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EXECUTIVE SUMMARY OHNDINGS

The Alvin W. Penn Racial Profiling Prohibition Ac(Public Act99-198) wasfirst enacted in 1999 and
prohibits racial profiling in the State of Connecticut. The lawprohibits any law enforcement agency

in the state from stopping, detaining, or searching motorists when the stop is motivated solely by
considerations of the race, color, ethnicity, age, gendeor sexual orientation of that individual
(Connecticut General Statutes Sections 54 and 54-1m). In 2012 and 2013, the Connecticut General
Assembly made several changes to this law to create a systemattdress concerns regarding racial
profiling in Connecticut. In accordance with these changes, police agencies began collecting data
pertaining to all traffic stops onOctober 1, 2013.

In 2012, the Racial Profiling Prohibition Project Advisory Board was eablished to advise the Office

I £ oIl 1T EAU AT A -ATAGCAI ATO j/70-q ET AAT BPOET ¢ OEA 1/
Institute for Municipal and Regional Policy (IMRP) at Central Connecticut State University was tasked

to help oversee the design, euation, and management of the racial profiling study mandated by

Public Act No. 1274 and Public ActNo. 1% vh O!'1T 1 AO #1 1 AAOT ET ¢ 4 O0OAEEEA

The May 2016Traffic Stop Data Analysis and Finding201415 report analyzed Connecticut traffc

stop data from October 1, 2014 September 30, 2015 The report found that statewide a total of

14.1% of motorists stopped during the sudy period were observed to be kack. A comparablel2.5%

of stops were of motorists froma Hispanic descend EA OAOOI 60 £O0T i OEA O6AEI
indicated that minority stops were more likely to have occurred during daylight hours than at night.

These results were robust to the addition of a variety of controls including time ofay, day of the

week, state traffic volume, department level fixed effects, and department volume controls. The

results from the poststop analysis confirmed that the disparity carried through to poststop

behavior across all racial and ethnic groups.

In addition to the state level results, dotal of nine municipal police departments and one state police
troop were identified as having a statistically significant disparity in the conditional probability of a
minority motorist be ing stopped in each respectie jurisdiction. As noted in the report, these nine
municipal departments and state police troop were identified across multiple statistical and
descriptive tests. Although it is impossible to draw any direct inference about racial bias itself, the
findings present compelling sttistical evidence that warrantedfurther investigation. The agencies
identified were: Bloomfield, Meriden, Newington, New Milford, Norwalk, Trumbull, West
Hartford, Wethersfield, Windsor, and Troop H.

A main goal for thefollow-up analysis was to better understand whether statistical disparities
identified in the department level analysis could be driven by specific departmernwide practices or
by individual officers. Ultimately the approach includedin this report is a mix of previausly utilized
and newly developedstatistical and descriptive analyse, coupledwith an on-going dialogue with
each department.

The first section ofthe follow -up analysis outlines additional descriptive measures that were applied
to department-level data for the nine municipal departmentsTraffic stop policy can be influenced
by factorsas diverse aghe location of accidents, high call for service volume areas, high crime areas,
and areas with major traffic generators such as shopping and enteinment districts. In order to
understand the factors that might be contributing to trafic enforcement decisions in the identified
departments, researcherssought tounderstand wheretheir respective traffic enforcement patterns



occurred and why. Mapping thetraffic stops for each identified communitywas a primary means to
begin this part of the analysis(Due to the relatively low number of stops thatcould be adequately
identify longitude and latitude coordinates for in the case of Wethersfield, we deled toanalyze data
by roadway.)

After completing the mapping exercise on the town or jurisdiction wide level, project staffroceeded
with a descriptive analysis of traffic stops at the census tract level for all departments except
Wethersfield. A censgtract analysis not only provided a more nuancednderstanding of population
demographics, but also allowedesearchers to focus on the unique attributes of a subsection of a
community such as major traffic generators, accident rates, local crime problemand calls for
service.The findings from the descriptive analysis vary greatly from department to department and
are presented irdepth in this report.

The second section of this report summarizethe findings for Troop H. As a result of the extensive
follow-up analysisconducted and published for Troop H in the May 2016 raffic Stop Data Analysis
and Findings 201415 report, we did not believe it was necessary to conduct the same level of analysis
this year. However, CSP and researchers remained corittad to a continual dialogue about the
unique characteristics of crime, accidents, calls for service, and patrol patterns in TroopAdthough
we have not been able to identify a specific source of the disparity in Troop H, we believe that the
unique nature of the policing by CSP in and around the City of Hartford probably plays a significant
role in that disparity.

The final sectionof this report moves beyond examining disparities at tle department level and
examinesindividual officer information . The officer analysis was developed and utilized astaol to
better understand if disparities in data were driven by individual officers or groups of officers. A
total of 762 unique officer identifiers were listed in the traffic stop database for e 9 municipal
departments and one state police troophat were part of the follow-up analysis. After limiting the
sample to officers with 50 or more traffic stops, a total 0294 officers were examined. Of the officers
examined,25 were identified as being statstically more likely to stop a minority motorist relative to
their benchmark. These officers were then examined using a balancing test that directly compared
OEA AEOOOEAOQOOEIT 1T &£ 1AGAOOGAATI A OOAZEEEA makiTHe AEAOA.
balancing test revealed that only17 of the 25 identified officers had a benchmark that convincingly
captured the distribution of observable traffic stops.As part of this process, lawenforcement
administrators were requested to review the findings in conjunction with additional officer
information not available to researchers.

To date, traffic stop studies in other states have primarily focused on statewide or department level

trends. Aside from formal investigations, there is little precedencef a state to gain a more nuanced
understanding of department level enforcement patterns with an eye towards racial and ethnic

disparities contained therein.Yetresearchersbelieves it imperative to the success of this project that

the conversation not em at the identification of departments with significant racial and ethnic

disparities. Indeed, the individual department followup proved enlightening for both researchers

and departments. There is, however, always more to build upon in order to achieveetistated goals

of the Alvin W. Penn Act. The follow up analysis should be viewed as a part of an ongoing process for

OEA DOAIT EAh 1 Ax AT £ OAAI AT O AT A OEA 1 Ax860 EI Bl AT/
understanding of the factors contributing b racial and ethnic disparities in traffic stops.



BACKGROUND

First enacted in 1999, Connecticut's amtracial profiling law entitled, the Alvin W. Penn Racial
Profiling Prohibition Act (Public Act99-198), prohibits any law enforcement agency from stopping,
detaining, or searching any motorist when the stop is motivated solely by considerations of the race,
color, ethnicity, age, gender or sexual orientation of that individual (Connecticut General Statutes
Sections 5411 and 54-1m). In 2012 and 2013, the Connecticut General Assembly made several
changes to this law to create a system to address racial profiling concerns in Connecticut.

Through September 30, 2013, police agencies collected traffic stop infoation based on
requirements outlined in the original 1999 Alvin W. Penn law. Beginning October 1, 2013, police
agencies had to submit traffic stop data for analysis under the new methods outlined by the Office of
Policy and Management (OPM), as required ltlge amended racial profiling prohibition law. The law
also authorized the OPM secretary to order appropriate penalties (i.e., the withholding of state funds)
when municipal police departments, the Department of Emergency Services and Public Protection
(DESPP), and other police departments fail to comply.

In 2012, the Racial Profiling Prohibition Project Advisory Board was established to advise OPM in

AAT POET ¢ OEA 1 Ax60 OOAT AAOAEUAA |1 AOET AO AT A COEAR
Policy (IMRP) at Central Connecticut State University was tasked to help oversee the design,
evaluation, and management of the racial profiling study mandated by PAT2 and PA13x v h O! 1

A0 #1T1TAAOTETC 40AEELZEA 30I D )1 £ O Abéaidlagdoall 4 EA ) -
appropriate parties to enhance the collection and analysis of traffic stop data in Connecticut.

The National Highway Traffic and Safety Administration (NHTSA) provided resources for this project

through a grant administered by the ConnecticuDepartment of Transportation. The Racial Profiling

Prohibition Project Advisory Board and the project staff have been meeting since May 2012 in an

effort to outline a plan to successfully implement the requirements of the 2012 and 2013 legislation.

Thefi AOO T £ OEA DPOI EAAOSO AAOI U PEAOA xAO O AAOOAC
states. After an extensive review of best practices, working groups were formed and met monthly to

discuss the different aspects of the project. These workingroups included Data and System, Public
Awareness, and Training work groups. The full advisory board held more than 20 meetings and the

working groups met approximately 50 times.

The advisory board and IMRP also worked with law enforcement officials to eate a data collection

system that is efficient not burdensome to he police collecting it, andprovides information that is

easy to work with when it is submitted. Police agencies in Connecticut vary in their levels of
sophistication and technological cpacity with respect to how they collect and report data. The

DOT EAAO OOAEE x1 OEAA xEOE OEA OOAOAB3O #OEI ETAI *O
to collect consistent and universal traffic stop information and submit it to CJIS electronitaon a

monthly basis.

The IMRP developed and maintains a project websitev(vw.ctrp3.org) that informs the public of the
AAOGEOT OuU AT AOAGO AAOQOEOEOEAOh OOAOAxEAA ET & Oi AGE
profiling. The website includes meeting agendas and minutes, press releases, and links to register for

events. The website is updated weekly. In addition to the project website, the IMRP partnered with

the Connecticut Data Collaborative to publish all trafti stop data on a quarterly basis. The public can

download the information in its original form or view summary tables for easy use. A full set of

analytical tools will be available for more advanced users who are interested in data analysis.



http://www.ctrp3.org/

Although much of the initial focus of this project was to develop a standardized method for data
collection and analysis, there are other important components. The initiatives include a public
awareness and education campaign, effective training for officers and deparénts, and a rigorous
complaint process. Information about all of these initiatives is provided on the project website. These
initiatives collectively represent different tools availablefor education and the prevention of racial
profiling in policing. These tools were implemented in the hope of building and enhancing trust
between communities and law enforcement in Connecticut.

In February 2014, the U.S. Department of Justice, Community Oriented Policing Servioession,

sponsored a trainthe-trainerpri COAI ET #1171 AAOGEAOO 11 O&AEO AT A )i
program was established to train police officers and supervisors on fair and impartial policing by
understanding both conscious and unconscious bias. This prograwas offered to police agncies

throughout the state over the next year.

Lastly, a major component of addressingoncerns about the possibility ofracial profiling in
Connecticut is bringing law enforcement officials and community members together to discuss
relationships between police and the community. The project staff has conducted several public
forums throughout the state to bring these groups together and will continue these dialogues in the
foreseeable future. They serve as an important tool to inform the public of therights and the role
of law enforcement in serving their communities.



|.A: INTRODUCTION

The reporting elements included in the 2012 and 2013 revisions to thalvin W. Penn Racial Profiling
Prohibition Act represent one of the largest and mostomprehensive efforts to collect policing data
in any state or individual jurisdiction to date.In May 2016, the IMRP released the second statewide
Traffic Stop Data Analysis and Finding201415 report which analyzed stops betweenOctober 1,
2014 and Segember 30, 2015 This analysis is consideredne of the most comprehensive analyes
done in the country.

The May 2016report represented the application of a series of weltespected statistical techniques
and the development of several useful descriptivstatistics that helped to better contextualize those
findings. The first technique applied a methodology known as théVeil of Darknessd The (Veil of
Darknesis a statistical technique that was developed by Jeffery Grogger and Greg Ridgeway (2006)
and published in the Journal of the American Statistical Associatiofhe¥eil of Darknes$examines

A OAOOOEAOAA OAIBPIA T &£ 001 PO 1T AAOGO@EdsCreldiv@OET ¢ C
differences in the ratio of minority to non-minority stops that occur in daylight as compared to
darkness. Theunderlying assumptionis that if police officers wished to profile motorists, they would

be more likely to do so during daylight hours when race and ethnicity are more easily discernible.
The analysis utilizing this statistical measure is considered to be the most rigorous and broadly
applicable of all the tests presented in our analysis.

A second statistical technique used wathe synthetic control analysis that has the same intuitive
appeal as traditional population-based benchmarks but remains grounded in rigorous statistical
theory. A synthetic control is a uniqgue benchmark constructed for each individual department using
various stop-specific and townlevel demographic characteristics as captured throughinverse
propensity score weighting. The synthetic control is then used to assess the effect of treatment on an
outcome variable(s). In the present context, treatment is defined as a traffic stop made by a specific
municipal police department and the outcone variable(s) indicates whether a motorist is a racial or
ethnic minority.

