
INFORMATION TO USERS

This material was produced from a microfilm copy of the original document. While 
the most advanced technological means to photograph and reproduce this document 
have been used, the quality is heavily dependent upon the quality of the original 
submitted.

The following explanation of techniques is provided to help you understand 
markings or patterns which may appear on this reproduction.

1 .T h e  sign or "target" for pages apparently lacking from the document 
photographed is "Missing Page(s)". If  it was possible to obtain the missing 
page(s) or section, they are spliced into the film along with adjacent pages. 
This may have necessitated cutting thru an image and duplicating adjacent 
pages to insure you complete continuity.

2. When an image on the film is obliterated with a large round black mark, it 
is an indication that the photographer suspected that the copy may have 
moved during exposure and thus cause a blurred image. You will find a 
good image of the page in the adjacent frame.

3. When a map, drawing or chart, etc., was part of the material being 
photographed the photographer followed a definite method in 
"sectioning" the material. It  is customary to begin photoing at the upper 
left hand corner of a large sheet and to continue photoing from left to 
right in equal sections with a small overlap. If necessary, sectioning is 
continued again — beginning below the first row and continuing on until 
complete.

4. The majority of users indicate that the textual content is of greatest value, 
however, a somewhat higher quality reproduction could be made from  
"photographs" if essential to the understanding of the dissertation. Silver 
prints of "photographs" may be ordered at additional charge by writing 
the Order Department, giving the catalog number, title, author and 
specific pages you wish reproduced.

5. PLEASE NO TE: Some pages may have indistinct print. Filmed as 
received.

Xerox University Microfilms
300 North Zeeb Road
Ann Arbor, M ichigan 48106



II
76-30,415

LEWIN, David A lan, 1944- 
BYSTANDER INTERVENTION: WHO HELPS WHOM?

C ity  U n ive rs ity  o f New York, P h .D ., 1976 
Psychology, c l in ic a l

Xerox University Microfilms, Ann A rbor, M ich igan 48106

@  1 9 7 6

DAVID ALAN LEWIN

ALL RIGHTS RESERVED

ii



BYSTANDER INTERVENTIONi WHO HELPS WHOM?

by

DAVID LEWIN

A dissertation submitted to the Graduate 
Faculty in Clinical Psychology in partial 
fulfillment of the requirements for the 
degree of Doctor of Philosophy, The City 
University of New York.

1976



This manuscript has been read and accepted for the Graduate 
Faculty in Clinical Psychology in satisfaction of the 
dissertation requirement for the degree of Doctor of 
Philosophy.

I ^ 71> VtaA-M 6— ^
^  O  date Chairman of'AExamining Commi11ee

/  i  ~ /  J \o  l <2JL '-J \-

date Executive’Off icer

Professor Stanley Milgram

Professor Morton Bard____

Professor Laurence Gould 
Supervisory Committee

The City University of New York 
iii



ACKNOWLEDGEMENTS

In the popular imagination, creative science is 
the result of solitary individual effort. The present 
piece of research, having whatever worthiness and ori­
ginality that it might be judged to contain, owes its 
merit not to one mind but four. In grateful recognition 
of this fact, this work is dedicated to my three 
advisors: Professor Stanley Milgram, Professor Morton
Bard, and Professor Larry Gould, whose views and 
suggestions enlarged upon and crafted the original 
design of this experiment. Having credited the above 
gentlemen with the merits of the research, I would 
like to absolve them of its defects, whatever these may 
be found to be.

David Lewin



"The true community is thus built to the human 
scale. Its range is limited to men's capacity for inte­
grated experience. Beyond the limit it breaks down.
The human being, on the other hand, is limited by the 
community. He is keyed to its capacity to coordinate 
the functions of his life as a whole with other whole 
persons. At the point where interpersonal relationships 
are solely between the isolated functions of different 
persons, the human being disintegrates."

Baker Brownell*

* Baker Brownell, The Human Community (New Yorks 
Harper & Brothers, 1950), p. W .



ABSTRACT
BYSTANDER INTERVENTION: WHO HELPS WHOM?

BY DAVID LEWIN 
The effects of sex and race on helping behavior in the

New York City subways was investigated in a 1200 trial study.
A confederate Asker boarded a subway train and asked if the
train went to a stop which was just up the line. A confederate
Misinformant immediately replied that it did not. The Misin-
formant insisted one more time on his misinformation if anyone
in the subway car ventured to contradict the misinformation.
The sex and race of the Asker and Misinformant was systematically
varied and the sex, race, estimated age, and location in
the car of passengers was recorded in each subway car trial.
It was found that male white passengers estimated to be over
the age of 31 intervened most oftenj that black passengers in
the subway car tended not to assist male white Askers; that
accompanied female white passengers tended not to assist
black Askers; that accompanied male black passengers tended
to contradict female white Misinformants and to assist female
black passengers. Strategy of intervention was found to
be associated with particular sex-race passenger groups. In
addition, the number of people in the car, the distance
between the confederates and the passengers, the seat location,
and whether the passenger was standing or sitting, all were
found to interact significantly with whether help was
offered.
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CHAPTER I 

INTRODUCTION TO THE PROBLEM

Throughout the course of human history, individual 

acts of murder have at times resulted in significant social 

and political changes, hut rarely, if ever, has an indi­

vidual act of murder resulted in the creation of a separate 

area of scientific inquiry. The tragic and horrifying murder 

of Kitty Genovese, in the early morning; hours of march 13.

196^ outside of her apartment house in Kew Gardens, Queens, 

aroused not only the moral indignation of the country but 

the scientific curiosity of social psychologists as well.

The question that was in many peoples' minds as they read 

their morning newspapers' account of Miss Genovese's futile 

struggle with her attacker was -- how could the acknowledged 

witnesses to the assault turn away from her cries for help 

and do nothing. Social psychologists took this question 

as their starting point and the body of experimental research 

that has resulted from their efforts has come to be classified 

under the name of "Bystander Behavior."

Researchers in the field of Bystander Behavior have 

pursued many lines of inquiry and their findings indcate 

that the frequency and speed with which bystanders assist 

those in trouble are dependent upon, among other things, 

the following:
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The clarity of the crisis (Clark & Y/ord, 1972, 197*8
Tilker, 1970; Yakimovich &
Saltz, 1971)

The sex and race of the bystanders (jBryan & Test,
19^7; Gaertner, 1973; Gaertner & 
Bickman, 1971; Piliavin, Rodin, & 
Piliavin, 19&9; Schwartz & Clausen, 
1970 ; V/ispee & Freshley, 1971); 
Latane & Dabbs, 1975; West,
Whitney, & Schnedler, 1975;
Y/egr.er L Crano, 1975; Katz,
Cohen, & Glass, 1975; Clark,
197*0

The previous relationship of the bystander to the
victim or one another (Darley L 
Latane, 19 6 8; Latane d Rodin,
1969)

The attractiveness of the victim (Cross, Wallston, &
Piliavin, 1975; Piliavin,
Piliavin, & Rodin, 1975)

The apparent heIpworthiness of the victim (Langer &
Abelson, 1972; Piliavin, Rodin, 
Piliavin, 19&9)

Bystander numbers (Darley & Latane, 1 9 6 8; Latane A
Rodin, 1 9 6 9; Schwartz & Clausen, 
1970; Latane & Dabbs, 1975; 
Piliavin, piliavin, & Rodin,
1975)

The focus of the appeal (Allen, I9 6 9)

The costs of helping (Allen, 19 6 9 : Piliavin, Pilia­
vin, cl Rodin, 1975)

We take the view the phenomenon of bystander passivity 

in an emergency is an unfortunate consequence of the urbanite 

psychological and social adjustments to living in the 

industrial city. In order to survive amid the heterogeneity 
and hyperstimulation of the industrial city, the urbanite 
has to adopt certain behaviors and strategies which help him
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maintain his contact with urban reality without being

overwhelmed. It is the view of the experimenter that 
one indirect consequence of these so . ;xw psychological 

adjustments to the urban setting is that the urbanite 

tends not to respond when there is an unexpected appeal 

for help.

Let us consider those psychological and social factors 

of urban living which discourage the urbanite as a potential 

bystander from making an intervention:

(1) The urbanite is surrounded by tens of thousands 

of strangers in his daily life. He lives, works, plays, and 

is educated among ever shifting masses of people who he 

does not know nor can know given their number. In the context 

of man's long communal history, this experience, which only 

arose about a hundred years ago, is a relatively novel 

situation. Living among so many strangers, the urbanite 

passes throug;h the public sphere without any strong ties of 

identity and commitment to those around him. Thus any 

appeal for help by a stranger is not responded to as one 

would respond to an appeal for help by a friend or relative, 

someone with whom he shares ties.

In addition, the bystander is anonymous in the situation, 

so that he does not have to fear public opprobrium or suffer 

its consequences should he not intervene. In a smaller 

community, if a neighbor did not respond to an appeal for 

he or she would become the talk of the village; in the



city one's anonymity protects one from becoming a social 

outcast.

(2) An ethos has evolved within the industrial 

that helps one survive the hyperstimulation of the city. 

This ethos is, "Don't get involved." This ethos of the 

highly populated city is just the opposite of the less 

densely populated village or town. In village or town the 

ethos is "Help thy neighbor."
(3) Social responsibilities have been differentially 

assigned to specific members of the urban population.

The police handle social distrubances and emergencies; the 

fire department puts out fires; welfare takes care of the 

poor. Such a division of social responsibilities in effect 

divests the common citizen of his personal responsibility 

in most emergencies. he does not take a victim of a car 

accident to the hospital, he does not get his gun and go 

after a robber, he does not .join with his neighbors to put 

out a fire. He waits for the properly designated authority 

to do this. He is reduced to being a passive bystander on 

the periphery in a social emergency.

(*0 The urban emphasis on the efficient use of time 

also discourages the likelihood of an intervention. Living 

in a capitalist economy and culture where time is money 

and the pace of life is swift, we have to live on schedules 

in which our daily tasks are accomplished in alotted time 

segments. This naturally discourages time consuming
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behavioral digressions like becoming involved in a 

social emergency.

(5 ) The urbanite in passing through the public domain

has to defend against the enormous stimulus bombardment

on his senses caused by the enormous number o.f strangers 

streaming by. In order to cope with this excessive sti­

mulation, the urbanite adopts certain psychological and 

social defences.

George Simmel (1950) writing at the turn of the cen­
tury was one of the first to take note of the psychological

effect that the industrialized city was having on the mind 

of the urban dweller. His thoughts were recorded in his 

classic essay The metropolis and mental Life. He pointed 

out that the common emotional tone of the urban dweller was 

"bla.se." Fart of this attitude Simmel attributed to the 

effects of living in the materialistic atmosphere of the 

industrial city where social existence was so heavily 

influenced by the objectifying forces of the money economy. 

