officer stop patterns, it may be useful to examine 

a longer time period. From January I, 1997 to September 24, 2004, there were 13,685 misconduct 

allegations sustained against 6,133 officers (I 9 percent of all misconduct allegations filed in the time 

period). 

It is not clear at this time whether there will be a sufficient number of sustained complaints to 

include this variable in any statistical analysis. Further review of the data is needed. If it is determined 

that there are not enough sustained complaints for a quantitative analysis, they may still be used 

qualitatively. The entire complaint database provided to Analysis Group contains 71,835 total 

misconduct allegations, including those pending and not sustained, against 10,031 officers from 

January 1, 1997 through September 24, 2004. 

5.2.13 Calls for Service 

Calls for service data should contain information regarding calls from the public for police 

services. These data indicate the need for police in different areas and thus explain police deployment 

227 There is a one-year statute of limitations on misconduct complaint investigations, which can be extended in certain 
circumstances (per City Charter, Section 1070). 
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patterns. They are also an indirect measure of crime and may serve as a control variable in various 

analyses. 

The City of Los Angeles is in the process of providing to Analysis Group the calls for service 

database, which consists of data on all LAPD dispatch calls, including the reason for the call. These 

include calls from the public and officer calls to dispatch. Calls from tile public consist mainly of 911 

calls. Officer calls to dispatch include those made by officers when making traffic stops, pursuing 

suspects, requesting assistance, requesting backup, and notifying dispatch when they are not available 

for calls (e.g., lunch breaks). 

Analysis Group understands that the public calls for service can be identified and separated 

from the officer calls to dispatch. When the calls for service database becomes available, we will 

review it and determine its usefulness and any limitations. 

5.2.14 Use of Force 

Use of force data include all incidents in which an LAPD officer used force on a suspect. Use 

of force data may provide an indication of the temperament of suspects and/or officers. They may also 

indicate areas where officers are likely to feel threatened, thus potentially affecting their stop and post- 

stop behavior. 

The use of force database will include, by officer, all uses of force, as defined by the LAPD. 

Uses of force include physical force (e.g., wrist locks, kicks, and punches), impact devices (e.g., baton), 

chemical agents (e.g., pepper spray), TASERs, less-than-lethal devices (e.g., beanbag shotguns), and 

firearms. 

The LAPD has several use of force databases and is currently developing a centralized use of  

force database in order to ensure accurate and timely data collection. It is anticipated that this new 

database will not be available until early 2005. When it becomes available, Analysis Group will 

review it and determine its usefulness and limitations for purposes of analyzing pedestrian and motor 

vehicle stop data. 

5.2.15 Traffic Collisions 

Traffic collisions data have been used to develop motor vehicle stop benchmarks in studies of  

racially biased policing in other jurisdictions. Typically, these data include information pertaining to 

all types of traffic collisions. 

LAPD officers collect data only for injury accidents and specialized types of crashes (e.g., 

crashes involving traffic felonies, crashes of drivers charged with driving under the influence (DUI), 
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hit-and-run crashes, and crashes involving City property). Therefore, a significant portion of  all traffic 

accidents is not captured. Since the available traffic collisions data would not represent all traffic 

accidents, these data are not likely to form the basis for a reliable motor vehicle benchmark. Given the 

status of  these data, Analysis Group did not request or analyze them. Traffic collision data would be of  

use as a benchmark for motor vchicle stops only if data on all or substantially all incidents were 

recorded. 

5.2.16 Data from Blind Enforcement Mechanisms 

Data from blind enforcement mechanisms, such as air patrol radar or cameras mounted at traffic 

lights, have been discussed in the literature on racially biased policing as a potential source of  data to 

form a benchmark for motor vehicle stops. While traffic light cameras are used in the City, 22s traffic 

light camera data cannot be released to the public per California state law. 229 Even if data from blind 

enforcement  mechanisms were available, the results may not be reliably generalized to the driving or 

violating population of  the entire jurisdiction or to all types o f  violations because the sample o f  those 

ticketed by blind enforcement mechanisms may not be representative o f  this larger population. 

5.3 Demographic, Economic, and Socioeconomic Data 

Demographic, economic, and socioeconomic data provide descriptive information about the 

City o f  Los Angeles and its inhabitants. Some of  these data were gathered and maintained by the City 

of  Los Angeles in its regular course of  business. Other information was publicly available through the 

federal government. 

5.3.1 Census Data 

U.S. Census data, which was obtained from the U.S. Census Bureau, will be used to provide 

certain demographic information for the City of  Los Angeles and its inhabitants. Census data will be 

used as control variables when analyzing stop patterns across geographic areas. As discussed in 

Sections 2.6. I 0. I and 4. I. i, census data have serious potential limitations. Therefore, they will not be 

used as a stop benchmark. 

Some of  the variables o f  interest to Analysis Group include: 

• total number o f  residents (population); 

• number of  residents by race, age, and gender; 

• number o f  unemployed persons; 

2:s There are currently 16 locations with traffic light cameras (four per police bureau). 
29 Per California state law (California Vehicle Code Section 21455.5(e)(2)), traffic light camera data cannot be released. 

A N A L Y S I S  GROUP,  INC. 109 



Proposed Pedestrian and Motor Vehicle Stop Data Analyses Methodology Report 

• number of  persons living below the poverty line; 

• number of  families living below the poverty line; 

• number of  owner-occupied housing units; 

• average household income; 

• population density; 

• residential stability and mobility; and 

• number of  single-parent households. 

Analysis Group expects to use data from the 2000 decennial census because they are the most 

current data available. The census data are available at the census tract level. Because the stop data are 

collected at the LAPD RD level, we will convert census data from census tracts to RDs. We will 

convert the 2000 census data into RDs using the LAPD translation table discussed above for sales 

volume data. For each RD that is wholly contained within a census tract, the values for census data 

will be set equal to those values for the census tract in which it is contained. For RDs that are in more 

than one census tract, the values for census data will equal the average of  the values for the census 

tracts in which it is contained. 23° 

Census data have two potential limitations. First, they may undercount minorities (see Section 

2.3.9. I). If this is the case, then it brings into question the validity of  census data. While adjustments 

to census data have been proposed in order to eliminate these undercounts (e.g., Accuracy and 

Coverage Evaluation Survey [A.C.E.]), the U.S. Department of  Commerce has repeatedly decided 

against it and this decision has been upheld in the courts. 

The second limitation is that the census data do not measure the driving population (see Section 

2.3.9. I). Therefore, it makes for a poor motor vehicle stop benchmark. This sentiment has been 

widely acknowledged in the racially biased policing literature. 

5.3.2 Sales Volume 

The sales volume data provided to Analysis Group by the City of  Los Angeles consist of  total 

gross receipts and retail gross receipts by zip code for fiscal year 2003. These data are a measure of  

economic activity. They indicate commercial areas where there may be more people during certain 

times of  day. Sales volume data may be useful as a control variable in various analyses. 

23o This conversion process is more straightforward that that for sales volume data or business tax registration certificates 
data since the census data will be expressed as percentages (e.g., percentage of whites in an area) or averages that cannot be 
divided amongst RDs (e.g., average household income). 
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Since the data are identified by zip code, they require conversion to RD in order to be used in 

any analysis of  stop data. The conversion of sales volume will be a two-step process. First, sales 

volume by zip code will be converted to sales volume by census tracts using a translation table 

obtained from the U.S. Census Bureau. Second, sales volume by census tracts will be converted to 

RDs. This second step will utilize a translation table provided by LAPD. This table identifies the RDs 

in each census tract in the City. Therefore, sales volume in each census tract will be divided evenly 

across the RDs within the census tract. For RDs that are in more than one census tract, sales volume 

will equal the sum of  the allocations from each tract it is in. 

There is one possible limitation to these data. In order to protect individual licensees' 

confidential information, sales volume was not provided for zip codes with three or less business tax 

registration certificates. Of the 127 zip codes in the City, total sales volume and retail sales volume 

were provided for I 18 and I 14 zip codes, respectively. For the zip codes without sales volume data, 

they will have to be excluded from any analysis. The exclusion of  data may limit the usefulness of  the 

entire data set. This issue will be explored when analysis is conducted. 

5.3.3 Business Tax Registration Certificates 

The business tax registration certificates database consists of  the number of  tax registration 

certificates in each zip code within the City during 2003. There are two counts given for each zip code: 

the total number of  certificates and the number of  retail certificates only. Analysis Group also has the 

number of  certificates citywide. These data are measures o f  economic activity across geographic areas 

and possible indicators of  commercial and residential areas. These data may be useful as control 

variables in various analyses. 

Since business tax registration certificates data are identified by zip code, they must be 

converted to RD. Analysis Group will use the same conversion process as described for sales volume 

data. If the number of  business tax registration certificates were available by RD rather than zip code, 

it would alleviate the need to reaggregate the data as described above. 

While the business tax registration certificates database has the same limitations as the sales 

volume database, we have slightly more information. For the zip codes without sales volume data, we 

know that there are three or less business tax registration certificates. Therefore, we can estimate the 

number of  business tax registration certificates per zip code. There are several potential methods for 

estimating the number of  business tax registration certificates. First, we could use the midpoint of  the 

range. Since the actual values range from zero and three, the midpoint would be two and one half. 

This method is easy to employ but rather simplistic and assumes that all zip codes with three or less 
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business tax registration certificates have the same number of  licenses. However, since the variation 

amongst these zip codes without data is small (from zero to three), this method may yield reasonable 

estimates. An alternative method would be to evenly allocate across those zip codes without data the 

number of  business tax registration certificates not already accounted for in a zip code. In other words, 

the value for each zip code without data would be the difference between the total citywide number of 

business tax registration certificates and the total number o f  business tax registration certificates 

already assigned to zip codes, divided by the number of  zip codes without data. A third potential 

allocation method is to weight each zip code by some other variable, such as size or population. 

Further review of  this database will be required to determine the appropriate estimation methodology. 

In the future, Analysis Group recommends that business tax registration certificates for all zip 

codes be made available, even if there are three or less business tax registration certificates. No 

confidential information would be revealed if the number o f  business tax registration certificates, but 

not sales volume, were provided. This would provide actual information for all zip codes and alleviate 

the need to estimate the number of  business tax registration certificates for any zip codes. 

5.3.4 Vacant /Abandoned Buildings 

The vacant/abandoned buildings database identifies properties that were vacant or abandoned 

and later boarded up by the City. These data may be used as a measure of  disorder and physical decay 

and may serve as a control variable in various analyses. 

The vacant/abandoned buildings database includes RD of  each property and the date when the 

property was boarded up. The vacant/abandoned buildings database provided to Analysis Group 

includes 7,394 records as of  May 12, 2004. The usefulness of  this data may be limited given that there 

are no dates indicating when the property became vacant or abandoned or when it was reported to the 

City. 

For future data collection efforts, Analysis Group recommends that the City collect the date 

when a property became vacant (or was first known to be vacant) in addition to the date when the 

property was boarded up. This would provide a date range for when a property was leR uncared for. 

5.3.5 Traffic Volume 

Traffic volume data measure the volume of  traffic on roads. These data may be useful in 

identifying areas with a greater volume of  vehicles and potential for more violations. Traffic volume 

data could also be useful in developing a motor vehicle benchmark. 
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In the City of  Los Angeles, traffic volume data are collected in order to assist with traffic 

planning. However, these data are collected when needed (e.g., for traffic safety and new development 

concerns). Therefore, not all roads in the City are included and the available data are not likely to be 

representative of  actual traffic volume on all roads. As a result, these data are not usable in our 

analyses. In order to for these data to be usable, the available data must be representative of  the area in 

which they are located. Furthermore, there must be data for each area of  the City (i.e., RDs or 

geographic area that can be converted to RDs). 

5.3.6 Other Economic Indicators 

As previously noted, measures of  economic activity may be useful control variables in analyses 

of  stop data. Such measures that were provided to Analysis Group were sales volume and business tax 

registration certificates data. Measures of  economic activity that were not available or useable include 

business tax collections and vacant retail/office space. 

Business tax collections data measure the amount o f  business taxes paid to the City of  Los 

Angeles. Vacant retail/office space data measure the amount of  commercial property that is 

unoccupied in the City of  Los Angeles. Both of  these types of  data were not available from the City. 

Therefore, Analysis Group will consider the other measures of  economic activity that were available. 

5.3.7 Other Measures of Disorder/Physical Decay in the City 

Measures of  disorder and physical decay in the City may also be useful control variables in 

analyses of  stop data. One such measure, vacant/abandoned buildings, was provided to Analysis 

Group. Measures of  disorder that were not available or in a usable format include health and safety 

code violations, abandoned vehicles towed, burned out streetlights, missing or broken signs, and 

graffiti. 

Data for health and safety code violations, abandoned vehicles towed, missing or broken signs, 

and graffiti were not available in a usable format. Data for burned out streetlights were only available 

by street and could not be readily aggregated to RDs. As a result of  the unavailability of  these data, 

Analysis Group will consider vacant/abandoned buildings as a measure of  disorder and physical decay. 

5.3.8 Survey Data Regarding the Public's Satisfaction with the LAPD 

In order to gather some background information on public sentiments about the LAPD, 

Analysis Group requested any available survey data that may have evaluated this issue. No survey data 

in this regard was available. The only available information on the public's satisfaction was anecdotal. 
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5.4 Conclusion 

As noted in Chapters 2 and 3, other academic researchers and analysts conducting data analyses 

in other jurisdictions have emphasized the importance of quantifying all influences on police stop 

activity before drawing conclusions regarding racial patterns in those stops. This review of the 

available data for the City of Los Angeles indicates a wealth of data that we believe are relevant for 

such a careful and thoughtful empirical modeling of stop activity. On the other hand, we are also 

drawing on the lessons learned by other researchers regarding the potential limitations on the reliability 

of data used in quantitative analyses. While we believe there are adequate data to conduct insightful 

analyses of stop activity by the Los Angeles Police Department, our findings will be tempered by the 

data limitations we have discussed above. Note that although these data limitations may preclude the 

use of certain data elements in specific quantitative analyses, those data may nonetheless be valuable in 

qualitative analyses. 
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CHAPTER 6: METHODOLOGIES FOR ANALYZING PEDESTRIAN 
AND MOTOR VEHICLE STOP DATA IN THE CITY OF LOS ANGELES 

6.1 Introduction 

A wide variety of quantitative methodologies have been developed and applied in other 

jurisdictions, as well as in academic studies, for evaluating the issue of racially biased policing. TM The 

study of racial bias in police stop activity is a rapidly evolving field in which increasingly sophisticated 

approaches are adopted with each passing year. There is now wide consensus that some approaches, 

such as simple external benchmarking of stop activity to census data, are fundamentally flawed. 

However, there is no widespread agreement as to a single analytical approach that should be 

implemented. After having reviewed the types of approaches that have been implemented in other 

jurisdictions and considered in the literature, and having reviewed the availability and quality of data, 

Analysis Group has reached certain general conclusions regarding the use of quantitative analysis o f  

police stop data. 

First, we believe that no quantitative analysis of stop data can provide a definitive yes or no 

answer to the question: "Does the LAPD engage in race profiling?" There will always be a qualitative 

element to any conclusion because statistical analyses simply cannot inform us of the motivations of  

individuals. We can, however, evaluate whether enforcement outcomes potentially fall 

disproportionately on minorities, atter accounting for all legitimate factors that drive police 

enforcement activity. We can reduce our reliance on purely qualitative evaluation with appropriately 

specified and implemented quantitative analyses. Thus, we anticipate that our analyses will be 

instructive, rather than conclusive, allowing a narrowing and focusing of any qualitative inquiry. 

Second, Analysis Group recognizes that there is a trade-off between analytical sophistication 

and ease of implementation. We must be cautious to avoid excessively simplistic approaches that 

provide "quick and dirty" answers that are fundamentally uninformative of the important questions 

being posed. On the other hand, we should not be paralyzed by the fact that no single study will be 

perfect in all dimensions or answer all possible questions. For each type of methodology that we have 

proposed, we will discuss both the strengths and purposes of  the study, as well as its constraints and 

limitations. 

Third, the methodologies that are adopted should be tailored to the jurisdiction for which they 

are designed. They must be adapted to the specific questions that are pertinent for any particular 

23~ The discussion in this chapter focuses on evaluation of race disparities in outcomes. To the extent practicable and 
relevant, we will evaluate gender and age disparities as well. 
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jurisdiction and attempt to capture the idiosyncrasies of the particular jurisdiction. Further, the 

methodologies must take account of both the richness and the limitations of data that are available for 

any particular jurisdiction. Analysis Group has reviewed the data, as described in Chapter 5, and w ill 

evaluate its usefulness for each analysis proposed. 

Fourth, we anticipate there will be no single study that will provide a complete explanation of 

the observed racial differences in the raw stop data. Although we can control for the legally valid law 

enforcement activities that may explain raw differences in the stop data, the difference may arise fora 

number of unique reasons: 

• officers may be more heavily deployed in minority areas of the City and make more stops of  

all persons in those areas; 

• officers may have an increased propensity to make stops when in such areas; or 

• officers may have an increased propensity to stop minorities, specifically, given their 

representation in an area. 

The first two reasons listed above can lead to racial differences in total stop outcomes across the 

City, even if the proportion of minorities stopped in each area is the same as the proportion present in 

each area. Thus, a benchmark comparison of the two proportions in each area would not indicate a 

citywide racial difference, even if such a difference existed. The third reason would be revealed by a 

benchmark comparison of the proportion of minorities stopped in a given area to the proportion of 

minorities at risk of being stopped in that area. However, a benchmark comparison relates only ratios 

and so would be uninformative of the impact on the absolute number of stops of minorities. A full 

understanding of the racial differences in the raw stop data will require more than one type of analysis. 

6.2 Summary of Proposed Methodologies for Analyzing Pedestrian and Motor Vehicle Stop Data 

In light of these general perspectives about the usefulness and the constraints of empirical 

analysis of stops, Analysis Group proposes the implementation of three types of data analysis 

methodologies: 

• External Benchmark Study of Pedestrian Stops; 

• Study of Post-Stop Activity; 

• Search Analyses; 

• Enforcement and Other Post-Stop Analyses; and 

• Internal Benchmarking of Pedestrian and Motor Vehicle Stops (i.e., Officer-to-Officer 

Benchmarking). 
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Each of these individual methodologies is anticipated to provide unique insights for 

understanding any observed discrepancies in stop rates or in post-stop outcomes between whites and 

minorities. Each of these methodologies is supportable by the data that are available and has been 

implemented or recommended in some form, either by academic researchers (see Chapter 2) or other 

jurisdictions (see Chapter 3). Thus, these approaches are well grounded as acceptable approaches to 

investigating the questions at hand. Each methodology is described in detail below. 

6.3 Limitations of Statistical Analyses 

Statistical analysis of data can provide insights into patterns of behavior, across the City and 

over time, that may be informative about the effectiveness and respectfulness of the LAPD's policing. 

Courts have accepted statistical analysis as a means of  providing insight into claims of inappropriate 

reliance on race by law enforcement officials. As discussed in Section 2.2, the Armstrong test requires 

racial profiling claimants to provide evidence that they were treated differently than similarly situated 

persons of another race who were not stopped by the police (i.e., discriminatory effect). In order to 

fulfill this requirement, plaintiffs usually resort to statistical evidence showing differences in police 

motor vehicle stop rates among racial subgroups of the driving population. 231 

Statistical evaluation of possible racial profiling has important limitations, however. Even if 

officers do not use race as a factor in making a stop, statistical correlations between race and stops may 

emerge. If there are racial patterns in the underlying level of  criminal activity, then even race-blind 

enforcement could generate statistical correlations between race and stops. Therefore, it is critical to 

attempt to account for all legally valid influences on stop activity that may yield such spurious 

statistical correlations. 

The academic literature emphasizes the importance of gathering and evaluating information 

about the context in which stops occur (see Section 2.3.10). This information allows researchers to 

apply statistical techniques that can help explain differences in stop rates and outcomes. Note that 

these efforts to account for all legitimate factors may turn out to be inadequate. Any race differences 

that remain may be subject to qualitative explanations. Moreover, none of our analyses are capable of 

providing an assessment of discriminatory intent, as statistical analysis will never reveal the motivation 

of any officer's behavior. 

~2 Chavez v. Illinois State Police, 2001 ; United States v. Mesa-Roche, 2003. 
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6.4 Time Period of Analysis 

Analysis Group recommends that the time period for the proposed data analyses methodologies 

be July 2003 through June 2004. We propose this period for several reasons. First, this is the latest 

time period for which stop data will be available when we begin analyzing the data. Currently, the City 

is in the process of providing to Analysis Group all relevant data through June 2004, if available. 

Second, as discussed in Section 5.2. I, the more recent LAPD stop data collection efforts have resulted 

in increased data accuracy. Third, the proposed time period will provide a sufficient amount of data in 

order to yield reliable results. Fourth, a full year of data will overcome any seasonal effects that may 

exist in overall stop activity. Fifth, as a result of the FDR revisions in July 2003, stop data before and 

at~er this date differ in terms of type and format. 

6.5 Methodologies for Data Analysis 

Statistical correlations between race and stop activity or between race and post-stop activities 

(i.e., stop outcomes) that are observed in the raw data could arise in a number of theoretically distinct 

ways. First, a statistical correlation overall across the City could emerge if the LAPD made more stops 

in areas where police contact with minorities is more likely due to a higher representation of minorities. 

Even if officers are unbiased in their stop decisions, given their deployment to a particular area, a 

stronger presence in minority areas could produce a statistical pattern of disproportionate stops of 

minorities. If this is the source of any observed disparity, the question that arises is whether any 

"excess" level of stop activity in minority areas can be explained by legitimate law enforcement 

prerogatives. 

Second, statistical correlations between race and stop activity could emerge if, given a level of 

deployment in an area, officers are more likely to stop minorities. That is, of the pool of persons who 

potentially could be stopped in a particular area or on a certain roadway for legitimate reasons, are 

minorities in that pool of persons more likely to be selected? Minorities could be more likely to be 

selected for legitimate reasons if they have a greater propensity to violate traffic laws or engage in 

reasonably suspicious behavior. The proposed External Benchmark Studies are designed to investigate 

these questions. 

Third, racially biased policing may manifest itself in disparate treatment of minorities after a 

stop has been made. A wide range of outcomes is possible after the initiation of a stop. Disparities in 

these outcomes can be evaluated with the proposed Post-Stop Activity Study. 
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Fourth, al~er having evaluated overall statistical correlations between race and stop activity, 

including post-stop behavior, Analysis Group is interested in understanding whether these patterns vary 

across particular officers or groups of officers. The proposed Internal Benchmark Study can provide a 

more detailed understanding of any overall disparities that are observed. Even in the absence of any 

overall patterns, the Internal Benchmark Study can help identify pockets of disparities of interest to the 

LAPD or the City. 

6.5.1 Geographic Disparity Study 

A geographic disparity study is intended to answer the question: Are stops more likely in 

minority areas, al~er accounting for legitimate influences on stop activity? In other words, such a study 

seeks to determine whether officers are more likely to be present, and thus available to make stops, in 

minority areas. A geographic disparity study is distinct from a benchmark analysis. A benchmark 

analysis identifies the minority representation among all persons stopped in an area and compares that 

representation to the minority representation in the benchmark population for the area. Because the 

analysis compares one ratio to another ratio, it provides no information about the overall level of stop 

activity in the area. A geographic disparity study, by analyzing this overall level of stop activity 

provides the most broad-based, high-level perspective on stop activity. 

Although useful for that high level perspective, Analysis Group does not recommend the 

implementation of a geographic disparity study at this time. We believe that the implementation of 

such a study in the City of Los Angeles would be subject to some constraints that would render it less 

valuable than other studies that could be completed with the same time and resources. For example, a 

geographic disparity study would provide little insight into the distribution of many of the motor 

vehicle stops throughout the City. These stops are likely to be made on transportation corridors that 

traverse the City and are, therefore, unlikely to be influenced by minority representation in the 

geographic area. In addition, traffic bureau officers and officers from other units, such a patrol 

officers, have significantly different underlying activities and responsibilities. A geographic disparity 

study would have to eliminate these stops, which are made primarily for vehicle code violations. These 

constraints, as well as the high level perspective of such a study, make it less likely to result in 

actionable outcomes for the City. Therefore, Analysis Group recommends a focus on other, more 

valuable analyses as described below. 
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6.5.2 External Benchmark Studies 

External Benchmark Studies are intended to answer the question of whether minorities are 

stopped disproportionately to their representation in the population legitimately at risk for being 

stopped. The evaluation as to whether there are excessive stops may be made relative to either external 

or internal benchmarks. As discussed in Section 2.3.9, one of the more difficult aspects of stop data 

analysis is the construction of an accurate external benchmark or baseline. More specifically, the 

difficulty has been determining the population that is at risk of being stopped. In other words, analysts 

must make sure the numerator (stop data) and denominator (benchmark data) are for the same group of 

individuals. For motor vehicle stops, the most appropriate benchmark is based upon the population of 

traffic violators because they represent the pool of persons most at risk for being stopped. Similarly, 

for pedestrian stops, the best benchmark is based upon those pedestrians engaged in behavior or 

possessing certain attributes (e.g., youth) that put them at risk for legitimately being stopped by the 

police. The methodological difficulties in estimating the appropriate benchmark population can be 

substantial and are sometimes referred to as the "denominator problem." 

6.5.2.1 External Benchmark Study of Motor Vehicle Stops 

External benchmarking of motor vehicle stops may not hold much potential for meaningful 

results ifofficers cannot determine the race of suspects prior to making stops. Results from the Ride- 

Along Study (see Sections 4.4.3 and 4.4.4) indicate that officers ot~en cannot discern the race of 

vehicle occupants when forming suspicion or making motor vehicle stops. They are unable to 

determine race about two-thirds of the time when initially forming suspicion in a motor vehicle stop, 

with slightly more difficulty at night than during the day. They are, however, able to determine the 

race of  vehicle occupants nearly 70 percent of the time at the initiation of a nighttime stop and nearly 

80 percent of the time at the initiation of a daytime stop. Therefore, it is reasonable to consider 

whether a reliable external benchmark for motor vehicle stops can be developed. 

It is extremely difficult to find or construct a proper benchmark or baseline to which motor 

vehicle stop data can be compared. One of the most difficult tasks confronting researchers on biased 

policing is identifying an appropriate benchmark or baseline against which to compare stop data. 

