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ABSTRACT

Moot polic stuies del with ciminl acivides and only a Fow relateto e

L 'Iaw_enforceﬁi_ént. Most exi.siii.lg traffic eﬂf‘aréément stuaies h.ave been undertaken in

' .de.velzt.)ped _countries, such as the UU.S.A., the United Kingdom and Australia, and have
aeali with drunk driving. Rarely have iraific enforcement studies focused on police

| decision making, nor have they been done in developing couniries like Indonesia, where
the seriousness of traffic problems and the poor performance of police ofiicers pose a
major challenge for the Indonesian National Police, and especially in big cities such as
Jakarta.

An empirical study of Indonesian police traffic decisions was called for in order
to provide some direction to a rational formulation of traflic enforcement policies. The
purposes of this research were to discover actual patterns of traffic police decision making
and to identify the factors best accounting for these decisions. Two theoretical
perspectives, decision-making theory and organizational behavior theory, guided this
study. The researcher utilized the field research method and the study was exploratory

rather than explanatory. By combining qualitative and guantitative approaches, data were

collected in a natural setting for approximately a three-month period. During that period,

there were 2,444 traific violations observed involving 822 actual stops. Semistructured

i




“actual stops. _.Sem'istructu;‘ed_ interviews were conducted with 230 street-level oflicers, 27

* managerial-level officers, and 51 drivers. A number of relevant organizational documents =

were also examined.
' This research provides detailed information on the characteristics of Jakarta’s

. traffic police decision-making procedures. Its results may contirm and/or clarify those of

prcv;ousstudlesor theymaybe Specaﬁcto Indonesmztself Theseﬁndmgs .c;ons.ic.l.er”' "

: .selective enforcement. The decision—n;aki_ng process revealed relates to the offender’s
gender, socioeconomic staius, and attitude/demeanor. The finding regarding illegal
settlements knowﬁ as “damai” or give-and-take solution is discussed. Various interrelated
factors, including the officer’s individual demographic characteristics, organizational and
social environments, and situational factors, are identified.

The study conchudes with several recommendations for future research and
identifies important policy implications. Included in the recommendations for subsequent
research are the need to extend this study to cover other smaller cities and the need to
determine the effectiveness of special tramming programs. In order to mprove the
performance of the Indenesian National Police, and especially the decision-making
capacity of street-level officers, several policy implications are put forth. These include
the need to develop clear organizational enforcement policy and to improve supervision
activities for conirolling officers’ discretionary decisions, the rational aliocation of existing

resources, and critical review of the current svstem of traffic law enforcement

X1l




CHAPTER 1

INTRODUCTION |

"Tréﬁig?mbiems and the Indonesian National ?Oliécf '

Early in 1994 a Canadian businessman on a flight from Denpasar, Bali, to Jakarta,

Indonesia, regaled the writer with stories about his driving experiences in several large
cities. He asserted that almost all large cities such as ﬁew York, Los Angeles, Mexico
City, London, Tokyo, and Singapore, had similar traffic problems, but surely Bangkok,
Thailand, had the worst traffic he had ever driven in. When asked his comment on
Jakarta’s traffic problem, he replied that he had never driven there. When asked why,
surprisingly, he responded, “T am too afraid.”

Similarly, Indonesian students in Oklahoma City (1994), Boston (1995),
Tallahassee (1995), Atlanta (1996), and Chicago (1996), with whom the writer discussed
the issue of traffic problems in Indonesia, confirmed the story reported above and related
similar accounts by other foreigners who had visited Indonesia. Each of these students
stated that Jakarta was thought to be in a category of its own with regard to traffic

violations and congestion. These assertions relate not only to the erratic behavior of the

dl‘iVEi"S, bt also ot ineffectiveness of taw-enforcement i econts Uﬂiug these-actions:

ndonesian National Police is a translation of Kepolisian Negara Republik Indonesia or popularly
kaown as Polr.




2.

These 'casua_l obs_érvat_-ions by f_oreigners!and I_n_ciones_ian C_iii_zens_ alike _coinci_de_'wit_h R

"the vmter E personal e‘cperlences whlle hvmo and workmc in. Jakarta ior about 10 of hlS L
o 24 years of semce as a po ice ofﬁcer m lndonesxa Anyone who drlves in Indonesm

S -'-'particularly in Jakaﬁa may eas;iy observe a number of ecsreglous vzolations such as ' e

; c._lir_ection,:_carrym:g t_Qo_ many pass¢ngers, .et.c.
B | Trafﬁc vié_l%ttid_ﬁs in indo_nes_i@_ are a major problem, pa%ti.cularl.y in major cities,
~often regﬁitin_g in. both _seemiﬁQly intémlinab_le traffic jams and n traﬁié accidents. Itis
'kno'wn that mc;st of Indonesian traﬂic.a.ccidents are due to the failure of drivers to obey
-i)asjé .tr_aﬁic laws. The Indoﬁesian traffic fatality rate, measﬁred in terms of the annual
nufﬁber o.f deafhs per 1,000 cars® is 1.25.* This rate is higher than those of a number of
neighboring countries, such as Thailand (1.17), Malaysia (0.61), and Brunei (0.37). On
the other hand, the rate of car ownership in Indonesia is relatively low, 44 per 1,000
population, while the rate for Thailand is 134; Malaysia, 304; and Brunei, 487 (Dispullahta-
1992:64).
The Indonesian National Police (INP) force has been assigned the responsibility for
handiing Jakarta’s enormous traffic problems. They perform conventional police tasks,

such as maintaining order and enforcing laws, but during peak traffic hours (7 a.m. to 9

‘In Indonesia, the word car translates to include all motor vehicles: therefore, in this document, ¢ar
will refer 1o all motor vehicles, e.g., cers, trucks, motorcycles, etc.

3Traffic fatalitics in Indonesia are seldom related to drunk driving because such behavior is not only
legally prohibited but is also socially condemned in accord with religious belief (see Appendix A for a
discussion of the socioreligious culture of Indonesia).




' a m. weekdays ) the INP has to ass:gn as many oﬁ' cers as p0551b1e to ass:st in the
_: reguiatzon of traﬁ‘lc ﬂow Of course in the enfbrcement of these laws oﬁicers issue many

- cﬂ.atlons in ihelr eﬁorts to deai w:th a piethora of trafﬁc v;olauons In 1991 92 for _

. example there were 2 121 390 t1ckets 1ssued throughout the country Durmg that same

.::pf_:_l'.l(_)_(.i,_ __t_he _total_nur_n_ber of c_axs_was_ 9_,395,228, _and_ the total number_ of valid dnver s
Iigel;seé i_ésﬁéd was 10,549,3 87.. in Jakarta that yeaf, th_ere were 3 .1 6,322 tickets issued;
the total number of cars was 1,829,687, and the total number of valid driver’s licenses was
1,830,255 (Dispullahta 1992:51,52, 60), |

_The INP also performs tasks other than managément of traffic problems. For
example, they administer various programs involving other governmental and
nongovernmental organizations, Specialized units are dedicated to community policing,
student patrols, kid’s police and the like. Further, various educational campaigns utilizing
the mass media and face-to-face communications have been orgamzed to increase public
awareness of the law. In addition to these routine daily operations, the INP also conducts
special operations at least two or three times a year. The latter may be either law
enforcement or service-oriented or may involve some combination thereof. Service-
oriented special operations are usually conducted in connection with religious holiday

events, such as Idul Fiiry ( 2 Muslim celebration day following one month of fasting),

Chnistmas, and New Year’s Eve. Special police services are needed on these occasions

since an unusually large number of people, particularly city residents, leave town then,

* In the cvenings. from 5 p.m. to 7 p.m., traffic jams are not as serious as in the mornings, because
students ieave their schools earlier than workers leave their jobs.




_ usm elther pnvate cars or publlc transportanon in order to visit thelr famzhes who res;de o e

| ._m outlymg wHages Consequenﬂy, the voiume of trafﬁc wolatxons mcreases dramatlcaﬂy &

These Iaw enforcement-onented spema} operatzons are conduc:ted once or tw1ce a :.'-: o

S f.'j"_year One of the task forces called “Operasa Zebra IS held once every year In 1993 for_

o examp}e “Opera51 Zebr was conducted naﬂonaily from } anuary 4 to Febmary 27.

' Durmo thls operation the number of tickets 1ssued mcreased by 137% a.nd the number of -

_ traﬁic accxdents decreased by 56% compared with ail other tIme periods (Direktorat Lalu

B | Lmtas 1993 20) Desplte the fact that members of the ]NP have worked energencally to

perform thelr jobs in both traditionat and unconvcntlonal ways, it is fair to ask what the

re.sults have beéﬁ. -

Cn the daj;r that the INP celebrated its 49th anniversary (July 1, 1995), various
newspapers prepared articles about the police and their mission. With regard to citizen
complaints that were aired at the time, the most frequently raised issue was traffic
problems, and particularly the frequency and severity of traffic jams. A writer in the
newspaper Republika (1995a) wrote “jams . . . jams . . . jams. Jams in Jakarta are like
cancer. While no solution is offered, traffic jams tend to increase.”

One interesting side effect of these persistent traffic problems is that they may have

produced new employment opportunities for some of the jobless, who now offer their

services for those who are in a hurry to get out of the situation and who do not mind
paying someone to assist them in doing so. At some intersections, for example,
unemployed persons “help” to regulate traffic flow. These persons are called “polisi

cepek” (meaning “100-rupiah police” because they are paid small sums of money by




desperate dnvers for semces rendered) It Is not unusual to see a pohsl cepek”

twice as muoh as an average pohce oﬁxcer s Salary
o A second issue concerns traffic accidents. Although Jakarta does not produce as
many traffic fatalities as do some other major Indonesian regions, the city still accounted
for more than 500° deaths during each of the last three years for which statistics are
available, while the total number of traffic deaths in all of Indonesia was more than 10,000

per year (Table 1). As noted above, the Indonesian traffic fatality rate is considerably

higher than that found in neighboring countries.

Table 1

Traffic F atality_ Rate of Indonesia and Jakarta, 1990 - 1995

dangerous]y stoppmg the traﬁic flow, ona main street 50 as to allow his patron access
. 'from a s;de street or to enabie the patron to pass through a line of tra”ﬁc The pohm

R cepek” fha eam as much as }5 OOO b 1ahS per clay (Repubizka 1995b) whlch is about
B V. P

Year Indonesia Jakarta
1990 10,887 419
1991 16,621 345
1992 9,819 444
1993 16,038 511
1994 11,004 582
1995 (June) 5,462 267

Source: Direktorat Lalu Lintas 1995:1-6

3 As of April 1. 1997, one U.S. dollar was equal to about 2,350 rupiah.

® This number positions Jakarta as eighth among the 17 different police regions in Indonesia.




- The focus of this study, however, is not on traffic jams and traffic accidents

"fi_hemse_lv_es, but rather looks at the traffic violations that cause them. Stmply put, there

Wb__ulgl be far fe_wé_:r trafﬁ_c jams and dcc_idents if pe_dple__d_fgve as the law requires. As

1 ivley oted, Seafordomnt of el Tk . henbi o an od—paseiin order et
'_séfe{j%th an endi in .i.t.sezl.f’. (1994:29). Consequently, this study is principally concerned - |
\F;fi;th t_h_é nature of traffic violations themselves. However, given that there are no available
hard data detailing the absolute number of traffic violations occurring there, the question
of their frequency and seriousness, other than the qualitative anecdotal evidence cited at
the begmmng of this chapter, cannot be answered here.” The only data available regarding
these concerns relate to overt police actions, that is, in the form of the number of tickets
officially issued by officers (Table 2).

Table 2

Number of Tickets Issued by Police Officers in Indonesia and Jakarta, 1988/89 - 1993/94

Years Indomesia Jakaria
1988/1986% 1,583,759 248,414
1989/1990* 1,346,858 110,393
1990/1991* 1,500,815 184,797
1991/1992% 2,121,390 316,322
1992/1993%% 1,667,570 230,453
1993/1904%* 1,327,233 296,966

Sources: * Dispullahta 1992:52-53.
** Dyrektorat Lalu Lintas 1994:1-2.




T_héé'e numbers only reflect the frequency of police activities rather than the absolute
.. frequency of violations, and consequently they must be used with extreme caution when

- extrapolating to the larger whole.

3 The ':ééﬁouéness of Indonesian iraﬁié _p'r'oibl_e_m_.s was clearly ;'inc:i_ic:z_i_t_ed'by a formal %

expressmnOf President Suharto, who, on May 20, 1995, decreed a Gerakan Disiplin
}_;Ias%i.onal (national discipline movement) designed to control them (A. Rahardjo 1995).
The movement, which was to be coordinated by the police, was conducted for I month,
and _éxpp}oye_d a huge number of personnel who were requisitioned from various
'g'ov_ernmen_tal and nongovernmental organizations. These personnel were asked to deal
with traffic violations by stopping an unusually larse number of cars and unofficially
reprimanding the drivers and passengers for their lack of awareness or for willful
misconduct.

Several factors have been identified by observers as the sources of Jakarta’s traffic
problems. Some have argued that environmental factors are largely responsible. They
point to the imbalance created by the rapidly increasing number of cars and the inadequacy
of the roads. In Jakarta, for example, according to 1992-1994 data provided by the
Traffic and Road Transportation Bureau, each year the number of cars increased by more

than 10% while the number of new roads increased by only 2% (Republika 1995a). In

pointing out similar problems facing metropolitan cities throughout the Third World, such
as Bangkok, Mexico City, and Manila, Mr. Karnaji (1995) added that these problems
were also caused by a lack of systematic city planning. A second group of critics has

argued that the problems have been caunsed by human factors, such as a lack of public
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__awareness of the law. When he was interviewed by Republika (1995a), Mr. Nurachman, a..
étaﬁ officer of Jakarta’s Traffic and Road Transportation Bureau, pointed to traffic
.yiqi_a_t.i_ons as the principal source of the problem. Another person, interviewed by
Meideka(1995b), ai.so addressed .this éonéérn, arguing tﬁat most. drivers were
undisciplined, while the police were seen as incapable of handling the problem.

A host of similar eritical comments reveals that Indonesian people are generally
concerned with the way the police perform their duties. The police have been criticized
for their apparently poor performance, as well as for various other weaknesses. The
researcher’s personal experience as an officer, even though it did not take place in the
Jakarta Regional Police, reveals that uncertainty is a key issue affecting police job
performance. This is revealed by inconsistent administration of duties and uneven
enforcement of laws. For example, a traffic violation occurring in a particular place may
be cited by one officer but not by another. This inconsistency may also apply to the same
officer at a different time or location.

Inconsistent enforcement is typical not only of individual officers, but also of
organizational units. Mr. J. Pandy (1995), a staff member of the Yayasan Lembaga
Konsumen Indonesia (consumer foundation), and General Sutjipto Danukusomo (1995),

a former Chief of the INP, have also expressed concern about this issue. Danukusomo

pointed out that the Gerakan Disiplin Nasional (national discipline movement), mentioned
earlier, was an example of such inconsisiency, the resuits obtained by these activibies were
enjoyed for only a brief period of about 3 months. After that, their efforts diminished and

subsequently people returned to committing more frequent violations.




‘accepting bribes. Bribery has been an issue frequently addressed by Indonesian

- mewspapers, both in edito_xj_als and in pub_i_is_hed_let_i_er_s réﬂept_ing public opinion about the

S f}_b]iéé. M. A Raha;jo (19_95.), a staff officer of Lemb;igé Ty _P.engetahuan Indonesia

(the official government sciences bureau), wrote that the public image of the police is
“babak belur” (i.e., black and blue) due to the way they handle violations. He claimed that
police officers tend to give the violator a chance to resolve his violation unlawfully by
providing “jurus klasik” (i.e., a classic tactic implying bribery). Traflic violators do this in
order to avoid severe penalties and complicated administrative procedures involved in
getting their licenses back.

The issue of unfairness is also discussed in relation to an offender’s status. Mr.
Pandy (1995) claimed that the police ticket only a few offenders while unfairly releasing
many others. He argued that law enforcement agents tend to treat violators unevenly,
depending upon each person’s sociat status. For example, street-level officers generally
tend to abdicate their duties when higher status persons such as their superiors, those who
are high officials or important persons, or even wealthy persons, violate the laws (Kunarto
1995b:118). General Kunarto, the former chief of the INP, stated:

The street-level officers develop their social relationships with the lower-

level CiaSS, such-as-drivers; matds-and-house bu_y s:—But-when Stcv?;';}:ﬁg a
car and the driver or a passenger brusquely declares that he is a general
director, a major, or a member of parliament, the officer feels as though he,
the officer, has done someihing wrong, and he asks forgiveness. This
prompts people to say that the police are unfair, preferring to enforce laws
only against common people. (1995b:118)

Issues of unfhirness are primarily associated with the practice of many officersin .




i0

— Concerns regarding the lack of fairness by the police were also addressed by Major - |

General Meilana, a representative of the Army (Kompas 1995a). Mr. Zainul (1995), a

"golumnisff, :cor_npla_ingd that the police not only lacked fairness, but that they also showed .

 little sé.l_f—'d.is'cipiine and frequently acted unprofessipnally. .

For these reasons, Mr. Zainul and other critical observers asked the police to
conduct an introspective evaluation to determine those internal factors which might help
to explain their poor performance. For example, Mr. A. H. Sazili, Vice-Chairman of the
First Commission of the House of Representatives, asked the INP to complete such a
study (Pos Kota 19952). Likewise, Mr. Ali Mursalam, also 2 House representative, asked
the police to do an internal investigation of themselves (Media Indonesia 1995b). General
Awaloedin Djamin (1995), the former Chief of the INP and a professor of public
administration at the University of Indonesia, suggested thai the police should objectively
reevaluate themselves and their performance. Dr. Djamin also suggested that the INP
should conduct an internal evaluation to achieve a thorough understanding of the factors
influencing their poor performance.

Another scholar, Dr. Sarlito W. Sarwono (1995), a professor of psychology at the
University of Indonesia, has argued that poor performance of the police is due to a lack of

professionalism. Others have agreed with him. Mr. Pandy (1995), for example, argued

that the source of performance problems was the lack of professionalism by the police.
This was also recognized by Dr. Saijipto Rahardjo, a professor of the sociology of law at

the Diponegoro University (1995a), as well as by the Chief of the INP (Pos Kota 1995b).
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.T.he. most significant claim was made by the Commander of the Armed Forces,” who was .
| quoted by Mr. M. Khoidin (1995}, a professor of law at the Untversity of Jember. The
| _Commandér_ pointed out several internal weaknesses m the INP, and particularly the

i ok o rofionsbn, O o TP Biriary, s Commaide i
stressed other weaknesses in the organization, e.g., poor performance in its provision of
public service (especially traffic control), low rates of crime clearance, and inadequate
crowd control {Javakarta 1995).

As aresult of these negative perceptions, people have often come to view the
police as actually contributing to—rather than alleviating—the seriousness of traffic
problems. Thus, the origins of these problems are thought to reside inside the department.
As noted earlier, given the rising number of complaints about the police, observers,
scholars, governmental representatives and a prominent armed forces commander have
recently called for the INP to conduct infrospefsi or “an introspective evaluation” (a self-
eveluation) (e.g., Jayakaria 1995).

Asking introspeksi (self-evaluation) is not uncommon in this social system.
Indonestan social values teach people to be feposiiro or tengang rasa (1o be wise and
considerate, and not to cause bad feelings in others} in social relationships. The value says

to people: “Look for the cause of your problems within yourself first before you blame

others and before others find it for you from yourselfl” In this case, people believe that

the poor performance of the INP may result {rom several internal factors, so it would be

" Indonesian National Police is an integrated part of Angkatan Bersenjata Republik Indonesia (ABRI)
or the armed {orecs.




_ considerate to let them (the department) conduct an inirospective evaluation rather than. . . .

allow outsiders to interfere with the department.

- Despite these calls for seli-evaluation, there has been little clarification of the
ééeéiﬁghat_ure of the problems found m 'tll.le.'lNP. For example, it is unclear what factors B
have produced the related phenomena of poor performance and a lack of professionalism
among the officers. In order to improve these conditions, it will first be necessary to
determine the elements that foster them. While there has been considerable speculation
regarding these problems and their potential resolution, no systematic study has been
conducted before so that our understanding of these problems might be informed by
empirical research.

Before formulating problems to be studied, it is necessary to present the main tasks
of the INP and traffic police in general, and the duties of individual traffic officers in
particular. According to Indonesian governmental regulations, the INP must function as
traffic police whose main tasks are to handle problems, such as trafiic violations, trafiic
jams, and traffic accidents, in order to assure the safety, security, and smoothness of trafiic
on the roads (Polri 1991). These functions are the main task of the Indonesian Traffic
Police Directorate and, especially within the Jakarta Police Region (JRP),® of the Jakarta

Traffic Police Directorate (JTPD).

In order to accomplish its main task, the ITPD performs several duties, and

especially traffic law enforcement duties.” These special duties are the responsibility of

* In Indonesia it is popularly calied Polda Metrojaya.

" For more information about the INP, the JRP, and the ITPD, sce Appendix A
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. general traffic enforcement units, both at the regional and district levels. A member of this

unit, called a general traffic officer, is required to perform such jobs as patrolling,

:ré;gu_iati:ng traffic flow, handling traflic jams and_enfqrg_i_i_ng tratfic laws. Wiih regardto :

how officers ought to prepare for and perform their jobs in trafic law enforcement, the

operational guidelines provide the foilowing standards:

1. An officer is required to promptly and properly stop a car when
he finds or suspects that a violation has occurred.

2.~ He is required to approach the driver with a smile, a greeting and
a salute (known as 38s procedure) and to
explain to the offender the type of violation that he has
committed, and to take action regarding this violation.

2

An officer may issue a ticket if the violation is serious,'® but may

choose to only reprimand the driver if he has committed a minor

violation. (Polri 1993}

The gudelimes do not regulate the type of action to be taken toward common violations,
as 1t 1s assumed that, depending on the circumstances involved, either a ticket or a
reprimand may be given,

In his comparative studies of police work in the United States, Great Britain,

Australia, Canada, and Japan, Bayley summarized the traffic officer’s job as:

10 According to these guidelines, traffic violations, inclhuding several criminal acts related to traffic

accidents, are classified inio three categories: :

a) Serious vielations consist of those actions resulting in death or serious bodily injuries, driving
while intoxicated (DWIYdriving under the influence of alcohol (DUD, hit and runs, carcless
driving, speeding, driving with an invalid tag or driver’s license, running traffic lights, etc.

b) Common vielations consist of not obeying traffic signs, tag or driver’s license expirations,
CAITYINE 0O MALY passengers, elc.

c) Light violations include other violations such as violating traffic lines, leaving a car without
turning ofl the engine, as well as improperly using a sticel

o e
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patro]imo major roads for the purpose of preventmc motor-—vehzcle

- acc:dents They do this by enforcing laws against dangerous driving as..
well as agalnst defective vehicles and by controlhng traffic flowin =~
_potennaﬂy hazardous situations, such as those assoczated with accidents,
o spﬂlage of toxic. subsiances parades sportmg events, and constructlon o
o sites. Thelr Work is more self- 1m’£1ated than that of patroi officersor.
Rt --'cnmmal 1nvest1gators They g0 where the trafﬁc problems are, ‘often gmded
by detailed analyses of the incidence of serious acc;dents A collateral -
" benefit of their patrolling is the assistance they give to motorists whose cars
have broken down. Traffic officers also conduct investigations of the
‘causes of motor-vehicle accidents. {(1994:29)

Of course it is well known that the actual enforcement of traffic (and other) codes
is not always conducted according to law. Bittner, for example, argued:
. policemen are inevitably involved in activities that cannot be fully
brought under the rule of law. Only a limited set of legal restrictions can
be conditionally imposed on the police which, however, still do not make it
impossible for the police to proceed as they see fit. (1980:34)
Reiss, in a study of the transactions between police and citizens in Boston, Chicago and
Washington, D.C., noted:
. much of the work of the [traffic] division is to control the flow of
traffic, an activity that is a reaction to predictable patterns of vehicle
movement. Indeed, to control traffic often entails ignonng violations or
shouting at violators rather than impeding vehicle movement by making an
arrest. {1972:89)

The latter phenomenon is one important aspect of police decision making in traffic

enforcement practices.

Problem Formulation
International police scholars have long argued that when performing their jobs,
individual officers must make many of their own decisions withowt guidance in the form of

official rules or a clearly defined policy (Skolnick 1973:14: Smith 1996:1). 1fthis is so, it




1 5.
s essential for us to begin our investigation with a description of the actual patterns of
Ofﬁc_eré’ street-level decision making. Accompanyiﬁg tﬁis wouid be fhé development of aﬁ ._ :

_ q-yde;standing of the reasons underlying particular actiqns. When police stop a car, for
- eiéi;i?lg’;,__u.ﬁhat is théir initial_r_easbﬁ f'or_'-doing s0? Once a stop is made, wﬁy.do they
aI;}.):I;ehéI.iC.l. and issue a citation. 1o one driver while releasing another? What factors
coniribute to police officers’ behavior in the exercise of their discretion? More
importantly, if a particular police activity is viewed as either good or bad, what
organizational and/or environmental factors may account for this performance? Each of
these queries deals with assessment of the behavior of people in their daily lives within an
organizational setting. To date, there has been a dearth of scientific research on police
practices in Indonesia. More to the point, there has been no research regarding the
characteristic behaviors mvolved in traffic law enforcement. The lack of empirical and
theoretical studies of Indenesian enforcement practices has allowed for little grounded
guidance regarding approprnaie policy reform.

The need for an empirical-theoretical study of Indonesian police traffic decisions

designed to provide some direction for the rational formulation of police traitic
enforcement policies was the primary motivation for this study. The location for the study

was the Jakarta Regional Police territory. One reason for selecting Jakarta as the location

of the study was that the city experiences severe traffic problems. It is also the capital city
of Indonesia and a special province. Consequently, it serves as a barometer for other
Indonesian cities and also conveys a stereotypical image of Indonesia to foreign visttors.

The purposes of the proposed research were: (a) to study actual police traffic decision




_ makmg 1.n Jakarta in order to detect general patterns (b) to 1dentiﬁj and assess factors
a.(.:.n.:{;u.ntmg for partzcula.r demsmns (©) to dascem any s?:»éczﬁc patterns that nnght émérge ..
'and (d) to analyze the 1mphcat1ons 01: the ﬁndmgs for the purposes of pubhc pohcy .
: '_ .' ";development n order to resolve some of thes& problems o
o _. The study; reiié_d _on_. field research methods and was intended to be exploratory
-rafh_f_:;‘ than explanatorf. Although qualitative methods in the form of observations and
open-ended interviews were the primary data collection tools, relevant quantitative data
Such as ﬁumbers of violations and numbers of motor vehicles stopped and ticketed were

also collected in order to support the analysis.

Significance of the Study
The significance of the present study is that it deals with a very practical set of
concerns. As described above, traffic violations pose a major problem in Indonesia.
Moreover, this enigma has been seen as crucial, to the extent that it indicates a national
problem—as has been previously expressed by Indonesia’s head of state—which damages
the nation’s building efforts and inhibits the growth of tourism and international business
activities.

Despite these issues, traffic problems themselves were not the author’s primary

concern...Rather, the investigator. began by looking foran explanation of street-level

activities, observing what organizational theorists refer to as line performance. Line

performance served as the basic pomnt of departure because it 1s thought to determine the




_ eﬁ'ept.i_ve.néss_c')f' .an orgaaﬁzation in producing desired outcomes {Leonard & More
s elieved tht the deta coleted in this feld esearch projectcen provide vil
 knowledge to publc officals that may be utilized i the development of approprizte
pohcmg :péiiéies regardmg force devéiopment as. well as éertaining to the selection of

specific strategies to control traffic and curtail the commission of dangerous moving

violations. - According to Barlow, a useful policy should include a substantial commitment

to scientific exploration within its domain, and “a healthy field is a theoretically active

ﬁdd, where new ideas and new explanations build upon past thinking and research and
encompé_ss ﬁeﬁf facfs relevant to the field” (1995:11). Briefly, this study is an attempt to
understand the nature of Jakaria’s traffic police performance, i.e., the decision-making
process, which is thought to contribute inadvertently to the now-legendary tratfic
problems of Jakaria, and perhaps to those of all of Indonesia. By cobtaining information
that describes how traffic police perform their duties, and discussing those factors tha;t
best explain their performance, we may ultimately be able to improve the INP’s future
handling of traffic problems in Indonesia.

From a theoretical viewpoint the present study may contribute new understanding

to the development of both police decision-making theory and organizational behavior

theory. This research took place in a setting where these theories have only rarely been
tested as they have usually been developed for, and applied to, modern countries. Thus,
the study was conducted in a different arena, a developing couniry where the social

systems—cultural, political and economic—are very different from those in other, highly




de\./élopéd,..nations_ ‘This s_t.ud;y is felat.ed to Qrga_ﬁizaﬁonai behavior in the sense ihét there
was an effort 0 understand and predict the behavior of people i their daly lives and job

- ._pBIfQHﬁan.G? (Evans 1986203) This researchmay lwel.l_r.c;ﬁtribpte.fo 'the.bédy (}f_ police ._
dec;s1on~makmg theory as .y've.ell., smce it :d'ea.i_:s thh how the _Qﬁi;e_ré,, _'a.s st{'egt;iéyei o

bureaucrats, make choices in performing their governmental service to the public.

Organization {ﬁ' éhe Study
This manuscript is organized into seven chapters. Chapter 1 has provided a brief
~introduction of the problem being studied, and also expl.ajned'the purpose and significance
of the study. In order for readers to obtain more information about Indonesia, a brief
description of the research setting is provided in Appendix A. This includes details about
the location of the study and the police department being evaluated, along with a general
deseription of Indonesia and the historical background of the INP iiself.

Chapter 2 provides a review of the relevant literature. This includes both
theoretical material related to the pattern of street-level officers’ decisions and the reasons
behind them, based on decision-making theory and organizational behavior theory, and
empirical knowledge, as revealed in media coverage and general publications.

The third chapter, Theoretical Framework, utilizes information described in the

previous.chapter and that derived from professional and personal experiences as

background materials. These provide a general framework and aid in the development of

theoretical sensitivity.
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o Chépter 4 descﬁbes the research deéign a.n_d éaté collection techﬁiques as-well as
_ ..th_e da;zzti__'c_l_nalys_is proécdur_es that were:_ciﬁpioyé_d I_in.ﬂﬁ_s study This account delineates the -
: :'.s.ﬁr_.ei’s_@gy.f.d_r"_étét_éining_ andanalyzmg theneededmfonnatm .
 ClotrS v st o of k' i robles, g e
Jamsand ’crafﬁﬁ accidents .in"félation to tr_a_.ﬁc_j}io.iations and police actions. It also
aescﬁbes the research findings regarding patterns éf violations and police decisions. This
chapter also pays attention to those situational factors that may help to explain the
. decision making of traffic officers.
~ The sixth chapter includes an in-depth discussion of police decision making. This
analyzes the characteristics of traffic officers’ decision-making behaviors as well as the
characteristics of individual officers. These findings are reviewed from organizational and
social environmental perspectives.
Finally, the concluding chapter summarizes the findings that have been discovered
through this research. The implications of these findings for public policy development

and fuiure research are also discussed.




CHAPTER 2

. LITERATUREREVIEW

~ This chapter describes the literature related to police decision making. It includes _. : :
“accounts concerned with identifying both the specific unique patterns of such decisions, aé -
well as the significance of different factors that impact them. 1t must be noted that most of | -
-the literature on police decision making has been developed to explain police behaviors
| observed only in advanced, industrialized nations. To date, there have been literally no
sinﬁiar studies completed in Indonesia or other developing nations. Consequently, the
available literature was used to establish general bench marks guiding the development of
this research, rather than to provide direct, testable propositions.

This review includes hterature that specifically addresses police decision making as
well as general organizational behavioral studies concerning performance as an outcome
of a specific decision-making process. Appropriate information gleaned from general
publications dealing with unique aspects of the Indonesian situation are also included.
Strauss and Corbin (1990:98) have referred to the first type of literature as “technical,”

whereas the second one is generally referred to as “nontechnical hiterature.” Finally, a

brief summary appears at the end of the chapter. Not all of this information is directly
associated with the specific subject of this research, yet it proved helpful in developing the

theoretical framework that will be discussed in the next chapter.

~

v
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- Police Decision Making -

- This study did not attempt to determine how a particular decision ought to be

 made, but rather sought to gain an understanding of how street-level officers actually

~ make choices relating to their job of enforcing traffic laws. This section discusses the
 characteristics of police decision making. This is followed by a discussion of the pattem
of these decisions. Finally, the reasons for these decisions and the factors that best

account for them are identified.

- Police decision making, and more specifically strest-level officers’ decision making

‘inthe enféfcéméﬁt §f traffic laws, involves the consideration of many mundane issues.

.. These _m'ay include, for example, the determination of whether to stop a driver who is
obvioué]y breaking the law, whether merely to reprimand an offender or issue a ticket for
the offense, and finally, whether to cancel the ticket at some later time or to send it on to
the court for further processing. These types of everyday officer actions have been of
interest to police scholars for some time. Nearly 50 years ago Frank Remington noted
that “to a large exient, the administration of criminal justice can be characterized as a
series of important decisions from the time a crime is committed until the offender is
finally released from supervision” (as quoted in Walker 1993:6). More recently, Klockars

and Mastrofski wrote, “traffic law is sometimes written so vaguely or in such abstract

terms {e.g., ‘reckless’ or ‘inattentive’ driving) that by its very nature it must be heavily
interpreted to be enforced” (1991:329). It is clear, then, that the vagueness of the
definition of many traffic-related offenses forces the individual pohice officer to play an

acttve role in the decision-making process.
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o Although these traffic officers’ decisions may be viewed as relatively simple, their.
_' actions can _drama_tica_l_l_y impgct_ the Iiv_e_s_ Qf the citizens with whoq_l they come into
 contact. In fac, inthe Uited Statesthere have been countless examples of occasions
where a szmple trafﬁc StOP or response to aseemmgiy msxgmﬁcantdomesuc dxsputehave
‘escalated inté life-threatening events, in some cases even triggering ﬁll;blown riots. The
ofﬁé__er’s authority to use coercive force against the citizenry may also offend the personal
dzgmty and violate the ndividual nghts of those they stop. Walker noted that “what we
N caiithe criminal justice ‘system’ is nothing more than the sum total of a senies of
_di_scret_ionaxy decisions by innumerable officials. Decisions about whether to arrest, to
prosecute, or to imprison annually affect the liberty of millions of Americans” (1993:4).
Traffic police are also inevitably presented with various defensive arguments by
violators in their efforts to escape punishment. As noted by Klockars and Mastrofski:
every police officer knows that, if doing so will allow them [violators] to
escape punishment, most people are prepared to lie through their teeth.
Thus the police officer’s problem of decision-making is not simply to
decide when to temper an enforcement decision with sensitive leniency,
but to avoid being played the fool while doing so. (1991:331)
As the preceding example demonstrates, many officer decisions involve what is often

referred to as police discreiion.  Klockars and Mastrofski, who referred to Kenneth C.