YT AAAEOGET 1T O1 OE And&gnkdiic Contrat arfalfsidréseakchetstalscudet@e
descriptive measures that evaluate racial and ethnic disparitieSlhey compae stop data to three
different benchmarks: (1) statewide average, (2) employment commutation estimated driving
population, and (3) residentonly stops. Although the design of each of the three measures is based
on certain assumptions, it is reasonable toanclude that departments that consistently show data
disparities separating them from the significant majority of other departments can be recommended
for further review and analysis to determine the potential cause for these differences. An important
fact O EO OEA OAI AOEOA OEUA 1T &£ OEA AEODPAOEOEAO8 &i O
considered sufficient for identification if a department had either (1) a disparity of 10 percentage
points or more or (2) a disparity of more than five, butless than 10 percentage points as well as a
disparity ratio of greater than 1.75 when compared to the descriptive benchmark. In each benchmark
researchers looked at three measures: all minority driver stops, black driver stops, and Hispanic
driver stops, making a total of nine measuresThese techniques are extremely useful in helping to
identify irregularities in the data.

Lastly, the reportalso assessed posstop behavior, particularly the incidence of vehicular searches,
by applying two estimation strategies.This measure illustrates the application of an analysis of hit

3



rates using the classic approach developed by Knowles, Persiemd Todd (2001). Although some
criticism has risen concerning the technique, it contributes to an understanding of postop police
behavior in Connecticut.

The May 2016 report found that a total of 14.26 of motorists stopped during the study period were

observed to beblack. A comparablel2.5% of stops were of motorists from a Hispanic descent. The
OAOOI 60 EOKEI $ HEBT D6A&ET AT AT UOEO ET AEAAOAA OEAO 1 EI
occurred during daylight hours than at night. These results were robust to the addition of a variety

of controls including time of day, day of the week, state traffic volume, degarent level fixed effects,

and department volume controls. The results from the posstop analysis confirmed that the disparity

carried through to post-stop behavioracross all racial and ethnic groups

In addition to the state level results, dotal of nine municipal police departments and one state police
troop were identified as having a statistically significant disparity in the conditional probability of a
minority motorist be ing stopped in each respective jurisdiction. As noted in the report, these nine
municipal departments and state police troop were identified across multiple statistical and
descriptive tests. Although it is impossible to draw any direct inference about racidlias itself, the
findings present compelling shtistical evidence that warrantedfurther investigation. The agencies
identified were: Bloomfield, Meriden, Newington, New Milford, Norwalk, Trumbull, West
Hartford, Wethersfield, Windsor, and Troop H.

The researchers wanted to better understand if the statistical disparities identified in the department

level analysis could be driven by specific departmentvide practices or by individual officers.

Therefore, following the release of theMay 2016report, the project staff began to further analyze the

EAAT OEAZEAA AADPAOOI AT 060 AAOA8 / 6O ApPOi AAE ET Al OA,
with an on-going dialogue with each department. The follovwup analysis included different

approaches and methdologies from the initial report.

The first section of this follow-up analysis outlines additional descriptive measures that were applied
to department-level data forthe nine municipal departments. The second sectiosaummarizes the
findings for Troop H. The final section outlines a methodology that moves us beyond examining
disparities at the department level and examining individual officerslt is important to realize that
the analysis only identifies officers that stopped more motorists relative to theiinternal benchmark
and not whether officers are engaged in discriminatory policing. If any of the officers identified in
this analysis were engaged in a particular activity that was not captured by the data, such as having
been tasked with a specializedassignment, it could provide a reasonable explanation for the
disparity. It is important that these results be viewed as the starting point of a dialogue and not as
conclusive evidence of wrongdoing on the part of the officer. The officer analysis is medotbe an
internal tool for law enforcement administrators to review in conjunction with additional officer
information not available to researchers.



|.B: MUNICIPAL POLICE DERRTMENT ENHANCED
DESCRIPTIVE ANALYSIS

The goal of an enhanced analysis in thigport is to better understand the reasons for racial and
ethnic disparities in traffic stop data. We relied on a series of descriptive and statistical tests to
identify departments with consistent racial and ethnic disparities. Disparities can be the refiwof a
variety of factors that need to be further explored.

In this section of the report we take a deeper look at the identified disparities in traffic enforcement.
The nature of policing differs from one community to another based on a variety of unigufactors.
Police administrators must deal with a variety of crime and disorder problems. Traffic stop
disparities can be influenced by factors such as the location of accidents, high call for service volume
areas, high crime rate areasand areas with mapr traffic generators such as shopping and
entertainment districts, to name a few. Police administrators make decisions about how to effectively
deploy police resources based on the needs of the community.

In order to understand the factors that might be ontributing to traffic enforcement decisions, we
first wanted to better understand where traffic enforcement occurs in a community. The best way to
complete this task is to map traffic stops for each identified community. Police officers are required
to report the location of a traffic stop in a manner that would allow the stop to be identified on a map.
In some cases, technology allows the officer to capture the specific longitude and latitude coordinates
for the stop. In other cases, the officer entersa@escriptive location such as the number and street or
street and nearest cross street.

The project staff worked with each of the nine municipal police departments to map traffic stops

during our study period. Researchers were provided with longitude anddtitude information for

Bloomfield, Meriden, Norwalk, Trumbull and West Hartford
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Connecticut State University manually identified the longitude and latitude coordinates from the

location description entered by the officer. For these deptments, we were unable to map some of
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departments where the traffic stop location was manually identifiedbesidethe percentage of traffic

stops that we were able to map.

Newington (88%)
New Milford (80%)
Wethersfield (44%)
Windsor (85%)

After completing the mapping exercise, we determined that we would proceed with a descriptive
analysisof traffic stops at the census tract level for all departmentexcept Wethersfield Due to the
relatively low number of stops that we could adequately identify longitude and latitude coordinates
for in the case of Wethersfield, we decided to take a differeapproach.

The municipalities where we had a significant percentage of location coordinates, we mapped the
stops by census tract. Each community is broken up into census tracts to help understand the



different makeup of a community. According to the UniteGtates Census Burega census tract igD A

small, relatively permanent statistical subdivision of a county or equivalent entity that are updated
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Also, census tracts generally have a population size between 1,200 and 8,000 people, with an

optimum size of about 4,000 people. Census tracts aeachidentified by anumber of up to fourdigits.

Researchers have the ability to better understand the demographics of a subsection of a community
by breaking down traffic stops into census tracts. A census tract analysis not only provides a better
understanding of population demographics, but also allows researchers to focus on the unique
attributes of a subsection of a community such as major traffic generators, accident rates, local crime
problems, and calls for service. Neighborhoods can vary greatly within a communignd a more
detailed analysis will help to better understand the information presented in the initial analysis.

Due to the lack of detailed location information available in Wethersfield, researchers conducted a
descriptive analysisof traffic stops by mapr corridors. The location information typically identified
the road where the traffic stop was conducted, but not the specific point on the road. Although
analyzing traffic stops by census tract is the preferred method, analyzing traffic stops by corridaas
also an effective approach. Presented below are our findings from the department level descriptive
analysis.



I.B (1): BLOOMFIELDFOLLOW-UP ANALYSIS SUMMARY

This analysis continues the work of the Racidd Ol £E1 ET ¢ 00T EEAEOQOEI T 0071 EAAC
conducted since October 1, 2013. This followp report focuses on data reported for stops conducted

from October 1, 2014 through September 30, 2015. The table below compares summary racial data

for reported traffic stops in Bloomfield over a tweyear period.

2013-2014 Traffic Stop Records 2014-2015 Traffic Stop Records
White Non-Hispanic 2,008 36.4% 1,992 38.0%
Black NonHispanic 3,009 54.6% 2,736 52.2%
AsPac NorHispanic* 64 1.2% 99 1.9%
Al/AN Non-Hispanic* 23 0.4% 35 0.7%
Hispanic 411 7.5% 379 7.2%
Total 5,515 5,241

*Asian Pacific NonHispanic
** American Indian/Alaska Native NorHispanic

Overview of the May 2016 Traffic Stop Analysis

The May 2016 Traffic Stop Analysis report indicatedhat for the October 1, 2014z September 30,
2015 study period a total of 5,241 traffic stops were made by the Bloomfield Police Department. Of
these, 62% were minority stops, of which 7.2% were Hispanic drivers and 52.2% were black drivers.
Based onthe Veil of Darknessanalysis, minority motorists, across all racial and ethnic categories
except for Hispanic motorists alone, were more likely to have been stopped during daylight relative
to darkness. The results were robust to the inclusion of a variety @bntrols and sample restriction
that excluded equipment violations. The synthetic control analysis also produced statistically
significant results and the disparity was sufficiently large across all racial and ethnic categories. The
post-stop analysis did not produce statistically significant estimates possibly because of an
insufficient sample of minoity searches. The results of th& analyses indicated that further
investigation into the source of the observed statigcal disparity in Bloomfield is warr anted.

Descriptive Analysis of the 2014 -2015 Traffic Stop Data

The racial and ethnic disparities in the Bloomfield Police Department data were studied using a more
detailed review of traffic enforcement during the original study period. Part of the analysiinvolved
mapping all the stops, if possible, using the location data provided by the department and any
enhancements we were able to makeBloomfield provided the specific geographic location
information necessary to map almost all traffic stops.

According to the 2010 census, Bloomfield is a town with approximately 16,781 residents over the
age of 16. Approximately 61% of the driving age population in Bloomfield is identified as a minority.
Figure 1.0 outlines the basic demographic information for Blooméid residents over age 16.



Figure 1.0: Bloomfield Population

Race/Ethnicity 16+ Population Total % Population Total
White Non-Hispanic 6,536 39.0%
Black NonHispanic 9,300 55.4%
AsPac NorHispanic 133 0.8%
Hispanic 812 4.8%
Other 0 0.0%
Total 16,781

The U.S. Census Bureau divides Bloomfield into five census tracts. The resident driving age
population varies from one census tract to another, from about 2,600 to 4,700 people. The racial
breakdown in each census tract varies, from a high of ov®0% minority driving age residents in
census tract 4711 to a low of 32% in tract 4714. Figure 2.1 is a map that outlines the boundaries of
Bloomfield census tracts, which will be referred to throughout this report. Figure 2.2 shows the
distribution for e ach census tract in terms of white and nonwhite driving age population.

Figure 2.1: Bloomfield Census Tract Map
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Figure 2.2: Age 16 and Older Resident Population by Census Tract
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Six other municipalities share a common border with Bloomfield, includig Windsor to the northeast,

East Granby to the north, Simsbury and Avon to the west, and West Hartford and Hartford to the

south. With the exception of Hartford, the five other border towns are predominantly white
demographically, with an average driving @ A xEEOA DHi pOI ACET T 1T £ ycb | Al
white driving age population of 39%). Hartford borders the southern portion of Bloomfield and has

a white driving age population of 19%. Of the drivers stopped in Bloomfield, 33% were Bloomfield

residents and 67% lived elsewhere.

Bloomfield is 36 square milesin area and the Farmington River forms its northern border. The west
side of the town is flanked by the Talcott Mountain. Route 218 is the major eastest throughway
which runs from Simsbury to the West Hartford line. Bloomfield also has two major northsouth
roadways, Route 187 and Route 189, which both merge when approaching the Windsor town line.

The Bloomfield Police Department identified its patrol division as the unit responsible for the

majority of the traffic enforcement in town. The patrol division is structured with district boundaries

established for a threedistrict plan, four-district plan or a five-district plan. The patrol division

operates three shifts per day (shifts A, B, and C). A&¢ OAET ¢ O1 OEA AAPAOOI AT 066 ¢C
3-01, patrol districts are devised in differing sizes in accordance with crime patterns and anticipated

workload based on density of commercial, industrial and residential topography.

Figure 3.1 illustrates the volume of traffic enforcement that occurred in eadBloomfield census tract.