Without such a benchmark it may not be possible to draw valid conclusions about the actions of law 

enforcement officers. 
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6.5.2.1.1 Potential External Motor Vehicle Benchmarks 

Although research on racially biased policing has a relatively short history, researchers have 

used a variety of benchmarks and baselines against which to compare motor vehicle stop data. A major 

rationale for such a comparison is to determine whether minority drivers are stopped disproportionately 

to their representation in the subject population. Benchmarks discussed or used in the racial profiling 

literature have included: adjusted and unadjusted census data; 233 licensed drivers; TM data from blind 

enforcement mechanisms; 235 data from observational studies; 236 criminal suspects or persons 

arrested; 237 and traffic accident data7 3s Although each of these benchmarks has strengths and 

weaknesses, some are better and more appropriate comparison populations for research on racially 

biased policing than others. Analysis Group will review each of these potential benchmarks below in 

light of the particular situation in the City of Los Angeles and given the available data. 

6.5.2.1.1.1 Census Data: Non-Adjusted and Adjusted 

Early research on racially biased policing typically used census data as the benchmark for 

comparison with motor vehicle stop data. However, it is now generally accepted that measures of 

resident population (i.e., census data) are a poor indicator of  the population at-risk of being stopped in 

motor vehicles. 239 As noted in Section 2.3.9. I, census data suffer from several shortcomings, most 

notably they may undercount minorities and tend not to be good indicators of the driving population at 

risk of being stopped. 24° Further, census data do not consider or account for differences in driving 

quantity, quality, or location across racial groups. TM 

As a result of these deficiencies, modifications to census data have been suggested (see Section 

2.3.9.2). Suggested adjustments have included: 1) restricting census data to only individuals of driving 

age; 2) restricting census data to only vehicle owners; and 3) accounting for the inflow and outflow of 

persons into and out of a jurisdiction. The latter adjustments have been accomplished by various 

means including the use of spatial weighting and traffic flow modeling. While innovative, these 

233 Frid¢ll (2001 and 2004); Withrow (2004); Greenwald (2004); California Highway Patrol (2000); Cordner, et al. (2002); 
San Jose Police Department (2002); Smith, et al. (2004); Ohio State University (2003); ACLU (2002); Hoover (2003); 
Thomas and Hansen (2004); Connecticut Division of Criminal Justice (2000); Missouri Attorney General's Office (2000); 
Smith and Petrocelli (2001); Washington State Patrol (2001). 
u4 Fridell (2004); Zingraff, et al. (2000). 
2~5 Fridell (2004). 
u6 Fridell (2004); Withrow (2004); Smith, et al. (2003); Lamberth (1997); Zingraff, et al. (2000). 
u7 Fridell (2004); Alpert, et al. (2004). 
238 Alpert, et al. (2004); Fridell (2004); Withrow (2004). 
u9 Fridell (2004); Withrow (2004); Schafer, et al. (2004); Miller (2000). 
240 Fridell (2004); Withrow (2004); Schafer, et al. (2004). 
241 Greenwald (2001). 
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experiments are complicated and most appropriate when applied to limited geographic areas, rather 

than a large metropolitan area such as the City of  Los Angeles. Moreover, they need further validation 

and refinement. Overall, adjusted census data fail to account for whether members of  different racial 

groups are equally likely to violate traffic laws. 

As a result of  the foregoing weaknesses with both census and adjusted census data, Analysis 

Group has concluded that neither will serve as a reliable benchmark for motor vehicle stops. 

6.5.2.1.1.2 Licensed Drivers 

A second approach to the development of  a benchmark is to use licensed drivers living in the 

study area. As with the census data, persons living in a particular location who possess driver's 

licenses cannot serve as a reliable benchmark because this information does not account for differences 

in driving patterns among racial groups, nor account for in- and out-migration of  residents. 

Researchers have cited national surveys that indicate substantial differences between blacks and whites 

in vehicle ownership rates, use of  public transportation, miles driven, motor vehicle trip frequency, and 

trip duration. 242 Also it is known that a smaller percentage of  blacks than whites possess driver's 

licenses. 243 An implication of  these survey results is that in the aggregate, fewer blacks drive compared 

to their percentage representation in the population of  licensed drivers. 

One method that would permit these data to be used as a potential benchmark is to limit the 

recorded stop data (the numerator) to stops of  residents only. In that way, a residential population 

could be compared to a population of  residents who have been stopped by the police. However, this 

creates an issue by excluding nonresidents and nonresident drivers, in the end, and for many of  the 

same reasons, using the population of  licensed drivers as a benchmark offers only a minimal 

improvement over the use ogcensus data. 

Even if licensed drivers offered a basis for constructing a reliable benchmark for motor vehicle 

stops, it would not be useful for analysis of  LAPD stop data because race is not recorded on driver's 

licenses in California. 

6.5.2.1.1.3 Data from Blind Enforcement Mechanisms 

Another potential benchmark is traffic violators ticketed by blind enforcement mechanisms, 

such as air patrol radar or cameras mounted at traffic lights. Using blind enforcement mechanisms may 

give a very accurate profile of  drivers for certain violations (e.g., speeding and running a red light) in 

24: Engel, et al. (2002); Smith and Alpert, (2002). 
24J Langan, et al. (2001). 
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small or limited areas. However, results cannot be reliably generalized to the driving or violating 

population of  the entire jurisdiction or for all types of  violations because the sample of  those ticketed 

by blind enforcement mechanisms are not necessarily representative of  this larger population. 

For the analysis of  the LAPD stop data, data from traffic light cameras would be limited to 16 

locations citywide. Further, Analysis Group understands that these data are subject to legal restrictions 

and are therefore not available. TM Air patrol radar would not provide a basis for a benchmark of  motor 

vehicle stops because it is not used by the LAPD. 

6.5.2.1.1.4 Data from Observational Studies 

Another method for estimating the population of  drivers available to be stopped is to observe 

and count them. 245 This method of  observation can count who is driving and/or who is violating 

specific traffic regulations. The purpose for collecting data on both drivers and violators is to 

determine whether persons of  certain racial groups commit these traffic violations at greater rates than 

others. Several studies used roadway observers or cameras to record information on the race of  drivers 

and speeders. 246 The results of  this research are mixed and depend on the threshold of  the violation. 

For example, if speeding were defined as one mile per hour over the limit, the results could vary from 

defining speeding as l0 miles per hour over the speed limit. 

Although better than static benchmarks (e.g., census data, licensed drivers, or criminal 

suspects/persons arrested), use of  observational data is not likely to be feasible. Observational data 

have several limitations. First, they are labor intensive, and therefore expensive, to collect. Cost 

necessarily limits the number of  locations that can be observed in any jurisdiction. These sites are 

often selected for specific reasons and are not random. Second, just as with blind enforcement 

mechanisms, the results cannot necessarily be generalized to the driving or violating population of  the 

entire jurisdiction or to types of  violations. Third, observational data are constrained by the observers' 

abilities. Although some black and non-black drivers may be distinguished under the proper conditions 

(e.g., during the day, with the proper lighting, and more/less traffic), distinguishing among various 

minority groups (e.g., Hispanics) can be difficult or impossible. This limitation would be of  specific 

concern in the City of  Los Angeles since Hispanics are a large minority group. 

A variation of  the observational study is ride-alongs with police officers. Ride-alongs could be 

used to create a benchmark by randomly selecting areas and times to observe. This method has the 

244 Per California state law (California Vehicle Code Section 21455.5(e)(2)), traffic light camera data cannot be released. 
245 Smith and Alpert (2002). 
246 Larnberth (1994, 1997); Zingraff, et al. (2000); Lange, et al. (2001). 

ANALYSIS GROUP, INC. 123 



Proposed Pedestrian and Motor Vehicle Stop Data Analyses Methodology Report 

potential to address all the concerns regarding benchmarks. It can account for the fact that some people 

(e.g., those who drive more, drive poorly, and drive in locations where stopping behavior by the police 

is high) are at a greater risk of  being stopped than other drivers. 247 Furthermore, it allows data to be 

collected from real-world activities and from the observations of the officers. However, since this 

technique requires observer to keep track of  officers' actions and behaviors, it is labor intensive, 

expensive, and reliant on officers acting as they normally would if not being watched. If officers 

change their behaviors while being watched, then data collected may not provide an accurate reflection 

of  the driving population. 

6.5.2.1.1.5 Race of Criminal  Suspects 

Using the racial composition of criminal suspects or arrestees as a benchmark is founded on the 

belief that stops should reflect the populations most at risk of  committing criminal acts. For example, 

in the New York Attorney General's report on the stop-and-frisk activities of  the NYPD, 248 researchers 

controlled for the involvement of  minorities in crime, as measured by arrest rates, and still found a 

higher proportion of  minorities being stopped relative to non-minorities. In one analysis of  traffic stops 

in Richmond, Virginia, it was found that when stops were aggregated at the level of  census tracts, rates 

of  serious crime predicted the rate of  stops per 1,000 residents, after controlling for other important 

factors, including measures of  poverty and unemployment and the percentage of  blacks in the 

population. 249 

Using proxies of  criminal involvement as a benchmark makes more sense in studies of 

investigative stops or pedestrian stops, than it does for motor vehicle stops. Previous research has 

demonstrated that most motor vehicle stops are made for vehicle or traffic-related infractions and not 

for suspected criminal behaviorY ° Therefore, using data on the racial composition of  criminal 

suspects or arrestees to compare to motor vehicle stops is not analytically sound. TM 

6.5.2.1.1.6 Traffic Accident Data 

Traffic safety engineers have developed another approach that can be used to create a 

benchmark for motor vehicle stops. These investigators have utilized automobile crash data to 

establish the relative risks of  causing a crash or being a crash victim that are associated with driver 

247 Fridell (2004). 
248 Spitzer (1999). 
249 Petrocelli, et al. (2003). 
250 California Highway Patrol (2000); Connecticut Division of Criminal Justice (2000); Greenwald (2001); Missouri 
Attorney General's Office (2000); San Diego Police Department (2000); San Jose Police Department (1999); Smith and 
Petrocelli (2001 ). 
25t Fridell (2004). 
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characteristics, types of  vehicles, and roadway conditions, among other factors. They conclude that 

not-at-fault drivers in two-car crashes can serve as a proxy for at-fault drivers because crash victims are 

randomly distributed among drivers. While not-at-fault crash data do not provide information on the 

racial composition of  traffic violators, they appear to be a good proxy of  the driving public, and have 

been used as denominators in the Charlotte-Mecklenburg and Miami-Dade jurisdictional studies. 252 

In many jurisdictions, these data exist electronically or on paper and can be accessed easily and 

inexpensively. However, in the City of  Los Angeles, crash data are collected only for accidents 

resulting in injuries and certain types of  crashes (e.g., crashes involving traffic felonies, crashes of  

drivers charged with driving under the influence (DUI), hit-and-run crashes, and crashes involving City 

property). Therefore, these data are limited in scope. Furthermore, this limited benchmark would not 

necessarily be representative of  the entire population at risk of being stopped, but only the proportion 

that is more likely to be injured in an accident. Because research has shown that minorities are less 

likely to wear seatbelts and, therefore are more likely to be injured in a traffic accident, they are likely 

to be overrepresented in traffic accident data. 25~ 

As a result of the limited traffic accident data in the City of  Los Angeles, they are unlikely to 

serve as a reliable benchmark for motor vehicle stops. 

6.5.2.1.1.7 Internal Motor Vehicle Benchmarks 

An alternative approach to the static and observational benchmarks is internal benchmarking. 

Rather than creating benchmarks external to the police department, internal agency comparisons allow 

for the use of  police-citizen contact data without additional or external data. Internal benchmarking 

involves the comparison of  similarly situated officers (i.e., officers on the same shift, in the same area, 

and/or on the same assignment). This technique can be used for comparing stops, citations, searches, 

and arrests. These comparisons are oiten part of  larger management programs called "early 

intervention" or "early warning" (EW) systems. 

Internal benchmarking cannot determine whether the overall stop rates of  the officers are 

appropriate. The comparisons can assess only officer-to-officer differences. TM In other words, internal 

benchmarking cannot determine whether all or none of  the individuals/groups used in the comparison 

are practicing racially biased policing because both the stop and benchmark data come from the same 

25: Smith, et al. (2004); Alpert, et al. (2004). 
253 Fridell (2004). Fridell also cites other literature (p. 220). 

Walker and AIpen (2004). 
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pool of officer stop data. If an entire police department or shift is engaging in racially biased policing, 

then internal benchmarking may not uncover biased individuals. 

Nonetheless, internal benchmarking is a better option than external benchmarking, given that 

there are no reliable estimates of the driving or violating populations. At a recent conference on 

racially biased policing in Las Vegas (July 13-14, 2004) sponsored by the Police Executive Research 

Forum and the COPS office, national experts on the analysis of racially biased policing data were 

unanimous in their support for this method of analysis where feasible. 

6.5.2.1.2 Recommendations Regarding External Benchmarking of Motor Vehicle Stops 

The availability of data and resources must determine the selection of any approach to 

benchmarking. Clearly, the census data are the least expensive and easiest to access. However, they 

do not measure the driving population. Although there have been attempts to modify census data, 

adjustments do not necessarily measure actual driving behavior. The lack of available data for other 

potential benchmarks in the City of Los Angeles, such as licensed drivers, blind enforcement 

mechanisms, and traffic crashes, makes them unfeasible as motor vehicle benchmarks. Observational 

studies could be undertaken, given a sufficient number of observations at representative locations. 

However, this type of effort would be very labor intensive and expensive, especially in a city as large 

and diverse as the City of Los Angeles. Furthermore, the collection of a sufficiently large sample to 

yield statistically meaningful conclusions may also be prohibitively time consuming. Even if such 

observational studies were undertaken, they would have a limited "shelf life" because traffic patterns 

and demographics of areas change. Therefore, observational studies would need to be updated on a 

regular basis if stop data collection and analysis remain ongoing endeavors. 

The motor vehicle benchmark that holds the best potential for the future is traffic crash data if 

information regarding all traffic crashes were to be recorded and maintained. However, as noted in 

Section 5.2.15, only limited crash data are currently collected in City of Los Angeles. Going forward, 

data could be collected for all traffic accidents. However, this effort would take a significant amount of 

time and resources to accumulate the quantity of data that would be needed for reliable use as a 

benchmark. 

Even ira reliable benchmark could be developed for motor vehicle stops, the question as to 

whether perceived race could have a significant influence on officer behavior remains. Recall from 

Chapter 4 that officers are unable to perceive the race of a vehicle occupant 63 percent of the time for 

daytime stops and 65 percent of the time for stops at night at the time suspicion is formed. These 

results of the Ride-Along Study provide further support for focusing resources in areas other than the 

ANALYSIS GROUP, INC. 126 



Proposed Pedestrian and Motor Vehicle Stop Data Analyses Methodology Report 

development of  a motor vehicle benchmark. This finding is consistent with other research that has 

addressed the specific question of  the feasibility of  determining suspect race. Two studies have 

provided analysis of  whether race could be identified by officers (see Section 3.2.12). Both concluded 

that race could not be identified by officers in a large proportion of  cases. After ride-alongs with 

officers, researchers in Sacramento concluded that race could not be identified prior to the stop in most 

cases. In Denver, officers reported that they could not identify race prior to a stop in 24 percent of  

pedestrian stops and 92 percent of  motor vehicle stops. 

Given the problems with many of  the available benchmarks, the lack of  data for other potential 

benchmarks, and the fact that LAPD officers are unable to determine suspects' race prior to initiating a 

stop in a significant number of  stops, Analysis Group does not recommend the implementation of  an 

External Benchmark Study for the evaluation of motor vehicle stop activity. Instead, we highly 

recommend that attention and existing resources focus on analyses of  post-stop activities, including 

searches and arrests, as well as internal benchmarking. These analyses capture a much broader range 

of  police activities than merely the decision to initiate a stop, and they do not require an external 

benchmark. Thus, they can provide the best potential for assessing the existence of  biased policing. 

6.5.2.2 External Benchmark Study of  Pedestrian Stops 

Statistical evaluation of  pedestrian stops has received much less attention than that of  motor 

vehicle stops. As noted in Section 2.3.6. I, in 2000, PERF conducted a survey of  data collection efforts 

and found that most agencies that collect data were doing so only for traffic stopsY 5 Of the 

jurisdictions Analysis Group reviewed in Chapter 3 (see Section 3.2.7), six of  the 13 studies indicated 

that data were collected on pedestrian stops and only three evaluated pedestrian stopsY 6 The focus on 

motor vehicle stops rather than pedestrian stops may stem from the fact that motor vehicle stops hold 

the greatest potential for analysis due to their higher frequency. 

External benchmarking of  pedestrian stops holds much more potential for meaningful results 

than external benchmarking of  motor vehicle stops. First, results from the ride-along survey indicate 

that officers can identify race in a large proportion of  suspicions and stops involving pedestrians. Even 

at the time suspicion is formed, officers could discern race about 75 percent of  the time during the day 

and about two-thirds of  the time at night. These percentages rise to over 90 percent at the time of  the 

2ss Fridell, et al. (2001). 
~6 The six studies that collected pedestrian data were the Los Angeles County Sheriff's Department, Charlotte- 
Mecklenburg, Columbus, New York, Houston, and Denver. Note that pedestrian data was collected in Columbus only if" a 
stop involved a traffic code violation. The three studies that analyzed pedestrian data were Charlotte-Mecklenburg, New 
York, and Denver. It appears that pedestrian data were mixed with motor vehicle data in Columbus and Houston. 
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initiation of  the stop. Therefore, it is reasonable to ask whether officers stop minorities at 

disproportionate rates as compared to non-minorities. 

Second, it is easier to find or construct a proper benchmark or baseline for pedestrian stops than 

motor vehicle stops. The distinction between stops made in response to a violation of  traffic laws and 

investigative stops made in response to reasonable suspicion of criminal activity is an important 

consideration in the development of  a benchmark. According to PERF, in theory, researchers should 

examine these types of  stops separately (see Section 2.3.2.4). It is widely recognized that pedestrian 

stops are less likely to be a response to observed violations and more likely to be investigative in 

nature. 2s7 Pedestrian stops are also less likely than motor vehicle stops to be used as pretext stops. 

Both of  these considerations create more potential for developing a reliable external benchmark for 

pedestrian stops. 

6.5.2.2.1 Potential External Pedestrian Stop Benchmarks 

As noted in Chapters 2 and 3 (see Sections 2.6.6. I, 3.2.7, and 3.2.14), very little research has 

been done on pedestrian stop benchmarking. Benchmarks discussed or used in the racial profiling 

literature have included: adjusted and unadjusted census data; :ss data from observational studies; 259 

and race of  criminal suspects. 26° In order to determine the potential usefulness of  these external 

pedestrian benchmarks in our analysis of  pedestrian stop data, we review them below. 

6.5.2.2.1.1 Census Data: Non-Adjusted and Adjusted 

Analysis Group does not recommend benchmarking pedestrian stops against minority 

representation in the residential population as represented by either unadjusted or adjusted census data. 

Studies have shown that the resident population is likely not a good indicator of  the pedestrian 

population, let alone those persons most likely to be stopped. Several studies have verified this 

assertion by cross-checking census data with information gathered from observational studies. The 

study conducted by the British Home Office identified the population most at risk of  being stopped, 

based on those frequenting various locations. TM The data collected by the researchers confirmed that 

the population of  persons who frequented an area was substantially different from the census of  the 

residential population. In most areas, the pedestrian populations included a greater percentage of  

minorities than indicated by the census. This is consistent with the generally accepted belief that 

2s7 Alpert, et al. (2004). 
2ss Smith, et al. (2004); Spitzer (1999); Sam Houston State University (2003); Thomas and Hansen (2004). 
~9 Miller (2000). 
260 AIpert, et al. (2004); Spitzer (1999). 
~1 Miller (2000). 
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measures of resident population (i.e., census data) are a poor indicator of the population at risk of being 

stopped. 

6.5.2.2.1.2 Data from Observational Studies 

As with observational studies of motor vehicle occupants, observational studies have limited 

usefulness in developing a reliable benchmark for pedestrian stops. As noted in Sections 2.6.9.5 and 

6.5.2. I. 1.4, observational studies are expensive and labor intensive to implement, they provide 

information at limited and generally non-random sites, they are constrained by the ability of the 

observers to determine the race of those persons being observed, and they have a limited "shelf life." 

Even if the pedestrian population could be observed accurately, police stops among the pedestrian 

population are not likely to be a random draw from among all pedestrians on the street, but rather 

focused on those pedestrians likely to be engaging in reasonably suspicious behavior. For these same 

reasons, Analysis Group does not advise benchmarking against minority representation measured in an 

observational study of pedestrians. 

6.5.2.2.1.3 Race of Criminal Suspects 

The race of criminal suspects or arrestees has been rejected as a reliable benchmark for most 

motor vehicle stops. The primary reason is that most motor vehicle stops are not investigative in nature 

but are made for violations of traffic laws. Thus, the demographic profile of people who violate traffic 

laws is not necessarily the same as the profile of people who commit crimes. Many analysts have 

confirmed that a large percentage of motor vehicle stops are made for specific moving or non-moving 

violations. Even if those stops are a pretext for investigation, a benchmark for motor vehicle stops 

must capture minority representation among all drivers committing violations, including minor 

violations. As this is likely to be a large percentage of the driving population, representation in the 

overall driving population is sometimes considered an appropriate benchmark. However, as previously 

discussed, the measurement of this representation is extremely problematic. 

However, crime data have been suggested as a possible benchmark for investigative stops made 

in response to reasonable suspicion of criminal activity (see Section 2.3.9.6), even including motor 

vehicle stops made for these reasons. Analysts recognize that pedestrian stops may be more accurately 

benchmarked than motor vehicle stops using crime data because pedestrian stops are more likely based 

on reasonable suspicion that a crime has or is about to occur. 262 Pedestrian stops are widely recognized 

,.6: Alperl, et al. (2004). 
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as being less likely to be in response to violations and more likely to be investigative in nature. 263 

Pedestrian stops also are less likely to be pretext stops because fewer are made for specific violations, 

either minor or serious. We can, therefore, reject any benchmark that is based on the overall pedestrian 

population and focus on the factors that are likely to be associated with reasonable suspicion or 

probable cause. The best pedestrian benchmark will therefore be derived from crime data. The most 

comprehensive study of pedestrian stops, conducted in New York City, relied on arrest data to form 

benchmarks for minority stops. 

The use of race information from crime data is premised on the theory that officers engaged in 

race-neutral stop activity and acting in response to signs of'criminal behavior, should stop persons that 

resemble the overall criminal population in the area. 

6.5.2.2.1.4 Other Potential Pedestrian Benchmarks 

Other benchmarks that Analysis Group has reviewed for motor vehicle benchmarking (see 

Section 6.5.2. I.I), such as licensed drivers, data from blind enforcement mechanisms, and traffic 

accident data, obviously relate to drivers rather than pedestrians. Therefore, they will not be useful as a 

benchmark for pedestrian stop data. 

6.5.2.2.2 Recommendations Regarding External Benehmarking of Pedestrian Stops 

Despite the fact that there have been few analyses of  pedestrian stops in the literature and 

jurisdictional studies reviewed, Analysis Group believes an appropriate external benchmark should and 

can be developed. First, our Ride-Along Study (see Chapter 4) indicated that race is far more likely to 

be discernible in pedestrian stops than in motor vehicle stops. This is true regardless of whether the 

stop is made during the day or the night. Officers were able to assess pedestrian race at the time 

suspicion was formed 73 percent of'the time for daytime stops and 66 percent of the time for nighttime 

stops (see Tables 4.4 and 4.5). 

Second, a large portion of the pedestrian stops are likely to be more investigative in nature 

rather than stops made as a result of a specific violation. Even where a specific violation is cited, the 

stop may be considered investigative. A preliminary review of the rate of searches for pedestrian stops 

indicates that approximately half'result in a search. This rate of searches is substantially higher than 

the rate for motor vehicle stops. It suggests that pedestrian stops are investigative, rather than only 

opportunities to cite persons for specific violations. 

263 Alpert, et al. (2004). 
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To the extent pedestrian stops are investigative, crime data offer promise for the development of 

a reliable benchmark. Analysis Group recommends the development of an external pedestrian 

benchmark derived from reported suspect race in reported crime data. This is an approach similar to 

that adopted in the largest, most comprehensive study of pedestrian stops conducted in New York 

City. TM 

Pedestrian stop activity in the City of Los Angeles, however, may differ in significant ways 

from New York. It is generally thought that pedestrian stops for specific violations, such as 

jaywalking, rather than for investigative reasons, are more common in Los Angeles. To the extent this 

perception is supported by an analysis of the data, it may indicate that some types of pedestrian stops 

should be eliminated from any pedestrian benchmark study. For example, a preliminary review of the 

data indicates lower search rates for pedestrian stops falling under the vehicle code violations (i.e., 

jaywalking stops). 265 If appropriate, these stops may be removed from the external pedestrian 

benchmark study. 

The first step in any benchmark study is the determination of the numerator- the minority 

representation among those persons stopped. The racial categories on the FDR can be evaluated to find 

the proportion of relevant pedestrian stops that are composed of each specific race: white, black, 

Hispanic, Asian, American Indian, and other. 

The second step in the external benchmark analysis is the determination of the benchmark. For 

pedestrian stop activity, Analysis Group will form an external benchmark by analyzing racial patterns 

among persons suspected of criminal activity. As described in Chapter 5, data for approximately 

689,000 crimes with valid RDs are reported from January 2002 through March 2004. Of these, 

approximately 37 percent, or about 252,000, crimes report the race of the criminal suspect. These data 

not only provide information about the race of the suspects, but also provide other details about the 

crime in question. These data provide an adequate basis for forming a statistical benchmark. 

Suspect race from crime data, of course, has limitations. First, reported criminal activity is only 

a proxy for actual criminal activity. Some types of crimes are more likely to be reported than others. 

For instance, violent crime is more likely to be reported than prostitution or drug crime. Second, 

suspect race is more readily identifiable for some types of crimes than others. For example, suspect 

race may be infrequently identified for burglaries, as these crimes are typically committed without 

264 Spitzer (1999). 
26s In addition to evaluating the search rates for various types of pedestrian stops, we will examine the correlation between 
crime and those stops. Higher correlations will assist in identifying the types of pedestrian stops properly considered 
investigative. 
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witnesses. Third, some types of reported crimes are more likely to result in police-pedestrian stop 

activity than others. Violent crimes and property crimes have different effects on public safety, thereby 

creating different law enforcement priorities and actions. And last, minority representation among 

suspects may vary by crime type. Despite these limitations, suspect race offer the best promise for 

developing a reliable pedestrian stop benchmark. 