Davis, define police discretion as follows: “A police officer or police agency may be said

to exercise discretion whenever effeciive limits on his, or her, or its power leave the
officer or agency free to make choices among possible courses of action or inaction”
{1991:328). The exercise of discretion 18 not himited to a single decision-making point or

event, however, nor does it call for a simple either/or response. Police officers routinely
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 exercse discretion i making a broadrange of dciions,and uimately they must choose
.-:cn.a__e_course of action f;_om s_everaiipos_si_ble altgrn_aiivg_s_(Walker 1993:23). For example,

| whenan officer _$.e_e_s a dfivcr Yi_oiat.e a t_raf_;ﬁsi_s_'igxiél; followed by one or two other drivers -

" dec151on makmg _If _h'e,_'is_ goingi_“to. ci(_) aﬁythiné éﬁlbut.the violations observed, he must

- determine which car should be stopped or pursued, as he cannot deal with all of the

Of_fe_x_ader__s. Regardless of which offender he stops, he must avoid blocking the flow of

_ traffic. Once the initial stop has been made, what action should he take if the driver then

‘complains about his unfairness in pursuing him rather than the others? And if, after

sioppiﬁg the car, he also finds that the driver is unable t¢ produce a valid driver’s license,
or that there are obvious equipment violations as well, what violation(s) should then be
written up?

Despite the desirability of doing so, the control and regulation of this discretionary
decision making is not easily accomplished. On the one hand, some have argued that
police work fulfills all of the elements necessary to qualify as a profession. These inciude
a technical knowledge base; a systematic body of theory and practice that is gained

through lengthy, prescribed training; a set of professional norms called a code of ethics;

and the power of coercive authonty, through which these professionals control the fate of

their “clients.” On ihe other hand, a police organization is also a bureaucracy. It seems
evident that these organizations have an terest in somehow bringing a semblance of
order to this apparent chaos by regularizing, routinizing and making more predictable

these individual officer-citizen interactions. Yet, as stressed by Reiss (1971), the police




_.2__4 S
= must be able fo exermse dlscretion in the apphcatlon of standards parﬁcularly to meet the S
- requlrements of a par‘xcular case. A command orga.mzatzon (bureaucracy) threatens

: :professmnal status because 1t expects people to follow orders regard}ess of the1r personai i

o ';-_: judgment;_- ..'ERBISS argued. that the professaonal 1deal however holds that orders are

: '_antl_t_hetlcal to thé exe_r_éxse of dlécretloﬁ (1_9_’?1 :-12_4).. X

= .Recrardmg. the péttém of p.ohce deczsloﬁ makmg, one prominent police scholar,
-ﬁ Skolmck (1975 73) dlstmouzshed between What he calIed “deleoated” and “unauthorized” .
| | dlscretionaxy dec;smns In hlS view the fonner isa snnpler fonn, a]though stilf complex,
e and .mpi_udesz; _such .eyg_nts a_s_t_hg_cnfo_rcement of parlqp_g»meter violations, the automated
pmcessmg of %cra“ﬁic.iickets, and the decisioﬁ fo aﬁési Ey the warrant officer when a
&efendéﬂt camnct post bail. The latter and more complex form includes those cases arising
oﬁi of tfne creatibn of discretionary opportunities for the purpose of satisfying personal or
institutional motives, such as when officers face cases of moving violations, narcotics
offenses and other serious criminal charges. Based on his study of the Westville Police
(1962-1963), Skolnick reported that one could believe that the more discretion offered the
policeman, the more his personal biases will be injected into the action taken. Upon
examining the work of the trafiic policeman, however, he found the contrary to be true.

When followed on his rounds, the warrant policeman seemed to use relatively objective

criteria in his ticket-writing behavior. Thus, under conditions of clearly delegaied
discretion, he found that the warrant policeman appears o develop fairly evenhanded

standards for the adminisiration of criminal justice (Skolnick 1975:89),




' the action_'r_a.ther than the outcome of the choice that is made. He did not further explain '_
R the paft_éfn_ of.the_d_géc_:i'sion making itself. H_e__did, however, criticize thqtepd_enéy of the
. “police “expert” to adopt a philosophy of professionalism based primarily upon managerial
_ _-.éf_ﬁci_ency (_ut_ii_izing the advances of teéhno]ogy)._. He found:
: :-__Fi__rst of all, in those areas where violations of the rule of law occur,
~advanced technology often results in greater violation. Technology -
advances m the form of wiretaps, polygraphs, stronger binoculars, and so
forth only make the police more competent to interfere with individual
liberty. -Secondly, the model of efficiency based on bureaucracy simply
 does not work out in practice. {Skolnick 1975:243)
The types of traffic enforcement decision making have been studied by Bayley
{1986). He found that officers generally had to choose from among five different courses
of action: {a} 43.3% of the time they simply issued a citation; (b) in 20.7% of the cases,
they released the driver with a warning; {c) in 9.8% of the stops they arrested the driver
for being mntoxicated or for another crime (made out “contact cards”™); (d) in 13.4% of the
cases they sumply let the driver go; and (e) in 12.8% of these stops they 1ssued a citation
while also giving a stern lecture (Bayley 1986:337).

Bayley's {1986) research was based on his systematic observation of patrol

activities in Denver, Colorado, during the summer of 1982, In this study he focused on

disputes or traflic stops. Concerning traffic stops, Bayley recorded various activities

performed by the officers,

When we searched for a way to describe the tactics employed by patrol
officers in encounters with the public, it quickly became apparent that time
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affected declsmns That is, the tacncal chozces officers face cha.nEe durmo
““the tourse of an‘encounter. . . . D;ﬁ'erent kinds of choices are appropnate
at dtﬁerem stages of pohce mvoivement (Bayley 1986 33 1)
:_For descnptlve purposes he d;sassembled encounters mto ihree stages (a). Coﬁtacb-rmt;éj.-:'._.'_f_ -
y _mterventlons (b) Processmg—%ﬁébunters bétween inﬁtlal 1ntervent10ns and the neﬁ sta;ffe E
(050t et fr i
S '.'Bay_ley_’s_research provides a clear picture of police tactical decision making, which .
‘may be qf gssistan_ce in better understanding the phenomena under study here. Certain
| _.__qu_aliﬁc__a_ti_éns_ must be considered with regard to that research, however. The observations
used to gene_rafg these generalizations covered only 85 evening tours of duty and were
condu_cteé by five graduate students. Thus, the study included very few days of
ohservation; the observations also dealt with only 164 traffic stops. As recognized by the
author, “the study is not, therefore, representative of patrol work in Denver. It would be a
misuse of the data to draw general conclusions about the performance of the Denver
Police Department” (Bayley 1986:331).
The various types of street-level officers’ decision making have also been studied
by Smith {1996:2), who distinguished among such decisions based on the perspective or

rationale underlying them. He identified three normative types of decisions that were

based on different guiding motivations--self~interest, organizational or policy objectives,

and faimness--and argued that street-level workers were motivated primarily by their own
interests. Musheno, Palumbo and Levine (1976) also found that self-interest is the driving
force underlying much street-level decision making. They argued that criminal justice

policies cannot be successfully implemented if the interests of personnel are ignored.
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: Smrsh also fgferréd to Brintnal’s sfudy of é_ local prosecufor’s office in -déali_ng with white—.'i"
_ Qoilar_gﬁm_é,_ I__i_n which self-interest p_fo_ved to bé tﬁe_main factor met_ivatiﬁg .the_prose_cuto_rs;_ | B
in dealing with crime (Smith 1996:3). |
Smthfoundthatasecond normatwe typevvasthat streetnieveipohcemen use theu v
Judgment .._tc.> _i;?lpiement policy ébjectiyes and. t.o meet organizational requirements. Smith .
_.refer_re_d to Herbert Simon’s 1945 classic, Administrative Behavior, in which Simon
rejected the notion that bureaucrats depend on an internal normative structure to make
decisions. Instead, since the bureaucrats work in the context of organizational
environments, their decisions were said to reflect the objectives of the organization. Smith
also cited Handler, who emphasized that the power of managers is significant when
directing the activities of subordinates within organizations. Given the influence of this
power at the top, street-level bureaucrais find their individual discretion severely curtailed.
Consequently, organizational practices become institutionalized and the subordinates are
trained to act in accordance with organizational rules (Smith 1996:4).
Smith’s last rationale was that police decisions may rely on the officers’ sense of
fairness, without being affected by either the organizational objectives or those of self-
interest. For this type of decision making, he referred to Littrell, who, in his study of

criminal arrest and police charging decisions, also identified fairness as a motivating factor.

According to Littrell, “officials usually tned to be fair in the amount of suffering they
imposed. They charged offenses in order to obtain what they believed to be a fair
punishment, and in this sense they produced principled charges” {quoted in Smith 1996:7}.

A number of organizational factors, and their association with other concerns, have




B also been described as accounting for police déci's'ion'making. Klockars ahd Mastrofski b -
for example mszsted that dlscretlon is not s:mply a matter of a free personai cho;ce by an :

oﬁ‘icer on the street but that it is also ‘a matter of dECISIOIl and pohc:es made by pohce

i f admamstrators that mﬂuence ofﬁcer E behawor and allocate agency resources and eﬂ‘orts ':_ o

.. mto one type of acﬂwty as opposed to another” (1991 329) Lundman found that “pohcé o
__exeg'cz_se of discretion is a function of relations between organizational norms and
Eﬁ.lp}_oyee. concerns with autonomy”™ (1979:160). Here, L_undman pointed to the policy of .
ésfgﬁﬁ_slﬁng_g formal quota of traific citations for each officer’s shift as an example of an :
| oréaiﬁ_éatidnél noﬁn. He argued further that “organizational norms may be at least as
-ifﬁpa;*tant .as the individualistic and situational contingencies . . . as important in the
bontext of police exercise of discretion” (1979:169).
1E According to Mastrofski, Ritti, and Hoffmaster, “empirical research consistently
has shown that the key decisions remain with the Jow-ranking personnel, who generally
give top priority to their ‘intuitive gfasp of situational exigencies’ instead of administrative
policies” (1991:364). This finding is consistent with Bittner’s:
[Tihough police departments are highly bureaucratized and patrolmen are
enmeshed in a scheme of strict internal regulation, they are, paradoxically,
quite alone and independent in their dealings with citizens. Accordingly,

the obligation to do something when a patrolman confronts problems--that
is, when he does police work--is something he does not share with anyone.

and will receive it; short of such risks, howsver, he is on his own.
(1980:135)

In the context of organizaiional effort to control them, Bitiner further said:

He receives very little guidance and almost no supervision; he gets advice
when he asks for it, but since policemen do not share information, asking

Sttt G pp e -cal-for-help-when-therei5-a-asic that-he-might-be-everwhelmed st
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- - for. and gmng advsce is not buﬂt mto thezr relatlons h:s éec;ls;ons are S
“reviewed only. when there are special reasons for review, ‘and records are
_ _kept of what he does only when he makes arrests. “Thus, in most cases,
o :problems and. needs are seen in relatzonshxp tothe ] response capamty of an _ o
. individual patrolman or teams of two patrohnen and not of the pohce asan - S
o orgamzed enterpr;se (1980 135 136) ' Ll L

| "'Thzs discussmn has Inade note of the facf thai discretlénazy deas;éns are mvolved."_'-:':’.'.: R
zﬁ aHI t.rans.actzons.betweén mtizen.s a.nd the pohcé A major céncerﬁ 1n. any scholariy study' -
: of thls issﬁé must be wzth héw these decxsmns are made 1dentn"y1ng those factors that
11ﬁpéct or detennme a pamcular éutcome Accérdmg to Relss (1971 53}, the way an
' oﬁicer treats the oﬁ'ender is ofte:ﬁ affected by the oﬁ'ender 5 demeanor Sykes and Clark
(1 97_5) a_fﬁi_med t_hat poIic_e oﬁice_rs are sensitive to the attitudes and preferences of those
in\;oived: in an enéounter (qudtcd iﬁ Lundman 1979:160). This means that the way
oﬁ‘icers treat the offender may depend on his demeancr. “[Aj] disproportionate amount of
‘unprofessional’ or ‘ﬁegative’ police conduct is directed toward citizens who refuse to
defer to their authority,” and those who “behave antagonistically toward the police are
more likely to be treated in a hosiile, authoritarian or belittling manner by the police than
citizens who behave with civility or who extend deference” (Reiss 1971:53). Wilson
pointed out that traffic violators who are polite and respectfiil are treated differently than

are those who are disrespectful (1968:37).

Higapparent-too-that-demeanorts-a-sutherent-but-not-a-necessary-cause-for-——-—mr——
explaining a particular outcome in a iraffic stop. Many other factors, such as racial
background, ethnic characteristics, temperament, etc., may be involved and have an impact

on the particular decision that is reached. For example, a polite motorist may well be cited




if the ofﬁcer is bgir_lg held by his superior to a depaftmeﬁtally imposed quota and he has

not yet met it. Conversely, a bel_ligerent motorist may not be issued a f_;itation if the officer
Teels __sy.f#ipathe_ti_c oris unconcemed. -

- Many cncounfers and tréﬁéaeﬁoms between ;p_a.o'l.if':e.o.fﬁ;:e.rl's and citizens may

aciually generate a “good deal” for the violators. Traffic violators often want to get away
with a simple warning and expect special consideration. It is evident too that some

groups may be virtually exempt from traffic tickets, On some occasions, illegal solutions

are used, for instance, paying an officer a bribe to get him to ignore the violation. Reiss
found:

The likelihood of an officer accepting illegal exchanges is increased when

such practices are institutionalized and legitimated by the police subculiure

and organization. We found that traffic bribes were most common in the

city where they had long been an institutionalized form of exchange

between police and citizens. (1971:170)

Factors Influencing Decision Making

Motivation is seen as an extremely important factor in the decision-making

process, inchuding street-level decisions; it also strongly affects job performance. The

issue of job performance has been extensively explored by organizational theorists.

Szilagyi and Wallace (1990) defined organizational behavior as the study of the behavior,
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Al LI USS sl Pb! LT EGHLG UL WUTRCT S HT Al U m LAt BGY S S, LU Ul S a b Gl i S a3
group’s effect on the worker’s percepiions, feelings and actions; the environmental effect

on the organization and its human resources and goals; and the effect of the workers on

the organization and its effectiveness (1990:4). Typically, organizational research has




béén Conducted _ei_t_her ata Micro level foc_uéing 'on' iﬁ_divi_dual or group bé}:layior; orata V_: _ o
i o7 oving on oo st S & ik 199429, 1
Mos:organizatonsl behavior therii have trestod moivaton s  signfiant
 factor i deemiing shtaona owtcones, According o Rines, “many orgazionsl
_. behawor fés:éa.:éh.é.rs.treat motivaﬁon .as. an_interséi organizational méﬁef, _i_:n.ﬂu_encéd by
: such .fa_c_toajs:as.superyisory practices, pay, .a.md the nature of work” (1991:119). Campbell _
B and_ P{i_t_ch_a;d pointed out that motivation |
inc;r_ea_sipgly. serves as a general label for determinants of the choice and
- direction of work efforts and their amount and persistence . . .-[and] as one
~among many determinants of performance, which also depends on ability,
leadership, work-group influences, knowledge of the task, and other
factors. {quoted in Rainey 1991:122)
in their attempts to understand motivation many researchers have referred to
Maslow’s theory of needs. In this theory, as quoted by Rainey (1991:124), Maslow
proposed five hierarchical categories of needs ranging from low to high in terms of the
priority of their fulfillment. He suggested that certain low-level needs must be met before
satisfying higher-level ones. Physiological needs have been viewed as an individual’s
most basic requirement, including the need for relief from hunger, thirst and sleepiness.

Operating at the second level are safety needs, which concern a person’s desire for

security or protection and freedom from the threat of bodily harm. The third level, social

needs, refers to the social aspecis of both work and nonwork situations, including love,
affection and a sense of belonging. At the fourth level, esteem needs mclude the need for
a sense of achievement, accomplishment, confidence, reputation/recognition and prestige.

The highest-order needs, seif-actualization needs, reflect an individual’s desire to become




. eiferyfl}:jhg'%that he or she 1s c_a;')able. of _béf_:f_)_ﬁ}_iﬂg, _fco_achiei/e_s'eif-ﬁxlﬁlllﬁen.t.: How_ever, |
i s Llr S i e e - ety owec ol
employess show more concem ith meterl and scuiy revards,whie Hgherdovel
employeesplace moreemphaszson aclnevementand challenge’ (quoied m Ramey :
N 111 ;.similar vein, Frederick Herzberg, as quoted by Gordon (1987), identified a
_ two~fact§1j_ theory of worker motivation: “motivators” and “hygiene factors.” Hygiene
| factors are aspgcts of Work j:hat satisfy Iowe;forder needs and which can contribute to
dissa_fisfact_iph with the job if not adequately provided. ' These factors do not motivate -~
individuals to exert more effort, however. In Maslow’s terms, they include those factors
that ﬁlﬁii physiological, security, or social needs, such as company policies and practices,
supervision, working conditions, salary, status and security. On the other hand,
motivators produce high levels of satisfaction, including responsibility, autonomy, seif-
esteem, or self-actualization opportunities. While motivators can actually stimulate people
to achieve satisfaction, hygiene factors can only prevent dissatisfaction. “Thus, for
Herzberg two independent outcome dimensions exist: (1) no satisfaction--satisfaction, and

(2) dissatisfaction--no dissatisfaction, rather than a single dissatisfaction-satisfaction

dimension” {Gordon 1987:101}.

The investigation of officer motivation may be particularly difficult to study in
police organizations, however. Conser (1979), based on his study of motivation theory as
it applies to law enforcement agencies, argued that “motivation s difficult in police

organizations because the opportunities for advancement and promotion are limited”
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'(2979 286) Likewise, Klofas Stoﬁfcowc and Kalrmch who referred to Bennett -
| suggested that because of the structurrng of the pohce roIe rt 1s dzﬁrcult for some needs to |
L be met Speclﬁcally, ] ennett suogested that many }ower-order needs such as |
= 'physxologlcal ones cannot be adequately met because of the long hours and Wamng
) :assoczated with the _]Ob Of greater srz,mﬁcance is ihe pohce orgamzaﬁon s ability to dea.l
xrvrth the.self-esteem needs of officers (quoted in Klofas et al. 1990:83).
In hi_s study of eight police agencies, Slovak measured officers’ levels of
sati_s_fae_r_i_errregerding 10 _elements_ of policing, such as sa]aries, ﬁinge benefits,
promotional opportunities, facilities, equipment, policies and procedures, supervision,
internal communications, training and executive leadership. He found that neither
Maslow’s theory of needs nor Herzberg’s eorrtention of job satisfaction were supported by
this research {quoted in Leonard & More 1993:138).
In their study of two Connecticut police depariments, Gaines, Van Tubergen and
Paiva (1984:273-274), discovered that social needs were viewed as the most important for
all officers, and security needs were the least. They explained that these findings were
understandable since most officers were protecied from arbitrary personnel practices by
civil service, umons or local government, so that their security needs were generally

satisfied, and that as a result of work-group peer pressure, the socialization process, as

noted by Reiss (1971), became important in police culture. Hochstedler and Dunning
{1983:63), in their study of the Dallas Police Depariment, found that communication

among peers was only weakly related to most other aspects of job satisfaction. Yet they




: : found that con51stent w1th Wilson (1967) “lower levei supervxsors have a hlgh potentiai &

- for mﬂus_ ncmg patro] ofﬁcers and detemnnmg morale” (1983 66)

e Another reievant approach to orgamzanonal behawor that mcorp orates both ey ¥

| '?‘_-_:.;';-'_personal and enwronmental charactenstlcs has been offered by Evans (1986) He o

. _' proposed that the vanables aﬁ'ectmg orgamzattonal behawor fall mto three categones
' -".'(a) skﬂ] and abﬂzty to do the jo’o (b) motivanon to do the jOb and (c) extema} factors that: s :
facxhtate or constram one m domcr the Job He argued that the 1mportance of skills and
abihtles must be wewed asa contmumg subtext to the motwatzonai and extemal factors PR
'The_second vanable_mc_lu_des_: __ :
'_ .' the mtrapersonai concepts of mtentlon cognition (sense of efficacy and
: performance»reward exnectanmes) and values, ‘This set of variables also
 includes factors expected to have an impact on motivation, such as
. lﬁadersmp behavior, feedback of performance, the design of jobs, and

-organizational and group norms” (Evans 1986:204).

The last set of variables consists of: extrinsic factors that either limit a person’s
behavioral choices or make 1t difficult or impossible for him to achieve desired goals (e.g.,
fack of resources). Where these limits are well known to the individual, they may be
incorporated into cognition about self-efficacy. However, in the early stages of

employment the individual may be unaware of these constraints, and performance will

therefore be a function of whether these constraints are present as well as being a function

of ability and motivation (Evans 1986:204).
In relation to the issue of a lack of resources, such as personnel, materials and
finances, Michael Lipsky, as quoted by Smith {1996), noted that street-level officers “are

confronted with the unwinnable situation of having too few resources to distribute to too
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many people” {1996:2). This may lead themto a circumstance of u}h_at is usvally called . -
' “dis_(_;riminat_ive” treatment, or what Bittner called “the ecblogic_al distribution of police

- work” (1980:9). However, Bayley (1994:55) argued that the failure of the police to

. prévent crime is due not to a lack of resources, but to the irrational use of those they do

ﬁaxfe, “By and large police inanagers do ndt.uée resources to achieve desired ends;
instead, they supervise expenditure according to inflexible rules and traditions. Senior
police officers have the mi_ndsets of accountants rather than problem solvers” (Bayley
199450

A great deal of available evidence suggests that educational background may play
a significant role in determining the adequacy of an officer’s job performance. Since what
people do is what they choose to do, the officer’s job performance is a reflection of his
deciston. This means that educational background may affect the officer’s job
performance, as an expression of decision-making process. According to Swanson,
Territo and Taylor (1993:251), studies of police departments conducted on the West
anst by Geary, in New York City by Cohen and Chaiken, and in Chicago by Baehr,
Furcon and Froemel revealed that a great deal of improvement took place after those
departments instituted at least a one-year college education as an entry requirement for

their police officers. Smith, Locke and Walker (1968:442) found that college-educated

officers were significantly less authoritarian than noncollege-educated officers. According
to Swanson et al., law enforcement administrators, along with social and political leaders,
supported by findings of the 1931 Wickersman Commission, the 1967 President’s

Commission on Law Enforcement and the Administration of Jusiice, and the 1973




Wational Advisory Commission on Criminal Just'ice Sténdards and Gq_ais,_ all agreed that | _.

the once-satisfactory entry standard of a high-school education is no longer acceptable in -

law enforcement (1993:250-251).
" With regard to organizational policy, it is necessary to review the typical quasi-
" military organization of the pdlice, in which a police agency is governed by a large number |

- of standardized operating procedures. Wilson (1968.79) and Bittner (1980:52) have

questioned the advisability of organizing the police along military lines. An important

- reason/justification given for organizing the police in a quasi-military style is the demand

for securing internal discipline. Yet this does not necessarily mean that when employing a
nonmilitary model, internal discipline cannot be secured. Bittner argued:

The police is the only large institution in our society that has not benefitted
from advances in management science. in the absence of lateral
recruitment into supervisory positions and developed technical staff skills,
changes had to be achieved mainly by means of rigid enforcement of
regulations of internal procedure and by emphasizing external trappings of
discipline. (1980:54)

In reality, unlike military work, police work cannot be fully controlled. Police superiors
cannot be expected to properly direct the activities of their subordinates. Bittner said:
Not only are they not actually available to give help, advice, and direction
in the handling of difficult work problems, but such a role cannot even be

projected for them. Conirary to the army officer who is expected to lead
his men into battle--even though he may never have a chance to do it--the

analogousty tanked i}U};bG official-is-someone-who-can-only-do-a-great-deal
to his subordinates and very liitle for them. For this reason supervisory
personnel are often viewed by the line personnel with distrust and even
contempt. (1980:59)

Likewise, Wilson {1968} afiirmed that officers feel that regulations are so framed

that they do not instruct but “give the brass plenty of rope with which to hang us”
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1(1968:279). On the other hand, as mentioned earlier, police work is considered a

professional occupation in which autonomy is seen as an important factor that is essential . .
' for an employee to adequately. perform the job. Moreover, police officers “are swomto |
“duty at all times and must discharge this duty with honor to themselves and others. . . . |

Policing is one of the few ‘moral call’ occupations” (Reiss 1971:123). Therefore, “as Iong.

as policemen [are] treated like soldier-bureaucrats, they cannot be expected to develop
professional acumen, nor value its possession” (Bittner 1980:61).
Nontechnical Literature on Indonesian Traffic
Police Performance and Decision Making

The initial chapter provided an overview of the performance of the Indonesian
traffic police. As noted, many people view them as lacking professionalism, since they
ofien perform their jobs inconsistently and unfairly and sometimes unabashedly accept
bribes. To date there has been no scientific research conducted there that identifies the
patterns of police decision making. Information that may help us better understand
Indonesian police job performance has been provided by General Kunarto, a former Chief
of the INP, in Merenungi Kritik Terhadap POLRI {Pondering Critiques of the INP]
{1995b:117). The General reveals his experience of one day observing how three traffic

officers performed their jobs at the Bunderan Senayan crossroads (this is a major

intersection in the city of Jakarta) for a one-hour period. During that brief period he
observed the oificers accept bribes on three occasions, reprimand offenders six times,
ignore 48 obvious violations, and take breaks on three occasions. Based on this one

observation, the writer concluded that the police are not properly controlling traffic
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violations. Of course this account was not based on any systematic study. Moreover, the *
” .aﬂi__jt_hor Ifaiied to describe his specific method of observation. Knowing this would help this ”
_ fe_éeéfchgr_ to determine whether the observed violations were actually being ignored or
: simp}y had not been detected by the officers (due to different points of observation).

. The following paragraphs discuss what Indonesian people feel are relevant factors
influencing the job performance of the police. These include budget constraints, the status
of officers as soldiers and the officers’ educational level.

A number of Indonesian police observers have argued that the budgets provided by
the state for developing and running the organization are tco hmited. For éxample, most
officers must, at their own expense, use either private cars, motorcycles or public
transportation to reach themwr duty posts. They also use their private motoreycles for
conduciing patrols, or at their own expense purchase walkie-talkies for communicating
with one another. Only a few police officers are equipped by the department with proper
communication devices. Dr. Singadilaga, a professor of public adminisiration interviewed
by Jayakaria (1995), argued that budget constraints explain why the police perform their
jobs poorly. He urged an increase in the police budget so that in the future police would
not be forced to pursue crnunals by bicycle while the criminals drove cars.

Mr. Khoidin {1995), a professor of law at the University of Jember, also pointed to

inadequate operational costs and the low salaries of officers as factors explaining their
often slipshod performance. He noted that the then-current allotment of two liters of
gasoline per officer per day was not sufficient 1o support police motorcycle patrels. He

also referred to the results of a survey conducted by Asiaweek 1n 1994, which compared




_-the current salarles of the IndoneSIan pohce wﬁh those of' nezghbonng countnes the sa,lary

| 3 of a begmnmﬁ Indonesxan ofﬁcer was U S $63 per month whzie "iihose in Smgapore

Ly Malaysxa Thaﬂand Japan and Hong Kong were respectwelyU S $513 U S $156 U. S o

S -_:'_;-3147 U s. $1 708 andU s $1 323 (Kboxdm 1995) Usmg the same data Mr Korry

| '._( 1995) also argued that operanona} costs a.nd salarxes were very sxgmﬁcant factors

_:aﬁ‘_r_a_c_t_mg _pohce performance.

. Despite these concerns, other commentators have not agreed that the small salary -

| _.;_).f the po}igé.shqu_ld be .inc_lude_ad asan explgpg;pry factor yvith_re.ga.jr.d. to_their job
p’érfoféancg. For exaﬁlple, Mr. Tjipta Lesmana (1995), a professor of social sciences at
the University of Indonesia, insisted that low police salaries could not adequately explain
their unprofessional performance. He pointed out that ethical improprieties may occur in
various professions, even in those which provide a much higher income than that earned
by the police. Judges, attorneys, lawyers, notaries, public accountants and physicians are
all examples of such professions; and each group has members who are involved in éthical
improprieties. Moreover, Mr. Lesmana pointed out that the practice of police bribery also
occurs in other countries such as Poland, the Philippines and Thailand, where salaries are
higher. He argued that exceptions could be found in some other countries, however, such

as England and Singapore, where police are generally respecied (or feared--the writer) by

citizens. Consequently, even if Indonesian police salaries were increased to 2-10 times
their present levels, this would not guarantee that the now rampant bribery would be
eliminated (Lesmana 1995). Mr. Lesmana failed to explain, however, why he felt English

and Singapore police were so well respected by citizens. He also failed to take into
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: éccoum; héw_ well both of these countries, as well as dther developed countries, pay their e

" police officers in con_traét to Indonesia. Also, the pefce_ived sertousness of bribery in both =

: 3.’-j¢g')uz_1tries_'wézs not addressed.

' e Another grol}p' fo_f Critics h__ave focused dr_; the po_s_ition of the _p'o'Iice'as members of | '

. Ihﬂarmed féfcgs, a_rgﬁi_n:g:_that ﬂn’_s affects f.hem in the performance of th_eif duties. Dr.

. '_S_.arl.ito.W. Sarwono, .Wﬁen interviewed by Merdeka (.I 9095a), argued that although they

: he;ve_ different tasks, the organizational structure of the INP was designed to be almost

| 1dent1c:al to thgt:q_f _o__ther a_rx_ned_ force_s units, ncluding the Army, the Navy and the Air

_ ..For.c_:t.a. Furthe.:, he _felt_ that structure may negatively affect the police in their handling of

.speciﬁc.task.s. Hov?ever, Dr. Harsya W. Bachtiar, a professor of sociology at the
Untversity of Indonesia and the former dean of the Police Sciences College, did not see
the organizational structure as the source of difficulties related to professionalism, but
blamed the educational system (Media Indonesia 1995a). This point is reasonable since
organizations themselves do not act, but their members do. Organizations are simply
collections of individuals who act, although it must be admitied that to some extent
“organizations act in that their influence extends beyond that of indiviéual members”
(Klofas, Stojkovic, & Kalinich 1989:6), As noted in Appendix A, education and training

programs are administered by employing a military approach. Discipline, hierarchy and

honor are principles which are taught and which must be respected, not only during
traiming programs, but also in everyday life, both in formai and informal relationships.
Showing respect to one’s superiors, primarily between the lower and middie levels and the

higher level, 1s a regulation that is enforced. It often happens that when a higher-tevel
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officer asks someote of a lower rank about the improper perfc_»rmance of his or her job, |
the answer i_s:ei;[hef “yes, SJr, I anﬁ wrong or._“yes.;, _si%, .th_ere ﬁés not Ije.t been an order,”
or _‘-‘y_e__S,._ sir, 1 am w_éiting__én ofder,” These statements réﬂ__eci_’:tjhe status éf police as.
soldiers, rather than as professionsls. | |
S A_(_::ommon concefn that i}as been.raised regarding. the Indonesian police is related .
to their education. General Drs. Kunarto, M. B.A , (1995b:118), for example, asserted
that there is a correlation between educational level and officer performance. He also
atfirmed that police officers tend to be afraid of those who are of higher status than
themselves and often abdicate their duties when higher-status persons violate the laws.
Despite this, General Kunarto contended that based on his experience and observation,
those officers who had a college education tended to be stricter than those with a lower
level of education. In his book, General Kunarto told an interesting story. A sergeant was
directing traffic in a parking lot. The cars were transporiing very important persons
(VIPs) who would be attending a ceremony with the President of Indonesia. A car
without a VIP decal attempted to park in the VIP parking area. The serseant asked the
driver to park elsewhere, but the passenger refused and argued that he was a former
minister. The sergeant remained adamant, saying “Mohon maaf, bapak bekas menteri koq

susah diatur?” (1 beg your pardon, but why is a former minister so hard to control?). It

turned out that this sergeant, who had acted firmly even against a man of much higher
status, had a two-year college education. Kunarto recognized that this was an unusual

event, and one that ordinarily would have been handled very differently.
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. 'In_ sum, due to fh_e nature of police work gené::fally; and more specifically to the
éﬂfO_I{CéI.’I.}.én.‘[ of t.rafﬁc Iaws .street—lev_el oﬁicé_r_s%_.dc.:c.:.ir;iéﬁ makmg iﬁ.vc_)lve_s d.is;.c.reti.onlafy
_ choic::e.s,_ 'Ifc is guit_e _ciea_r :th_a_t _poiice disc;etipir_z_ 15 not hrmted toa siﬁgle décisionfmaking
o | pcnntor .év_eni_:_ andthat 3t doeé n:ot call for a smpleezther/or }esp;éﬁse. Pé]icé.cﬁfﬁéer.s
rgﬁfinaly .e_p.cf.:rcise discret.ion. in making a Broéd réﬁg_e of (iecisioﬁs, and in doing so they
_ultimately must select one option from among several possible alternatives. Thus, police
decision making may be viewed as a complicated phenomenon. Since these decisions can
dramatically impact the lives of citizens, better understanding of this process must be
developed.

Based on the literature reviewed above, street-level officers’ decision making may
be categorized according to several prominent themes. When viewed from the perspective
of authority, a decision may be either delegated or unauthorized. Viewed from the
perspective of outcome, a decision may take the form of simply releasing an offender,
releasing an offender with a warning, simply issuing a citation, issuing a citation with a
stern lecture, or arresting the offender for driving while intoxicated or for another crime.
Several scholars have distinguished among decisioﬁs based on the rationale underlying
them. These include decisions based on self-interest, organizational or policy objectives,

and fairness. Some have argued that free personal choice is dominani in police work,

while others have seen administrative policy as more significant. Still others have argued
that street-level officers’ decisions are affected by an offender’s demeanor or the
possibility of an illegal exchange. All of this information can be utilized as background

matenial for the purposes of this study.
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account hdxv well both of these countries, as well as other developed countries, pay their
III)IOIi.c”e éfﬁcefé in contrast to Indonesia. Also, the perceived seriousness of bribery in both
cq.um;i.e"s was not addfésged.

| : .An(_).iher group of critics have focused on the position of the police as members of B :
the armed fﬁrces, arguing that this affects them in the performance of their duties. Dr.
Sarlito W. Sarwono, when interviewed by Merdeka (1995a), argued that although they
have different tasks, the organizational structure of the INP was designed to be almost
identical to that of other armed forces units, including the Army, the Navy and the Air
Force. Further, he felt that structure may negatively affect the police in their handling of
specific tasks. However, Dr. Harsya W. Bachtiar, a professor of sociology at the
University of Indonesia and the former dean of the Police Sciences College. did not see
the organizational structure as the source of difficulties related to professionalism, but
blamed the educational system (Medlia Indonesia 1995a). This point is reasonable since
organizations themselves do not act, but their members do. Organizations are simply
collections of individuals who act, although it must be admitted that to some extent
“organizations act in that their influence extends beyond that of individual members”
(Klofas, Stojkovic, & Kalinich 1989:6). As noted in Appendix A, education and training

programs are admimstered by employing a military approach. Discipline, hierarchy and

honor are principles which are taught and which must be respected, not only during
training programs, but also in everyday life, both in formal and informal relationships.
Showing respect to one’s superiors, primarily between the lower and middle levels and the

higher level, 1s a regulation that is enforced. It often happens that when a higher-level
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é_ol_dier_ and the officers” educational levels, are all viewed as general determinants of police

' ._f)érfo.n;_anéé,. 1.e., decision-making. Each of the nonte.chnical evaluations has been based

' ___Oiz a..silgf.lg:ie _ind_ividuafs anecdotal _exp_erienc:s, howe_\}er, and thus this li__terature consists _Qf |

“only cursory, .'u:nstructured obser_vétions. Tﬁé Qfﬁ_cers the'ms.elves have not been asked .