A large percentage of traffic enforcement activity T4%) occurred in a relatively concentrated
geographical areacovering three census tracts 4711, 4712, and 4713 in the southern portion of
town. They alsoborder four census tracts inHartford and one census tract in West Hartford. The
average population in these five bordering census tracts is 90% minority. Census tracts 4711 and
4712 also account ford7% of all minority residents. Movingaway from the southern portion of the



town where a high percentageof traffic enforcement occurs, census tract715 contributes 16% of
the overall traffic enforcement and covers a majoritypf Route 187

Figure 3.1: Traffic Stops by Census Tract
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Figure 3.2 is a map of traffic stops made in Bloomfield. The three census tracts that account for 74%
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4713 has the second laest residential population in town with 23%. Census tract 4712 has the

smallest residential population with 16%. The two census tracts that fall outside the high
enforcement area account for 25% of the traffic enforcement and make up 44% of the populatio

"1 111 £ZEAT AGO 1T OAOAI 1T OAOGEAAT O Pi DOl AGETT EO o¢pb i
were stopped were minority. Resident minority drivers were stopped in all five census tracts at a

rate that exceeded their representation in the resident dving age population. Only 33% of the

drivers stopped in Bloomfield were residents of the town.
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Figure 3.2: Traffic Stop Map
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Figure 3.3shows an additional way to view the high enforcement areas iBloomfield. This image
identifies the high erforcement areas in three groups. Group one is the highest enforcement area
with between 1,250 and 1,350raffic stops made ineachcensus tract. Groupneincludes tracts4711,
4712, and 4713where74% of all traffic enforcement in Bloomfield occurs Grouptwo consists of
census tract4715 which included 852 of the total traffic stops and group three was census tract 4714
with 495 of the total traffic stops.
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Figure 3.3: Census Tracts Identified by Levels of Enforcement
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Traffic Stop Breakdown by Race/Ethnicity

In Bloomfield, 62% of all drivers stopped were minority. Minority drivers are classified as all non
white drivers, but this is predominantly made up of black or Hispanic drivers. The resident
population age 16 and older in the municipality of Bloomfield i$1% minority, but the two census
tracts (4711 and 4712) with the highest level of traffic enforcement have minority resident
populations between 85% and 90%. Taken individually, some of the census tracts with high
proportions of minority drivers stopped and high to moderate enforcement activity tend to reflect
the high proportions of the minority population. Figure 4.1 highlights the disparity between the
minority population and percent of minorities stopped in the two census tracts where the minority
stop percentage exceeded the towswide average of 62%. Both of these census tracts have the highest
minority resident population and the stop percentage was less than the population percentage.
These tracts also account for 50% of all outf-town drivers who were stopped.
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Figure 4.1: Disparity Between Minority Drivers Stopped and Census Tract Population
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The overall percentage of Bloomfield traffic stops involving black drivers was 52%. The percentage
of black drivers who were stopped exceeded the towaverage in two of the five census tracts. Figure
4.2 shows how the proportion of black stops made in these two census tracts compares to the
proportion of black driving age residents living in these ftacts. Both of these census tracts have the
highest black resident population and the stop percentage was less than the population percentage.

Figure 4.2: Disparity Between Black Drivers Stopped and Census Tract Population
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The overall percentage of Bloomfield traffic stops involving Hispanic drivers was ®2 The
percentage of Hispanic drivers stopped exceeded the town average in two of the five census tracts.
Figure 4.3 shows how the proportion of Hispanic stops in thesevo census tracts compares to the
proportion of Hispanic driving age residents living wthin those census tractsThe datashow a small
disparity between Hispanic stops and theesident Hispanic driving age population Bloomfield does
not have a large Hispanic population (less than 5%). The disparity identified in Hispanic stops in
census tact 4711 only minimally contributes to the overall disparity in Bloomfield.
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Figure 4.3: Disparity between Hispanic Drivers Stopped and Census Tract Population
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Figures 4.4 and 4.5 are maps that indicate motor vehicle enforcement for black and Hispaniovdrs
in Bloomfield. These maps better illustrate where the concentrations of black and Hispanic motor
vehicle enforcement occurs.

Figure 4.4: Map of Black Driver Stops by Census Tract
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Figure 4.5: Map of Hispanic Driver Stops by Census Tract

Special Enforcement Campaigns

Bloomfield participated in special enforcement campaigns that were sponsored by the Connecticut
Department of Transportation through funds made available by the National Highway Traffic Safety
Administration (NHTSA). Bloomfield repated a total of 737 stops as part of the NHTSAnded
campaigns. The Special Enforcement campaigns in which Bloomfield part|C|pated focused on: 8}
AEOOOAAOAA AOEOET Ch jc¢qQq AOET ERIG 1A M '
Rural Road Speed Enforcement. The Bloomfield Police Department was able to identify only the
dates, times, and basic stop information for special enforcement campaigns. They provided the
locations for all checkpoints established during the campaign. Thease numbers for each stop were
not available to match to the traffic stop database.

Of the 737 stops made as part of the enforcement campaigns, 162 were reported as part of distracted

drlvmg campaigns, 514 were reported as part of drinking and drlvmg:ampalgns 27 were part of
O#1-EGEI O 4EAEAO6 AAI PAECI Oh AT A o1 stdpdhadddud® 1 £ A
special enforcement campaigns accounted for 14% of all stops made in Bloomfield during the study

period. When a town has partici@ated in these enforcement campaigns and made a significant portion
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stop data because they can affect the overall data for the town in several ways. Ezample, stop

outcomes for stops made during selective enforcement campaigns can, and usually do, resultin a high
proportion of penalty outcomes rather than warnings compared to stops made during regular

routine patrol activities where officers may havemore discretion in deciding whether or not to ticket

the violator. Imposition of penalty-based outcomes is one of the tenets for participation in these
federally-funded programs. Stop demographics can also differ, particularly with respect to distracted

15



driving campaigns which focus primarily, though not exclusively, on cell phone use. In general, cell
phone stop demographics statistically tend to show higher proportions of female violators and lower
proportions of minority drivers than is typical for other types of motor vehicle violations. Finally, the
criteria for selection of locations to conduct selective enforcement could differ in some ways from
the way stops are generally conducted. For example, effective distracted driving enforcement
requires officers to be able to observe drivers in their vehicles without being observed themselves
and this can make some locations for this type of enforcement more suitable than others even though
the less suitable locations might have as many drivers potentially Viating the targeted laws than the
more suitable enforcement locations

Distracted driving campaigns took place in April 2015 and August of 2015. In April 2015pecial
enforcement for distracted driving was conductedn 15 separate days. Théocusedpatrols were at
eight different locations; the most frequent at the intersections of Blue Hills Ave. and Cottage Grove
Rd., and Bloomfield Ave. and Cottage Grove Rd. Police reported 125 stops for the April patrols, 114
of which were for cell phone violatians. These stops accounted for 23% of all stops conducted in April.
In August 2015, there were focused patrols on five separate days. The patrols took place at five
different locations, primarily in the high enforcement southeast census tracts on Blue Hillkve.,
Cottage Grove Rd., and Bloomfield Ave. Police reported 37 stops for the August patrols, 34 of which
were for cell phone violations. These stops accounted for 9% of all stops conducted in August. During
the campaigns, cell phone violation stops accoted for 34% of all cell phone related stops in town.

Drinking and driving campaigns took place throughout the entire year with a total of 514 stops made
as part of the campaign. The data indicated that there was one DUI checkpoint in May 2015 conducted
on Cottage Grove Rd. The remaining DUl enforcement that took place throughout the year were
conducted as part of a roving DUI patrol. A roving patrol refers to an officer on patrol conducting
motor vehicle enforcement to identify a violation highlighted inthe enforcement campaign. Of the
514 stops reported during the DUI campaigrthe information Bloomfield submitted to us for analysis
showed thatfour drivers were arrested for DUl 12drivers were arrested on drug charges, and three
drivers were arrested for a felony. The most frequent outcomes of stops were citations for speeding
(311 drivers) and some other moving violation (115 drivers). The particular reporting format of the
campaign data does not include the stop locations for roving DUI patrols.

TheO#I1-E@GEI O 4EAEAOO0 AAI PAECT OITE Pl AAA T OAO A 060
officer hours were used for this campaign. The four checkpoints were set up in two locations: (1)
three at Blue Hills Ave. and Cottage Grove Rd. and (2) one at toener of Blue Hills Ave. and Old
Windsor Rd. which is the high enforcement area in the southeast corner of town. There were 27 stops
reported during the checkpoints, 20 of which were for seatbelt violations.

Lastly, the High Risk Rural Road Speed Enferoent campaign, deploying 36 officer hours, took place
over six days in July 2015 and three days in August 2015 with a total of 34 stops made. The data does
not indicate that any of these stops were conducted as part of a cheg&int, which would imply that

they were conducted as part of a roving patrol. Of the 34 stops reported during this campaign, 30
resulted in a speeding violation citation and four for some other violation.

Traffic Stop Distribution for Bloomfield Officers

"1 T 11 E£EAT Ad Grafffd kt@pa ik sinlilaEto thé rumber in other towns of its size. During the
study period, traffic stop data was reported for 48 officers. The average number of stops made per
officer was 109. Of the 48 officers reporting stops, 15 made fewer than 20 sdive made between
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20 and 50 stops, nine made between 50 and 100 stops, and 19 made over 100 stops. The 19 officers
making over 100 stops account for 82% of all stop activity. The most active officer made 453 stops
or 9% of all stops made town wide. Tewfficers made over half of all traffic stops in Bloomfield. It is
clear that the majority of officers are active in traffic enforcement, but about 20% of the officers
reporting stops have the most impact on stop data.

Post-Stop Outcome Review

The reasonspolice stop a motor vehicle can vary significantly from department to department. We
reviewed the statutory authority that Bloomfield officers reported as the reason for stopping motor
vehicles. The three most common reasons cited for stopping a motorist Bloomfield account for
57% of the total stops. The three largest stop categories were for speeelated violations (24%);
traffic control signal violations (19%); and defective or improper lighting (14%). While white drivers
were stopped more frequentlythan black or Hispanic drivers for more hazardous driving violations
as a percentage of their total stops, black and Hispanic drivers were stopped more frequently for
equipment-related and registration-related violations than white drivers as a percentagef their
total stops.

The data shows that, with respect to the racial and ethnic demographics of those stopped,
registration-related and equipmentrelated (defective, improper, or inoperative lighting; display of
plates; or window tinting) can be closelyrelated to the frequency and location of where they are
made. If they occur more frequently where there are higher concentrations of minority drivers, they
tend to result in higher proportions of minority drivers being stopped than white drivers. However,

in many places, the data also shows that when these same types of stops are made in areas with
higher concentrations of white drivers, the stop demographics shift toward white drivers, suggesting
that the potential to find violators is more dependent on lgation than race.

The Bloomfield data tends to confirm these observations. Of all the black driving age residents living
in Bloomfield, 70% live in census tracts 4711, 4712, and 4713. These three tracts are also the
residential areas for 60% of all Hispait driving age residents. The opposite is true for white
residents, where only 35% live in those three tracts. Just over 88% of all fairly high discretion
equipment-related stops for lighting, plate display, and window tinting were made in these three
tracts. Theracial breakdown for these stops were7% Hispanic drivers,73% black drivers, and19%
white drivers. The other 12% of these stops were made outside of theglree census tracts, were
only 30% of the black driving age residents and0% of the Hisparic driving age residents live. For
those stops, the demographics wer% Hispanic drivers,54% black drivers,and 38% white drivers.

These patterns seem to suggest that where these types of stops are made is a more significant factor
in the stop demograptics than inherent differences in the frequency with which various races may
violate these laws. Figure 5.1 illustrates the reason officers used to stop a motor vehicle by race and
ethnicity.
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Figure 5.1: Reasons for Traffic Stops
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Figure 5.2 and 5.3 are maps of traffic enforcement for safetglated motor vehicle stops and
equipment-related motor vehicle stops. Stops that were made for spdestop sign, traffic light, cell
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Figure 5.2: Safety-Related Motor Vehicle Stops
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Figure 5.3: Equipment -Related Motor Vehicle Stops

The highest percentage of motor vehicle stops in Bloomfield resulted in the driver receiving a written
warning (57%). Black and Hispanic drivers were more likely to receive a misdemeanor summons as
a percentage of their total stops. However, black and Hispanic drivers were less likely to receive an
infraction compared to white drivers. In addition, black and Hispanic drivers were slightly more
likely to be arrested as a result of the stop. Figure 5.4 outks the outcome of motor vehicle stops by
race and ethnicity.