Previous research has demonstrated that certain types of criminal activity are highly correlated 

with one another. Weapons violations and violent crime are highly correlated in some jurisdictions, for 

example. Although, this multicollinearity will impede attempts to estimate specific effects of particular 

types of crime on stop activity, it legitimizes the use of more generalized measures of criminal activity. 

In addition, officers' perceptions of reasonable suspicion may be influenced by knowledge of general 

crime patterns in an area. While location alone may not form a basis for reasonable suspicion, it may 

be a factor, among others, that is relevant. Thus, attempting to tie stop activity to particular types of  

criminal activity may be computationally impossible, but also unnecessary. 

Suspect race will be analyzed in a quantitatively objective manner to deal with these statistical 

and analytical challenges. The crime data are disaggregated by reported offense type. The correlations 

of each type of criminal activity with others in this disaggregated data will be evaluated with principal 

components analysis. These principal components can be thought of as different types of crime 

categories that capture statistically correlated crimes. These data will then be assessed to identify the 

categories of criminal activity that have the greatest impact on overall stop activity. 266 The suspect race 

associated with these statistically relevant crime categories will then be used for forming the 

benchmark in the stop analyses. 

While suspect race is available only in 37 percent of  reported crimes in the City of Los Angeles 

(see Section 5.2.2), we do not anticipate that this will present any severe limitations in its use. First, if 

suspect race were used by police officers to stop pedestrians, only the race of"known" suspects would 

be available to them. Thus, the crimes for which suspect race is unknown are irrelevant. Second, even 

though suspect race is reported only 37 percent of the time, there is still an extremely large volume of  

data for which race information is available. Third, the crimes that are most highly correlated with stop 

activity may be those most likely to contain indications of suspect race. 

An alternative source of information relating to the racial distribution of criminals is the arrest 

data. Analysis Group prefers the use of crime data, as arrests represent the outcome of police activity. 

266 Measuring the relationship between crime and overall stop activity will provide information about the context in which 
officers make stops regardless of race. 
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As such, the minority representation among those arrested could itself be biased. An agency that 

practices racially biased policing in its arrest practices will not have reliable arrest data for 

benchmarking purposes. As a possible solution to this problem, arrest data for low-officer-discretion 

crimes may be a more reliable proxy for actual offending rates than arrest data for high discretion 

crimes because these data are the least likely to be influenced by officer bias. Low-discretion crimes 

include the following violent offenses: murder, robbery, aggravated assault, and to a lesser extent, 

rape. In addition to the racial composition of reported criminal suspects, we will investigate these low 

discretion arrest rates as an alternative benchmark for pedestrian stops. 

The third step in the external benchmark study is to determine whether the proportion of 

minorities stopped deviates in a practical and statistically significant way from the proportion of 

minorities established in the benchmark. If there is no bias, we expect, on average, the proportion of  

minorities among those persons stopped to match the proportion of minorities among persons likely to 

be engaging in reasonably suspicious behavior in each enforcement area, as reflected in the benchmark 

derived from crime data. That is, we expect minorities to experience only a fair share of stops. For 

example, if40 percent of the persons reported as criminal suspects in an area were minorities, then, on 

average, we would expect 40 percent of the pedestrian stops of persons to be of minorities. 

As shown in Figure 6. I, this expected relationship is represented by a simple 45-degree line 

(the dotted line in Figure 6. I). This line, with an intercept of  zero and a slope of one, matches pairs of 

values in which the percentage of minorities stopped in RD exactly matches the percentage of 

minorities among those suspected of criminal activity in the RD. 

In reality, random variation in stops from RD to RD may yield pairs of values that lie off the 

45-degree line. That is, in some areas, minorities may make up a somewhat smaller share of  stops than 

their representation in the benchmark, and in other areas they may make up a larger share. For 

example, in one area where minorities represent 40 percent of suspects, they may represent only 20 

percent of the stops. In another area where minorities represent 40 percent of suspects, they may 

represent 60 percent of the stops. 
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Figure 6. I 
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Quantitative evidence of  biased policing is revealed when these actual observations tend to lie 

significantly below the 45-degree line. In other words, a fitted regression line would have a flatter 

slope than the 45-degree benchmark. For example, a slope of  0.72 would indicate that increases in 

minority representation among suspects are matched more than one-for-one with increases in stops. 

Regression analysis of  these shares can inform us whether deviations from the expected proportionate 

pairing of  stops to minority representation among suspects show a sufficiently strong or statistically 

significant pattern to allow inference that there is quantitative evidence of  race disparities in stop 

outcomes. 

The use of  regression analysis will enable Analysis Group to investigate other factors that may 

be related to police stop decisions. Specifically, Analysis Group recommends the consideration of  the 

factors that comprise direct or indirect measures of  crime or disorder such as: 

• calls for service; 

• gang crimes; 
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• deployment; 

• shootings at officers; and 

• vacant/abandoned buildings. 

In addition to factors capturing direct or indirect measures of crime or disorder in the City, 

Analysis Group will also consider data that measure the overall level of economic activity in the 

various geographic areas. For example, certain parts of the City with higher levels of business activity 

may expect to have higher levels of stop activity. This information will be derived from two sources: 

sales volume data and business tax registration certificates data. These data are reported by zip code. 

Therefore, they will have to be mapped to the RDs as noted in Section 5.3.2. 

Other demographic data not related to race may also influence stop activity. For example, since 

population density is likely to influence stop activity, we will measure the influence of the number of 

residents in each RD. 

The above data related to crime, disorder, economic activity, and population density are not 

necessarily considered to be legitimate reasons for stopping minorities disproportionately in a given 

RD. However, potential relationships between these data and stop patterns will be investigated on the 

theory that an understanding of such relationships may be helpful in sharpening our understanding of 

any racial disparities which may be identified. 

Certain other factors may be included as potential legitimate reasons for stopping minorities 

disproportionately in a given RD. To the extent that gender, age, and other demographic factors are 

relevant for explaining minority representation among pedestrian stops, we will include them in our 

analysis. 

The use of regression analysis in a benchmark study has a unique advantage over more 

simplistic benchmarking comparisons frequently used in other jurisdictions. Not only does it allow the 

consideration of a wider range of quantitative factors, it can accommodate further consideration of 

qualitative elements. As the discussion above indicates, a finding of a fitted regression line with a 

slope that is statistically significantly less than one will provide quantitative evidence of an average 

difference between the expected proportion of minorities stopped, given their representation among 

criminal suspects, and the actual proportion. This average overall difference can be used to draw 

general quantitative inferences about possible bias in pedestrian stops. 

The analysis also can be used to identify particular outliers. For instance, when this analysis is 

conducted across RDs, then the results for any particular RD can be evaluated relative to what would 

be expected for that RD. RDs with outcomes sufficiently far from what would be expected can thus be 
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identified. This creates an opportunity to consider the influence of more qualitative elements that 

cannot be captured in the statistical model. For example, idiosyncratic RDs, such as those with unusual 

pedestrian traffic related to tourism or a central business district may appear as outliers, yet be more 

clearly understood with reference to qualitative information. 

6.5.3 Post-Stop Activity Study 

As noted in Section 2.3.6.2, analysts have recognized that for both pedestrian and motor vehicle 

stops, there is the potential for racially biased policing at two points in time - when the stop is made 

and after the stop has been made. Analysis of stops typically refers to information specific to the 

decision by the officer to make a stop. Stop data analysis would include the officer's determination of 

the race of a suspect when the decision to make a stop is made, the violation, where the violation 

occurred, the time of day, and the day of the week. Post-stop analysis refers to evaluation of 

information specific to the outcome of events after the stop. Post-stop data would include the officer's 

determination of the race of a suspect after a stop is made and the outcome of a stop (e.g., searches, 

citations, and arrests). Although the focus of prior research and studies of other jurisdictions has been 

the analysis of stops, a number of jurisdictional studies have recognized the value of post-stop 

analyses. 267 Such studies provide a unique perspective on the potential for racially biased policing after 

a stop is made. 

The second type of study that Analysis Group recommends, therefore, is a study of post-stop 

activities. This study will address the question: Are minorities subjected to disproportionate sanctions 

or other burdens following a stop after controlling for available non-racial factors that may influence 

police decision-making? Post-stop analyses are particularly useful in understanding whether 

enforcement is effective and respectful and compliant with the Department's nondiscrimination policy. 

Such analyses may assist in determining whether investigatory or suspicion-based stops were effective. 

Therefore, we propose the development of a methodology for analyzing racial differences in selected 

post-stop actions. 

The statistical techniques that Analysis Group will use in the analysis of post-stop activity are 

appropriate for the study of categorical data. Two techniques that we anticipate using are logistic 

267 S e e  Greenwald (2004); California Highway Patrol (2000); Cordner, et al. (2002); Smith, et al. (2004); Ohio State 
University (2003); Schlosberg (2002); Spitzer (1999); A lpert Group (forthcoming for Miami-Dade Police Department), 
Sam Houston State University (2003); Thomas and Hansen (2004); Smith and Petrocelli (2001). However, the type and 
depth of post-stop analyses in these studies varied widely. 
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regression and Chi-square analysis. 26s These are techniques that are designed to assess whether there 

are racial differences in the occurrence of  a particular outcome. Logistic regression is a multivariate 

technique that allows an analyst to evaluate the impact of  race on discrete, bivariate outcomes (i.e., two 

outcomes),  such as a yes/no response to a question (e.g., "Did the driver exit vehicle?"), after 

controlling for other likely influences on the outcome as well. Chi-square analyses are used to examine 

the relationship between two variables, such as race and the decision to search, and may be used to 

evaluate whether the distribution of  various outcomes differ in a statistically meaningful way by 

race. 269 

For all post-stop analyses, stops of  pedestrians and motor vehicles will be analyzed separately. 

As noted in our review of  the literature (see Section 2.3.6.1), motor vehicle stops are more likely to be 

pretextual stops. Therefore, our expectations regarding post-stop outcomes vary by type of  stop. 

Likewise, stops resulting from calls for service will be analyzed independently from officer-initiated 

stops. Given the lower level of  discretion associated with calls for service stops, these stops ideally 

should be treated separately from those initiated by officers themselves. 

Given that some post-stop outcomes are relatively rare events (e.g., searches), it is possible that 

splitting the data as described above would yield too few cases in each category to produce a 

meaningful statistical analysis. If Analysis Group determines this to be the case after examining the 

distribution of  the data, then we will consider alternative techniques to increase the size of  the sample. 

One solution may be to combine stop categories (e.g., pedestrian and motor vehicle stops) but control 

for the type of  stop by including dummy variables in the logistic regression models that identify 

pedestrian and motor vehicle stops or officer-initiated versus calls-for-service stops. Again, the 

preferred technique will be to analyze different categories o f  stops independently because those 

analyses will yield more detailed information on each type of  stop. However, sample sizes will 

necessarily drive the analytic choices that are available as the analysis unfolds. 

Once the pedestrian/motor vehicle and calls-for-service/officer-initiated split is accomplished, if 

possible, stops made by the following categories o f  officers will be analyzed independently: 27° 

• patrol officers; 

2~ An example of a logistic regression analysis is provided in Section 4.4.4 in the evaluation of the ride-along study results. 
There we evaluated whether various explanatory factors accounted for the officers' perception of the race of persons 
stopped. 
269 Although we considered the appropriateness of nested logistic regression, the data collection protocol makes its 
application inappropriate. Nested logistics regression is a technique that allows an analyst to evaluate the probability of a 
discrete outcome when the choice made may be contingent on the result of an earlier choice. As Chapter 7 describes, the 
current data collection protocol does not allow an analyst to determine from the FDR the dynamics of what occurred 
following a stop. Thus, nested logistic approaches cannot be implemented. 
270 Detective will be excluded unless there are enough stops that allow for a separate analysis. 
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• gang officers; and 

• traffic officers. 

In the case of gang officers, their stops are likely to reflect not only their unique responsibilities and 

enforcement strategies but the ethnic and racial composition of the City's gangs as well. Traffic 

officers, too, have substantially different responsibilities from patrol officers, and therefore, it is 

appropriate to analyze their stops separately. Generally speaking, stops made by officers assigned to 

gang units should be analyzed separately when possible from those made by regular patrol officers. 27~ 

Finally, as the backbone of any police department and the group that has more contact with the public 

than any other, patrol officers represent the remaining and perhaps most important category of officers 

to consider in post-stop analyses. As the discussion on combining categories of stops indicates, 

however, sample sizes for some outcomes may dictate that the data be aggregated and officer 

assignment be controlled in a series of combined models. 

In dividing the data according to the strategy outlined above, we hope to develop the clearest 

picture possible of the stops made by the various LAPD entities that will comprise the major analytic 

categories. In the same vein, we hope to examine post-stop outcomes for each racial category 

identified on the FDR so that important differences among minority groups are not masked. However, 

and as noted above, whenever data are split into increasingly finite categories, the risk of having an 

insufficient number of cases to produce a meaningful analysis increases. We expect that some 

categories of analysis may not produce meaningful results -e .g . ,  pedestrian stops by traffic officers. 

Without examining the data further and beginning the analytical process, we cannot determine when 

these obstacles to an effective analysis may occur. If it appears that a particular type of analysis will 

have an insufficient number of cases to produce reliable results, Analysis Group will consult with the 

City to determine whether some higher level of aggregation may be advisable. 

6.5.3.1 Search Analyses 

Most earlier analyses of search activities have relied on one of two approaches: an examination 

of overall search disparities by race or analyses of hit rates among racial groups (see Section 2.3.8.2). 

With a search disparity analysis, the number of persons searched in each racial category is divided by 

the total number of persons stopped from each category. This simple calculation leads to the 

percentage of persons searched among those stopped and allows for comparisons across racial groups. 

The analysis can be done for all combined searches conducted or for subsets of searches (e.g., searches 

271 Spitzer (1999) and Smith, et al. (2003). 
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incident to arrest, pat-downs, vehicle searches, or impound searches). As a bivariate calculation, 

however, this type of  analysis does not take into account legitimate, non-racial factors that may cause 

the search rates for one group to exceed those of  another. 

An alternative method for evaluating post-stop activity is a hit rate analysis or outcome test. 

Hit rate analyses have been used to analyze whether outcomes of  discretionary searches (i.e., discovery 

of  contraband) are systematically different for minorities and non-minorities. In a typical hit rate test, 

researchers measure the hit rate as the number of  successful discretionary searches divided by the total 

number of  searches for each racial group. Lower hit rates for searches of  minorities are generally 

interpreted as a possible indicator of  racially biased policing. The logic is that if the hit rate is lower 

for minorities, a lower standard for initiating the search may have been applied by the officer, thus 

implying racial bias by the officer. 

Although instructive, particularly in conjunction with multivariate analyses, hit rate analyses 

have limitations. As with all statistical analyses, the interpretation of  a lower success rate for searches 

is, at best, indirect evidence of  bias. If hit rates are lower for minorities than for whites, this finding 

may indicate that the police are searching minorities under a lower standard of  proof than for whites 

and are therefore "wrong" more often. However, as simple, bivariate analyses, hit rates do not account 

for situational or contextual influences on search decisions that may vary by race. As one example, if 

minorities exhibit characteristics that lead police to be suspicious more often than whites, police may 

act upon those suspicions, search minorities more often, and end up with fewer "hits" or positive 

contraband seizures among minorities. Neighborhood differences also may vary by race, which may 

lead to differing search decisions by police and lower hit rates for some racial groups. Although a 

useful indicator of  possible bias, hit rates are perhaps most instructive when conducted in conjunction 

with a multivariate analysis of  searches as well. 

The nature of  the LAPD data imposes one additional limitation on our ability to conduct a hit 

rate analysis. When more than one type of  search was conducted and contraband was found, we will 

not be able to distinguish which search yielded the contraband because LAPD FDRs do not identify 

which search yielded the contraband. Because only some searches qualify as probability searches, we 

must be able to link any contraband found to those particular kinds of  searches. When both probability 

and non-probability-based searches (e.g., search incident to arrest) were conducted during the same 

stop, we cannot make the necessary linkages and therefore cannot analyze those data for hit rate 

purposes. In the end, an insufficient number of  probability searches conducted independently of  non- 

probability searches would preclude us from conducting a hit rate analysis. As a result of  the 
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aforementioned limitations, a hit rate analysis will not be performed by Analysis Group using LAPD 

post-stop data. 

Logistic regression provides an alternative tool for examining searches. The purpose for 

conducting multivariate assessments of  searches is not to determine whether contraband was found but 

to investigate racial disparities in the decision to search in the first place. The question addressed by 

these analyses is whether LAPD officers are more likely to search minorities than whites atter 

accounting for non-racial factors that may influence the search decision. Thus, these models enable us 

to control for explanatory factors that may legitimately influence officers' decisions to search. The 

individual and contextual factors that have been discussed in our proposed stop analyses are important 

to consider in a multivariate analysis of  searches. Thus, Analysis Group proposes conducting 

regression analyses on search outcomes in order to determine whether, holding other relevant variables 

constant, race influences the likelihood of  officers engaging in discretionary searches. 

The FDR generates information on a variety of  search outcomes. The analysis of  these 

outcomes will rely heavily on the data gathered from the FDRs. We make our recommendation atter 

having determined that the post-stop search data are of  sufficiently high quality to warrant a review. 

The form that has been in use since July I, 2003 records a number of  possible search activities, once a 

stop has occurred. Some of  these actions are contingent upon earlier actions having been taken by the 

officers. Given a stop, the possible post-stop search actions, along with associated contingencies, are: 

• Was a pat-down, search, or frisk conducted? 

• Was the detainee asked to submit to a warrantless search? 

• If yes, did the detainee grant the request? 

Was a search conducted? 

• If yes, what was the authority? 

• consent 

• odor of  contraband 

• incident to arrest 

• parole or probation 

• impound authority 

• visible contraband 

• incident to pat-down or frisk 

• other 

• If yes to search, what was searched? 
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* person 

• container 

• vehicle 

• other 

• Ifyes to search, was anything discovered or seized? 

• If yes to discovery or seizure, what was found? 

• alcohol 

• drugs 

• money 

• other contraband 

• other evidenceofcr ime 

• other property 

• w e a p o n s  

• vehicle 

Although the search data captured on the FDR allow for many different combinations of  

analyses, we believe that three in particular will yield useful information on the existence of  possible 

disparities in search outcomes. Based on our review of  the literature and discussions with City of  Los 

Angeles and LAPD representatives, we intend to conduct three discrete search-related regression 

analyses: (I) an analysis of  pat-down/frisks, (2) an analysis of  high discretion searches, and (3) an 

analysis of  consent search requests. Pat-down/frisks are limited searches of  a suspect's outer clothing 

conducted when officers have reasonable suspicion to believe that a person may be armed and 

dangerous (Terry v. Ohio, 1968). They are highly discretionary and are appropriate to assess tbr racial 

differences. They represent the first search analysis that we propose. 

Next, Analysis Group proposes aggregating searches into high and low discretion categories 

and conducting a regression analysis of  the influence of  race on high discretion searches. High 

discretion searches are those where officers have the greatest degree of  freedom in choosing whether to 

search. Again, atter discussions with City and LAPD representatives, we intend to combine odor of  

contraband, parole/probation, and incident to pat-down/frisk searches into the high discretion category 

for analysis. The incident to pat-down/frisk category indicates that officers conducted a pat- 

down/frisk, felt an object that appeared to be a weapon, and reached inside a suspect's clothing to 

retrieve the item. In order to take a conservative approach with our analysis, we have chosen to include 

this type of  search in the high discretion category, recognizing that officers will typically err on the side 
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of  caution and will reach inside a suspect's clothing to investigate any object that could be used against 

them as a weapon. Low discretion searches, which will not be subject to analysis, include searches 

incident to arrest, impound searches, and searches based on visible contraband. In these cases, officers 

have little or no choice but to conduct a search and therefore any racial differences that may exist in 

these searches are not likely to be the result of  bias. 

Finally, we propose a regression analysis of  how race affects the decision by officers to request 

consent to search. The FDR captures information on whether officers asked citizens to submit to 

consensual searches. The decision to seek consent is highly discretionary and is appropriate to 

examine for racial differences, in fact, the decision to seek consent provides for a more straightforward 

analysis than whether a consent search was actually conducted, which is also captured on the FDR. 

Consent searches indicate that officers conducted a search al~er they sought and gained permission to 

search from citizens. However, as outcomes, they measure citizen acquiescence to a police request, 

and acquiescence may itself vary by race. Therefore, the better approach is to explore racial 

differences in the initial decision to seek consent rather than using the consent search data themselves 

as the variable of  interest. 

Because the FDR records the race of the person(s) stopped, each of the three search-related 

activities (pat-down/frisks, high discretion searches, consent search requests) discussed above may be 

analyzed statistically for evidence of  disparities. The search analyses that we recommend have 

dichotomous (yes/no) outcomes and are appropriate for logistic regression. In conducting these 

analyses, Analysis Group will control for the influence of  a variety of  individual, contextual, and 

situational factors as discussed below (see Section 6.5.3.3). As noted earlier, if an analysis yields too 

few cases to produce meaningful results, we will consult with the City and recommend a course of  

action to address the issue. This may involve a recommendation to aggregate the data or to conduct 

additional analyses. 

6.5.3.2 Enforcement and Other Post-Stop Analyses 

In addition to searches, the FDR also captures information on other stop outcomes and 

contingencies. Those outcomes are as follows: 

• Did the officer ask the driver to exit the vehicle? 

• What action was taken? 

• field interview completed 

• warning 
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• n o n e  

• arrest 

• citation 

• release from custody 

By linking the FDR data to other data sources, Analysis Group can develop a more complete 

account of what occurred alter a stop. For stops that resulted in a citation, for example, we can link the 

FDR data to a City-maintained citations database and determine what particular offense(s) a driver was 

cited for. This will allow us to determine not only whether minorities were more likely than whites to 

receive citations (after controlling for other factors), but also whether differences exist in the types of 

citations issued to minority and white drivers. Likewise, by linking FDR and arrest data, we can 

analyze whether minorities were more or less likely than whites to be arrested after holding constant 

important variables such as type of offense. 

Based on discussions with City and LAPD officials, Analysis Group proposes to conduct 

regression analyses on the following FDR outcomes: arrests, citations, no action taken, and whether 

the driver was asked to exit the vehicle. We believe that these analyses will be the most fruitful in 

uncovering possible racial disparities and assessing the post-stop practices of the LAPD. As with 

searches, we intend to conduct separate analyses for each of  the four outcomes listed above. Similar to 

the high discretion search analysis as well, we anticipate removing non-discretionary arrests from the 

pool of arrests subjected to analysis. For example, in cases where persons have warrants on file for 

their arrest, officers are typically required by law and policy to take them into custody. Removing 

warrant-based arrests from the analysis will allow us to examine the influence of race only on truly 

discretionary arrest outcomes. Again erring on the side of caution, only arrests made pursuant to a 

warrant will be considered non-discretionary and removed from the arrest pool. Recognizing that other 

arrests also may involve low discretion (e.g., violent felonies), we will control for offense type by 

creating dummy variables for violent and other crimes as discussed below. Moreover, we will control 

for offense type and other relevant variables (see Section 6.5.3.3) in each of the four proposed outcome 

analyses. These outcome analyses will be similar to that for searches and will employ logistic 

regression techniques to explore race as a possible variable of influence on the probability of the 

outcomes occurring. 
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6.5.3.3 Independent and Control Variables 

As with other regression techniques, these logistic regression approaches enable an analyst to 

control for other legitimate influences on the outcome to isolate only unexplained racial disparities. As 

with our Pedestrian Benchmark Study, the influence of  other factors will be captured in the empirical 

models. The factors that Analysis Group will consider in the analyses are broadly classified as: 

• suspect characteristics; 

• officer characteristics; 

• encounter characteristics; and 

• geographic characteristics. 

To the extent these legitimate law enforcement imperatives explain differences in post-stop 

activity, these effects will be measured and controlled in the analytical models. After having reviewed 

the data that are available, and having reviewed the quality and completeness of  the data, Analysis 

Group recommends the inclusion of  a number of  specific control factors. 

First, we will account for the characteristics of  the specific encounter. These factors are 

reported on the FDR - time of  day, day of  week, and reason for the stop. The time of  day and day of  

the week may indicate differences in the likelihood of  a stop, regardless of  race. The FDR also records 

the reason for the stop. The likelihood of  specific post-stop outcomes also is expected to be related to 

the initial reason for the stop. The reasons for the stop identified on the old form are: 

• vehicle code moving violation/pedestrian violation; 

• municipal code violation; 

• suspect flight; 

• consensual; 

• call for service; 

• equipment/registration violation; 

• department briefing; 

• penal code violation; 

• health and safety code violation; and 

• other. 

When changes were made to the data collection instrument in July 2003, the reasons for the 

stop were reclassified to distinguish vehicle code moving violations from pedestrian violations. 

Because the FDR also records whether the stop was of  a driver or pedestrian, we will disaggregate the 
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vehicle code moving violations from pedestrian violations on the old FDRs with reference to the type 

of  stop. 

The inclusion of  situational characteristics is important in assessing possible racial differences 

in post-stop outcomes. The nature and severity of  the offense, or whether the stop was made based on 

a department briefing, are important control variables to consider because of  their relation to officer 

discretion. For example, officers have much less discretion in arresting a suspect when a violent crime 

or DUI is suspected. Thus, at a minimum, we anticipate creating dummy variables for violent crimes 

and DUls. We will also investigate the need for creating other offense-related variables, such as 

variables for property or drug offenses. Similarly, for the citations analysis, it may be important to 

include variables for some lower discretion traffic-related charges - driving with a suspended license or 

reckless driving, for example. We will determine how best to classify offenses after running some 

descriptive statistics on offense type by race. Although we cannot yet specify all of  the offense-related 

variables we will use in each model, we recognize that controlling for these and other contextual 

factors will help isolate race as a potential explanatory factor for post-stop decisions and will help rule 

out the possibility that variables other than race are responsible for any observed differences between 

whites and minorities. 

