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Preface

The second Conference on Advancing Transportation Equity, held July 15-18, 2024, in
Baltimore, Maryland, was convened by the Transportation Research Board as a forum for
knowledge and practice sharing. The conference theme, Reaching Across the Divide:
Research, Community Implementation, and Shared Experiences, reflected the belief that
meaningful transportation equity progress requires direct engagement with affected
communities. Sponsored by the TRB Standing Committee on Equity in Transportation, the

conference was designed to equip participants with:

e An understanding of transportation equity and its role in policymaking, regulatory
frameworks, and investment strategies in the state of transportation decision-making,
practices, policies, guidance, and regulations;

e Opportunities to exchange ideas, frameworks, and best practices with peers;

e Proven methods, strategies, and tools for assessing equity outcomes within
transportation agencies;

o Effective strategies for community engagement and stakeholder collaboration in equity-
focused initiatives; and

e Guidance for shaping future equity research to address existing gaps in knowledge
and practice.

The conference program featured research presentations, poster sessions, panel
discussions, workshops, and keynote addresses. A highlight for many was the “Unconference,”
held on the first day. The Unconference was designed by conference participants, was
facilitated by the planning committee, and provided a unique platform for the informal,
interactive discussions. Attendees proposed topics, voted on the most compelling, and
participated in unstructured breakout sessions designed to foster candid dialogue and
innovative problem-solving—an approach not typically possible in conventional conference
formats. TRB thanks the many organizations that were supporters and patrons of the
conference.

Finally, this report would not be possible without the work of the many volunteer notetakers

during the conference, including Clover Brown, Sarah Bond, Julie Cidell, Christian Douglas,



Zach Elgart, Solomon Haile, Md Muhib Kabir, Donner Kahl, Fawzi Khalife, Kate Ko, Kashmira
Kuloor, Patricia Mengue-Bindjeme, Daisy Mugodzeri, lan O’Connor, Evan Taylor, Jennifer
Taylor, and Corey Welcher.

Given that transportation equity is a crosscutting issue that permeates multiple disciplines,
this report is structured thematically rather than by individual sessions. Some sessions aligned
neatly within a single theme, while others spanned multiple topics.

This summary, prepared by rapporteur Mehri Mohebbi, is a compilation of the presentations
and a factual summary of the ensuing discussions at the event. The conference planning
committee was solely responsible for organizing speakers and coordinating activities during the
event. The views contained in this summary are those of individual participants and do not
necessarily represent the views of all participants, the planning committee, TRB, or the National
Academies of Sciences, Engineering, and Medicine. This circular has not been subjected to the

formal TRB peer review process.

vi
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PLENARY SESSIONS

Plenary sessions allowed for open discussions on transportation equity, including Baltimore’s
role in advancing it, the U.S. Department of Transportation’s (USDOT’s) policy progress,

workforce training, political challenges, and best practices for community engagement.

WELCOME AND INTRODUCTIONS

The conference opened with remarks from section chair Gloria Jeff and committee chair Traceé
Strum-Gilliam, who emphasized their passion for organizing the event and their commitment to
improving transportation equity. Conference co-chairs Liz Williams and Beverly Ward
acknowledged the Susquehanna and Piscataway peoples, on whose land the conference took
place.

Yamrot Negussie of the National Academies of Sciences, Engineering, and Medicine’s
(NASEM'’s) Office of Diversity and Inclusion outlined NASEM’s mission and its core values of
independence, objectivity, rigor, integrity, and truth. She highlighted the organization’s three

areas of focus with respect to diversity, equity, and inclusion:

1. Providing diversity, equity, and inclusion (DEI) toolkits for staff and volunteers,
integrating lived experiences as evidence, and forming partnerships with diverse
organizations;

2. Recognizing communities as experts, following the science on community engagement,
and adopting Tribal collaboration models; and

3. Enhancing accessibility through inclusive language, support for people with disabilities,

collecting data, and providing tools and resources to support staff and volunteers.

Tony Bridges, Assistant Secretary for Transportation Equity and Engagement with the
Maryland Department of Transportation (MDOT), welcomed attendees and provided historical
context on Baltimore. MDOT oversees all modes of transportation within the state and has
prioritized equity, including restarting Baltimore’s Red Line project and engaging environmental
justice communities on both ends of the Key Bridge reconstruction.

Finally, Mansoureh Jeihani, director of the Safety and Mobility Advancements Regional
Transportation and Economics Research (SMARTER) Center at Morgan State University,

discussed the university’s leadership as the first Historically Black College and University
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(HBCU) to lead a regional University Transportation Center (UTC). She emphasized that equity

should be embedded across all research pillars, not treated as a separate issue.

OPENING PLENARY

The opening plenary session featured three speakers from USDOT discussing federal progress

toward transportation equity:

e Mariia Zimmerman presented statistics on the Justice40 program, which directs
investments to underserved communities through the Bipartisan Infrastructure Law and
the Inflation Reduction Act. She previewed the Equity Action Plan, which was set for
release in the fall of 2024.

e Mark Pitino of the Office of Civil Rights discussed an upcoming ruling on Disadvantaged
Business Enterprises (DBEs) and updates to the HBCU strategic plan.

e Warner Dixon introduced the Advisory Committee on Transportation Equity (ACTE),

which advises the USDOT Secretary on equity, connectivity, and access challenges.