Most violations of the motor vehicle laws are designated as infractions but some are not. The more
seriousviolations can bereckless driving, operating under suspension, operating under the influence
of alcohol or drugs, and operating an uninsured or underinsured vehicle. The system for collecting
and reporting traffic stop data requires officers to record the statutory citaton for the violation that
was the basis for the stop as well as any subsequent charges that differed from and were more
significant that theinitial charge. Thisgives an analysthe dataon the initial cause for making a stop
as well as any subsequent, nte serious charge For example, if someone was initially stopped for a
lesser reason such as not wearing a seat belt or rolling through a stop sign, the officer might
subsequently determine that the driver was operating with a suspended license or registian. If
this information is properly recorded, it is possible todistinguish those stops from the ones that begin
and end with the same charge.

In Bloomfield, 245 of the stops made resulted inthe issuance of a misdemeanor summons4(7%).
black and Hispanic drivers were more than three times as likely to be issued misdemeanor
summons as were white drivers (6.5% of black drivers and 6.8% of Hispanic drivers compared to
2.0% of white drivers). Bloomfield did a very thorough jobreporting the seconday statutory citation
information in cases involving anisdemeanorcharge and should be commended for their attention
to detail in this area.
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Figure 5.4: Outcome of Traffic Stop
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Areview of department search informationshowst 2.9% (150) of the drivers stopped in Bloomfield
were subjected to a motor vehicle search. The rate of motor vehicle searchegiactly the same as
the state average. Black and Hispanic drivers were searched at a rate more than doubé for white
drivers. Contraband was found at a higher rate in Hispanic and white drivers than in searches
involving black drivers. Contraband was found at a significantly higher rate (53%) when the search
was conducted as the result of probable cause, plain viear someother reason compared to when
the search was the result of consent (35%). Figure 5.5 illustrates the motor vehicle search rate and
the rate at which contraband was foung OEA OEEO OAOAGS Q

Figure 5.5: Search and Hit Rate
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Motor vehicle searches in Blooméld are concentrated in the high enforcement areas. Figure 5.6 is a
heat map of motor vehicle searches in Bloomfield which indicates the majority of searches occurring
in tracts 4711 and 4712.

Figure 5.6: SearchHeat Map
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Department Enforcement Strategy

Law enforcement administrators distribute police resources within a community based on a variety
of factors such as areas with high accident or crime rates and calls for service. In addition to these
factors, police presence may be greater where traffiolume is higher as the result of common factors
that draw people into a community such as employment and entertainment. Traffic enforcement
actions are likely to be more prevalent in locations that attract greater police presence due to some
of these factas. Basic information on crime, accidents, and other economic factors associated with
Bloomfield provide a context to potentially explain the rationale for police deployments there and
are important considerations.

The Bloomfield Police Department provide researchers with their 2012 Strategic Operating Plan.
The Strategic Operating Plan was intended to provide employees of the department, as well as the
Al ii 601 EOGUR AT O1T AAOOOAT AET ¢ 1T &£ OEA AAPAOOI AT 080 A
this plan the Chief outlined eight strategic goals for the department:
1. Maintain a Safe and Secure Community
Enhance Community Policing
Utilize a CrimeFighting Strategy
Effectively utilize Technology and Equipment
Evaluate the Department Organization and Deplogent
Progress toward National Accreditation

o0k whN

21



7. Enhance Employee Skills, Supervision, and Leadership
8. Develop a Comprehensive Traffic Safety Plan

Although all eight goals are important, there are two factors, high numbers of traffic accidents and

citizen compleE1T 0O 1T £ O1 OAZLZA AOEOEI ¢ POAAOEAAOh xEEAE ADt
traffic enforcement strategy. As part of strategic goal one, maintaining a safe and secure community,

the Chief outlines his philosophy on proactive policing with emphasion crime prevention:

O2AT Ai i h OAAAOEOA PAOGOIT EO ETAEEAAOGEOA ET b(
proactive, focused on directed patrol techniques and engaged in problem solving. To explain

xEAO ) T AAT AU &£ AOOGAA AT A AEOA ADdentorcemdn06 O AQA
I have shared my philosophy on this subject many times over the past year. With the

exception of a dedicated traffic enforcement program, | have argued thathen specific

locations have been identified where motor vehicle accidents areunring, or citizens have

made complaints regarding speeding or unsafe operation, then those locations should be
targeted for directed patrols and motor vehicle enforcemefn the other hand, if an officer

spends excessive time conducting motor vehiclenforcement at locations that have few

accidents or an insignificant history of violation issues, then it would be a poor use of police

resources. The quantity of motor vehicle infractions an officer issues is not an effective

measure of productivity; rather the reduction in the number of accidents and motor vehicle

violations, as well as community satisfaction in its safety is an effective measurement.

(emphasis added)

Additionally, strategic goal eight was to develop a comprehensive traffic safety planhi¥ strategy

included increasing the use of Mobile License Plate Readers, initiating pdirne traffic enforcement

teams, focusing on high accident locations and school zones, and focusing on neighborhbasied

traffic complaints. The strategic goals higif CEO OEA AADAOOI AT 680 AAOEOA Ol
high crime, high accident rates, and a large number of citizen complaints. We take a closer look at

these three factors in the below sections.

Calls for Service and Citizen Complaints

Law enforcement administrators choose to deploy police resources within a community based on a
number of different factors, including where callsfor service are more prevalent and areas with
higher rates of crime.The department provided researchers with the calls forservice log, which
included calls for service and officer initiated actions that were called into police dispatch. The logs
report approximately 31,689 entriesfrom October 1, 2014 through September 30, 201 %xclusive of
traffic stops. The top three rea®ns for calling dispatch were for a property check, medical call, or
response to an alarm andhese account for about 56% of all callsUnfortunately, the information
provided in the call logs was in summary form and did not identify the information by lc&tion or
patrol district so it is difficult to assess how they are distributed throughout the town.

However, the department provided researchers with a map of citizemitiated motor vehicle
complaints generated through their records management system. dtire 6.0 illustrates the location
of the 327 traffic stop complaints to the department during the study period. Occasionally, citizens
will call the police to complain about illegal or disturbing motor vehicle activity. Although the image
can be difficultto interpret, it tends to show larger numbers of citizen motor vehicle complaints in
census tracts 4711, 4712, and 4713, the areas with generally higher traffic enforcement levels.
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Figure 6.0: Citizen Traffic Complaints

Crime in Bloomfield

In 2015, the cime rate in Bloomfield was reported to be of 277 per 10,000 residents, compared to
the state crime rate of 205.4 per 10,000 residents. According to the 2015 Connecticut Uniform Crime
Report?, there were 572 reported crimes in Bloomfield in 2015. The thremost reported crimes were
larceny (422), burglary (67), and aggravated assault (42).

The department provided information on the location of criminal activity in Bloomfield during the

study period. This included the locations and number of assaults (56)ulglaries (82), homicides (1),

larcenies (372), motor vehicle thefts (18), robberies (6), sexual assaults (23), and weapons violations

(14). Bloomfield police administrators stated that crime data and pattern activity are the cornerstone

of theircrimeconOOT 1 AT A OAAOAOQEIT OOOAOAcCU8 4AEET C ET O A
plan goals, looking at the locations of the above listed crimes in more detail could provide the context

for a better understanding of what may be leading Bloomfield offers to be more active in some areas

of the town more than others.

What follows are images showing the reported locations of the three most frequent crimes that
occurred in Bloomfield that year. Figure 7.1, 7.2, and 7.3 show the locations for reporteddenies,
burglaries and assaults in town. The image indicates that the majority of these crimes occurred in the
three census tracts- 4711, 4712, and 4713 which also happen to be the three tracts where traffic
enforcement levels are the highest.

1The Uniform Crime Report is an index for gauging fluctuations in the overall volume and rate of crime. The
crime index includes seven offenses: the violent crimes of murder, rape, robbery, and aggravated assault and
the property crimes of burglary, larcery-theft, and motor vehicle theft.
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Figure 7.1: Reported Incidents of Larceny
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Figure 7.3: Reported Incidents of Assault

Motor Vehicle Accidents

During the study period, there were 631 reported motor vehicle accidents on roads patrolled likie
Bloomfield Police Department. Accidents were reported as occurring on a total of 80 roadshe
roadways with the highest number of accidents werd@lue Hills Ave.(149 accidents), Cottage Grove
Rd.(74 accidentg), andRoute 185(37 accidents. There wee only 14 roads with 10 or more accidents
andthey accounedfor 77% of all" 1 1T T | AeEckién’s.d O

Figure 81 illustrates the time of day when traffic accidents were reported and the number of traffic
stops that occurred during that same time period. Tis illustrates how closely traffic enforcement is
correlated with traffic accidents in Bloomfield.While the vehicle crash rate tends to build fairly
steadily throughout the day in Bloomfield, it peak during the afternoon period from 2:00 p.m.
through 6:00 p.m. Traffic enforcement tends to track the daytime accident pattern somewhat closely,
but diverges during the late night period (roughly 11:00 p.m. through 2:00 a.m.) when traffic
enforcement reaches its second highest daily peak but accident levels ateheir lowest.
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Figure 8.1: Accidents Compared to Traffic Stops by Time of Day
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Accidents ==@=Traffic Stops

Figure 8.2 shows how motor vehicle accidents were generally distributed throughout the town. As

can be seen from the diagram, while accidents are somewhdistributed throughout the city, the

largest concentrations of them are (1) along Cottage Grove Road and Blue Hills Avenue, particularly

where these two roads intersect; (2) the areas between Bloomfield Avenue and Hall Boulevard; and

(3) along Park Avenuefrom Cottage Grove Road to the area where Park Avenue intersects with
Bloomfield Avenue. The intersection of Blue Hills Avenue and Cottage Grove Road, which straddles

the border between census tracts 4711 and 4712, is the most significant accident locationthe

entire town by far. Figure 8.2 shows how significantly traffic accidents affect Bloomfield census tracts

txpph t1Txpch AT A 1xpoh xEEAE AOA AT OI "1111 £EAI A
enforcement activity areas.The role traffic acciden experience plays in resource deployment

decisions in Bloomfield is a significant one.
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between traffic accident experience within the town and officer delyment decisions and activities.

It states, in part, that traffic enforcement activities will be conducted based on the principle that the

most effective deterrent to traffic law violations is visible patrol in marked vehicles and expresses an

interest in maintaining a posture of prevention as opposed to apprehension (Part IV Sec, B). It also
OOAOAO OEAO OEA AAPAOOI AT O xElI 1 O1 AAOOAEA OOAIT AAOE
and, ultimately, accidents in the town (Part IV Sec. C).

As pat of this selective enforcement approach, the Traffic Supervisor is required to conduct an

annual review of selective traffic enforcement activities as directed by the Patrol Commander. This

review must include a compilation and review of both traffic crah data and traffic enforcement

activities data, comparison of the collision and enforcement activity data, implementation of selective
enforcement techniques and procedures, and deployment of traffic enforcement personnel and
evaluation of selective enfocement procedures.
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Figure 8.2: Bloomfield Motor Vehicle Accidents (October 1, 2014 7 September 30,
2015)

4714

Summary of Findings

Bloomfield Police Department officials identified factors they believe contributed to the minority
disparity identified in the initial analysis of traffic stops. In particular, the department identified areas
with the highest call for service volume and areas with the highest levels of traffic as some of the
same areas with the highest levels of motor vehicle enforcemerithey als indicated the impact that
reported incidents of crime, traffic accidents, and citizen complaints in the southern section of town
have had on the deployment of departmental resources. Our analysistffic stops by geographical
area, confirms that departmental resources with respect to traffic enforcement tend to be
concentrated in the three census tracts (4711, 4712, and 4713) along the southern section of town
bordering Hartford and Windsor.

Bloomfield has a norwhite driving age population with about5% Hispanic driving age residents and

55% black driving age residents. Almost 68% of all black and Hispanic residents live in three census

tracts (4711, 4712, and 4713). Two of the three census tracts have minority populations significantly

above the townaverage, the largest being tract 4711, which has a minority resident population of

90%. SeventyEl OO0 DAOCAAT O T &£ "1111 £ZEAT AGO O00I PO T AAOOOAA
involving black drivers and 7% of its stops involving Hispanic drives. These areas border sections

of Hartford with its large minority population and non-resident minority drivers were at least39%

of those who were stopped in these tracts.