Our second set of  control factors relate to the geographic area in which the stop occurred. The 

FDRs report the RD in which the stop occurred. Therefore, the attributes of  the area where the stop 

occurred can be readily identified. These attributes are either direct or indirect measures of  crime, 

disorder, or socioeconomic disadvantage in the City that may influence the decision of  the officer to 

initiate particular post-stop actions. The factors that Analysis Group will analyze are: 

• crime; 

• calls for service; 

• gang crimes and stops by gang officers; 

• officer deployment; 

• shootings at officers; and 

• vacant/abandoned buildings. 

Crime data arc available for the City at the RD level. In evaluating post-stop outcomes, we will 

control for crime in the RDs where stops occurred. At a minimum, we anticipate controlling for violent 

and property crime. We will also investigate the possibility of  controlling for other types of  crime such 

as drug-related offenses. For the purposes of  specifying area-level crime rates or counts, we will use 

the Uniform Crime Report (UCR) definitions of  Part I offenses in identifying violent and property 
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crime. Violent crime under the UCR definitions includes the following offenses: murder and non- 

negligent manslaughter, rape, robbery, and aggravated assault. Part ! property crime under the UCR 

includes burglary, larceny-theft, and motor vehicle theit. Because reported crime categories across 

geographic areas of  a city tend to be collinear (vary together), we may have to develop a composite 

measure(s) of  crime that avoids the statistical problems caused by including collinear variables in the 

same regression models. 

In addition to including standard UCR crime categories as control variables in our analysis, we 

also believe that it is important to account for the possible effects of  gang activity and gang-related 

crime on the post-stop behavior of  police officers. Although the City maintains a database of  gang- 

related crimes that is available for analysis, only recently have uniform standards been instituted for the 

classification and capture of gang-related offenses. As a result, the current gang crimes database is 

probably incomplete, which may limit its utility in the overall analysis. As an additional proxy 

measure for gang activity, we also plan to use stops by gang unit officers as an estimate for gang 

activity across the City. Neither measure of  gang activity or gang-related crime is ideal, but they are 

the best that are currently available and we will examine their usefulness and predictive power in our 

regression models. 

Other geographic variables of  interest for which data are available include officer deployment 

patterns, calls for service, shootings at officers, and abandoned buildings. The density of  police 

deployment in a given area may impact post-stop outcomes, as may demand for police services (calls 

for service). Data on shootings at officers may provide an indication of  how threatened officers feel 

and thus may affect their activities on stops in certain locations. Information on abandoned buildings 

serves as a proxy indicator for the level of  social disorder and physical decay in RDs, which in turn, 

may influence police behavior. All of  these variables will be included as controls in the regression 

models where appropriate. 

The third set of  control factors that we will use in our analysis are variables relating to officer 

characteristics, such as age, race, gender, and length of  service. These data may be matched to the 

stop, as the identification of  the officer is provided on the FDR. We will also evaluate whether 

commendations, complaints, or uses of  force by officers have explanatory power in the likelihood of  

specific post-stop actions. The idea is to control for officer characteristics and their influence on police 

decision-making, and to determine whether officer characteristics help explain post-stop outcomes. It 

may be useful for the City and the LAPD to know whether certain officer characteristics (complaints, 

race, use of  force) are associated with an increased likelihood of  arrest occurring or a citation being 
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issued. There have been only a limited number of multivariate analyses that accounted for officer 

demographics. Although researchers in Richmond, Virginia found that officer race did not predict 

disparate treatment of  minorities, one study found that officer characteristics were significant predictors 

in some models. 2~2 

Atter having accounted for the contextual factors that may influence post-stop decision-making, 

Analysis Group will evaluate whether suspect characteristics - age, sex, and especially race - influence 

post-stop actions. The logistic regression models provide estimates of  the increase in the odds of  

particular post-stop actions occurring, together with measures of  the statistical significance of  those 

racial disparities. As a result, the multivariate analyses will help determine the nature and extent of the 

influence that driver and pedestrian race has on post-stop decision-making atter holding other 

important variables constant. Raw disparities that may be identified through simple descriptive 

analyses may no longer hold aRer the inclusion of other relevant factors in a multivariate model. 

6.5.3.4 Limitations of Multivariate Analysis 

The post-stop outcome models will help explain whether and to what degree race plays a role in 

police decision-making. It is unlikely, however, that the models will explain all of  the variance in a 

particular outcome. For example, if Arrest/No Arrest are the possible outcomes in a logistic regression 

model, the inclusion of  driver race and relevant control variables available from City and LAPD 

databases in the model may explain only a small percentage of  the variance in the outcomes. Although, 

hypothetically, the model may show that black motorists are more likely than whites to be arrested after 

holding other influences constant, the model may still leave most of  the variance in the arrest outcome 

unexplained. This means that additional, unaccounted for variables are exerting an unmeasured 

influence on the Arrest variable. As a practical result, one cannot conclude that racial bias explains the 

arrest disparity among blacks because other legitimate, unmeasured reasons for the disparity may exist. 

In a perfect world, and if all relevant variables were available for inclusion in a multivariate 

model, no amount of  variance in the outcome would be leR unexplained. In the racial profiling 

context, this means that we could isolate racial bias by police as the only source o f  an observed 

disparity. Since it is highly unlikely that our analyses will produce a perfectly specified model, a single 

model cannot be used, by itself, to prove or disprove the existence of"racial profiling." Instead, the 

models may or may not provide circumstantial evidence of  bias, depending upon the strength of  the 

race effects found and whether patterns exist in the racial disparities, if any, that are identified. 

27: Smith and Petrocelli (2001) and Schafer, et al. (2004), respectively. 
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6.5.4 Internal Benchmark Study 

The final study that Analysis Group recommends is an Internal Benchmark Study (i.e., officer- 

to-officer comparisons). Such an analysis is not typical of either the academic research that we have 

reviewed or other jurisdictional analyses. Of the jurisdictions reviewed (see Section 3.2.13.1.3), one 

(Sacramento) prepared an analysis of stops relative to such an internal benchmark. Nonetheless, courts 

have held that a defendant can prove the discriminatory effect prong of an equal protection claim 

through a comparison of the arresting deputy's stop percentages to those of the highway patrol overall. 

The defendant in Mesa-Roche solved the benchmarking problem by utilizing what was, in essence, an 

internal benchmark in comparing the arresting deputy's stops to those who were similarly situated - 

Kansas Highway Patrol troopers who worked a nearby stretch of interstate highway. 

Internal benchmarking is a viable alternative approach to the static and observational 

benchmarks otherwise recommended for external pedestrian and motor vehicle benchmarks (see 

Section 2.3.8. 1.3). Rather than creating benchmarks external to the police department, internal agency 

comparisons allow for the use of police-citizen contact data without additional or external data. 

Internal benchmarking involves the comparison of similarly situated officers (i.e., officers making 

stops during the same time of day and in the same location). This technique can be used for comparing 

stops, citations, searches, and arrests. These comparisons are often part of larger management 

programs, called "early intervention" or "early warning" (EW) systems. 

Internal benchmarking cannot be used to determine whether the overall stop rates of the officers 

are appropriate. The comparisons can assess only officer-to-officer differences. In other words, 

internal benchmarking cannot determine if either all or none of the individuals/groups used in the 

comparison are practicing racially biased policing because both the stop and benchmark data come 

from the same pool of officer stop data. If an entire police department or shift is engaging in racially 

biased policing, then internal benchmarking may not uncover biased individuals. 

Nonetheless, internal benchmarking is a better option than external benchmarking, particularly 

for motor vehicle stops where estimates of the driving or violating populations are difficult or 

impossible to ascertain. Internal benchmarks provide a reasonable and cost effective alternative when 

there are no reliable estimates of the driving or violating populations. Although more effective external 

benchmarks may be developed for pedestrian stops, an internal benchmark is still informative. At a 

recent policing conference in Las Vegas (July 13-14, 2004) sponsored by PERF and the Office of 

Community Oriented Policing Services (COPS), a component of the DO J, national experts on the 
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analysis of racially biased policing data were unanimous in their support for this method of analysis 

where feasible. 

The purposes of the internal benchmark study are two-fold: 

• Identify individual deviations in the racial composition of each officer's stops relative to 

stops made by all other officers in the same RDs during the same time periods. 

• Provide summary measures of the extent of the variance in stops across groups of officers 

making stops in the same RDs during the same shifts. 

The results will provide tools for assessing the stop behavior of individual officers and for 

identifying outliers. The identification of outlier officers in this manner can be used as part of a larger 

early warning system that ensures review of officers and for assessing the consistency with which 

training on stop behavior is implemented in the field. 

The internal benchmark will be developed relative to other officers patrolling the same 

geographic areas, at the same time of day and with the same general assignment. As in the post-stop 

analyses, Analysis Group anticipates analyzing pedestrian and motor vehicle stops separately, and 

filtering out stops resulting from calls for service. Within those groupings, gang, traffic, and uniformed 

patrol stops will be analyzed independently from each other. 273 The problem of identifying a sufficient 

number of stops by each officer to provide for a meaningful analysis is particularly acute with internal 

benchmarking. Consequently, we anticipate having to compare officers to others similarly situated 

throughout the entire period from July 2003 through June 2004. Even under this approach, some 

officers simply may not have recorded enough stops to allow for an individual-level analysis. After 

examining the data more thoroughly, we will evaluate whether peer groups may be defined for more 

narrow time periods. 

The basic unit of analysis for forming peer group comparisons will be the RD. For any RD in 

which an officer made stops, the internal benchmark will be the percentage of minority representation 

among all stops made in the RD. Thus, the percentage of minorities stopped by each officer in a given 

RD will be compared to the percentage of minorities stopped by every other officer in that RD. We 

will attempt to develop an RD-specific benchmark for each racial group identified on the FDR. 

However, aggregation of stops into minority/non-minority may be necessary to obtain numbers large 

enough to analyze. If this becomes necessary, Analysis Group will consult with the City on how the 

various racial and ethnic groups should best be collapsed. This benchmark will be further refined to 

:73 S e e  footnote 270. 
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differentiate the effects of the time of the stop on the minority representation among stops. As such, 

we anticipate developing both a daytime and a nighttime benchmark for each RD. 

Al~er calculating the internal benchmark for each RD and comparing each officer's stops to it, 

we will then assess which officers demonstrate patterns of  stop activity that deviate from the behavior 

of their peer groups. Some officers will have the same minority representation in their set of stops as 

the RD benchmarks against which they are compared. Some will have higher minority representation 

and others less. We will identify specific outliers (i.e., those officers with significant differences in 

minority representation among their stops) using a standard difference of proportions test (e.g., t-test). 

This test will allow us to determine whether an officer's proportion of minorities stopped exceeded that 

of officers in the same location and at the same general time of day by an amount greater than would be 

expected. 

We will also evaluate whether stops made by officers within each RD should be aggregated to 

increase sample sizes and produce a more robust analysis. This technique would involve aggregating 

all stops by an officer regardless of the RD where the stops were made and comparing them against 

stops made by all other officers in the same RDs. Under this approach, the internal benchmark for an 

officer would be his or her expected racial distribution of stops, which would be derived from (I) the 

racial distribution of all stops made by all officers in the same RDs where the officer made stops, and 

(2) the actual proportion of stops made by the officer in each RD. The sample figures below serve to 

illustrate this technique on a simplified model using only two RDs and two racial groups. 

Table 6. I shows a hypothetical distribution of the stops made by all patrol officers in two RDs. 

In RD I, black motorists comprised 80 percent of the stops, while white motorists comprised the 

remaining 20 percent of stops. In RD 2, the percentages were reversed: whites made up 80 percent of 

the stops and blacks 20 percent of stops. When stops from the two districts are combined, the overall 

percentage of blacks stopped is 56 percent with whites making up the remaining 44 percent of stops. 

Table 6.1 Stops by All Officers 
R D  ! R D  2 Total 

Percent Percent Percent 
Race Number  of Total  Number  of Total  Number  of Total 
Blacks 480 80% 80 20% 560 56% 
Whites 120 20% 320 80% 440 44% 
Total 600 100% 400 100% 1000 100% 

As depicted in Table 6.2, assume that Officer Z made stops only in these two RDs and that his 

total number of  stops was 100. 
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Table 6.2 Actual Distribution of Stops by Officer Z 
RD I RD 2 Total 

Percent Percent Percent 
Race Number of Total Number of  Total Number of Total 
Blacks 64 80% I 0 50% 74 74% 
Whites 16 20% I 0 50% 26 26% 
Total 80 100% 20 100% 100 100% 

Using the percentage of black stops from all other officers as a benchmark, the expected 

distribution of Officer Z's stops is shown in Table 6.3. 

Table 6.3 Expected Distribution of Stops by Officer Z 
RD I RD 2 Total 

Percent Percent Percent 
Race Number of Total Number of Total Number of Total 
Blacks 64 80% 4 20% 68 68% 
Whites 16 20% 16 80% 32 32% 
Total 80 100% 20 100% 100 100% 

Note that blacks comprise a greater proportion of Officer Z's total expected stops (68 percent-  

see Table 6.3) than reflected in the total actual stops for all officers (56 percent - s e e  Table 6. I). This 

is because Officer Z made a greater proportion of his stops in RD I (see Table 6.2) - a heavily black 

area - than did other officers (see Table 6. I). In fact, Officer Z made 80 percent of his stops (80 of 100 

stops) in the substantially black area whereas other officers made only 60 percent of their stops (600 of 

1,000 stops) in that location. Thus, one would expect blacks to represent a greater proportion of 

Officer Z's stops than among the total stops made in the two RDs. However, the expected distribution 

of Officer Z's stops (Table 6.3) shows that within RDs, his stops should reflect approximately the same 

black/white proportions as the stops made by other officers. 

Now consider Table 6.2, which depicts Officer Z's actual distribution of stops. Note that in RD 

I, his stops are consistent with the benchmark - 80 percent black and 20 percent white. But in RD 2, a 

mostly white area, his stops are substantially more likely to involve a black motorist than his expected 

distribution (50 percent versus 20 percent). Overall, this overrepresentation of black stops in RD 2 

places his total proportion of blacks stopped at 74 percent, which is approximately 9 percent higher 

than expected (68 percent). The difference between the actual proportion of blacks stopped by Officer 

Z and the proportion that he would be expected to stop given his higher number of stops in the mostly 

black area ofRD 2 can be tested for statistical significance. If that difference is significant (unlikely to 

be the result of chance), then Officer Z would be identified by the analysis as an "outlier." In other 
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words, his proportional stops of black drivers are higher than expected given the stops made by other 

officers in the same RDs. 

The type of analysis illustrated above could be conducted for each officer and possibly for each 

racial group represented on the FDR, depending on the number of stops available for analysis. The 

technique is useful if the number of stops made by each officer in each RD is insufficient to provide for 

a meaningful analysis at the individual RD level. Again, Analysis Group will investigate the necessity 

or utility of this type of analysis as we begin working with the data. 

Moreover, it is important to note that simply because an officer may be identified as an outlier 

does not necessarily mean that the officer is "racially profiling." Legitimate reasons may exist for why 

an officer's stop patterns differ from those of other officers. For example, an officer may have been 

assigned to a special detail in an area with a substantial minority population or the officer may have 

taken it upon himself to concentrate on a particular type of offense that is concentrated in a minority 

neighborhood. Internal benchmarking and the identification of outlier officers represents only a first 

step in ascertaining whether racially biased policing is occurring. Traditional supervision or even early 

identification systems are a logical "next step" in determining whether an individual officer's stop 

patterns are appropriate. 

Although not currently possible, if the LAPD is able to track individual officers across shifts 

and assignments in the future, then the measurement of minority representation of stops by individual 

officers may also be aggregated up to higher levels of command such as a watch or even an area. 

Note that in aggregating the average deviation from an internal benchmark to a higher 

command level, the analysis would not re-evaluate the internal benchmark for any individual officer. 

These internal benchmarks are always formed at the RD level. This ensures that officers' stop activity 

is compared only to those peers facing the same suspect, encounter, and geographical attributes. These 

aggregated internal benchmark comparisons could be used to compare the proportion of minority stops 

among watches within an area and would allow a division commander to identify a particular watch 

that may be an outlier compared to others. 

Although Analysis Group has discussed the Internal Benchmark Study with a focus on stop 

activity alone, the approach may generalize to other outcomes of the stops (i.e., searches, arrests, 

citations, and warnings). The only limitation is that the number of post-stop outcomes recorded by any 

individual officer must be sufficiently large for statistical evaluation. 
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6.6 Conclusion 

Studies of allegations of racially biased policing are a rapidly evolving science. The simple and 

traditional approaches of focusing on external census-based benchmarks have been revealed to be 

fundamentally flawed analytically, even if they are easy to implement. Analysis Group has 

recommended data analysis methodologies that address the identified weaknesses of prior approaches. 

Each of the analyses we recommend has been vetted in the academic literature, and tried in at least 

some jurisdictions. Each represents a substantial improvement over naive benchmarking approaches, 

and each may be implemented given our current understanding of the data. Although any one of the 

three studies proposed will provide insight into the potential of racially biased policing in the City, 

each addresses a fundamentally different perspective. Therefore, Analysis Group recommends that the 

City implement all the proposed methodologies. 

The proposed methodologies represent a substantial improvement over most previous studies, 

but they too have limitations. Chief among these is the inability of our analysis to provide a simple yes 

or no answer to the question: "Does the LAPD engage in racial profiling?" Where it exists, purposeful 

discrimination by police is a product of racial animus or stereotyping. Statistical analyses cannot 

discover the subjective motivations that underlie discretionary decisions. We cannot "get inside the 

minds" of police officers to uncover their true racial feelings and how those feelings may affect their 

stop behavior. At most, we can measure racial disproportionality, which depending on its severity may 

provide indirect evidence of racial discrimination. However, given the uneven socioeconomic and 

criminogenic conditions among racial groups in the United States and the City of Los Angeles, it is 

unlikely that perfect racial proportionality could be achieved by the police even if they operated in a 

completely race-neutral fashion. 

With that limitation in mind, we believe that our proposed analytic strategy can provide the City 

with useful information regarding the stop practices of the LAPD. Currently, substantial and 

unexplained racial disparities exist in the reported LAPD stop data. Our analyses likely will be able to 

explain some of factors that give rise to those disparities and may even be able to account for some of 

the disparities on non-racial grounds. Next, our analyses may reveal other disparities or undiscovered 

patterns or trends in the data that will shed light on the operations of the LAPD and may suggest 

avenues for improvement in policy or training. The officer-to-officer comparisons that we plan on 

performing will identify outlier officers, which in turn, will allow the LAPD to examine the reasons 

why some officers stop minorities more ot~en than their peers. Finally, our proposed methodologies 
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will serve as models for future analyses to build from and improve upon as the science of racial 

profiling research develops over time. 
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CHAPTER 7: REVIEW OF STOP DATA COLLECTION PROCEDURES 

7.1 Background and Purpose 

The purpose of this chapter is to review and make recommendations regarding the FDR and the 

stop data collection protocol used by the LAPD. Detailed below are Analysis Group's 

recommendations regarding data collection and the FDR. Following the recommendations are two 

appendices. Appendix G contains sample search and contraband matrices that are more fully discussed 

below. Appendix H contains additional observations and comments on the data collection protocol. 

The City may wish to consider these observations and comments and discuss them with the DO J, as 

necessary. 

7.2 Calls for Service 

Racially biased policing data collection protocols necessarily reflect a balance between the 

desirability of information for analytical purposes and the organizational costs of the data collection 

efforts themselves. Although capturing all potentially relevant information may be desirable from an 

analytic perspective, there are very substantial costs associated with data collection requirements 

imposed upon police officers. The productivity of line officers is inversely related to the amount of 

time spent on administrative tasks such as racially biased policing data collection. Thus, efforts should 

be made to streamline the data collection protocol to provide the maximum amount of relevant 

information while minimizing the time and effort required by officers to provide that information. 

Although racially biased policing data collection is a new and evolving area of police practice, 

most agencies that have undertaken data collection have chosen to gather information only from 

officer-initiated stops. Analysis Group has reviewed data collection protocols from highway patrol, 

municipal, and county law enforcement agencies of all sizes and from all areas of the country and 

found none that require racially biased policing data collection on persons stopped in response to 

general calls for service. At the most, some agencies' data collection forms contain a field for "attempt 

to locate" when officers are searching for an individual in response to a call for a wanted or suspicious 

person. Overall, however, stops that result from dispatched calls for service do not typically trigger 

data collection requirements. 

Such an approach makes sense from a theoretical and practical perspective. Where it exists, 

racially biased policing is the result of the improper exercise of police discretion. When officers are 

called to the scene of an event by the public, the opportunity for them to exercise discretion in whom to 

contact or detain is significantly diminished, if not eliminated. In contrast, when officers make contact 
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with or detain an individual based on their own initiative, they exercise a much greater degree of 

discretion and increase the probability that extralegal factors such as race may play a role in their 

decision-making. The universe of possible officer-initiated contacts is probably a better indicator of  

possible racial bias. 

Moreover, from a practical standpoint, the LAPD does not detain many persons as the result of 

calls for service. For example, in the last half of 2003, only 1 percent of drivers stopped were detained 

based on calls for service. Although the percentage of pedestrians stopped based on calls for service 

was higher, at 15 percent of all stops, officers stopped far more pedestrians based on their own 

initiative rather than dispatched calls. 

Also, the data set for pedestrians stopped pursuant to calls for service does not represent the full 

range of LAPD stop activity because many calls for service (see bulleted list in Section 7.1) are already 

excluded from the protocol. In addition, stops made as the result of calls for service are driven by 

public demand for police service and therefore do not accurately portray discretionary police decision- 

making. Even a single unusual event, such as a child abduction, could generate hundreds of stops and 

could skew the population of persons stopped of a certain race by the police in a given area. For these 

reasons, the time and effort required to complete FDRs for stops made pursuant to calls for service is 

probably not worth the additional cases that would be generated, especially if these stops do not 

represent the free exercise of police discretion unconstrained by public demands for service. 

Consequently, Analysis Group's recommendation is that tire LAPD modify its FDR protocol to 

eliminate the data collection requirement for all dispatched calls for service. Only officer-initiated 

stops should trigger the completion of an FDR. We note that the current FDR database contains both 

officer-initiated stops and stops made pursuant to calls for service. Because of the different 

discretionary conditions under which these two categories of  stops are made, we intend to analyze them 

separately (see Chapter 6) and recommend that this practice be followed so long as calls for service- 

related stops continue to be part of the LAPD data collection effort. 

7.3 FDR Elements and Layout 

Compared to the data collection forms or protocols used by some law enforcement agencies, the 

FDR used by the LAPD contains fewer data fields. Many agencies, for example, capture stop 

outcomes in greater detail than does the LAPD FDR. Under the uniform data collection elements 

recently adopted in the State of lllinois, agencies collect information on specified types of violations 

for which a citation was issued: speeding, lane violation, seat belt, etc. When arrests are made, the 

more comprehensive data collection forms in use allow officers to specify whether the arrest was for a 
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felony or misdemeanor or was made pursuant to a warrant. In addition, racial profiling analysts find it 

useful to have information on the nature of  the charges for which arrests were made. Generally 

speaking, the more detailed the information that can be obtained on stop outcomes, the more 

comprehensive and productive the resulting data analysis will be. 

Theoretically, data on stop outcomes that are not found on the FDR itself can be obtained by 

linking the FDR to other data systems through common identifiers, such as incident, booking, or 

citation numbers. Thus, a fuller and more comprehensive data set that contains, for example, 

information on citations and arrests can be developed for the purpose of  analysis. In practice, the 

various data elements required to develop a comprehensive traffic and pedestrian stop data set are 

maintained in separate LAPD or City data systems. The organizational and administrative challenges 

in putting together a complete stop data set are formidable, as a host of  City and LAPD data systems 

must be brought together and processes must be developed for integrating the information contained 

within them. Moreover, as problems and limitations in the various data sets are identified (see Chapter 

5), it makes sense to streamline the data collection process and capture some of  the more important 

outcome variables, together with the existing FDR elements, in a single data set. 

We believe that some relatively minor changes can be made to the FDR form that will allow 

some of  these disparate data elements to be integrated within the current FDR database, and this will 

reduce or eliminate the need to incorporate some data elements from other systems. Although the need 

may still arise to query other data systems, especially if specific analytic questions need further 

exploration, the recommended changes to the FDR form that follow will bring together in a single data 

system many of  the data elements most relevant to an analysis of  stops and stop outcomes. 

Analysis Group's recommendations regarding the FDR are organized by the heading of each 

separate block of  information contained on the current FDR form. We have no comments or 

recommendations for headings not mentioned or discussed below. In some cases, we recommend 

creating new data fields in addition to the elements already contained on the FDR. These 

recommendations appear below in Section 7.4. 

7.3.1 Race of Suspects 

Under the current FDR data collection protocol, officers are instructed to record race of  the 

person stopped based on the officer's initial perception. If an officer discovers that a person's race is 

different than the officer's initial perception, the initial perception of  race is still recorded. 

This data collection procedure is problematic for several reasons. First, it may be difficult or 

impossible for an officer to clearly distinguish when his or her initial perception is made as the 
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observation and identification of suspects is a continuous process. It is reasonable to believe that the 

first impression may be influenced by the later face-to-face interaction. Second, because the 

identification of suspects is a continuous process, the time at which each officer makes their initial 

perception can vary from officer to officer and instance to instance. Therefore, there is not likely to be 

a consistent time when the determination of race is made. Third, if an officer discovers that a person's 

race is different from the officer's initial perception, yet records the initial perception of race as 

required, then some of the recorded race data is incorrect in that it does not capture what an officer's 

ultimate perceptions were after making contact with a suspect. Therefore, it may be impossible to fully 

ascertain how race affects officers' post-stop actions (e.g., citations, searches, and arrests) since they 

depend upon officers' perception of race after speaking and interacting with suspects, which is not 

currently captured in officers' initial impressions. 

Given the difficulties in identifying an appropriate benchmark for stops, it is probably more 

important to have accurate race data for post-stop analyses than for an analysis of stops themselves. 

Therefore, Analysis Group recommends that officers record race based on tile totality of their 

interaction with a suspect, not just their initial perception. This will provide a more accurate data set 

for post-stop analysis. 