The session concluded with a panel discussion featuring Zimmerman and two members of
the ACTE, Veronica Davis and Diana Mendes; all three reflected on the state of equity in the
United States. While federal funding has spurred investment in disadvantaged communities,
some political circles remain resistant to equity efforts. Panelists stressed that equity is about
people, not a specific population group, and Zimmerman said, “We win or we lose based on
how transportation is allowed to meet their full potential.” The panelists also described ways to
respond to a diversifying nation: Invest in more transit, community-based organizations, and
workforce development. Audience questions focused on funding flexibility in match dollars for
projects in communities with consistent poverty, qualitative data integration, and long-term

relationships for more successful community engagement.

DAY TWO LUNCH PLENARY

The plenary session on the second day of the conference consisted of a discussion between
Jeff Moore, Traceé Strum-Gilliam, and Gloria Jeff, three leaders of TRB groups and standing
committees. The session opened with a reflection on the unconference day. Strum-Gilliam

described the unconference as a “jewel;” the day featured frank discussions about trust and
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transparency. Jeff reflected that audience members, particularly those in government, had
opportunities to be quiet and listen.

The rest of the session featured a discussion between Moore, Strum-Gilliam, and Jeff on the
practice considerations of adopting equity approaches in transportation. The panelists
emphasized that equity needs to be considered in programming and needs assessment;
starting at the project design phase is too late for engagement to have meaningful influence on
project delivery. They discussed the relationship between civil rights, environmental justice, and
equity, noting they are intertwined in concept but are sometimes cleaved in procedural rules.
The panel also discussed how community-based organizations can change equity analysis
through innovative community engagement methods and forcing transportation professionals to
think about other domains. As Moore noted, “communities have other holistic needs,” which will
require transportation practitioners to have a broad working knowledge so they can support

better decision-making.

DAY THREE LUNCH PLENARY

The joint TRB/Conference of Minority Transportation Officials (COMTO) session focused on the
Reconnecting Communities Pilot Program and the first Reconnecting Communities Summit in
St. Paul, Minnesota. Speakers, including Nadji Kirby of COMTO, Kent Ahrenholtz of Kaskaskia
Engineering, and Traceé Strum-Gilliam of PRR, discussed tools and strategies to invest in
underserved communities to improve environmental justice, mobility, community cohesion,

connectivity, and quality of life.

PLENARY SESSION: NAVIGATING TRANSPORTATION EQUITY IN
CONSERVATIVE POLITICAL CLIMATES—CHALLENGES AND STRATEGIES

This session explored challenges and strategies for advancing transportation equity in politically

conservative states. Panelists included:

e Terri Slaughter (Michigan DOT)—Serving as Chief Equity and Inclusion Officer since
2021, Slaughter acknowledged her lack of prior transportation experience but saw an
opportunity to embed equity into agency operations at scale and drive lasting change.

e Michael Bryant (Texas DOT [TxDOT])—With a background in civil rights, Bryant
highlighted that while TXDOT does not overtly promote “equity” as a concept, the agency
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ensures fair access to economic opportunities through workforce development and
project investments.

e Lenae Clements (Oklahoma DOT)—Due to state-level restrictions on DEI initiatives,
Clements emphasized that her agency focuses on “access for all” and fairness, steering
clear of politically charged language while still advancing equity principles.

e Greg Davis (South Carolina DOT)—Bringing a business development perspective to
equity, Davis explained how transportation agencies can integrate civil rights principles

into economic growth initiatives.

A recurring theme of the discussion was how to effectively advance equity goals in states
where DEl initiatives face political resistance. Panelists emphasized that language and
messaging matter—instead of positioning equity as a stand-alone concept, agencies have found
success by framing their initiatives around economic opportunity, accessibility, and fairness.

Clements noted that in Oklahoma, DEI terminology is avoided but practical efforts to ensure
equal access to transportation remain a priority. For example, Oklahoma DOT employs mobility
managers to help residents of car-dependent areas access reliable transportation options,
effectively supporting equity without branding it as such.

Bryant reinforced this point. TxXDOT’s work in economic development naturally promotes
equity by ensuring that businesses and workers in historically underserved areas have
opportunities to participate in major transportation projects. He also noted that concerns about
environmental justice and civil rights compliance delaying projects have largely been mitigated
through strong partnerships with the Federal Highway Administration (FHWA) and other states
that effectively manage compliance requirements.

David described how prime contractors at South Carolina DOT tried to circumvent DBE
contracting requirements by structuring contracts in ways that excluded small minority-owned
firms. To counter this, the DOT actively facilitated partnerships between DBEs and larger
contractors, creating joint opportunities that allowed smaller businesses to participate in major
projects. The agency also invested training dollars into workforce development so small firms
could expand their capabilities. One example was covering training costs to convert landscapers

into erosion control technicians.
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CLOSING PLENARY: EARLY ADOPTERS DISCUSS GOOD IDEAS

The conference closed with a fireside chat between Tierra Bills of the University of California,
Los Angeles (UCLA) and Inez Evans of WSP, who discussed real-world applications of
transportation equity.

Evans, reflecting on her experience leading IndyGo (Indianapolis’s transit system),
described transit as “the great equalizer,” not only providing mobility but also serving as a
platform for social services (e.g., transit vehicles doubling as mobile food pantries during the
COVID-19 pandemic). She stressed that equity is not one-size-fits-all—different communities
have different priorities. Some may prioritize food access, others bus frequency, and others late-
night transit services. True equity means ensuring access to all essential services.