But Simmel also recognized in the blase attitude of the 

urbanite a psychological defense mechanism that was employed 

out of necessity to deal with the excessive stimulation 

of city life. Simmel writes:

In the blase attitude the concentration of men 
and things stimulate the nervous system of the 
individual to its highest achievement so that it 
attains its peak, through the mere quantitative 
intensification of the same conditioning factors 
this achievement is transformed into its opposite 
and appears in the peculiar adjustment of the blase



attitude. In this phenomenon the nerves find 
in the refusal to react to their stimulation the 
last possibility of accommodating to the contents 
and forms of metropolitan life. The self-preser­
vation of certain personalities is bought at the 
price of devaluating the whole objective world, 
a devaluation which in the end unavoidably drags 
one's own personality down into a feeling of the 
same worthlessness.... If so many inner reactions 
were responses to the continuous external contacts 
with innumerable people as are those in the small 
town, where one knows almost everybody one meets 
and where one has a positive relation to almost 
everyone, one would be completely atomized inter­
nally and come to an unimaginable psychic state.
Partly this psychological fact, partly the right 
to distrust which men have in the face of the 
touch-and-go elements of metropolitan life, 
necessitates our reserve.

In an article on The Experience of Living in Cities 

(1970) r/iilgrarn specified six psychological strategies that 

the urban dweller employs in dealing with the over-stimu­

lating environment of city life. ifilgram used the ter­

minology of systems analysis In describing these strategies 

that the urbanite uses to prevent .input stimulus "overload." 

These six strategies are:

1. The allocation of less time to each input

2. High selectivity and disregard of low priority input

3* The shifting of input requirements to other parties

4. Blocking of reception of inputs

5. Reduction in the intensity of inputs by filtering

6 . Institutionalization of social responsibility to 
relieve individual input demands

^Kurt IVi. V/olff, ed. and trans. , The Sociology of 
Georue Simmel (Hew York: The Free Press, 1950), p. 415*
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V/hen we examine the seemingly indifferent public 

behavior of the passive bystander, we can see his inaction 

very much in terms of his operative enthrallment with 

these defenses against urban stimulation, he does not 

try to make himself better understood to the Puerto Rican 

women who stop to ask him subway directions in broken 

English (Strategy 1); he steps over the derelict in the 

street (strategy 2 ); he suggests to a person asking him 

for change of a dollar to try the newsstand (strategy 3 ); 

he puts on a gruff and stolid face while walking past the 

tourist couple who are staring up at a street sign in 

bewilderment (strategy k-) ; he doesn't catch what the young 

boy is saying as he is running out of the supermarket 

crying; (strategy 5): and he assumes that the policeman on 

the beat will find, out why that man is walking through 

traffic shouting to passing motorists that he is a mailman 

(strategy 6 ).

Ivlilgram is suggesting that we need not interpret the 

urban bystanders inaction as only being a result of the 

lack of social relatedness in the city but as also an 

unfortunate byproduct of the psychological adjustment we 

have had to make while passing through the urban public 

sphere, milgram writes:

The ultimate adaptation to an over loaded social 
environment is to totally disregard the needs, 
interests, and demands of those whom one does not 
define as relevant to the satisfaction of personal
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needs, and to develop highly efficient perceptual 
means of determining whether an .individual falls 
into the category of friend or stranger (italics 
mine).3

We may see the phenomena of the impassive bystander 

as the result of several convergent social and psychological 

forces which are a direct consequence of urban existence.

The urban individual is unacquainted with almost all of 

the people ho encounters publically, and therefore shares 

public space with them in an "out-group" relationship.

A stranger in need of assistance is not a positive relation 

and elicits less personal identification and thus less 

impact on our urge to give aid. In addition, the urban 

individual is preoccupied in his defense against the sti­

mulation of the public city environment, and any appeal for 

help has to break through and circumvent the psychological 

mechanisms that the urbanite is empdeyin to reduce the 

throat of "overload."

These psychological adaptations to urban living seem 

to discourage the urbanite from making an intervention when 

a social crisis occurs. Thus it may be seen that the 

urbanite psychological adaptation to the urban setting may 

account for the phenomenon of the passive bystander.

And yet, there is one psychological adaptation that the 

urbanite makes to living in the city that actually might 

encourage the likelihood of an intervention in an emergency.

^Stanley Milgram, "The Experience of Living in Cities," 
Science, I67 (1970): M 2 .
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iViilgram suggests that one additional psychological strategy 

used by the urbanite to counter the potential overload is 

the perceptual organization of the visual heterogeneity of 

daily life into stereotypic categories. This suggestion 

is in accord with the American philosopher Baker Brownell's 

description of the urban mentality. Professor Brownell 

writes:

An urban man is increasingly indifferent to the value 
of the human community and careless of its disin­
tegration. Ilis life is scattered across the shat­
tering machine of the city. He is a cluster of 
uncoherent fragments, and what unity he has tends 
to be abstract and fictitious....He belongs to 
many publics but to no community. In that crowded 
world men become, not men with concrete contexts 
and differences, but 'labor' or 'veterans' or 
'audience' or 'commuters'....He know human beings 
not as emotionally unique, contextually differen­
tiated face-to-face experiences; we take them as 
a class (italics mine).^

And yet if people lving in cities do tend to classify 

people according to "categories", then this would encourage 

identification with strangers in the public setting who 

shared similar characteristics. If people do categorize 

strangers in public then they might more readily identify 

with a victim in a social emergency who they shared mutual 

category characteristics.

One of the most obvious ways of perceptua.lly forming 

categories in the public setting is to classify people 

according to sex and race, since these two characteristics

^Baker Brownell, The Human Community (New York: 
Harper & Brothers, 1950).
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are so highly visible. Gaertner and Lickman (1971) found

that whites had a better chance of receiving help from

whites than blacks in an alleged social crisis situation.

nilgram (I97O ) suggests that these findings may show:

...ethnic allegiance may well be another means of 
copying with overload; the city dweller can reduce 
excessive demands and screen out urban heteroge­
neity by responding'; along: ethnic lines; overload 
is made more manageable by limiting the 'span 
of sympathy.'5

If black and white tend to identify with people of the 

same visual characteristics as sharing'; a common "in group" 

status then we would expect more .intra-race group helping:: 

behavior in a social emergency. Likewise if male and 

female tend to identify on sexual grounds with strangers 

and see themselves as more related, then we would expect 

that males would tend to help males more and females would 

tend to help females more in a social emergency.

It is the purpose of the present study to see if such 

easily identifiable characteristics as sex and race do 

generate like sex-race group helping. If the individuals 

are predisposed to identify with stranglers in the social
3

milieu on the basis of easily classifiable features, then] 

we would suggest that the combination of sex and race 

qualities would offer the most visible group features to 

find an identification with. For this reason we choose as 

our hypothesis the following two expectations:

%ilgram, "The Experience of Living in Cities," p. 1463.



-11-

1. Sex and race bias will be shown by people in giving 
assistance

2. People will tend to assist those of like sex-race 
characteristics

vie have pointed out at the beginning of this chapter 

that there have been several studies done in which the race 

interaction between bystander and "victim" has been examined. 

The results of these studies, juxtaposed one against the 

. ther, a..re equivocal. laertnor and Lickman (1971) and 

uaertner (1 9 7 5) found a race effect for v/hites, i.e.,
Whites tended to help whites more than Blacks. Piliavin, 

Rodin, & Piliavin (19 69) * Wispe & Freshley (1971), and 

Latane Dabbs (1975) did not find a clear and reliable 

race effect.

Vie shall now proceed to present our reservations 

about many of these studies-. The type of helping behavior 

required in each varied from study to study -- from the 

innocuous assistance asked in helping a confederate pick 

up coins (Latane & Dabbs, 1975) or groceries (i'ispe & 

Freshley, 1971) or dropped computer cards (,/egner 1 Crano, 

1 9 75) 'to assisting a derelict or invalid who has fallen 

in a subway car (Piliavin, Rodin, L- Piliavin, 1969)- the 
requirements in these situations are hardly comparable 

and Piliavin et al. (1975) suggests that a cost factor 

may interact significantly with variables under study in 

determining the studies outcome. Sucha a suggestion is 

consistent with kilgram's understanding of the situation;



high cost requiring high input stimulation and low cost 

requiring little stimulus input. Low cost helping re­

quirements such as picking up a few coins entails little 

social confrontation, physical effort, or time expenditure. 

Lifting a drunk or invalid to his feet requires risk of 

confrontation, physical effort, and the possible expenditure 

or a great deal of time since the individual might need 

further assistance.

Our point is that in low cost situations the psycho­

logical adaptation of ethnic identification may not be 

utilized since the requirements of the situation are so 

minimal. Therefore, in evaluating studies that use low 

cost helping situations in their attempt to elicit a race 

effect, we cannot be sure that a negative finding means 

that race has no effect on helping behavior in general. 

Helping behavior in these studies might have just teen 

engaged in as a quick means of avoiding the tension of the 

situation and required no further identification of the 

environment.

A second limitation that we find in these studies is 

that the interaction between the sex and race of the by­

stander and the sex and race of the "victim" was not 

examined; black and white confederates were often either 

all male or female. For example, both Gaertner and Vvispe 

Cc Freshley used only females as confederates in their 

study of the effects of race on helping behavior. Thus
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the effect or non-effect that they reported was contaminated 

by their oversight in not sorting out the individual sex- 

race group interactions.

Wegner 1 Grano (1975) make an important criticism of 
many studies that attempt to -investigate the interaction 

of sex and race on helping behavior. They write:

Confederate victims were typically nested 
within the sex and race conditions of the study; 
that is, one black and white confederate of each 
sex constituted the total victim population; this 
confounding renders the ,interpretation of results 
completely problematic.°

This criticism applies to such recent studies as 

Thayer's (1973) study, Katz, Cohen, g Glass' (1975) study 

and ’Jest, ,/hitney, and Schedler's (1975) study. Piliavin, 

Piliavin, and Rodin (1 9 7 5) have serendipitously found a 

large effect of victim's natural appearance on the 

rendering of help.

V/egner and Crano's (1975) attempt to circumvent this 

problem by using many confederates in each sex-race condition 

was vitiated by the fact that they performed their study 
at a ididwestern university where the -̂3 *000 student popu­

lation contained only a very limited number of black 

students. That black students in such an isolated situation

would be aware of a black student in need of help was a
foregone conclusion.

^D.id. Wegner and V/.D. Crano, "Racial Factors in
Helping Behavior: an Unobtrusive Study," Journal of
Personality and Social Psychology, 32 '(nay, 1975): 902.
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Pinally, it should be remarked that Piliavin et al. 