7.3.2 Initial Reason for Stop 

Currently, the FDR contains a category titled Suspect Flight under initial Reason for Stop but 

does not contain a broader descriptive category for Investigative Stops, as do almost all other stop 

forms currently in use around the country. Flight is one example of suspicious or unusual behavior 

that, when combined with other factors, may give a police officer reasonable suspicion to stop and 

detain a suspect. [n reality, there are many such behavioral cues that trained police officers rely upon 

in evaluating whether to stop and detain someone for a suspected or potential criminal violation. This 

type of stop was authorized by the Supreme Court in Terry v. Ohio (1968) and is typically described as 

an investigative stop on most racially biased policing data collection instruments. It may be 

distinguished in training from the current FDR violation categories (Health & Safety, Municipal, Penal, 

etc.) by the amount of proof needed for the detention and therefore the greater degree of discretion that 

officers have in conducting investigative stops. 

The current categories reserved for substantive code violations should be used when officers 

have probable cause to believe that a person has committed a violation falling within one of the 

specified legislative codes. Analysis Group recommends replacing Suspect Flight with a category 

entitled Investigative Stop to capture the broader category of  stops based on reasonable suspicion 
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that a person has committed or is about to commit a crime. The current Departmental Briefing 

category is a special type of investigative stop that merits its own category as opposed to subcategor), 

because prior descriptions of suspects olten include race, which necessarily limit an officer's discretion 

in whom to stop. 

The current Vehicle Code violation category Equipment/Registration should be split into two 

separate categories: (I) Equipment Violation and (2) Registration Violation. Because non-moving 

violations have been shown to disproportionately impact minority drivers in other jurisdictions, a 

greater level of detail is warranted to gain as much insight as possible into these phenomena. 

7.3.3 Warrantless Searches 

Currently, it is impossible to ascertain from the FDR data what type of search authority was 

used as the basis for searching a person, vehicle, or container. Based on discussions with LAPD 

personnel and our review of the FDR and associated training materials, Analysis Group learned that 

officers are instructed to check all search authorities that apply to a given event. Thus, if an officer 

seeks and gains permission from a driver to search his person and as a result finds an illegal drug that 

leads to a search of the vehicle, which in turn leads to the driver's arrest, the officer will mark Consent 

and Incident to Arrest as the justifications for the searches conducted. Under this approach, it would be 

impossible to determine which search authority noted on the FDR applied to which search conducted. 

Likewise, it would be impossible to determine from where the contraband was seized: the driver 

himself or the vehicle. The ability to make these distinctions is important when conducting a search 

analysis and in understanding the dynamics of what occurred in the aftermath of a stop. Because of 

these limitations in the LAPD search data as they are currently collected, our search analyses will be 

less instructive than they otherwise would have been had the data been collected differently (see 

Chapter 6). Consequently, Analysis Group recommends that tile LAPD modify tile FDR to include 

search and contraband matrices that identify which search authorities apply to whom (or whaO and 

precisely f rom where (or whom) contraba,d is seized. Examples o f  these matrices are hacluded in 

Appendix G. Matrices similar to the examples provided in Appendix G are currently in use by a 

number of law enforcement agencies in the Chicago, Illinois area. Agencies using matrices for data 

collection purposes include the police departments in Joliet, Evanston, Kankakee, and Bloomington, 

Illinois, among others. The matrices shown in Appendix G are only provided for consideration by the 

City, recognizing that the types of data reflected in the matrices can be collected in a variety of ways, 

including the use of separate questions for each element. 
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We also note that Probable Cause is not listed as a category under Authority to Search. 

Probable cause is a necessary descriptive category for warrantless searches, particularly as they apply 

to automobiles. The Odor of  Contraband category is an evidentiary factor that may provide an officer 

with probable cause to conduct a search, but many other factors (together or separately) may also 

provide such proof. Thus, Probable Cause is tile more accurate descriptor for  tile legal authority 

under which all officer may search a vehicle without a warrant. Analysis Group recommends 

adding it as a Search Authority category. Similarly, Visible Contraband is another evidentiary factor 

that may provide an officer with probable cause to either seize the item and/or conduct a more 

complete search. I f  the LAPD desires to identify cases in which contraband is visible in plain view or 

in which the odor o f  contraband is present, then Analysis Group recommends that tile FDR allow 

for  these choices ill the search matrix (see AppendL~: (7). 

7.3.4 Pat-Down/Frisks 

The LAPD FDR is unique among data collection instruments that Analysis Group has reviewed 

in that it captures both whether an officer conducted an initial pat-down/frisk of  a person and later 

(under the Authority for Search category) whether the officer reached inside the person's clothing to 

retrieve a possible weapon. This latter search authority is entitled "Incident to Pat Down/Frisk." The 

legal authority for conducting a pat-down stems from Terry v. Ohio (1968) and includes the authority 

to reach inside clothing if the officer feels what he or she reasonably believes is a weapon. Thus, the 

amount of  evidence required for conducting the frisk is the same as is needed for reaching inside the 

clothing, if necessary, to retrieve a possible weapon. At this point, we express no opinion on the 

usefulness of  separating the frisk from the weapon retrieval itself for the purposes of  data collection 

and analysis. However, Analysis Group recommends that for  tile sake of  consistency with the FDR 

heading (What Was the Authority for  the Search?) and our similar recommendation regarding 

"probable cause" above, the City should change "Incident to Pat Dowtu'Frisk" to "Reasonable 

Suspicion," which is the more accurate descriptor for  the legal authority under which officers are 

permitted to frisk a person, vehicle, or container (e.g., purse or backpack) and to retrieve potential 

weapons. 

7.4 New Data Fields 

The FDR should contain a separate and independent field for  stops based on radar and~or 

laser speed measurement devices. These devices are ot~en employed by traffic units working problem 

areas or special details, and as a result, stops based upon speed determinations from these devices may 
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involve little or no discretion. Thus, these stops represent a different analytic category from other 

moving violations and may serve as a useful comparative group to assess racial differences, if any, 

between high discretion and low discretion stops. Analysis Group suggests that this field be 

incorporated as a subcategory of  the Initial Reason for Stop block. 

Next, the LAPD should consider adding data elements within the Action Taken block that 

capture more information on the type of  action taken as the result of  a stop. Under theArrest elemeat, 

sub-elements for  felony and misdemeanor should be added, as should a sub-element for  an arrest 

made pursuant to a warrant. This latter element is an important control variable in assessing the cause 

of  any observed racial disparities in arrests because arrests made on warrants usually involve little or 

no discretion. Officers would check all arrest sub-categories that are applicable. 

Under the Citation element, sub-elements should be considered for  the most common traffic 

infractions cited by the LAPD (e.g., speeding, improper turns, running a red light, etc.). Officers 

would indicate for which of  the violations, if any, the suspect was cited and would check an "Other" 

box if none applied. Ill addition, choices for  (1) suspended/no driver's license, (2)failure to provide 

proof  of  insurance (if required by state law), (3) seatbelt violation, and (4) DUI should be 

incorporated here or elsewhere on the FDR. In other jurisdictions, and in other contexts, these 

violations have been shown to correlate with socioeconomic status and/or race. 274 Thus, they are 

important dependent, or control, variables in attempting to understand possible disparities among racial 

groups. 

As noted in Section 5.2.5, parking citation numbers are sometimes entered into the field where 

traffic citation numbers are recorded on the FDR because there is no parking citations field. This 

causes a problem in matching the stops with citations from the stop data with the citations database 

because parking citations are not included in the citations database. In fact, because traffic citations are 

not electronically maintained by LAPD, it is difficult to identify which discrepancies between the stop 

database and the citations database are the result of  parking citations. An option for "Parking Citation" 

could be included alongside the "citations" and "release for custody" options. 

Finally, Analysis Group recommends the addition o f  data fields for  the number o f  citations 

issued (1, 2, 3, or more), the number o f  persons in the vehicle (1, 2, 3, or more) and the duration o f  

the stop (in minutes). Again, these fields have been found to correlate with race in other studies and 

are important to consider in a thorough analysis of  police stop practices. 

274 Braver (2003); Istre, et al. (2002); Wells, et al. (2002). 
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7.5 Conclusion 

The addition of these data fields may eliminate the need to query the existing citations and 

arrest databases. At this point, Analysis Group anticipates using these databases to obtain charge 

information for the post-stop multivariate analyses (see Chapter 6). The suggested additions to the 

FDR detailed above encompass many important control variables that currently must be extracted from 

the citations and arrest data and manually recoded. The adoption of Analysis Group's 

recommendations regarding additional data elements for the FDR will, at a minimum, promote more 

efficient analyses in the future and may eliminate altogether the need to link FDR data to arrest and 

citation data. Analysis Group may have further recommendations al~er implementing the 

methodologies for analyzing stop data proposed in Chapter 6. 
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04 )4 3~ 04 u4 
05 )5  35 Os OS 
Oe )4  )8  Oa OS 
O? )7 37 O1 07  
0 8  )a 38 OB 0 8  
Og )0  0 9  O9 

Ottcefs Name 

O Cm:mn No, . . . .  
O Sco,~=jmo.~p__ __ 

Time Of Stop: m~x~lng DIIIHct: 

O0 O0 O0 O0 O0 O0 
I J 01 01 Ot  O !  Ot 01 

0 3  0 3  0 3  
0 4  0 4  0 4  0 4  

O5 0 5  0 5  
1 0 6  O6 0 6  
I O 7  O7 0 7  

O0 0 8  o e  
O9 O91 OB 

~0 O0 
~t O1 
~2 02  
'3 03  
'4 04 
~5 O5 
be OS 
t7 07 
'a 08 
'9 Do 

llll¢4Dr'o ~41+IoI NO. 

O0 O0 I O0 O0 O( 
O ;  O1 0 01  0 
0 2  0 2  0 2  Oz O: 
0 3  0 3  0 3  0 3  O: 
0 4  0 4  0 04  O. 
0 5  O5 0 5  0 5  O~ 
O0 O6 0 6  0 6  Ot 
07  O1 O O;  O: 
0 8  0 8  O 0 0 S  Ot 
09  O9 O 0 9  OI 
~ r ~ f s  Name 

)0 O0 
)1 O t  
)2 0 2  
)3 0 3  
)4 04  
)5 0 5  
)6 0 6  
)7 0 7  
)8 0 8  
)9 0 9  

AtmlYOIv..qo. 

ii o0 01 O, 
Oz O~ 
03  03 
04 04 
05  05 
Os O~ 
07 07 
O" O~ 

Og 



Current FDR: July 2003  - current 

l q l ~ l . D .  D A T A  I l l E P O R T  

Corre~klm: ,,m, i~.o,cll, le~l=: .#~ ~" [~1~ '  
(Completely shade all nreas Ihai apply on lhis Ion'n) I 

(Each person , ~ F D R  lotto} I 
Completing o ~ . , ' .  N~mo l po. ,~ ,  Officer'. Nllmo 

I 

I~ l°,l~l. °. ',°1 
2 : 2  I ~ 1 ~  .2i 

I ~ , ~ 1 ~ 1 ~ t ' ~ 1  

7 7 "7 ~7 

'g 9 "9 9" B 

3i3 
4 1 4  

6 6: 
7 7" 
B O ' 

2 6 1 0 0 0 4  

In I:IClIII'll i 

Did I~lver Exit Vohl,'ll? 

0~1 You Ask Odv~ To P,II? 
"--', Y~ ~HO 

TD P~e~n,mn 

Appom~ Deficont 

. Hopon= 
._ . t k ~ n  

; "k'V, ono ~ , ~  Abo~ 

Serial No. 

i~ 0 0 0 
) I I I 
2' '2 2 2 2 
3 3 ]13 3 

"4 4 l 4 4 

6 "6 5 
IT 7 '7 7" 

,8 I O 

O 
1 1 
2 2 

:3 3 
4 

5 5 
O 

~ J..: 

S.I_ l 
I Gender I Apparenl Ago 
I L ~ I ~' 1.17 

L~-35 

INITIAL REASON FOR STOP: ~ Only One) 
~.~ I.lili~miclSllli~Cli~Ylolabon ~ I.lul~q:i~Co~Viillon ~ Pl~llCtdeVl~n 
, L  Depe~,~ 6tie~9 (C~r~ 8¢a¢~Jk~n~  z~ I~1Cd) ~ S ~  F I l l  

V@.~le ~ VIOInLllOtZ: (~ade wl~a! type of viOl~llon o t o ~  for) 

Woll 0 POt Oown/Frbik ~illrCh Conduczed? ,7. J Y~ ~ NO 

WARRANTLESS SEARCHPS 
Was Ihe Oeblneo Asked to ~ubrnll Io o ~oarch? ~-,Y~ ..]h~ 

II YeS. Old Iho Oolalneo Granl the Sinrch? "~  Y ,  ~ NO 

WO~ a Search Conducted? ~-. Yes ~ " I~ 

What W~ llie Authorily for tho Sent©h? 
"m0ora,em "--jIr,~xnlloA~esl --" l e , , m m d ~ y  ,'~l~:~,enl~PalDm,WF~k 

Whal Was S e a r c h e d ?  ~ ~ "._.~G~z~s'~cs ~V¢'~te - 0e~ 

Was Anything DilCoveredfSelzod? ~ Yes " t~O 
II Y¢l. WhDl was Dlscovorod~elmd? 

ACTION TA KEN: 
Ft. Gon;p~m _", 'bn'~ .~t,~rm 

~ Numbe Rl~lUlr~l? Yes t/o---.--• V [ 

¢~ .~  D r  --~ 

~ F ~ c ~ " "  L , ! 

I i 
Data: M/DD/YY 

T .T 0 ' ~ 0 
2 r 8 ' " I , I 

3 ,,9 2 2 
4 I0 I 2 , . 

6 12 

. . . . . . . .  9 I 
IUPIM~OI RI¥1EWIIIO 

l~l"J 

0 .O ( 

2 .  ; 
3 1 
4 ~ 
5 ~ 

o 

, ] 1 ' ! I ? :  
2 2 1 ' 2 1 2  

# 1 ' 4  r4 , 
5 I S f5  
6 I 6 , 6  ' 

1 7 1 7 ! 7 " i  
1 8 1 o , ~ :  



Proposed Pedestrian and Motor Vehicle Stop Data Analyses Methodology Report 

APPENDIX B: DATA ELEMENTS & CODING PROPOSED BY 
P E R F  27s 

I) Time/Date 
2) Location: Beat, division, block, intersection, etc. 
3) Age: <18, 18-29; 30-39; 40-49; 50+ 
4) Gender: Male / Female 
5) Race: 

White 
Black/A frican-American 
Asian/Pacific Islander 
Native American/Eskimo/Aleut 
Middle Eastern/East Indian 

6) Hispanic/Latino: Yes/No 
7) Does person live in metropolitan area defined by U.S. Census? Yes/No 
8) Reason for Stop 

Reactive Stop (e.g., call for service, special detail such as roadblock) vs. Self-Initiated Stop 
(e.g., proactive vehicle or pedestrian stop) 
Vehicle Code Violation: 

Red Light/Stop Sign 
Speed [ mph over limit] 
Lane violation 
Commercial vehicle 
Following too closely 
Failure to signal 
Other moving violation 
Hazardous equipment 
Seat Belt 
Other nonmoving violation 

Penal Code Violation 
Nuisance (related to quality of life) 
Vice 
Property Crime 
Violent Crime 
Violation of Local Ordinance 
Be On the Lookout (BOLO)/Person Wanted 
Suspicious circumstances 

9) Disposition: Arrest 
Ticket/Citation 
Verbal warning 
Written warning 
No Action 

10) Length of Stop: 0-15 rain.; 16-30 rain.; 31-60 rain.; 61+ 
1 I) Were suspect's characteristics observable before stop? Yes/No 
12) Comment Section: [allows for explanations for variables, if needed] 

2~s Fridell et al. (2001). 
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Proposed Pedestrian and Motor Vehicle Stop Data Analyses Methodology Report 

13) Employee ID: [Or at least beat, division, and/or unit] 

Search Variables 
14) Was a search conducted? Yes/No 
i 5) What was searched? 

If just collecting on vehicle stops: 
Vehicle 
Personal effects 
Driver 
Passenger(s) 

I f collecting on both vehicle/pedestrian: 
Person: pedestrian, driver, passenger 
Vehicle 
Building/Residence 
Property/Personal effects 

16) Authority to Search? 
Consent 
Reasonable suspicion - weapon 
Incident to arrest 
Probable cause 
Inventory 
Plain View 
Other 

17) Search Results: Positive/Negative 
18) What was recovered? 

Currency 
Weapon (or "gun" and "other weapon") 
Stolen property 
Illegal drugs/Drug paraphernalia 
Other 

19) Optional: Additional details 

ANALYSIS GROUP, INC. 177 



Proposed Pedestrian and Motor Vehicle Stop Data Analyses Methodology Report 

A P P E N D I X  C: J U R I S D I C T I O N A L  STUDIES DATABASE 
(see the following table) 

ANALYSIS GROUP, INC. 178 



At. .  ,x C 
R e v i e w  o f  Ju r i sd i c t i ona l  Stud ies  

Jurisdiction 
las A~des police DepL" 

i Size of Servk-e [ 
I Number of Anm 1 
I Sworn o[n~.r l  Po[ntlalton I (l~uare mi~l) I Author of Sluud~ 

9.000 3.S00.000 46S ~nab'sis Group 
Dnte of Slud~ 

N/A 

Perfod 

NIA 

Number of Stops Analyzed 

I MotorVehfd~ j Ped~ltrtm~ ! To~I 
NtA N/A NIA 

Sta ler  t 
I Ctutr~tertt t i~ 

^ ~ ' ~  

N/A 

CahfmTfia Hig~-ay pmJel 6.700 33 5 milhon (20 7 15.234 
milhon ~ (rml~ of 
d~ive*s; ~2 mi~inn free~"a,s' m 

veh/des) Cahfomia) 

Los Angele~ Com~. Sh~fPI Dept 9.000 2,69~412 3.154 

S a ~ u t o  Potir.e ~ 651 441,000 98 

5 5.~ Diego Police Depl 2,104 1.223,400 342 

6 San F ~  Polite ~ ~300 7~6.733 47 

San Jose Police D~pL 1.400 894,943 176 

8 Clmrlonc~lecUmbmg Police Dept 1.500 650,000 488 

9 Columbus Di~ion of Police. OH 1.800 771.000 213 

California Highw~" Pal?ol July I. 2000 

N/A NtA 

Univenti~" of Somhem California 
Scho~ of Polio'. planni~8, m',d 

(l~ufessm H owm'd 

C a e e ~ l d )  

April 19. 2004 

DL Ga D' Card~uu, Eastern Kenl~ky Nm'ember. 2002 
Uolvenity; Dr. Bt~n V.~dliams, 
Vand~c~t UniverSe.'; I~r Alfredo 
Vel~co, San Diego State Unive~.' 

Ma~ Schlosberg. ACLU Ocmbe~ 7. 20002 

S~n Jos~ Polic~ Dept. June l,t, 2002 

North CamJlnn State Univer~' .  Jmma~' 16. 2034 
De~ of Sociolo~' md Anthiopolo~ 
(WHlinm Smith and ~ e w  
z ~  

Ohio State Univ~i~'. Cemer fm .hme 24, 2003 
Biogatmlct 

UnJverri~' of Colorado at Denver. Ma..ch 2004 
De~ o f ~ '  (Dr. Debon~ 
11m~s ~d ~chmd I-Iz~s~) 

~lmmon Police ~ and Sam May 2003 
~lommn State Unive~i~,. Criminal 
Mslice C~t~ 

July I. 1999-April 30. 2000 2.6383119 0 2.638,589 Race 
Gend~ 

Age 

NtA N/A N/A N/A NtA 

Jtz~" 1. --'~O2-Jtm~ 30, 2003 34,839 0 34,839 Race 
Age 

Jzmumy-Decemb~ 2001 121,013 0 121,013 Rnc~ 
C_~der 

Age 

Jtdy I. 2001-Jtm~ 30. 2002 50,419 0 50,419 R2tce 

Jm~umy-Decemb~ 2001 89.889 0 89.889 Race 
Cend~ 

Age 

2002 77.17.5 5.649 ~1~774 Race 

Age 

Nov, ?.001-OcL 2002 6-1,0,q9 0 64,089 Ra~e 
Gender 

Jtme I. 2002-Ma'y 31. 2003 124.10~ 29,456 153.560 Race 
Cn~le~ 

Age 

J ~ . - D e ~ m b e ~  2U02 439,086 101.674 540.760 Race 
Gend~ 

Ainil-Ocmber 2001 66.109 0 66.109 Race 
Gend~ 

Ag~ 

0 174.919 174,919 

N/A N/A N/A 

IC Dem'er police Dept. 1,402 5 5 0 , ~  155 

I I Hottsttm police Dept. 4,000 1,941,240 617 

12 Miami-Dade Cotm~.- Potlce Depl 1,659 I,IBI.612 1,333 

13 New york P~ce Dept. 4U,00U 

I~ Pi~hlugh Bme~u ofPotice. PA 900 

Die Alperl Group I.a~ August 200a 
(m~cJpated) 

8,t1~,000 321 

335.0~ 55 

~'Ofl]ceoftheAtlorn~-Cemef~ ~r Decembe~ I, 1999 Janumy I, 1998-~a~h31, 1999 
~untmen ~ith Colun~a 
Unlven6~,'s Ce~e~ for violence 
P,.e~ch md prrv~mtirm 

N/A N/A NtA ~ A  

• Data for LAPD ~e ~ ' i ded  ~.~,ere a~'~able. D=~ ~..~'m me~dolo~eg proposed ~ ' / u ~ ' m  G~up's are included (se~ Chapter 6 fo~ mine de~ls) 
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AI*. ,x C 
Revlm o f  Ju r i sd ic t iona l  S tud ies  

J u d s d k t t ~  
Los .~,~cs Police oel~"  

t T~f f  oI'SIo~ Be~zmsrk 
Race o f criminal suspects ~ stops 

Data Enror Rat~s 
Stop fro'ms C~l~eted fm 94% of m p ~ d  ~ 85% of forms ~'ene 
cant icle  (At~ l  of Molor Vchide md Pcdcslfimk Stop Da~ Collection, 
4tb Ouarmr - Fisc:d Y ~  2003/2004. p 14) 

Cahfmma Highway Patrol NfA 

I 
LO~ An~cS Court b" Sh~'HF$ D~pL NIA 

4 Sm:z'um,cn~ P~ce 

5 Sm~ Diego PoliCe Dept. 

Snn Jose Pofice Dept 

Ch.~lonc-~,~JAc~bm8 police DcpL 

Cokunbus Division of Police, OH 

" I t  I:h~vex Po]ir.~ Dcpt 

I I  ~mzs1~ Police DepL 

I~ Vllami-D0de Cosm~' Pelice 

I] ~/ew Yod,: Po~.e Dcpl. 