The discussion also focused on who participates in decision-making. Evans emphasized
that the right stakeholders must be at the table to drive meaningful change. For example, a
hospital partnership helped her agency fund critical transit services that would otherwise have
been cut.

The session concluded with suggestions for moving forward: community engagement
cannot be reduced to a checkbox. Evans stressed the importance of agencies going to the
people, meeting them where they are, holding virtual meetings, and riding the bus alongside

transit users. In her words: “If you see the problem, you have to be part of the solution.”



SESSION THEMES

COMMUNITY RELATIONSHIPS AND PARTNERSHIPS

A key conference theme was building authentic community relationships to ensure underserved
populations have a central voice in problem-solving. The theme of community relationships

encompassed sub-themes of community needs, trust, and engagement.
User and Community Needs

Conference presentations emphasized that advancing equity can only be achieved when
transportation systems are designed around community needs. Multiple sessions highlighted
community-driven projects as essential to identifying and resolving transportation system
deficiencies.

One example was the Baynard Boulevard Pilot Project in Wilmington, Delaware, presented
by Laura Wilburn (Urban Bike Project of Wilmington) and Amanda August (Jefferson Street
Center). This initiative transformed a four-lane arterial road in a residential area into a complete
street with three vehicle lanes and a dedicated one-way bike lane, with future plans for a two-
way bike lane. The need for change was clear: one-third of residents lacked a vehicle, and
many were older adults using wheelchairs.

The project’s success stemmed from community action. The city hosted an open streets
event, temporarily closing the corridor to traffic to allow residents to envision a safer design.
Community members participated in workshops, facilitated by the Urban Bike Project, and
emerged as advocates for the projects. They contacted political representatives, pushed for
meetings when city officials were unresponsive, and helped raise funds for implementation. The
pilot project had a measurable impact: dangerous speeding (50 mph in a 25 mph zone) dropped
tenfold, and two-thirds of residents agreed that the redesign improved safety. This case
underscored a key takeaway: when communities are involved from the start and stay engaged,
their collective voices can drive meaningful change.

Public agencies can improve equity outcomes by prioritizing public engagement in
transportation planning. Liz Williams (Massachusetts DOT [MassDOT]) shared insights from
MassDOT’s long-range transportation plan development. A major success factor was hiring a
consulting firm of former community organizers to lead focus groups, interviews, virtual public
meetings, community events, and surveys. Their research revealed an important finding: people

care more about specific transportation outcomes—Ilike connectivity, reliability, safety,
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environmental impact, and infrastructure condition—than about “equity” as an abstract concept.
Even among disadvantaged groups, respondents prioritized system improvements over policy
labels.

Using community feedback, MassDOT revised its plans, linking new initiatives to issues
raised in past engagement efforts. This approach created a transparent process, ensuring that
equity-driven outcomes were prioritized without relying solely on equity rhetoric.

Similarly, Roy Nunnally from the Indiana DOT (INDOT) highlighted the role of community
engagement in project prioritization. INDOT developed an equity-scoring tool that evaluates
projects based on how well they address transportation benefits and burdens as defined by the
communities they serve. Nunnally stressed that waiting until projects are already prioritized to
solicit community feedback is too late—early engagement is key to meaningful equity
integration.

Community collaboration with public agencies, private firms, universities, and nonprofits may
help build a more equitable transportation system. Leah Pickett of Cambridge Systematics
shared insights from National Cooperative Highway Research Program (NCHRP) Project 20-
24(138), “Collective and Individual Actions for State Departments of Transportation Envisioning
and Realizing the Next Era of America’s Transportation Infrastructure.” This was a visioning
initiative for future transportation infrastructure. It is described as a “moonshot” program, and

explored how technology and data could be leveraged to:

e Bridge access gaps for communities struggling with transportation affordability;
e Connect cities and regions more effectively; and
o Create a mobility marketplace where transportation services align with diverse

community needs.

The project’s vision emphasized a collaborative approach, drawing on expertise from
government agencies, academic institutions, private sector leaders, and nonprofit organizations.
This model reinforced the idea that no single entity can achieve transportation equity alone—
partnerships are essential.

Sufficiency relates to community needs, ensuring people have adequate transportation
services or access to destinations to engage in activities outside the home. A sufficiency-based
standard evaluates how well user or community needs are met, though such metrics are rarely
used in practice.

In the session Public Transit Considerations, Amy Hofstra of the University of lllinois

Chicago, presented her use of a sufficiency metric to assess transit performance. She



Transportation Research Circular E-C302 8

developed this metric to compare demand response transit (DRT) and fixed-route transit,
measuring sufficiency as the ratio of excess travel time by transit compared to an auto trip to the
same location. Her analysis found that DRT performed better than fixed-route transit in low-
demand areas, providing more sufficient service. However, as demand increased, fixed-route

transit became more effective at meeting community needs.
Trust

Trust is fundamental to building strong community relationships. Research by Anna Batista,
Jacky Grimshaw, and Pam Jones emphasizes that trust building and fair compensation are key
to effective engagement. One way to foster trust is through co-creation models in transportation
systems, where DOTs collaborate with communities to shape public systems rather than simply
managing cost-efficient solutions for road users.