(1969, 1975) in his subway studies o.f helping behavior has 
had notoriously bad luck with his confederates, since in 

both studies he found that confederate teams wore not 

staging the incident as they were assigned to do, It is 

not clear to the present investigator what effect this had 

on his results. In any event, it would be important to 

re-stage some variation of his experiment because it is 

felt that his victim staging site had a lot to recommend 

for itself as a social psychology laboratory. A subway car 

contains in a restricted environment strangers of various 

sex and race who have no personal commitment or respon­

sibility to what goes on before them (since it is an 

transient and anonymous situation) and therefore can 

respond or not respond freely according to intrinsic moti­

vation.

Piliavin (1975) in reviewing the literature on the 

sex effect in helping concludes :

Although the relation of sex to helping may 
depend on the specific type of help requested, 
it is clear that in the preponderance of settings 
tested to date, males help more than females, and 
females receive more help than, males.'

In analyzing the results of our own bystander behavior 

study we shall keep this finding in mind, especially looking 

out to see if it holds for the different sex-race group 

pairings.
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It was with those considerations in mind that we 

decided it would he appropriate to make am additional 

study of the sex-race effect on helping behavior. The social 

setting: that v/e chose to do our research on this issue was 

in The dev/ York City Transit Authority subway cars. The 

idea and location for the study arose after the experi­

menter had witnessed the following real life exchange in a 

subway car one morning* A man entered the subway car at a 

train station and asked if the train went to a particular 

station which was further up the line. A passenger inad­

vertently gave him wrong information, and although the route 

of the train was quite well known to most of the passengers 

since they travel it twice daily corning to and from work, 

no one in the train readily volunteered the correct infor­

mation, until a heroic student of psychology finally 

intervened. This small social emergency suggested a pro­

cedure for studying bystander behavbr. In reviewing the 

literature it was found that a similar experimental design 

had occurred to Harvey Allen of NYU in a bystander inter­

vention study that he did for his Ph.D. dissertation pub­

lished in I9 6 8. Allen, hov/ever, was interested in the 

effects of the focus of the appeal by the Asker and the 
threat characteristics of the Misinformant on bystander 

behavior.

Using the same Asker-ihisinformant exchange, it was 

decided that we would investigate the effects of sex-race
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of the Asker and the sex-race of the Misinformant on the 

sex-race bystander behavior with the expectation that like 
would help like.



CHAPTER II 
METHOD

Overview

line station waiting for the train to depart witnessed the 

following incident. A person carae through the center door 

and ashed if the train stopped at Newkirk Avenue. Immedi­

ately a seated passenger said it did not, which was not 

true because Nev/kirk Avenue was the very next stop on the 

line. The person who asked the question (the Asker) paused 

and then if no one said anythin?: walked off the train and 

out of sight. If someone said that the train did go to 

Newkirk Avenue during the pause, the person who pave the 

misinformation (the hisinformant) reiterated his or her 

misinformation. The Asker then paused, and if no thins 

further was said, walked off the car and out of sight. If 

the passenger who supplied the correct information or any 

other passenger in the subway car insisted during the second 

pause that the train did go to Newkirk Avenue, the .;isin­

formant then remained silent and the Asker walked through 

the subway car into the next car. The Asker who boarded 

was either kale or Female and either Black or V.'hite.

The Misinformant was either Male or Female and either 

Black or ",7hite. An observer sittinv on the train sur-



reptitiously recorded the characteristics, location and 

behavior of the passengers in the car during the Asker- 

kisinformant exchaiire.

,3ub ;i e c t  s

Subjects '.vere be'? York Git;/ subv^ay riders travel in.;; 

on the Flatbush Avenue IRT train. On the cars on which 

the incident occurred there vrere on the aver aye 51 r males 
and bo;' females. The distribution of V/hites to Blacks v/a 

7 1,' to 29;i on the aver aye. The aver aye number of gale 

Y’hites (kg/s) was 37k > the aver aye number of Female V/hites 

(FYs) was 3‘bm the average number of kale Blacks (like) 

was lk;g; and the average number of Female Blacks (FBs) 

v;as 15.3. Subjects ranged in estimated aye from 6 to 70 

v/ith a mean of 33• 90. The number of people in the car 

ranged from 3 to 2.6 v/ith an average of 9.48 over all cars 

A total of 1200 trials sere run during the hours of 10 A. 

to 11 p.m. , except during the rush hours from 5 P.m. to 7 

P.m. during the week in which no trials were run. Trials 

were run on all seven days. Trials were run starting on 

January 1971 and run intermittently until may 197^*

Confederates

The confederates were male and female, Black and 

V/hite undergraduate students attending Brooklyn College. 

Five different confederate teams were run in each of the 

16 different Asker-kisinformant conditions of sex-race
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Asker-~sex-race hisinformant. V/hile a confederate could 

play either the Asker or iiisinformant in each appropriate 

A-M condition, he or she could not play the same role tv/ice 

in the same A-ivi condition, host confederates appeared in 

more than one A-11 team condition, but very few appeared in 

more than two A-il team conditions. bach confederate team 

ran 15 trials in an approximately one hour session of 

staping.

Observer

The experimenter served as the observer in all trial 

runs. The observer, sitting in the car as unobtrusively 

as possible, recorded on a diagram sheet (see Figure 1) 

the sex, race, estimated age, and location of each passenger 

in the car'. .blether the Asker was helped was left to the 

determination of each Asker. If the Asker felt he or she 

was assisted, they entered the car, if not they walked away 

from the car. The observer recorded who said what and if 

any doubt existed in the observers mind he consulted the 

Asker.

The confederates were blind to the experimental hypo­

theses. The day and time of day that the team ran their 

trials was left to the chance of mutual convenience for 

the three participants to get together.

Procedure

The observer and the it is informant boarded indepen-
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dent ly the came subway car of the waiting train at the 

Flat bush Avenue station. The observer sat facing the open 

doors in a seat removed from the other passengers if 

possible. The kisinformant sat in either seat 2h- or 37 

(see Figure 1), which ever was more available. The observer 

filled out the trial sheet describing the sex, race, estimated 

age and location of the passengers in the car. Having 

finished he made eye contact through the car windows with 

the Asker who was standing on the station platform. The 

Asker then stepped one step through the open denter door 

and said in a. sufficiently loud voice, directing his atten­

tion to all of the people in the car, "Does this train go to 

Newkirk Avenue?" Immediately, the i.dsinformant answered in 

a loud but neutral voice, "go, it doesn't." The Asker 

counted to five and then, if nothing else had been said, 

stepped off the train and. out of sight. If a passenger 

during the pause said that the train did go to gewkirk 

Avenue, the iv;i sin formant would one more time say in a neu­

tral voice to the Asker, "No, it doesn't." If the passenger 

or other passengers in the car remained silent, after five 

seconds the Asker then stepped off the train and walked 

down the platform. However, if any passenger in the subway 

car insisted to the Asker that the train did go to Newkirk 

Avenue, then the kisinformant remained silent and the 

Asker thanked the passenger and boarded the car. The 
Asker then walked through the car into the next car where
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he or she could step back onto the platform without being- 

observed. After a minute the L'iisinformant got up and walked 

up into the next car and took a seat. A moment later the 

observer got up and walked into the next car and took his 

or her assigned seat. The next trial was ready to begin.

Since people often boarded the train via one car 

and then walked up into other cars, the walking through 

the car by the Asker, Observer, and hisinformant was in 

no way out of the ordinary.

Since the average waiting; time of the train in the 

station was twelve minutes, an average of three subway 

car trials could be run. When the train was about to leave 

a yellow station light would go on and the observer and 

confederates would leave the train and walk to the other 

side of the station where another waiting train was standing; 

on which the trials would be continued to be run until it 

too would be about to depart. Trials would be run conse­

cutively until fifteen trials had been accumulated using 
the confederate team.



CKAPTiSi! III
•g t t t t i

Glossary of Terme 

The results of the experiment about to be presented 

are quite elaborate. The fecundity of our experimental 

results is a direct correlate of the depth and extent of 

our analyses. Unfortunately, the results need technical 

terms to make the presentation of the several variables 

studied comprehensible, for v/ithout them, the study 

would become a labyrinth of several hundred pages. '.7e 

therefore offer the following glossary of our experimental 

terms to serve as a guide.

The Helping Behaviors t

Primary Intervention: After the A sk e r - ihi s in formant
exchange, a passenger informs the 
Asker that the train does go to 
Newkirk Ave . 7/hen the N is inform­
ant again repeats, "No it doesn't," 
the passenger again insists to 
the Asker that it does.°

Secondary hesponder: After the Asker-Nisinformant
exchange, a passenger in the car 
informs the Asker that the train 
does go to Newkirk Ave. ./hen the

8 As the major dependent variable we will treat as 
having helped only those who persist with the correct 
information in the face of the misinformants arguing, 
because only such persistence results in effective help.



Goes & Gets

Silence:

Ineffective:

Backs Dovrn:

Talks After:

iviisinformant again repeats 
"No it doesn't," the passenger 
becomes mute. Another passenger 
in the subway car at this point 
informs the Asker that the train 
does go to Nev/kirk Ave. This 
second passenger is credited with 
the helping intervention.

Response : After the Aslcer-ftis informant
exchange, no one in the subway 
car says anything and the Asker 
is allowed to leave unassisted.
A passenger then gets up and goes 
to the open, door and privately 
calls to the Asker that the train 
does go to Newkirk Ave. In this 
way the Kicinformant is bypassed.

The iion-Helpin v Behavior

The passenger remains silent
during and after the Asker-’..icin- 
formant exchange.

The passenger either talks in- 
audibly, mumbling his intervention 
to himself, or discusses with the 
Aisinformant the train's desti­
nation, allowing the Asker to 
leave. Also those cases where a 
passenger agreed with the misin- 
formant -.'/ere classified under 
this heading.

After the Asker-misinformant 
exchange, the passenger tells the 
Asker that the train does go to 
Hewlcirk Ave. when the Lli sin formant 
says a second time, "No it doesn't," 
the passenger remains mute, allow­
ing the Asker to leave the subway 
car.

Passenger Characteristics:

Alone : The passenger is traveling un­
accompanied by a friend, husband, or



Accompanied:

wife, and thus is a stranger to 
all the rest of the passengers 
in the subway car.

The passenger is traveling 
accompanied by one or more 
acquaintances in the subway car,

Other Variables:

Unre s t-Response:

Unrest-i'io Response :

Confirmation Behavior

A combination of the Secondary 
and Goes & Gets Responses. 7/e 
take these responses as an 
indication of social unrest 
in the car, a social tension that 
is mastered, by a delayed but 
effective intervention.