' _ais_out theif own perceptions of the nature of these problems, or for their assessment of
their causes or solutions. Until now there has been no systematic study in Indonesia
directly examining how the police make decisiéns whén performing their duties, why they
act as they do and what factors may account for these practices.

Overall, the literature cited above cannot answer the question this dissertation
raises regarding the routine traffic decisions made by Indonesian police, nor can it identify
the factors accounting for those everyday decisions. Nevertneless, this material does
provide guidance regarding interesting areas for future study and illuminates helpful

techmiques that might be used to answer the specific question raised here.




CHAPTER3

- THEORETICAL FRAMEWORK

~ The pr_evi_ozjs chapter explored the technical and nontechnical literature relating to e

the étu'ciy subject. Aithéugh this material could not be direcily applied to this inquiry
;ﬁéncemi_n_é Ind_pnesién Stre_et—level traffic officers’ decision making, it did provide

: gpi_d_é,_nce ;feéarding_interestiﬁg area# for study and it did suggest techniques that might be
) used:to én_swéf.thg spéciﬁc questidns raised. Before déscr_ibing the research design and
 data collection techniques, the writer will develop a general framework for this field
project that is based on the literature reviewed along with the researcher’s personal and
professional experiences. This chapter first describes the theoretical framework and then

discusses the need for maintaimning a balance between creativity and science.

General Framework
It is clear that grounding theory in the everyday reality of a substantive area
requires the researcher to have theoretical sensitivity. “Theoretical sensitivity refers to the

attribute of having insight, the ability to give meaning to data, the capacity to understand,

and capability to separate the pertinent from that which 1sn’t” (Strauss & Corbin 1990:42).
1t has long been recognized that theoretical sensitivity must be developed prior to the

initiation of any research. Strauss and Corbin have noted that, “one can come to the

I
A
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- réséar¢h_ s}fu_ét_ion vfi_th varying d_egre_e:s of sensitivity d.ep.e_n_ding upon previous reading and .
_exp_é_ﬁ_é:'i_}cc with or relevant to an area” ;(1_990:41); _T_hése insights may be derived fror_n_ a ;

- -number of sources, such as relevant literature and professional and personal experiences. -

© The previous chapter explored both the technical and nontechnical literature
:conééméd w1th p_OIicé__de_cisioh__lﬁakihg._ _Hér'e t_h_'e_. gt}t_hor.blended th_is'i_nfonna_t_ion with his |

. pro_féésioﬁéi and .p_érsc_ma_l ex_peﬁen_ges, _partiquiariy those of an officer who has served for S

. ._.more than 20 years at all _level_s.with_i_n the INP organization. These materials were used as

" background information to sensitize the researcher while he was continually interacting

B with the da_ta. This information was also o be compared with actual findings as the data -

were Beiﬁg édl_iec_téd. As noted by Stfauss _énﬁ Corbin, theoretical sensitivity “enables the
: anal_yé_t to see the research situation and its associated data in new ways, and to explore
the data’s potential for developing theory” (1990:44). Moreover, the insights provided
by these background matenals also provided the researcher with a general framework,
directing the study’s point of depérture, without ignoring the probability of expanding the
investigation to include other sources of information.

Decision making, the focus of the present study, is defined here as “a process of
specifying the nature of a particular problem and selecting among available alternatives in

order to solve it” (Steers & Black 1995:474). We have noted before that the police

decision-making process offers complex aliernatives from which an officer must choose a
course of action. Ofien these decisions must be made 1 a split second, offering little time

for reflective contemplation. With regard to traffic law enforcement practices, as a first




a
st.e_p. these decisions may be simplified as making a choice between only two forms of
'a_ctio.r.lz stébpino or 1ot stopping é car.

o Pohce performance, i.e. stépﬁiﬁg ér not stoppmg a car, must be d1scussed Wlthln. '
: thé ;ﬁontext of general traﬁ'lc problems and pamculariy violations of trafﬁc Iaws since
'thé_ir enfo:_‘cem.ent is the main task of th_e trafﬁc police. “Traific violation,” as used here,
refers to0 any violation of traffic laws. The occurrence of traffic violations may determine '
whether or not an officer makes an 1nitial siop of a car. 'We noted earlier that Indonesian
' | p_o_iice regplations categorize traffic violations into several types, each calling for a
diﬁfg‘:rent type of police action, This means that different types of violations may require a -
variety of actions. Indeed, this researcher’s experience teaches that such mundane issues |
as a vehicle’s type or condition may be considered by ofiicers when they decide whether
or not to stop the car for a violation. Occasionally a group of officers carry out a surprise
mnspection (razzia) in order {o check equipment and assure that administrative
requirements (registration papers, driver s license, etc.) have been met, even in the
absence of a traffic violation. It is also possible for an officer to stop a car even though no
violation has occurred. Gther circumstantial factors, such as the existence of a traffic jam,
may affect an officer’s decision not to stop a car, even though an obvious violation has

occaTed.

A second type of decision made by street-level traffic officers is based on what
they do to follow up their initial action of stopping a car. For example, if they have
ordered a vehicle to stop and it does not, a decision must be made whether {o pursue ii, to

dispatch the information through the communication network, or simply to let it go




g
mthout takmg any further actlon In the event that the driver stopped a demsxon must be. .'
. made regardmg how to deal Wlth the orender Bayiey (1986 337) i hls study of tactlcal B
' f-chmces of pohce patm} oﬂicers in Denver Colorado found ﬁve dlfferent posszble couse.s. .
.._'of_.ac_t_i_(_)_r;;.__;-(g)_.__s_i_m.ply.__rélg_.e:ls_i.r_lg'_th:é_ d_;_ivg’:r; (b) ;_r.gle_és__i_n_g. the_lléﬂ'eﬁder:with: a_warg.i.ng;..i. "Z
. (c) 1ssumg a cﬁation, (d) 1ssumg a tick;:f v.sr}ﬁ_le.a'l.é_o. giving a stern lec;tu_ré; and .(e) arrestiné'}ﬁ_,,
' theoﬂ‘ender It..:h.as been the aﬁtﬁor’s_obsewation that other courses of. actién are also |
y pé_ss_ibiie __in indonesia. These may include releasing the offender with a condition, issuing a ._
.c%i_tatio.n whﬂe .also seizing the car, etc.

.Besides the factors mentioned above, the offender’s gender, attitude, demeanor,
and social s.t.'a..‘cl_ls inay also influence the officer’s decision. It has been our experience that
police decisions in Indonesia are sometimes affected by the gender of either or both the
officer and the offender. Female traffic violators are sometimes treated more lentently
than are male offenders. The influence of officer gender will be discussed below.

The next factors that might affect an officer’s decision are the offender’s attitude
and demeanor. Attitude may be defined as:

a predisposition o respond in a favorable or unfavorable way to objects or

persons in one’s environment. When we like or dislike something, we are,

in effect, expressing our attitude toward the person or object. An attitude

reflects our feelings toward other objects and people. {Whisenand &
Ferguson 1996:34)

In Indonesia attitude may be seen as relating to the familiarity principle, according to

which Indonesians tend to forgive each other easily if someone asks them to do so, and to




. police officers are sensitive to the demeanor and preferences of those involvedin - |

' Sy_fﬁ_p_athiié with and help th@é_&: who are poor and needj}.:‘-: As distiri_gLiishéd from attitude, - E
demeanor. may be defined in terms of the manner 2 person outwardly manifests towardan

| 'dﬁi@éf;v&hg_stops_hinl.. Asd1scussedearher several American studies have revealed that -

encounters with them. The offender’s demeanor may range from cooperative to

--antagdnistic. 1t is cooperative if he admits to the offense of which he is accused and does .

. not challenge the officer’s ex'p}é.n'c_lltjion ofit. Itis antagox}istigif the offender shows
___'_h9_§ﬁﬁw_tcward the officer. | |
o  With regard to social s{a_tus, we have noted. sev'*era:.] generic characteristics of
o Inﬁonesia_n_ pebple. that reveal their tendency to be reluctant to criticize openly those of
: Eiglaé; st.atus (see Appendix A). Therefore, social status here relates to the issue of
whether or not officers, too, treat offenders differently according to their social status. It
is commonly believed that officers tend to enforce traffic laws more rigorously when
violations are committed by those of a lower social status than when the offender 15 of a
higher status (Kunarto 1995b). In Indonesia, those who drive old cars or cars in poor
condition, or who use public transportation (“oplet,” buses and trucks), are generally
viewed as having a lower social status. Those who drive new cars or who are well-

dressed, however, are usually seen as having a higher status (than street-level officers).

Organizational managerial factors are also viewed as influencing police job

performance. These may include the availabibty or lack of resources, organizational

Sce Appendix A for a discussion of this phenomenon.




o _'pollicy an_d éohtroi.méchéinisms. .'Resou'rces 'here .refer fto 'material and_ financial asset_s_ :

o ;.;prowded by the orgamzatlon to suppori jOb performance T he materzal TEsources mciude o

o ':_'patrol cars, or motorcycies and commumcaﬁ:ons equlpment two tools Wthh are vxtal o

: : the mobzhty and success of pohce Werk pamcularly as 1t relates to trafﬁc problems e s

' _Fmanc:al support is a necessary COIldltIOD for successful _]Ob performance since 1t reiates to i

: 'ofﬁpe;rs? Job_-l_'ela_t_ed needs, such._as_ _buymg gagohne__and_ _bat_t_e_r_z_es as well as cher
. bée%étioné] c§_sts_. it h_a.s.. bgeﬁ this auihor’s exp_eri_e.nce,. as éhiéf_ of two different police
'- férce.squer. a S-year péﬁo@ that incréésing theﬂumberof communication units and
. budgetmg an adequ:afe amount 6f funds }eadg to imp.r.o_\fex_}_ﬁe'nt_ n Qﬁicgrs’ job
. .pé.rfoﬁnazﬁces,_ \

Anoihﬂr critical factor is organizational policy. Policy here refers to principles
adopted by the organization to guide its members in properly performing their duties. An
important concern is the policy regarding the autonomy of a police officer in performing
his job. Autonomy is “the degree to which a job provides substantial freedom,
independence, and discretion to an individual for the purposes of scheduling work and
determining the procedures to be used in carrying it out” (Steers & Black 1994:287).
Since police work involves a great deal of discretion, the specifics of the policy regarding

autonomy direcily influence police job performance. In this instance, organizational policy

can be found, for example, in the Petunjuk Lapangan (operational guidelines), mentioned
eartier (Polri 1993). This policy implies that the Chief of Police may allow his officers the
freedom to determine whether or not 1o ticket or merely reprimand those who are

involved in common violations. Another aspect of organizational policy deals with the




c crrier;a whlen aid of'icers in makmg deCISions legardmg the nandhno of lhelr jObS such as

_' stoppmo cars, reprlmandmo oﬁ'enders and 1ssumg nckets

The next orgamzational factor that may mﬂuence performance is contro]

S ;mechan:sms “Comtrol is the mmredlent that moves lorgamzatxons in the desned fashlon
: _-'_'and w1thout whlch they are izkeiy to become fragmented” (Wh1senend & F ercruson
1989 140) Swanson et al. (1993) dlstmgwshed between orgamzatlonal contrOI and
_ orgamzanonai comrols Referrmo toa 1973 study by Peter F. Drucker, they stated:
: OIgamzatlonal control is synonymous w1th oroamzanonal direction and is
- normative, dealing with the future. In contrast, orgamzationaj controls
~ consists of measurements of, information about, and analysis of what was.
_and is. Stated more simply, conirols pertain to the means, control pertaing
to an end. (1993:192)
Here, a distinction should be made among control mechanisms, These are thought to have
three components: (a) regulation, by which an organization determines standards of
performance, including planning; (b) supervision, in which the manager of an organization
observes job performance; and (¢) corrective action.
Based on information obtained through supervision, a corrective action may be
taken when the performance of duties deviates from the standards regulated. This means

that supervision may play an important role in determining whether or not a job is

performed in compliance with accepted regulations. The frequency and quality of

“supervision seems likely to influence police decision making., Here frequency of
supervision refers {o how often a supervisor oversees his subordinates, while the quality of

supervision deals with the way a supervisor performs his duties. As part of an evaluation
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process, supervision generates information regarding whether an officer’s performance is
acceptable and a",iso on the deoree of its success or- fa;!ure

Ideaily, 1f an oﬁicer periorms his JOb perfec:tly he shOuld be muned;ately rewarded

_ -because accordmg to the behavzorlst mode! thls remforcement wﬂi ncrease ihe hi\ehhaod

of similar behaVlors in the future (Mallot, Whaley & Mallot 1993:6). Reward represents
“the feedback [that] individuals receive as a result of actions” (Steers & Black 1994:104).
Rewards may be further differentiated in terms of intrinsic rewards—those which are
directly received from work—and extrinsic rewards—those that come from others. Here
we are concerned with the latter form, since the fonner're}ates to subjective data which
are difficult to observe directly. Ultimately, extrinsic rewards maf; reflect organizational
recognition of desired behavior or outstanding achievement and may take the form of
performance evaluations, awards, or promotions,

Conversely, if an officer violates a norm, a punishment should be immediately
imposed in order to minimize the likelihood of future undesirable behavior (Mallot,
Whaley & Mallot 1993:36). Punishment is “the administration of negative rewards,
contingent on poor performance, that acts to eliminate undesired behavior in the future”
(Szilagy1 & Wallace 1990:KT-8). Depending on the kind of violation or improper

behavior involved, punishments may be differentiated as administrative penalties, ranging

from suspended promotions to terminations; disciplinary actions, ranging from an oral
warning to placing the cffender in jail; and criminal penaliies, ranging from a fine to a term

of imprisonment. On the other hand, it is also possible that a deviation in job performance




is due to the inappropriateness of regulation or planning. In this case a corrective action - s

_ '_shbuld'be taken by revising the____:egu_ié_t_i.on p_r_-_piénzﬁng.: - |

~ Theremaining factors that usually may be viewed as influencing police job

- performance come from the individual officer himself. Certain factors discussedinthe
e -'prévious_ ch_apter, such as pérs_dnai _mo}:ivat'iqns_,' ne_eds énd_ job satisfaction, are difficult, 1f L '_

~.not i_mpos_si_bl_e, to observe directly, so they were not investigated except for confirmation. .- B

) .‘:[e't,__'ac_CGrding to INP-policy, other factors, such as gender, status, age, years in service,

édp_cétio_n_ and training, are all viewed as influencing the way officers perform their jobs.
I_ _ With:_reg@_ré to the influence of an offender’s gender, it is quite possible that an officer’s
: g_endef :ﬁay aﬁ'ect his or her decisioﬁs. Since the mid-1980s the INP has dramatically
ihcreaéed the number of female officers hired and assigned to perform general traffic
pohice duties. These women are generally viewed as being stricter than their male
counterparts.

Furthermore, the paramihtary nature of the Indonesian police system suggests that
the social status of an officer can also affect job performance, i.e., decision making. Status
is ““a social ranking within a group assigned on the basis of position in the group or
individual characteristics” (Szilagyl & Wallace 1990:KT-10). As discussed earlier, the

status of INP police officers is reflected by the ranking of soldiers in the armed forces,

ranging from the Bhayangkara Dua to the General. But street-level officers operate within
a range of nine ranks, from the Bhayangkara Dua to the Sergeant Major. The status of an
officer 1s based not only on his performance appraisal, but alse on his 2ge and vears in

service. Those who are older and who have more experience in service generally have




. higher Stéﬁzs than do.those who éfe yo:;iﬁ'der and _Who have les's éxperiehcé in service at. o

the same Ievel Th;s means that age and years in semce are aiso vwwed as. factors that

b _mmht mﬂuence demszon makmg

L . Likemse the educatzonal backoround and the trammg expenence of an oﬂicer"_:' o
| mlght aIso affect the deaszon-malﬂng process Educat:onal levels con31st of elementary o

_ school m:ddle school high schooI and collece Ciearly, specific pohce training, both pre-. -

S_ervi_ce an_d _ineservic_e, i$ not c_onsic__iered in the classification of educational experience.

Here training is limited to in-service activities, since pre-service training must be

: unde_rtakén_ by all officers. Accbrding to departmental policy all officers, including general

.tr_afﬁc pé]ice ofﬁcers, should be specifically trained in order to improve their job
performance. This indicates that the police policy makers believe that in-service training
can influence on-the-job decision making.

Overall, the rationales underlying street-level officers’ decision making can be
categorized into three normative types of decisions. They may be guided by self-interest,
organizational objectives and fairness. Some American studies have argued that self-
interest 18 the primary motivation of street-level officers’ decision making (Smith 1996), or
at least that the officers are quite alone and independent in their dealings with citizens

{Bittner 1980). Others have argued that policies made by police administrators can

influence the officers’ decision-making process (Klockars & Mastrofski 1991; Lundman
1979}, Still others have emphasized that a police decision relies heavily on an officer’s

sense of fairness {Litirel as quoted m Smith 1996},
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Méin;ainiﬁg Balance Beiweén Creatiﬁty .a.nd Science |

1In the preceding discussion, the author’s prior kngw}edge derived from technical
and '_#Qrzte_s:h_nical ﬁteféf}%lfé aﬂd ffom__his_ P_IOfessiQn_al and peréénal._esperiem were
descnbed As noted, this \_a}zgs _linié_n_de.d fp :.p.r.ég/.ide background iﬁfonnaiﬁdﬁ and to aid the L
resegréher i the developmént of a general framework for the study. In turn this
tramework then was used to sensitize the researcher when interacting with the data that
were collected.

This study was also designed to explore empirical data in order to build a theory
that might contribute to the body of theoretical knowledge. An intrinsic problem with this
grounded-theory approach is the question of how the researcher can be both scientific and
creative at the same time. In other words, the researcher should be able to maintain a
balance between creativity and science so as to become sufficiently free of biases and
unexplored assumptions.

Strauss and Corbin (1990:44—46)" offered the following suggestions for keeping a
balance between creativity and science.

1. Periodically step back and ask; this means that when we find that data gathered
do not fit the prior knowledge, we have to go back to the field to see the reality of data

and ask why the discrepancy occurred. For example, prior knowledge reveals that female

officers are often viewed as being stricter than their male counterparts, or in other words
officer’s gender may affect his or her decision. If the daia collected did not support this

notion, the researcher must question why it happened. In order to answer this question he
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must go back fo the field to see what is going on there. Was there a data collection

mistake, or otherwise, specific information that may help explain the reality of the data?

2. Maintain an attitude of skepticism; all previous knowledge must be regarded as :'- :

_' '_prbﬁris'ionai—"it needs to be checked out, played against the 'éét;iéi data, and never simply i

| accepted as fact. For example, if the background information suggested that self-interest

is the primary motivation underlying street-level officer’s decision making, it should not be
accepted as a fact. This generalization must be considered provisional until it is supported
by actual data.

3. The authors also suggested that in order to keep balance between that which is
created by the researcher and that which is real, we have to follow a particular research
procedure. This may help researchers to break through biases, and lead them to
reexamine at least some of the assumptions that might otherwise induce an unrealistic
reading of the data.

Finally, in this chapter we have developed a general framework for this project
based on information in the previous chapter along with the writer’s personal professional
expertence. A general description of the traffic officers’ decision-making process and the
rationales underlying it have been presented along with that of traffic violations about

which decisions must be made. We have also noted several factors generated from

offenders, organizational concerns and individual officers that might relate to the street-
level officers’ decision making. This framework would be used as background

information to sensitize the researcher to look for particular concerns while conducting the




study. The study de_sigp and data collection techmques will be discussed in the following . |

- chapter.




CHAPTER 4

. RESEARCH DESIGN AND DATA COLLECTION TECHNIQUES

The previous chapter explored a theoretical framework based on the relevant
literature in combination with the researcher’s personal and professional experiences.
These were used as background materials in order to sensitize the researcher and to help
direct the focus of the present study. This chapter describes the research design and data
collection techniques that were implemented in this stu;ly. We will first address the
methods that were selected for implementation in this study, as well as the rationale for
their inclusion. This will be followed by a discussion of specific data collection techniques
and a description of the study’s sampling procedures. Issues of validity and reliability as
they impacted this research project will also be discussed. This will be followed by a
description of the process of data analysis since—in qualitative research—this occurs
simultaneously with the data collection. Finally, the administrative plan for carrying out

the project will be described.

Research Design

An endunng social-science discussion and debate has focused on the most
appropriate choices for a research design to use in the conduct of a study. The quandary

faced by all potential mvestigators 1s the selection of a design that can lead to answers to

55
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'the central research questlons Trow has mcely summar;z»d thls dﬁemma “What kmds of.

_ problems are best studxed through what kmds of methods What kmds ot ms:ghts and

o -understandmgs_seem to anse out of the analyms of dlﬁ‘erent kmds of data” (1957 33) .

CIm pli_c_it _in't_hi_s o_bservation is th_e-notio'n -_tha_t b_oth-_the r_esearch prdblem and-the_:kinds o‘f_ .
-' mformat:on that are bemg sought wﬂl uitxmately detenmne the actuai research methods e

"-that are emp]oyed Thus there 18 no single “best” method for gathenng data dealing with - _

: 'aH _so_o;ol_og:qal problems under all circumstances, and “different kinds of information

 about man and society are gathered most fully and economically in different ways, and that

“the problem under investigation properly dictates the methods of investigation” (Becker & -

Geer 1957:39),

: .In the present case, for example, we know that traffic law enforcement practices,
and particularly the officers’ decision-making processes, are not static social facts. Rather,
they consist of ongoing social actions involving police officers whose duty is to enforce
laws. This subject calls for a study of officers’ attitudes and behaviors that can be best
understood within their natural setting. By taking the study to the streets, the researcher

can directly observe what the officers do in their natural setting, ask why they do it and

*This comment by Trow is in direct contradiction {o the opinion of Becker and Geer, who stated that

“prrticipant-shservatomisyvery wehlway ot collectnp-datr-and Trere are some s ng oshiow
how useful we found it in one study” {Trow 1957:33). Becker and Geer replied that they did not say thal,
but “we did say, and now reiterate, that participant cbservation gives us the most complete information
abont sccial events and can thas be used as a yardstick 1o suggest what kinds of data escape ns when we
use other methods. This means, simply, that, if we see an event occuy, see the events preceding and
following 1t, and talk to various participants about i, we have more information than if we only have the
description which one or more persons could give us” (1957:39),
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| ﬁnd pertinent evidence of the circumstances that su.r.r:'o_linfd. them when they perform their
jobs.. -

(R - H@ré we Wé_lje_ primarily {:t)ncerﬁ_é_d Wlththe _m_o_ti_vaf_zi_ons_ and actions of police

 officers engaged in traffc law enforcement practices. This information could notbe
'obtainé_d 'S_(I)..I.é}_;/_..b.y_ askmg the subj éc_ts v&.}ét theywere domg and why the.y ﬁ_eré_doi_ng it,

o becaqse .their..responses might only have repreéent_gd w_hat they thought about their actions
.and mgﬁtivaﬁons. In order to obtain a full unde:gtanding we had to conduct th.e study by
going d;irec__:tly to th_e_ places where those acti(_)_:ﬁ_s _t_ak_e. place and observing them as
'complgtél_):z as poséible (Babbie 1995: 280). |

.'Additionally, the author did not have any clear picture about the nature of these

enforcement practices, except for hunches based on earlier cursory observations and
sporadic first-hand experiences. Given the exploratory nature of this project, hypotheses
were not prepared, although their generation was one of the anticipated products of the
investigation. Note that this exploratory study was not aimed at validating any particular
theoretical perspective, but rather was an attempt to develop theory inductively and to
ground it in the empirical observations and data collected on Indonesian traffic police
decision making.

1t is also important to note that this subject has never before been scientifically

studied in Indonesia or any other developing nation. In order to answer the research
questions that were posed, there was a need to “get close to the data,” an effort that

required the researcher to place himself in a position to observe the day-to-day operations




of traﬁic law enforcement Gwen these conSIderatxons a ﬁeld research stra‘ceoy was

| chosen for studymg Indonesmn trafﬁc enforcement patterns

o Th:ls :study was 1nformed by a -ﬁanety of types of mfonnatxon a.nd mui‘uple methods_'__f_ o

_ ;_'-.and measu_ ments were 1mp}emented to explo;t them' 'The natur' : of the subject matter

s _:_reqmred that the s!:udy be approached both quaixtaﬂvely and quaﬂtxtatzvely Quahtatlve B B

g -:data were 1mp}emented Whenever feaszble Accordlncr to Strauss and Corbm
. _ Quahtatzve methods. can be used to uncover and understand what lies -
" behind any. phenomenon about which httle is yet known. It can be used io
- gain novel and fresh slants on thmgs about which quite a bit is already
. known, Also quahtatlve methods can give the mmcate details of
e phenomena that are dlﬁcuit to convey ’With quanntatlve methods
-'(1990 19) : : -
~One n_ote_d benefit of this type of investiga_ii_on is that it assesses the subject’s perspective
' _.When viewing events, actions, norms, values, etc. In this way, it represents an attempt 10
reflect p_feciseiy the reality of everyday social Life.
This is not to suggest that the researcher omitted any appropriate quantitative
“sources of data, however. In order to determine which type of violation is most frequently
committed by drivers, which type of offender is most often ticketed by officers, which type

of decision is most commonly made by the officers, eic., a quantitative approach had to be

used. These questions could not be answered completely by employing a qualitative

approach alone” S0, by combining the two types of daia, the present Study was an attemipt
to counterbalance the unique weaknesses each approach presents when used
independently. “The two types of methods can be used effecitvely in the same research

project” {Strauss & Corbin 1990:18).
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* Inthe narative that foflows v deseribe the daia collction techniques that were
s Thes chudeddres hsesaton ol enoreementn a el s,
evalarions, Each of these methods is disussed below, Tollowsd by desriptons ofour
samp]mg procedures, dlscussmnsof vahdlty andrehabﬂlty data analy&sjand
L édiﬁin_iéfrat_ive p:éﬁ_af_atiqps_ : | . |

Observation .~

e ~ The dirf_:ct_: QbserVation__of social phenomena in natural settings is perhaps the most

' -nétura_l fo_r_m of data collection used by social scientists. In the present study several

distinct forms of observation were employed in order to obtain a more intimate view and

fuller understanding of the fraffic enforcement phenomenon. According to Gold (1969),
observations may be conducted utilizing four distinct roles. The first is that of the
complete participant, in which the field worker naturally interacts with informants while
his or her true identity and the purposes of the study are not known by the subject. The
second, the participant-as-observer, occurs when both the field worker and the subject are
aware that they are in a field-research relationship; also, more of the researcher’s time and

energy is spent in participating than in observing. The third role is that of the observer-as-

participant, in which the field worker takes on a more formal observational role,
identifying himself as a researcher and interacting with the participants in the social
process while making no pretense of aciually being a participant; this includes one-visit

interviews. The last role is that of the complete observer, where the researcher observes a
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o 's'écial.i)rdées's without '_be_c':"om_ing a part of itin any way. For example, an :Obs_é_rver F

investigates a police officer who is performing his job without the subject’s being aware

. thatheisbeing observed. .

- One relevant question about observational methods concerns which of these roles
. 'may be most useful and appropriate in the conduct of a particular study. The answer to
- this query depends on the types of information that are needed. Some studies may require
- that the observer play one specific role, while others may demand an entirely different one.
Many situations may call for some combination of these roles. According to Gold,
- Experienced field workers recognize limitations in their ability to develop
relationships in various roles and situations. They have also discovered
- that they can maximize their take of information by selecting a field role
~ which permuits them to adjust their own role-repertories to research
 objectives. (1958:222)

Moreover, when utilizing observational methods, the observer “participates in the
daily life of the people under study, either [overtly] in the role of researcher or covertly in
some disguised role, observing things that happen, listening to what is said, and
questioning people, over some length of time” (Becker & Geer 1957:28). This definition
suggests that three essential types of activities are involved: observing, listening, and

guestioning. The typical duties of a general traffic law enforcement officer include patrols,

regulating traffic flows, handling trafiic jams, early handling of traffic accidents, and

enforcing traffic laws. This study focused on decision-making processes, primarily as they
related to traffic law enforcement. Of course, the decision making itself was not directly
observabie. Consequently, the researcher focused on the cutcome of decisions, as

reflected in officer job performance.




’;Wé"know_that Whiie_énfofcih& traﬂic léws an '_éffié:er must de_cide"ﬁ/hether or ﬁot e

to stop a cax after he observes the dnver commlt a vzolatzon In this study, the researcher o

: __'_";"__'had ﬁrst to observe traﬁic _ﬂow m_ order to determme the level of obwous traﬁic wolations 3;"

2 _ _'Z:Obwousiy, oniy clearly wsﬂ)ie_ : OIations could be mciuded" They nght_?_ volve speedmg, '.

reckless drmng, foﬂowmg too cloéely, can}qng. too many pa#séngefs equlpment
. . '-vzclatxéns parkmfr ina prohlbited place and smnlar offenses Other v1olat10ns that were .Zf.‘ 5
P '-nét difectiy-ébserv_able -such as -those relat_ed to.]ic.ensin'o and registraﬁc;n were also

_ :_a;:counted for if these were dlscovered by 1 the ofﬁcer aﬂer successfully stoppmg the

N ve}ucle Thls mvestlgator a]so attempted to determme the frequency and type of traffic

- ﬁolaticﬁs that occur during particular time Denods inthe city of Jakarta.
. .}.\.nother concern of thé observer was the aﬁ:hty to identify the types and conditions
- of vehicles that were mvolved in obvious violations (the offender’s social status was
‘assumed to be related 1o the vehicle type). The observer also had to record the
circumstances where the observation was being conducted, iﬁciuding weather {ranging
from clear to cloudy to rainy) and traffic flow (ranging from jammed to heavy to light
traffic). This information was used by the researcher to interpret the data, as these
circumstances may have affected the ways officers handled traffic violations.

When the researcher discovered that a violation had occurred, he had to record

what the officer’s reaction was. In those cases where the officer did not stop the car, the
observer still had to record the violation as completely as possible (time, direciion, type of
violation, type/condition of the car, what the officer was doing, etc.). It was also possible

for officers to make traffic stops even when no violation had occurred. This occurred
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- during special operations known as razzia (where vehicles and drivers are checked for.

'saféty, ':licénses e’tc.) azjd "aJso in-situatidns Whén-an bfflcef 'stopped a car ‘;a'/ithout any

- apparent reason.. If the ofﬁcer attempted to_make dnvers stop, but they dzd not what

s 'would the ofﬁcer then do‘? Hls cho;ces Imght have mcluded pursmt of the car dlspatchmo*_ e
:th_e_i_nformatian to _headqu_arter_s, or _letti_n_g i_t_ gc_.withqut -any ﬁ_m_her ac_:tlc_)n. W_ha_tev_er _the : '

| _Oﬂicer?s_rcact_ion, it_ _was_ 're_c'orded by the: 6bserver. Later the observer would talk directly

to the ofﬁcer n order to attempt to clarify his understandmo of the meaning and rationale -

for the oﬁicer s actions m partlcular 51tuat10ns In aii mstances when the driver who was

in.gtm_(.:_'t.ed to -?‘t_"P@i@ 80, the field worker would goncchtrate his observations on the
ofﬁc¢r5-s étibseéueni actions and treatment of the offender.

The observa;tions included attempts by the researchers io identify several relevant
offender characteristics, such as gender and apparent socioeconomic status, as well as to
observe the offender’s interaction with the officer and listen in on their conversation.
Without neglecting other relevant factors, particular attention was to be directed toward
assessing the offender’s attitude and demeanor as well as the officer’s actions and/or
reactions. The offender’s attitude could be revealed in expressions of regret over having
committed the violation, by requesting forgiveness, bowing his head, and/or even asking

to resolve the case unofficially. We were especially interested in how the officers handled

offenders who exhibited each of these atiiitudes. On the other hand, the offender’s
demeanor here related to the particular form of expression of his acceptance of the
violation, ranging from very cooperative to antagonistic responses. The former was likely

to reflect an intentional atiempt by the offender to influence the officer’s decision so that




E oﬁcer s disposmonal acnons _}:The avaﬂable Opth‘lS ranged. from snnply releasmg the -

the violation would be handled unofficially. ‘Hostile reactions, on the other hand, may

- have Uﬂinteniionaiiy -.inﬂiien'c'e'd 'the' bfﬁdéf ffd jpfdééed With _a forﬁial 6om§1éinf. .

o oﬁ'ender to 1ssmng a citatlon or even makmc an arrest The oﬁicer 5 dec:s1on nnght also _ ' e

- mclude selzure of the oﬂ'ender S dnver s llcense or. other 1dent1ﬁcat10n cards Aﬁer an

-_ obs_erVational period was completed the oﬁicer b_eing watched would be _approached and - L

asked questlons related to the actmnes and demsmns that had 3ust occurred Typical

'questlons for examp]e mcluded why the ofﬁcer stopped the car in the first place why he

d}d not pursue a dnver Who ignored mstfuchons to stop, why he released the offender or

| _Jss.ued_a t1ci{ét, etc. The circumstances and locations where the observations took place
often prevented the researcher from asking the subject many detailed questions. All of
these inquiries were limited to those things that were especially pertinent to the activities
just concluded. On such occasions the researcher simply conducted an informal interview.
Other guestions were asked of the officers at a later time when a formal interview was
conducted.

Particular attention was also directed to the officers’ equipment and rest breaks.

For example, an officer may or may not have had equipment, such as a motor vehicle and

__Fmally, the researcher focused on the resolutlon of the probiem in the form of the_-f o

communications device. if he had a vehicle, whose was it: the department’s or his own?
In the latter case, did the officer have any communications equipment? If not, how did he

handie {leeing vehicles?
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_Ultimately, the investigation was addressed to observations and questions related

to any event, incident, or history” that occurred while the officer was performing his job. -

- All of these events and interactions would be recorded by the observer as they occurred,

3 '-In':thié'ﬁeld "t.he.se ‘g‘_-’ér._e. gehe_fraily_taken' in theform of brief notes, 'althou'gh'. later fhey hadto

be written out in considerable detail. This written record had to include the type of
violations that had occurred and other relevant details (such as the type of car involved).