Stop f~m~ ne~c co.mp/ct=f fm 58% of sm~s (e~imated ~ ~tat~m 
m:onls) 

I~ Pirtsbuxgh Btmmu ofPo~c~ PA 

6~% of ,,tl fmp~ c.x~re rccozd~ by offzcc~ ( ~  to cit~mn zc¢ords 

NtA 

I 0-20% error ro~ fo~ addresses & olh~ da~a oa fom~ (mmhod for 
f u ~n 8  ~ ~tk,'m~-a) 

N~A 

l 
Fe~sibLqly of 

~ s~p,~ 
NI~ 

, Olber Parlors A m d ~ d  
Smpecl ctmracle~Gl:~, off~r r.ha.rac1~6s6cs, e~o~,mn 
d~am:a:~6cs, geogn~0~c ~ (stop aml pos't-~ep 

~h,'m) 

1999 Califorma Deparm~m of F m~ar.e N/A N/A 
popuJmmn esOmalm, moal makeup a f n ~  
enforcem~ a~tom md colhsions ( m o ~  
chide stops) 

NIA NIA N/A 

U.S. Ce~Js  da~ (mmm res ide  s~ops) Researcher ~ a few ride- Race o f smlx'c~ m~d vicdn~ hicafior~ taxi race o f 
flongs with some cormm~p... ;rob~oa~rs/ix~olccs (only a distusxian of coch) 
~embe~ ceasmsm v,~ that office~ 
~ k l  nm idemi~.- i"~e [~i~ m fla~ 
~lop in mos'l ca~s 

U.S C~mJS ~ Census w~ghted for pm NIA ~USlX~.I background inl'orma~on (stop m~d posPst~p 
z~t m~l non-I~-tcxt stops (motor vehlde axu~'s~) 

U.S C¢~sm data (molor ve~clc Stops) N/A Pl~ml/pmolc SI~Ius (poSt-slop ena~si.10~') 

U.S. Cez~s ~ Catifarma Dc~ of 
F~cu~c~ popubnon dam(motor vehicle 
s~s) 

U.S. Cemm da~a tpedesuian md raom[ 
vcJdcle stops): traffic crash data (metro 
vchide only) 

U.S. Ce~m~ ~ (all Wa.ffic stops) 

5% nfissing I m mote fmld; I% missing tmffidpedcstfian clnssificafiue U.S. Cemms data; xk~,m idmtificd 
0.3"/. missing race ( m c t l ~  fo~ finding errors unknm~) 

N/A 

N/A 

suspects; g ~ g  o f f ~ : ~ :  non~scxct io~3'  
am~'ts; c~tiz~ cox~lmnts of vice and 
naxcozic a c ~ f f ;  fi n~-rn offcnsc suspects 
{all stops) 

U.S. Ccas~ dma (pedcmm~ md mmm 
ve~cJe smpsl 

Obwncd mozm vchiclc and vio4adon 
infmma~on: nol-al-fimh two vddde crash 
data (motto vckicle stops) 

U.S. Cemm d,~n: m~ of pcrsor, s e.nrcs~l 
raps) 

N/A 

9fficcrs filled om stop forms for 20-33% of stops (according 
~ten'ies,,'s with offic.e~) 

N/A 

N/A 

NIA 

Officers sclf-r'epert~l on contact 
c=ds d~. wlo~ m smpp~ 
L z ~ i v ~  mcc co~d be idcmificd i 
~ of moxox vchide stops m~d 76% 
of pedcsuim stops 

NIA 

N/A 

NIA 

NIA 

• Dam fm LArD are l~osid~t ~Jm-~ a ~ l a l ~  Oa~a ~ ' s i s  mefl~01osies p n ~ u ~ t  ~" Am~.'m Caou~'s are m r d u ~  ~se~ C'ha~u~ 6 f~  ~ ~ )  

Calls fro- sen ice, deploy mere, ~im¢ mtcs, sodoecano~ac 
facmn (one' a discmsian ~coch) 

Calls fm stn'ices for ~ offcns~ (prosdt~o~. dn~s, 
inebfiazaJ pcdcslfim~. ~ fiRhlinS), fin~ of d~'. ~ ~xl 
~,c m~c-up of n~ghborhoods, hit rmc (stop axxl pos'z-smp 
• ~dyscs). ~.pc of vchiclc~ stopped, munb~ or" msldcms m 

~[irnc rate, time of day, slops on f r c t~ . ' s  v. slrects, numl~  
D f o ~  in prec]~ck ~ m.~:c-up of prc¢~cts, r ~  
of stoln (stop ~.~b.sh): r=een fm sto~ (stop ~d post-s'~p 

Ci~m-inifiaml calls, ha and nm accidents. 
:e~'nmda6 onskeml~aints ~' ciuz~ns 

0Oi~ de#~.meza demi~-, dn~-ndated complaints by 
~dzcas, dm~ of da>'. ~eason fm stops, disposition of s'mps 
[stop m~lym): hit rates (peswsmp aaab'sis) 

Crime ~ soclocconomic f'acton, l o c ~  ~mlobhis (s'top 
taxi pest-stop unalys~s) 

Crune r at~. jusdficafimu fro- stain, arrcsz zincs (stop 
una~ sis). speaalizcd units (stop and post-stop m~:'ses) 

N/A 
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Ap. x C  
Review of Jurisdictional Studies 

j Jurb~'tion 
LosAng~lesp~i~DepL" 

2 C~ifomJn H~gh~"m' P~m] 

Bi~.,ialt and m~dd~,'m'~ 
~escripfit'e aa~. ses: 
n'a~,,'a~a~ advar, c~l m.~,.'ds 
(pe,bsuian rtops) 

A ~  Co~m~.' S~cfiWs Dept ~ A  

Sa~ranam~ poli¢~ Depl. Bi~u~te amt muidvm~lc 

5m Diego police Dep;_ Bhm~c and nmlfi~m/~te 
d e ~ i ~ c  m = b ~  

San Frmcis~ Polir..e ~ Biv'a~me desorip~ve zm,~.'~ 

Sm Jm~e Po~i~ ~ B i ~ : e  and mul~-adme 
descriptive anab ses 

~.m'lone-Mecklmbu~ Pe~ce DepL Bi,.'~me and m~lfiv~/me 
des:~p~h.'e ann~'s~s (pedes'uim 
and mamr vehicle stops) 

Columbm D/~doa of Polic~ OH Bi~mial~ and multi,.-mia~ 
descdp~e m ~  

Dem'~r Police Depl. Bi,,'afia~ and malfix-mime 
des,:dpdve en~s~ 
taxi motor ~.'~cle stops) 

Hom~ Pofio~ l)cp~ Bi~mi~e and nmld~m/a~ 
de~pdve  m~l) ~s:. b i ~ m e  
aavanc~d m ~ . m  ~ 
and mamr ,rd~Jc saps) 

Miami-Dade Cmm~.' Police De'pL Bi+~arimc des~iI~ive analysis; 
nmdd,,'m~e ~dvm~.~d m'mh. stis 

P, lew Yod,: Pofice De~ Bi','m~ ~e and n'u.dtlv m,'i~ 
deserve ~ - ~  

Pitl.~u~ Btmm~ of Poli~e. PA NIA 

NIA ~ ~ Available. 

s,op Amd?+m 

l Ge,~-r..phi~ Di~p~urtPS ̂n~S~ 

(ped~s~z~ and mo;m v~de  ~'lOp~) 

N/A 

I OnSet-to omcer Comp~/~m i 
Bivm'i~ m'ud m~J~'mime 
des~i~ve mab'ses Cuede~ m 
and rnmm ~.'ehicte stops); 
mu~uv~,mc advmr.ed om~'m 
(pedesmm', m~l memr v~hide 
staps| 

N/A 

ae ,m~m-k  A a g , ~  

Bivadme and n~lfiva.dme 
d~,~pdve mmb'ses (,~lesuim 
md motto vch/de slops). 
nmhh'arime m:h.'m~d ma~.m 
(ped~m~ and mo:m ~ chicle 
stops) 

Bivmate da;~,~ve m.~:m 

, ~ h i +  Dbparfly 

N/A 

N/A 

H|I Rate Analy~ 

Yes 

N/A 

• Dam for LAPD are provided ~he~e ~'eileble. Da~a analyds n-md~dolo~ proposed b)' An~'m Group's are h'~luded (see ~ 6 (m mare de~ls). 

Pa~e 3 of 5 

I~/A N/A ,~/A N/A NIA 

Bh'~ia~eandmadlavafialedescfipUve Multil-~ialedescfipr~'©anab'sis nivmialedescfipfivemab/sis NIA Yes 
ana~-s~s; b/vana~ ads~mced anabxis 

Bi~,'as~e and nmlm.-a~lr des~iptive ,'qlA Bi..'mlLaZe d~=ip~i,,'e a~.',ns Mullivanalc descriptive nna~+'r, es Yes 

MMd~-anale descnpuve an,~'m N/A Biv~nn~e and nnduv~ete N/A Yes 
descdpW.,e ~ . s e ~  

B i ' , ~  m~EJ m x d f i t ' ~  d~c~pfive NIA N/A N/A NIA 

B h ' ~ e  and muf~vm~te descdimve ~ A  Bh'ar~e end m u J ~ ' ~ e  8ivafia~ amJ rmdIJ ~'afiate Yes 
mab'ses: bivan~e and muldvm~zle desaiptive anab's~s (pedesuian les~OUve anab'ses Laedesui~ 
~dv~ed m,~,.-r,~ (pedesu~m end stops) n~ps o~.'); blv~me 
motor ~'ebJcl~ ~'tops) ma~-sis ~ and mmot 

+'chide slops) 

Bir~'~e and rm.d ~,,.~ie/e descriptive ~,VA Bi,¢~ff~te des~ip~ve m~.3is: Bivmi~e dcscripdve m~ly ~ ,  ~VA 
anabnle~ bivafiate and nmld~a'iale ~ivafiale and mtddvafiale 

advanced aaab:ses xh'aaced anab.'ses 

N/A hVA Bix~-mte and n~dvafiale NIA Yes 
d e s c ~ v e  ~J,~.ses ( ~  
and ualT~c stops) 

NJA NIA B~va~te desc~p~ e ;~ ' I~;~  N/A Yes 
b iws~e a d ~ c e d  enab.'fis 
(pedesuim md me~ ,,'chicle 
~ops) 

N/A NJA Bi'.'afia.le desCfil~ve anab'sis; N/A Yes 
muidvz~ime edvmeed mmb'm 

Bi,.+a~n~ . and muJ6~u~ele ( ~ ( ~  I~i~'r e ~'N~A Bi,,'afi ate and multivariate Bismiaze and nadd,.miaze N/A 
anab'ses: nadfivarime ,,d.m~.ed d ~ p t ,  ve anab'ses ~cfiptive anab'ses 
~ ' ~  

N/A ~/A NIA NIA /q/A 

I i ' I 



AI,  x C 
Review of Jurisdictional Studies 

j J m ' 4 s d l ~ m  
Los .~mS~es Police Dept" 

California Hig,~'~," P ~ o l  

3 Lm Angetes Cmm~" Sl~mffs Dct~ 

4 Sacran~'~o Petite Dept 

5 S~n Diego Police I~-pL 

6 Sm Ftm~isco Pohce Depl 

7 Sm Jase Pedice Dept. 

S C~flo~--~fis.Uenln~ police D O t  

9 Columbus Di,.'~fio~ of  PoSite. OH 

I 0 D~mve:r Police IM'pt 

II Hmmm~ Police DepL 

12 Nfiami-Da~ Cotm~' Polic* 

13 New Yolk police Depl. 

14 Ptl~burgh Bureau of Police. PA 

l,,,ix~latlom of Stud~" 
N/A 

Bmchmmk3 de m t  ~c.urm~. reflect driving pep.d~on 

,~A 

U.S Censm ~ ch~s not m:cuntt~- reflect ch~,mg poptdmiom ~ u a l  mfigfflxm'mods 
do ~ot mma~" cmrespm~ m ctmstts t r~t t  

l m : m m s t m ~ ' ~ h a r ~ e  of offn:en fd l i~  om stop forms:, na m ~ l ~ ' a . ~  m~5.'~ 
cemm ~ n ~  accurm~- reflect dr lv i~  ~ o a ;  tack of i ~ d d m J  ofllca 
idmtifm~; lack of spa:fist to,c~tion inform~aa 

B m c h m ~  does trot = : t m m ~  r~flec~ driving po~a~oa ,  u n d m e p m ~  of ~mps by 
office:n; tm rmdtn'anme m~l) 'm 

Bettchmm'~ d~s not a c t a m ~  reflect dnt in 8 population; did trot t:olk, tt/tma~xe 
imps ~hich conmtute m~mity of mTesm some descriptive s't~m~ c~ are 

dis tuss~ bm mt  fu~- doctmum~,  m m~Itivmiam ~ x b ' m  

Type of vehicte in mab. 'sis rany bias re~tdl~ ff diiTer tm ethnic 8mul~ favor ~ type 
of vehicles 

BmchmaA does not a~mae ly  reflect dridng imlxdafi~; U.S. Cmsm da.ta mm 
diffcrmt gcogra~ic mtm thin stop data ( ~  prcclnc~) and dmeforc aura bc ccmvcrtct 
m i s r C l X ~ ~  of scmct-,~ ~ '  of~r.~s v, h m  m'm. made 

Caurm d ~  trot m~,mmri~, a good benchnurk since it d~ts rmt ~ m m m b '  refl~t 
driving p o F ~ i c ~  ne data ~ fog ~ of~t:en: ~ f i r a m  proportit~ of 
stops were m m - r ~ d m m  i ~  ~ lo~mi~  of rtops m polite pretanO~ thai we~ 
redefined sm,c~ ptc'.'iom stu~.; no msd ti',,'miate tmab'sis 

B m c h n u ~  does nat a ccu~dy  reflect driving poladation: U.S. Cmsm darn ram: 
~ His'panic~ ne s e l ~ c ~  of vc~ic~e s t~ s  flora pedesU~ s'tops 

Not able to conduct ~ ~ becamm of dcph~'nmm p~tmms: 
ob~,~vntiot~ tmmpmum.t ~ m  limited to a small a rmle t  of meas; ~ ~ m~ '  
tmlleO~ fm 6 mmtths; nm~ comrmmity-lc','~l ,,'miablet cmdd have been included 

Nol e,,-e~' stop resulted in the completion of a s'a~ form; crime ~0~e retied ~ ~ 
c.om#~im dambas~ ah tmu#  rmt tvcty crin~ result* in a complai~ d~d not mt leo m 
t mab ~  rmtm v~hiclc dam 

N/A 

M l n o ~  w e ~  
Ovm"repn~m~ted in I 

SJmF~ Cem[mrismu ,r:~ 
N/A 

~ A  

NIA 

Stops 
Searches 

Stop5 
Searches 

S~ 
Sea~..hes 
Arrests 

Stops 

Stops 
Searches 

Stops 
Sea.q:hes 

Searches 

Stops 
Starches 

N/A 

S m ~  
Arrests 

N/^  

N/A - Not Avml~le. * [ 

s ,~ ,~  orst~. 
NtA 

'l~e ~ .  found th~ mm~nttes tve~e not w..errepn~mted h~ enfofccmenl trap5 ~ ~ ~ ~ 
racial ~ of pemms involved m n o n . - m f ~  stops 

NIA 

study concl-,b., that the~e v,m no signifi m",t mci~d profiling problem in the jmisdicticm drain 8 d 
ume Imiod studied Oven~mmmtatic~ of Afdc~m-Ammcm-a in stops md searches ~ m  cxplnln~ b 
othe~ fi~m~r~ inch ~s demogm~cs, cnminaJ reconls, md mspec~ backgrounds 

T ~  stu~' fotmd o v ~ o n  o f minofitits in ~tops m~d tcarctms ~,-h~m cm~med to U.S. 
:e~.e dam Ho~,~t~. whm c~mpartd to omsm dnm v, eighttd for pr~teat and mn-pre-tc~ stops. 

minorid~ were not fmmd m be merrewmemcd 

T1.m s ~ .  fotmd ovetreTm~s~mL~m~ of mi~dtie5 in ttops m~d t~ 'ches  wtmn ~ ~ U S, 
Cereus dat.x c,'vtm ~fftcr ~cotmling for nmtmis~ probafio~dlXarole tta.t~t. D e . t o  a l~sh~r ~ rate 
for Affit:~--Am~can5 m~d Latirms. th~r hit rate was I'ow~ than th~ of ~scfit~. 

~q~ tmdy fouml metTeprt~ntmion of nfiaority stops ~ m  ctmti~-d to U.S. Cemm dam Hmv~'e, 
~htm comimt~g st~ps ~, police district~ trod ~ccotmting for fro-mrs other th~n rx.e.. ~ ~ .  f ~  
t~ t  mmm'i~, t t ~ s  ,ax~ not ~ , ~  

The study found th.~ mc~ wm a ~ c a l b '  insiS~ficanl fac~r in ~ the liketiheed o f a p e ~  
berne stopped a f ~  z~cmmfing fm o f l~  f~cm~ such as U S  Cemm polmlafion, ac~dmt d a ~  and 
,';tizcn-~ti~ed tails to prtdicl th~ numb~ of ttops. 

Tim ~udy showed ovenep~,~nt~m~ of nmmfifies in slops, semr.hes, a~d nn'ests bm did nol make 
mZ,." conr.Jusi~ e ~ as m ud~.~e~r mcialb' biased policing 

T~e s'radies fmmd Ibm people me genend~' s~3ed in or around n e i g ~  thin have I~ same 
makeup. Min~i,;e~ were searched m a l~ghe~ rate dung U~I~¢ stops, but nat gemmdly dminl 

ped~smm stops. 

The study cempared the percemages of  obsen'ed stops to e~pected smp~ breed m U.S. Cemm 
IX~mtafim t m i m a ~  and fom..d that ~ v,'ea~e oven~epresmted. However. dnzg-ndated complnmts 
by c i ~ m s  mcl poSce dcpl~.n~nl (~hich is driven I~' c n r ~  ~ m~l c:d~ fm ~ )  ~ ~ 

Report nm yet a~ihble (oab" ~ inf~ ~ released). 

The ~ , . .  conrdudes thai n~nefitie~ were stopped m hi#mr me t  t h~  v, hites ~ e m ~ 
imlmlatie*t im3poftiom evm when othe* poumttal f~c'm ~. such as crime rates and h, razes, ~re 
takm imo cm-mdenm~ 

Nt^  

• Data for LAPD me pro,dried where acailable. Dam ana~'~s medmt~o#es proposed by A ~ ' t i t  Group's m'e included (see Clxxpmr 6 For nmre details| 
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A p ,  . C 

R e v i e w  o f  J u r i s d i e U o n a l  Studies 

Los AJ~o~dc~ police Dcpl • 

2 CeJiforma H~gh~m" Pn~ot 

3 Los Angdes Coup"  Sl.mnffs D e ~  

4 Sa~m~mo police Dep~ 

~ ~m Diego Police Dept 

6 San Frm'um~ P o l ~  

7 S ~  Jme Police 

8 Charlo~-MerJdm~ Police Dep~ 

9 Columbus DiC~d~ of police, OH 

10 Dcm'~ Police DepL 

I I H m e r ~  Police 

12 Miami-Da~ Com~'  Police 

13 Nov." York Police 

14 Pil~lbu~h Bure~ of PoJ~cc. PA 

PR Effertl used t~ I 
Commsm.t~Ue R~ults of A n a ~  i 

N/A 

Fmtreporlm~d;ep~fi~5o~memcs:b~cm'en~se 

N/A 

Remits n~re d~ussed ~'hh V e r d e  Stop 
Ad~ism). Bo~d, pm~ided m ~ I~b~ic 
meeUngs, md p u b l ~  en ~ ~ e ~ t e  

N/A 

Pm ~ e ~  m ix~ice d r ~  ~ ebsit~ "13,', radio, 
mul ne~,spa;m ~z~iev.s- l~m|i~ ~ (ull 
fm 20~0 50~ '  cf d~ jmisefictio~) 

Wdl l a~s~  R~a m commm'd ~ ' 

Da~ provldcd to Ihe media 

Presemmiom we,re made Io oily ~ b a e  media 
were p/~tenl 

S~.ff af i re= made im~madom in public 

wi~h n~d~ p t~mt  

N/A 

P.~rt madt m'z~lable to public 

L e ~  S I t ~  of I "a iv idut l  RtrAd prolilia~ Claims 
Nor~ 

Rod~guez v. CHP stuffed lasl y ea~ (terrns of th~ senlemen~ 
~a,, e ao~ bern ndcma:l) 

SIA 

N/A 

N/A 

N/A 

N/A 

PC'A 

'qo I~,. s'm~ - oa~. citizen compares: DOJ i n ~ n .  S[ml~ 
• i ~  ¢amplalm from ex -s e~ge~,~t..discdmmafi a~n law stdt 

has bem~ • I~ 'sui l  fded ~ l~dVApt f l  2004) 

N/A 

N/A 

Chalknt, es Remdting 
from Data Co l~ f l on  or A n a ~  

Ncm¢ 

Nmue 

N/A 

Novae 

None 

N/A 

Nm-¢ 

N/A 

No~e 

Nm~e 

Nc~e 

N/A 

A fedend d a ~  acdon civll complmm v, as initia~d o~ 
March 8.1999 to reek ~n m]~tct t~  l ~ n g  NYPD from 
napp i~  peo;de ofcelo; v, ilhoul reasonable sm~pi cim'~ of 
criminal acidiC'; ~ v,'~ ~ttled in ~ 2002 

N/A 

T r a ~ t ~  ¢u l  ,Mmdto~a~ as • Remit of SI~I~ 
N/A 

Used foz u u z ~  (no ~cs gi,,.m) 

N/A 

Sending some officers to zacial tolermz~ ~ spomoRd ~.  d~  Sin~n 
Wi~end~l Imlitme ofd~e AmJ-De famadmt ~ :  d~'Hoped depmlmm~ 
to] ctwce training pm.Bzzm based on ~ s  from Sirnc~ Wiesend~ 
Im l i tu~  d~  rJoped a 1 5 - 1 ~ "  Commu~l-j' Rn¢~ P l o f d ~  Commi_mdml t 
sen-e m an ndvison_, body foqr futme s'mdies 

U s e d ~ r u ' a m i n g ( ~ f i ~ v m )  

NIA 

Tnfin oi~ccrs to txLe more dine =Jth stopped drive~ m',d b e t ~  expli~m the 
reascm~ fm stops (r~ulL,.d from 2oo0 stud3., of the j~sdict ion)  

Reinfo~ng the need to complete stop forms 

Used rm ~ (no specifics Wen) 

lncorporme fmdin~ of ~mches into t~ 'dng;  ~ created 
vicliwJ~spect ~Volot0' (a~ilable an ~ )  

N/A 

N/A 

N/A 

~ A -  N~ A ~ - ~ t ~  ~ i I 
" Dala for LAPD me p/ovided wh~e avmlnble. Dala m~s mctbodoloBies ~oposed ~- ~m~,'sis Gro~'s me mdoded (~¢ Ch,Ipt~ 6 fo~ m~re ~). 
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i 

Amaic~a Ch~l ~ Uaio~ (ACLU~ I 
l)cfmJ~n of • Stop 

N/A 

N ~  

ApI* -  _at O 
Data E lements  Co l lec ted  

Data C=l l~f i~ Approach I 

OWt~rs that Co6m Data Celk'c~a Pofir.c I k ' p ~ t  TyI~ of Stops 
Stop Data [ btcthods Data Auditing Techniques [ DatctT'tme ] Reconk'd 

r N/A N/A N/A N/A 

N/A ~A ~ U ~ n d e - a l o ~ m ~ i ~ - c ~  J X !Allu'a~l-~ sxopt 

C~-ralConls~Informadon 
i 

Duration ofStop I Loath)n of Stop : OW~crlD 

i r 
X X X 

U.S. ~ of ~ (DO~)' 

~0 m ralld~c aop da~ ~pcdcs~d~m 

N/A ca~rd.~mm~ C~smpd.~sam D-Jyof~cck, ;A//a~mf~-~-~ 
dc~iccs, oma~ccxis~S i~hrccmds. DMVda~ umcofd~" stops 

.A~. t~mc ~ oWu:g~ dcL~ans a motor~ andfm tchu:lc 

dzL~ co~c~ sys/~mS 'm~d sa~#s a[ pczmas 
(c s .  ~ c ~ .  c i r .  
~q'*c~ toss) 

poGce Exccul~ c Rcscan:b Fm~m (pER.F) I !AU mmm ..ch¢lc si~ps (incladm~ violzfio~s o/motor ' ~  K/A ~czxtc)d~mmdcc~'omc Cms,chccknopdma,,s'uh J X 'Allmo.~r,~chzct- "0-lSmia 
cnatlon dma. dntpmch data, stops "16-30 mtn 
,papc~ fmms ~" asc~ m~d ~s- "31-60 mia 
,ca~ lidco i "61+mm 

Los A~cks  Pot, co Dc~ 

I 

i 

i 

I 
i r 

dc~iccs 

i 

k~.. com~cHhm ms~s from ~lUlm fndd tm~ cnfmc~ac~ IAtt o/rzc~s m fudd ID-~s ~ cn~cd mm 5upc~.umy rc~ ¢c. process: 

I d=mb~s~ m ~ reid ~.airy smpks or t ~  col~,a~ 
to ~mm~d ~ p  dash; c~p~x~ 

imlcs, v~d~ ~ dd'mcd ~s: rcspond~ m czlh ~ scr,,'icc. 
::mztncl~s m,.~,,c snd pcdcsn~m s~ops fo~ 
: n ~ c m c n U ' m . . ~ h ~ :  purpos~ and ass~t=~ mcmt~"s 
d" the pubic 

D ~ ' ,  m o n t h ,  " D n l ¢ ~  

l-Volume of t~Q'tc !OK¢~ ~c. r~. 
l 

- ~  l ~ c ~  
disad~U~c o f j ~  

ID. oe m Ica~l 
dh~on. 

m~d/ar a~k 

!BcaL di,Asion, brock. 
mtcnccdoa 

I 

I 
I 

i 

I 

I 
i 

I 

i 
I 

Dffsc~ taxi 
~ -m~ name, 
;c~d nmnbcn. 

mporsi~r's 
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A p l .  . x  D 
Data  E l e m e n t s  C o l l e c t e d  

J u r is~t~ uTO r3~m ixJd~ u 
~difon~ H/Sh-~" ra~d 

[ D m  CoUc.c~o Apprud~ 

OJIIr~rs Ibnt CoDe'c/ I Data CoUccl~n 
I)d'mb, ton of • Stop S~op Data ~,~hods 

All~Efim~s.~m~,-c~tf~c~urc],slcd~k~:s. ~l~sd~l~l'm Scmm~l~pe~forms 
~ d  mdT~: cull~on rehmt im:~Smts 

C.(=crJ] Conta~ct Informa~mn 
/ 

Da/J Aud~h~ Ted~iquu D ntctTu~ [ lh:~rdtd 
S~xn' .~nm'~'~ ' rm'm, for iDuy. moath. [ M o ~ - ~ , ~ : k  

for IoSic~d ~ ~ d  d~s Lm~e 

Ls m~ cun~-~:d ~m:m ~o 

Duration of Stop Locatmn of~op I O~l~'~-r |D L 

"II-20~ ms~uLu~ r.zumc 
,'21-30 minu~ Iofl'~t:~t 
"31.-;0 minu~-'s 
"41-50 m~U:s 
"51 ~ n ~ c s  
" 6 1 > ~  

I 

[ Scandal i~pa forms S } ~  I o ~  c}u~ is 
M~'fonn~ oa s~anod d~a 

t sJmz u~).  b~ n~ 
, (h:~:c~'c:s a~po~: u).  c ~ m i ~ )  mxi . z ~  

n:sz=~c~ cbccl.cd r~a 
a,..,. =SaL..~ c~eioa m::on~. 
,:~=pzm:d rcsul~ to p-r~ons 

mi~u: 

kl,~df,,~l bz~d 
'o= LI~ MDT 

I 

Motto, ,. cl~:k Total m ;,.nt.~ O/ricer .,,a 

Ibodsc m m = ~  
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A p i ~  ~.x D 
Data  E l e m e n t s  C o l l e c t e d  

D ~  C ~ . c t ~  Approach [ C,¢m~ral Cmstacz I n f o r u ~  

J.  ~nfictio n/O rl~mizafi4m I Dcflatztaa or • St a~ 
~Atl stops, mdF~c m~d crime ~cla~d 

J I ' 
I Off~[crl~slColk-tl  i [}ztaC~a ' P a l k e l ) ~ t  l [ TYl~calStal~ 

~Dzts ~ t h o d ,  l)~m^adi~ T(xh." ua I U~,So'r'm~c I Rz.curd~ 

~ p  daY~ ~gz&ztl ~ )c=~, ~me 
rcco~ds; u~:n~c~ cd offsccrs 
m foc~ ~p~] 

I 

Dgl'at~= of Step Lm:stma of Stop Of~(l~r ID 
poEc~ 

NIA Co=pk:~:d pfp~ fro'ms N/A Time Mc~r ~chick 
qdis=~ 

Sm Jo~ P o l ~  I~pL c a ~ m m ~ u  CT~cg~d fares d ~  
ido.=m ~erba~." to , q~ov~le 

,e=t~1 d~a 

C~ be tr~ed 

~ oa a c:e~- 
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A p I ~  ~ D 
D a t a  E l e m e n t z  C o l l e c t e d  

J .  d s d l ~  a u/Org~mi~ttian 

l D n ~  C o l k ~ k ~  Approtr.h J C, m m d  C . I x !  In to rmat i . .  