Ken Schwartz and Curt Ostrodka of VHB and Carly Kramer of the Norwalk Redevelopment
Agency described their trust-building approach during the South Norwalk rail station
redevelopment in Connecticut. Their planning process prioritized community health and well-
being, considering economic, environmental, and social factors such as access to food,
education, and physical activity. Continuous oversight from a community advisory committee
and active engagement focused on listening and learning from the community, which helped
establish trust.

The Historical Impacts and Reparative Planning session presentations demonstrated
why trust is essential and how past transportation decisions have caused lasting harm.

Examples included:

e Chicago, where the Chicago Transit Authority is only now extending the Red Line to the
South Side after Mayor Richard J. Daley’s 1969 promise went unfulfilled.

e Toronto, where early urban planning failures led to persistent inequities.

e Minnesota, where 1-94 disconnected the historically Black Rondo neighborhood in St.

Paul, severing community ties.

Restoring trust requires community-led efforts to identify problems and design solutions. In
St. Paul, Reconnecting Rondo is working to heal past harms, while in Valdosta, Georgia, Metro
Analytics is using historically informed research to develop a more equitable long-range
transportation plan.

Building trust takes time. In the session on Advancing Equity in Transportation Planning:

Lessons from the Planners Guide to Equitable Public Engagement, Traceé Strum-Gilliam
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of PRR and Jamille Robbins of the North Carolina DOT shared their experiences in trust
building. During the Red Line project in Baltimore, Strum-Gilliam and her team engaged the
community through pop-up events, ride-alongs, advisory committees, symposia, and even art
competitions. Though the project was canceled in 2015, the relationships they built persisted.
When Maryland’s governor revived the project in 2023, their previous engagement efforts
allowed them to seamlessly restart conversations with the community. Practical takeaways for

effective trust building include:

e Using creative engagement tactics that reflect community needs;

e Hiring and integrating local residents into engagement efforts;

e Maintaining a consistent presence at community events and building relationships
beyond project timelines; and

e Documenting engagement efforts and community feedback to ensure continuity and

accountability.

As Robbins noted, overcoming community distrust requires persistence: “Trust needs to be

won back one engagement at a time by showing they are being heard.”
Engagement

Presentations highlighted both successes and challenges in community engagement,
emphasizing the need for ongoing involvement of historically marginalized groups. A key
takeaway was the importance of honest, transparent conversations and early engagement in
project lifecycles—well before project selection.

In the session Planning for Health, Equity, and Prosperity: A Tale of Two Cities,
speakers emphasized that authentic engagement builds trust. They pointed to efforts in South
Norwalk, Connecticut, a low-income, socially vulnerable community, where engagement
activities included small group meetings, community workshops, visioning sessions, surveys, a
walking tour, and advisory committees composed of local residents. By ensuring that residents,
particularly those in vulnerable communities, were actively involved in the planning process, the
project fostered greater public buy-in and long-term support. Many other speakers cited it as a
model for successful community engagement.

During the session Advancing Equity in Transportation Planning: Lessons from the
Planners Guide to Equitable Public Engagement, David Briggs of Social Pinpoint shared

findings from an “Engaging for Equity” survey, which assessed how organizations viewed their
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own engagement efforts. While most respondents believed their organization valued equity,
fewer felt they were effectively implementing it.

One of the biggest obstacles to engagement is reaching underrepresented populations. The
survey found that limited English speakers and Aboriginal and Indigenous communities were the
hardest to reach, while low-income residents, people of color, young people, and people with
disabilities also faced barriers to participation. Older adults were reported as the easiest group
to engage.

Distrust in government was another major hurdle, particularly in communities that have
experienced historical neglect or harm. Lack of time, language barriers, and general
unawareness of engagement opportunities also prevented meaningful participation.

For practitioners, barriers were more functional. Tight project timelines leave limited time for
meaningful engagement, while insufficient funding, staff capacity, and expertise hampered
effective engagement. Trust issues were more prevalent in the United States than in other
countries. Effective engagement strategies included partnering with community organizations to
leverage existing trust, hosting pop-up events in familiar community spaces, and providing
digital or remote engagement opportunities to reach more people. This perspective was echoed
in the session Designing for Equitable Public Transportation, where speakers stressed that
agency representatives are most effective when they “go where the people are” rather than
expecting communities to come to them.

Several sessions provided real-world examples of effective engagement. Jamille Robbins
discussed North Carolina DOT’s Business Improvement Project in Winston-Salem, which hired
trained community outreach specialists who were integral to engagement efforts. Key
engagement tips included wearing casual branded clothing, being mindful of dogs on residential
property when canvassing, using colorful fliers to attract attention, and providing food and
childcare in public meetings. Briggs offered a case study from Los Angeles Metro’s Next Gen
Bus Study, where targeted social media ads helped the agency reach a diverse engagement
group that mirrored the region’s demographics. Speakers in the Designing for Equitable
Public Transportation session suggested stakeholder mapping and registering community
organizations for a list of parties interested in future engagement opportunities.

The Equitable Community Engagement session shared lessons learned from practice.
Pauline Claramunt Torche of AECOM described their community engagement process for the
Reimagine the Cross Bronx study. Many takeaways echoed other findings, such as providing
multilingual outreach materials, including a variety of engagement formats to accommodate

different community preferences, meeting people where they are, and being adaptable in
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response to community and project partner feedback. Amy O’Hara of Noblis discussed
USDOT’s ITS4US deployments, emphasizing the importance of using non-technical, accessible
language in outreach materials; leveraging existing community networks; and engaging early
and consistently throughout the planning process.