1t is necessary o recognize the possibility that the study subjects might have

. attempted to deceive the researchers by relating something that was untrue, or by acting

unnaturally and not doing something that they usually would. The probability that such
behaviors will occur increases when a study (such as this one) addresses stigmatized
behaviors such as bribery. For example, how the officers performed their duties
sometimes contrasted with the expectations set out in organizational rules. In certain
circumstances, officers might have behaved naturally even though other persons were
systematicaily observing their behavior. In other circumstances, the same officers may
have changed their performance because they were aware of being observed. We believe
that the probability of “reactivity” occurring became greater if the observed behavior was
seen as undesirable,

The first strategy employed in the study setting was the development of field

relations. Field relations, that is, the relationship between the field worker and the subject,

*Zelditch described three types of information. A simple eveni predicis “a single property of a single
object at a particular time and in a particular place.” An incident is described as “a configuration of many
properties of the same object at the same time in the same place.” A history is a sequence of incidents
(1967:567),




: -fhad to be careﬁﬂly estab]whed It is Lnown for e‘iample tha’t partvcularly sensmve o S

- __mfornat;on wﬂl be gwen ﬁeely on]y to those who are hked and ‘trusted For these

o :_ '-'.3_reasons Wax (1952 96) sugges‘fed that the researcher estabhsh rec;proc;ty, that both o

e pames partlcxpate in the pro_]ect Af‘ter ail “sophistlcatlon in ﬁeld observanon reqmres R o

mampulatlng mformants 1o help them play thelr roie eﬁ“ectlve}y” (Gold 1958 222) In

_'these exchanges each field worker woukd cleariy explam his 1den11ty and the aims s of the i
. study. - As_ -ment;oned ear]_ler, one potenhal benefit of thlS_ study c_:ould be the improvement -

; _ of t_he }NP by exp_o_sing _ihe command staff to the_concems of lower-level personnel. The .

' -'-researcher then had to attempt to hear from the subjects about their concems, and

3 '_partlcularlv to ascertain their perspectives on how the department treats field personnel.
Héwefer, the most influential tactic specifically implemented by field workers was the
showing Qf respect, honor and sympathy to them.

On the other hand, according to Miller (1952), a salient issue relevant to
establishing and maintaining field relations is “over-rapport.” Over-rapport may oceur if
the observer becomes too closely tied to the observed. As this research occurred over a
very short time period, however, this concern was mimimized here.

Another strategy implemented in this study was conducting covert observations.

Using Gold’s term, this could take the form of a complete observer role, that is, a

systematic “eavesdropping, or by reconnaissance of any kind of social setting as
preparaiion for more intensive study in another field role” (1958:222). Ii was a part of the

study design that the researcher would first covertly observe the subject for a brief period




oftie (o sboutone hour. Felwing i b woukdsprch he officr i orderto
ask :th'e_(.;.tiésti'dﬁs ;_déscribed_ abd\,}e. '

i Ethical 1ssues are of speolal concem wn:h regard to all forms of covert observatlon i

o due to the fact that the subjects are unaware that they are bemo studled Sanders for
: exa_mple has remnded us that
__-"socmloglsts shou!d avozd 1ymcr cheatmo and steahno as resources for
_ .oathermg data. Often it may seem that the only way to get information is
by using techniques that are unethlca] and rationalizing their use in the
name of somology “Not only is. such behavior unethical, but if sociologists
- . began to engage regularly in these practices, they would soon lose thEH‘
~ position of trust and would ﬁnd it dﬁcult to persuade mformants to reveal
'_ _1nformat10n (1976 9) '
En'k_son add_ressed this issue by stating that it 1s “unethical for a sociologist to deliberately
misrepresent his identity for the purpose of entering a private domain to which he is not
otherwise eligible; and . . . to deliberately misrepresent the character of the research in
which he is engaged” (1967:373).
Fortunately, this study did not require practices such as lying, cheating, stealing, or
deliberate misrepresentation. Instead field workers merely observed (in a covert way)
traffic law enforcement practices as they were usually performed by officers in public

places. In this instance, the researcher’s adoption of a covert role did not call for

deceiving the subjects, who generally were unaware of their presence. The study also did

not involve the researcher in any illegal activity, either in terms of breaking the law or
asking other people to do so. Despite this, observers may have been placed in the position
of making “guilty observations,” by witnessing the occurrence of a misuse of power by an

officer, without subsequently notifying the authorities about the event.
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.'_Cov_e.rt. obéer?é{ions iﬁ this_ study did not &iéi%ﬁé thé pﬁvacy r.iorh.t.s of of’ﬁcers}
| however since their duﬁes were zmposed by the state are pubhc and are reouiariy
_perfoﬁned T he. ?rogect aiso reqwred that then' mvo}vement had to be a;rreed upon
: _.ewdenced by theu‘ 51 nmg an mformed consent form. Addltlonéﬂy the study assured the |
subj_ect_s of th_ei_r compi_ete an_ony_mitf; (Berg 1 995 213). F of front]ine workers, it was
necessary to emphasize that anonymity and confidentiality would be maintained in the
study. The researcher had to assure the subjects that they would remain nameless and
guarantee that any reference that might reveal their identities would be removed from the
research records. This required changing each subject’s real name to a pseudonym or case
number when reporting the data, as well as, if necessary, changing place names in relation
to description of certain characteristics of an individual,

Another difficulty with covert observation is that it may lead to misunderstanding
the actual reasons for a specific action, because the field worker cannot sort out
ambiguities while remaining undercover (R. Gold 1958:222). However, here an
undercover practice was applied only for a short period of time, as each observational
period was scheduled for approximately 1 to 2 hours. There was no specific reason for
this length of time, except for considering the ability of the officers to perform their jobs in

a regular manner. Two hours is generally a maximum time for officers to stand on the

street; afier that they may take a rest or drive around to control their blocks. This would
be followed by an informal interview.
ther 1ssues relevant to the participant observation approach are the social role of

the observer and the image the respondents hold of him. The role of the observer
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becoma.s crucial, since what he Seés is determined by the respondent’s imagés and will rely
| heavﬂy on the observer ] posmon n a network of relanonshlps (Vidich 1940:354).
Therefore for the purposes of thls research ﬁ: was not p0531ble for the author of thas stuciy._ -
o 20 d;rectly nto the ﬁe}d h;mself since e hoids a hlgh posmon in the departrnent and
would have been easily recognized by street-level officers. Their otherwise “normal”
behavior would then have been adjusted in line with what they believed was expected of
them. However, this study was also simultaneously conducted in many locations and in a
limited time penod. Thgrefore, several field workers were required to assist the
researcher. The field workers had to be recruited from social groups that would be
comparable to the officers in terms of socioeconomic status (this procedure will be
detailed later).
Document Analysis

Ultimately it would be extremely difficult for the researcher to obtain a
comprehensive understanding of the phenomenon under study if he were to depend solely
on the observational procedure. One of these additional sources was provided by
archival/document analysis. Document analysis refers 10 existing sources of information
dealing with a past event and an ongoing event. “If his concern is with ongoing events, he

can often supplement his knowledge by collecting current documents prepared by or about

the people he is studying” (Fitzgerald & Cox 1994:104). In this study the examination of
writien documents was conducted to clarify ambiguous information obtained through the
observational techniques and/or to gather new mformation which was not available from

those sources. This included biographical data on the subjects, particularly regarding
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féwérd_s/ia_rpmotions and punishment/disciplinary actions. -This informat_iog was obtained -
~ by the writer in the P_ersonne} Bureau of the JTPD. This made the information more
aépu%gtg than it might have been if it had been olgfain_ed only from the i.ndi.vi.dual officers. -
g Otherbmgraplncal data, s.uc_h.'a's i éaé'h éfﬁcer"s age, years in séfvice both ."Wit.hin the police_.'_
éepar‘tﬁaéﬁt and within the traffic directorate, educatioﬁal level, and training experience,
were obtained through formal interview procedures.

‘Other useful information included writien organizational policies and citation files.
Tﬁe written organizational policy was examined in order to clarify information concerning
the delegation of authority, and the guidelines and criteria provided to assist the officers in
handling their duties. This information was expected to reveal how the organization
expected the officers to handle their duties, and whether or not these policies were
considered by the officers when making actual decisions. The citations file was examined
to establish the patterns of violations and offenders who had previously been ticketed.
This file also provided information about the types of cars that had been ticketed and the
frequencies of officers” official actions, i.e., issuing tickets, associated with the patterns of
violations and social status of offenders.
Interview

The last major data gathering technique consisted of a series of formal interviews

conducted with individual traffic officers, their superiors and the command structure of the
police organization. Personal interviews were conducted with traffic officers in order to
ascertain their perspectives on various aspects of their jobs. The author used these

interviews to explore officers” perceptions regarding traffic decision making, departmental
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i:raﬁic control policies, and ﬁjefsbnai satisfaction with their jobs and supériors. Thus, as
suggested by Strauss and Corbin ( 1990), armed with such information, we were able to

-~ clarify the data already obtained, and to resolve vague ér_ ambiguous observations.

S IB_;efore interviewing the street-level _oﬁi_cers,"'how_éver, the authof first interviewedj;:_._ e

those who work at the ina.n.égerial.ievel iﬁ order té clarify information on organizational
factors, particularly that obtained from written documents. The information sought
related to whether or not a policy existed that determined ticket quotas. This included
information such as the reason for establishing the policy, the achievement of quotas, as
well as the benefits and shortcomings of the policy. Other information we looked for
related to enforcement policies and/or criteria provided by the department for handling
traffic violations. This included any restrictions related to stopping cars and taking actions
against particular offenders. Thé researcher also talked with the managerial-level officers
about the administration of supervision, rewards and punishments and their understanding
of the factors affecting a street-level officer’s decision making. This informat.ion, along
with that obtained from the previously mentioned sources, was used to shape the interview
questions that were later posed to the study subjects.

In relation to the officer subjects, the study made use of formal interviews in

addition to the informal ones that were associated with the participant observation

activities. Here, a semistructured interview format was implemented, containing a
standardized set of general questions designed to elicit the informant’s perspective. The
actual interview questions were shaped in response to earlier findings based on the

author’s observations and document analysis. The information we sought related to the
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officers’ criteria for making specific tactical choices, their pefception of the adequacy of
the_ir supervisors’ management style, the relevance of organizational guiddines, and other
~concerns t_ha? 'tﬁe_sqb_j.egts' t_hQUght h_ad_gn_eﬁect_bn_th§ir_ décision—m_aking._ _

'A_s n@té&, iﬁtef\}ie\z:vé_\&efe __-addre_sséd 10 those Streét;levél o"fﬁ.cefs: who w_.ere
subjects of the field observations. At ;{he outset, however, the author was especially
concerned that these street-level officers might fear their superiors and that this might lead
them to answer the questions posed either vaguely or with a solicitous, but false, response.
Becker’s (1954) suggestion, in “A Note on Interviewing Tactics,” was of some help in
developing an appropriate strategy for proceeding. Becker suggested that inquiries should
begin with broad, general, nonthreatening questions, and then gradually move on to

present more pointed and specific queries.’

Sampling Procedures
The resolution of the question of what is an appropriate sampling strategy is
crucial in any research project. Some scholars have argued, however, that this issue is not
really applicable to criminal justice field research. “Because of the very nature of most

participant observational studies in criminal justice, particularly of sensitive subjects, the

statcments about their superiors and colleagues. First: start with questions at 2 high levet of generality.
When the conversation has been well initiated and some relevant statements have been made, we can ask
the interviewee to give any examples from his own experience as evidence. Then by shifting conversation
to personal experience, we may play dumb and pretend not to understand certain relationships and
aititudes which were implicit in the staiements but not stated openly, By doing so, we are able to force the
interviewee into being more frank than before. This may lead us to be quite aggressive, by expressing
open disbelief in the face of stalements (hat scemed cvasive, implausible, or inconsisient with what has
already been said or with our general knowledge of the particular topic.




' Iusé of standard samplino procedures is inappropﬁaie” (Hagan, 1993:198). This does not |

necessanly mean that we do not need to talk about s::zmpln:mr procedures in a field research - -

R pr0}ect however As noted by Babbze “ﬁeld researchers attempt to observe everythmg

- ;wrthm the;r ﬁe]d of study, thus m a sense they do not sample at all. In reahty, of course
it is 1mpossxble to observe everythmg” (1995: 286) “He further argued that the field
'resgarchers do observe a de facto sample among all possible observations.

' 'Although they can later be modified, Strauss and Corbin (1990) suggested that a
_ ground__éd theory researcher must initially determine three things. These include: (a) the
kinds of data that are sought; (b) a site or group to stuc‘iy; and (c) if studying an evolving
process, we may observe the same persons over time, or different persons at varying
points in time. In applying these questions to the traffic enforcement decision making
study, the first has been answered earlier. In response to the second suggestion, when
studying decision making by street-level officers, we must go directly to those places
where these choices are being made. Here, observers went to the streets throughout the
JRP tertitory where street-level traffic officers were making traffic enforcement decisions.
In this case, the researcher preferred first to select places to conduct observations, rather
than officers to be observed. There were two reasons for this preference. First, the

observation would focus on what was happening on the streets (violation and enforcement

activities) rather than on who the officer was. Second, the persons who were making
traific enforcement decisions might constantly be moved from one place to another.
in response to those issues, the author initially had to decide which parts of the city

should be chosen for study, since it would be impossible to observe all parts of the city




o __durmg the bnef research penod The Jakarta pohce temtory con51sts of elght dzsmcts : : |

- ﬁve of whzch he in the Clty oi Jakarta special temtozy (DKI Ja.karta) beszdes the spemai S

'.-known as a recreatmn .center and a port cﬂy East J akaﬂa 1s. zdermﬁed as an mdustrzal
- ceﬁter | Wes;c Jakarta 18 kﬁown asa busmess and trade. center South ]ékarté. .15 known aé .'
. _ the res:déntlal part of the (ﬁ‘%y Iﬁ add;tzon Centrai Jakaria .zs charactenzed by

) _ govemmental sites. In this study it would be necessary to mclude all of these districts in

 the ﬁeld observatlons but to select only several subdxstncts in each dxstrict as samples

: Each éubdlstmci consists of h_un.dred_s of blocks of streets, each or some

jéoxnbiﬁatiops _o.f V\}ﬁich would be a traffic police post. A traffic police post could be a
'p;erm_aﬁe?it, temporary, or mobile post. All traffic posts (permanent, temporary and
- mobile) in each selected subdistrict would be listed. The researcher would then randomly
select a number of posts in each selected subdistrict. The number of posts selected was
determined by the availability of resources, 1.e., funds and field workers. There were to be
10 field workers, each of whom would work for 8 weeks to assist the researcher in the
conduct of this study. The plan was to assign each field worker to observe one post every

day. To ensure the accuracy of data, each post would be observed et least at two different

o demographzc charactenstlcs 'each also_-has'umque features 1 For example" North Jakarta i 2

times by different field workers. In the end, every field worker would have observed 28
posts during the observation pericd, resulting in 280 observed posts, each of which would
have been observed two times by ditferent field workers. Consequently, the sampling

procedures employed here referred to the selection of sites where various traffic officers
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make .tfilleir decisions; these would be chosen by a;ﬁpl_ying the multistage cluster sampling
method (Babbie 1995:213).

o _ _-_As i_ﬁdicated earlier, ‘;he..pai_tems of traffic enforcement decisions can vary greatly O
. duetothetnne For this réas.g')_n__:.‘til.aé_ Zjhoﬁr :éb_é,éf.v.a'.;tiéﬁ_:pé_:ﬁods Wo.ulagbe fofté_‘%ed. For
gkémpi_e; thé first day was 7 to 9 am. and 1 to 3 p.m. The next day was 8 to. 10 a.m. and
2 to 4 p.m. This way, the observations could cover all duty periods. Likewise, the
~patterns of those activities may also vary between weekdays and weekend days.

Therefore, such a difference should be taken into account when conducting observation
with regard to daily schedule.

The decision was made to observe different persons at varying places rather than
attempting to follow the same persons over time. It was possible that the observations
would include different persons who were present at the same location (several officers
working at one place), as well as the same person at several observational siteé. The latter
was made possible i accordance with the personnel plotting plan made weekly for each
unit in which the officers are assigned a different post and/or shift every week. Ultimately
this meant that whoever performed traffic duties at selected places would be the subjects
of the study. They might be officers from subdistrict, district, or regional levels.

If the officer being observed left his post and was replaced by another officer

before the end of the 2-hour period, the observaiion would continue until the time limit
wasg reached. In those cases when no one else assumed the officer’s position and he was
taking a rest however, the observation was ended. If he was driving around, then the field

worker would follow him until approximately 2 hours had elapsed. This means that the




- observation would take place not only at static points, but could also be mobile, asthe =

. officers moved from place to place in order to control traffic in their blocks.

p .'-_With.reoard to'.t'he_ :ofher iechrﬁques.ﬁof data co'Heotion %doeon‘ierit .analysi's é.nd

o _mterv;ew the samphno procedure was determmed by the ﬁeld observatxon As presented |

' :above the blographlcal documents that were examlned and the respondents that were

mterwewed were those re}ated to or Who Were the subjects of the observahons Other

-doeuments eoncernino organizational policies did not have to be sampied because they all

had to be taken into account as lono as the pohcxes were in effect. The seiect:lon of
ertarrorr files oxould be co.nducted n aeeordaooe Wlth the a\rallabrhty of the data Of course
.we___n_eeded_ to sar_npie them, es it would harre been impossible to examine all archival copiee
of the citations (approximately 300,000 tickets per year).

Fmally, it 1s necessary to emphasize that this study’s procedures called for an open-
sampling framework. This means that “the sampling 1s open to those persons, places,
situations that will provide the greatest opportunity to gather the most relevant data about
the phenomenon under investigation” (Strauss & Corbin 1990:181). Therefore, when
necessary, the sampling procedures in this study were open to modification in order to
allow the researcher to gather the most relevant data without sacrificing the principle of

consistency.

Issues of Validity and Reliability
Issues of validity and reliability are crucial and serve as important criteria for

judging the adequacy of any research project. Simply stated, validity refers to the
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: correspondence be‘tweendatam}lected by theresearcher and the reai wor]d( Sér'z'd_er.é' e

S _.'1 9767) Hénirhérsléy déﬁnéd_.ﬁfélidity aé ‘.‘thé e'kter:}t"to '\if'hi.c'h.”ah_aéédﬁﬁt"ﬁééﬁfétely .

" "-""represents the socaal phenomena to Whmh 1t refers” (queted 1n Sﬂvennan 1993 149)

central aspects of vahdity mternal vahdlty wh;ch re ers to the context of
= 1 méésﬁfément anci external vahdlty, which refers to the generahg,.ab.x.ﬁty of fmdmgs. |
: _..(Sanders 197678) . L NP

Intemal vahd;ty relies heavﬂy oﬁ the accuracy of data provxded by subjects and .. o
' this m turn may hmge on the Way ﬁeid workers obtam that data As already discussed,

E several strateges were estabhshed here to bmid conﬁdence in the mi'emal vahdlty of the

_ ﬁndmgs Th_e pr_egent _s_tjudy employed multip_l_e, data coligctio,q mge_tho_ds. These tactics
alléwed the researcher to cross-check data obtained from one source with that collected
from another (triangulation). Field workers would be trained not only individually, in
order to improve their skills, but also as a group, in order to ensure that the same methods
would be consisiently applied. Guidelines were provided, directing the field workers in
the pefformance of their jobs. For example, these guidelines set forth instructions on how
to question officers, how to count traffic violations, etc. In addition, the field workers

would be regularly supervised in their work, and would also be required to submit their

reports each night to the researcher. At this time the researcher might discuss any

particular potential problems, and correct any mistakes or inconsistencies in submitted
materials.
As noted, external validity refers to the generalizability of study results, It is

necessary to note that generalizibility in the context of qualitative research means
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: genera}iz_'ibi_lity under specified c'é'ndiﬁons. This means that “we specify the conditions

_und'er which our phenomena exist, the action/interaction that perta_in_s to them, and the

. "g_ssociatéd ou:téomes'or.gqﬁs'eq_uenqesj_’-:.('Str_at_l_s_s_& C_bein'_.1990;191). _"Coxi_'seguem:]_yj o

: eventhoughasamphng procedure has been faﬁpﬁe_d_ In _Qr_dqf ‘tQ fuIﬁIl the imé_rest _df R

 generalization, it must be emphasized that findings from this study can be generalized only
~ if certain conditions are met. Included in these conditions are the characteristics of the

tesearch setting, i.e., the Jakarta Regional Police Temritory. So the generalizibility of these

ﬁndmgs may hold only in that s_et_t_ing._ In order for these findings to be generalized to a
1arger_ pépgiafcion, we need to condﬁct a further study_, rather than this exploratory study.
| Rehiability is generaliy defined as ;‘the ability of a method to replicate results when

it is used by different researchers” (Sanders 1976:8). According to Silverman, the issue of
reliability is brought vp only by positivists, who see no difference between the natural and
social worlds, whereas those who treat social reality ag always m a state of flux are not
concermned about whether research instruments measure accurately (1993:146). Silverman
referred to Marshall and Rossman, who argued that

positivist notions of reliability assume an underlying universe where inquiry

could, quite logically, be replicated. This assumption of an unchanging

social world is in direct contrast to the qualitative/interpretative assumption

that the social world is always changing and the concept of replication is
itself problematic. (Silverman 1993:146)

Moreover, Silverman argued that qualitative research often concerns authentictiy rather
than reliability. “The aim is usually to gather an *authentic’ understanding of people’s

experience” (1993:10).
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- The author of the present study attempted to control for the reliability of the
findings to {he extent possible. As noted above, field workers were requiréd to maintain
brief _on-__si_te_* ﬁe_ld notes (Ip_ade_ at th_e tim¢ of the even_‘;) and expanded notes (c_ompleted a_é. -
* soon as possible afer each ied session was fiished). The other information obteined
from wilz‘i.tten. documents and inierﬁewé was also recorded as completely as possible. The )
issue of reliability may best be explained in the following section, where the researcher

discusses the coding of this information.

Data Analysis

This segment discusses how the study data were interpreted and analyzed.

Perhaps it 1s imporiant to note that, unlike quantitative research in which data analysis can
be conducted only after it has been collected, this gualitative study required that the
analysis process be conducted simultaneously with data gathering. In reality, the
researcher moved back and forth between data analysis and data collection.

The first step consisted of conceptualizing the data. The information obtained
through observations, document review, and interviews was taken apart or broken down
into discrete incidents, ideas, or events. Each of these was then given a conceptual name
representing the respective phenomenon. Concepts are “conceptual labels placed on

discrete bappenings, events, and other instances of phenomena” {Stravuss & Corbin. 19900 .o

61). One example of how the conceptualization was conducted is described below in a

simulated observational report:




© ObservationalReport
o CotNmber D01

I ﬁrst saw three ofﬁcers standmg there Ofﬁcer X Was standmcr in - S

o 3_:the mlddle Of the mtersectlon reguiatmg traﬁic Ofﬁcer Y, ‘who was -

e _.'standmg at one corner of the intersection, was helping officer X by gmng e

- instructions | to drivers, who had entered L * Fatmawati from JI. Abdul, o
- Majid, to- stop.or proceed. ‘Officer Z was staudmg on JI, Fatmawati (about N
25 meters from the mtersectlon) watching traffic flows heading for and .
"passmg the mtersec‘aon 1 was standmﬂ a‘oout ﬁve meters behmd ofﬁcer Z
.-and focusmg my. observatlon on hlm _ . : TNy :
S Isawataxi (mzmbus) runmno on J. Fatmawan stop about ﬂnrty-
5 _-ﬁve meters before the intersection to unload ‘and load passengers. This
Dblocked. the traiﬁc flow behind the taxi. A traffic sign, prohibiting cars to
“stop around there was located between ofﬁcer Z and the place where the
o taxi stopped Isaw that officer Z did not take any action.
L “Five mmutes later, another taxi did the same as the first one.
y _Aga_m, I dld not see officer Z take any action. ‘About ten minutes after that,
-another taxi stopped at the same location, This time a car passed the taxi
by suddenly taking the opposing lane, causing another car coming from the
opposite direction to siop abruptly. 1 saw that officer 7 did not take any
action agamst the taxi, but he was surprised when hearing the sound made
by the car that was suddenty forced to stop. He moved from his place to
see what was happemng, but the cars had already left.
' After that, again I saw that a bus carrying many passengers, some
.of whom were hanging from the door, passed down the street. Officer Z
blew his whistle and instructed the driver to stop. He then approached the
driver, gave a salute, and asked the driver about her administrative
requirements (registration and driver’s license). He took the documents
and while examining them he went to a safe place, followed by the driver.
With anger, he then pointed to the driver and said: “De you know your
mistake?” The driver responded: “Yes, sir. 1 ask your forgiveness. You
know, actually, 1 already asked them not to get on but they still did.”
“Why did you still bring them?” he asked. “I just sympathized with those
guys, because they might miss school,” the driver rephed. He stated: “You

lmox‘ 'pﬁﬂ B M kﬁﬂﬂmﬂt‘ R AL RS f‘(\l;il’; ] 1“ +!~ao.m » “’Vnﬂ c\n" I ERR vt AT o .4
oy Ll o
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I promise, I will not do it again,” he replied. “Ah, you are kidding. I will
issue a citation for vou,” he stated. “Please sympathize with me, sir. 1do
not have enocugh money 1o pay a fine. You know, I have {o first collect
money for my boss. [ do not know whether I can get some money for

* 1. 1s the Indonesian acronyvm of “Jalan™ which means “Street.”
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'feedmo my family ‘{oday or not. So, pIease SIr, sympathlze w1th me.” He
then said: “Well, here (while giving the documen‘{s back to him).
: Remember do not do it again.” “Thanks a lot, sir,” the driver sald
1 approached ‘officer Z, said hello-and mtroduced myseif 1 showed
~my identification card,’ e‘k;piamed the research and asked his cooperatzon
- As he agreed 1o part;c;pate 1 asked h}m severai questlons First, T asked
- -him about the latest case, the car that passed the taxi. He. expressed his .
- irritation about that car. I as]\ed him why he did not take any action.  He
 answered: “You know, ‘the car had 1mmed1ately gone when 1 wanted to
- approach it.” 1 then asked why he did not try to pursue it. He smiled and
said: “You know, how could I do 507 1 do not have a car or even a walkie-
talkie” (I saw that he did not have any.) Then I asked him about the taxies
 that had stopped close to the prohibiting sign. He responded that it was
usual that taxies stop at that place to unload and load passengers. He
stated: “You see (while pointing to that place), there are a lot of people
who are waiting for public transportation.” T asked him whether it was a
violation or not. He said: “Yes, but in such a case we have to see the
circumstance where a violation happened.”

To facilitate analysis, this observation report should be disassembled into discrete incidents
and events, each of which should be given a relevant name. The method of disassembly of
the report into discrete events is exemplified by the following:

1. Day was clear (Weather).

2. Traftic flow was heavy (Traffic Flow).

3. A taxi stopped at a prohibited place (Traffic Violation).

4. Officer Z did not take an action (Police Action).

3. A car passed a taxi by suddenly taking opposing lane (Traffic Violation).

[
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Action Attempted).

* An identification card was issued for the purpose of this project (sce section “Administrative
Preparation,” below.




7. Officer Z _expfegséd fhis:;rﬁtamsh about ﬁfhé“cafﬁ -pa's_sang_fheftjagi by taking

- .jopposmcr lane (Pohce Reactlon to 'Eleemg Veh}cle)

e -"8,_":;'_Oﬁicer 2 was not equ;pped wzth a car or a cormnumcatxons tool (Resource o

.' Avallablhty)

9 '__Ofﬁcer Z aﬂrﬁed thaf ﬁ: was usual for tax;es ;top ét thz#‘. ;)la.ce. ';héré .ar.e a l.ot.
 ofpeolewhs e s pobls nsporiaion, s ek cse e e
i to seethe 'c.i.r_cumstanc'_e.:whe.r.e a ?iolaﬁioﬁ héﬁpénéd (Oﬁée;’é_éon#ide?ration.). s
- 10 A bﬁs carned too maﬁy passeﬁgers (Trafﬁc Vlolatlon)
o 1 1. Ofﬁcer Z stopped the bus approached the dnver (w1th a salute) and
| explamed the case {Pohce Approach) | X
: 12. A driver urged the officer to forgive and sympathize with him (Offender
| Anitade).
.13. Officer Z released the offender with a warning (Police Disposition).
| .:':Ihe_se .spéc:iﬁ;_incidents, ideas, and events may be expanded when the data
ébtained through documents and interviews are completed. They may include concepts
such as educational levels of the officers, their training experiences, delegation of officer
authority to a superior, etc. In addition, as mentioned earhier, throughout the observations

the author also collected data on types of cars. These included, for example,

motorcycles, commercial cars, luxury cars, governmental cars, etc.
The second phase of the data analysis was to develop groupings of the concepts.
This process is called categorizing. Here concepis that dealt with the same phenomena

were egrouped into common categories. A category is “a classification of concepts. This




' 'ciassrf canon is drscovered when concepts are compared one agamst another and appear to_ s

: pertam toa s;mﬂar phenomenon Thus the concepts are grouped together under a higher o

o -_order a more abstraot concept called a oategory” (Strauss & Corbm 1990 61) anh

__"'_catecory was thon given a conceptual name that IS more abstract than tho onolnai

| '3__conceptual Iabel Thzs process was expected to stlmulate the chscovery of categones as - 0

_ WoH as of their propertles and dimensions. Property is here deﬁned as the charactenstzcs o

or atmbutes relatmg toa category, while drmensxon is a location of propemes along a
_contmuum (Strauss & Corbin 1990 61) Assume .for example that we have already
c_ol}e_ored a numb_er.of observational repor_ts. They have been grouped into the following
_ carsgories. . Each category is followed by examples of an appropriate dimension.
1. Weather: clear, cloudy, rainy.
2. Traffic Flow: jammed, heavy, medium, light.
3. Traffic Violation: serious, common, light.
4. Police Initial Action: ignoring, attempt, stopping a car.
5. Resource Availability: unavailable, available.
6. Offense Seriousness: more serious, less serious.
7. Offender Attitude: sympathizing, regretful, hostile.

8. Police Disposition; simply releasing, releasing with warning, simply ticketing,

ficketing with a warning, etc.
The third phase of data analysis included making connections between categories.
Here we are talking about grouping categories into major headings based on their

sequence (“causal-order”) process. In relation to this study, categories could be initially




to the coi}_dit_ions, incidents, ideas, or events that impé_cted the officers’ decision making. '

:Thi_s_'might_i_nclude factors such as individual officer’s characteristics and managerial

aspects of the organization. Occasions are the main grounds where decisions are made, =~
*thatis, the traffic activities, and particularly the traffic violations. Circumstances referto =
5 _the"_suﬁdur_ﬁﬂing conditions that occur at the time of the decision-making process, such as

traffic flow, resource availability, and offender-officer interactions.® Finally, police actions |

refer to how the officers handle the problem; these are the practical consequences of
decision making. These can be subdi\dded into at least initial actions, such as stopping
cars, and final action or disposition, such as releasing the driver, ticketing the offender,
etc. Llearly, we should not see them rigidly in terms of absolute linear sequences,
however, since police actions can be separated into initial actions (between occasions and
circumstances) and disposition,

‘The last step in analyzing the data involved integrating categories to form a set of
hypotheses or grounded theory. - This phase involved a more abstract level of analysis
than the preceding steps. The first substage included explicating the core category of the
data. Here the core category consisted of the strategies used by officers to handle traffic
problems, that 13, the decisions of the traffic police officers. This primarily pertained to

the general patterns of decisions. Explicating the core category means that it must be

conceptually explained by being given a name, as it must be related to other categories.

For example, police initial action (ihe other category is police final action/disposition)}

® Both oecasional and circumsiantial factors will also be called situational factors. and these are also
viewed as influencing [aclors in broader terms.




con_ééptijal_ly explained by being given a name, as it must be related to other categories.

For g:)iample, police initial action (the other category is police final action/disposition)

-tefers to an officer’s action or reaction to a driver which relates to a traffic violation or .~

lack thercof. This may include no action at all, failing to take any action (due to the
. circuiné_iancés), attempting to take action (but failing), and stopping a car.

The next substage of integration calls for relating other categories to the core

87

‘category. This means that we have to relate the patterns of trafiic police decisions to the

dther categories by means of the paradigm—ithe influencing factors, occasions (traffic
violations), and circumstances. The relating process varies according to the range of
dimenéions pdssessed by each category. For example, the dimensions of ticketing (a
pattern of traffic enforcement decision) range from frequently to never, while the

dimensions of status range from lower to higher ranks. Here the researcher associated

issuing a ticket, for instance, with an officer’s status by relating their dimensions. Issuing

tickets might frequently be performed by the officers who held a lower status, for example.

This process was the key to ordering the categories in a meaningful fashion. When this

process was finished, hypothetical statements could be prepared concerning the

relationships among the categories. For exampile, tickets were more likely to be issued by

those officers who held lower ranks than by those of higher ranks. Another example is

that street-level officers tended to ignore violations when the traffic flow was heavy.

The third substage calls for validation of the relationships. This required a return

to the field in order to validate the hypothetical statements. The gquestion that had to be

answered was: Does the statement hold true in a broad gense for each individual decision
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“maker? Or does it hold true only under certain conditions? Upon carefully examining the =~
. data, it _.tﬁrhed out, for example, that the fé_latic;i:ship b_ét_wéen_isSuing t_i_ckéts_ and officers” "+ -

. statusd;dnothoid tzﬁe forfemaie ofﬁcers ;R’e_gard_leégdf :éiaf_ﬁs, theytended to issue. - ::': |

- tickets whenever it was required.  In validating relationships, a combination of inductive. -

‘and deductive thilking vas involved, although the inductive approach has been
emphasioed n his sy, .

o Thelast substage of this final step of data analysis was filling in categories.
. Actually, When validating the reiationéiﬁps again_st the data, we completed t_hé process of o
gréﬁnding t.he.ory. Here, we laid out the fheory in narrative statements. For example, a
decasmn to :i_ls'.._s_.ue a ticket against an oi‘fende.r was best.explained by the type of violation
ra_fh_er than by other factors. Another example is that educational level was the most
Signiﬁcant factor accounting for traffic enforcement decisions; the higher the educational
1evel of an officer, the more strict his decision to enforce traffic laws. Finally, this last
process of data analysis also includgd th¢ need for further refinement and/or development
and the implications of the findings for the development of public policy. For example, it
is necessary to suggest to the policy-makers that educational level should be strongly
considered in hiring and assigning people to perform duties related to traffic law

enforcement.