A combination of the Ineffective, 
backs Down, and Talks After 
responses, ',/e take these responses 
as an indication of social unrest 
in the car, a social tension that 
is unmastered and spills over into 
non-intervention behaviors.

Once a successful passenger 
intervention has been made, the 
public support of the intervention 
by another passenger. This is 
treated as a. variable because it 
va.ries with sex and race of the 
participants.

Introduction to the Results 

The following; is an analysis of the recorded behavior 

of 5500 people present in the 1200 subway cars in which 
the Asker-i.dsinformant exchange was staged. before pre­

senting the study's findings, a number of important points 

need to be considered which stem directly from the obser­

vation that certain chance factors in the subway car were 

found to influence bystander helping; behavior. These un-



controlled subway car environment factors among others 

include: passenger seat location; whether the passenger was

alone or accompanied; the physical distance between the 

passenger and our confederates; and, the number of people 

in the subway car.

As it was impossible to select subway cars that were 

exactly equal in population and seat occupancy, each trial 

was run in subway cars chosen at random. The environmental 

condition encountered on each trial often changed radically 

from trial to trial in terms of the above mentioned sig­

nificant factors. In one subway car a confederate team 

could stage the Asker-t-isinformant exchange in the present 

of two acquainted white women sitting: quite near the 

misinformant. On the next subway car trial the same team 

could encounter, let us say, two white women unacquainted 

with each other sitting quite close to the center door 

where the Asker makes his entrance. .Cased on the overall 

results, these two conditions would be expected to 

produce quite a different effect on the helping behavior 

of the occupants of the car, despite the fact that the 

Asker-misinformant condition was the same. V/ith each 
team sampling only fifteen cars, a wide variety of environ­

mental conditions with significant effects on helping 

behavior were encountered by each team. This makes the 

comparison of the intra-team response rate inappropriate 

since the five teams within each Asker-Iiisinformant
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condition were not subject to equivalent stimulus 

conditions.
In accord with this fact, the intra-team response 

rate varies considerably within each Asker-Kisinformant 

condition. It was hoped that by running five teams with 

fifteen trials each in each Asker-Aisinformant condition 

for a total of seventy five trials for each of the six­

teen Asker-Uisinformant conditions, a sufficiently lar. o 

sample would be obtained to equalise the environmental 

effects across all conditions and to minimise any 

effect caused by the individual personal qualities of an< 

one confederate. The fact that internally consistent 

Asker-Aisinformant effects were found seems to support 

this assumption.

The finclines of the study have been organized under 

main variable topic headings, each topic comprising a 

separate section. The analysis of the data revealed 

that there were significant interactions between strate­

gies of intervention and main variables. For this reason, 

two strategies of intervention categories will be used 
as the basis of helping behavior when main variables 

are analyzed, and it is against both of these two 

helping behaviors that the interaction with the variable 

will be assessed. The first strategy of Intervention that 

will be used is the Primary Intervention, the intervention



in which a passenger directly and persistently challenges 

the it is inf ormant to assist the Asker. The second inter­

vention category that will be used as the helping behavior 

when assessing main variables will be the General Response 

intervention, which is a composite of Primary Intervention, 

Secondary Responders, and Goes a Gets interventions, those 

interventions that resulted in the Asker being successfully 

helped.

JSach main variable will be assessed therefore using; 

the Primary Intervention as an indication of helping 

behavior and then the General Response as an indication 

of helping behavior. A detailed analysis of main variable 

interactions with strategies of intervention will be 

presented under a separate chapter heading.

A variable that was found to have an important 

interactional effect on helping behavior had to do with 

whether the passenger was travelling alone or accompanied 

by an acquaintance in the subway car. So powerful was 

this variable found to be in our study that it is important 

to consider its effect when examining; the interaction 

between helping; behavior and main variables. For this 

reason, in each chapter the main variable's effect on 

helping behavior will be assessed for (1) Combined Alone 

and Accompanied passengers, (2) only Alone passengers, 

and (3) only Accompanied passengers.
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In summary, the results of the study will he 

presented under main variable topic headings, each main 

variable comprising a section. Each section v/ill present 

the analysis of the particular factor as it effects both 

Primary Intervention and General Response intervention 

rates. Each section analysis v/ill deal with three sets of 

passenger data: Combined Passenger Data, Alone Passenger

Data, and Accompanied Passenger Data.

It is hoped that this arrangement of the rather 

complex mass of data to be presented v/ill most readily 

facilitate its comprehension.



Logically, the first piece of information that 

should he presented, in a helping behavior study is whether 

all of our confederate "victims” were helped. In all,

1200 subway car incidents were stayed. The Asker re­

ceived some form of assistance in ':-5 percent (537) of the 

trials, of which 33 percent (392) were Primary Intervention

5 percent (75) vrere Secondary Responder interventions, and

6 percent (70) "ere does A lets interventions.
'./an the likelihood that a person would be helped 

affected by the person's sex or race? It does not seem so 

if we look .at the overall fimures. hen and women, blacks 

and whites were, overall, equally likely to be helped 

(>:"" = .1-9, p ~ -92). On the other hand, the source of 

help for an Asker was indeed dependent upon his sex 

and race. Table 1 presents the Combined Passenger Data, 

Alone Passenger Data, and Accompanied Passenger Primary 
and General Response helping behavior of the different 

passengers for the different Askers across all misinformant 

conditions with the percent of the available population 

responding as indicated in each cell.

For example, we found:

1. Accompanied male blades tend to assist female 

black. Askers (p - .001).



TABLE 1 -- The combined passenger data, alone passenger data, and accompanied 
passenger data primary and general response helping behavior of the different 
passengers for the different Askers across all misinformant conditions with 
the percent of the available population responding as indicated in each cell 
(i.e., 8.3% of the male whites available intervened to help all askers, 6.3% 
of the female whites available intervened to help all Askers).

Data Intervention Asker P. Chi Passengers Available Responding
Level Square

MW FW MB FB Sex Race
ALL • 05 7.85 573# 573# 7.2% 570# .01
MW .006 12.63 9.4 # 6.9% 5.2% 2.3% .005

Primary FW
MB
FB .04 8.43 8.9% 5.0% 9 >2% 5.0% .004

Combined
ALL
MW .02 10.40 12.3% 10.0% 5.8% 6.0% .004

General FW
MB
FB
ALL
MW .02 9.75 10.4# 7.2% 4.8# 3-3% .008
FW
MB
FB

Alone
ALL
MW .02 9.71 13.1# 11.5# 4.8# 7-4# .003

General FW
MB
FB
ALL .02 9.89 7.8% 4.2# 9.8# 4.2# vn00

MW
Primary FW

MB • 07 7.15 13.0% 3.556 11.4# 10.0#
FB .001 18.27 5.8% 1.356 17.9# 6.4#

Accompanied
ALL .008 12.01 10.556 5 .6# 12.356 8.8# .004
MW

General FW
MB .02 10.54 17.4# 4.2# 14.356 11.4#
FB .009 11.58 6.8# 3.1# 17.9# 8.5#



2. Overall, male v/hites help significantly more than 

other passengers of given sex and race characteristics

(P - -05).
3. Unaccompanied Blacks ten;' not to assist -when 

the Asker is a male white (p - . CCG).

51'. Accompanied female whites tend not to assist ’•.•hen 

the Asher is Slack (p - .001).

5- Overall, the /.miles helped more than chance would 

lead us to expect while the Females helped loss than chance 

would lead us to expect (p = .01).

Our first hypothesis seems to have been confirmed.

People do categorize strangers in public places according 

to see: and race and use these classifications when responding 

to them. Ou.r second hypothesis, that in a hyp erst imulat ing 

environment, people help mostly those of their own sex and 

race, does not hold up: this hypothesis failed to take

into account the heterogeneity of the social forces 

at work and the psychological reality of people of dif­

ferent sex and race. In our discussion section we v/ill 

offer a speculative interpretation of the data based on 

psychological studies of sex and race in America.

V/hen we examine the effect of estimated age on 

helping behavior in our study, we find that for the 

Combined passenger and Alone Passenger Data, passengers 

estimated to be over the age of 31 helped significantly 
more, using: the Primary Intervention and General Response
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as our criteria for intervention (p = .001). This Ape 

effect disappears y/hen the passenger is accompanied by 

an other pe r s on.

Since passenger age has been found to have such a 

powerful effect on helping behavior in our subway study, 

the logical step would be to integrate the sex and race 

effects' with the age effect. ghen this is done we find 

that in the Combined Passenger Data the Primary Inter­

vention and General Response chi square values are both 

significant (p - .002) and that in the Alone Passenger the 

chi square values are also significant (p - .005)» but 
that the Accompanied Passenger Data is not significant 

(p - .08). Table 2 presents the Combined Passenger .Data 

Frimary Intervention helping behavior of passengers 
classified according to sex, race, and age.

It can be seen from the table that the middle and 

older male white passengers are helping more than 

expected while the younger female white passengers are 

helping less than expected. Interestingly, the black 

passenger population doesn't show this age effect as regards 

helping behavior. This table is the same using; the Alone 

Passenger Data except that the oldest female white pas­

sengers show a tendency to also extra-assist.
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TABLE 2 -- The combined data primary intervention assistance 
behavior of the different sex-race-age subject groups.

Primary Intervention
Race-Sex -Age NO YES

MWY 1 982
975-0

0.1
68

75.0
0.7

MWM 2 326
342.6

0.8
43

26.4
10.5

MWO 3 569583.2
0.3

5944.8
4.5

PWY 4 854
832.0

0.6
42

64.0
7.6

FWM 5 263260.9
0.0

18
20.1
0.2

FWO 6 620
628.70.1

57
48.3
1-5

MBY 7 517
516.30.0

39
39.70.0

MBM 8 115117.0
0.0

11
9.0
0.4

MBO 9 58
57.6
0.0

4
4.4
0.0

FBY 10 565558.1
0.1

36
42.91.1

FBM 11 152
152.30.0

12
11.70.0

FBO 12 6360.4
0.1

2
4.6
1.5

TOTAL N 5034 391
CHI SQUARE = 

WORST EXPECTED VALUE =

ROW
TOTALS
1050

CELL CONTENTS ARE... 
CELL COUNTS 
EXPECTED VALUE 
CELL CHI SQUARE

D.F. =

369 

628 

896 

281 

677 

556 

126 

62 

601 

164 

65 

5475
30.2349 (PR=0.0021) 
4.4278 

11.0000



V/ho Contradicts Whom?

The encounter between the passenger in the car v/ho 

decides to intervene and the Pisinformant is a socially 

aggressive one. To assist the Asker, a passenger in the 

subway car must publically contradict the misinformation 

that the stranger ivlis informant has supplied the Asker.