Compensation for time and expertise was another important topic. In the session The
Convergence of Equity and Environmental Justice in Planning, Cathy LaFata and Frank
Ponciano described the creation of an Equity Advisory Council (EAC) for the BART Link21
Program, a planning effort to better connect Northern California cities by rail. The 18-member
EAC represented a broad 21-county region and included individuals with varied life experiences
and levels of transportation and environmental planning expertise. They had the power to halt
project processes at any stage by throwing an “equity flag” if they identified critical inequities.
The EAC’s members were selected through an application process to ensure a range of
perspectives across age, ability, demographics, and discipline. Recognizing the value of their
expertise, the agency compensated members for their contributions. However, in the session
Designing for Equitable Public Transportation, speakers discussed nuanced considerations
around compensation. They stressed that compensation should not be seen as payment for
opinions, but rather as acknowledgment of expertise and a way to reduce financial burdens of
participation. Also, compensation decisions should be evaluated case by case, considering
community expectations and funding constraints.

Some speakers described creative community engagement activities. In Real-World
Implementations, Laura Wilburn of the Urban Bike Project of Wilmington, Delaware and
Amanda August of Jefferson Street Center described their efforts to engage residents in a safe
streets pilot project. The Baynard Boulevard Pilot addressed safety concerns on a high-risk road
segment in a neighborhood where one-third of residents lacked a personal vehicle, and many
were wheelchair users. The project began with a major community event, where potential
solutions were modeled directly in the street so residents could visualize the changes and
provide feedback.

Initially, the City of Wilmington resisted the proposal, but the trust built through prior
engagement gave the community leverage to pressure elected officials to approve the project.
Their involvement from the beginning ensured that residents had a direct role in shaping the
project’s direction, ultimately improving conditions for active transportation users.

Kent Ahrenholtz of the Kaskaskia Engineering Group highlighted a similar community-led
approach in the Reconnect Rondo effort in St. Paul, Minnesota. This project seeks to construct

a land bridge over [-94 to reconnect a historically Black neighborhood that was divided by
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highway construction. A key engagement tool in this process was participatory mapping, which
involved community members in decision-making at every stage of the project.

Hally Turner from the Minnesota Department of Transportation (MnDOT) presented an
innovative strategy in the session Equitable Community Engagement. MnDOT held
community conversations across the state to gather firsthand insights on transportation barriers
and engagement preferences. The conversations helped strengthen relationships between the
agency and communities, build trust for future engagement efforts, identify transit’s role as a
lifeline for many residents, and develop a statewide equity commitment that reflects the diverse
needs of Minnesota communities.

Community engagement can also come from within an organization. In the Real-World
Implementation session, Laurel Paget-Seekins of Public Advocates addressed the shared
frustrations of transit operators and riders, particularly inconsistent schedules and inadequate
run time, which create challenges for both groups. Bus operators provided valuable insights that
were not captured in traditional survey data, revealing problems that transit users might not
recognize. Although operators and riders sometimes have competing concerns, both groups are
now collaborating to redesign transit schedules in ways that improve service for everyone.

Several speakers identified several systemic challenges in community engagement.

¢ Recognition of Community Engagement as a Professional Discipline: Traceé
Strum-Gilliam noted that community engagement is often undervalued as a professional
field. Unlike engineering or policy development, it is not always recognized as requiring
specialized expertise, leading to lower compensation for practitioners.

e Representation Issues Within Community Organizations: A speaker in an
unconference session pointed out that community organizations don’t always reflect the
needs of all residents. It is important to engage individuals directly, rather than relying
solely on organizations, and to confirm that trusted representatives are genuinely trusted
by the communities they claim to speak for.

e The Influence of the Loudest Voices: When engaging the public, the most vocal
participants are not always the most affected by a project. Certain perspectives may
dominate discussions, requiring agencies to filter and contextualize input to ensure that

those with the greatest needs are not overshadowed.
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CROSS-DISCIPLINARY ISSUES

Another key theme of the conference is that equity does not exist in isolation. Sessions explored

transportation’s connections to public health, land use, workforce development, and the arts.

Public Health

Public health was a dominant cross-disciplinary theme throughout the conference. The session
Equity Bridging Transportation and Public Health featured three speakers who explored the
links between public health, transportation, and equity. Their insights centered on three key
points.

1. Advocating for public health requires a collaborative approach focused on minimizing
harm. Agencies and decision-makers would be well-served if they consider who benefits
and who bears the burdens of policies and investments.

2. Mobility solutions should address all social determinants of health. Transportation
options, regardless of the mode, must help individuals access essential destinations.

3. The transportation industry needs to rethink and redesign systems that reinforce
inequities. If a policy or practice does not serve the public effectively, it should be re-

evaluated and improved.

In this session, Nissa Tupper of MNnDOT introduced tools to assess health equity, including
the Health Impact Assessment from the Centers for Disease Control and Prevention (CDC) and
the Community Impact Assessment from FHWA. MnDOT applied these models in its Equity and
Health Assessment for the Highway 252/1-94 corridor in a diverse neighborhood experiencing
negative health outcomes. The assessment, conducted by an interagency working group with
guidance from a neighborhood advisory group, began by establishing baseline equity and health
conditions. It examined environmental and human health, sense of community, property
impacts, access to green space, jobs, healthy food, and transportation safety. The follow-up
identified priority actions to enhance livability, safety, and equity.