Census tract 4711 has the largest volume of traffic enforcement with 25% of allogts. This tract is
also the smallest geographically and runs from Route 187 to the Windsor border and from the
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Hartford border to East Wintonbury Ave. (Route 178). Census tract 4711 has 17% of the residential
population. This high enforcement area bordera high minority population area in Hartford as well.
(1T xAOAOR " ltrdffic lenBEcdmert G@ivity did not appear to be driven primarily by
population concentrations; that is, the census tracts with the largest population concentrations do
not all generate significant levels of traffic enforcementThe three census tracts with the highest
levels of enforcement account for 56% of the resident population, but 74% of the traffic enforcement.

On average, 67% of the drivers stopped in Bloomfield were ntawn residents, which influences the
size of the disparities in many of the census tracts to varying degrees. Stops of fiesidents most
heavily affected the three census tracts that makeup the high enforcement area bordering Hartford.
Census tracts 47114712, and 4713 accounted for 73% of all nomesidents stopped in the town.
White and Hispanic nonresident drivers were significantly more likely than black nonresident
drivers to be stopped. Almost 84% of all white drivers and 79% of all Hispanic driverstopped were
not residents of Bloomfield compared to 53% of black drivers. Neresident motor vehicle stops
appears to have had a greater impact on white and Hispanic drivers, and to a lesser extent black
drivers.

Though the nonresident component of mhority drivers stopped may explain a portion of the
disparities higher than the local minority population, there are exceptions. In some cases, the
disparities above the resident population persisted even after the nenesident stops were accounted
for. In all five of the census tracts, the proportion of minority stops involving only Bloomfield
residents exceeded the resident minority driving age populationThe disparity was significant
(greater than 10 percentage points) irthree of the census tracs. In all five census tracts, the resident
only stops for black drivers exceeded the resident black driving population, but in only three of the
census tracts was the difference significant. Hispanic residents were only stopped in two census
tracts at a greaterrate than the resident driving age population, but not in any significant way.

"1 17177 AZEA1 A6O EECE OO0 P OAOCA A& O I ETTOEOU AOEOAOO

the majority of its traffic enforcement activity, i.e., areas with thehighest population of minority
residents as well as areas that border high minority census tracts in neighboring Hartford. Additional
information was provided by the Bloomfield Police Department to support its assertion that its
resources are primarily deployed based on calls for service, crime locations, and high accident areas.
The analysis showed that the census tracts experiencing the largest concentrations of traffic
enforcement activity (4711, 4712, and 4713) coincided with the areas in Bloomfield wh a higher
number of citizen complaints about illegal or disturbing motor vehicle activity. Additionally, a large
percentage of the reported crimes committed in Bloomfield occurred in the same census tracts where
traffic enforcement levels were highest. astly, the role traffic accident experience plays in resource
deployment decisions is a significant one. The areas with the highest number of motor vehicle
accidents were along Blue Hills Avenue and Cottage Grove Road. The three high minority census
tracts experienced both a high incidence of accidents and high levels of traffic enforcement. Generally
OPAAEET Ch "1111 ZEA1 A8O EECEAOO AOAAO 1T £ OOAEEEA
citizen complaints, crime areas, and areas with the ost traffic crashes.

In addition, Bloomfield has 48officers who made at least one traffic stop during the study period. The
average stops made per officer was09, but 10 officers accounted for54% of all the traffic stops. The
most active officer condwcted 9% of all motor vehicle stops in town. There werel9 officers who
conducted more than 100 stops andogether accounted for82% of all traffic enforcement. When a
relatively small portion of the officer force makes a significant portion of all the stap the specific
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duties, patrol areas, and shifts of these officers might have a great deal to do with the overall stop
demographics. This appears to be the case Bloomfield.

Traffic Stop Outcomes

White non-Hispanic drivers were more likely to be stoppedfor driver-related safety issues like
speeding, cell phone, stop sign, traffic light, and seat belt violations as a percentage of their total stops
than were either black or Hispanic drivers. On the other hand, black and Hispanic drivers had higher
percentages of stops due to registration, equipment, and other violations than did white drivers.
When these types of stops, which can sometimes be more discretionary in nature, occur with greater
frequency in areas with high minority populations than they do inareas where driving age
populations are predominantly white, there is the potential for disparities to appear in the data even
though violation rates for these offenses could be similar across racial categories.

In Bloomfield, when these equipmentrelated stops were made in thethree census tracts(4711,
4712, and 4713)that were more heavily populated by black and Hispanic residents, they were more
likely to be stopped for these violations. However, in other areas where thestops were made and
the resident population wasa higher percentage of white residentghe stop demographicgeflected

a greater proportion of white drivers. This suggests that the frequency with which these enforcement
choices occurred and, more importatly where they occurred,had a greater impact orthe overall
stop demographics, particularly for black and Hispanic drivers, than racially inherent differences in
the overall likelihood of violation.

With regard to stop outcomes, minority drivers were maoe likely to receive a misdemeanor
summons, whereas white drivers were more likely to be cited for an infraction. Warnings were given
to drivers of all races at approximately the same rates.

Bloomfield searched 2.9% of drivers it stopped, which was equéb the state average of 2.9%. Black
and Hispanic drivers were searched at a rate more than double white drivers. The rate of contraband
found as a result of a vehicle search was greater for white and Hispanic drivers and above the state
average for all drivers searched. Contraband was found at a significantly higher rate (53%) when the
search was conducted as the result of probable cause, plain view, or some other reason compared to
a search conducted pursuant to consent (35%). The data suggests that altgbuehicle searches do
occur, they do not seem to occur at a frequency that would impact the overall disparity identified in
11011 EEAI ABO AAOAS

Conclusion

Based on the overall follow up analysis of the Bloomfield data, we believe that the general dispast
in its stop data with respect to Hispanic and black drivers reflect the overall nature of its enforcement
policies, but that it would benefit by reviewing these practices to assure that the disparate impact
these policies have on its minority residentsare reasonable in terms of policy outcomes. When
disparities result from policies and practices established to meet community and policing goals and
objectives, even when profiling is not a direct result, minority communities can feel disadvantaged
unless they can clearly perceive the overall benefits of this approach. It is important that the
department assure that its minority community fully understands what benefits come from this
enforcement presenceThe relative disparities in Bloomfield appear to le due totwo basic factors:

(1) the relatively high levels of enforcement normally in the southern areas of the town which
have both the highest resident minority driving age populations and are most likely to have
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relatively high proportions of non-resident minority drivers traversing them because of the
proximity of relatively high minority populations in the bordering town of Hartford; and

(2) the high traffic volume areaalong Route 218, which serves as an entry point for drivers
traveling into Bloomfield, specifically from Interstate 91

While white drivers are more likely to be stopped in Bloomfield than black or Hispanic drivers for
most types of hazardous driving behaviors, black and Hispanic drivers are more likely to be stopped
for vehicle equipment violaions. Our analysis indicates that this difference could be due more to the
greater frequency with which these stops were made within the three high enforcement census
tracts, where both resident and norresident minority drivers are likely to be present inthe driving
population in greater numbers, rather than to an inherently greater likelihood that minority drivers
violate these laws with greater frequency than white drivers.

Based on the overall follow up analysis of the Bloomfield data, it is recommesd that the Bloomfield
Police Department:

(1) review its traffic enforcement policies in tracts 4711, 4712, and 4713 to evaluate the
extent to which they may have a disproportionate effect, particularly with respect to
black drivers;

(2) take steps to assure thatits minority community is fully engaged in the process of
understanding why the allocation of enforcement resources are made and what
outcomes are being achieved;

(3) evaluate how the greater use of high discretion equipmentelated stops in higher
minority areas may be adding to disparities
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I.B (2): MERIDEN FOLLOW-UP ANALYSIS SUMMARY
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conducted since October 1, 2013. This followp report focuses ordata reported for stops conducted

from October 1, 2014 through September 30, 2015. The table below compares summary racial data
for reported traffic stops in Meriden over a twoyear period.

2013-2014 Traffic Stop Records | 2014-2015 Traffic Stop Records
White Non-Hispanic 1,665 51.9% 1,336 49.5%
Black NonHispanic 516 16.1% 405 15.0%
AsPac NorHispanic* 40 1.3% 15 0.2%
AlI/AN Non-Hispanic** 1 0.0% 6 0.6%
Hispanic 987 30.8% 938 32.7%
Total 3,209 2,700

*Asian Pacific NonHispanic
** American Indian/Alaska Native Non-Hispanic

Overview of the May 2016 Traffic Stop Analysis

The May 2016 Traffic Stop Analysis report indicated that for the October 1, 20%4September 30,
2015 study period the Meriden Police Department made a total of 2,700 traffstops. Of these, 50%
were minority stops, of which 35% were Hispanic drivers and 15% were black drivers. The Meriden
Police Department waddentified using thethree descriptive tests. Meriden was identified as having
exceeded the threshold for identificéion in all three descriptive benchmarks used and six of the nine
possible measuresAlthough certain assumptions have been made in the digin of each of the three
benchmarks, it is reasonable toconclude that departments with consistent data disparities
separating them from the majority of other departments should be subject to further review and
analysis to identify and understand the factors that may be contributing to the disparitiesThe
synthetic control analysis also produced statistically significahresults and the disparity exceeded
the threshold of 10 percentage pointsfor Hispanic driver stops. This narrative provides the follow

0 (
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Descriptive Analysis of the 2014 -2015 Traffic Stop Data

The racial and ethnic disparities in theMeriden Police Department datawere studied usinga more
detailed review of traffic enforcement during the period from October 1, 2014 through September
30, 2015. Part of this analysis involved mapping all stog, if possible, using the location data provided
by the department and any enhancements to this data we were able to make. Meriden provided
latitude and longitude coordinates that allowed mapping over 90% of its stops.

According to the 2010 censudMeriden is a city with approximately 47,100 residents over the age of
16. Approximately 34% of the driving age population inMeriden is identified as a minority. Figure
1.0 outlines basic demographic information foMeriden residents over 16.
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Figure 1.0: Meriden Population

Race/Ethnicity 16+ Population Total % Population Total
White Non-Hispanic 31,000 65.8%
Black NonHispanic 3,699 7.9%
AsPac NorHispanic 606 1.3%
Hispanic 11,795 25.0%
Other 0 0.0%
Total 47,100

The US Census Bureau dividesMeriden into 17census tracts.Figure 2.0 is a map outlining the
boundaries of Meriden census tracts, which will be referred to throughout this report. Figure 2.1
indicates the resident population 16 years of age or more in each census tract broken downvayite
and nonwhite residents. The residentdriving age population varies from about 1,300 residents in
census tract 1701 to 6,500 residents in census tract 171Zheracial breakdown of each census tract
varies as well. For example, 78% of census trat¥01 is minority compared to just over 13% of

census tractl705.

Figure 2.0: Meriden Census Tract Map
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Figure 2.1: Age 16 and Older Resident Populations by Census Tract
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Just over one half of the 11,795 driving age Hispanics living in Meriden residethe seven census

tracts that make up a large portion of the central downtown area (1701, 1702, 1703, 1709, 1710,

1714, and 1715). On average, almost 52% of the people living in these seven census tracts are
Hispanic. The other half of the driving age ldpanics in Meriden are dispersed throughout the other

10 census tracts and make up an average of 16.3% of the population in these tracts.
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driving age residens live in the seven core census tracts noted above. On average, this represents

13.3% of the residential population in these seven tracts. The other 58% of the black driving age
residents are dispersed throughout the other 10 census tracts and representguover 6% of the

population in these tracts.

Meriden has a relatively small Asian/Pacific Islander driving age population (1.3%). These residents
are concentrated in only five census tracts: 1705, 1708, 1711, 1712, and 1716.