To make a successful intervention, the passenger must 

persist in asserting; that his or her view is correct and 

that the hisinformant's view is wrong in the face of 

the hisinformant1s contrary persistence. To the 

passenger in the subway car, the situation is possibly 

a dangerous one since the misinformant is a stranger whos 

potential for violence after being persistently contra­

dicted is imknovn. Passenger perception of this danger i 

reflected in the fact that in only a third of our 1200 

subway cars did a passenger directly and persistently 

insist to the Hisinformant that the Hisinformant'k infor­

mation was incorrect. Taken from another point of view, 

there were thousands of passengers utterly reduced to 

silence by the Hisinformant's behavior in those 660 sub­
way cars in which no intervention was made. Harvey Allen 

(1969) has shown, using the same experimental staging, 
that the potential threat of the Hisinformant (whether 
he is verbally or physically abusive) affects passenger



willingness to intervene. In our study, the potential 

threat characteristics of the Lisinformant lay in the 

fact that the Lisinformant was a stranger of a given 

sex and race.

Table 3 presents the Combined, Alone, and Accompanied 

Passenger Primary Intervention and General Response helpin. 

behavior of the different passengers with the different 

misinformants across all asker conditions with the percent 

of the available population responding indicated in each

1. The Combined Passenger Data showed that male 

passengers exhibited a tendency to contradict female black 

Licinformants while female passengers were less inclined 

to do so (p = .03).
2. Unaccompanied female black passengers were re­

luctant to contradict a. male black Lis informant (p - .03).
3. Accompanied male black passengers were strongly 

disposed to contradict the female white I.Iisinformants

(p = .001).
h. Accompanied female white passengers were 

reluctant to contradict female white misinformants 

(p = .001 ) .

Finally, we might note that whenever a category of 

passenger showed a reluctance to contradict the Lisin­

formant , the male white passengers became extra-assistive.



TABLE 3 -- The combined passenger data, alone passenger data, and 
accompanied passenger data primary and general response helping 
behavior of the different passengers with the different misinformants 
across all asker conditions with the percent of the available 
population responding indicated in each cell.

Data Intervention Asker P. Chi Passengers Available Responding
Level Square

ALL
MW

Primary PW

Combined

FW MB FB Sex Race

MBFB .11 5-97 9-W 5.7% 6.6 % 5-9% .03
ALL
MW
FW
MB
FB

1
"O
1

ALL
MW

Primary FW 6.6% 5.5% 2.1%MB
FB

.06 7.80 8.5#
Alone

ALL
MW

General FW
MB
FB
ALL
MW

Primary FW
MB
FB

.001 19.40 13.8^ 3.1% 21.7$ 7• %

Accompanied
ALL
MW

General FW
MBFB

.001 18.20 lk.9% 4.3 % 23.9# 8.k%
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,SECTION THREE

V;ho Helps whom A" ainst 'Thom?
\!e next turn to examine the interactional effect of 

the Asker’s and Kisinformant’s sex-race on the heIpins 

hehavior of the male white, female white» male black, 
and female black passengers in our subway study. Table 

A presents the significant Asker-Risinformant conditions 

in the Combined passenger, Alone Passenyer, and Accompanied 

Passenyer Data as caused by the disportionate passenyer 

primary and yeneral response helpin':; behavior with the 

percent of the available population responding indicated 

in each cell.

Sumnariziny the Combined Passenyer Data:

The Combined Passenger Data showed Primary Response 

assistance behavior effects in two of the sixteen Asker- 

Risinformant conditions:

1. 7/hen the Asker vas a male black and the wisin- 

formant was a male white, the female black passenyers were 

found to assist more than chance (p = .03).
2. Then the Asker was a male black and the

kli sin formant was a female black, male white passenyers 

were found to extra-assist while the rest of the 

passenyer yroups tended to withhold assistance (p = .02).



TABLE 4 -- The significant chi square asker-misinformant conditions 
in the combined, alone, and accompanied data as caused by the 
disportionate passenger primary and general response helping 
behavior with the percent of the available population responding 
indicated in each cell.

Data Intervention A/M Cond. P. Level Chi Passengers Available Responding
Square

Primary
Combined

General

ALL
m b/m w
mb/ fb

.03

.02
9.30
9.93

MW
8.9^

13.39S

FW
5-9%
4.895

MB
5-795 
2. 295

FB
21.695 
3.895

Sex
.009

Race

m b/m w .004 13.42 7-9% 6.195 7.1 28.595
Primary mb/fb .04 8.59 13.695 6.7% 2.6 2.195 .0 v!

fb/mb .06 7.64 12,6fo 4.895 7.395 0.95 1
mw/mb .005 13.09 12.5%* 095 5.7% 0.95 .001

Alone
m b/m w .03 9.17

General m w/ fw .05 7.95 7.895 17.695 2.495 7.995
ALL “".oar

Primary fb/ fw .008 11.88 12.595 1.895 35.995 4.595
mw/ fw .04 8.56 17.895 2.95 13.39S 095 .01

Accompanied
General

*0f the 14 interventions, 12 were made by MWs.
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Summarizing the Data of the Passengers travelling 

Alone:

The data for unaccompanied passengers showed 

Primary Intervention helping behavior effects in four of 

the Asker-igisinformant conditions. Two of these 

Asker-Aisinformant conditions were the same as found 

above in the Combined Passenger findings and the pattern 

of the findings were the same only stronger (p - .004). 

The other two Asker-ili sinformant conditions found to be 

significant were:

3- ’Then the Asker was a female black and the Aisin- 

formant was a male black, the male white passengers 

helped more and the female black passengers helped 

less than was expected by chance (p = .06). A Combined 

Passenger Data, analysis of this Asker-A ic informant condit 

showed that male and female black passengers engaged in 

a lot of Secondary Responder and Goes <1 Gets Response 

(Unrest-Re sponse) Interventions in dealing; with Asker- 

Aisinformant array (p = .02), which we take as an in­

dication of the social unrest experienced by black 
passengers in the subway car when they witnessed a male 

black give public misinformation to a female black in 
need of assistance.

4. 'Then the Asker was a male white and the Ibis in­

formant was a male black, v;e found that male white 
passengers strongly assisted above chance (p = .005)

ion
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and that male black passengers travelling with someone 

on the train onga- ed in Talks After, Ineffective, and 

Backs Down behaviors (Unrest-no Response, p - .004) 

which we take as an indication of the social unrest 

experienced by black passengers in the subway car 

when they witnessed a male black give public misinfor­

mation to a male white in need of assistance.

The General Response analysis of the helping 

behavior of those passengers travelling unaccompanied on 

the subway reproduced the male black Asker-male wlhite 

kisinformant findings only In a weaker form (p - .03) and 
one new significant Asker-iiisinformant condition:

6. when the Asker was a male white and the 

iV, is in formant 'was a female white , the female white passen­

gers tended to assist more than chance (p - .05) •

Gummarizin/; the Data of the passengers travelling 

Accompanied by Another:

The Accompanied. Passenger Primary Intervention 
analysis showed a passenger effect for two of the sixteen 

Asker-Ais Informant condItions:

1. V/hen the Asker was a female black and the 

Iviisinforrnant was a female white, it was found that 

accompanied male black passengers assisted in greater 
numbers than expected by chance (p = .008).

2. V/hen the Asker was a male white and the kisin- 

formant was a female white, the accompanied ma.le white
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passengers assisted in greater numbers than expected by 

chance (p = . Od-)*
he now turn to consider whether any of the Asker- 

misinformant conditions produced more passenger inter­
vention than any of the others. An examination of the 

Combined passenger Data, the Alone Passenger Data, and 

the Accompanied Passenger Data, using: both the Primary 

Intervention and General Response as criteria of helping 

behavior, turns up a negative answer. ho Asker-l..isinfor- 

ment condition elicited more or less helping v/hen 

compared simultaneously against all the other Asker- 

misinformant conditions.

Another question one might ask in making compar­

isons between the different a sk e r - i>i i s in formant conditions 

is whether certain Asker-/., is in formant conditions produced 

more indirect and delayed forms of intervention (Unrest- 

Response) as a means of pointing out possible social 

tension caused by the Asker-misinformant condition. 

Comparing the different Asker-misinformant conditions 
against one another on this variable shows that no 

Asker-iiisinformant condition produced differentiable 

amounts of indirect and delayed forms of intervention.

It will be recalled that we combined certain 

variables (Ineffective Response, Packs Down, and 

Talks After) also as a means of finding possible social 

unrest among the passengers in the car caused by our
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Asker-i/iisinf ormant exchange. V/e call this variable 

Unrest-ilo Response. The difference we interpret be­

tween Unrest-Response and Unrest-Mo Response is that in 

the former the social tension is mastered so that an 

intervention takes place, while in the latter variable, 

the tension is left unmastered and it spills over into 

social behaviors that do not result in the Asker receiving 

assistance.

V/hen we compare the different Asker-hisrnformant 

conditions as to the incidence of Unrest-No Response 

behaviors, we find a significant result (p = .001).

Table 5 presents the Combined Passenger Unrest-Ro Response 

behavior of passengers in the sixteen different Asker-

i.iisinformant conditions.

An increa.se over the expected Unrest-No Response 

rate in the cell v/e interpret as a possible indication 

of greater released social tension in the Asker-Misin- 

formant condition. A decrease from the expected Unrest- 

No Response rate we take as an indication of less social 

tension either generated by or released in the Asker- 

i'.i is in formant condition.

Using these criteria, we might say that the least 

socially tense Asker-iv.isinformant condition might have 

been when the Asker was a female black and the Ibis infor­

mant was a female white. Two other Asker-Lisinformant 

conditions that seem to generate little social tension



TABLE 5 —  The combined passenger data unrest-no response behavior 
of passengers in the sixteen different asker-misinformant conditions.