Adminisirative Preparations
In order to complete this study, some administrative preparations had to be

undertaken. First, the researcher was obliged to obtain permits from the Chief of the INP,
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~whose institﬁtion was 10 be researched, and———accbrdiné to szovémnrieht reoulation%ﬁom

E N ?:he Governcr of the Speczai Provmce oi Ja}\arta Where the study was te be conducted

IRE -"Once thc study had been approved by the Ch:ef of the INP coordmatlon wrth competent :_- |

._'::of‘ﬁccl s.m thc JTPD ‘was needed to 1mp}ement the research

| Fucdmc approval for the pro_;ect had to be obtamed from the Chief cf the }NP e
whc was sponscrmg the writer’s program of educatlon and this pamcuiar research
'?rO}éCT_- Eycn though this research was not dlrecﬂy rc_}at_ed to pohcy analysxs and
_ecalcaticri; coﬁc_erns could have arisen since the study resuits could potentially damage thc'
| r'epc_f_:éﬁcc of the funding agency. Wilson (1973) suggested that two patterns have
| '_c;{clvc_d \;Nit_h.cuc.h_research. First, “all policy interventions in social problems produce thc_ 3
. inicnded eﬁcct~—~ifthc research is carmied out by those implementing the policy or their
fﬁends,” and conversely, “no policy intervention in social problems produces the intended
effect—if the research is carried out by independent third parties, especially those skeptical |
of the policy” (Hagan 1993:386). Despite thcse concerns, Wilson’s criticisms do not
apply to this study. There are two reasons for this. First, the Chief of the INP had already
been sent a proposal emphasizing, among other things, the importance of gathering such
objective data, as the agency might then be able to use the study results for the purpose of

improving the INP. Second, it is this researcher’s personal belief that whatever the result,

it must be disclosed, because this might be the only way to promote the development of
useful policy. Moreover, the writer’s position in the agency may guarantee that such an

interest could be secured.
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. The researcher was especially concerned that officers in the field fear their

_fsuper_ior_s, and consequently might change their usual behaviors if they know they were

~ being observed. They might also say something that was untrue when being questioned

- about their actions in both informal and formal interview situations,” In anticipation of this,

studymg Bééker’s interviéw stratégies (1954) provéd useful, aithoiz.g.l.l_.oﬂicer resistance
was siill likely to pose a significant handicap when one was conduciing an observation.

For this reason, in addition to those strategies previously stressed, the researcher obtained
a written statement from the Chief of the INP ensuring that any information, and especially
that regarding misbehavior or the misuse of power that ;rrxight be discovered by the
researcher, would not result in any disciplinary actions.

After the necessary permits were acquired, the recruitment and training of field
workers began. The field workers were recruited from two sources: one was the roster of
police officers, and especially those who were students either at the police college or at a
common umversity; the second consisted of graduate students, particularly those who
were already experienced in conducting research. The field workers were then trained in
both simulated and real situations.

Before going into the field, each field worker was equipped with an identification

card. The cards were issued by the department, stating the identity of the holder and of

the study project. It also contained a statement ensuring the anonymity and
confideniiality of the subjects as well as the freedom of the subjects to choose not 1o be

involved in the study.




CHAPTER 5

FEN DINGS

PATTERNS OF VIGLATIONS AND POLICE DECISION S

In the prewous chapter research demgn and data collectmn techmques were :

= discussed Thjs chapter reports the research ﬁndmgs of the study We begm w1th a

B general overvxew of J akarta s trafﬁc jams and acczdents in relat;on to traﬁic violations.

| _Followmo thls pamcular traffic wolanons wﬁl be assocxated with a range of pohce acﬁons__ i

o ﬂiustrate how they are feiaied For thé purposes of Ith1s analyszs, street-level officers™
d_em_sz_on_s have been subdivided into three phases: (a) initial action, such as stopping or
niot stopping vehicles; (b) interaction between offenders and the police officers; and

(c) final action/dispesition, such as ticketing or not ticketing offenders.

An attempt will be made to reveal the reasoning behind the actions taken in order
to help explain these choices. We will focus on the reasons given by subjects and on those
conditions that are related to the subjects’ choice of actions as they were discovered
during the field investigation. It will be helpful, however, to begin by providing the reader

with a thorough description of how this project was actually undertaken in the field. The

description covers modifications that were necessarily made regarding the implementation

of the data collection technigues and sampling procedures.




= "-S_cc»mmjttee ofFlonda Stato Umversny (FSU) the Ch1ef of the INP an__' 'the Govemor of .' |

. Research Implementation

o '-'Be'foré initiat'ing thé.data 'coilec{ioﬁ'proCéés 'neceﬁsa;y.prcpafa{ioos Wére_made_ e

[ These mcluded obtammg requxred per.mits (to conduct research) from the Human Subjects s

.' "_Jakarta Spec;al Temtory, _as well as thc Chlef of JRP Aiso coord1nat1on was eﬁ"ected

o :_vnth the Clnef of Jakafca Traﬁic Poi:ce Directorate (JTPD) and his staff n order to secure ;

;support for th1s prOJect Thls enabled the researcher to estabhsh sample seiect;on train _'

: -ﬁeId workcrs conduct observatlons and proceed Wlth the project

The trafﬁc decxslon-makmg pro;ect ut:hzed the field research method by employmg'__.__ :

; I_.obser.va_tlon_s, sennstructurcd_m_temews and do_cu_ment evaluatlons as es_sent;,al data
colicction techniques, The r.esearch setting was the Jakaria Regional Police (JRP)
tcm'to;*y_: The initial plan had been to limit research to the City of Jakarta special territory
:(DKI Jakarta). However, traffic patterns in the JRP area have been so centralized that the
city limits are transparent. Consequently, the depariment implements a centralized
approach to traffic control in all their jurisdictional regions. Thus it became necessary for
the purpose of this study to cover other districts in the Jakarta metropoiiﬁé.n area as well,
such as Depok, Bekasi and Tangerang districts (a map of the JRP territory appears in

Appendix B). Depck is known as a universities center, Bekasi as a heavy industrial center,

Tangerang as a light/medium industrial center, and all of them are also residential areas

where most of Jakaria’s workers live. Fach district consisis of several subdistricts.




i . _umts cailed general traﬁ"xc pohce umts at both the reomnal and dlstrict leveis There are

' :'Sampimq Procedure? o

As noted earher the focus of thzs study Was pnmaniy the traﬂlc Iaw enforcement

two types_of umts performmg_ general trafﬁc enfor ement 'dnnes The ﬁrst is compnsed of s

o '__zobservatmn and regulatlon umts whlch perform the:r duties at mmobﬂe statlonary, posts S

. It was apparent that the number of these posts was s0 hmlted that it was mappropnate to.. S

_ select them randomiy Wlthm subdlstrzct ievel A second form of trafﬁc enforcement

'-3cons_ists of mobile posts, _whigh include p_atrol units. _Thesa functions are also organized at

a ifegio_nal :ar'id_ district 'levells_. 'Unlike the observation and regulation units, patrol units at the

regional level put more emphasis on guard duties, such as escorting VIPs, parades, and the.

like, {ﬁan th_éy.do on iaw enforcement duties. At the disfrict level, however, patrol units
are assigned to stationary posts, so their duties do not vary much from those of the
observation and regulation units. In this instance, sampling selection of the patrol units at
the district level was treated in a manner similar to‘ that of the observation and regulation
units. However, sampling selection of the patrol units at the regional level would be

treated differently, in accordance with their unique activities in traffic law enforcement.

! An immobile or stationary post can be either permaneni or temporary. A stationary post is
staffed by general traffic officers in two shifis (morning: 6 2.m. - 2 p.nt., and aflerncon: 2 pam. - 10 pm.).
Except for certain posts localed on the streets that are frequented by VIPs or INP high-ranking officers,
permanent posts generally are staffed only during rush hours, that is, 6 a.m. 1o 10 a.m. and 4 p.m. to0 8
p.m. Temporary posts are usually atiended by staffers assigned for operational duties during the 7 - 9 a.m.
rush hour. (Because they are enly temporary, this tvpe of police post was not included in this research.}




In 11eu of usmg multzstage procedures posts were chosen through snnple random i

samplmcr From 2 total of 13(} permanent posts in the }RP area, 97 were seiected as the

S sample {Krejme & Morgan 1970) Due to hmlted ﬁmdmg, the researcher couid not aﬁord -

S to observe ali of the nnmoblle ofﬁcers (a total of 910 people) s0 1t was necessary to - i

restn.ct the nﬁ@ber of ofﬁcéré chéseﬁ for d1rect observanon Accordmc to Krejme.a.nd
| M_or_gan (1_97_0), the appropna_’_cg sample 8i7¢ for thxs population would be 270 people.
Ra_n_d_om selection was not utilized to select individual officers, however, because of the
fprqﬁéﬁili_ty that some of those selected would not be on duty at the selected posts. For
| _this. reason, .we employed a quota-system procedure to select officers ﬁomleach Unit. In
| accorciance with the desired relationship between sample size and population suggested by
Krejcie and Morgan, the quota for each unit should be 30% of all of the officers assigned
to it. For example, the sample size for the Central Jakarta Observation and Regulation
unit was 30% of 84 officers, or 25 officers.

in the next stage of the study, within-post sample subjecés were selected by
observers from among the on-duty officers. We quickly discovered that for several
reasons the quota system described above could not be utilized. First, the number of
officers manning the posts ranged from 1 to 10 in each shift. Thus, in the case of a post

attended by only 1 or 2 officers, a 30% quota would have been impossible. Second, as

was noted earlier, the time schedules for manning the posts vary considerably. Some
function full-time, while others do not. This indicates that the activity of posts in traffic

law enforcement varies, so our direct observations had to be conducted according to those




' ":gctivi_tiés. "_'Conseq'uently, subje_cf_choices Weré limited to those officers whose duties

. -concerned traffic observation. .

o Due to.the diﬁ_‘ereiﬁ'_t'a:s};_s_thgy pe}fonn_ed,_t_he sample for patrol u_nits '_di_ifer_ed frq;ﬁ S

: | _':__=£hé{_iiti_l_i;zed_"f_o'f.-ob_seivati()'_ﬁ_ and regulations units. ‘As meniioned 'ee_t__l_"lier, patrol units .
 prioritize guard service duties, so that they perform traffic enforcement duties less

_ freqi;e;}tly.ihan do observation and regulation units, This was also reflected by their

'._-_tickéting: productivity. Patrol units produced fewer tickets, that is, 23% of those produced

| by observatlon and regulation units. Therefore, the sample size for patrol units was
_.dete.r.n:ﬁ;lé& _by considering this difference in ticketing productivity. In this instance, it was
' éﬁﬁr_opx:i:ate to seléct only 30% (similar to the sample size that was required for the
ob_servati.on and regulation units) of the 23% (the percentage of enforcement activities,
i.e, ticketing productivity, of patrol units compared to the observation and regulation
units) of the patrol units population. This means that we needed to select only 6.9% of
the population of the patrol units (420 officers), resulting in 29 mobile patrolmen as
sample subjects. Sample subjects were selected by judgment based on the representation
of subunits and vehicle types (sedan, jeep and motorcycle).
The total number of sample subjects selected was 299 officers representing a

population of 1,330 general traffic officers. This number was slightly greater than the

30% projectied sample size for this population (Krejcie & Morgan 1970). See Appendix C

for the sample aliocation table.




o _()bséri-&:zﬁén )

: .The résearchers beoah collecting data by_condu:cting geﬁeral OBSér\}atibns of the
G selected post sample Dunnﬁ thts early observatlon period ernphasm was piaced on trafﬁc

G _:'ff_-ﬂow trafﬁc wolatzons and pohce actxons m general rather than on the mdmdual ofﬁcers j';_:"-_ "

. :who took the act;ons In other worus sub;ect samplmc had not yet been apphed The - .

'-:'observattons focused on dlscovenng patterns of traffic violations and of‘ﬁcers decisions by_

.keeping i_n mind those regularities which_ were discussed in the previous chapters as

background knowledge

Observatlons were uutlally conducted as covert actions (a complete-observer role)

T he resea_rcher visited the assigned post and observed an officer whose duties called for
trafiic .s.urveiilance. To facilitate these observations, the field worker would position
himself so as to be able have a clear view of traffic and of any violation that occurred, as
well as the subject’s reaction to that violation, Each observer was instructed to behave as
any passerby usually does, so that his presence and activity would not arouse the
suspicions of the subject. For example, a field worker sat on the sidewalk and watched
the passing traffic, occasionally looking at his watch as if he were waiting for a friend, all
the while keeping an eye on the subject and trafiic flow.

There were three kinds of subject reaction to being observed. First, in most cases

(59%) subjects did not show any reaction to the activity until the observation period was
completed. The second kind of reaction was that a subject might realize that he was being
observed and would then question the field worker {24%). If during the observation

period the presence of the field worker was noticed by the subject, however, the
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"fé_é_eafﬁ:her would introduce himselfto that person e:m"d show him his_:(':__rédgaht_iais, At thaf per

_ poin't the'ﬁeid worker wéuid éxplain the aims of the s:t'u'dy:. -'Whi.le d'd'inc; so.hé ‘would

. ._..;'assure the subject that the results ot this study couid help ‘to mlpmVe the INP ﬁnd that they : |

E :also rnwht work for the beneﬁt of lower-levei personnel Followzna thzs expianaﬁon the i o

B observer would ask for the cooperatmn of the subject If xhe subject agreed to paruclpate |

B _'m this pro;ect mcludmg follow-up mterwews the neld worker would continue

: _c_:;bse_ryation oveitly, in an observe_r_—as—pa_rticipant role. Perhaps surprisingly, 84% of'the - -'

_ subjécts approached in this way responded in a very positive manner and welcomed the

:.implém_entation of the research. Most did not object to being involved in the research and

_ | a!gé -agfééd io be interviewed by the ﬁe.l.d worker afier the observation period ended.

| The third kind of reaction was indirect. (ccasionally it was suspected that a
éubject was aware of being observed before the observation period was ended (17%). In
these situations the subject never approached the observer (or in reverse, the observer was
ﬁot able to approach the subject). Thus, perhaps because he was aware of being observed,
the subject would suddenly act passively (would not respond to a violation) and/or even
leave his post. These reactions were often directed at officer-observers who might
unintentionally exhibit a militaristic style * In such cases the subject perceived the observer

as being an internal affairs agent who was spying on him. Following example is an excerpt

from a report made by a participant observer who interviewed an officer:

1t was the researcher’s concern to avold such indications as miltary bearing and hairstyle when
recruiting the field workers, primarily those who were policemen. They were also asked to leave their
hair long during the ficld investigation period.
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 Observer: For a long time I saw that you 'on}y regulated traffic while right in
' ' front of you a number of pubhc mlmbuses were bem gparkedina

' .forbldden p}ace What is your reason, Slr'?

3 ?)_i_fl.ccr_: o -:From the begmmno 1 suspected that you were observmg me, 50 I S

- was unwﬂimc tc} tai\e any actlon

- | 'It:'i:@.réi.s._décided that -fqllo_wing a Siject w_ho_leﬁ hls jyoét_by rldmg a izehi{:lé should ::';

' n;;t :b:é,_ done b'ecau..se{ it ﬁﬂgh‘f endanger the obs_erve.r__” However, observation of mobile
ofﬁcers n ﬁétrpl units was still necessary. The résearcher, assisted by a statf member of
'thééé.u.nits; i_d_entiﬁed ;}. number of patrolmen whé Werg committed to the project and
capéﬁ}é of aﬁﬁng as participant observers. Their work schedule was arranged in such a
| Way fchat_ oﬁée a week they were paired with one of the operators of a patrol vehicle that
had been_ selected for the sample. In this way, observations were made by utilizing the
complete participant method. The participant observers agreed that they might eventually
tell their subjects that they were conducting research related to traffic violations in
general—not specifically associated with the officers’ decisions. Later when the formal
interviews were conducted, the subjects would be given an explanation about the purpose
of the study and asked for their agreement to participate in this project.

The writer discussed all observation reports with the observers (individually or

collectively) twice a week, As a reseit of knowledge gained from a review of the

literature and empirical data gathered during general cbservations, a format was developed
tor recording data in relation to the variables of traffic violation patterns and the officers’

performance.




. Hving condbcted general trial observations, the wrier now directed the fidd
o 'inif'_éstigaiipn to_Wé_r_d' the s":f_:}et;;téd_ _Sﬁbj e_t:t's_aiﬁi)le'." 'Héff_a, o’ijservati:Qi}S Were :'fo_c;_u's_éd_"dﬁ_ the

_decision-making process itself; that is, what kind of action was taken by a subject toward a

 particulr type of vilation, For example, an offer mightignore 4 stop-line violation,

- give a casual 3 ,_f'a;}_}ihg for a helmet violation, b_r'._s'tpjj":a vehicle for i/ioi_gti_r_lg'_'a' fféfﬁé__ sign or. S

~signal. These obseryations also included the identification of type of vehicles involved, as ~~

. 'x,;:,}e"l_'l_feis fhe.lev_ei_ of traffic ﬂu_idityn_ai_t_he _ﬁ_r_n_e. _: F__o_r. example, an oﬁ_‘lc&;_r_might'_ignqr_e a

- luxury '_c'a'r_':vio_la;_i'ng a tréz_fﬁ__c sxgn or signal when traffic was not congested, but might stop -

 and ticket a common vehicle committing 2 similar violation when traffic was heavy. Once -

a vzo}atmg vehicle had been stopped, _th.e.ﬁél_d_ worker continually . £ i_i.‘re_'i'_nteractié:i: %
be.t._\'%}_éen loﬁ"en:c_:i.ef and officer until a fmai decision had been made. For exampie, the ﬁeld..: :
;avorke.; would .lobserve whether the offender was simply released, released with a warning
of_ after a bribe had been paid, or was ticketed. All of these events were recorded on the
dajt_g-r'e_cqrd_i.ng_ form mentioned above, which has been standardized and attached as

| Appenciix D.

As proposed, one purpose of this study was to examine the influence of individual

officers’ characteristics on their decision-making patterns. This required collecting

additional data pertaining to different conditions (time and post) to improve our

understanding of the phenomenon. Moreover, to ensure the accuracy of data, each
subject was observed at least two different times by different observers. For these
reasons, having completed observation of all subject samples, the field investigation was

followed up by condueting a second round of observations.
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1In order to schedule these obsewétions_, the researcher r_eferred to the pérsonnel

'plottmg plan made weekly for each unit. From this list, it could be determmed at which

' __post and on what shxﬁ a sub}ect wouId be on duty for that pamcular week When itwas =

' __put mto practlce however followmg thls pian dzd not always lead to satisfactory resuits_ S

There were sgvera_l Teasons fqr this.

IOIne problem was that during the initial observation there were some subjects
whose names remained unknown to the observer. This occurred in circumstances when
the observer failed to approach the subject before he left his post or when a jacket covered
his nametag. |

A second difficulty was that during this follow-up observation, subjects
occasionally could not be located at their assigned posts as described 1n the plotting plan.
For example, Sergeant A was supposed to be at post X, but was actually on duty at post
Z, a location which may not have been a sample post.

A third problem was that some of the subjects who had been previously observed
were not listed m the later plotting plan, and were unknown even to the unit covering the
assigned post. There were two explanations for how this could happen. It could be that
the subject {who was on duty at the observed post during the previous stage) had actually

been assigned there from another umit. Or, the subject’s name as it was observed on his

nametag did not match the list provided by his unit. For exaraple, R. Hutagaol was
written as Richard, or Suradi was written as 5. Adi. Because of these difficulties, 20

officers observed n the initial stage could not be seen again.




':':;_-subject oﬁicers were neglecﬁno:trafﬁc wolat:ons mth greater frequency than ihey had e

- --:}m the sense of not performmcr thezr tasks dxhﬁendy Later 1t was dlscovered however

- 3_Ijaﬂﬁg the 10th '&eek;bfmg ﬁaggﬁxzegﬁgaﬁag;- t’h'e'-m'se-a;'r‘qh'érj;a'egﬁsed a‘ |

: changm pai‘iem in the subjects behawors Based on Lhe ﬁeld workers reports me '

ught that the observers mxgat have been at Iauli- "3

o -;that a few days earher a }nﬂh-rankmg Poin omcml had Caught and pumshed a pohce

ofhcer who was suspected of acceptmo bnbes on the street Fol]owmo thls mc;dent a

rumor cxrculated among street~ieve1 ofﬁcers that some of them were gomg to be a551gned

1o some remote, undesirable a_rea_s.

:- Given this unique situation it was decided that we would extend the observational s

| ~period for one week. This additional observation involved a totai of only 18 subjects, each

of whom had been observed at least twice before. The results of the observations of these

subjects were then compared with the data on their previously recorded performances, in
order to see their relationship with the corrective action of the high-ranking Polri ofﬁciai.'
In conducting the field observations, the researcher was assisted by a number of
field workers. Eight student observers were selected from among applicants who were
senior undergraduate siudents from the University of Indonesia, Atmadjaya Umversity,

and Krisna Dwipayana University; two of them were females. Twelve officer observers

were selected from among traffic officers who had previous college experience. Three of
them held undergraduate degrees in economic and public administration; the cthers had

some college experience. Additionally, seven patrolmen were chosen to observe their




colleagues from patrol units, and three female o'fffzce_fs_'cbs'éﬁ"%sd their peers when

: pelformmgpatml o

- Bias was difficult to.avoid in this type of data recording. In order to minimize

~ these difficultios, several strategics were implemented, however. The field workers were

o asked -io'.f’dlldw' se‘)éi"al gﬁidelinés and for this :the.yv\'f:ézré't'r'ained bo'th.:i'n. é' éiaSsrodm a_nd._":..__-'

' .'-then n the ﬁeld They were asked to read careﬁ;ﬁy the wntten gmdehnes that were

- prowded and to dlSCllSS them They were then broufrht o nonsampie posis inorderto . -

: _sfudy actua}. examples such as woiatlon types vehlcle types and police actions, as well as

__ the way they should perform their observatlonal dutles For example they ha.d first to
= _.:.take an f\bservation pos:tion opposxté the dlrectlon of traﬁic flow and to situate

' theﬁaéel?e_s on the roadside in such a way that the traffic had to pass the officer being

obéeryed _bgfore passing them. Then, after witnessing a violation where the driver

'_.s_pbseque_:nt_ly passed the officer, the observers had to change their position so as to be in
- hne ?v‘ith.the latter’s observational vantage point. Domg this allowed them to0 determine
whéther the violation had actually been seen by the subject. Oftentimes, for examptle,
public transportation vehicles were observed making illegal stops close to the police post.
if the officer was directing trafiic at the time this violation occurred, it could not be

assured that he actually saw it. However, if he had only been monitoring the flow of
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trafiic rather than actively directing it, he should have been able to see the violation, since
it occurred nearby and in plaim view.
it should be noted that during this study period, the researcher consistently

observed what was going on in the field, either openly or covertly. This supervisory




- activity was done to ensure the presence of the observers at their assigned posts, Bach

 observer was personally questioned about every report submitted in order thatthe

ate. For example, each observer would be asked about the -

S ‘characteristics of the vehicle if_n?olvé_d ina réport'éd-vgoléilo_n, the exact violation involved, =

. and why a particular violation resulted in a ticket being issued, even after the offender had

-._.as_ke;:i _’che'qﬁice:s'_ ffols_etﬂe _thé_éase informally. "

o _ Durmgthe study _se%_?_gi*_al _ébservei'é hédtcﬁ_ be:replac:e_d_ by rés_ér_ve observers.’ Two .' :

.ofﬁ_cefé Were unabie o contmueparumpatmgm tﬁe prléjé::c{. dﬁ_e::_tb jéb ;ﬁtatioﬁ .an.d _
o attendmga traimng program Four st:ti_d:?nt.s #.Oiu#:téﬁly: teﬂmnated théi_r. pé}‘ticip'ation' -
| because of iln_vlc_.;}_\.ze'ﬁlent in their éa_mi:)us_ éétivﬁiés at _th.e beginrﬁﬁg of the neﬁ;v academic
| yea_%. _Anathef twb officers and one student, hdwever, had to be dismissed due to false

.re_pqrting,_

.  \ :E_arl_y on it was discovered that some reports were clearly questioﬁable (those data
were subseqﬁentl? eliminated from the report). In one instance the researcher found two
cases of false reporting. The first involved two observers who made reporis as if they had
been present at an assigned observation post, although when this was checked up on, it

was learned that they were never there. The second instance involved a report that simpiy

' researcher might obtain a clear understanding of the report and 1o make sure that the data ~

could not be accepted as trathful. This person reported that during the 2-hour observation

3 [ ~
© When reerunting the field workers, the rescarcher had already prepared five officers and two sindenis
as reserve observers. Another three students had o be re-recruited.




- situation every 5.22 minutes. Yetin practice it is known that it gencrally takes atleast 5=

- pe'fio'_d,. his :_obs.é.rv,ed suﬁjett ma_de 23 sfiop_s:. Theﬁnal éctibréé hsted i_ncfud:ed llw_a:_ming., .3 _- o

14 cases of _ag:c_e'pt'_ing bribes, and 8 _u_n__knowﬁ rest_alutioﬁs. “If this had been accurate, durmg .

~ that 2-hour period the subject would have to have made a stop and resolution of the ~

E . Imnutesjustto é¢§dmpiis.hz'é{"puﬁl—fovff_é_r;f_ much iéss f.eéolvé.tﬂ_e ﬁiékﬁbg M%_e&er’,_ these
alleged :st._c.?p_s_._w.cf.rt_:t s__éid to _ﬁave occurred duning ;ﬁeﬁoﬁs of heavy t_raﬁic at a post \%zhere 3 _' 5
therels né :ééfé_piaée_to p_ark a .sfcqpped.t’;:ar, As aresult of discovering these {raudulent _:
| observatlon .-lx_'epon:s, thes_é_ ébse_rv_ers were dis;rﬁs_:f;éd anc_i éll of their reports, which
mvolved 9 subjecté_have_ be_en orriit_t_ed from thjs_?ai)er. ‘

.' y : 3. -Altégéth:ér; the 1l-week field investigaﬁéﬁ involved observations of 270 subjects. e
All of them agreed to participate in this project and signed the informed consent forms thaf
were provided. Observational data regarding the other 29 subjects have been removed
from this report due to doubtful identities (20 officers) and some cases of false reporting
(9 officers). This field investigation involved a total of 505 observations. One hundred
fifty-five (155) subjects were observed twice, 72 were observed three times, and 8 subjects
four times.

Document Analysis

As mentioned earlier, this project also utilized an additional source of data, that is,

written documents. The examination of these documents was used as a cross-check on
data obtamed through observational techniques as well as to gather new information
which had not been available from other scurces. The first to be examined were the data

on traffic accidents. However, due to incompleteness of the existing records, we could




" dnly 106&’56_ data pertaining to factors thought to have caused the accident. 'A_noihef data oy
. sbtzfcé Was -proxdded by the oroanization’s citation fi}es.' -Foﬁunateiy, _the _administrative '_ e

sec‘uon of JTPD has a complete comp;iat;on of the tickets that were 1ssued They

i ': fféutmeiy compﬂé and process the data relatmo to trafﬁc t1ckets 1s§ued by | JRP ThlS madé ;
o : rt .r__el_anvc;izy ea_sy__to l_eam a_bm_li t_f_a.fﬁc mtanc_}ns.. Th.ese ﬁgures were uséd_.t_o_ cros_s~. §heck S
3 obée:yaiionél data, such as the relationship between ticketing and violation é_nd vehicle
"_iyp_es. ir_lfofmation on judicial disposition, however, was not provided in the citation files.

h This_l_ed_ the researcher to seek this information in the original citation files, which were

aveii]a_ble only at district courts. Three of the eight district courts were selected as a

sam_pl_é (Ceniral jakarta, West Jakarta, and Bekasi). Because of an incredibly disorganized

filing system, it was only possible to examine the previous month' s tickets file, which

included about 7,000 citations. From this number, 365 files were randomly selected as a

sample. An attempt to identify the offenders’ socioeconomic status, as had been
proposed, failed, however, as the files do not provide such information.

Files on car registrations and driver’s license holders from the Bureau of
Registration and Identification of the JTPD were also accessed. Data on car registrations
were used to determine the aggregate proportions of each type of vehicle in order to

compare this figure with that vehicle type’s coniribution to the observed traffic violation

patterns. Similarly, general data on driver’s license holders were used to compare that
popuiation with the pattern of offender gender.
This study also questioned the relationship between the measurable characteristics

of police job performance and officers’ experiences of being rewarded and/or punished.
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~ This necessitated access to personnel files regarding rewards and punishments. To assure .

¢ the gb_ﬁipi_etep_eﬁ and {:_éi"'r_ec'tncss' of the _inszfmatioﬁ, these data were received directly .~

- from the respective units and through the Personnel Bureau at the regional level,

Codnterviews o o

S, B .:The.i'mpl'emé:l_l_t.étioi_r_i.{)f study jﬁf:éﬁ;ﬁews Waéiba_si.caﬂj co_n:aplue;t_fé_'d as _'planned.

: _'Interviews Were__c_onduqted with 27 managerial officers i_nc]u_ding field supervisors,® unit

- leaders, and directorate level leaders or staff. The interviews with observational subjects " ..

_ 'jrivdiﬁ_)éd _230 street-level officers or 8_5._2% of the 270 subjects who had been included in

- theﬁnalsample Among the remaining subjects, several could not be present during the - e

_intervjew period because they had been rotated to another police region, were attending a

: .t'rain_i.::lg_ program, taking leave time, or were involved in preparations for the Indonesian
.Arr.ned Force {ABRI) Anniversary Day. The questionnaire utilized for these interviews is
included as an enclosure m Appendix E.

:_Finally, several informal interviews were conducted with vehicle drivers to cross-
check the information regarding informal settlements of traffic violation cases. These
mterviews were focused on those who were involved in an observed unofficial clearance.
In these interviews, an attempt was made to find out whether the initiative for the

unofiicial clearance had been made by the drivers or by the officers themselves, These

informal interviews included 42 public transportation drivers and 9 private drivers who

agreed to be interviewed.

* The term supervisor does net necessarily mean a particular job. Here it reflects the lowest leve] of

operalional management, sach as head of subumnit and platocon commander




: -Half of these were cwzhans WhO heid master s deorees in eoonon'ncs and anthropology, or :-“_ :

Gt of’ﬁcers who held master s deorees in enwronmental study and management and
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-W-heri condueting the forrhai ;intervieiifs; fhe r_ese'archefl Was éié,éistéd_by 1 O _othere. i
o _:were Graduate students of pubhe adnnmstraﬁon and socaal SCISIIC@S Others were pohce

: bache}or 8 degrees in econom:c and pohce stuches Before bemg selected the mtemewers o
- .WGIE: gwen an opportumty to perform trial mterwews w1th oﬁlcer-observers and to
-conduct general obse'vanons in the field SO as {0, oam insight about the real world of

street—level ofﬁcers Among the 10 persons seiected 3 were females and 7 were males.

Data Anabzs:s

_It_was_s_uggested _earlier that this study employed three techniques of data
coliection: (a) ciirect observations of tratfic enforcement in a natural setting; (b)
sermistructured interviews with a variety of respondents; and (c¢) document analysis. These
techniques allowed the researcher to obtain both qualitative and quantitative data. As
proposed, this project required that the researcher move back and forth between data
collection and data analysis. In analyzing the data the researcher employed several steps,
beginning with grouping the data and finishing with description of the relationships among
categories. In some instances, we discovered the relationship by applying a quantitative

approach. In analyzing the quantitative data, SPSS software was used. The compleie

findings of this research will be presented in the following sections of this chapter.
Before presenting these findings, however, 1t is necessary to note our concerns
regarding the influences of the observers’ and interviewers’ status and gender on their

reports. Initially, it was found that certain officer-observers tended to report data




o g them t}ns potentlal pr

mdlcatmg only Qood pelformances of trafﬁc oi’ﬁcers Thls can be easﬂy explamed they
o probably dxd not want to Jeopardxze thelr colleaoues However since the researcher

| -retmlarly supervlsed thezr Work on the streets and pe: sona]ly d;scussed thezr repoﬂs w;th S

~was Iearned that female obsefvérs s.eldoﬁ.l“ reported behawof that might be pérceﬁed as _' e
uln.desxrable .Evez.i.tu.a.lly Wé reaiized that tﬁeir presence at c;értaln posts and txrnes (where .
-women .are not normally ﬁresent) nnght have 1nadveﬂenﬁy attracted the officer’s attention,
| Poilowmg this dlscévery, we. stopped asszcmng them at such piacés and times, W]th

regard to mtemew resuits we found no gender or status dlfferences

.T raffic Jams, Accidems, and.Vialaﬁons:. Police Reactions

Like nearly all'large cities around the world, Jakarta has a huge problem with
traffic jams. In addition to local traffic jams, this city experiences almost total gridlock
during rush hours (7 - 9 a.m. and 5 - 7 p.m.) on all of the main streets that connect its
business area to residential areas and suburbs. Examples include streets connecting Pasar
Rebo to Tanjung Priok, Kebon Jeruk to Pulo Gadung, Ciputat to Tanah Abang, Depok to
Gambir, and Pondok Labu to Kota. Even on toll roads and protocol streets® (parade
routes), where "Three in One"® regulations are in effect, one cannot escape omnipresent

trafficjams.. Even in the Kota area the heart of the business district in Iakarta_heavy

That is, main streets usually used officially to route siate guests, parades, and the like.

“The aily goverament has established a regulation requiring any vehicle using those streets (o
carry no fewer than three passengers in order 1o enhance traffic fluidity. A driver who carries fewer than
1wo passengers may be stopped by an officer.
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traﬁ“lé oéburs at all hours from dawn to midnight. It is no wonder that during a children’s
show on one of J akarta’_s local TV statio_n.s,_ o_né ch_ild gsked the Chief of fRP, “Why is
J aké;jaiéiya?sjaﬁlﬁ}:e_& e?a_ﬁ_ to the téll _réadé?” - 2 | | |

| ._ Hawngobservedtheseprobiems __for'.so.n‘:%é ilme th?«w.r_i.t__er-t_:én identlfythe o
Qﬁafaﬁtefiéfics éf tﬁése aréas where the traffic 1s heaviést: |
i, On the toll roads in town and on the main streets that connect the business
areas with resideniial areas and where the number of alternative roads isvery ~ ~
limited {rush hours).
2. At the shopping centers and establishments where parking space is limited
{mainly from 3-8 p.m. weekdays, and 10 a.m. - I p.m. weekends and
holidays).

At the bus terminal and where small roads or toll roads meet main streets

LI

(rush hours).

4. At the business center areas and the intersections of big streefs where heavy
vehicle traffic from all directions forces long waits for drivers to make turns or
to pass (almost all day except when it is nearly midnight).

5. At the entrance and exit areas of recreational facilities (especially during

hohdays) and at the interchanges of toil roads with big streets linking

downtown (beginnings/ends of holidays).
6. At the entrance and exit areas of meeting halls (if there is a party or ceremony

and especially around 7 - 9 p.m.).
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Several factors may account for these phenomena. First, based on the frequency

of these traffic problems, it is readily apparent that there is a major imbalance between the

- -number of -vé}ﬁ_cl_es and the established road system in Jakarta. According to JRP, the

number of registered vehicles in Jakarta in August 1997 was 2,477,088" while the total -~

| length_.c.).f.‘_ ld_a& roads is 7,500 krn Thus, at:any givén time, if all of the Vehiéiés m Jakarta

Were put .together in a continuous line, they would exceed the available road space.