Sixother municipalities sharea common border with Meriden, including Southington and Cheshire

to its west, Berlinto its north, Wallingford to its south, and Middlefield and Middletownto its east
These six municipalities are predominantly white demographically, with an average driing age
white resident population of 90% (compared to- A O E dvkiteddriving age population 0f66%).
Meriden is approximately 24 square miles of land area and 0.4 square miles of watkterstate 91

and Route 15 run from south to north along the easterportion of town. Interstate 691 runs from
east to west and provides access to Interstate 84 in Cheshire. It also provides expressway access to
the Westfield Shopping Mall and MidState Medical Center at Exit 5/6he Wilbur Cross Parkway ends

in Meriden andturns into the Berlin Turnpike. Approximately 4.5 milesof the Berlin Turnpike is
located in Meriden.
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Meriden also contains Hubbard Park, a very large municipal park located in the far western portion
of the city off West Main Street. It is a very popular recreational area and the site of several special
town wide events, such as the annual Daffodil Fesal:

Meriden has eight patrol districts, typically with at least one officer patrolling each district. Districts
one, two, three, and four cover the largest geographic area of the town and are located in the
outermost parts of Meriden. The Westfield Shoppig Mall is located in patrol district two, and borders
patrol district five. Patrol districts five, six, seven, and eight cover downtown Meriden and most of
Route 5 (Broad Street). The four patrol districts that cover the downtown area and Route 5 are
smaller in size but the higher enforcement patrol districts.

Figure 3.1 illustrates the volume of traffic enforcement that occurs in each census tradiraffic
enforcement activity in Meriden appears to be concentrated in two geographical areas: (1) census
tracts 1701, 1702, and 1703, which account for 28% of the traffic enforcement activity and (2) census
tracts 1708 and 1711, which account for 19% of the traffic enforcement activityfCensus tractl702

contributes the largest percentage of traffic enforcemenwith 12% of allof OEA AEQOU8 O OOA AA
Traffic enforcementactivity is less common in the outer areas of the town, particularly towards the
western and eastern edges of the city.

Figure 3.1: Traffic Stops by Census Tract
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-AOEAAT 80 1 pdpdidtibniis 3@Arinortylahd 57% of all Meriden residents who were
stopped were minority, while 37% of the stopped nornresident drivers were minority. Resident
minority drivers were stopped in 13 of the 17 census tracts at a rate that exceeded their
representation in the resident minority driving age population in the tract. On average, 66% of the
drivers stopped in Meriden were residents of the town. This relationship of stops for residents and
non-residents is reasonably consistent throughout the townvith two exceptions, census tracts 1711
and 1716. In tract 1711, only 45% of the drivers stopped lived in Meriden and in tract 1716 only 36%
of the drivers stopped were town residents. Tract 1711 includes a long section of South Broad Street
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(Route 5) from just south of East Main Street all the way to the Wallingford town line, the
southernmost part of which is a heavily traveled commercial area. Tract 1716 includes the northern
approaches to Meriden along the Berlin Turnpike (Route 15) and North Broad ®&t (Route 5) as
well as the Westfield Shopping Mall and MidState Medical Center adjacent#91. These factors may
very well account for the higher proportion of nonresidents among those stopped. Just over 10% of
all Meriden traffic stops occurred in tact 1711 while only 3.2% of the stops were made in tract 1716.

While overall, 66% of all drivers stopped in Meriden were town residents, there is some racial and
ethnic variation. Of all the white drivers stopped in Meriden, 57% were town residents. In
comparison, just under 65% of all the black drivers stopped and just under 80% of all the Hispanic
drivers stopped were town residents.

Figure 3.2 is a map of traffic stops made iMeriden. Thee are seven census tracts that cover most of
the main downtown area. These sevenansus tracts account for4d7% of the traffic enforcement
activity and 23% of- A O E Adsitlelt@opulation. Outside of this high enforcement activity areahe
four most heavily populated census tract§1705, 1708, 1711, and 1712 accountfor 26% of the
motor vehicle enforcement and 43% of the populationPopulation concentration does not appear to
be a primary driver of traffic enforcement patterns- AOEAAT 80 11 00 DI bOI |
accounts for only 5.4% of its traffic stops wHe its least densely populated census tract, 1701,
accounts for more than 10% if its stops.

Figure 3.2: Traffic Stop Map
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Figure 3.3 shows an additional way to view the high enforcement areas in Meriden. This image
identifies the high enforcement areas n three groups. Group one (dark red) is the highest
enforcement area with between 200 and 350 stops in each census tract. Group one includes census
tracts 1701, 1702, 1703, 1708, and 1711. Group one accounted for 47% of all traffic enforcement in
Meriden. Group two (medium red), including 1709, 1710, 1712, 1714, and 1715, consists of census
tracts that had between 100 and 200 stops each. . There were between 25 and 100 stops in each of
the remaining census tracts that makeup group three (light red).

Figure 3.3: Census Tracts Identified by Levels of Enforcement
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Traffic Stop Breakdown by Race/Ethnicity

In Meriden, 51% of all drivers stopped were minority (35% Hispanic, 15% black, 1% Asian, Pacific
Islander, Native American and Alaskan Native)Minority drivers are classified as all noAwhite
drivers, but are predominantly made up ofblack or Hispanic drivers.- A O E Adsidemt@opulation
age 16 and olderis 34% minority (25% Hispanic, 8% black, 1% Asian/Pacific Islander)The racial
and ethnic makeup of different areas oMeriden varies significantly by census tractrom as little as
13% minority in census tract 1705 to as much as 78% minority in census tract 1701.

Figure 4.1 shows the amount by which the minority stop disparity exceeded thesident minority
driving age population in each of the eight census tracts. There weeght of 17 census tracts where

a higher percentage of minorities were stopped than the town average of 51% minority stops. These
eight census tracts account for 56% dthe total traffic enforcement in town. Minority drivers were
stopped at a higher rate than theiproportion of the resident population in three of the eight census
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tracts, but at lower rate than their resident population in the other five census tracts. Ahough motor
vehicle enforcement seems to be concentrated in the parts of town with a higheoncentration of
minorit ies, in five census tractsminority drivers are actually stopped at a rate below their localized
population. The exception is in census act 1707 where the resident minority driving age population

is 37% but over 54% of the traffic stops involved minority drivers. Census tract 1707 includes a short
portion of West Main Street between Bradley Avenue and Nortt#IStreet and is bounded by Brdley
Avenue, Prospect Avenue, Spring Street, Summer Street, Columbus Avenue, Hanover Street, and
South Bt Street. While the short section of West Main Street on the north edge of the census tract is
commercial in nature, the rest of the tract is almost airely residential. Although the disparity with
respect to minority drivers compared to the resident population is fairly significant in tract 1707, the
total number of stops made in the tract was fairly small (107 stops), thus its overall effect on the
town-wide stop demographics was also fairly small.

Figure 4.1: Disparity between Minority Drivers Stopped and Census Tract Population
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The overall percentage oMeriden traffic stops involving black drivers was15%. The percentage of
black drivers who were stopped exceeded the town average isix of the 17census tracts, including
five of the tracts in the high enforcement activity areasFigure 4.2 shows the amount by which the
black stop disparity exceeded the resident black driving age populatioim these six tracts. Black
drivers were stopped at a rate that exceeded their resident population in all six of these census tracts,
with the largest disparity occurring in census tract 1708 where the resident black driving age
population was 8.2% and 18% of the traffic stops involved black drivers. Tract 1708 encompasses
a fairly large portion of South Meriden between Hanover Street and South Broad Street.
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Figure 4.2: Disparity between Black Drivers Stopped and Census Tract Population
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The overallpercentage ofMeriden traffic stops involving Hispanicdrivers was 35%. The percentage
of Hispanic drivers who were stopped exceeded the town average inine of the 17 census tracts
Figure 4.3 shows the amount by which the Hispanic stop disparity exceeti¢he resident Hispanic
driving age populations in these nine tracts. Hispanic drivers were stopped at a rate that exceeded
their local population in four of the nine census tracts.

Figure 4.3: Disparity between Hispanic Drivers Stopped and Census Tract P opulation
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Figures 4.4 and 4.5 are maps that indicate motor vehicle enforcement for black and Hispanic
drivers in Meriden. Both black and Hispanic stops tend to be concentrated in the high residential
areas of Meriden where higher proportions of the locgbopulation are minorities. These maps
better visualize these concentrations of black and Hispanic motor vehicle stops.

38



Figure 4.4: Map of Black Driver Stops by Census Tract
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Figure 4.5: Map of Hispanic Driver Stops by Census Tract

) =
) >
b $ )
3 5 ¥
% o ".)"__1
o P 1717
JO  [3\d
'\ & "'E‘ 'I‘ L
By <
‘ ®
—_— \ pB.?'\
120160
Q@ ...
L - ®
4
‘] Ao
(
x) .
7 CHURCH STRegr
S4pnes ROAD

39



Traffic Stop Distribution for Meriden Officers
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study period, traffic stop data was reported for 105 officers. The average humber of stops made per
officer was 26. Of he 105 officers reporting stops, 63 made fewer than 20 stops, 24 made between
20 and 50 stops, 14 made between 50 and 100 stops, and four made over 100 stops. The 18 officers
making over 50 stops account for 55% of all stop activity. The most active officenade 174 stops or

6% of all stops made townwide. From this distribution, it can be seen that a relatively small number

of officers (17% of the total officer force) have a significant influence on the stop data.

Post-Stop Outcome Review

The reasons pdkte stop a motor vehicle can vary significantly from department to department. We
reviewed the statutory authority that Meriden officers reported as the reason for stopping motor
vehicles. The three most common reasons cited for stopping a motorist in Mdan account for 45%
of the total stops. These three stop categories were stop sign violations (16%), cell phone violations
(16%), and speed related violations (13%)While white drivers were stopped more frequently than
black or Hispanic drivers for more fazardous driving violations as a percentage of their total stops,
black and Hispanic drivers were stopped more frequently for equipmentelated and registration-
related violations than white drivers as a percentage of their total stopaVhite, black, and hspanic
drivers were essentially equal with respect to stop sign violations.

Traffic stop data in many police departments tends tshow that with respect to the racial and ethnic
demographics of those stopped, registratiofrelated and equipmentrelated (defective, improper, or
inoperative lighting; display of plates; or window tinting) are closely relatedto the frequency and
location of where stops are made.When these types of stops aremmade more frequently in locations
where there are higher concentratons of minority drivers, they tend to result in higher proportions
of minority drivers being stopped than white drivers. However, in many places, the data also shew
that when police use these same criteria for making stops areaswith a higher concentraion of
white drivers, the stop demographics shift toward white drivers, suggesting that théikelihood of
finding violators is more dependent on locatiorof enforcementthan race.

The Meriden data tends to confirm thesegeneral observations. The eight cesus tracts with higher
minority populations in the center of Meriden are where62% of all fairly high discretion equipment
related stops for lighting, plate display, and window tinting were madeThe demographics for these
stops were45% Hispanic drivers,18% black drivers, and 37% white drivers. The otheB8% of these
stops were made outside theseight census tractswhere white drivers tend to be the largest segment
of the residential population. For those stops, the demographics wer@3% Hispanic drivers, 25%
black drivers, and ©% white drivers.

These patterns seem to suggest that where these types of stops are made is a more important factor
in the stop demographics than inherent differences in the frequency with which various races may
violate these lavs. Figure 6.1 illustrates the reason officers used to stop a motor vehicle by race and
ethnicity.
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Figure 6.1: Reason for Traffic Stop
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It proved somewhat difficult to assess the true significance of the apparent disparity relating to black
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for many kinds of violations that are not committedfrequently enough to justify their own distinct

categories. However, in Meriden there were a number of stops identified in this category that appear

to have been violations that should have been counted in an existing category. There were several
reasonsfor the this including, (1) the statute cited was miscoded in the dataset, (2) some stops were
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violations that might have been detectable after a vehicle was already stopped, but likely could not
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motor vehicle. While it might be possible for a police offar to determine through a registration
inquiry that the registered owner might have a suspended, revoked, or expired license prior to
making a stop, it is less likely that the officer would know if the person had no license at all until after
the vehicle was stopped and the driver identified. In these cases, it was more likely that the driver
was stopped for some other reason (which should have been recorded) and it was subsequently
determined that they had no license (in which case the 186 notation should have been shown in
the secondary violation data instead). In the future, it would be helpful for analytical purpose if some
of these data entry consistencies could be avoided.