CELL CONTENTS ARE... 
CELL COUNTS 
EXPECTED VALUE 
CELL CHI SQUARE

UNREST-NO RESPONSE
AM

ASKER
MISINFORMANT

1
MW
MW

2
MW
FW

3MW
MB

4
MW
FB

5FW
MW

6
FW
FW

7
FW
MB

8
FW
FB

9
MB
MW

10
MB
FW

11 12
MB MB 
MB FB

ROW
TOTALS

0 322
0.0
0.0

3330.0
0.3

294
0.0
0.2

288
299.2

0.4
258

267.6
0-3

337
333-6

0.0
285

277.50.2
365359.8
0.1

322
317.30.1

300
307.4

0.2
361 308 

363.4 297.4
0.0 0.4

4980

1 36
0.0
0.1

250.0
2.6

40
0.0
2.0

k3 31.8 
4.0

38
28.4
3.2

32
35.4
0.3

22
29.5
1.9

3338.2
0.7

29
33-7
0.7

4o
32.6
1.7

4i 21 
38.6 31.6 
0.1 3.6

329

358 358 33^ 331 296 369 307 398 351 340 402 329 5509
UNREST-NO RESPONSE 

13
ASKER FB 
MISINFORMANT MW

14
FB
FW

15
FB
MB

16
FB
FB

ROW
TOTALS

0 285
0.0
0.2

332
0.0
1.2

281
0.0
0.3

309312.8
0.0

4980
CHI SQUARE = 40.4774 (PR== 0.000)

1 38
0.0
1,6

14
0.0

11.1
40
0.0
2.7

37
33-2
0.4

529 WORST 
D.F. =

EXPECTED VALUE = 28,4233
15.0000

TOTAL N 323 346 321 346 5509

i
-p-i
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are v/hen the Asker is a male white and the kisinformant 

is a female white, and when the Asker is a male "black

and the IV is in form ant is a female black. It is interesting 

to note that in both these two conditions the Askers 

are males who were ~iven misinformation by females of 

their own race. Referring back to earlier tables, 

we can find that when the Asker was a male white and 

the i'.i is in formant was a female white, female white 

passengers traveling unaccompanied on the train strong­

ly assisted the male white Askers. Then the Asker was 

a male black and the jy/is informant was a female black, 

male 'white passengers strongly intervened to assist the 

male black Asker. Thus the female white passengers 

in the O-PV/ A ske r - ■i s i n f ormant condition and the 

male white passengers in the ill;-Pis Asker-i.Ii s inf ormant 

condition were the ones who readily came forward and 

Intervened to terminate the social tension of the 

exchange.
The reverse of the above two A sk e r - id i s in f orman t 

conditions, namely, when the Asker was a female white 

and the fisinformant was a mole white-, • v • '
nsker was a. f e r V Vine':. a: w the hi sir formant wa.s a male 

black, '"enerated more Unrest To Response behaviors. Then

a male pives a female of the same race public misin­

formation, it seems to generate social tension. V/hen 

a female rives a male of the same race public misinfor­

mation , it seems to generate less social tension.
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The final Asker-i/lisinformant condition that 

appears to produce social tension, v/hen the Asker is a 

male white and the ili sin formant is a. female black, is 

also of interest in view of the previously discussed 

data. It will be recalled that it was found that female 

black subway passengers were reluctant to assist 

male white Askers. In the HV-fl Asker iiisinf ormant 

condition, the female black is not only not assistin'" a 

male white, she is seen to give him misleading- train 

directions. This produces social unrest among the 

passengers. It is suggested that people may be aware at 
some level of the hostility that some female blacks 

have for male whites and this awareness is expressed 

in the uneasiness shown in the greater Unrest-Ro 

Response behaviors exhibited when a female black is seen 

to give public misinformation to a male white subway 
passenger.
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SECTION FOUR

Strategies of Intervention
It was decided at the outset of the experiment 

that the mode by which a person chose to make an inter­
vention would be recorded. During a pilot run of the 
experiment we were able to sort out eight readily 
discernable behaviors that bystanders engaged in after 
the Asker-Misinformant exchange. It is the purpose 
of this section to examine whether any one of the four 
passenger groups classified according to sex and race 
employed one of these strategies to a greater or lesser 
extent than the others. Table 6 presents the Combined 
Passenger Data, Alone Passenger Data, and Accompanied 
Passenger Data chi square analyses of the passenger helping 
and non-helping behaviors with the percent of the available 
population responding indicated in each cell.

Summarizing the Primary Intervention Data, we 
found:

1. Male white passengers helped more than expected 
when using the Primary Intervention strategy to inter­
vene (p = .05)•

2. Female white passengers when traveling in the 
subway accompanied by someone showed a strong disinclination 
to become involved in Primary Intervention behaviors
(p = .02).



TABLE 6 -- The combined passenger data, alone passenger data, and 
accompanied passenger data chi square analyses of the passenger 
helping and non-helping behaviors with the percent of the available 
population responding indicated in each cell.

Passengers Available Responding
Sex

Helping Behaviors P.Level MW FW MB FB Effect
Primary Response 
Secondary Response 

Combined Data Goes & Gets Response
.05
.03

7.85
8.52

8.3 # 
1 %

6.3#
1.7#

7.2#
.7#

6#
2 .#

*
*

Non-Helping Behaviors 
Silence 
Ineffective 
Backs Down 
Talks After

.002

.01

.009

14.89
11.81
11.52

73.8$ 72.2$ 
4# 4.6#
2.7 fo 4.3$

79.4# 74.6#
1 .8# 3.3%
2.6# 4.5#

Helping^ Behavior 
Primary Response 
Secondary Response 

Alone Data Goes & Gets Response
.003 13.95 196 2.4# • 5# 1.8# *

Non-Helping Behaviors 
Silence 
Ineffective 
Backs Down 
Talks After

.001

.02
19.72
10.56

75.4$ 72.3% 81.6# 77.3% 
3.9# 4.3# 1.7# 2 .8#

Helping Behaviors 
Primary Response 
Secondary Response

.02

.08 9.89
6.70

7-8#
1#

4.2#
.5#

9.8#
1.2#

5.8#
2.5#

i
■f
CD
i

Accompanied
Data

Goes & Gets Response
Non-Helping Behaviors 

Silence 
Ineffective 
Backs Down 
Talks After
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3» When the Combined Passenger Data was assessed 
it showed that female passengers were disinclined to make 
Primary Interventions (p = .05).

Summarizing the Secondary Responder Data, we found:
1. Male passengers traveling on the train unaccom­

panied showed a strong disinclination to intervene once 
someone else had backed down in the subway car after 
the Asker-Misinformant exchange (p = .003). This 
disinclincation disappears when the male passengers are 
accompanied.

Female white passengers traveling on the 
subway train unaccompanied were found to show a very 
strong inclination to make an intervention once someone 
else had backed down (p = .003), but this inclination 
disappears when the female white passenger is accompanied.

3 . Female black passengers showed a tendency to 
make Secondary Responder interventions when they were 
traveling on the subway accompanied by someone (p = .08).

Thus we may see that the distinction we have 
made between a Primary Intervention and a Secondary 
Responder Intervention has been found to be a useful 
one. The Goes & Gets Response was found however to 
be an intervention strategy that was not exclusively 
associated with any passenger group classified according 
to sex and race.
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Summarizing the Non-Helping Behaviors, we found:
1. Male black passengers travelling unaccompanied 

on the subway train preferred to remain silent when they 
did not assist the Asker (p = .001).

2. Male black passengers travelling unaccompanied 
on the subway train Backed Down significantly less often 
than expected (p = .02) once they engaged the Misinfor- 
mant, while female white passengers who were traveling on 
the subway unaccompanied Backed Down significantly more 
often than expected after engaging the Misinformant
(p = .02).

3. Female passengers tended to Talk After an 
unsuccessful intervention while male passengers tended 
not to Talk After an unsuccessful intervention (p = .009).

We would now like to consider a behavior exhibited 
by certain passengers in the subway car during our 
staging that falls somewhere between the Helping Behaviors 
and the Non-Helping Behaviors. This behavior we have 
called "Confirmation Behavior."

Very often the successful intervention of a 
passenger was spontaneously supported by other passengers 
in the subway car. Once the intervention had been made, 
other people in the car began to tell the Asker or 
Misinformant that the train did go to the stop requested.

We recorded the passenger and sequence character­
istics of the Confirmation behavior. Table 7 presents
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t a b l e 7 —  The combined passenger data confirmation 
behavior of sex-race passengers when a previous response 
has been made by a sex-race informant.

CELL CONTENTS ARE...
CELL COUNTS 
EXPECTED VALUE 
CELL CHI SQUARE

SUBJECT 1
MW

2
FW

3
MB

4
FB ROW

TOT,
MW 1 7760.9

4.3
68

71.30.2
12

19.12.6
18

23.8
1.4

175

FW 2 69
73-8
0.3

103
86.3
3-2

1723.1
1.6

2328.8
1.2

212

MB 3 1717-4
0.0

12
20.4
3-4

17
5.4

24.5
4

6.8
1.1

50

FB 4 19
29-94.0

30
35.0
0.7

11
9.4
0.3

26
11.717-6

86

TOTAL N 182 213 57 71 523

CHI SQUARE = 
WORST EXPECTED 
D.F. =

VALUE =
66.3650
5.44939.0000

(PR=0.000)
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the Combined Passenger Data Confirmation behavior of 
the passengers classified according to race and sex 
when a previous intervention response has been made by 
a passenger in each sex-race category.

It can be seen from the table that male black 
passengers confirmed the interventions of other male 
black passengers far over their expected rate, and that 
female black passengers also confirmed the interventions 
of female black informants far above their expected rate 
(p = .001). This like-confirms-like tendency among 
blacks is not observable in the Alone Passenger Data, 
but is strongly present in the Accompanied Passenger Data
(p = .001).
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SECTION FIVE

Characteristics of the Subway Car & Intervention 
We now turn to a presentation of the effects that 

certain physical aspects of the environment of the subway 
car were found to have on the passenger helping rate.
The results are as follows:

1. The number of people in the car had a direct 
effect on the likelihood of any one person in the subway 
car providing help. Consistent with Darley & Latane's 
(1968) findings, we found that the more people in the 
subway car, the less the likelihood of any one passenger 
making an intervention. With three people in the subway 
car (a passenger, the Misinformant, and the Observer), 
the percentage of trials in which the passenger made a 
Primary Intervention was 48 percent. This trial rate 
of response was not significantly different when the 
number of people in the car was 4 or 5 or 6 or 7 or 8 
etc. We would expect that the number of trials in which 
an intervention would take place would increase as the 
passenger population in the car increased, since there 
were more people available to make an intervention. Since 
the trial rate of intervention remained more or less 
unchanged, this indicated that the likelihood of an 
intervention by a passenger in the subway car decreased 
as the population in the car increased. This phenomenon
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held true whether we analyzed the Combined Passenger 
Data, the Alone Passenger Data, or the Accompanied 
Passenger Data.

2. When we examined the data to see if the racial 
or sexual balance of the subway car influenced the 
likelihood of a particular sex, race, or sex-race group 
responding, we found no effect. The sex-race passenger 
balance of the entire car had no effect on the rate 
of responding by sex-race passengers in the car. If the 
car was filled with female whites, it did not increase 
the likelihood of a female white passenger making an 
intervention.