Se_gond, violations of traffic codes can also cause problems or make a traffic jam
worse. Based on field observations and interviews, itis apparent that one reason for
traffic jams is that when public transportation vehicles stop to unload and load passengers,
they often do so at illegal places. In Jakarta passengers can stop a bus or other public
transportation vehicle at any place, without even going to a designated bus stop. In many
cases passengers even ask a bus to stop at a letter S sign (no stopping sign). These illegal
actions often resuit in traffic jams, and since there are many public transportation vehicles,
the problem occurs citywide.

These difficulties are exacerbated due to the fact that many of the bus stops are
built directly on the side of the road, rather than outside the regular traffic lanes. Thus,
when a public transportation vehicle makes a stop during heavy iraffic, the vehicles

following it have to stop as well. As a resulf, and especially on narrow roads with short

distances between bus stops, frequent traffic jams are precipitated. One can find this

" The real number of vehictes registered at the JRP office is 2,522,918, This figure includes
zbout 43,830 tractors and forklifis. These two vehicte types are not included in the data because they
almost never operate routinely on Jakarta's main sireets.
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ﬁap:pening, for example, at stf_eets like Ji. Fatniaﬁaﬁ, J1. Petamburan, JI. Raya Cililitan, and
J1. Raya Cilincing. However, along the p_arade routes {protocol streets) this problemis .

rare, siﬁ(;e.:these stregts are wide and th_e'b__us stops are located in the slow lane ("jalur

o lambat’)

“Third, in heavy traffic many drivers cut into a lane very suddenly and surprise those

who are driving straight ahead, creating havoc in already chaotic traffic. This is the reason
~dnivers in Jakarta must always be ready to apply the brakes, not for the car ahead, but
rather for vehicles cutting into their lane from the side. The writer is quite familiar with
this type of situation. Once he drove from Senayan Circle to Harmoni (about a three-mile
distance) during rush hour (8:30 a.m.); it took about 33 minutes. In normal traffic, the
same trip takes 10 minutes. On this occasion he counted 17 times when vehicles suddenly
cut into the lane in front of his car.

Acts of incivility and lawlessness can also be found at traffic lights. Some drivers
are eager to take advantage of a small available space right after the light has changed, but
before the traffic from the other direction has had a chance to move. As a consequence,
when the trafiic 1s heavy, these drivers will block crossroads and create traffic jams. Mr.
Bambang Garjito, the Chief of South Jakarta Traffic and Transportation Bureau, in an

interview by Kempas (1997¢), also pointed to traffic violations at intersections as one of

the significant sources of traffic jams.
The writer is not particularly interested in why some drivers behave in these ways.
Rather, his interest lies in the actions taken by officers who must deal with these drivers’

illegal and dangerous behaviors. Tt is apparent that when faced with public transportation
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.i«.’eiali.c]eé that _n.rz.ai{e fré.q.u.'e}lt .i.lléo.afét.éﬁs on mostocoa510ns ';fhfs oﬁicers iszﬁore the
_ 'oﬁenses So%netnnes ihey 13$ué a .wammo mtheut sto§§1ﬁ0 the ‘}ehlcle through. the use of
i _exther a hand s;gnal or whxstle A few glve txckets to such oﬁ‘enders Amono 2 444 traﬁic: b
o :_._vylzalat]ons recorded.durmﬂ ﬁeld observanons 30 6% mvoived 3iiéoa1 étops by pubhc .
; trans;»poﬁanon Vehiélés ﬁnmanl& fof loadznv/unloadzﬁg paséeﬁgers The_ pohce pﬁicers_ o
. ;gno;ed _a_b_out 50% of those _Vzo]anons. Even when V]_olators were stopped, they were not
- always .pr_oc.esse_d, as the_law requir_e.s. We will discuss this issué in ﬁore detail in the

' f_oiloiyiﬁg_sections.

Th_é reascning for not taking action toward suc}i_illegal—stop violations has been
expressed by some officers as: “We give too many citations to them already. They never

'3‘.’

stop doing what they do, so it’s getting useless!” The following report was made by a
researcher who observed and then interviewed an officer:

Observer: I saw many public transportation vehicles stopped at the letter S [no
stopping sign}, but you never took any action. What was your
reasoning, Sir?

Officer: It is hard; T have only two hands, but there are thousands of public
transportation vehicles. Even ticketed today, tomorrow they will do it
again.

Some subjects claimed that if they stopped the offending vehicle, traffic problems

would only be made worse. A few sald that they wanted to create a "mutual

understanding” with the public transportation drivers {apparently to establish good
relations between the police officers and the drivers; this issue will be deiailed later ).
Interestingly, others actually sympathized with public transportation drivers who seem to

be frequently ticketed. A sergeant, who was observed and interviewed by a participant




" 1_1_3;_?_'_;{.1

' 'observer stated “Actuallv, ;f we want we can tlcket them every day But If we ticket

s -.them only twe tnnes they wﬂl rzot be ab}e 1o feed thelr hmﬂ:es for a momh So When

Lo regulate the traﬁic rather than to enforce traﬁic laws ag ressweiy Dunng those hours

they generaily reguiated traﬁic ﬂow throuch mencrlpas 1.e., bIowing their whisﬂe and

&gnahmr wﬂh then* hands to chrect the vehtcies n the de51red dxrecnon These actm’ues

__'proved to be a very demandmg job——the Ofﬁcers usually had io take a 10- 15 minute break _' :
- 'aﬁer only 30-45 mmutes of such work Dunng thelr rest penods oificers pa.ld little

_ attennon to the trafﬁc wola‘uons that were occumng aH around them. Their rationale for

ov_eriooking thos_e infrac_tions was simple; they did not want to precipitate action that
wozu_l.d back up tréﬁic surrounding their post. If'this were to occur, their superiors would
be likely to accuse them of being inept at directing trafiic.

C;finlin(_)log_ic__ai deterrence theory suggests that people tend to observe pc;iice
actions in order to determine for themselves whether traffic laws will be enforced.
Frequent actions taken against rule violations assure the social audience that those rules
are still in effect, whereas inaction signals an opposite undersianding. Gibbs, a proponent

of this theory, states that “the rate for a particular type of crime varies inversely with the

celerity, certainty, and severity of punishment of that type of crime” (1975:5). Punishment
here is not limuted to formal sentencing processes, but includes the entire process of law

enforcement, including verbal and written warmngs, such as stopping a car and issuing a
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| citation.® The research ﬁndings related to tests of this theory for different kinds of

violat_ions, such as traffic fatalities, drunk driving, speeding, parking, and seat-belt usage,

_ haife_ been inix_ed.. ‘Many of theé_e studies have Suppdﬁ:ed the deterrence nqtion_(Cham_blis. o

| 1966 Homel 1988 Robertson1976 Watson 1986)Formstance Robertson (1976)
' .founé .a sxgmﬁcant reiaﬁons_ﬁiia Betweeﬁ tﬁé e:nforcéﬁ_zén.t of r_1.ev&.f 1egisia{ion requiring the
use of motofcyc]e helmets and individual comphance with the law and the motorcycle
accident fatality rate. Likewise, Watson {1986) in his study of seat-belt use in British
Columbia discovered that the activity of police to enforce the law was significantly
accountable for seat-belt usage. Others, however, have suggested that such a relationship
does not exist. Campbell and Ross (1968}, in their study on the 1955 Connecticut
crackdown, found that the decrease in the rate of traffic fatalities there was not necessarily
explained by the crackdown, but could be influenced by regression effect. Yet Glass
(1968), who refuted Campbell and Ross, argued that no regression effect was found in the
data and the relationship thus existed.

The Indonesian government passed a new law, Aci year 1992 number 14, on
Traffic and Road Transporiation. This new policy replaced the old one, Act year 1965
number 3. There were a couple of policy changes established in the new act, one of which

concerns increased penalties (Republil indonesia 1992). Muhammad (1995), in his study

on the new policy, found no effect on traffic fatality rates associated with increased

¥ Gibbs €1975:101) separates punishment into two categories: “procedural punishments.” which refers
to any legal action occurring during the investigation or adjudication process: and “substantive
punishments.” which refers (o any legal actions that occur subsequent to {he investigation and
adindication nrocess of a case,
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" penalties. However, the relationship did appear to be significant when traffic fatality rates

were measured in conjunction with the number of tickets issued by the police, indicating

_the_fg thecertamtyof Qol_li_g:e actions in gnfq_rciqg:tfa.t_ﬁ(.; Jaws may lower ihe__nuﬁ}ber of
deathsomheroad o S _

F1e1d observations and'interﬁews with both officers and drivers in this study
suggest that a deterrent relationship does indeed exist. The data suggest that police
inaction toward traffic violations primanly committed by public transportation may
encou_ra_ge drivers to continue their illegal actions. A few drivers may commit traffic

violations even when they are passing a police post. Yet many drivers reported being

afraid to commit a traffic violation if they even saw an officer present, let alone if they saw

an officer stopping a vehicle and ticketing the driver for a violation.
For example, an observer reported his conversation with an “oplet” driver:

Observer: Why did you stop at the letter S [no stopping sign}?

Driver: You know, the passenger asked me to stop there. If1 had not done it,

he would have scolded me.

Observer: Don’t you fear policemen?

Driver; Sure, so we have to look around. If an officer is present, we may not
load/unload passengers in an illegal place. So we drivers have to play

“kucing-kucingan” [cat-and-mouse] with officers.

-Former-Depaty-Chief IMNP-for-Operations-Major-General- Drs-Kusparmone-Trsan S Hoamdooo s

former Chief INP Senior Staff Major General dr. Hadiman S H., M.B.A | have both
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asserted that police nonassertiveness and inconsistency of traffic law en_for_cement prompts_

‘drivers to commit or repeat violations.” Of course, they did noi expect officers to perform
 full enforcement, but a larger proportion of observed violations should be enforced orat =~

o Ieast stopped

_ Traﬁic violations mayalso coni;ibﬁte o t.h.e oééurréné_e 6f trafﬁc a_c.c_i.d.ents. The
docume_.nts evaluated here revealed that 42% of 1,260 traffic accidents occurring between
Januéu‘y and August 1997 were caused by drivers’ traffic violations. The remaining 58%
were caused by road conditions and bad weather. According to a traffic accident data
analyst, however, drivers also play an important role in the occurrence of traffic accidents
causéd by these nonhuman factors. Based on the evidence examined here, it may be fair to
say that trafiic violations increase trafiic congestion and are the major cause of iraffic

acctdents. We begim our analysis of traffic violations patterns below.

Patterns of Traffic Vielations
A field worker had first to observe the flow of trafiic surrounding an observed
subject in order to see if a violation actually occurred before observing the officer’s
reaction on the offense. 1In this study the judgment as to whether a violation had occurred

was based upon direct observation of an infraction as identified and defined in the traffic

? Both retired officers, who are now respectively Rector and Rector’s 3 Assistant of Bhavangkara

Uiversity {a public university managed by the Police Foundation) expressed this claim during a
i

sroyry g s il 1 TO0T
CONICTOnCe WD Lihg L

e st $Ty T s T T e A qrornret !
vriter ut the Rector’s office on .'\hé,tf.‘*’a i




pohce ﬁeld gmdelmesm Theobserver also hadto ascertam whether orﬂot {he SUb_]@Ct i
| .coﬁj‘_& h_ej%,.vé_.s'een the ﬁ_dl_a_‘t_i__@gfi - . . I
e - Theeasﬂy observable v101at}0ns mcludedﬂ}egal stops rurmmgthroughred hghts
ot o g 1 nt et ol oo b et
* violations iere observed in the field, such as the violation of maximum load fmits, which
:__-.iz_l._clu_der:i. the carrying of pass'eﬁgers or goods which '_é_xc_s_ede_d the _m_ﬁﬁmum limit allowed o
| snder_ ti__se law. The ms}ﬁfﬁum passenger limit violation _Was easy to monitor since the
| bbséﬁ}ef could see th_e sta.ndard ssa_ts available in the veh_icié. For example, if observers
ssw passengers _standin_g while all the seats were occupi_e_d, they could consider this a
vioiation of .the rule regarding the maximum number of psssengers. Field workers were
asked not to be too ngid m their documentation of this viclation, however. Rather, they
were told they should only take action if the number of standing passengers exceeded 25%
of the number of seated passengers, or if they saw some passengers standing in the
entrance door of the vehicle. This relates to an official departmental policy which permits
officers to tolerate exceeding the maximum limit by up to 10%.%
During the observation period, exceeding the maximum load of goods was seldom
considered a traffic violation. This was due to the probability of differing interpretations

of the subject officer and the field worker when they apphed the standard measurement of

®The field workers were briefed on the relevant laws and were given a chance (0 go to the street {0 see
for themselves examples of violations fourd in the field.

" Observation could not be conducted if the subject was not present at the observation post,

¥1n the U.S. officers also ofien tolerate. Tor exumple. exceeding speed limit up to 10%.
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‘weight and volume to the vehicle that had just passed them. A vehicle could be classified B

as Vio_l.a_.t:i.ng thls law only if thei volume of .g_oo_ds camed filled the container such that the

 height doubled that of the container; others werenot.

s Anoihertypeof :.f\f_i.o_le;_tiOn_ _c_o_hﬁ:éi_;n_e'd -i}iegai crossmg :Qf.iréﬁic_ iixi'es_'(?aVemépt__ SR
'- m_éfkif;gs)._' This type of violation can only be observed Whgh the traffic flow is stopped at .
a Cro_ssroad whi_le the traffic light 1s red. Under the trafiic codes a vehicle is involved ina -

~violation if it crosses the stop line at the crossroad. Again, observers were asked not to be

'_very é;rict on this rule, however. Here, a vehicle was classified as violating the traffic 1ines 
_c.).rdina.mce only when half or more of the vehicle’s _body‘ had crossed the stop line.

E :Otﬁer frequent violations monitored by field workérs concernsd traffic signs, the
wearing of helmets, and speed limits, In addition to those offenses already mentioned,
violating traffic signs included ignoring no-entrance signs during specified hours, using
roads that were restricted to use by specific vehicle types, and failing to use turn signals or
other required directional signs. Helmet violations concerned motorcycle riders and their
passengers who were not wearing helmets. Speed-limit violations were monitored only on
the toll roads where the field worker accompanied the subject in his patrol vehicle during
the observation period. A speed-limit violation here means that the vehicle’s speed

exceeded the maximum speed allowed or was below the mmimum speed acceptable by

law. In order to measure the speed of the monitored vehicle, the officer-observer used the
patrol vehicle’s speedometer as a reference.
Those violations which did not it into the categories identified above were placed

in an “other” category. These infractions included, for example, leaving a car door open




“while the vehicle motor was running; equipmeﬁt_ vioiaﬁons, such as when the 'veh_ic}e’s

'hardWai‘e_Was not up to the required standards (a '_1_ca'king t_hufﬂer which caused excessive .-

. noise, '-Iig_l_ﬁs and signals that did ng‘i function, 'or_pnsaf_e_ tires); and improperly carrying

passengers. -

= Table 3 below identifies the actual infractions monitored during the observation

period. The data in this table reveal that stopping vehicles in illegal locations comprised

the greatest number of violations monitored (30.6%). Violations of the speed limit

associated for the fewest violations (1%). This offense type may be underrepresented

here, since it could be monitored only on toll roads.

The Number of Violations per Tvpe

Table 3

Violation Type Number Percentage
. Maximum load limit 247 10.1
2. No stopping 467 19.1
3. Stop outside loading zone 282 11.5
4. Lane/Zigzag/Road marks 394 16.1
5. Traffic light 319 13,1
6. Traffic sign 294 12.0
7. Helmet 313 12.8
8. Speed hmit 25 1.0
9. Others
Totals

While observing each of these violations, the field workers were asked to identify

the types of vehicles that were involved. In Indonesia all vehicles are classitied into one of

three tvpes. and each 13 1dentifiable by the color of the license tag. The first type includes
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I 'govemment owned vehlcles both cxvﬂ (red pia,tes) and mihtary ( ABRI plates) These

consxst of transportation veh1cles for passengers and goods and motorcycies A second B

ﬂtype is. cornpnsed of pnvately owned vehleies and mc}udes both motorcycies and cars.

o These :ehlcles are ISSUBd black plates | The thlrd type con51sts of pubhc transportatlon f-'

o ve}ncles (yel]ow plates) 1nclud1no tax;es pubhc buses opiets” or mlmbuses (mcludmg
-:' three~wheeled vehicles) and tmcks and other commermai vehicles, mcludm pnvately
"owned cvoods transportatlon (black plates) There are also motorcycles that have been

- _commermahzed for carrymg passengers these are populariy known as "ojek." But

' b_eeau_se_the_.number_ of these cyc_les that were momtored was so small (1% of all vehicles) |

- and beeaﬁse.there are no sef)arate date regardmg them available at the poliee office, they
have been piaced in the ordinary motorcycles category. The data related to vehicle types
and violations for each type are displayed in Table 4 below.

It is necessary to emphasize that these data represent merely offenses occurring in
the observed areas, not throughout the city. Certain types of vehicle are rarely seen in the
areas observed during this study. For example, most "oplets" are used at the periphery of
the city and on small streets, and consequently they rarely pass police posts. Also,
motorcycle riders are known to try to avoid main streets where many police posts are

located, and especially if they are not wearing safety helmets as required.

t is interesting to note that the violations committed by those driving government-
owned vehicles (2.1%) are fewer than one would expect based on the percentage of all
vehicles that are of this type (11.2%). These results could be due to strict internal

disciplinary measures exercised by the government institutions, especially the military




| -__’!_'é.i_)l_eﬁ’r .

.' - Number of Viol_é;t:i(_'}_h's.pér Vehicle Types -

T Population | Violations

o _fype S L ke s

| Number. | Percentage | :Number. .| Perceniage (=~

A1 Government . - | 2mmese | m2z | sz | 21
2 Private | Ty o
| a Motorcydles ] 1,103,000 | 445 s;3 | 234
b, Passengercars 622017 | 252 512 | 210
' / A Subtotal
'3.?'P1151_ic/Co_mrnercial .
1 a Tades 48107 |19 106 4.4
© b.Buses 152,022 6.1 487 19.9
I ¢ “Oplets” 73,544 30 | 42| 181
- d. Trucks . 199.803 8.1 | 7 1t
Subtotal

Totals

police among ABRI. Also, the military police initiate a special operation twice a year to
maintain traffic discipline among ABRI members.

Table 4 also reveals that public transportation vehicles are involved in more traffic
violations (53.5%) than are government and privately owned vehicles combined (46.5%).

This finding may be explained by the fact that the public transportation vehicles operate on

the roads more frequently than do these other vehicles.
With regard to public transportation, the above data are especiaily meaningiul. All
public transportation vehicles (473,476) comnutted 1,307 violations. Ths illustrates that

about one out of every 362 public vehicles commntied one otfense during the study




S ; ;ftransporation v1olations '(O 28%) Taxzes centnbmed,{) 22% or 80% of the average
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o i_'...beﬁda In '&hér -v;;drame‘ ﬁotéﬁén:}aﬁo of e’é&a.’;}1351;}5"{rs{ﬁ's'pbﬁ'aﬁo'ni%}éhia e as}e}a&e_a
o 0028 (O 28 %) Tmcks Wthh commltted 272 v;olanons were underrepresented

o "::'.compal‘e d 0 thelr.popufatlon number (199 803} Thas means that each truck contrlbuted

of v101at10ns or apprommamly 50% of the averaged' vzolanon rauo of pubhc

o _ Whereas buses contrzbuted 0 3 % or about 120% of the average and “oplets” (O 60%)

'- _':xaefe the hzchest contnbutor that Is, more than 700% of the average of pubhc
. t@@mm@ v1olatzans. 3' ' . B
. .fassengérs may have.played a crucnal role in the reported v1oiat;oﬁs data Looiﬂng'.. 3
. at the table we can observe that a majonty of wolatzons by pubhc transnortatlon vehicles.
| B invalved stopmng at illegal places in order 10 load/unloaci passencefs (30.6%). Goods
_ transparfatzon .vehlcles aimost NeVer Carty passengers, so they are seldom found violating |
. no st_o.p_p.ing or o _io_ading Zone signs. Taxies carry small numbers of passengers (they
: ;'ay_a_rage Q_na _o_r: two at a time) from the middle or upper class of society--those who can
._affol.’:_d :to i)ay thé fare. On the other hand, buses and "oplets" are vehicles of mass public
transportation. Of course 1t is true that the number of passengers carried by a bus is much
larger than the number carried by an “oplet.” However, those who travel by bus usually

go longer distances, so buses do not have to stop as frequently to load/unload passengers.

Those who go by "oplet” usually travel much shorter distances, so “oplets” stop more

often, loading/unloading passengers at both legal and illegal places.




- m&egﬁég of Police imimi ';aéa'if;;; .
| As descnbed eﬁrher tha, acnons of pohce oﬁiéers may be chara.ctenzed asa chalﬁ
: consistmfr éf 1mportant decs.,smns; .becrmmng w:th the mmal reaction toward .a v:olauon and
= r_-.;'endmcr wﬁh the ﬁnai .acnon or d1sp031t10n tm.a.zérd the.c.)ffendef Bayley (}986) has .
.grouped poh.ce;of.fender. mteractlons.as occumncr m .three :,taces contact processxﬁg, and ..
_ _-exlﬁ._ l_n thls_study pb_I_xce réspons_e_ toward trafhic Violaf{ions also occurred in three stages:
| initial é&:tién,. of.;fg.nder-ofﬁce: i_nteré_ction, and final disposition.

’I‘ he ériginal research design classified police initial action into two subcategories:
stoppmo of not stopﬁmg Vehxcles that were involved in ;nﬁ‘actzons In practice, it was
-d}scovered thaL there are actually four distinct types of police initial action possible at this
stage:

) Ignoring the violation (police officer does not react at all to a violation).

2 Reacting to the violation:

{a) Issuing a casual warning--Without stopping the vehicle, the officer
dispatches a warning to the driver by using a hand signal and/or shouting
"door . . . door” or “helmet . . . helmet.”

(b) Seizing a document--An officer temporarily stops a vehicle and seizes

one of the driver's documents (e.g., driver’s license or vehicle registration
fasss

and then lets the driver go. A follow-up process is undertaken later in a
police station. This procedure is often followed with public transportation

vehicles that regularly cruise a particular route.




. (c) Stopping and processing the violation--Police officer stops a vehicle
o : and then take_s_ action to resolve the matter.

) 'i"_:'The_fdata_recorded in Table 5 were gathered during the observation period and

- .concern police initial actions. = -

Table 5 | _

Police Initial A_ction

' :7_7}’])3'

Number

Percentage

1. Ignoring

| 2. Reacting

'} . a. Casual warning
b. Seizing document

¢. Stopping and processing

275

167
882

11.3
6.8
36.1

Totals

The data presented in the table suggest that police generally let violations pass rather than
react, and only 36.1% of violators are actually pulled over.
Police initial actions are associated with different infraction types in Table 6. In

this table, vehicle infraction types have been collapsed into five categories for the sake of

seananlioits
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Table 6, S

Police Initial Actions and Tybés of Yidlati_ous (in percentagés) :

o dpelice - | LoadsSpeed | Hilegal .| Road | - Trajfic.” | - Helmer/ |-
AActions oo e Lt p s SStops | o Marks | Lights/Signs | Others
S =272 =749 n =304 | p=613 . p =416
Llgnoring b spa ) s a8 b3 e es T T a3
' Casual warning 1 121 7.0 114 6.9 6.7
Seizing document 70 b 1L 56 24 5.5
! Stopping/processing 30.5 2153 49.5 535.0 25.5
[ Totals 100.0 1000 160.0 100.0 100.0

- These data reveal that police tend to ignore violations regarding speed limits, maximum

r

-_io.ad__l.imit,.hehne_t_ usage, and illegal stops. On the other hand, violators of road markings .

l_ _aﬂd traffic signals or signs are more hkely to be pulled over by officers. It is apparent thzit

| traftic officers prefer to 1ssue casual warnings, seize documents or ignore vehicles that
violate “no stopping” and “loading zone” signs, even though the latter two violations
comprise the largest portion of the mfractions monitored and are, as mentioned earkier, the

| main contributor to traffic jams in Jakarta. This confirms our earlier observation that traffic
jams are made worse by the occurrence of this type of violation and the unwillingness of
officers to take appropnate actions.

Several factors may help to explain the nature of the officer’s initial reaction to

these traftic violations. In both informal and formal nterviews, subjects suggested that the

traffic flow situation influenced the officer’s initial action. From the data presented in
Table 7, 1t 1s apparent that the correlation between the police action and the level of traffic
tflow is statistically significant at the .01 level. This means that the heavier the traftic, the

maore likely an officer 15 to 1onore an offepse However the cosfficient s only 110




- indicating that the correlation is not very strong. An examination of Table 7 reveals that =~

- the magnitude of the impact of traffic fluidity on police action isnot too large.

ol Tl Actions snd Lve OF T Floe (o)

" Mediwm

o detion o o Jammed.

 digffic..

- Traffic -
n=1275"

Light

Traffic
n=381

“{ 1gnore violation | 514

- 34.6

| Give reaction 486 562 | 654

- : T_:.(_)_ml_s_;_:: g g B : 1000 B ]000 R _ o
- These d_z;;c:a mdicate th_é_t whﬂe .pc;l.i_.ce Qiﬁdef_s r_ea&éé td lallfho.st 5_0% of _ihé vic;Ia_tions
.t}_ccérri.n.g, m t:féfﬁc jé_m; ;situation_s;_fhey also ignored aimost 35% of violations when the
. t;afﬁc ﬂ_ow_ was hght This suggests that the traffic flow does not explain much of the
X pc.)lic.:e.ag_tiorlz. | _On_t_he other hand, in-depth mterviews revealed that officers were primarily
con:c_ie.rr:xe(.i_ W_ith.ensﬁxingi:he _s'm_ooth flow of traffic. Thus, an officer might pull over a
violator as long as it did not affect the traffic flow, even when the traffic was heavy or
jammed. However, a potential pull-over might be avoided if that action were considered to

be a greater hazard to the overall traffic flow, even when the traffic was medium or light.

For example, in the statement below. a participant observer questioned an officer during a

medium traffic flow situation:

Observer:  5ir, 1 have seen a number of violations. Why didn’t you take any
action?
Officer: If I act, there is no end, and it might even result m a traffic jam. If there

s a traffic jam, Ul get into trouble with my superior




127 -

" In an identical traffic situation, responding'to' the observer’s question as to why no

action was taken agamst pa_ss_engerecar violators, but motorcycles were stopped, another '

_ oﬁic_ef méiniained: “If I stop just one car, a lengthy _tfafﬁc: jam may oceur.” In this -

- instance, the officer was reluctant to stop cars due to the fact that there was no available

s:afe.:st_o.pp_i#g area. | .T.herefo_rfa,. i_t.seeiné _cleaf that ﬁf'ﬁc.éfs:’.decisioﬁ_s. ;1re bas.,.ed.. primarily
“‘upon their féar of provoking a lengthy traffic jam rather than the load factor of the traffic
'itéelﬁ The reason they are so concerned about traffic fluidity will be discussed in the next
chapter.

.T he availability of resources, especially human resources, was also discévered to
contribute to the decision making of some police officers. During formal interviews,
several respondents indicated that in addition to their fear of creating a traffic jam, co-
worker availability also affected their decisions.” Observers reported similar observations
in the field. In response to the inquiry of a participant observer who asked why no action
was being taken against traffic violators, the officer on duty replied:

Well, I am the only one here. I don’t think I’'m capable of handling a three-

way this big. If I take action on one, the others will be angry. So | only act

if I have a chance. If not, then I'll let 1t happen.

Another observer quoted an officer’s answer to a similar question:

You know, Sir, when I walk on one side of the road, traffic on the other
side will violate .. When I go there, the public transport heading to J1. Raden

will stop. Look over there (pointing at the circle). That motorcycle is
violating the law as we are standing here. How are.we going 1o act while
the traffic condition is heavy? If1 do act, it will add to the hectic traffic

2 Manyv stationary posts are hosted only by one or twe officers becanse of the relatively smali namber of
personmel. The ratio of INP officers 0 population is about 1:1,100.
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" situation. If there were at least two or three other officers here, only then S
Couid we act appropnatelv ' : '

: _T_E}r(_)ughout the _Qbse_rya:tior_} period it was found that selective enforcement was at.

' ._-}ean ':pé:rt.'iéﬂs;baseé oh thé ’cypé :6f Véhjcle thét .iﬁa.é';iﬁ\'idived m ﬁhé ?idlétion. | -Datét ih Tab._l'é'{_._ o

. 8 md}cate that With a coefﬁment of 1 19 vehicle type is statlstlcaiiy and swmﬁcanﬂy reiated'_:-"'{_ '

_'to polics initiai action at the .01 level. In the previous Section, we dlscussed the tendency )

of officers to ignore violations by public transport drivers. We also found a similar

tendency to overlook violations committed by those driving government vehicles.'* This

Jax t_re_atment t_owards governmental vehicles can be eagily rationalized, however, A fitting

Wérd _tg describe this behavior wouid be “tolerance,” because both the officer and the
viol_atc;:_ have a ﬁutual em?loyer, in this case the government. Some of the officers
cisagreed with this observation, however. They insisted that governmental vehicles were
often stopped when they were involved in a violation, although this did not necessarily lead
to ticketing. This was said to be especially true as long as the violation was not so serious
‘fha‘t it would potentially endanger lives of other people.

As anticipated, the drivers of luxury cars also received privileged treatment. Here
luxury cars included expensive vehicles that could have prices reaching hundreds of

millions of rupiahs, such as a late-model BMW or Mercedes Benzs.*> Cars with “vanity”

. MLawfully those who have the right to stop military vehicies and regular vehicles driven by
military members wearing uniform are military police,

“The Indonesian government restricts the importation of luxury cars in order to minimize the
socinl gap between those who are rich and those who are poor. exeepl for members of the diplomuatic corps.
Nonetheless, such vebicles can be found on roads in Jakana being operated by nondiplematic persons.

& 08 : p %




Co1ae

ag ﬁ'umbér_s wafe also .:Clas'sifie:c_i as lwxury _Car's'."_(.’. Table 8 b_elév'vf: presents study data fe%a‘féd w

- topoliceactionby velicle type.

- Police Iniial Action For cach Velicle Class (in perceniages)

R Prog. " IR _ PR '._Oihé‘_.f.” E
RREE E T v A -Government | Public. | Luxury | Private
| Police Actions ' Vehicles | Vehicles | Vehicles . Vehicles.
o n=352 n=1337* | n=48 | n=1007 1
1_gf110_f_e..violé.tion 808 - | 460 | 458 438
| Casval waring | 57 14.0 - 42 8.2
| Scizing document 00 11.1 21| 1s
Clsop . V135 289 | 479 | 462
| : | Totals ]
[t inclu.ding “ojek” (commercial motorcycles).

- Special attention has been paid to luxury vehicles, because the owners of such
vehicles are usually those holding a high social status who have established relationships
with the street-level officer’s superior. One participant observer reported the result of an
interview with an officer after observing the subject’s performance at a police post.
Responding to a question as to why a violation by the driver of a lnxury car had been

ignored, the officer answered, “A car like this has a ‘bodyguard.” 1 do not want to create a

problem.” Then he laughed. This response implies that regardless of the reason was, if the

“The Indonesian government, i.c.. traffic police directorate. does not issue a private tag number,
but a plate with a favorite tag number, such as B 1 MA, and B 123 BP, which can be obtained by paying an
additional 1ax. In practice, however. not everyone who could pav the tax is always able to obtain the

nnnihor, except for those who have a personal favored position with the anthoriry




- on _thei_r._decisions? interviewees” response were mixed. - Some rejected the argument that = -

~ selective enforcement was based on a vehicle’s type and maintained that they never showed. _
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officer took action against the driver of such a vehicle, he would be questioned and even S
condemned by his superior,

§ _' . When verifying observational data regarding the influence of vio_l:ating vehicle types - o

favoritism to someone driving a particular type of vehicle. Others suggested that this might
happen, but only in regard to minor violations. When faced with serious cases, they said,
they took appropriate action. This last argument may be accurate, as Table 8 indicates that
47.9% of violations involving this type of vehicle resulted in the vehicle’s being pulled
over. On the other hand, it is also true that officers more frequently ignored violations
involving luxury cars than they did those of regular private cars. As explained above, an
interesting reason officers frequently gave was that they did “not want to create a problem”
with their superior, since this enforcement action could result in their own condemnation.
Overlooking observed violations is common not only with luxury and government
cars, but also occurs with cars that are affiliated with special agencies and well-known
companies, and even with cars whose owners are known to have “special” relationships
with the authorities. A participant observer reported the following:

10:40 p.m. A container truck passed again for which, 1n my opinion, both

e tleeretpairernens-and-the-specifications-are Hlegal—l-asked-my-subjestwlip cmmmmmon i ormsisnis

this truck was not pulled over. “Tcan’t,” he answered. He then reminded
me: “Don’t bother them. Those trucks (he pointed to the logo on the door)
are our authority’s relations.”

In other cages violations are ignored when the owner of a commercial vehicle is

known te be an emplover of the officer’s colleagues. For example, many officers have a




T -when a truck WaS parked in an_IHean area e answered “What Wiii 1 d" ;

L 'When one partrc;pant observer questroned a seroeant as to why nothmo was bemg done

- 'part-’ﬂme }obs actmg as secunty ofﬁcers for the transportatxon dav;sron of a company

when all the -

:_:_____ur:_'own::ﬁ_egd_s and 1f -1 do somethmg, everyt}nng wdl : e out of d

Durlnﬂ the formal 1nterv1ews respondents were asked whether parucular kmds of

o '-_.Vehrcles were 1mmune from Lrafﬁc stops Amonor the 168 ofﬁcers who responded to thas

..qu.e.srron .only 9, 5% pomted to }uxury cars as bemg exerrrpt from traﬁic stops Other
o resl;.)onde.nts pomted to. govermnent vehrcles (20 2%) and vehlcies w1th favonte rag
E__numbers (22 3%) Most oﬂicers (47 9%) clalmed that they often overlooked v1olanons by. y
: | wehrcles wrth a speclal mark or logo These responses suggest that street level ofﬁcers are t '
- -rrlore co.ncerned wrth the last two types of vehrcles Compared to the first two types these

-vehicl_es more ciearly ind_icate that the owners have connections to the officers’ superiors.

- Why officers choose to do this w1H be dzscussed in the next chapter.