[ I D~'. moo~ I Bo~r ~+hi~l e 

ofrtr+erllhlllColk-cl DllaCotk-clma J P o l k e D q ~ J 1 m l ~ l  I Tylt¢ofmtolml i n 
l~ql'midon o f .  Stop Step Bran I Mctl*ed+ Data A~litiaK T ~ k l U e ~  Daldl-unc R e t ~ k d  I Durmlm~ of Slop ] L o ~ t i e .  of Stop i Ofl'm~rr ID 

;m:~u~ tpen~a(13Wle~llAumm~c~ckpo~det~nlJmum'~ ,+,+'cb-bammlfm'ms fmrm~, alse, compen:dthe . ~ . h o ~ ,  m l n u t e ~  ',B+'I~ 

ta:a~h, m .  o~ raband  b c ~ l  foead, emi l .  i ~ w . a l  ~ of mml~l; ~mp<~n:d . i~h cme hex m t 

~n ~ndmn sn~,s t , s s ~  Io~c~ t h ~  
onc ho~" 

Coh~b~ D ~  of Police, OH 

Pol;~ DCpL 

Mtami-Dade Co=m~+" Po i~  ~. 

i 
i 

i 

I 
: PTtma~, method dma Cho:k ~ da~fm-ms fo+ : D'~', mm,d~, IAI I  mdl"¢ cod~ BclEmmll ~ 1  • C . m l m ~  d l m ~ : t  

i 

o f f m  cmc~:dmmcb..-tmmc i=~m~cunsmcnc2.'~ inc~e~ yc~,baur .  ~vml.~oas 
d ~ c l l ;  I~oxmJ~+" of 8 ~ p l a i ~  ch ~ k  fro+ II .mmu~ 

fmms 

, i 
i 

off-din3 mulc~lm~lh, .  ~ + l J - . i B I o ~ f m m s m ' e  L+ ,~ , t ime~  a n d l ~ d e ~  
im:om~h~.- ~ p l o y m ~ l  I m~bmitted m ~ ~ form~ io~e of 

I 

IAI] mdfic mOl~ .~1 pmdmm~ sx~p~ 

A[] ~ -  ¢ ~ ' ¢  Imps 

I 

Offcen  ez~z~ dala into 
Izpmp ~ p u ~ r ~  in the 
fzM and t]ra~e~ data m 

cemlnm~ 

1 i 
elf a ~m~pL~nt k I'LI~I. che~k Fdl in lhe 

Icomph:,.-4. c f , ~  era: I 
Icmmpliim~ I ~ c h  baud  o~ a 
cempaz~m whh t i r J~  d m  I 

~-~-. ~ 
yc~,  t ~ e  

. ~ m T ~  I ~ f ~  

I 

~h:~tr i~ and J 
=otto +chick 

I 

+ 
t 

I 

' t I 
i 

~d=~  t i ~  of t'top " lem~-don of ~olafio. 
" ~  of ~op ('d" 

• <~ mlnm~ 
"5-9 m i a . ~  

I . 10.19 mi..t+~ 
"20-29 mlam~ 
"30+39 minu~l 
°4049  miamcs 

1"30.59 mimm~ 

j '>60 m h m ~  

I 

,mmlx= 
r m~ be linked Io a 
L~+~.~-  police 

Fill ~, the blank PR mmchcr fm 
ofl'¢¢+ I a~d Z. 
uml ID 

i 

lmms~tio~ or ~ iNmdnmE. 
I ~ S ~  mm 
Imzmb~ 

ched~  to rind ~ i f  oE¢¢~ 

of d m  m t m ~ e d :  cema~ 
cards o f affE~nl uho  Imppcd i 
Black dri,,en 
, t i m . m m ~ m . ~  ~,m+e 
c o m ; m ~  m tho~ o f o t ~  
olVmmnHo mx if the ~ of I 
Blad. chi~ m ~ : re  

i 

b i 
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J .  rbd~--,io~ 0 ~ m i z = t ~  

] Data CoDcct~= ^ p p r m ~  

l ' i O f l ~ m  thin CalK'cl Data Col]gtlhan 
Dcf'mifion of • Stop ] Stop Date , Mrtbod~ 

A p t - -  ~,x O 
Da ta  E l e m e n l ~  C o l l e c t e d  

I G ~ r u t  CBntm:t Information 
I ' i q 

Palk¢ Dt-partmcnt / T~)¢ of Stops 
DataAndifintTcchniqne5 ! Datc/Tun¢ I Recorded Dura£ionefStop ~ n o f S t o p  OWtc~lD 

Na~c. d~r.kl. 
' ~  fmmt; fm'mJ mt  ~xtr, t~me ,pa~.mcl, 

polam actn ~" I~ch, m tftoo * T m n s i ~  msmb~ 
fc~ fon~S m¢ s ~ m  ntcd, thut 
mml~ m f o l ~ .  ~p T) im o f Iocafi~m (detc~¢)  

Wxc~-~ d om~,rrc~* I 

r 

[ 

~ d m ~  B m l ~  ~" Po~c~. PA .,~y ~ p  d .  ~v.ld~ ( - m ¢ . ~  mb~:~., d~r.kpoma ) 'All ,~-~u:n ! ~  for=a I Sop,~ ttms =n: resim~btt !D~" of  ~'ttk, 
fm ¢mmitt8 fro'ms m~ fully d~te, shift. 
comp k'tcd it.m/cad time i 

of trap 

I 
t 

1 t 
l" D, :~u-  on= ~ a  ~ ofoFm~u I 
[;qou.: , '~. qx , :~  ~ ,m: lmn~xed in r~d  L 

Name o f o f f ~  

assqp~d ~ b ~ .  

~ s ~ n  

~ Eremba 
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A p p  _.x O 
D a t a  E l e m e n l ~  C o l l e c t e d  

J u ~ O ~ .  

Infot~lfioo on ContKt~d P ~ ( J )  lind]or V'4~ld~l) 

i i t ' 

X I X 
: I 

Rcsutt of Stop 

Se~cb Inform~l~o 
' An)lhi~l~ round 

WL~ tbc~ I s~u~.b ud /o r  p~-dowu? Of ~ b ~ ?  MdL/or udz~l in 
, S~rch a~m~, ? C o m e t  obtained? ~rcb? 

x '~sca~? Y m  oob. ~ x 
i 

X 'X (o~u~u~ ~ u ~  m~ i~lud~d) ~-a~on~ l ~ d ~  c A=~.~',  (CLA) Off=/ X X X 

[ 
X X U.S. Dq~-m~cm of hmJc~ (D0~'  X X T.,.~ of ,,ch~k 

Polio= ~ e  ~ Fomzm (pEKF) ~ t "Asm~L~ '¢  h~md~ "<11 Mff  ' Scant.h? Y/~ :CmT~Cy 
~ ' B l a c k / ~  ~ "11-~ I 
!-Middle ~ "30-39 
Indian : "40-49 

I ~ A k - m  
I 'W ' ,~  

I H ~ ?  Y/N 

.Ioa~lock) ' "T~.k~/c~do~ 
"S4~-miI~a~I ~0p (c8. pmacme "Vcxbal ',:.m'am.I 
~op) - w ~  
Vch~lc code ~oh~et~ "No a:z~on 

m d~'mcd 
~. u s  
0c~m~? Y/N 

t ' L~c  v~olxt~ 

• Fol]o~o~ Ioo c 61~17,." 
r -F~lm= m t'ql~d 
' "(3~,~ mo,.~S ~.mla~.~m 

I • y,~u bell 
i • 0 " .~  ,a~.=m. bq ~. i o l a ~  
I~md cede ..'~et,an: 
"Nms~c~ (rel.~zed m qu~l~" of life) 

! "Vml~zz c:rno: 
I • V'mla~oo of Ioczl mdbza=~: 
!" I~ o~ dz= IoeZ~z:t (BOLO),~:rmo 
I~mt~d 
' Suzlncm~ cb~'um ~=)c~s 

[/~ehidc Jrm~ (mF," 
"VcJ~k 

-Vch~t~ 

, ~  
"Cmu~t  

• Pmbxb~- c ~  

i ' O ~ r  

; ' |-17 Anntnmt D~c~ t :  " Am~i~m In~a~ 1" 11-2J IMff  

• Alum "26-35 I 
• Black "36-45 

"Wb;~- %%+ 

[ 

i 'Hc~b  m t  nfct) code ~ t k m  "FI c~mph:ted 

i . I X - p a ~  ~ - ~  ( ~  " w ~ z  

• Pc~I code ~ ~obah~ 

• Vch~l~ ~ ~ ' i~ l~n:  ~ 

i (MJ~rk mizi=l re.on,  om~ re~oo 
ioob ) 

!Po~do~n frisk? Y/N 
lO~h~ s~mr.b? WN 

° V~ir.lc 
"Otb,~ (fill ;1. bL~k) 

b ~  

' l ~ k l ~ l  to pat dm~T~d~ 

i 

W ~  ~ d  fox ~ m l r m ~  ~.~w.h asLcd fro? Y/N 
Was ~ ob~m:d? Y/N 

I° Wcxpo. (or S .=  , , ~  
ml~r ~ c ~ p ~ )  
°Szol~ p ~ 3 ~ ' y  
• m ~  d r q ~ d r ~  

P 

Sea.h? Y/N 
Dk~m'm'd taxi/or 

[ 'Mm~"  
• O t l ~  c~m~bmd 

• °Oth~ ~id~ac~ of 
or, me 
r "Oth~ p~alX~y 
, °We~jx~ 
]'Vch~:lc 
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A p I : ~  . x  D 

D a t a  E l e m e n l ~  C o l l e c t e d  

Juri~fi~5oaYOr~izafloo 

Informm]on on Coatsctaf Pcr~n(j) =rid/or VclbidL-(s) 

Los A~ctcs Cm~my Sber~. Dcl~ 

T 

Olfla~r p ~ o n a J  

, . b ~ n a d ~  u a b ' , a a J m  :p,muazJ 
n 8rres1 k m~k- :  o ~ n  
° ~  or 

"0-14 
• 15-24 I 
°25-3 l  
"33-39 
"40-4|  

I -u~ ,,,,a 

l D r h - m  D r ~ ' !  

I 

I Vehide Namb,cr of 

[ Scar~h Information 

l R ~ m m  [or S I ~ I C u u L ~ I  

• ~ . l ~ a d  ~ ~ , i ~ s  
~.mlmmn (V C )  
• DU I  
• Prod codc/~J] ot]x~ oocks 
"Tnzff~c c~[l~io= 
• Mo~-m/p=b~ m-~,~ 

~is~/BO LOIA PB/~zrnml 

II W ~  tb~r~ a ~ u ~  and/or pro-din, n? Of Wbm? aad/orAa)lblng~f°undia 

t R4~uII of Stop Scarr~ ~ o r i ~ ?  CoaJ~.-n! o b ~ e d ?  s~trr~? 
j'Z,~,z, mdy+,,nm "No ,~ra~n~. W,~Tm~ t'W~po=s 
"CHP 215, notu:c to n ~ c ~  ! ' P r o b ~ k  ~ ( p m h ~ )  202D mqulmd [ 'CoatmUcd s ~ m m ~  
"CHP 2~I. noLu:~ ta con'c~ "Prob~blc am~ (ncg~e) 2021) mc~ E*Cz~h 
,. mbum= "C~.xm (praiSe) 202.D rcqum:d I" Vckiclc 
" V ~ d  ~ m n ~ l l  " ~  (a ,~mn c) 202D n:qum:d I ' O t b ~  i[L'Z=I 
"Trs/T,c co[l~ma "Incidcnud to ~ [p~01~z ~ '  
"M~anw'pub~ sc~cc " V ~  m,¢ce, m ~  
"CVSA st]W.hc~ "pma k~'pmb ~t~oo~m~t 
• T ~ , .  c x l~  c~c3. • ~ "Ozb~, 202D m q ~ c d  
z~rsi~ 

!Ofl%'rr ~ :  D ~  ~ ' b ~ b  F,u ia th~ ;F~m a~l bm i v d ~  IMp., ~ ~p m ~ z a z m . m ~  
t 

i'.~mcxic~m ~ 
I-.,~= 
i °BI=r.Z 

• W h i z  
• O 1 ~  

ibt==k ~iafa~zmo=~. fomwmamp~ " S ~ s u b ~  
czp~'~d ~ "Deu~.,r~'dti~ ~r Cm,. a~Z~ i~  c 

' . ~ b "  odd~c~J ~,o~1 
~bc:z n : ~ i a g  pcrmas ram.- bc * Victhn 

mzmba ~ crc=mz u~,. • to~oTm=m 

i 

i 

i 

r ~  

i 

! 

• M ~  

• As J i ~ .  Id.  of  biz16 

i 

I 

i Dr~cz's l i~msc S ~  II.iccns~ ~ b ~ r  Nuzzd~x of 

; J i(0-1) 

~m~sz~l fm fcla~J~ ,, ch~ Ic m~l penm~c~ ~ .~b~z:  
' •Ncmbex of pe~mm " N o  

~sdzd~ ~m~l( sdnhL~ mz~ I "Cons~ sz~cb 
~vro i ] l~ ,  s~d fcm4zle ,'P~d.do~n 

semod=3.. ~ y "Pm'q.' ttxaffm r~-pom) jm'a~ k-'~" ' " lucidcm m Lm-faJ ='re~ 
• ~ p~q.. • ( = ~ a r i ~ c  do=z r r • h.,vc=zmy (..eb~L- m ~ )  

, 's , , , ,p=~ f , , ~ .  ~ r-~..=d,,~, "o~=,(~,~,~, m.r., , , . ,=l 
t Probabk czm~ for ~ :  ! • N 4 m ~  

• Pmal cod~ ~mlndoa 
, "Hca.hh & s~ecr/cm:lc , , ~ o 1 ~  ! 

• Fat~0J code 
• c i~ .~o~ ,  ordi~=,cc 
• BOLOIAPB 
" ~  c a ~ m z ~  

:n.m'ma~c) 
• R c m ~  mm'L=c~ (d is~lcd I 

! m m m ~ l  

t I 
"HJ ,  uudom ~ o l a z ~  ofLbc v~dr.lc •Ciw~on I 'D~.cx  
Ic~lc " A n z ~  ! 
," " . •Ad~ m~d 
;dcm~:=~  ~ c ~  d m ~ , ~ a  "FC 
" p ~ - ~ d u i n g  

• " " " t~ola/ion I 
• Sw:cia] dc,,,,~ (POP pmjc,:t, D U I i  

o ~  

i 

I 

I i 
1 

' Pmsc=ilcr 
'Vch ic~ 
'No 

' L~.i,d~d m mlZ~l 
'Tow im ~zZo~" 
b C ~  
'P~ 'ok /pmb~on  
'Ten 7 cmlm~s" 

"Cea~sa'olkd sntm, w::c 
"Cm~ 
'Vcbickr 
" S m m i ~ m  moWS" 
[R./C ~ )  
• l l lczal  W o m ~ '  
lopcn ~ )  

D i s ~  or i~d~d 
[marl t  al] t h ~  
~ p ~ ) :  
• Wc=po~ 

"Cash 
"Vcl~t,- 

I 
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Jn rbdicbaa/O rl~n izafion 

:-,, Fnmcl~O Police I~pl. 

1 • A/nc~m.Ame~c~ m [ 

lu fonmat~u on ConSac(ed ] 'cr~n(s) ~md/or Yehk:k'(~) 

ApI*~  .x  D 

D a t a  E l e m e n t s  C o l l e c t e d  

S~pln~rm~i~ Scratch Information 

r 
i j 

"Bbck blab: blab: 

! . ~  

" F ~ o  
"Cmammim 
.Ha~uc 
" l a d ~  
. .P+,~ ,z  

* * Lamz~m 
• Pacb"E Lda~lcr 
! . s = ~  

° V ~  
o ~  

I 

"A I~=  
" F . m p = =  A n n ' S =  

• Middle F-.zl~ndE~ 

" ~ 1  

D r h m  

I 
Dr f l ' ~ ' t  Veh i t~  , Numb¢~r ~f I 

c~ .~s~  I " : ' ~ m ~  ,~oh~m 
,~,zo 

P.~uh af Slop j 'Cimdon 

• F . ~  ~ / o h , ~  " W r i t =  , * ~ ' o ~  
"Radio c a . [ L , ~  o0a,ta~ "Vo"baJ ",.,,'~nam~ " V c ~ c k  
• P = n = ~  Loo~ kd l~mfam~n~  " R  " D r h ~  
• S ~  ~o  (I.S. ~ loS) "Od~ (d=s~lmO=~ " P ~ m ~ s )  
• M=mi. emma,. FI~S cod~ "Am~U:~.  yfl~ 
(Ch~J~ oah cm¢) ( C l ~ k  -I1 ,ha~ apply.) 

• "Comnd)aad ~h~bh- 
"Ca~i~ 

! '4th . ~  ~m-...h 
" l ~ y  ~ (0n~ to ~]x)~d) 
• O I m ~ c d  c ~ c , :  rcla~d m c~minal ac~;~,  
"Odm of  coao'ab=~ 
"Coas~d 
"Sc~'ch inc.kh:oJ m a n ~ l  

' ( ~  all Ibm n~ppb" ) 

C o . , ~ :  
~Comz~ ~ ion= oblai~d? Y/N 

• P . ~ . i ~  ~o1=3o= " C m m ~  A n o n  i .~o  ~=rch 

'" DU1 check 

" M E  v~ la f i ~  
" B O I . D ~ A P B ~ r ~ U  

: 'T~dT¢ 
I ' ~  m m m m i ~  

I An ) l b~ l~  foand 
W~I Ibcx¢ a s~Lrcb l ind/or p~-dm~n ? o r  ~"==l? ; u d / o r  ~z~zc'd in 

S o u ~  u t h o ~ t ~ ?  Canst'nl obudned? ~arr.h? 

," C i l=~¢  " S c ~ a  ~,fl:¢ o . = z e  
" ~ , ' ~ m l l  ".Seaz~ ~ i lh  

• " l ec id~ l  R.qx~ "5cmch ;,-,';.~-,.,, ~o re:st ,  p o . ~  c rc~mh 
" ' ~  f=~ :~  ac~o= , • Sc~=b bc idc~ Io m-n:~ m p i i ~ ¢  m~ndL 

ILM~ malion on ci~/ioa "S¢~¢bcd m R.lmll o f i=ob ~ a ~ x o  I,- comLilla~ 

I 
• A n ~  mad~ i ' A n ~ n  "No ~ o1" Ih= (bh'cds ~ . l ~  co~l~:  ,,-a 

by. ~ m m l  *Sc~¢b o f t ~  d m ~ ' s  ~ k  con~hc~d - ~ m  
i * BOLO/APBJ~'=t~ ; =  .rose Pol~c Dcpt 

Fy/N 

IP,op,~. ~ , = ,  Y/N 

~o~=e io[cmaatio~ 

:boa o~ v,t)ed)o-. 

t.Mm~i cod= violado~ 
• C r ~ m ~  ciladoa q oaa u-~a:md rouad 
• TndT¢ c~la~an immcd: "Sc~ch of  tb¢ d ~  cr'j ,,¢~dch. c : o~uc t~ ,  eo ¢vidczce m 

• Aobdoa o0~ uzb.~d f ~ d  
"TndT~c c~la~n iuucd: n¢~-~ 
~z:u'dmu ,AoL~fioa 
"F'cM i=lcn~"w oomplcted 

age~'y ~ 

'IL--~rK ~ , e n  
' Tm l~d  o~= m ~mod~r 
~ : ~ , "  

i 'Ua~'oa~l~ ~ 1  

I 'S/O eunrbn 
I 

n p~t  o f  r , :x :md~ 
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Jur i~ t~a /Org~ t~ .  
~ t t~ - -M= ld~b~  Polio: D ~  

Cole~b~ l ~ t l o a  of Po l~ ,  OH 

Information a~ Contacted Pcnoa(s) and/or Vchide(,) 

ApI~ ~ O 
D a t a  E l e m e n U s  C o l l e c t e d  

Stop  l n f o n n a t i o a  

i f r , 

Capmncdf0rdll~mrlmd 'M/F Sex I Numberer I AI~ UomldlD Rcshl~c~ I Infermax~n P m ~ l ~ ' J  I~umn fsr StoplContacl 
F'm in ~ Js~ ~ .  ' P , ~  I ' H ~  I c-'~ ~ --[er.L.~: 

! for u y  other pe~u~ b ~  (~pz~Rd f ~  
[ mz~,Jb~h (appl.~oO d~.~r  zad 

(cIptmrcd for ~ )  otl~r 
fer d iner  p ( r s ~  
and for za~ murrJz~l) 
etht-r 

(h~ck) P~ fmmm~ I ~ f o [ r m ~  for ; ' S p ~ l ~ g  
* 'Noa Rcs~km: "I~:t Up ~ p m f ~  * Stop Gl&i~z~p 
"U~,ao~a "~.~or~r/~ , 'ad~ioa~I " D ~  z ~,.l~k ~p~x~:l 

"SUV p c n ~ "  "S~e ~ ~qu~Z 
"Cm "Veh~k eqmpmcm 
"Ozher "Vehtck ~ o ~ '  

Sz~ of " S ~  I ~ h  
"Oz~  ( ~ l ~ p ~ )  

• Wm~mt/OFA 
• ~ t ~  ~d .~moa  ) 

p e d ~ n  ~ I 

. V o ~ .  , : a ~  (w~l ~to~ o ~  ), 

" ~  ~ol.~tma 

R4~II of Slop 
"Verbal ~ n g  

D~v=r Poli~ DcpL 

Police 

A p p z r ~ l  
' "Alizm 
.Bl. ,-k 
• Nati~.c Am~can 

i 
; 

I 
I°Asi~ M.~ 

I ' B I ~  

"WM~ 

I 4 
[denl~'mblc? yR4 ABe Fmkl i M/F 

*Ame~.~ latium I 

* B I ~  I 

"AJL~ 
"Black 

"N~6~ c Am(:~#aa 
"V,'Eit~ 

I 
I 

[.~sl m~e~ fiI1u 

: r 

I k m  ~? Y/~ ~ I 

n~iz~17 Y ~ I  
I 

• ~ viotmm 
"Pcnmeal obs~] f io .  
• R e c ~ d  I.J'en=afioa 

i(Mark -n thin apply) 

'Ncm-mmia~ ~-aff¢ 

'BOLO 
' ~  mm'm~ viola6o~ 
" N o ~  mmi~8 viotmioa 

I°Tnxfl'~c 
• O ~  (~ec~'y) 

' j C ' u ~  outy oae) 

J Sczr~ I~ formzlio~ 

W ~  ~ : ~carr.h and/or p r o - d o w n ?  O f  ~&~m? 

Abss~,, N ~ . ~  
*Bt~.J~ 
• htame l- 'bm~m m 
Pacific 
• Oxi,mud//urum 
"W'b~ 

q 

' I I 

1 

) 

Yem, m ake.~ 
ia.fm'mm.m~ model colin. 

a=d stm: 

I 
I 

F M/F 

I 
I 

I)~r of bibLE M/F 
f~4d 

•" 9,'~az~ wmai~ " C o ~  
"Cm~a issm:d i "S(:~-..E )~ arrm~ 

! "Axrc~ Cm~c=~ d~iv,= m "S,~=b mc~k~ m =rran 
p.~:~z~p~, if ~pp~-,,Hc) "Pmzcr.~e fmk 
"Na ~ ~ e a  Traffm ~ ~ h -  

• Pcx~a 
Ta~ ra~? Y/N md r c a ~  "Pemn:z~cx 

• P~mzaJ effects 
"VeJur.k (choo~ ~ or mo~) 

"Rc=~z fax cea~cal to tc~ch n:x~'~rl 
I L~,J basis (msfl')c ~ 1  
i " F . , ~  ~_b.,, ~ 
"Ob~n-azioa of s=R~u~d cowxabm~ 

' "Smplcim~ mo~:mc~z 
"l~fom~m's dp 

) * W ~  obln~va~o~ 

!'Probable ~ (rc~uir~ (~rp~} 
• P.nson~e su~p;~ioa (n:quix~ mml,~io=) 

i'Wm~nu~ 
!'lnciaem m = n ~  

( 

"Mi~d- ch~3ra~ma~ 
! *Am:~ 
!.ve~- 

I" F,,-)~ m:~nicw ~md/o: !',~o z~:~b 

"Ciz~a~ ~r ard~r-i~ * L,z,:ida~ zo ='n~t 

• I ) , ~ l ~  "C,mla= alto 
(ML"k IdJ Ihltl ~pp~) "Scm~h v,'mTmzl i 

IlMark .11 that zppb) 
i 

° ! ! e ~  

" M ~  (:hmz~s 
° Feb~. ,d.,~es 

I'Probable ca=~ ~arch (~-~ box f~  m ~  mr o) 

I 

' A n ) l l f i a g  found 
~d/or  ~ i 

~ C ~  Y ~  em~ 
idctxils of my 
m~ounzz o f ~ .  
i alcohol, moe~. 

So~nd~md found 

5~n:d: 
"Vehick 
° Pe~zoa~ WoWn~ 

*Odor 
"N~ze 
( Cl~'~k . n  tb~J 

zPPbl 

°Ch~on issued (mzm b~ of Pm do~n? Y/N 
ciUuions) 

*Vab~ ~ z z a l  "Of ~e~icle 
i • Vckir~ zo~J i 'Of  pa~z~Z~(m) 

• PEt do~u 
(rp,ec~) 

; !co~ ~=~; Y~ 
I 

; Wh~ coan-zbez~ 
~ found, i [m~? 