3• The distance between the Asker and a seated 
passenger in the subway car was found to have an effect 
on the likelihood of helping; the Combined Passenger 
Data Primary Intervention analysis (p = .001), the Alone 
Passenger Primary Intervention analysis (p = .001), and 
the Accompanied Data Primary Intervention analysis 
(p = .005), all producing significant chi square tables. 
In analyzing the Asker-passenger distance, we demarcated 
four distance ranges between the Asker and passenger.
Two of these distance rangers were responsible for 
the significant chi squares: the distance range in which
the Asker and passenger were closest to one another 
and the distance range in which the Asker and passenger
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were furthest apart from one another. When the passenger 
was furthest from the Asker, the passenger showed a 
helping rate far below the expected value. When the 
passenger was closest to the Asker, the passenger showed 
a far greater than expected helping rate. Thus it would 
appear that proximity acts as a stimulous to elicit 
a helping response.

The distance between the Misinformant and 
seated passenger in the subway car was found to also 
influence the likelihood of the passenger helping. Again, 
four distance ranges between the Misinformant and passen­
ger were demarcated, and then the data was analyzed to 
see how distance affected the Primary Intervention 
helping rate. The Combined Passenger Data analysis 
(p = .001), Alone Passenger Data analysis (p = .001), 
the Accompanied Passenger Data analysis (p = .02) all 
proved significant. Passengers who were closest to 
the Misinformant and passengers who were furthest 
away from the Misinformant produced the least amount 
of helping. Passengers who fell into the intermediate 
distance ranges provided the most help. Thus in terms 
of a passenger dealing with the Misinformant, passengers 
felt most comfortable at an optimal distance from him; 
at a distance that was neither too close nor too far 
away.

5. Three seats in the subway car, all by the middle
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doors, were associated with an enormous percentage of 
the help given, nearly 38 percent of all Primary 
Interventions (p = .001). On our subway seating chart 
these seats are labeled seats 10, 3°  and 31 * Figure 
2 presents the numbered seat locations of the New York 
Transit Authority subway car in which all trials were 
run.

A passenger seated only six inches to the side of 
one of these seats was dramatically less likely to offer 
assistance. Other seats in the car placed the passenger 
just as close to the Asker as these three seats. Since 
these seats are in the middle of the car right along side 
of the central doors, we speculate that it is the 
type of person who chooses these seats, rather than 
the seat orientation given the passenger, that produces 
the extra-assistance effect. Perhaps more socially active 
and secure individuals choose to sit "in the thick of things" 
and choose these socially prominent seats.

6. Often enough during the course of our staging, 
a passenger would be walking through the car to move up 
into the next car. Forty of such instances occurred and 
the helping behavior of these ambulatory passengers was 
recorded. A Yate's chi square analysis of the Combined 
Data Primary Response assistance behavior of the ambula­
tory passengers proved significant at p = .001. Ambulatory 
passengers helped far more than expected. This relation-



FIGURE 2 SEAT NUMBERS



-58-

ship between helping behavior and standing in the subway 
car was produced by the unaccompanied ambulatory passengers 
(p = .001) since an analysis of the accompanied 
ambulatory passengers data was not significant (p = .76). 
Thus passengers who were walking unaccompanied through 
the car were highly likely to intervene. Being with an 
acquaintance while walking through the car apparently 
dampened down this impulse to assist for the ambulatory 
passengers.

A Final Note to the Results
It is readily acknoledged that the major draw­

back in the present study is the fact that only one obser­
ver recorded the characteristics of the bystanders and the 
events that transpired furing and after the A-M staging.
The obvious criticism is that we cannot know what margin 
of error was involved in the rater's observation. While 
recognizing the validity of this criticism, we would 
like to present our reasons for tending to trust the 
record maintained by the observer.

1. The observer did not judge whether an inter­
vention was made or not mt.de. This crucial variable in our 
study was left to the judgment of the different Askers.
If the Asker felt that they were helped they boarded 
the train. If not, they walked away. All the observer 
had to record for this most important variable was 
whether the Asker stepped on or off the train, a quite 
easily discemable event.
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2. Probably the most difficult variable to 
judge and the one most open to bias was estimated age 
of the bystanders. Piliavin et als. (1975) using 
twelve observers to estimate the age of the subway 
riders in his 116 trial bystander behavior study found 
the mean estimated age of the subway passengers to be 
35*8. Remarkably, the mean estimated age in the present 
study was 33*90. Even the fact of the slightly lower 
estimated age mean is consistent with the fact that the 
train station contained more younger passengers because 
it was located right next to a college.

3- Harvey Allen (I969) in his subway study using 
the A-M exchange found that the overall intervention rate 
of bystander helping in his "group" focus of appeal 
condition was percent. This is almost exactly the 
same response rate obtained in the 1200 trial run in 
the present study (^5 percent).



CHAPTER 4 
DISCUSSION AND SUMMARY

In evaluating the results of our 1200 trial study, 
we found that passengers on the train did show significant 
sex-race bias in their helping of the different sex-race 
confederate "victims" or Askers. Thus our first hypothesis 
was confirmed. Urban dwellers did display a significant 
tendency to base their social behavior in a public situ­
ation on the sex and race of those people they encountered. 
And what form did this sex-race bias take? Did like help 
like? The answer to this was found to be "no." Instead we 
found a complicated individual pattern of helping for each 
sex-race category of subway passengers.

Like any researcher who finds one of their hypotheses 
disproved, we were at first somewhat dismayed. But upon 
examining the data more closely we realized that we had not 
extended our first hypothesis far enough. For, if people 
do respond to the sex-race characteristics of those around 
them in order to simplify the social field, then they too 
must have stereotypic attitudes that go right along with 
the stereotypic social categories. Not only do people 
categorize other stereotypically to reduce the intense 
social stimulation of so many diverse strangers, but they



-61-

also respond to them in a stereotyped fashion to achieve 
the same end. Our second hypothesis should not have been 
"like helps like" but "each sex-race group has certain 
psycho-social bias' that they use to reduce down the social 
heterogeneity of life, and that they use these attitudes 
as guidelines in dealing with strangers; these bias' will 
be expressed in their provision of help to strangers."
Of course the problem was that we didn't know what sex- 
race bias passengers of given sex-race characteristics 
might have.

When we closely examined each pattern of helping 
behavior of each of the classifications of passengers, we 
found that their behavior was consistent with certain 
psychological and sociological descriptions of their 
behavior in American society. It is now our purpose to 
give a summarized description of each passenger group's 
pattern of helping behavior as found in our study, and to 
try to relate this behavior to the psychological and socio­
logical understandings of the sex-race groups behavior as 
found in the literature. One note of caution before we 
proceed. What we are about to do is to present the recorded 
helping behavior of each of the sex-race classifications of 
passengers and then try and speculate as to the "why" of 
the behavior. From a scientific standpoint, we have not 
demonstrated a "why" of the behavior because our hypothesis 
"likes helps like" was shown to be incorrect. The following
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interpretations of the behavior patterns of the sex-race 
passenger groups are only speculations, not demonstrations 
of actual underlying causes of that behavior. We are in­
spired to make our interpretation of each group's behavior 
because their behavior fits so well popular and scientific

t
descriptions of the psychologies of the sex-race groups.

The Male White Passenger Pattern of Behavior
The first pattern of helping behavior that we will deal 

with is that of the male white passengers. This is fitting 
since the male whites expressed the highest degree of social 
responsibility of the several groups. The male white pas­
sengers did a disportionate amount of the helping, pro­
viding compensatory assistance when other passenger groups 
tended to withhold assistance from Askers of specific sex 
and race.

To cite particular instances, black passengers in the 
car, both male and female, tended not to help our male white 
confederates (only 5*2?° of the available male blacks helping 
and only 2.3?° of the female blacks available helping). The 
male white passengers in the car compensated for this helping 
deficit by extra-assisting the male white Askers (with 9*̂ ?° 
of the available male whites helping). Female white passen­
gers in the subway car, when traveling with an acquaintance, 
tended not to assist our male black Askers (only 3*5?° of 
the available accompanied female whites helping). Again it
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was the male white passengers who compensated and extra 
assisted to make up for the deficit in available help (with 
13% of the available male white population helping). This 
suggest that perhaps male whites see themselves as a group 
who are responsible for the maintenance of social order in 
times of social disruption.

When we examine the helping behavior of the male white 
passengers in our study to see what effect their age had on
their helping behavior, we find an interesting fact that
parallels an aspect of American social life. Mlae white 
passengers who were estimated to be over the age of thirty 
one were found to do a disportionate amount of all helping 
relative to the other sex-race-age groups (10.3$ of the 
older male white passengers providing help as contrasted 
to a 6.4$ average helping rate of the other groups). The 
older male whites showed a higher degree of social respon­
sibility than the other groups.

The idea that male blacks may be viewed by male whites
as potential rivals for social pre-eminence is used to 
explain what happened when subway passengers witnessed our 
male black Misinformant give his incorrect train infor­
mation to our male white Asker. In that particular situation, 
male white passengers made one of their strongest interven­
tions. Male white passengers strongly assisted the male 
white Asker who had been given misleading information by 
our male black Misinformant (more than 13*5$ of the unaccom-
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panied male white population providing assistance). We 
suggest that the situation in our confederate staging may 
have inadvertently taken on the aspect of a dominance 
confrontation in the eyes of the passengers of the train.

The older male white passengers engaged in the direct 
confrontation behavior we classified as a Primary Interven­
tion far more often than statistically expected and pro­
portionally far more often than the other passenger groups 
(10.^ of the older male white population making a Primary 
Intervention, p = .002). The male white passenger use
of the direct confrontation strategy is consistent with 
their pre-eminent social role. They dealt with the situ­
ation directly, single-handedly forcing the misinforming 
stranger to back down, and providing direct assistance to 
the person who asked for help. Thus, not only were the 
male white passengers the most socially helpful group, they 
were the most direct group.

A second strategy of intervention that we noted and 
recorded involved a passenger in the subway car challenging 
our Misinformant once another passenger in the car has 
backed down. This type of intervention was called a 
Secondary Responder. It was a socially more secure mode 
of intervention because the second person who intervened 
had more time to view and assess the situation, and was also 
aware that at least one other person in the subway car, 
the passenger who initially responded, supported their view.



-65-

When we examined the male white passenger use of this 
Secondary Responder intervention strategy, we noted that 
the male whites tended not to use this strategy (only 1% 
of the available male white population intervening in this 
way). Put in another way, male white passengers did not 
get involved in the social encounter once they had witnessed 
another passenger back down before the insistent Misinfor- 
mant. Males in general exhibited this reluctance to get 
involved once another passenger had backed down while females 
strongly tended to become involved once someone backed down
(p = .01).