Figures 6.2 and 6.3 are maps of traffic enforcement for safety related moteehicle stops and

equipment related motor vehicle stops. Stops made for speed, stop sign, traffic light, cell phone or
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AEODPI AU 1T £ Pl AOAem@OIAA O AARAT BRI IORANDIEIDO 8

41



Figure 6.3: Safety-Related Motor Vehicle Stops
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The highest percentage of motor vehicle stops in Meriden resulted in the driver receiving an
infraction (61%). Black and Hispanicdrivers were more likely to receive a misdemeanor summons
as a percentage of their total stops. However, black and Hispanic drivers were less likely to receive
an infraction compared to white drivers as a result of the stop. Figure 6.2 shows the outconfexwotor
vehicle stops by race and ethnicity.

Most violations of the motor vehicle laws are designated as infractions but some are not. The more
seriousviolations can bereckless driving, operating under suspension, operating under the influence
of alcohol or drugs, and operating an uninsured or underinsured vehicle. The system for collecting
and reporting traffic stop data requires officers to record the statutory citation for the violation that
was the basis for the stop as well as any subsequent chargsat differed from and were more
significant that theinitial charge. Thisgives an analysthe dataon the initial cause for making a stop
as well as any subsequent, more serious chargeéor example, if someone was initially stopped for a
lesser reason sgh as not wearing a seat belt or rolling through a stop sign, the officer might
subsequently determine that the driver was operating with a suspended license or registration. If
this information is properly recorded, it is possible todistinguish those stgs from the ones that begin
and end with the same charge.

In Meriden, 314 of the stops made resulted irthe issuance of a misdemeanor summons (22). Black

and Hispanicdrivers were more thantwice as likely to be issued a misdemeanor summoras white

drivers (16% of black drivers, and 16% of Hispanic driverscompared to 7% of white drivers).

Meriden police did a very thorough jobreporting the secondary statutory citationinformation in

cases involving anisdemeanorcharge and should be commended foroffcO 08 AOOAT OET 1T Ol
20.00%

UAR* Mis. Summons Infraction Written Warning Verbal Warning No Disposition

Figure 6.2: Outcome of Traffic Stop
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Meriden were subjected to a motor vehicle search. The rate of motor vehicle searches was more than

the state average of 2.9%. Black drivers were searched atit@ the rate of white drivers, while
Hispanic drivers were searched at only a slightly higher rate than white drivers. Contraband was
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found at nearly the same rate for white and black drivers and at a slightly lower rate for Hispanic
drivers. Figure 6.3 ilustrates the motor vehicle search rate and the rate at which contraband was
£ 01T A § OEA OEEO OAOAG46QS8

Figure 6.3: Search and Hit Rate
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Motor vehicle searches in Meriden were concentrated in the higher enforcement level census tracts.
Figure 6.4 is a heatmap of motor vehicle searches in Meriden, indicating that the majority of searches
occurred in tracts 1701, 1702, 1703, 1709, 1710, and1714.

Figure 6.4: SearchHeat Map
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Calls for Service and Part | Crimes

Law enforcement administrators choose to deploy police resources within a community based on a
number of different factors, including where calls for service are more prevalent. The department
provided us with the dispatch log, including calls for servicand officer initiated actions that were
called into police dispatch. The dispatch logs report 17,011 entries from October 1, 2014 through
September 30, 2015, excluding traffic stops. The top three reasons for calling dispatch were for an
alarm, a suspicios person, or a motor vehicle accident and these account for 40% of all calls.

There are eight patrol districts in Meriden. Patrol district six accounts for the largest volume of calls
for service with 18%, followed by district five with 16% of all calls.These two patrol districts make
up the majority of the high traffic enforcement area in town, which includes downtown Meriden.
District six borders the Westfield Shopping Mall which is located in district two. Figure 7.1 is a map
from the Meriden Police Dgartment that shows the location of calls for service during the study
period. It is worth noting that this map includes motor vehicle stops. However, it appears that the
census tracts in the high enforcement area tend to correlate with the areas with theghest call
volume.

Figure 7.1: Heat Map of Calls for Service
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Calls for Service - Heat Map
Oct 1, 2014 - Sept 30, 2015

The Uniform Crime Reporting (UCR) program established by the Federal Bureau of Investigations
divided offenses into two groups, Part | and Part Il crimes. Typically, departments will tracknd
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submit Part | offenses known to the law enforcement agency to the FBI. The Part | offenses are (1)
criminal homicide, (2) forcible rape, (3) robbery, (4) aggravated assault, (5) burglary, (6) larceny
theft, (7) motor vehicle theft, and (8) arson. The Méden police department provided information on

the 275 Part | crimes that occurred during the study period. Figure 7.2 is a map from the Meriden
Police Department showing the location of Part | crimes that occurred during the study period. It
appears thd the census tracts in the high enforcement area tend to correlate with the areas with the
highest number of Part | crimes.

Figure 7.2: Part | Crime Locations

!

2015 Part 1 Crimes - Heat Map
Oct 1, 2014 - Sept 30, 2015

Additional Contributing Factors

In addition to calls for service, law enforcement administrates also distribute police resources
within a community based on the occurrence of motor vehicle accidents or where crime rates are
higher. In addition to these factors, police presence may be greater where traffic volume is higher as
the result of common &ctors that draw people into a community such as employment and
entertainment. Traffic enforcement actions are likely to be more prevalent in locations that attract
greater police presence due to some of these factors. Basic information on crime, accideatsl other
economic factors associated with Meriden provide a context to potentially explain the rationale for
police deployment there are important considerations.
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According to the Connecticut Economic Resource Center (CERC) town profiles, approxima2dlys46

people work in Meriden and its major employers include MidState Medical Center, AT&T
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traveling into Meriden for employment are from Wallingford, Waterbury, Midiletown, and

Southington. The overall unemployment rate is 8.5%, which is above the unemployment rate for New

Haven County and the state.

In 2015, the crime rate in Meriden was reported to be 266 per 10,000 residents, compared to the
state crime rate of 25 per 10,000 residents. According to the 2015 Connecticut Uniform Crime
Report?, there were 1,637 reported crimes in Meriden in 2015. The three most reported crimes were
larceny (992), burglary (321), and motor vehicle theft (127).

During our study period, there were approximately 1,491 motor vehicle accidents on roads patrolled
by the Meriden Police Department. Accidents were reported as occurring on a total of 235 roads,
although the 27 roads on which at least 10 accidents occurreaccount for 66% of the reported
accidents in Meriden.The roadways with the highest number of accidents wer®oute 5 (North
Broad/Broad/South Broad Street) (259 accidentg, East/West Main Street(257 accidents, and
Route 71(Chamberlain Highway/West MainStreet/Cook Avenue/Old Colony Road) (6%ccidentg
and together accounted for 39% of Meriden traffic crashesFigure 8.1 illustrates the time of day
when traffic accidents were reported and the nhumber of traffic stops that occurred during that same
time period. This illustrates how closely traffic enforcement is correlated with traffic accidents in
Meriden. Traffic accidents tended to peak between 6:00 a.m. and 8:00 a.m. and from noon to 3:00
p.m. Traffic enforcement tended to peak between 7:00 a.m. and:00 a.m. and again between 3:00
p.m. and 5:00 p.m.

Figure 8.1: Accidents Compared to Traffic Stops by Time of Day
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2The Uniform Crime Report is an index for gauging fluctuations in the overall volume and rate of crime. The
crime index includes seven offenses: the violent crimes of murder, rape, robbery, and aggravated assault and
the property crimes of burglary, larceny-theft, and motor vehicle theft.
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Figure 8.2 shows how motor vehicle accidents were generally distributed throughout the city. As can
be seen from the diagram, while acciehts are somewhat distributed throughout the city, the largest
concentrations of them are (1) along East and West Main streets from the area where East Main
Street intersects Broad Street to the area where West Main Street intersects with the Chamberlain
Highway (Route 71); (2) the residential areas between these sections of East and West Main Streets
and |-691 near the Westfield Mall and MidState Medical Center, including Springdale Avenue; and
(3) the area surrounding the East Main Street interchange fdRoute 15 and 191 on the far east side

of the city. Except for the East Main Street interchange area, the other areas where high
concentrations of accidents occurred coincide with the high minority population/higher
enforcement activity areas of censusracts 1701, 1702, 1703, 1714, and 1715. Enforcement levels
around the East Main Street interchange are lower than at the other locations.

Figure 8.2: Meriden Motor Vehicle Accidents (October 1, 2014 7z September 30, 2015)
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Summary of Findings

The MeridenPolice Department identified factors they believe contributed to the disparity identified
in the initial analysis of traffic stops. In particular, the department identified areas with the highest
call for service volume and highest levels of traffic as sarof the same areas with the highest level
of motor vehicle enforcement.They also indicated the impact that reported incidets of crime and
traffic accidents in downtown Meriden and along the southernsection of Broad Streethad on the
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deployment of depatmental resources. Based on the locational analysis of the numbafrtraffic stops

by geographical area, it appearthat departmental resources with respect to traffic enforcement tend

to be concentrated in two relatively small geographic areas: (1) the ce® downtown area of census
tracts 1701, 1702, and 1703 (an area defined by East and West Main streets on the sou91 on
the north, Route 71 (Chamberlain Highway) on the west, and Center Street on the east); and (2) the
portion of South Broad Street tlat defines the boundary between census tracts 1708 and 1711.

Meriden traffic enforcement activity does not appear to be primarily driven by population
concentrations; that is, the census tracts with the largest population concentrations do not all

generate the mostsignificant levels of traffic enforcement There are seven census tracts that make

up most of the downtown area. These seven census tracts account for 47% of the traffic enforcement
AAOEOEOU AOO ETAI OAA T 11 U ¢ oGenvdrsaly, thédhfQUE dktihéadly OA OE A |
populated census tracts accounting for 43% of the population, generate only 26% of the enforcement

activity.

- A OE Anfgh stoPrates of Hispanic driversappears to be directly related to where it engages in a
large portion of its traffic enforcement activity, i.e., areas with the highest population ahinority
residents. Comparingall the census tracts where the proportion of stops exceeded the townide
average for a racial/ethnic groupwith the driving age population within those tracts can explain
localized disparities.This is an effective way to assess some of these disparities, because such a high
proportion of stops involved residents of Meriden. This is particularly true for Hispanic residents
where 80% of the Higanic drivers stopped were town residents compared to 57% of stopped white
drivers who were residents and 65% of all stopped black drivers. Even though nenesident drivers
influence the composition of traffic stops in certain portions of Meriden, such am the northern and
southern ends of Route 5, the overall influence of owdf-town drivers on the Meriden stop
demographics appears to be less of a factor in Meriden than it might be in other communities.

A higher percentage of minority drivers were stoppd than the town average in eight of the 17 census
tracts, but only three had a stop disparity that exceeded the relevant resident population. Only in
census tract 1707 did theminority proportion of stops exceed the resident population in any
significant way (greater than five percentage points), but the total number of stops made in this tract
was fairly small. In six of 17 census tracts black drivers stopped exceeded the town average. Black
drivers were stopped at a rate that exceeded their resident popation more than five percentage
points in five of the census tracts (1702, 1703, 1708, 1713, and 1715). Hispanic drivers were stopped
at a rate that exceeded the town average in nine of 17 census tracts. Hispanic drivers were stopped
at a rate that exceedd their resident population by more than five percentage points in two census
tracts (1704 and 1717). These disparities do nohecessarilyindicate profiling in these areas since

the disparity could be causedby other factors such as high levels dfavel through the area by
residents from other areas of the ciy, but it serves to identify those sections of the city where the
disparities are occurring with the greatest regularity. Essentially, in these eight census tracts, the
disparities could not be attibuted solely to the proportion of minority residents living in the area.

Additional information was provided by the Meriden Police Department to support its assertion that
its resources are primarily deployed based on calls for service, Part | crime Idzns, and high
accident areas. The data tends to show that the census tracts experiencing the largest concentrations
of traffic enforcement activity tend to coincide with the two patrol districts with the highest number

of calls for service. Additionally,of the 275 Part | crimes in Meriden committed during the study
period, a higher percentage appeared to occur in the same census tracts where traffic enforcement
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levels are highest. Lastly, the areas with the highest number of motor vehicle accidents wéteute

5, East/West Main Street, and Route 71. The three predominantly minority census tracts bounded by

Route 71, East and West Main streets, Center Street ar@91experienced both a high incidence of

accidents and high levels of traffic enforcementGen&rl 1 U ODPAAEET Ch - AOEAAT 80 EE
enforcement activity tended to coincide with its highest calls for service and Part 1 crime areas, and

to a significant, but slightly lesser degree, its highest areas for traffic crashes.