"Orap aad/m 

i'Wczpeaz 

I "Plain ~ icw? WN 

i 

I 
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Api,.~__-,x D 
Oata E l e m e n t s  C o l l e c t e d  

J a ri~fi~floa/O rpaizat io  n 
Nc.~ York Poti~ IX-.pt, 

Informstkm ~ ConU,t"ted Persaa(s) stud/or V,-~id~g) 

r 

as°dZt~'~ic~7 ' ~  r 

i D r i v m  D r ~ ' l  
i S~s ~ D  ~ o c  

~ l d r m ~  Bmc:an o f Pol~cc, PA 

,'Amm/P'cific I d m ~ a  
"WEk 

"Whi~ 

I 

l°Amcric~ 

i/xc~/Izlmz~ 
zdd~css. 
tclepho*c 
numbs, p , ~  of 

p~r,~rz~L zsc. 

c i=fo 

, [Dri~=r Ot2,z 

I 

i 

i'o~ 
i 

I ~ p  laformzfio~ 

Vdzkk  Number of 
In fotmsti~.  Pm~l~a r l  

, ,,.~1 W.~xc o~zpa~s ~ 

I 

I 

z ~ m  fm ACLU. Cafifmz~z L . ~ i x ~  c A z ~  sl's Offzc~ DO J, ~1  PEKF ~ Ip~cr~ ~ fm poise ~ .  
" Dc~t~s emc o f n lisz of oplz~m~ I 

l r 

i 
for Stop~Cmzlact I Kcsull of Stop 

C rcmsumccs ~'hic~ led t0 ItVp: i ~ ' ~  Y/~ 
"C.~r~ ' ~  ob]z~s i~ plain ~cw 
m cemmn~on or c r ~ c  (cs.  d m  offca~ (rm i~ L6c bt=~) 

" F ~  dc~rzp, d ~  ,Am~ ~ :~b~  
"Actio~ b~Jk:am © ~'ca~d~i' 
,.~ctim o~ ~ Summeas'~ Y/N, on'ease, 
• Actiom imtic~nc or a:ttaS ns .  rammons munbcx 
Iookom 
"Susp~cmus b=t~p:/object (dcsmi~) 

• Fmlx~ © m, ox c~.~Lz 
"Actm~ md~ca~c ~" capsms ;-, 
~ l ~ z t  or~xmm 
• V . ' ~  ¢ ~ m ~  

c~mc 

ior~,,.-~ . a n ~ .  (m='~,.') 

iSpecify ~hlch fckn~-/P. L 
mial~nc~m mspcc~d 

• Ws~zcd 

"CL~d 

i ; 

I .S~ntr~ lafarmsttou 
r 

Wnl tbcrc • s~-nrch smd/ar psi--tirol o? Of What? 
! ~ mz' ,or i~ :  C o a ~ s  omaincd: 
Frisk? Y/N. f f~ 's  musl check mi¢ 

• Vcrb'-t threms of viakncc ~- s~pcc~ 

bclun~km~z~ of fon;e,~ cff ~.~ponz 
" O d ~  rc~m~,blc suspicic~ of ~czpo~s (spcci~) 
• Fmlhl: mo~x~c~Js 

, "Actmas indlmah c of capgins  iu ~ relent crimes 
"Rcfmm] m comp~- ,..i~ om~r's dlrection(s) Icadins m 

~z'mu~a.~te f c~  for lafcty 

, 'Smpkiom baJ~./obj~n (dcscr~c) 
Sc:Ich? Y/~. if ~s. chcck ~ Ices cq~ 
" H m d ~  
"AdmL, nimz of ~capoas posa~sion 
• Outl i~ of wczp~z 

! "Oth~ n m m ~  mspickm of ~cnpaas ( s p ~ } )  

Occupants frisked? Y/N 

I An}lbJn z found 
[ tmdlor s~lzcd in 
l 

14~rrJz? 
IWas ~=zzpoa fomzd? 

• Phaol/r~ oh~:x 
I" Ritk/dmts~m 
i ° Asmlalt ~ZlX3n 
;. mara,:~ni~ 
rialu~mmat 
I" ~,lach~ sun 
I . o ~  ( ~  

IV,'~s oLI~ c ~ U l b ~ d  
i found? YIN 

'Wczpo~ 
'Cmaraband 

"N/A 
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A p l -  _,x D 
Data E l e m e n t s  C o l l e c t e d  

Otbt'r Information 

Olbcr D i l l  
J u ~ O r l l ~ m i z a ~ o u  C,t-u~nd C ~ , r ~ a r r a / h ' e  R~latcd P.q]em I Other Data FAecal5 Ekmesu ( ~ n ~ m ' d )  
Chil ~ U ~  (ACLU~ 

C ~ i f ~  I .qosL~ A ~ n ' s  (CLA) 

US ZX-p~ e~ of .hu'~: (DOJI' V,'cn~ ~ ' .  r . ]3=~m~ E s ob~=bk ,  l~on: ~ slop ~ 

i'BooLu~ ~ Dm ~ r~-qun~l m c~'t i ch~:k? y*N 
" C ~  . . = b a  
"P.~b::~ ~ c .~d ) '  uu=bo ilnc;~:m . u=b~  

I 
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A p k .  _,x D 
Data E l e m e n t s  C o l l e c t e d  

Other InfoJ~tfion 

G, eDmtl Cummcnt.dNarralh e ~ ~ O;bcr Dsla ~ t s  
nz~be~" of retorts ~-mam'Cod~ ~ ,,.,.'1~ t l~ call ,.,,'ms ~om (c.ll. domestic vmlc~) 

Jurbdi~O~izstimn 
C.l~'o~ia H i S t . . "  P,~ot 

0 1 ~  Dstl 
E.lem~u ( r~ t~a~d]  

qx~u ~m~g rcpom 

L~ A~Sde~ Cm~'~_. Sbc~s De~. Y~. ~jCc~m~d ~t'cm:~mo~ ~ Cmmoa e~b~(s) 
lehkle .,¢~tr, maJce, model & oak=. CDL 

S~rmcato ~l~:c 

Was I~d~c:r ~d, ccl m ¢~a~ c~? Y/N 
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A p I ~  . . x  D 
Data E l e m e n t s  C o l l e c t e d  

J a n~lit l~=YO r~nJzs~o n 

OLbcr Informadoa 

Gdmmd Com.mcaLdNsrrs~c I I tcpom O~er D ~  Ekm~L~ 
Otl~r Dana 

E.Icm~u (conti~.cd~ 
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APPENDIX E: R I D E - A L O N G  SURVEY I N S T R U M E N T  W I T H  

SUMMARY STATISTICS 
(see the following pages) 
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Date Observer # 

Time Observation # 

Reporting District FDR# 

Division 

LOS ANGELES POLICE D E P A R T M E N T  RIDE-ALONG STUDY 

INSTRUCTIONS: This form asks for information about each time an officer forms 
suspicion, stops, or searches a suspect. This ride-along instrument should be filled out each 
time the officer forms a suspicion or follows a suspect, either in a vehicle or on foot (even if 
the officer decides not to stop the suspect). All the information on this form is incident 
specific. An officer may give different reasons for different incidents and use different 
decision-making criteria. Record only the information given during this specific incident of  
"suspicion. " [Bold Italics hldicate Summary Statistics] 

A. Context: 

1. From your observation, what type of  suspicion is involved? (circle) 
a. traffic violation 115 (44%) 
b. criminal suspect 68 (26%) 
c. pedestrian violation 29 (11%) 
d. victim 20 (8%) 
e. other complainant 32 (12%) 
other - explain: 

2. From your observation, did the suspicion involve: (circle one) 

. 

a. driver 116 (45%) 
b. passenger 6 (2%) 
c. pedestrian 137 (53%) 

Did the officer receive any information about the status of  the 
vehicle/driver/passenger/pedestrian before the officer became suspicious? (circle one) 

a. yes 106 (40%) 
b. no 158 (60%) 

If yes, what information was given to the officer about the vehicle or the pedestrian, 
and how was it received? (e.g. radio call, conversation, roll call). 



4. From your observation, did the officer personally observe the events that led to the 
suspicion? (circle one) 

a. yes 153 (58%) 
b. no 111 (42%) 

5. Was the location: (circle one) 

a. public 202 (77%) 
b. private 62 (23%) 

6. How does the officer describe the predominant racial/ethnic makeup of  the location 
where the observation occurred? (circle one) 

a. White 49 (19%) 
b. Black 53 (20%) 
c. Hispanic 92 (35%) 
d. Asian 3 (1%) 
e. American Indian 0 (0%) 
f. None of  the above ( s p e c i f y ) 6 7 ( 2 5 % ) .  

7. From your observation, which category best describes the location where suspicion 
was formed or the stop occurred? (circle one) 

a. residential 104 09%) 
b. commercial 95 06%) 
c. mixed 64 (24%) 
d. other (e.g. park, transportation corridor) ( s p e c i f y ) _ _  1 (0%) 

8. Officer's perception of  the amount of gang activity at the location: (circle one) 

a. high 100 08%) 
b. medium 78 00%) 
c. low 63 (24%) 
d. none 23 (9%) 

9. Officer's perception of  the amount of crime at the location: (circle one) 

a. high 122 (46%) 
b. medium 73 (28%) 
c. low 63 (24%) 
d. none 6 (2%) 

10. Officer's perception of the amount of drug activity at the location: (circle one) 

a. high 130 (49%) 
b. medium 58 (22%) 
c. low 61 (23%) 
d. none 14 (5%) 



B. Suspicion 

1 I. How many persons were in the vehicle or how many pedestrians (associated with 
suspect) were visible when the officer first formed suspicion or observed a violation? 

i. Officer ii. Observer 
mean: O. 72 mean: 0.56 
median: 0 median: 0 

12. Determination of  gender of  the suspect(s) when the officer first formed suspicion or 
observed a violation? (circle the best answer) 

i. Officer ii. Observer  

Driver/passenger/pedestrian: Driver/passenger/pedestrian: 
a. Male 137 (52%) a. Male 126 (48%) 
b. Female 36 (14%) b. Female 33 (13%) 
c. Transgender 0 (0%) c. Transgender 0 (0%) 
d. Unable to determine 89(34%) d. Unable to determine 103 (39%) 

13. Determination of  the driver's/passenger's/pedestrian's descent when the officer first 
formed suspicion or observed a violation? (circle the best answer) 

i. Off icer ii. Observer  

a. White 24 (9%) a. White 23 (9%) 
b. Black 55 (21%) b. Black 47 (18%) 
c. Hispanic 56 (21%) c. Hispanic 57(22%) 
d. Asian 4 (2%) d. Asian 3 (1%) 
e. American Indian 0 (0%) e. American Indian 0 (0%) 
f. None of the  above: 0 (0%)__ f. None of the  above: 0 (0%)__ 
g. Unable to determine 123 (47%) g. Unable to determine 132 (50%) 

14. When the officer first formed suspicion or observed a violation, could you (the 
observer) see from the police car what the suspect was wearing? (circle one) 

a. yes 68 (26%) 
b. no 193 (74%) 

If yes, describe the suspect's clothes (e.g. formal, casual, sloppy, dirty). 



15. Did the suspect have or wear any distinctive clothing/ornaments/tattoos/hair (e.g. 
gang colors or paraphernalia) that were identifiable when the officer first formed 
suspicion or observed a violation? (circle one) 

i. Officer: 

a. yes 20 (8%) 
b. no 241 (92%) 

If yes, describe the suspect's distinctive clothes/ornaments/tattoos. 

ii. Observer: 

a. yes 12 (5%) 
b. no 249 (95%) 

If  yes, describe the suspect's distinctive clothes/ornaments/tattoos. 

c.  stoo 

16. Did the officer stop the vehicle/pedestrian? 

a. yes 
b. no ( lfno,  queslionnaire is complete) 

186 (70%) 
78 00%) 

17. Determination of  gender of  the driver/passenger/pedestrian when the officer initiated 
the stop? (circle the best answer) 

i. Officer ii. Observer 

Driver/passenger/pedestrian: Driver/passenger/pedestrian: 
a. Male 124(67%) a. Male 117(63%) 
b. Female 47(25%) b. Female 43(23%) 
c. Transgender 0 (0%) c. Transgender 0 (0%) 
d. Unable to determine 15 (8%) d. Unable to determine 26 (14%) 



18. Determination of  the driver's/passenger's/pedestrian's descent when the officer 
initiated the stop. (circle the best answer) 

i. Officer ii. Observer  

a. White 40 (22%) a. White 35 (19%) 
b. Black 49 (26%) b. Black 41 (22%) 
c. Hispanic 57 (31%) c. Hispanic 52 (28%) 
d. Asian 4 (2%) d. Asian 4 (2%) 
e. American Indian 1 (1%) e. American Indian 0 (0%) 
f. None of  the above: ___4 (2%)__ f. None of the above: 0 (0%) 
g. Unable to determine 31 (17%) g. Unable to determine 54 (29%) 

19. From the observer's perspective, length of  time between initial observation and 
initiation of stop: 

sec/min (circle) mean: 2.00; median: 0.50 

20. From the observer's perspective, total duration of stop: 
sec/min (circle) mean: 18.21; median: 11.00 

21. From the observer's perspective, describe the vehicle that was stopped: 

a. Make 
b. Model 
c. Year 
d. Color: 
e. Distinctive features of the automobile (e.g. condition, loud music, extra lights, 

tinted windows, distinguishing markings, etc.) 

22. Did the perception of the driver's/passenger's/pedestrian's descent change after the 
officer contacted the suspect? 

i. Officer: (circle one) 

a. yes 29 (16%) 
b. no 157 (84%) 

If yes, what is the officer's perception after contact with the suspect? (circle one) 

a. White 14 (48%) 
b. Black 5 (17%) 
c. Hispanic 8 (28%) 
d. Asian 1 (3%) 
e. American Indian 0 (0%) 
f. None of  the above: _ _ 1  (3%).__ 



ii. Observer:  (circle one) 

a. yes 33 (18%) 
b. no 153 (82%) 

If yes, what is the officer's perception after contact with the suspect? (circle one) 

a. White 13 09%) 
b. Black 8 (24%) 
c. Hispanic 10 00%) 
d. Asian 1 0 % )  
e. American Indian 0 (0%) 
f. None of  the above: _ _ 1  ( 3 % ) . _ _  

23. Distinctive features of  the driver/passenger/pedestrian (e.g. gang clothing or 
paraphernalia, hair, tattoos, clothing, shoes). If  none, so state: 

Officer: 

Observer:  

D. Searching the Vehicle/Suspect (Fill out this section by checking the appropriate 
response if the vehicle/suspect was searched by the officer. If the officer did not search 
the vehicle/suspect, go to Section E.) 

24. From the perspective of  the observer, did the officer conduct a pat-down or frisk? 
(check the appropriate box for driver, passenger, and pedestrian) 

Driver 
Passenger 
Pedestrian 

Yes No Unknown 
19 (`'0%) 
7 (4%) 

47 (25%) 

89 (480/0) 
#8 (io%) 
29 (16%) 

0(0%) 
0(o%) 
2 (i %) 

Not applicable 
78 (42%) 

161 (87%) 
io8 (58%) 

25. From the perspective of  the observer, did the officer conduct a search? 
(check the appropriate box for vehicle, driver, passenger, and pedestrian) 

Vehicle 
Driver 
Passenger 
Pedestrian 

Yes No Unknown 
`'7 (9%) 
6 (3%) 
2 (,'%) 

25 (13%) 

90 (48%) 
#o2 (ss%) 
23 (`'2%) 
51 (27%) 

#(#%) 
0(o%) 
o(o%) 
2 ( !%) 

Not applicable 
78 (42%) 
78 (42%) 

161 (87%) 
lo8 (58%) 

26. From the perspective of the observer, did these searches appear to be voluntary? 
(check the appropriate box for vehicle, driver, passenger, and pedestrian) 

Yes No Unknown 
Vehicle S(4%) 
Driver 4(2%) 
Passenger 2(1%) 
Pedestrian 15 (8%) 

3(2%) 
# (t%) 
0(0%) 
4 (2%) 

Not applicable 
7 (4%) 168 (90%) 
1 (1%) 180 (97%) 
0 (0%) 184 (99%) 
8(4%) 159 (85%) 
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E. Result of the Stop 

27. From the perspective of  the observer, result of  the suspicion/stop: (circle) 

F. 

i. Did the suspect offer verbal resistance? a. Yes b. No c. Unknown 
11(6%) 170(91%) 5(3%) 

ii. Did the suspect offer physical resistance? a. Yes b. No c. Unknown 
4 (2%) 181 (97%) 1 (1%) 

iii. Was force used? a. Yes b. No c. Unknown 
4 (2%) 182 (98%) 0 (0%) 

iv. Was the person issued a warning? a. Yes b. No c. Unknown 
36 (19%) 149 (80%) 1 (1%) 

v. Was the person issued a ticket? a. Yes b. No c. Unknown 
94 (51%) 91 (49%) 1 (1%) 

vi. Was the person arrested? a. Yes b. No c. Unknown 
36 (19%) 149 (80%) 1 (1%) 

Demeanor 

Initial Contact 

28. In your opinion, was the officer's initial demeanor (that is, their attitude/behavior) 
positive, neutral, or negative? (circle one) 

Examples 
a. Positive Polite, friendly, informative 129 (69%) 
b. Neutral Uneventful, unremarkable 53 (28%) 
c. Negative Rude, angry, unwarranted aggression 2 (1%) 
d. Unknown 2 (1%) 

29. In your opinion, did the officer act in any way or do anything that negatively impacted 
the demeanor of the suspect in the initial contact? (circle one) 

a. Yes 1 (1%) 
b. No 180 (97%) 
c. Unknown 5 (3%) 

If yes, what exactly did the officer do? Be specific. 

30. In your opinion, was the suspect's initial demeanor (that is, their attitude/behavior) 
positive, neutral, or negative? (circle one) 

Examples 
a. Positive Polite, compliance with officer orders 90 (48%) 
b. Neutral Uneventful, unremarkable 62 (33%) 
c. Negative Rude, non-cooperative, non-compliant with officer orders, 14 (8%) 

confrontational, physical aggression, suspicious/secretive conduct 
d. Unknown 20 (11%) 



31. In your opinion, did the suspect act in any way that negatively impacted the demeanor 
of  the officer during the initial contact? (circle one) 

a. Yes 8 (4%) 
b. No 164 (88%) 
c. Unknown 14 (8%) 

If yes, what exactly did the suspect do? Be specific. 

During the Encounter 

32. In your opinion, did the officer's demeanor change during the encounter? (circle one) 

a. Yes 8 (4%) 
b. No Z76(95%) 
c. Unknown 2 (1%) 

33. If yes, which of the fbllowing best describes the change? (circle one) 

From: a. Positive to Neutral 2 (25%) 
b. Positive to Negative 1 (13%) 
c. Neutral to Positive 3 (38%) 
d. Neutral to Negative 1 (13%) 
e. Negative to Neutral 0 (0%) 
f. Negative to Positive I (13%) 

Explain why you describe the change in this way. 

34. In your opinion, did the suspect's demeanor change during the encounter? (circle one) 

a. Yes 16 (9%) 
b. No 157 (84%) 
c. Unknown 13 (7%) 



35. If yes, which of the following best describes the change? (circle one) 

From: a. Positive to Neutral 
b. Positive to Negative 
c. Neutral to Positive 
d. Neutral to Negative 
e. Negative to Neutral 
f. Negative to Positive 

2 (13%) 
2 (J3%) 
3 (19%) 
3 (19%) 
6 (38%) 
o(o%)  

Explain why you describe the change in this way. 

Final Outcome 

36. In your opinion, was the officer's final demeanor (that is, their attitude/behavior) 
positive, neutral, or negative? (circle one) 

Examples 
a. Positive Polite, friendly, informative 136 (73%) 
b. Neutral Uneventful, unremarkable 50 (27%) 
c. Negative Rude, angry, unwarranted aggression 0 (0%) 
d. Unknown 0 (0%) 

37. In your opinion, was the suspect's final demeanor (that is, their attitude/behavior) 
positive, neutral, or negative? (circle one) 

Examples 
a. Positive Polite, compliance with officer orders 97(52%) 
b. Neutral Uneventful, unremarkable 6706%) 
c. Negative Rude, non-cooperative, non-compliant with officer orders, 7 (4%) 

confrontational, physical aggression, suspicious/secretive conduct 
d. Unknown 15 (8%) 

38. If you observed any change in the officer's behavior from the initial contact to the 
final outcome, ask the officer what he was concerned about during the encounter, 
what he was thinking about, and what he saw the suspect do or say that concerned 
him/her (and may have influenced his/her actions or behavior). Explain in detail. 



G. Officer's Assessment of  the Stop/Search (Answer only if a stop occurred, and request 
information from the officer). Circle the most appropriate response. 

39. How did the officer assess the overall cooperation of the suspect(s)? (circle one) 
a. Very Cooperative 62 03%) 
b. Cooperative 92 (49%) 
c. Neutral 19 (10%) 
d. Uncooperative 10 (5%) 
e. Very Uncooperative 3 (2%) 

40. How did the officer assess the overall attitude of  the suspect(s)? (circle one) 
a. Very Respectful 48 (26%) 
b. Respectful 93 (50%) 
c. Neutral 35 (19%) 
d. Disrespectful 9 (5%) 
e. Very Disrespectful 1 (1%) 

4 I. Ask the officer to explain why he or she formed these opinions? (Please explain). 

I. Officer Demographics 

42. Officer's Gender: (circle one) 

a. Male 154 (83%) 
b. Female 32 (17%) 

43. Years in dae Department: _ _  years. 

44. Officer's highest degree: (circle one) 

mean: 7.52; median: 8.00 

a. High School Diploma 40 (22%) 
b. Associate Degree (2 year degree) 83 (45%) 
c. Bachelor Degree (4 year degree) 62 03%) 
d. Masters Degree or higher 1 (1%) 

45. Officer's descent: (circle one) 
a. White 81 (44%) 
b. Black 25 (13%) 
c. Hispanic 65 (35%) 
d. Asian 9 (5%) 
e. American Indian 0 (0%) 
f. None of the above: 6 (3%) 
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APPENDIX F: DIAGRAM OF RELATIONSHIP BETWEEN RIDE- 
ALONG OBSERVATIONS AND F D R  DATA 

I 264 Ride-Along I 
Observations 

i, o I i   R,de ,oo  I Stops Suspicions 

I ,~0~OR~ I 

177 LAPD FDRs 3 [ I 3 Missing LAPD 

I FDRs 4 

Notes: Not all ride-along stops were defined as stops by the LAPD and therefore FDRs were not completed in these 
instances. 
: Some ride-along suspicions were defined as "stops" by the LAPD and therefore FDRs were completed. 
3 The 177 LAPD FDRs included 168 ride-along stops and the 9 FDRs that were counted as ride-along 
suspicions. 

4 FDR booklets containing the stop forms for the three missing stops could not be found by the LAPD. 
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APPENDIX G: SEARCH AND CONTRABAND MATRICES 

Search Matrix 

I-Consent, 2-Incident to Arrest, 3-Impound Authority, 4-Probable Cause, 5-Parole/Probation, 6- 
Reasonable Suspicion, 7-Other, A-Visible Contraband, B-Odor of Contraband 

Person i 2 3 4 5 6 7 A B 

Vehicle I 2 3 4 5 6 7 A B 

Container I 2 3 4 5 6 7 A B 

Contraband Matrix 

l-Alcohol, 2-Drugs, 3-Money, 4-Weapons, 5-Vehicle, 6-Other Evidence of Crime, 7-Other Property 

Person I 2 3 4 5 6 7 

Vehicle ! 2 3 4 5 6 7 

Container I 2 3 4 5 6 7 
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APPENDIX H: ADDITIONAL OBSERVATIONS AND COMMENTS ON 
LAPD DATA COLLECTION PROTOCOL 

H.1 FDRs for All Detainees 

Currently, the LAPD completes an FDR for all persons who are legally detained. This includes 

drivers in motor vehicle stops, pedestrians who are stopped based on reasonable suspicion or probable 

cause, and vehicle passengers when officers have independent grounds for detaining them. However, 

the typical motor vehicle stop in the City of  Los Angeles does not involve the detention of passengers. 

From July through December 2003, the LAPD detained only 13,277 passengers, which compares to 

more than 250,000 drivers who were detained. This represents a driver to passenger detention ratio of 

19:1. 

H.I .I  Motor Vehicle Stops 

First-generation data collection protocols typically captured demographic, search, and arrest 

information only for the driver of the vehicle that was stopped. As racial profiling research and 

analysis evolved, researchers began recognizing that gathering data on the primary focus or target of 

the stop provided a better analytic approach. For most motor vehicle stops, the driver is the primary 

target of the stop, usually because he or she committed a moving traffic violation or because the driver 

is held responsible for the proper maintenance, registration, and licensing requirements for the vehicle. 

On occasion, however, a passenger may be the focus of the stop. A passenger may not be wearing a 

seatbelt, for example, or may be engaged in suspected criminal behavior visible to an officer on patrol. 

In that case, the passenger, rather than the driver, would be the subject of racial profiling-related data 

collection under a protocol that requires capturing information on the person who was the primary 

focus of the stop. 

Limiting data collection to the primary focus of a motor vehicle stop may make sense for the 

LAPD. First, this approach comports with the current thinking on racial profiling data collection and 

mirrors other data collection protocols currently in use. For example, the Spokane Police Department 

(Washington), which was a recent recipient of COPS office funding to develop a comprehensive 

racially biased policing data collection strategy, gathers information only on the primary focus of a 

stop. Second, such an approach properly channels data collection efforts onto the party that first drew 

the attention of the police and who was the subject of a discretionary decision to initiate a stop. At the 

same time, this approach eliminates unnecessary data collection that adds only slightly to the number 
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of cases available for analysis- passengers comprised just 5 percent of the total FDRs completed by 

the LAPD on motor vehicle stops during the latter half of 2003. As with calls for service, requiring 

data collection for all motor vehicle stop detainees may be overly burdensome given the marginal 

advantages that such an approach affords. 

H.I.2 Pedestrians 

As with motor vehicle stops, the current data collection protocol mandates that an FDR be 

completed for each pedestrian detained by the LAPD, with a few exceptions. Among the racially 

biased policing data collection efforts with which Analysis Group is familiar, the LAPD approach to 

pedestrians is quite broad. Many law enforcement agencies that collect racial profiling data do not 

even mandate data collection for pedestrians. In group-stop situations, some agencies, like the Spokane 

Police Department, limit the requirement for completion of  a pedestrian stop form to the primary focus 

or target of the stop. It is not unusual for the police to stop groups of people who may be in the same 

vicinity, particularly in cities that have active street gangs. Requiring police to complete FDRs for all 

persons present in such situations is quite burdensome and may not be worth the effort in terms of data 

or the substantive questions that can be addressed with them. 

Furthermore, collecting data on all persons detained in group settings may create a data set that 

is more reflective of differing social habits among certain groups than of actual police stop practices. 

If, for example, some populations are more likely to congregate in groups (as opposed to singly or in 

pairs) than others, then requiring police to complete FDRs for all persons in a group who were stopped 

may provide a misleading picture of police stop activity for pedestrians. Although police may make a 

similar number of stops involving persons of different racial groups, the overall number of persons 

stopped may be greater for some racial populations than for others because those populations may tend 

to gather in larger groups and in locations where they are more likely to come in contact with the 

police. The same also may be true for the number of persons stopped per automobile. Subsequent 

analysis may shed further light on this issue and may allow us to make more definitive 

recommendations on the completion of FDRs for pedestrians detained in group settings. 

ANALYSIS GROUP, INC. 214 



Proposed Pedestrian and Motor Vehicle Stop Data Analyses Methodology Report 

APPENDIX I: BIOGRAPHIES OF ANALYSIS GROUP PROJECT TEAM 
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(see the following pages) 
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