The Female White Passenger Pattern of Behavior 
We now turn to a presentation of the female white pattern 

of helping behavior. First we have to make a distinction 
in the female white data because we found female white 
passenger helping behavior was affected by whether the 
passenger was alone or accompanied. We have not stressed 
this distinction in discussing the male white helping 
behavior because its effect was found to be marginal. For 
example, the unaccompanied female white passengers in our 
study did not show a bias in helping our black Askers.
However, when we examine the helping behavior of those 
female white passengers who were accompanied on the train, 
a strong anti-black helping bias is quite evident. Female 
white passengers who were accompanied strongly tended not 
to assist our black Askers (less than 3$ of the available
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female whites helping), and were especially disinclined 
to assist our female black Askers (only 1.3% of the avail­
able female whites helping).

We are hard put to explain this phenomenon, which, 
incidentally, is not new. Gaertner (1975) in a study of 
helping behavior also found that female whites in one 
another's company were less likely to help a female black 
thought to be in need of help than when the female white 
was alone. He found that his phenomenon did not occur 
when the "victim" was thought to be white.

Unaccompanied female white passengers showed a strong 
predilection for making helping behavior interventions using 
the Secondary Responder strategy (accounting for k9% of all 
Secondary Responder interventions made by persons traveling 
alone). When our Misinformant's second "no, it doesn't" 
statement caused a passenger in the car to back down, the 
unaccompanied female white passengers were aroused to 
extra-intervene. Perhaps white women see themselves as 
a back up team for white men. We have seen that male whites 
act as restorers of public order in a social crisis. Since 
white women are the traditional mates of the socially 
prominent sex-race group in American society, white women 
may see themselves as next in lineof responsibility to 
maintain public order. The white woman may see herself as 
a person who must act when male whites are either absent 
or falter.
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It will be recalled that female white passengers when 
accompanied by an acquaintance showed a negative bias in 
helping our black Askers (less than yfo of the available 
female white passengers helping). One piece of evidence 
in our study suggests that female whites may have a good 
right to feel socially threatened by blacks, and thus be 
reluctant to help them. Only one of our sex-race Misin- 
formant groups was challenged significantly often by a 
particular sex-race passenger group to stand out. When a 
female white was the Misinformant, black male passengers 
who were traveling on the train accompanied often con­
tradicted them (almost of the available accompanied 
male black population contradicting the female white Mis­
informant). This suggests that male blacks who were accom­
panied on the train showed some elan in taking advantage of 
the opportunity to publically contradict a female white in 
error. This behavior and the attitude behind it may be the 
counterpart to the female white's disinclination to assist 
blacks.

The Male Black Passenger Pattern of Behavior
Next, we turn to an examination of the pattern of helping 

behavior of the male black passengers in our subway study.
The behavior of the male black passengers was also found 
to be very much affected by whether they were accompanied 
by an acquaintance or traveling by themselves on the subway.
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Male blacks traveling alone on the train exhibited a tendency 
not to assist our male white Askers (only 4.8$ of the male 
blacks traveling alone assisting the male white Asker as 
opposed to 10.4$ of the male whites traveling alone assisting 
the male white Asker). Male blacks who were accompanied by 
an acquaintance on the train exhibited a preference for 
assisting our female black Askers (almost 18$ of the avail­
able accompanied male black population assisting the female 
black Asker). It is important to emphasize that while the 
male black passengers showed a preference for helping female 
blacks and a disinterest in helping male whites, we cannot 
attribute their behavior solely to racial prejudice. We 
cannot do this because the male black passengers showed 
no bias in helping our female white Askers and male black 
Askers. These two Asker groups were helped by black passen­
gers no more nor no less than statistically expected.

We would like to put forth the view that the behavior 
of the male black passengers recorded in our study may 
reflect important aspects of black culture. Black racial 
discrimination has been most often dealt out by the male 
white portion of American society. Perhaps male blacks 
generalize and blame all male whites for black oppression, 
and thus are reluctant to assist a male white in need of 
help. (It is appropriate to note here that female blacks 
also showed this selective discrimination only against helping 
male whites.)
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Professor Jessie Bernard, a researcher who has long 
studied black culture points out that:

Slavery was more destructive to men than to 
women.... Slavery had two terrible effects on 
mens it prevented their coming to emotional 
maturity by inflicting on them a perpetual 
childhood, and by imposing their master's 
ideology on them, resulting in their identifying 
themselves with their masters...; the slaves' 
acceptance of the master's conception of 
themselves as inferior.°

Perhaps the psychological effects of racism on the male
black psyche can be seen in the male black passengers'
apparent need in our subway study to be allied before he
could publically exhibit their helping preference.

Male blacks also tended to remain silent more than 
other groups during the social confrontation of our staging 
(almost 80% of the available male blacks remained mute as 
contrasted to 74% in the other groups). Male blacks seemed 
to have preferred to "play-it-cool" in the situation.

Black psychiatrists Dr. William H. Grier and Dr. Price 
M. Cobbs provide a history and interpretation of this 
behavior in the male black:

Starting with slavery, black people and more 
particularly black men, have had to devise ways 
of expressing themsleves uniquely and individually 
and in a manner that was not threatening to the 
white man. Some methods of giving voice to 
aggressive masculinity have become institutionalized.
The most stylized is the posture of 'playing it cool.... 
A man may be overwhelmed with conflict, threatened 
with an eruption of feelings, and barely maintaining 
his composure, but he will present a serene exterior.

oJessie Bernard, Marriage and Family Among Negroes 
(New Jersey: Prentice-Hall, Inc., 1966), p. 69.

10Dr. William H. Grier and Dr. Price M. Cobbs, Black Rage 
(New York: Basic Books, Inc., 1968), p. 68.
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Still another behavior of male black passengers we 
found in our study might also be interpreted as an expression 
of the psychologically insecure state of the male black in 
socially unfamiliar circumstances. When one person in the 
subway car made a successful intervention, quite often other 
passengers in the car would spontaneously confirm the 
informant's view. We called this behavior by other 
passengers "confirmation behavior," and when we examined 
who confirmed whom we found that male black passengers in 
the car overwhelmingly tended to confirm the interventions 
of other male blacks (male black confirmation of male 
black interventions was more than 300$ in excess of the 
statistically expected rate, p = .001). The only other 
group to show this like confirms like tendency was the 
black female passenger group, but the strength of this 
tendency was not equal to the magnitude shown by male 
blacks.

It is interesting to note that we found that male black 
passengers were oriented to confirm other male black passen­
gers (3^% of male black interventions being confirmed by 
male black passengers), but they were not especially oriented 
to help another male black passenger (only about 7% of the 
available male black passengers helping the male black 
Asker). Confirming the interventions of others is a safer 
social task then engaging the Misinformant directly.

When a female white was the Misinformant, we found a
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strong tendency on the part of accompanied male black 
passengers in the subway car to contradict the female white 
Misinformant to give aid to the Asker (almost 2k% of the 
available accompanied male black population engaging in 
this behavior). No other passenger group showed any 
preference for contradicting any of our Misinformant groups. 
Obviously, the female white as a socially visible class 
represented a special entity to the male black passengers. 
Dr. William H. Grier and Dr. Price M. Cobbs suggest what 
the female white represents to the male black:

For the black man, the white woman represents 
the socially identified female ideal and this an 
intensely exciting object for his sexual 
possession. She has been identified as precisely 
the individual to whom access is barred by every 
social institution....But at the same time (he) 
perceives her as white and as a representative 
of all the white oppressors who have made his life 
so wretched. In a sense then, she becomes the 
target for a hatred which far transcends the 
encounter between this man and this woman.H

When we examine what happens when a female white on a 
subway train gives misleading train information to a female 
black, we find that the accompanied male black passengers 
strongly intervene (almost 36% of the accompanied male black 
passengers making an intervention as contrasted to a 7$ 
intervention rate for all Asker-Misinformant conditions).

The Female Black Passenger Pattern of Behavior
We now turn to an examination of the female black

^Grier and Cobbs, Black Rage, p. Si.



-72-

passenger pattern of social behavior during our experimental 
study of helping behavior on the New York subways. Female 
black passengers showed a clear and strong disinclination 
to help male whites in need of assistance (only 2.3$ of the 
available female black passengers assisted the male white 
Askers). In contrast, when a male black was seen to be given 
misdirections on the subway by a male white, female black 
passengers intervened quite strongly (21.6$ of the available 
female black passengers making an intervention). We feel 
the strength of female black passengers response is indicative 
of the special meaning male whites and male blacks have 
for a black woman; she extra-helps one and tends to ignore 
the other.

We turn now to a summary of the effects that certain 
physical aspects of the environment of the subway car were 
found to produce on passenger helping. We summarize the 
results as follows!

(1) The number of people in the car had a direct effect 
on the likelihood of any one person in the subway car helping. 
This effect was consistent with Darley and Latane's (I968) 
finding that the more people present during an emergency, 
the less the likelihood of any one person helping, we 
found that this effect was much stronger on people who were 
traveling alone in the subway car than on people who were 
traveling with an acquaintance.
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(2) We found that the racial and sexual balance of the 
car had no effect on the rate of helping by any one of the 
sex-race classifications of passengers.

(3) The distance between the person who asked for
help (the Asker) and a seated passenger in the car had an
effect on the likelihood of helping. The closer the pas­
senger was to the Asker, the greater the likelihood of helping. 
Piliavin et al. (1975) suggested this relationship but used 
only a paper and pencil test to empirically support the idea.

(4) The distance between the Misinformant and a seated
passenger in the car had an effect on the likelihood of
helping. There seemed to be an optimal distance between 
the passenger and Misinformant for help to be most fre­
quently proffered. The passenger could not be too close 
nor too far away from the Misinformant for he or she to be 
most willing to contradict the Misinformant.

(5) Three seats in the subway car, all by the middle 
doors, were associated with an enormous percentage of the 
help given. A person seated only six inches away from one 
of these seats was dramatically less likely to offer 
assistance. We suggested that these seats were occupied by 
people who were psychologically geared to feel more comfortable 
in the "thick of things" and for this reason the seats 
generated so much help. Strodbeck and Hook (I96I) and others 
have shown that dominant members in a group of strangers 
assume positions of visual prominence when seating themselves.
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(6) Finally, we found that if a passenger was standing 
in the car during our crisis staging, then, there was an 
emormously high likelihood that this person would he the 
one who intervened. We explain this as being a consequence 
of the greater physical prominence of a person standing.

In summarizing our overall study, we feel justified to 
say that we have substantiated one of our hypotheses, namely, 
that people do tend to offer help in a social crisis based 
on the cues of sex and race. People apparently do note the 
sex-race characteristics of the people around them and 
base their response in terms of related stereotypic identi­
fications. This finding is consistent with Milgram's 
suggestion that people do use gross visual cues to cate­
gorize the masses in public situations in order to reduce 
the hetereogeneity and intensity of social stimulation.

Our second hypothesis, that like sex-race group would 
help like sex-race group, was not confirmed; instead we 
found individual sex-race group helping behavior patterns 
that were consistent with described behavioral characteristics 
in the literature.
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