Curt Ostrodka of VHB presented another tool, the Health Mobility Model, which uses CDC
Population Level Analysis and Community Estimates or PLACES data to estimate health
measures for U.S. census tracts and standardizes the data for relative community health burden
estimates. This model was applied in a Health Impact Assessment of complete streets projects
in Hillsborough County, Florida, and a land use and transportation study along the 1-95 corridor

west of Boston, Massachusetts.
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Valerie Lefler of Feonix - Mobility Rising linked social determinants of health to mobility
wallets, a transportation benefit that provides users with flexibility in accessing services. In this
case study, successful implementation of mobility wallets required transportation assistance
hubs to help users navigate the system and access technology.

The session Applying a Safe Systems Approach for the Youngest Travelers focused on
street safety for children. A key takeaway was that addressing inequities in pedestrian safety
requires a localized approach that considers social determinants of health.

Similarly, the session Planning for Health, Equity and Prosperity: A Tale of Two Cities
highlighted public health principles drawn from case studies of planning efforts in underserved
communities. These findings led to several areas of consideration for healthy community

design:

e Education should be the cornerstone of community revitalization;

e Access to healthy food should be expanded through urban farms, farmers’ markets, and
grocery stores;

e Investment in pedestrian and transit infrastructure should prioritize people over cars; and

e Physical activity should be encouraged through athletic programs, especially for youth.

In the session Land Use, Housing, and Transportation, three speakers examined the
connections between these areas. Joseph Strafaci of HNTB explored strategies for creating
equitable communities through housing and transportation policies. He highlighted two key
issues: 1) housing affordability, which affects at least 10% of the U.S. population as many
households spend one-third or more of their income on housing, and 2) gentrification, which can
lead to financial instability and displacement. Strafaci offered two key policy issues to consider
at the local level, based on case studies in Denver and Los Angeles. First, cities would be well-
served by supporting transit-oriented development with mixed-income housing and developer
incentives to maintain affordability. Second, planners would want to consider how to incorporate
community input into planning and create mechanisms to respond to residents’ needs.

Fatemeh Janatabadi of George Mason University presented research on the gentrification
effects of highway caps, which involve building land bridges over highways to reconnect
communities. Her findings showed housing growth in many project areas, but signs of
gentrification in only two cases. The results suggest that highway caps may help restore
communities without causing widespread displacement.

Mansha Swami of Morgan State University presented results from case studies on transit-

oriented development (TOD). She emphasized that equitable TOD would be best if it includes
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affordable housing and community spaces, along with support for small businesses to benefit

from transit-driven economic growth. Swami’s case studies included:

e Raleigh, North Carolina: A BRT-based TOD developed through extensive community
outreach, an affordable housing fund, and policy changes;

e San Francisco, California: The Salesforce Transit Tower, designed with sustainability in
mind but lacking affordable housing; and

e Baltimore, Maryland: Plans for TOD around the Red Line, integrating sustainability and

equity considerations.

Swami noted that achieving systemic equity may require zoning changes to encourage high-
density, mixed-use developments near transit hubs. Other policy tools, such as community land
trusts and affordable housing policy guarantees, could help maintain long-term affordability in

transit-accessible areas
Labor, Employment, and Workforce Development

Several speakers discussed the connection between labor, employment, and transportation,
including contracting issues and the DBE program.

In the Project Delivery and Workforce session, Eric Ross of the FHWA Office of Civil
Rights addressed the integration of the DBE program with design-build projects. Traditional
design-build models often fail to account for the unique needs of DBEs, leading to missed
opportunities and inequitable outcomes. Ross highlighted the Texas DOT open-ended
performance plan for DBEs as a successful model, offering flexible commitments and better
alignment with project needs. He emphasized the importance of flexibility in contracting to
prevent DBEs from being locked into unfavorable agreements.

Other speakers focused on career opportunities and workforce training for diverse future
transportation professionals. Judy Shanley of Easter Seals and Shayna Gleason of the
International Transportation Learning Center stressed the need for inclusive workplaces,
defining an empowering and welcoming work setting as one that embraces all individuals,
regardless of ability. Inclusivity requires a supportive culture shaped by policies and practices
that fully engage employees with disabilities. Because disabilities vary, workplace
accommodations must be tailored rather than one-size-fits-all. Shanley and Gleason noted that
over 25% of people have some form of disability, making inclusivity essential in workforce

planning, yet barriers to employment remain. Creating inclusive environments in transportation
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can expand career opportunities for this underutilized workforce. Focus areas include
community awareness, flexible policies, and individual-centered approaches. Transportation
agencies report a need for labor, and people with disabilities are an underutilized group.
Examples of successful inclusive workplaces include MetroWest Regional Transit Authority and
Central Ohio Transit Authority, both of which have made strides in employing individuals with
disabilities.

In the session Exploring HBCU and Minority-Serving Institutions (MSI) Student
Training and Recruitment: Unveiling and the Power of Diverse Voices in the Workplace,
panelists discussed expanding opportunities for diversity and equity in transportation careers.
Many agencies are developing internship models for students from HBCUs and other
underrepresented groups, opening pathways into transportation professions. In addition to
STEM (science, technology, engineering and math) training and technical skills, the speakers
stressed the need for soft skills training, such as navigating workplace challenges and
addressing unfair treatment. Hiring agencies could consider hosting civic and cultural events to
foster inclusivity, prioritizing community events to build a stronger work community and facilitate
networking for remote workers, and building a culture of inclusion by recognizing and
addressing microaggressions.