- Formal interview resuits also suagest. that the seriousness of violations might have '_
pl_a_yed a signiﬁcant role in an officer’s decisions. It turns out that the officers’ personal
categorization of the seriousness of a violation, however, is not based on what the traffic
law states. For example, according to Act No. 14 of 1992, the driver of a vehicle with an

expired tag number shall be threatened with a 2-million-rupiah fine or Z-month

incarceration, and violating road marks shall be threatened with a 1-million-rupiah fine or
i month of incarceration (Republik Indonesia 1992). The former is more severe than the
latter, of course, but officers may prefer enforcing the latter over the former because the

latter is a greater hazard to traffic. Nor do trafiic officers refer to operational guidelines for




: their ' &éﬁni'tien ofa vié}iaﬁor‘zfs_.sériousness (P;o!;i 1993), As menﬁoned in é_hapter 1,
| woiatlons éﬁr__e ofﬁcialij clé_ss_i_ﬁed as serious, cqnim{)n, and lig_;,ht_ Strset_ml.éyel officers in thé _. .
5 hoor, e s s o s e i s
i andlor t humans. For exanpl, when sl s ight,parking  ca nanlgal place.
| may Be_ consaderedas _nbt __ve:ry Serious. Howévef, domgso \.?;f}.mn traﬁic is heévy may be :
seen as a serious infraction. Similarly, running traf’ﬁc lights is a serious violation when
tréﬁic is__heavy, but may not be seen as so serig)us at night,
_ 'When asked why he did not act against both a public transport vehicle and a
motorcycle that were violating traffic codes, a sergeant‘ asserted, “One must consider the
.eﬂf'ect of é ﬂoléﬁom. On this event, I can still tolerate it.” This suggests that before taking
any action, an officer should determine whether the violation is likely to cause damage to
traffic and/or humans. Ifit will, the violation should be acted upon, but if not, it may be
safely ignored.
Another participant observer reported that a sergeant ignored two trucks carrying
sand which were traveling below the minimum speed posted on a toll road, but he pulled
over another one that was committing the same violation. When the driver complained, the

officer maintained that not only was he driving below the minimum speed, as were the

other two, but that the sand he was carrying was also wet and dripping. “This will endanger

other drivers,” the officer told the driver.
Drivers do not always react as expected when they are summoned to stop. In this
study, 90.5% of 882 police orders to siop were obeyed by the drivers. In those situations

where drivers intentionally or unintentionally ignored police instructions to stop, there were




B four possible types of police reaction: (a) ignbﬁng the driver’s action; (bYthe

demonsti_‘at__io;_l of fr_us_‘;rzition due to being unable tb.t'ake_any action if a walkie-talkie or a

 chus carwas ot avalbles 0 dispicing infomaton through s valke- i 0 s mbile

. unit'or command center; or (d) pursuing the vehicle, Data regarding these actions are =

prfés_en{_éd.in Table 9

Table 9

Eleemng Vehicles and Police Reactions

{ Police Reaction | " Number Percentage
|1gnoring | o 2.2
Bemg frustrafed N .4 4.8
| Dispatciing 10 119
Pursuing 48 57.1
Totals

Interviews with officers revealed those factors that influenced their decisions with
regard to how they reacted to fleeing drivers. The first was the officers’ concern with
ensuring the smooth flow of traffic. Officers were reluctant to disturb the ongoing trafiic
flow. As mentioned earlier, traffic enforcement personnel prioritize traffic flow as being

more important than law enforcement. Thus, when traffic is busy they let fleeing drivers go

rather than pursue them. One officer was asked by a participant observer why he did not
pursue a truck in which the weight of the truck’s load was in excess of legal limits. He

argued, “It is a waste of time. Better to concentrate on the traffic flow.”




A second predictor of the police pursuit :decfsioﬁ was the immedia‘zg availability of e
- res_oﬁrpgs. | ':When making a decision as o wheth_er to pprs_u_e a fleeing dr;ver,_ofﬁcers weré.
B ::_{:_On:céé.méd'-éboﬁt the _a\_.?é_;'labil_it_y.of e}_cgomp.anying étreet}.leyel ofﬁceré, _.po_ilic_e yéh_jqeé’ | 31.1";:1 _
 Conmusaiontol. o v ity iy o, vy
. | pers;ﬁ wouldpursue a xdélétor. | Thfs factor céﬁn&t bé \.rie.we.d as indeﬁenci_en.t of the ievel. i
of traﬁic flow, 50wever. This means that when traffic is heavy an action to enforce the law -
- can almost never be undertaken if a post is attended by only one officer. In these mstances
'of_ﬁcers are _r_éiuctant to leave their posts, saying that if they did they would get into trouble.
with thgi_r SUperiors, and especially if their absence resulted in a traffic jam. When asked by
a participant observer why nothing was done to a taxicab that was ignoring a road sign, an
officer stmply answered, I am only alone, with no handy-talky (HT) [walkie-talkie], and
not even a motorcycle. Here [in the department—observer], officers with HTs buy them
themselves. How could 1 buy one on my salary?” 1f an officer does not have any
equipment when faced with a fleeing driver, he may express his frustration by saying, for
example, “sialan,” or “darn.” Officers in possession of peripherals often contact the
command post or the next post up the street. Officers who are supplied with vehicles
generally give chase to violating drivers, although they rarely do so during heavy traffic

hours.

It is true that if officers are not provided with transportation and communication
equipment, they can do nothing about flecing vehicles. Yet providing them with this
equipment does not necessarily mean that they must dispatch and/or pursue fleeing

vehicles, For this reason we need to see what empirical data reveal about this issue, Field




‘workers were asked to observe the subject’s reaction whenever he confronted a fleeing

vehicle a_nd simultaneously to note whether a vehicle, belonging to the subject either

o prwatelyor officially and é:\yglkicéfalkie _ﬁ&ér_e_ available. These data are set forthin Table

5

10, The result of statistical analysis shows that the pursuit variable is significantly related =~ =

1o theavaﬂabihty ofa V.eh:icl.e. atthe :.01 l.e'_v'eEIWi_t_h a coefficient of .465. This suggests thati
ofﬁc_ers équ.ipped with vehicles are more likely to pursue than those who are not.
Howgver, as the data show, this does not necessarily mean that they will always give chase

in t_hese_ sit_uations. This issue also relates to the condition of the vehicles, as reported by
6bs_er_vers__b§]ow.

Table 10

Pursuit and The Availability of Vehicle and Handv-Talkies (in percentages)

Fehicle ; Handy-Talkie

Police Reactions

Ojfjicial Private Not Avail. Available Not Avail.

n =20 1 = o n=12 n =60 n=21
Ignore 10.0 18.2 50.0 5.3 76.2
Being Frastrated 0.0 0.0 333 0.0 19.0
Dispatch 3.0 fr4 167 16.7 0.0
Pursue 83.0 704 0.0 75.0 4.3
Totals 100.0 100.0 100.0 100.0 100.0
Missing data; 8 for vehicle and 3 for Handy-Talky

Observer: 1 saw a motorcycle without a license tag and creating sound loudly,
driven by a pair of young men who did not use helmets, just passed in
front of you. Why didn’t you give chase, Sir?

Officer: How {would it have been] possible? Knowing that he was being
pursued, he would have entered a sidewalk. This car cannot enter a

v
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© we could pursue him

~This observer also identified another reason for such inaction when he accompanied and

e interviewed another sergeant. Asked why he was not pursuing a car ’t_ha_t was speeding Weli_':

o :'abo_:y'fe the maximum limit, the sergeant argued, “Well, if our car r_g:_sembled'}énight Rider, =+

!:1 :

. qot Dnjytmts ;ﬂ_f_esencé, ial_}t .alllso lt_.o Its .qu:_.aii.ty.
. .. sﬁmlar}y a decision to.r_eact to fleeing vehicles is also stéﬁsti_c_:a_lly related to the
;avzia._i_l:ab.i!ity of communication tools. The correlation is sigaificant at the .01 level with a
: _”.é.c_)éfﬁqiv_ant of .767. This means that communications ability is crucial to the nature of
oﬁic_:_e_ars_’ _reaé_tions to flecing ‘}ehicies. However, this correlation may also be partially
o spurzous d_ﬁe to. the presence .of é third variable, namely, vehicle availability. Cases in
' _'.Wh_i(.‘h ﬂlose who conducted chases perhaps should not be related to the availability of a
walkie-talkie (75%) but rather to the presence of a vehicle. But the correlation still exists,
| _since officers’ tendencies to ignore violations were shown more often by those who did not
have a walkie-talkie (76.2%) than by those who did have one {23.8%). Moreover, those
who did not have either a vehicle or a walkie-talkie often expressed frustration due to being
unable to take any effective action in these situations.
A third factor that influenced police pursuit decisions was the fear of creating an

accident. One participant observer asked an officer why an automobile was not chased

‘Therefore, vehicle availability refers (in the minds of the officers)

when the driver refused to stop. The officer explained, “1 never do pursuit. I worry, if an
accident happens, the department will not take care of it.” Similarly, when asked why he
did not give chase to a violating motorcycele, a corporal argued: 1 am willing to pursue.

But swhen we are pursuing, a pursued driver may feel so had that he may drive faster. If an
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~accident oceurs, we are also to blame™ A review. of 48 randomly recorded police pursuits,
“however, revealed _that norie resulted in an accident. In fact no accidents due to police ™~ .

. pursuit occurred during the period of this field investigation. One officer commented: “Ifit

i possble, we must giv chase 50 we will 1t be taken lightl. 1 these are sgns of danger
o _:'To siiminaﬁié,_th_e?g are éé\}erai_.factgrs ihat _iﬁﬂuence the éécisidnemaldng process
_ of .streef%lev_el_.o_ﬁicers_ m terms of .thei_“r _iéitial_ é_c_ﬁ_on foliéwiﬁg an__'ob.'se_rved violation, Thé: |
i d.e_ci_s_i.o.ns tb: feact .to a_ﬁolating_‘_}ehici§ are af{'ected by fact_of# such as the traffic flow |
sﬁuatlon, 'é:_s_pe_ci_é]_ly fhe inte_resi in assuring the smooth flow of traﬁlc resource availability, -
' vehjcle ownersth,and the viélaﬁéfs .s_:exiousness. The .féar: c;f baﬁéing an accident is a!sé |

- claimed by some officers as a determinant of their pursuit decisions.

The Offender-Officer Interaction
Above we discussed the initial police reaction toward violations. In that phase the
officer does not have direct contact with the offender, but focuses upon the offender’s
vehicle. In this section, the discussion focuses on the interaction between the police officer
and the offender once the offender has stopped his vehicle and the officer has approached

him.

A e & 1 i " Lol 1 " B el 2 o
FAUAJE Lﬂllg Lk WL bR J:UE’,U!CH.IUHE UL SIOW LD dppl Ualli dit U.{iClitﬂ:l, dib OITICC]
has to smile {or “senyum”), greet the person (or “sapa”™), and salute {or “salaam”
whenever he approaches a citizen. These three Ss (3S) are a matter of principle in the INP

and especially for the JTPD in their day-to-day encounters with citizens. In practice, these




e s (smaie) e

ru]es é.re not so easy t'o follow. "'It is true tha‘( the ifaﬁic of’ﬁcers claim ‘{’nat they always

' _approach cmzens thh the SSs n mmd However when puqhed they qcknowledce th’tt

5 there are nmes when they do not follow these Uu1dehnes or at Ieast do not pf:rform the ﬁrst -

“In order to ﬁnd out how weﬁ the 35 procedure Was camed out in the field, the
' r_esearch workers were asked to observe the behavior of officers when they approached

“offenders. Four possibilities of styles of approaching offenders had been provided. An

officer might approach an offender: (a) with a smile, a greeting, and a salute (3Ss); (b) with

~ a greeting and a salute (2Ss); (c) with a greeting or a salute (18); or (d) without any of the -

3 Sé.p.r_o.cec.iure. It turned out that this type of data collection was very difficult to execute
in the field. When checking the observers’ reports, it was apparent that it was often very
difficult for them to see whether the officer was mn fact smiling or not. In an undercover
style of observation like this one, the facial expression of the subject was hard to recognize
since most of the time the observer was behind the subject or was located quite a distance
from him. Given these constraints, a new procedure was developed for conducting these
observations. The observation would be focused upon two categories: interactions
conducted with S or without S. Out of the 572 police-citizen encounters that were

monitored, 63% of the time officers approached the offenders with a smile, a greeting,

and/or a salute, while 37% approached without the 38 procedure.
During the mformal interviews, subjects related reasons why they sometimes did
not follow the 35 procedure, identifying at least some of the factors that may have been

involved. The first consideration was the physical condition of the officer. When the




_ _139._. .
6f’_ﬁc_er was tired after hours of standing while 'regﬁ}_af[in_g traffic, he found it was almost
.in'}pos;s_ib.le._;c.o be co_nsistent m f_ollowing the 3$ prgéédure. This situation was ma_de_z WOTse |

* bythe g ok f s o the s, il cnsion, b westhrcondiorsand
B Thé c]éﬁﬁ of .bﬂ";cer :féf;igue was suppé;ted-bS} ;ii:ffe;ences obs;,_r_arv.éd between the
behavior of the officers in mobile posts and those assigned to nonmobile (stationary) posts.
We _fqun_d that mqbil_e; post oificers more often ifnpi__emen_ted the 38 requirements (513 %
of aii encounters) thgn did stationary post officers (58.3 %). Moreover, it was clear that
of_ﬁpers with cars were protected from the heat on sunny days and from heavy rain in
inclement weather, and those with motorcycles ccmia stop to find a shelter, while those
officers assigned to stationary posts had to work in the open. This is not to say that
physical condition alone can explain the officers’ differential behaviors, however.

Other factors include the nature of the offense and the demeanor of the offender. 1f
the offense was committed purposefully, such és opening an emission filter, three persons
riding on one motorcycle, loading/unicading passengers right under a “no stopping” sign,
or repeated offenses, it was more likely that the officer would not use the 35S approach. On

the other hand, those who obeyed the officers and stopped when they were asked to were

more likely to receive the required treatment. In the worst-case scenario, if an offender

tried to escape or run away from the police officer, or while being approached displayed
disrespectful and antagonistic behavior or looked sarcastically at the officer, these actions

were more hkely to be followed by unpleasant treatment by the officers.




_1.4;.0. S

The study da‘{a reveal that the use of 3S approach was also mﬂuenced by j the |
oﬁ'ender s gender. F emaie offenders were appmached w1th 35S more oﬂen than were male _
oﬁ“enders Among all fema}e oﬁ‘enders observed 94 7% of the encounters mvoived. at.Ieast.*::. .
| _-oné .of th.e. 3Sln‘ieract10ns (elfhe;sn.nle, éreetmg §r salﬁte) v#inle thls \.;;v.as frué fér éﬁly |
60.7 % of the maie oﬁ'enders . |

' The next obse_rvational category concerned how the officer explained the driver’s
off_ense. In most cases, the officer would first ask the driver to step out of the vehicle."’ At
the same time, he would ask the driver to display his driver’s license and provide other
documents before describing the offense that had occurred. This situation would
soméﬁmes provoke a debate between the officer and the driver. Some dnivers wanted to
hear an explanation of their alleged offenses before they would step out of their vehicle or
give the officer their papers.

In measuring this variable regarding the manner in which officers explained about
the offense, two aspects were assessed. First was how sympathetically an officer behaved
when asking the driver to show his papers and to step out of the vehicle. The second
aspect was how convincingly he explained the alleged offense to the offender. In order to
evaluate a subjeet as being sympathetic or not, the observer would pay particular attention

to the subject’s attitude and voice pattern while asking the offender to step out of the

vehicle and to show documents. If the officer showed signs of an arrogant attitude, for

“This is different from the typical pmcnc_c of potice officers in the United States, swhere the
offender is not allowed to leave the vehicle while the police officer processes the violation.
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example, by nsi_ng command words rather than a request, put both hands on his waist, or
yelled at the driver, these would be cqi_lsidere_d as nonsympathetic. The way an officer

made his ex}élanaﬁon _m_ig_ht' also bé'jﬁd_icatéd by h@s'béhavior thri'_ﬁ_rst approaching the -

: '-offendéf. Thismeemsthatdunng -’E'he.'_initia,l_.ezj_gﬁbu_nter, ifthe Q_Eendef er_rc_'_approached na. .

"resp.eci:ﬁ;.l_ manner, it usually followed that -the_ sﬁb_jeét would ask the driver to step out of
veﬁicle_ and to show his documents in a sym;.).athetic manner.

. An officer’s explanation was categorized as nonconvincing when he stubbornly
ir_;sisted that _the driver was in the moﬂg without giving evidence or reasons to support this
ciaim. For example, a subject might say: “Lady, you cut through the red light.” If the
driver insisted that she did not do what was aileged, the subject might stubbornly maintain
that the driver was in the wrong without giving any clear reason for believing this. A
nonconvincing explanation would also be recorded when, as many drivers have often
complained, the officers tried to proactively seek out violations by closely examining the
driver’s documents or vehicles. On the other hand, a convincing explanation could be
recognized by the officer’s straight-to-the-point description of what the offense was and by
his citing evidence to back up that claim. For example, the subject might say, “When you
entered the intersection, traffic from the other direction was already moving,” or “When

other vehicles had already stopped, you kept on going.”

Nonconvincing explanations often resulted in ongoing debates between officers and
drivers. During the study 6% of officer-offender encounters involved extended debates.
According to observers, about 64% of these were the result of nonconvincing explanations

by the officers. This does not suggest, however, that such a debate was usually preceded
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by a nonconvincing explanation, since it may also have been due to the driver’s attitude, a

. Tesult of challenging the officer’s authority, or showing sarcasm. . -

.' __ ’Ihe data regarding _ﬂ;a_'bﬁic_e:rs:’_ 'e_xpi._z_i_n_aﬁﬁns may b_é distorted because of

- interobserver variability. ‘The researcher was especially concerned about the accuracy of

N ld_at:g .ﬁrov_i.d‘e.d by field worke_}s. During evefy méé;tiﬁg; observers Were asked to detal théif
éxpeﬁencgé when mor:iioﬁng such conduct. In those instances when these data were
questi(_).nabil_e, they were removed from the report. As a result of this procedure, the
amount of missing data regarding this variable was quite large (31.6%).

Based on our field observations, it is apparent tilat the majority of the street-level
officers do not proceed as is demanded by the guidelines in their explanations of offenses to
drivers. According to observational data, 51.5% of all encounters were nonsympathetic
and/or nonconvincing, and only 48.5% were sympathetic and convincing.

These data also revealed that the way officers explained the offenses (whether they
were sympathetic or not) slightly differed based upon the offender’s gender. Explanations
given to female drivers were more often sympathetic than those given to male drivers
(56.4% for female drivers and 47.9% for male drivers). During the entire observation
period, we never found an explanation that was nonsympathetic and nonconvincing given

to a female driver, while for male drivers these accounted for 5.9% of all encounters.

The driver’s reactions to the police officer’s actions were also closely monitored.

The offender’s demeanor has been subdivided into four categories. The first three are




o __tzme askmfr for pzty ﬁom the ofﬁcer (W;thout takmg mto conszderatlon the fact that the

: éﬁtagbniétic pleading for commiseration and-'asking for “damat ”*® 'Thése cllassiﬁcations"ﬁ -
are muma}iy exc1u51ve ThlS suggests that a dnver cou}d not p0531b1y d;splay two of these :

' -att1tudes at the same tlme for example adoptmg an antagomstlc attltude and at the same i

: _dnver _n_nght cha_nge his att1tude Ia_t_er_ on, here_the e_m_p_has;_é was on the 11:]:1’[_13.1 expressmn §f "
thé_ .dri_ve_.zf to the ofiicer.) A driver Wﬁose attitudé did not fit the categories histed above
' W#S_piéce_d n a fourth category, that 1s, neutral, where indiﬁ‘erence toward the ouicome

wasshown This category i;lcluded _driv_er_s who only expressed their apologies, but did nof

suggest a s_olﬁti_pn or outcome. ‘

14 An oﬁ'enaer was claséiﬁed as an antagonistic offender when be or she showed
defiance or at least disrespect toward the officer. Examples: (a) a driver who refused to
step out of the vehicle and/or to show documents when asked; and (b) a driver who asked
the officer in a sarcastic tone what he had done wrong. Some police officers view drivers
who deny their violations as being disrespectful. This attitude often leads to a debate
(although these were not always initiated by an antagonistic attitude on the pari of the

drivers). As mdicated previously, officers who gave nonconvincing explanations would

also often provoke a debate,

¥Actually, “damai” means a process or outcome of a dispuie resolution between two partics
disregarding their rights and obligations, but based upon good spirit on both sides. In this case, “damai”
means that an offense is unofficially cleared, in which case the officer would not Issue a cliation bui,
contrary to what s supposed by the law, they would accept an amount of money submitled by the offender
{pav-off). “Give-and-take soluiion™ may be interchangeably used for this term.
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An oﬁ'endér whé requcét-ed commi_se_ratié;} ﬁ'ot. orﬁy afﬁe!qgized to thé officer for his |
viola_tion', _b_ut. also pl.ea.d_e_d ihz:zf _he_ndt_be gi;.re_n a i}éavy_ ﬁﬁe_. ,Fonnél i_nter_\'fi.e\_ys revealed o
ihaf _thi$ d_éﬁ'}e_én_'éf was I_e:.»chibi.‘{.'e.d. _'mc{ss: oﬁ"enby .p.r.ofe;s{io:i.nél.-d:ri.vér's 'ﬁ.rom. iﬁel 3§wer |
: _"..:s.o.cme.cénozzz.nc;. class w.v«,rho ﬁéré ﬁnable to. p.ay ezthef é ﬁﬁe. or a bnbe to th”e. cﬁicer In
-pleadmg for ]emency from the oﬁicer they usually dlsplayed deep respect for the officer
with their body language (such as nodding their heads when they listened to the officer
eﬁpiaining their offenses and stooping low when they made known their desire for
leniency). One obéerver noted the demeanor of an “oplet” driver in the Pondok Gede area
who had been stopped by an officer because he had boarded a passenger outside a legal
loading zone. When listening to the officer’s explanation, the driver nodded his head and
begged the officer to forgive his offense and let him go. He told the officer thai he was
only a substitute driver and that he did not have money to pay a fine. The driver was
fortunate, because many of his passengers also appealed 1o the officer to forgive him, and
the officer complied.

The majority of the offenders in these incidents asked for “damai” or, in street-level
officers’ terms, “ji'un.” “Damai” was usually injtiated when the driver apologized for the

offense; they often used popular expressions, such as “damai saja, pak,” which roughly

means, “Sir, let’s settle this” or “let’s finish this matter here.” The driver might also try to

appeal to the officer with “Please don’t ticket me, Sir, please help me,” to indicate he
wanted to resoive the matter withoui paying a fine. For example, one observer recorded
these words by an offender: “Please don’t, Sir. My father will be angry with me if I get a

ticket; let’s just settle it here.” Often just asking the officer not to give a ticket indicated
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that the offender wanted to precipitate such a solution. A driver who had been stopped by
an officer for cutting into a lane in a road next to the Halim area apologized and then said,

_“Sar please don’t ticket me.” In this way he mdmated to the officer that he wanted to glve
L him money_ -in exéhange for.bemg released. |

Commerczai drivers usually employ a quite different method for achieving “damai.”
If stopped by an officer, without even being asked they quickly hand him their paperwork
with some folded money shpped inside, a procedure popularly known as “salam tempel.”
A truck driver was observed being stopped by an officer for violating a “Do Not Enter”
sign at a street in the Kota area (an old section of downtown Jakarta). The driver soon
gave the officer a document with something enclosed (apparently money). After placing
that “something else” in his pocket, the officer gave back the dniver’s document and
allowed the truck to proceed. Some drivers blatantly gave money to the officer
immediately after their vehicle was stopped, even though there had been no signs that the
officer was soliciting 1t. One observer commented on such an incident:

The driver was heard saying, “Please do not give me a ticket, Sir. 1beg

your cooperation. I know I was wrong. But if { added my speed, 1 was

afraid the tire tube will break apart, while I have already used up two spare

tires.” (When the driver said this, he pulled out some money from his wallet

and slipped it inside the officer’s pocket). However, the officer snapped at

him saying, *You give money again; I did not ask for money from you!”
Then the driver rephed “No, Sir. You did not ask for money, but this 1s for

Sz, oirsanoadt o, Tom +ally PR PPeY
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nothmg at alll
The data regarding driver’s attitude/demeanor collected during field observations

are shown in Table 11.
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| Table 11

Drivers’ Reac_tio_ns Toward Police Stops

: -Dri.vé}t-:’.s.*'Redc.ﬁw}_' O Numbei o ".Pe"rcem"c.ig.e._ -
: Antagomsm — 63 T 102 _

.: I.\Eeut.rdl ' R 279 ' 45.1
Asking .“Damai” 236 382
Commuserating 40 6.5

Totals

While many drivers initiate informal settlement, it is not uncommeon for the “damai”
solution to be initiated by the police officer as well, at least in a disgvised way. When this
occurred an officer usually tried to provoke a response from the offender to initiate an
informal seitlement. For example, he might try to stall the process of ending the encounter.
While talking to the offender the officer might pretend to write a ticket, or leave the
offender to wait while the officer returned to regulate the traffic flow. In a situation like
this, an offender who does not like to wait will probably choose to provoke an informal
settlement. Observational data revealed that 11.5% of these encounters were marked by
officers’ attempiing to stall the process.

In a more starthng revelation, we found that an officer may ask questions that offer

the offender alternatives regarding how he wants to end the process. Set out below is part
of a conversation between an officer and a motorcycle driver who illegally made a U-turn
in the Kebayoran area, as reporied by a participant observer:

Officer: “Let's see, should I give vou a ticket?”




_'Oﬁ%eﬁde_r:
Offcr:
. i Offender -

. Oifénder:

Officer:

Offender:

Officer:
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“Please don‘t; Sir! T want your understanding!”
~“You will pay Rp 35,000 at the Court.”

“Please don't, Sir! Here is some money to buy asoline.”

“How much money do you have?”
“It's Rp. 10,000 Sir.”
“No way. You still have to pay Rp. 25,000.”

“Please Sir, help me. 1 didn't know there was a No U-turn sign in that
place.”

“O.K. (while accepting the money). Go now. Next time be careful and
don't repeat the same mistake.”

The preceding account deiails the interaction that occurred between an officer and

an offender. This process included an initial approach, the officer’s explanation of the

offense, and the reaction of the offender. Whether an offender’s attitude/demeanor affects

the police disposition or not will be discussed in the next section.

Patterns of Police Final Action/Disposition

As an expression of his final decision, the officer takes a particular action toward an

offender. Thus, a stopped driver has to be released if the officer cannot lawfully find him

guilty of a violation.  An example would be a driver who was forced to stop in an illegal

-place-due to-vehicular problems.Similarly.an-offender-is-quickly released-ifthe officer——em

" As noted earlier, as of April 1. 1997, one U.S. dollar was equal to about 2.350 rupiah.
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does not have the legal authority to act, particularly with regard to violations committed by

members of the diplomatic corps, or by military figures.

" Conversely, if the offender is lawfully guilty, an officer is expected to write a ticket.

App;:;’:p_rjéigé._sanotions méy_in_ciqdé_ su_ép_en_sipn éfthe _d_ri.\.fer_’s license and/or. car
registratibﬁ, and even impoundrﬁem of the offender's vehicle. However, a warning may
sometimes be given instead, and this too is classified as a ticketing decision. On rare
occasions, an offender may be placed under arrest by a trafiic officer, as in the case of
vehicular theft.

In these traffic-stop situations a third option is available and officers are not always
expected to follow the above procedures. In Indonesia, Act No. 13 of 1961, on the Basic
Provision of the INP, gives officers the authority to drop light cases unofficially, and these
do not proceed to court (Republik Indonesia 1961). This provision gives the officer an
alternative sanction which allows him to solve the case alone, on the spot. Thus, instead of
issuing a ticket, the officer may choose to give only a warning,

At this point we note In summary that there are three lawful solutions for officers
faced with traffic violations. These include simply letting the offender go, issuing a ticket,
or just providing a warning.

We have noted earlier that this study revealed a fourth alternative with regard to

street-level officers' decisions. This involves “damai,” or a “give-and-take solution.”
Certainly, this alternative 1s not a legal resclution of the problem. In many cases, asina
ticketing situation, this option might also be tollowed with a warning to the offender not to

repeat the same violation.
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: Study data revea] that out of 882 stop orders only 798 vehlcles were successfully

-'.-stopped Among the 84 Vemcles that ﬂed 48 were chased and 11 of these were abie to.

:elude capture Fuﬁhéfmore among thé general total of 835 vehxcles that .were successﬁﬂly. o
IR § .._.St0pped and pursued only 758 cases (90 8%) could be momtored by ﬁeld workers | o 31}1:.:{‘. -
_regardmc then‘ ﬁnal outcomes The ﬁna} actzons of oﬁicers agamst the other 9 2% of sfe}ﬁs_ .
;co_uld not bé.momtéféd for va.n.ousﬂre:a_sorlls.;.. I_'Eor exémplé, the obs.er_.vgr's_ view mig_ht ha\{e__

been blocked by traffic, or the subject and the offender might have gone to a confined place -

that coulﬁ not be properly obser\(gd. Thése situations were likely of the “give-and-take”
Va_riety, al_thbﬁgh_ the field workers were gene:aﬂy_ unwiliing to categorize them as such
W;thout dlrecﬂy having witnessed _thaf .the cases had. been illegally clearéd. Table 12
éoﬁiéins observational data regarding the officers' final decisions.

The study data presented in Table 12 indicate that giving a warning was the most
commonly used solution to traffic stops, followed by “give-and-take” solutions, and then
by the 1ssuance of fickets. Few offenders were released without any sanction, since this

would happen only if the officer could not lawfully accuse the offender of wrongdoing,

Table 12
Police Disposition
Police Action Amount Percentage
rreg 24 278
Warning 304 40.1
“Damai” 228 30.1
Ticketing 202 26.6
Totals
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-Several reasons why of“ﬁcéfs chose a paﬁiéﬁlar decision alternative wili be
pr_es_e.xf_t_te::d.next. Firs;, the of‘féﬁdefs sociél sggtu_é can play an_ig]port.ant role in determining
a S’Ereet-}evel éﬁiceris_die.p_.isioié ﬁigking. Heresomal é_tatns_has bééﬁ_:c'_ai;:gc.;fi_zed _in.‘_r.o two
 Srate: the high/specil soial satus offender and common offenders ® As noted in the

'. p?év;oﬁé__éég;tion, an offender’s séciai stattié ﬁas indicat';ad by_hié pefsénai ap;p.earance, his
passenger’s appearance, the condition of the vehicle driven, and/or information obtained
ifrom the subject when he was interviewed after an observational period. However, not
every offender could be identified as holding a particular social status. In these situations
this information was considered missing data. Included in the high social status category
are high-ranking officials. For instance, afier looking at the driver's license of an offender
who had been stopped for a traffic sign violation in J1. Gajah Mada, the officer returned it
to the driver with a smile and a display of deference. When interviewed by the participant
observer, he insisted that the offender was a member of a high state institution and
therefore was treated unusually.

Surprisingly, the probability of receiving lenient treatment was related not only to
the social status of the offender himself, but also to that of any passengers. If a passenger
(based on his dress or uniform) was thought to be an important person, the officer often

would ask the driver the identity of the passenger. If he was a VIP or high-ranking official,

“Initinlly this observation also focused on military officials, who, when driving their personai
vehicles, were sometimes mistakenly pulled over by officers. Although it was found that some of them
(primarily lower level ranks) were given warnings. Jawfully a police officer dees not have the right to
enforce the Jaw upon military officials. Therefore, a discussion of these officers” treatment of military
oificials was excluded from this report.
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the offender was likely to be merely given a warning. One bitter experience related by a
police sergeant provided a lesson for street-level officers in this regard. Several years

1pr.ey_io'1.'_'1:s.1y, the sergeant had stopped a car for ?fi_oi_ating a traffic sign in J1. Sudirman.

" ‘Without paying any attention to a passenger who was sitting behind the driver, he issueda

: ci.taﬁ__dn to thé offender. Le.ss than two hours later, he waé calied to meet with his
commaﬁcier. There the sergeant was surprised to learn that the offender he had just
ticketed was carrying a high-ranking official. The sergeant received a formal warning for
his "failure” to perform his duties appropriately, although he assured his boss that an
offense had definitely occurred.

Offenders who enjoy special social status are also more likely to receive lenient
treatment than are commeon offenders. These special persons include drivers who are
relatives of police officers and who formally or informally establish relationships with
members of the department. Offenders who are driving government-owned vehicles or
even those of well-known companies are also more 1§kely to be issued a warning than a
citation. During formal interviews, one corporal acknowledged that he usually gave
warnings mnstead of tickets to fellow employees. His justification for doing so was that
they were all public servants paid by the govemmeﬂt. Another example 1s revealed by the

case of a truck violating the maximum allowable load for goods that had been stopped by

an officer. It turned out that the driver was unable to produce any legal documents,
although he did show the officer several company memos. In the end the offender was
1ssued only a warning, because the officer who had stopped the driver didn't want any

trouble with his boss, who was related to others working in that same company.
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Officers' relatives and those known to have relations to an officer or his colleagues

" were zilso_l_ik_sly to receive_lenient treatment rather than b_ther s_andtions._ These actions

" revealed that the officers viewed other officers’ relatives as pait of one huge, extended

s fam:}y ?E_or-_é:xam}_:%_le, an observer watched _aniéﬁficﬁ:ér:sirh_ﬁij::é_légisg a female oﬁ‘enderwho

| 'h_ad_ dmen a_mbtorcyclé th_réugh ared light. He then interviewed the sL_ibject:

Observer: What was your action toward the female driver running the red
' light, Sir?

. Officer: 1 just let her go with a wamning.
QObserver: What is your reasoning, Sir?
Cfficer: She is a relative of my colleague. That's why I didn't do anything,

What can I do? She is one of our huge extended family.

Another officer was content to just give & warning to an offender due to the fact
that that person was working under his former commander. One officer even thought that
he should tolerate a taxi driver’s violation because his passenger was a military officer.

In Indonesia, “backing” is a popular term that is generally used to refer to a special
relationship between a citizen and those who have authority. Those who have backing are
often immune from any action taken by law enforcement agents, or at least they obtain
special ireatment from offictals concerning particular procedures. In our case, backing

also affects police decisions. One officer who was a participant observer reported the

bitter experience of one of hus colleagues. After unsuccessfully trying to stop a truck for
the third time for violating a traflic sign on a toll road, he gave chase all the way back to
the fruck's pooling compound. “Kepalang tanggung, Pak,” (“We have gone 100 far, Sir’”)

he grumbled to the observer. 1t turned out that a higher-ranking police officer was already
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there, “waiting,” and took over control of the case. The original officer grumbled to the
driver. “Hey, just because yvou have backing, it doesn't mean you may do as you like on
'.the.:.st.reg:t.” And then w_hile getting into his car, he once more grumbied: “Backing again, B
backmgagaml” |

| Téble 13 illustrates police disposition in regard to the offender’s social status.
According to these observational data, police final decisions are statistically and
significantly explained by offender’s social status at the .01 level with the coefficient as
high as .324. This means that offenders who hold high/special social status are more likely
to be warned and less likely to be punished than are offenders with common status. As
noted earlier, this study used the driver’s appearance, such as his dress, passenger’s dress,
the condition of the vehicle driven, and the information obtained from the subjects in order
to classify them ag of high or common status.