Meriden had 105 officers who made at least one traffic stop during the study period. The average
stops made per officer vere 26. The most active officer conducted% of all motor vehicle stops in
town. There were18 officers who conducted more than50 stops and accountedor 55% of all traffic
enforcement. When a relatively small portion of the officer force makes a significant portion of all the
stops, the specific duties, patrol areas, and shifts of these officers might have a great deal to do with
the overall stop demogaphics. This appears to be the case Meriden.

Traffic Stop Outcomes

Stop sign violations (16.2%) were the largest category of stops made in Meriden. The next largest
category of stops were for cell phone violations (15.9%) followed by speegtlated violations
(13.3%). White nonHispanic drivers were more likely to be stopped for drivefrelated safety issues
like speeding, cell phone use, and traffic light violations as a percentage of their total stops than were
either black or Hispanic drivers. Higpanic and black drivers were stopped in equal proportion to
white drivers for stop sign violations. On the other hand, black and Hispanic drivers had higher
percentages of stops due to registration, equipment, and other violations than did white drivers.
When these types of stops, which can sometimes be more discretionary in nature, occur with greater
frequency in areas with high minority populations than they do in areas where driving age
populations are predominantly white, there is the potential for disrities to appear in the data even
though violation rates for these offenses could be similar across racial categories.

In Meriden, when these registration and equipmentrelated stops were made in theeight high
enforcement census tracts 1701, 1702, 1703 1708, 1709, 1710, 1711, and 17D4that were more
heavily populated by black and Hispanic residents, they were more likely to be stopped for these
violations. However, in other areas where these stops were made and the resident population was
predominantly white, the stop demographicsncluded a greater proportion of white drivers. This
suggests that the frequency with which these enforcement choices occurred and, more importantly,
where they occurred, were more important to the overall stop demographicgarticularly for black
and Hispanic drivers, than racially inherent differences in the overall likelihood of violatiorAlthough
Meriden did not make extensive use of equipmenrtelated stops on an overall basis (only 9.3% of its
total stops) almost 51% ofthem were made in the seven census tracts where just over half of its
Hispanic and 42% of its black residents live. The greater exposure minority residents may have had
to these particular types of enforcement in those areas may very well have contributéd the size of
the disparity for minority drivers but because of the relatively low number of these types of stops
overall it was probably not the main reason why the disparity existed.

With regard to stop outcomes, minority drivers were more likely to reeive a misdemeanor
summons, whereas white drivers were more likely to receive an infraction citation. Stops involving
black drivers were less likely to result in an infraction citation than either white or Hispanic drivers
but slightly more likely to result in a verbal warning.
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Meriden police searched 6.4% of drivers they stopped, which was more than twice the state average
of 2.9%. Black drivers were searched at twice the rate of white drivers, while Hispanic drivers were
searched at only a slightly higherate than white drivers. Contraband was found after searching
white and black drivers at almost the same rate and at a lower rate for Hispanic drivers. Overall,
contraband was found at a significantly higher rate (49%) when the search was conducted agth
result of probable cause, plain view, or some other reason compared to when a search was conducted
pursuant to consent (17%).

Conclusion

The relative disparities in Meriden appear to reflect a concentration of enforcement activity in many

areas of Mericen that also tend to have higher concentrations of minority residents. There are

relatively high enforcement levels in seven census tracts in the central sections of Meriden where
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along sections of Broad Street which have considerable traffic levels and commercial activity. Higher

levels of traffic enforcement in these areas tends to mirror the higher levels of calls for service, crime,

and motor vehicle acidents. Minority residents of Meriden tended to be more significantly affected

by traffic enforcement patterns than white residents. Just under 80% of all the Hispanic drivers

stopped and 65% of all the black drivers stopped in Meriden were town residegtwhile only 57% of

the white drivers stopped were residents.

While white drivers are more likely to be stopped in Meriden than black or Hispanic drivers for most
types of hazardous driving behaviors, black and Hispanic drivers are more likely to be stoppéor
vehicle equipment and registration violations. Our analysis indicates that this difference could be due
more to the greater frequency with which these stops were made within the high enforcement census
tracts, where resident minority drivers are likely to be present in the driving population in greater
proportion, rather than to an inherently greater likelihood that minority drivers violate these laws
with greater frequency than white drivers. Meriden did not make extensive use of equipmemélated
reasons for making traffic stops generally, but the greater likelihood that these reasons formed the
basis for making stops in the higher minority census tracts, while not being the primary reasons for
the larger impact its traffic enforcement had on Hispari and black drivers

Based on the overall follow up analysis of the Meriden data, we believe that the general disparities in
its stop data with respect Hispanic and black drivers tend to reflect the overall nature of its
enforcement policies based on call®r service, crime, and motor vehicle accidents, but that it would
benefit by reviewing these practices to assure that the disparate impact these policies have on its
minority residents are reasonable in terms of policy outcomes. It is also important thathe
department assure that its minority community fully understands what benefits come from this
enforcement presence. It is recommended that the department:

(1) review its traffic enforcement policies to fully understand and evaluate the disproportionate
effect they could be having on minority drivers;

(2) take steps to assure that its minority community is fully engaged in the process of
understanding why the allocation of enforcement resources are made and what outcomes are
being achieved;

(3) evaluate how the geater use of high discretion equipmentrelated stops in higher minority
areas may be adding to disparities; and
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(4) review the role consent searches play in its overall traffic stop efforts to ensure that its
officers are not overly relying upon this as a trdic stop technique.

We also recommend that department administrators make an effort to review the nature and
circumstances of the 107 stops that were made in census tract 1707 during the study period to try
and isolate why the disparity between the percetage of minority drivers stopped and the
demographic nature of the local population living in that census tract seemed to stand out. While the
resident driving age population in tract 1707 was 37% minority, the stops made in the tract were
more than 54% minority drivers. The department may be able to compare this data with the data
from other years to determine whether or not the results observed in the stop data for the study year
are typical for this area of the town. While they may be an anomaly becauskthe relatively small
number of stops made, they could also be due to fundamental differences in the type of enforcement
that occurred in this geographic area.
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the quality of some of its reason for stop data entry to improve miscoded data and incorrect
interpretations that led to some inaccuracies in properly identifying the initial basis for making a
small number of traffic stops.
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I.B (3): NEWINGTON FOLLOWUP ANALYSIS SUMMARY
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conducted since October 1, 2013. This followp report focuses on data reported for stops conducted
from October 1, 2014through September 30, 2015. The table below compares summary racial data
for reported traffic stops in Newington over a twayear period.

2013-2014 Traffic Stop Records 2014-2015 Traffic Stop Records
White Non-Hispanic 3,997 62.4% 3,317 60.5%
Black Non-Hispanic 895 14.0% 801 14.6%
AsPac NorHispanic* 165 2.6% 151 2.8%
Al/AN Non-Hispanic* 17 0.3% 25 0.5%
Hispanic 1,336 20.8% 1,186 21.6%
Total 6,410 5,483

*Asian Pacific NonHispanic
** American Indian/Alaska Native NonHispanic

Overview of the May 2016 Traffic Stop Analysis

The May 2016 Traffic Stop Analysis report indicated that for the October 1, 20%4September 30,
2015 study period the Newington Police Department made a total of 5,483 traffic stops. Of these,
40% were minority stops, of which 22% were Hispanic drivers and 15% were black drivers. The
Newington Police Department wasidentified using the three descriptive tests. Newington was
identified as having exceeded the threshold for identification in all three descriptivbenchmarks
used and six of the nine possible measureAlthough it is understood that certain assumptions have
been made in the dsign of each of the three benchmarkst is reasonable to believe that departments
with consistent data disparities separaing them from the majority of other departmentsin the study
should be subject to further review and analysis with respect to the factors that may be causing these
differences.

Descriptive Analysis of the 2014 -2015 Traffic Stop Data

The racial and ethnic disparities in the Newington Police Department data were studied using a more
detailed review of traffic enforcement during the original study period. Part of the analysis involved
mapping all the stops, if possible, using the locatiodata provided by the department and any
enhancements we were able to make. Newington provided latitude and longitude coordinates for
some stops. In the cases where latitude and longitude information was not provided, research staff
worked to manually identify location information based on the description provided by the officer.
Though we could not map 11% of the stops because the location information was too vague, there
was sufficient data that could be mapped for an analysis of stops by census tract.

According to the 2010 census, Newington is a town with approximately 24,845 residents over the
age of 16. Approximately 14% of the driving age population in Newington is identified as a minority.
Figure 1.0 outlines the basic demographic information for Ngington residents over age 16.
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Figure 1.0: Newington Population

Race/Ethnicity 16+ Population Total % Population Total
White Non-Hispanic 21,353 85.9%
Black NonHispanic 615 2.5%
AsPac NorHispanic 1,282 5.2%
Hispanic 1,595 6.4%
Other 0 0.0%
Total 24,845

The U.S. Census Bureau divides Newington into seven census tracts. The resident driving age
population varies from one census tract to another, from about 2,200 to 5,000 people. The racial

breakdown in each census tract varies, from a high of ¥® minority driving age residents in census

tract 4941 to a low of 8.7% in tract 4944. Figure 2.1 is a map that outlines the boundaries of
Newington census tracts, which will be referred to throughout this report. Figure 2.2 shows the

distribution for each census tract in terms of white and noawhite driving age population.

Figure 2.1: Newington Census Tract Map
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Figure 2.2: Age 16 and Older Resident Population by Census Tract

6000

5000 l
4000

L] ]
3000 - .
[ ]
2000
1000
0
4941 4942.01 4942.02 4943 4944 4945 4946

EWhite Residents B Non-White Residents

Newington is 13.1 square milesn areaand consists mostly of residential aras and is home to a large

stretch of the Berlin Turnpike. Seven other municipalities border Newington, including Hartford to

the north, as well as the suburbs of Wethersfield, Rocky Hill, Berlin, New Britain, Farmington, and

West Hartford. With the excepton of Hartford and New Britain, the five other border towns are
predominantly white demographically, with an average driving age white population of 86% (same

AO . AxET COI 180 xEEOA AOEOET C ACA DI bOI AGETT 1T &£ o
has a white driving age population of 19%. New Britain, located to the west of Newington, has a white

driving age population of 55%. Of all the drivers stopped in Newington, 27% were Newington

residents and 73% lived elsewhere.

Figure 3.1 illustrates thevolume of traffic enforcement that occurred in eaciNewington census tract.

A large percentage of traffic enforcement activity §9%) occurred in a relatively concentrated

geographical area encompassinthree census tracts 4941, 4942.01, and 4944) Censudract 4941

contributes the largest percentage of traffic enforcement wite7b 1T £ OEA OT x1J8sO6 OOA £A
over 600 stops could not be mapped. These are not considered in our analysis for the purposes of
discussing traffic stops by census tract..
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Figure 3.1: Traffic Stops by Census Tract
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Figure 3.2 is a map of traffic stops made in Newington. The three census tracts that account for 59%
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has the largest resident population (21%) and the highest level of traffic enforcement (27%). The

three census tracts with the highest enforcement account for 60% of all owf-town resident stops

in Newington. This is most likely due to the fact that the Berlinfurnpike is a major shopping,
entertainment, and dining destination for surrounding communities.
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were stopped were minority. Resident minority drivers were sbpped at a higher rate than the

proportion of their town population, but it is also clear that non residents contribute to the overall

racial disparity in Newington stop data.
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Figure 3.2: Traffic Stop Map

Figure 3.3shows an additional way o view the high enforcement areas iNewington. This image
identifies the high enforcement areas in three groups. Group one is the highest enforcement area
with over 1,200 traffic stops made in census tract 4941dark red). Group one includes 27% of all
traffic enforcement in Newington. Group two consists of census tracts that had between 550 and 800
stops (medium red). Group two includes tracts 4942.01, 4943, 4944, and 4946. There were between
100 and 300 stops in each of the remaining census tracts thatake-up group three(light red).
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