The session Overcoming Challenges in Creating Inclusive Workplaces for HBCU and
Minority Community Members focused on workforce development. Panelists offered insight
into how transportation agencies can create appealing workplaces for the next generation. Staff
that are HBCU graduates, Black, Indigenous, people of color, and LGBTQIA+ (lesbian, gay,
bisexual, transgender, queer or questioning, intersex, and asexual) want their employers to
recognize and value their contributions. Panelists shared examples of equity-focused workplace

cultures and offered three pieces of advice.

1. “Don’t be stingy with power.” A genuine commitment to workplace equity requires
leadership to relinquish power. Leaders must address blind spots in power distribution to
create safe and dignified spaces. As Jerome Horne of the Maryland Transportation
Authority stated, this is “an iterative process that’s never completed.”

2. “Resource staff to be themselves.” Allocating resources to strategic planning, mission
accountability, mentoring helps foster an inclusive organization culture. Mentorship
programs allow knowledge sharing while offering new perspectives on workforce
inclusion.

3. “Ensure workers can say, ‘l could see myself here.”” Representation in workforce

teams is critical, not just in leadership roles but across all levels, from frontline employees



Transportation Research Circular E-C302 17

to executives. Agencies would be most effective if they ensure that employees from all

departments (“from boots to suits”) have a voice at the planning table.

Long-term workforce equity strategies include partnerships with diverse communities and
outreach efforts to provide young professionals with internships and fellowships opportunities.
This includes providing transportation, housing, and food stipends to improve access to early
career opportunities.

Finally, one speaker presented an international perspective on how transportation systems
serve as employment pathways for low-income workers. In the session Hope of Equity in
Transportation Technologies, Mateus Humberto presented research from Sao Paulo, Brazil,
where delivery workers rely on bikesharing systems for transportation. The gig economy offers
employment opportunities under precarious conditions, especially for workers facing
intersectional injustices. The study emphasized the need for improved infrastructure and worker

support, such as charging stations and safe waiting areas.
Education and Schools

Speakers discussed transportation equity in education and schools through different lenses. In
the session HBCUs Drive Research and Implementation, panelists Celeste Chavis and
Mansoureh Jeihani of Morgan State University and Bashan McLeod of the Maryland State
Highway Administration discussed the evolving role of HBCUs in transportation. Traditionally,
HBCUs have been viewed as workforce development partners in federally and state-funded
research initiatives rather than as leaders in academic research. Morgan State is changing this
narrative. As one of the first two HBCUs to lead a USDOT UTC, it has embraced its role as a
leading research institution, leveraging its research to serve its community. The university

carries out the following roles as a UTC leader:

e Leads aregional UTC and is part of four other UTC consortia;
e Helps smaller HBCUs expand their research and leadership capacity; and
e Provides education and research opportunities through UTC and National Transportation

Center programs to undergraduate and graduate students.

Morgan State also facilitates internships and job placements through partnerships with
MDOT and private organizations, helping young professionals gain industry experience. Their
skill-building programs include the National Summer Transportation Institute for middle and high

school students. In 2024, they expanded their efforts by training high school teachers to convey
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STEM knowledge and career opportunities to their students. Through interdisciplinary
collaboration, the university plays a crucial role in strengthening the research capacity of smaller
HBCUs. In response to audience questions, panelists emphasized that increasing student
interest in transportation careers requires introducing research and opportunities at the
undergraduate level and incorporating more industry-focused studies into academic programs.
In the Justice40 session, Sam Speroni of UCLA examined how transportation access
affects school choice. His research explored whether household transportation resources—such
as vehicle ownership or reliable transit access—impact the likelihood of attending a choice
school (e.g., non-neighborhood public, magnet, charter, or private) in California. He found that
households with fewer or no vehicles were less likely to send children to choice schools. For
low-income families priced out of high-quality schools in their residential areas, school choice is
essential. However, relying on walking or public transit alone does not sufficiently support

school choice, reinforcing inequities in education access.

Arts and Culture

Julie Cidell of the University of lllinois presented research on how arts and culture can help
mitigate the negative impacts of transportation infrastructure on communities. She highlighted
the MnDOT artist-in-residence program, which aimed to advance equity through art,
demonstrating how transportation agencies can integrate artistic initiatives into their projects.
While MnDOT actively connected art and transportation, similar programs existed elsewhere,
though often with limited documentation and sustainability.

Cidell emphasized that art should be viewed not just as a final product, but as an ongoing
process that engages artists, local cultures, and creativity to foster community connections.
Public art funding is often difficult to secure, but she noted that partnerships between artists and
community engagement efforts can make funding more accessible. Since transportation
intersects with many sectors, funding can extend beyond DOTs. For example, mural projects
could be supported by health institutions if located on a hospital along a roadway.

Art can also be a tool for reach communities that are otherwise difficult to engage. One
example came from the California Department of Transportation (Caltrans) which burned
roadside vegetation in a manner traditional to a local Tribe—a practice that increased the
agency’s credibility and strengthened its relationship with the community.

Cidell described art as a catalyst for creativity and idea generation, inspiring action where it

might not otherwise occur. This theme was echoed in Amy Stelly’s presentation on reparative



Transportation Research Circular E-C302 19

justice in New Orleans, which explored how arts and culture play a role in restoring and healing
communities impacted by past transportation decisions, particularly in the case of Claiborne

Avenue.