Table 13

Police Disposition and Offender’s Social Status (in percentages)

High/Special Common
Police dction =52 a=3532
Free 13.5 1.2
Warning 731 383
“Damai” 9.6 325
Tickating 1.8 2843
Totals 100.0 100.0
Missing duta = 154
{20 observations involving military officers have been excluded)
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During formal intewiews subjects were asked to respond to this.sta_t_ement: “We B
have observéd that traﬁlc officers may give war mngs to white-coliar oﬁeﬁders more
L -frequenﬂy than they do to b}ue~collar viclators. If’ thls is true how frequently do you do :
. .-ihlS() There were ﬁve eﬁtlénal answeré ﬁsually, .oﬁex.], sometirnes seldom and never.
.Among the 225 respondents 6.7% said usuaily, 16% often; 37.3% sometimes; 28.4%
seldom; and 6.2% said never. On the other hand, they were asked: “According to
dbservational data, traffic officers appear to give ¢itations 1o blue-collar offenders more
frequently than to white-collar offenders. If this is true, how frequently do you do this?”
Among the 227 respondents, 18.9% claimed usually; 28.2% often; 29.1% sometimes;
17.6% seldom; and 6.2% said never. These data indicate that officers tend to treat
offenders who hold high/special social status more leniently than they deo to those of
comunon status.

Another question asked of respondents concerned the type of offenders to whom
they should give special treatment, in terms of lenient actions. Among the interviewees,
32.8% said that government employees are protected, 28.4% pointed to a higher
authority’s relatives, and 25.3% claimed that they should give leniency to offenders
possessing a higher authority’s namecard/memo. The remainder (13.5%) affirmed that

they were accustomed to being very careful with offenders who carry memos from a

certain protected company. All these interview data confirm the observational data that
trafiic officers tended to give warnings to high social status offenders and to issue tickeis
to professional drivers. These findings have confirmed those of several studies undertaken

in the U.S., such as the ones conducted by Black and Reiss (1967) and Gold {1966), who




disco_{rgr:__ed_:the inﬂuencé bf an of_.‘f‘_er;.d'e.r’.s.'sé_cia} _sta'tu..s _6n .law_'enférc.éipéﬁf d..ec'isiofn
m_al'{_.ing_.: | T_.ﬁ.e__.r'e._';.lson.s_ for pohce lé:iie%;cy tqwérd ?é;’ti_qular oﬁ’gﬁder_s and éf_fe_ﬁée_r f:ia_sée_s e
vill be iscussed inthe folowing chapter |
 Anothrfetorthe s thousht o nfuence polc dispotion s he ofenders
- éendér, It ;has a_l._ready.been n_ot;e;i_th; .t.'_i_;en;l_a]g:s ' (.)ﬁ..en. febéiye more ]ehée_rit trééti;@ent than
domales Gbs¢wationai data presented in Table 14 below illustrate this relationship.

: .According to these data, police disposition is statistically explained by the
pﬁ‘eﬁ&er_’s_ génder, which is significant at the .01 1e_yel_with a coefficient correlation of
124 This §uggests that male offenders are more Iikelyito receive tickets than are female
oﬁé_ndér. .T.his finding was confirmed By ofﬁcefs in their formal interview responses.
Approximately 50% of the respondents claimed that they most often give warnings rather
than citations to women. In contrast, however, 10% of the respondents claimed that they
give tickets to female offenders more often than they give warnings. The remaining 40%
of the respondents claimed that they consider the seriousness of the offense as the primary

Table 14

Police Disposition and Offender’s Gender (in percentages)

Males Females
Police Action n=7ll =447
Free 3.1 4.3
Warning 388 59.6
“Damai” 30.1 ‘ 298
Ticketing 28.0 6.4
Total 00 100.0
Missing Data =0
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Cz‘iter‘ion_ for issuing a ticket or a warning. The reasons given for the leniency shown to
women had to do with the fact that they were generally more polite and respectful to

‘officers, and were quick to admit their mistakes and apologize. ~

it _'_;T-h,é. vaﬁabl_e of offend:er--domicjie location a_l's'o. _appéa_rs_ io;.afﬁact:ofﬁcer'_s decisi_o_ri_s,'_f

especially concerning traffic sign violations. Contrasted with town residents, persons

living oﬁ_t of town are more likely to be released with a warning, because they are thought -

to be unfamiliar with the local traffic signs. For example, one sergeant gave a warning to
a violator making an illegal turn in Pondok Indah area. When the participant observer
interviewed him about the incident, he said,

Before taking an action, 1 should see whether an offender lives around here

or not. It so, I'd give him a ticket. Since the offender I already stopped

lives out of town, I just reminded him to make sure he doesn't make that

mistake again.

Thus far we bave discussed three offender variables that influence street-level
officers’ decisions, including social status, gender and domicile. it is clear that these are
relatively static factors, meaning that they are fundamentally unchangeable values that the
offender will carry into any situation. The fourth offender variable is more dynamic, and

that is the offender’s attitude/demeanor when interacting with a police officer.

We have found that the offender's attitude is an timportant consideration when the

sfficer-is-decidingwhat-to-do-about the observed-offense.- As neted-above.wehave i ..

categorized this variable into four types: antagonistic, obedient or neutral, "damai” or
settlement seeking, and commuserating. Table 135 below presents the observational results

recarding the relationship between the offenders' atittude and the police final action.
2 g p p
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Table 15

Police Disposition and Offenders Attitude (in percentages)

N T | bediens | pamar
- Police Action _ L Amagonistic Newtral -} Seeking * -V Commiserating
I p=60: o n=2420 0 p =208 A =0
| warning 183 57.9 7.8 875
“"Dznnai“.Solmion 6.7 2.8 71.1 5.0
Ticketing 70.0 2.7 211 5.0
Totals | 100.0 100.0 100.0 100.0
Missing data = 198

The data indicate that warnings were often given to offenders requesting commiseration
and much more so than for any other group. 1t is also clear that “damai” settlements were
very often implemented for setilement seekers. On the other hand, tickets were most
frequently given to offenders displaying an antagonistic demeanor. This suggests that
police disposition may be best explained by the offender’s attitude.

The observational results are conststent with those obtained in semistructured
interviews. The majority of respondents (61.8%) agreed that they most often gave tickets
rather than warnings to antagonistic offenders. Another group of respondents (29.4%)

said that they tried to maintain self-control and to persuade the offender that he had

committed their offenses, although this did not necessarily mean that a citation would not
be issued. The remaining officers (8.8%) left the final decision-making to their supervising

officers. Informal interviews supported these claims. For example, one sergeant ticketed

the driver of a Mitsubishi Lancer who had made an illegal turnaround in a crossroad in




.Depok When aS}\@d by the obsarver why he t;cketed the oﬁ‘ender he argued that he d;d |
. not Iike an oﬁ’ender who argues wzth an ofﬁcer S1mﬂar§y, in another case a bus dnver
' wﬁé %as udoéd&ﬁo a: péééengér at an 1llega1 piace in thé Kﬁnmgan area was ticketed by a

o “-:seroeant foliowma a proionged aroument

. b An?*he‘. group of offende_rs.whom t_he Qﬂicefs_ I_é;ﬁeled:as antagdﬁis_ﬁc_ ‘};efé”drive:g '. - |

| .ﬂééing thé_if érders t_Q .s!_;.c_)p_. I?.or.i._i.}s_tance, an o_fﬁé_er pursued a car that had run a red light
jai_ld._ended up ticketiﬁg _tf}é violator. When intery.i.ew_e;:i .gy a participant observer he stated,
"1 hate dﬁvers_ nbt éc.:kn;)wledging.poiice oféiceré. " Séeeding up when ordered to stop by ..
dﬁicers may be conmdered a ma_;or wolatlon In tha.t case even though an offender might -

_.t;y.to acﬁléve a setﬂement he wouid still be twketed For example, a sergeant performm; |
his job on a toll road along with a participant observer stopped a minitruck for violating a
traffic sign. He then responded to the offender’s offer of a bribe with a citation.

Offenders with neutral attitudes may also obtain lax treatment, however. It is
apparent that such aititudes do not necessarily lead officers to issue tickets. Their rate of
ticketing (22.7%} is not much different than that of those who ask for a "damai" solution
(21.1%). 1t is important to consider that those included in this category are not merely
passive people. They often display their regrets for the violation and also apologize

profusely to the officers. However, they ask for neither a "give-and-take solution” nor for

conuniseration, bui simply wait for the officers to make their decisions.
The plea for commuiseration is somewhat effective in persuading an officer to be
lenient. Only 10% of the 40 offenders requesting sympathy were refused it. For example,

when interviewed by a field worker after releasing a truck driver who had been stopped
pPp
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due to cutting into a lane in the Mampang area, an officer stated: "I sympathized with himn

_because he not __on_ly_obeyed an officer and apologized, but also asked for pity." A similar
case in\_fplving an “o_p}ef_” doiver in th_e_Poﬁdok Gede area was previously de_@;cf_ib_ed. In

- .. that case the officer finally released the of’fenderafter ';_f'_lélivjering a stern lecture, because . . -

both fhé 6ﬁ‘end§r and his.pass.eﬁéérs asked thé .ofﬁ.t.:_c.r_ fo? éommiseration.

The formal interviews also indicated that officers tended to treat offenders leniently
if they begged the officers for sympathy., More than 85% of the respondents
acknowladéed thét.they often gave only a warning or a stern lecture to an offender who
was economically -weak, SO long as he expressed regret for the offense. They claimed that
humanitarian values are considered when they make their final decisions. Others (15%)
maintained that in order for the law to be obeyed, they still issue tickets when necessary,
especially for serious offenses.

Thus far we have discussed various factors affecting street-level officers’ decisions,
resulting in actions such as freeing, releasing with a warning, and ticketing. The officers
were likely to select one of these three options if one or more of these faciors were
present and there were no other factors that might influence the decision. However, as
previously noted, the officers might occasionally also choose the fourth alternative, that is,

“damai” or the “give-and-take” solution.

The data presented in Table 15 illustrate that a "damai" solution might be
explained by the offender’s initiating such a settlement. For example, a vehicle driver
pulled over by a sergeant was allowed to settle his case in this manner, as the offender

asked the officer for such a solution. However, the data presented in the table suggest
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that officers do not always acquiesce to an ox’fender’s request for an informa} settlement.
A motorcycie driver who violated the maximum passenaer load reqmrements for

: _-_example Was t;c}\,eted by the ofﬁcer despite the ohender s appeal for 2 “damal solutlon

A pohce observer may questmn whether oﬁ”enders actuaiiy mmate “gwe»and take”

. _.solut.lons or ﬁhether the oﬁicers themsplves are resﬁonsabie for dc)mg $0. | As.ment:oned
earlier, traffic officers sometimes employ special taciics to provoke the initiation of an
unofficial clearance. These usually take the form of prolonged questioning or delaying
tactics that encourage the violator to initiate the “damai” settlement in situations where an
' officer implicitly has shown a preference for this option. These techniques are ﬁsuaiiy
uséd with dﬁ\}ers of private vehicles. Ifthe strategy is successful, the “give-and-take”
settlement is bound to occur. In a violation in which a motorcycle made an illegal U-turn,
the officer baited the motorcyclist by asking: “Bagaimana ini?” (“How to handle this?”)
This question implied that the officer preferred seiiling the matter unofficially to issuing a
ticket. After a negotiﬂation, the officer finally “decided” to accept the offender's preference
and said: “Carry on now. Just be careful next time.”

The question about who initiates the settlement procedure is, however, an
interesting issue. We need first to hear what officers said about it. Among 216 officers

who responded to this question during formal interviews, 32.2% claimed that more than

90% of “damai” mitiations are provoked by offenders; 17.1% said between 75% and 90%
are; 26.9% said between 50% and 75% are; and the remainder {(23.8%) claimed that less
than 50% are. These data indicate that most officers claimed that a “give-and-take”

solution is generally initiated by offenders rather than by them.
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These claims were supponed by dm ers when they were mformally mtervzewed >
reoardzng this 1ssue. Among. nine private drivers who were thoufrht to have settled their
| __cases unoﬂicmliy, one thxrd argued that “dama.i was demanded by. efﬁcefs ‘two drivers
_.._sald that they were onif.:s.sz.led 5 warr.l.l.ng. by the omcer and the remamder .c}e..lmed tﬁet i
B they had requested that the oﬁficer seitle their cases mformally Of the 42 pubhc
._tra_nsp_or_i;at;on drivers interviewed, 100% acknowledged that such a solution is generally
reqﬁested By them. All these interview data, obtained from both officers and drivers,
c_onﬁnﬁ t_he observational data that was collected during the offender-officer interaction
stage. The data reveal that while 236 offenders (38.2% of encounters) requested the
officers .for “demai,” only 96 or 11.5% of the monitored encounters were marked by an
officer’s attempt to encourage the violator to initiate the “give-and-take” settlement.
1n support of these findings we can present some qualitative data gathered during
field observations. Following is a portion of 2 field worker’s report on his interview with
an “oplet” driver:

Interviewer:  Are you ofien stopped by policeman due to loading/untoading
passengers at illegal places?

Drniver: Yeah, it can be said sometimes but not often. It depends on my
fate--if unlucky, yeah, it might be caught.

Interviewer:  If so, how do you usually handle such a problem?

Driver: Well, asking “damai.” If the officer sympathized with me, he would
ask me to meet him later.

Interviewer:  Who usually imtiates “damai,” officer or driver?

Driver: Yeah, me, driver. 1 usually ask the officer not to issue a ticket and
if so, we make an appointment where and when 1 can meet him.




i _Scmct_imes, Wi‘th(}ut'evcn being a sl\ed tc dc so a drwer automa’ucaiiy giv es moncy 2

i :to an’ oﬁicer assummg that thlS 18 the corrcct procedure In thesc cases 1t would seem tha{_. v

e .'_-._the dmver beheves that in such c;rcumstances oﬁicers usually cxpcct money Bus and

that 8 the_'nght.thmo to d_o. 'For his _part once he _r_e_ceives th_e document the ofﬁcer will .' SR

}ust let the duver 20, as he knows what the driver v?zll do later. As prevzously dlscussed
- ﬂllS pro.cedure is called just celzzng documents Thc succccdmg process would be
.' unde;taken late:r at the oﬁcer’s police station, in .whic_h _sgch._c_ases_g{e often _informally
| sct.tl.ed One observer repcrted the fcilowmg, | | |

A red pubhc transport stopped pracncaHy in the middle of the road to

_discharge a passenger. A sergeant blew his whistle and signaled to the
driver to stay. As the officer walked towards the vehicle, the driver knew
the procedure. Without small talk, he handed the officer his license and

~ went on his way. ... Before I ended my observation, I saw a 16-year-old
boy walk up to the officer and speak. 1 was unable to hear their
conversation as they continued toward the police station nearby. From
afar, I saw them sitting at a table, and then they proceeded to an enclosed
room. After the boy had come out with the driver' s license in his hand, I
came up and asked him, “how much was the approval?” He said, 5,000
Rupiahs.” I asked him what the violation was, but he didn't know. All he
knew was to get the license and pay off the officer in charge. It turned out
that he was the driver's hittle brother.

Today, there 1s an even newer method for handling these problems--a settlement

opiet dnvers'even appiy a ﬁxed procedure m, mteractmc w;th oﬁicers If stcppcd by an | _:' [

G ofﬁcer they just subnnt a document and then contmue to drwe as 1f they understand that L

process handled by a “temer.”* This is a person who usually solves violations with

Temer” is actually an emplovee of a public transportation company who supervises their
drivers on the road. They informally offer a new “service”™ to handle documents seized by officers
regarding traffic violations. Of course. for this service they routinely collect money from the members
reardiess of their offenses,
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settlements. The interview below describes some of the pressures drivers are under to
vi_oia’te thé.laws;_
'-}nteryigwer: -W;ly _dq__you always p.'ick up pec_)_pie m iiiegai spots?
- Dnver If Idon‘t dé.it.tﬁis_ v?aj, I_c_an:’t_ _ﬁ;_iﬁll my daily quofa,
| .}_r._.;t.er.x_.ri.ewer. I .yo.x.; vioiéte, you. ca;l ifulﬁll.it?
Driver: Of course.
Interviewer:  What if you get caught?

Dnver: Well, we ask for a settlement, or we give him our license so a temer
can take care of it.

The question of who initiates the settlement is not a problematic issue, particularly
for the drivers of intercity public transportation, since they and the officers have
established a specific procedure that both perceive as mutually beneficial. Drivers who are
potential violators should not expect luckiness when passing certain posts. Based on their
experiences, the officers have already recognized which kinds of vehicles are committing
which types of offenses. Therefore, these drivers routinely employ a specific procedure
called “ngemel” or "minta ijin lewat" (both terms mean reporting or asking permission to
pass). In such cases, the driver stops his vehicle before passing a police station or post
{permanent or mobile}, and the conducior runs inside. He then shakes the officer’s hand

and shps him some money. I ihe officeris not there, the conductor.will leave the money.

inside a hat or some other designated place. For example, an observer reported the
following mcident:

I saw an interstate bus about 1o pass an intersection where my subject was
busy regulating traffic. Someone then got off the bus and ran towards the
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officer. The officer then pointed towards a building. The person then

proceeded to run to the building, then placed something on 2 table. He then

ran back to the bus. There is a possibility that the bus was following an

illegal route, using the city streets searching for passengers when he should
~ have been using the toll roads. '

“Ngemel” is also widely performed. Following is an example from an observer
accompanying an officer while he was in a patrol car:

11:00 p.m. On the side of a street, the sergeant stopped the patrol car.

After taking off his hat and wiping his sweat, he drank boitled water from a

canister that he always brings when patrolling. He then tumed off the

engine, but stayed in the car. From behind us, I saw a truck approaching

that was clearly overloaded with construction material. The truck driver

stopped his vehicle right behind us. The sound of the brakes prompted the

sergeant to turn his head. From the truck’s cabin, I saw somebody jump

out and run towards us. He came to the officer and gave him something.

Then he ran back to the truck, and they were on their way.

Another participant observer reported that in areas where there are no police posts
or staticns, a box is prepared at peddlers’ booths, and the conductors fulfill their duties
there, After “ngemel,” the driver might continually drive illegally without being stopped
by an officer until arriving at the next post where another “ngemel” would vsually be
expected.

Before discussing the factors explaining the “give-and-take” phenomenon in the

next chapter, it 1§ necessary to examine situational factors that influence street-level

officers’ decisions when they are performing their duties. Situational concerns are referred

to here as the opportunity factor--a consideration of when, where, and with whom a
settlement will be reached. We know that no matter how desperate an officer is for
money, he will not accept a bribe on all occasions or from just anybody. Restraints are

practiced by officers primarily for their own safety, For example, this practice is almost
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 never exercised on protocol roads (parade routes), since many high-ranking officials often
 travel there. At other posts, hidden locations for "dealing” are established, such as behind

" abuilding, in a police minivan, or even in a little peddler’s eatery where the owneris .

solice code for “understanding”) about this particular practice.

" The times when this p_féciice _bcturs_a.re also crucial. During heavy traffic hours, -

* when higher numbers of police authorities are present, “damai” settlements almost never -
'occgr. Daytime hours when these aciivities usually happen are from 10 a.m. to 12 p.m,,

~and 2 p.m. to 4 p.m.* Nighttime hours are seen as safe for participants to conduct this

praéti_ce,_ as the public cannot then directly observe their behavior. Out of 19 such

: vioiations_ observed at night (between 11 p.m. and 5a.m.) on J1. Kebavoran Lama, J1. Yos

Soedarso, J1. Daan Mogot, and J1. Tol Cawang, 12 drivers were interviewed and 8

admitted to settling a violation illegally. The other four had been released because they
possessed “special”’ documents or were accompanied by “Influential relations.”

It 1s also clear that the officers’ wariness toward practicing “damai” setilement is
not only for the purpose of their own safety, but also for the good of the corps. For
example, they resist the acceptance of bribe settlements from public transport drivers when
this interaction might be visible to the passengers. A field worker observed an officer,

while patrolling a toll road, refuse to accept money from a bus driver for his violation of

discharging a passenger illegally, by saying: "Hey, don't try to do so! See there! Your

- - 3 "
passengers are looking at us.

22 . : ; i 3
“Between 12 and 2 p.m. traffic is somewhat heavy. becanse some emplovees. primarily high-

rankang otlicials, usually keave therr oifices for lunch.
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I}l gnéther in__st.a__mc_c.i, a pz_;i:‘_t_:ic_iﬁant obse;vef s'e:iw an Qi.’ﬁ.c.e_r stép a J[.I.'u{ik for driving éz} ki

a ’;r_afﬁé léﬁé_that was not _dééigﬁéted for trucks. Thc.driv_er _apoiogiéed and slipped money

: :.ufi.d;er-;:i_page _i_x.;.a. 01tat10n bookbemg held _by'..'t_}_}e oﬂicerThe foliowmg 1s a p_orﬁoh of |

. Officer:  What's this?

Violator: Please help me out, Sir.
Oﬁicer: Help out with what?
| Vioiator: Well, please help and not give me a ticket.
Officer: If T help you out, you will tell pebple that officers ask you for
money when actually you offer it.
Violator; No, Sir. Really, I won't tell anybody.
Officer: Okay, | will accept this, but remember | did not ask for it.
Violator: Yes, Sir.

As discussed earher, officers who accept bribes weigh their options when
considering whom to deal with in this manner. Those who convincingly claim to have a
good relationship with an officer’s superior are clearly to be avoided. For example, after
releasing a violator, a sergeant indoctrinated a rookie officer regarding what he had just

seen. "What we can eat, we eat. What we cannot, we throw away. Don't swallow any

stones - Hwegetintotrouble; ourwiterand-kids feel-the pain~So-dor'teat-what-we-can'ts
right?" The officer impled that one should avoid accepting a bribe from one’s superior’s
relations, as 1t would only lead to problem. Formal interviews consistently revealed that

"give-and-take" settlements are most often made with public transport drivers and with




| professmnal driv.éf.s rather than thh dfivéré_ of pnvatelvowned :Véhi_c.l;s.:ér:;.d iﬁkhite—coi!a{ :
: .driyér_s._:_:. . . - o : R . _
- - Theobsewationalana]ysmmdlcates that chance plays an 1mportant ro}e in the ﬁna} L
zmtlated by thevzolator or bythe ofﬁcer is lesshkely to occur when the c;rwmstances are _
| not f_‘é_vio_rai.allie_ | S . |
. :_ _ T he._stu_dy. data _é_I_s_o suggest that a driver's past éﬁ;perié;lc_e of being ticketed seems. -
L le_cely__ :to afiect a ét_re_ét_-.lev._e.l_. .oﬁ_ir.:_er‘s disposition, although in an unexpected way. Here,
past éxp_erien_ce does_néé ;e}atg tol.a driver’s reco_rd_ of Béing ti_cketed long ago, but to an
. 'insfance where he..i.s ;:unéntiy ho_ldiﬁg a ticket while wéiting for a court’s adjudication of
' 'Ifhe. ;’hatt_er. In a criminal trial, When deciding on the severity of the punishment, a judge
will look at whether the violator has a previous police record. If he does, the judge is
likely to demand a more severe punishment. That kind of reasoned judgment is hard to
implement for street-level officers, who must make their decisions in a relatively short
period of ime. We found that although an officer does consider whether or not violators
have other traffic violations in process, unlike a judge, if they do, he 1s likely not to give
them another ticket.

This practice was confirmed in our field studies. For example, one sergeant

decided not to write a ticket for a violating "Carry" minibus driver, who had been cutting
nto a lane, when he learned that his colleague had already ticketed the driver earlier for
another violation. A public transport vehicle driver forgot to close his door and was then

1ssued a warning when the officer was shown the original ticket which was still being
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- :px_“o'(:e_'sse_d ' Dunngthefon‘nal _in_ieridews, a few said ﬁ_ié_ﬁ_é driver’s past experience of 8
b'éi_ngﬁfiél;(':téd_Was__conéi(_i'e'_réd when they_ﬁiéi_i_{a a final de_c';'is;_i_on._ ':Thei;.reés_(_jmng _for doing . 'i o

50 was simple--they were unwilling to burden violators even further.

 Up o this poi,wehave disussed only those ftors it afecta sredevel
 offcer’s subjectve decisons. We know that thesefactors are not direty related tothe
vzoiatmmtself, but ﬁ;_é_r_e_iy ;éﬂéét .the _indix:fjd_:_._lai _che}_réét_e'rigti_cs of violators, their reactions
and expresmonswhen ;Qte;aciing w_itﬁ ftﬁe oi%]_c.:e.r.s,. and .the.vigiator's past ticketing
. _-'ex.periéhc#.' .':N(I)W we :x.:villld.iscﬁss an _o_bjec_ﬁivé fact_c_;_r,..ﬁ.x._t_a séﬁousness of the offense.
e / '. Whenmtemewed the officers claimed that the seriousness of the offense played a
_.'I:na.jor r__o.le. in the1r decii_s_i@hs:tc énforée the laws, It wﬁé .sugge_sted that the more serious
' én offense Was fﬁe_ mo;e likely it was that the offender would be ticketed. The officers
detérmined the seriousness of an offense in terms of its actual or potential consequences.
That 1s, if the violation disturbed traffic and/or endangered people, it was seen as sertous.
In such cases, the offenders were said to be more likely to be ticketed. This gives rise to
an important question concerning the criteria the officers use to define disturbing traffic
and endangering pecple. It would seem that the officers” considerations were aimost
invariably subjective, since we could not pinpoint, for example, exactly when a particular

violation could be classified as potentially endangering people or disturbing traffic. This

issue regarding the subjective practice of officers’ decision making was also discussed
earlier. Here it seems safe to conclude that the officer's subjeciive preferences are

dominant 1n his decision making.
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s 'Afx{iﬁcidén_"z involving the commission of multiple violations provokes police

officers to issue tickets more than Goes a single offense. For example, an officer pulled a

" motorcycle over for an illegal turn. The offender was then only able to produce a class A~

it o s e i
' _- motOrcycles For theseV1oiat10ns hé was .t_ick_gt.e;i., wh;lethe dri_ver 0f a. car v?hé had

_ prev;ously _cémnﬁf_t_éd the 1dentxcal violaﬁion had_ égiy_ﬁgen_wamed. Ticketing offenders

‘who com:mt _mpl:ti.ple \dol_ations occurs even Wheﬁ the violator has a good relationship

: with hlgher authormes In one such case, a sergeant p_uiled over three people on an RX

Klng tlg_,rp._e.'_()f ﬁq_tqzrcy.'cle wjth_ an annoyingly loud muffler. All three riders were without

helmets and ﬁ_ceﬁses._ Despite the driver’s claims that he was the son of a higher ranking

of.ﬁcial., ﬁe was ticketed.

The oflicer in a multiple-violation case frequently will charge the offender with
only one count, however, In the case described above, the officer ticketed the offender
only for a traffic line violation. 1n the other case mentioned above the other officer
ticketed the motorcycle rider only for failure to show a vahd license. During formal
interviews, the reason given for this kind of behavior was that the officers wanted to teach
the violators a lesson without burdening them.

In sum, many complicated factors contribute to the decision-making process of

sireet-level officers. We have shown that in any case, subjective factors such as the
offender’s gender, social status, attitude and demeanor affect the officers’ decisions. The
domicile, arrest experience and muliiple-violation factors also contribute, although at a

lower frequency. The seriousness of the offense is thought to affect police decision




making‘,'_'ei’eﬁ though _this a_n;i_ly__st has B_egn unable to identify the exact criteria used by i

 officers to determine seriousness. .In the end, in situations where the offender indicates

he ey

“would prefer a “damai” settlement, and the officer sees a favorable situation for accepting -

~‘that resolution, it proves to be'a more common way.to resolve cases than formal ticketing .

‘or any other procedure.




. CHAPTERS
 DISCUSSION: UNDERSTANDING TRAFFIC

© " LAW ENFORCEMENT DECISION MAKING -

' 8 The pf_e_viogs_ chaﬁfér _ciescﬂbed_ tﬁ_e p.az:zern_s of s_t.r:éét-ie;z.el _ofﬁéérs; &éo_isio_ns
regardmg ._t'r_a.ﬁ*}c vioiat.ion.s as weﬁ as the__r.an.g_e: of traftic violations discovered. We have -
. __'also .'di_scu.ssc_d_ situational fact_or_s _thai may help to explain those actions. In this chapter,
‘ ._w.é_"{zéx.pl_lore.qth_er factors that may influence traffic officers’ behavior. We begin by
. &iscussing_;hé influence of individual factors. This is fc;iiowed by a description of the
' inﬂu_én.c.'e. bf | Of_ganizationai factors. Finallv, we discuss our findings from social

environmental perspectives.

The Influence of an Officer’s Individual Characteristics
As proposed, the officer’s individual characteristics that were examined here
included age, rank, years in service, educational background, and special traffic training,
Regrettably, the author was unable to examine the influence of officers’ gender on their
traffic decisions. This occurred because nearly all of the subjects who were observed in

the study were male officers. Only four subjects were females, and this small percentage

{1.2%) of The total did not allow o1 any Tirm conchusions to be arawn about the

uniqueness of their actions.




' -thiﬁQgg}}.bivzﬁﬁé‘ie techniq_ués'éfﬁi'.‘}.}res_eﬁfc@é"_i'n_.']“able_: 16,

[ itial action | -.028 037 -0 o015 | -03 - 003 ~.001
YPorsuit | 134 028 | .061 163 . | -258+ -214 -223
1 Approach 034 076 089 055 |-015 118%% 050
' 'Exp'lanaﬁén 1-.050 108 | -084 | -046 - 072 374 133

Finalaction = | .054 058 056 - 006 022 _009 002

172

S The specific stages of police actions included initial actions as well as pursuit,

“offender-officer interactions, and final actions/disposition. The relevant statistics derived

_- Tabie -1__'6 _::.. | o

* Correlations Between Police Actions and Characteristics of Individual Officers

Using Pearson’s correlation.
* significant at the 03 level.
## sipnificant at the .01 level.

Police Initial Action

The data in Table 16 indicate that police actions are not necessarily explained by
the individual officer variables. In fact there 1s no significant correlation between the
individual variables and the initial police action, which can consist of ignoring the offense,

issuing a casual warning, making a temporary stop for merely seizing the driver’s

document. or completely stopping and processing violating vehicles

The only sigmficant variable accounting for pursutt-decisions (ranging from
ignoning to pursuing) was the officer’s years in service at the last post (ranging from less
than | year to more than 12 years). The correlation between these two variables is

B s R A Ll JTRUE B 5.9 54 P TS b M S o A ST AU SIS R PRI T |
signinicant at the 05 fovel Wih the coeflicient of 238, the correlation i3 DeEainve, wncil




" means that the greater the number of an officer’s vears in service at the last post, the less.

- likely he was to pursue a flecing vehicle. ‘This finding suggests that this correlation may -~

= haifé beenmﬂuencedby a '.’ii_f_l_i;'d_ Vafiab;}'f_a:._ The nature of traffic p_c')li':ge_' dut}eS()n .ﬁ:]é streeis .

 involes elmost no stimulating challenges. Routine abscrvation and regulation of traffic
L :-:may dlmlmsﬁ the éa.gerlness bf ofﬁcers to. perfor.m. t.hezr dutieé pfoﬁérly, .aﬁd es.p.ecxlally .
_ : ..when they. afe statlonary fora lonw perlod of time.. | |
| = -Giveﬁ Ihése cénditiéns durimJ fofmal imérviews respondems.were asked about
| _ 'the.lr _](IDb. sat1sfaction and pamculariy w1th reoara .to their last ass;onment They were
: '.offered ﬁve possﬂole responses (very happy, happy, neutral unhappy, and Want to be
| .rotated) The results reﬂect that job satrsfactlon was statistically reiated to the oﬁicer s
' ye_ar_s m _se_ryi:ce a;c Iﬁs last post and was signiﬁcant at the .01 level, with a correlation
coetficient of 269" The correlation was positive, indicating that the longer the officer’s
years in service at the last post, the more likely he was 1o be dissatisfied, and this in turn
n_?:ay have i_nf_}uen(_:ed his decisions regarding whether to pursue a fleeing vehicle,
Offender-Officer Interaction
The second vanable examined was the officer’s approach to the offender after

stopping him. This included two categories; an approach with the 3Ss (meaning that the

officer offered any one ora combination of a smile, greeting, or salute)} and one without

these procedures. As reflected in Table 16, the only variable that was significantly related

to police behavior upon approaching an offender was the officer’s educational

"To obtain this coefficient. the anthor employed individual officers as a unit of analvsis.




'-b’lckﬂround The correiatxon between these mo v arzabies was ‘:tatzstlmi y SI“”]lf Cant at - i
. _the GI Ievel w1th the P051t1ve C(}eﬁlczem of ! 18 Thus the daia mdzcate that the hwhef S

_.the educaﬁonal attamment of zm ofﬁcer the more hI\ely he was to approach the oﬁ"encier

__':'wlth ezih'_ "_a '_s_m:l@, _g'r_eetmg, 0;-_salute._;---

Aﬁer.approaclnnﬂ an offender the oﬁxéer ﬁou}d proﬁde .an e‘ip}anétzon fof the : |
B ._l_si:op Hei e.the researchers were asked to assess ﬁow éympétheﬁc fhe ofﬂcer was when he
. :ask_ed__tbe éffender 1o s_h_ow his_ pape_rs_ _and to. step _out_ of _the. vehicle, as w_e]l_a_s how
: conwncmg he was m hlS explananon .o.f .fhe aﬁe_gé_d _o_ffcnée. ..T._he_: _d:ata._in'_':fz.a_b}e 16 indicate
__'tha_t the _indgj')end_e_x_lt yéri_ablgs ..sigi_l.iﬁg_ggtly_ ;'_elatéd :f_o this behavibr_wérg v_the officer’s rank,
.:s.p_.f_::ci._al trammg éﬁ@:eﬁ_énée, ér..ic_.i.eéucgét.idn.. One must bf_:. cautious in intérpreting these
'correlaﬁdﬁs, héwever. ”fhe cor%eiati;)n between the officer’s rank and the explanation they |
provided the driver is significant at the .05 level. The correlation is positive, which means
that the higher the officer’s rank, the more likely he was to give the offender a
sympathetic and convincing explanation. This correlation may reflect the fact that those
who held higher ranks (middle-rank officers) had graduated from high school or above.”
As a result, the significance of the relationship between the nature of the explanation and
the officer’s rank variables may be questioned due to the fact that the subjects’ ranks are

reflected in their educational attainment.

“T'his condition resuited from a policy change regarding efficer recruiiment in the mid-19%0s.
According to the new policy, the INP recruits only those appiicants who graduate from high school or
above 1o be second sergeants (middle-rank officers). whereas those applicants whe graduate from middle
schoel may be reeruited for the scennd Bhavangkar position Hover-rank efficers