DATA, METHODS, AND ANALYSIS

Sessions examined data needs, including big data, traditional quantitative methods, and
qualitative approaches to supplement community engagement. Other highlights included
discussions on data sovereignty, particularly regarding Tribal needs, and analytical methods for

equity planning.
Data Requirements

A major focus of the sessions was data needs and metrics for decision support, emphasizing
both quantitative travel data from surveys and big data sources and qualitative data for deeper
insights. A key takeaway was the importance of obtaining more data representing
disadvantaged groups.

Stacey Bricka of MacroSys noted that data collection during the COVID-19 pandemic was
difficult, leading to underrepresentation of low-income and disadvantaged groups in the 2022
National Household Travel Survey. To address gaps, multiple data sources can be used to
triangulate community needs and evaluate service changes.

In the Public Transit Considerations session, Vic Blackwell and Claire Still from AECOM
presented an equity and environmental justice assessment of transit services. Their three-
pronged approach used factors from the social determinants of health to assess transit system
performance for vulnerable communities. The research team examined accessibility, availability,
and knowledge of agency programs and services as key equity indicators. They combined the
Environmental Protection Agency’s EJScreen, USDOT Equitable Transportation Community
Indicators for PM2.5 and Ozone, and agency-provided materials such as Title VI program
documents, service standards, and on-time performance. They assessed on-time performance
for routes serving minority and low-income areas and employment centers.

Other presenters noted data does not always fully capture individuals’ experiences. Many
datasets fail to represent people with disabilities, gender identities, and queer identities, making
it difficult to ensure intersectional representation in equity analysis.

The Equity Measures and Methods session highlighted the difficulties of developing and

deploying equity measures. Daisy Mugodzeri of UCLA surveyed 14 travel demand model
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practitioners, finding that most relied on traditional data sources such as GPS data and
automated passenger counters. While familiar with big data, few had integrated it into equity
analysis of travel demand models. Major gaps in big data include the lack of demographic and
trip purpose information, leading to representation and validation issues in equity analysis.

Chris Behr of HDR introduced a weighted benefit-cost analysis (WBCA) for evaluating
transportation projects based on income-sensitive value assessments. Unlike traditional
methods that weigh costs and benefits equally across income groups, wBCA adjusts for the
declining value of money as incomes rise. This method, permitted under updated Office of
Management and Budget guidance has been applied in several transportation project
evaluations to better assess benefits for low-income users. Reinaldo Germano shared an equity
assessment method using microscale sidewalk data and network analysis for accessibility
measures, which was implemented in the Maryland DOT database.

A key takeaway from the session Equity in Transportation Measures and Analyses was
the lack of a common definition for equity metrics. Equity means different things for different
groups, making standardization difficult. While a common set of metrics can help agencies
communicate and adopt equity frameworks, over-standardization risks leaving out unique
community needs. This session included five presenters discussing performance metrics,
economic equity metrics, and methods for identifying populations in need.

Hally Turner of MnDOT shared their process for developing equity-first performance
measures, beginning with community listening sessions to define equity from a grassroots

perspective. Their working definition states:

Transportation equity means the benefits and burdens of transportation systems,
services, and spending are fair and just, which historically has not been the case.
Transportation equity requires ensuring underserved communities, especially Black,

Indigenous, and People of Color, share in the power of decision-making.

Using this framework, MnDOT developed iterative, question-based performance measures,

including:

e Whose needs are not currently being met and what are their needs?
e What information is needed to establish a target level of performance for these needs?
e How can data collection be adapted to make results meaningful?

e If aninequity is identified, what actions could be taken?
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Leta Huntsinger of North Carolina State University provided an overview of performance
measure analysis, noting the limited academic literature on travel demand models and their role
in equity-focused measures. She shared a case study from the Triangle region in North Carolina
where a regional travel model was used to develop performance measures for the area’s
transportation plan. The model operates at a disaggregate level, using a synthetic population
with a flag to identify disadvantaged communities. It then aggregates the outputs to traffic
analysis zones. This approach allows for equity-focused performance measures in areas such
as transit and walk accessibility, jobs within a 30-minute travel distance, non-motorized trips,
average commute time, and delay and vehicle miles traveled. The equity analysis compares
different populations and examines changes over time, providing insight into how transportation
benefits and burdens are distributed across communities.

Melrose Pan and Hyeonsup Lim from Oak Ridge National Laboratory, along with Birat
Pandey from FHWA, applied the Gini index (a measure of wealth equality) to freight accessibility
analysis, identifying areas with high and low concentrations of freight near highways in
California. The team plans to develop a freight accessibility dashboard for other industries,
adjustments to the Gini index for less uniform inequality distributions, and a more refined equity
metric (rather than just an inequality metric).

Aashna Jain of WSP summarized various equity indicators used in transportation planning:
composite indicators that measure cumulative disadvantage; individual indicators for specific
disadvantages; intersectional indicators that highlight compounding needs; and regional
comparisons to contextualize disparities. Selecting different indicators adds depth to equity
analysis that a single metric lacks.

Patrice Frank and Jen Mayer of King County Metro in Seattle emphasized that equity
analyses must focus on individuals rather than broad categories. They pointed out challenges
such as discomfort discussing race, sex, disability-related inequities; lack of cultural competency
in data collection; and desire for a standardized process, even when one may not fully capture
community needs. Speakers stressed that equity analyses should be built into project budgets
from the start and that agencies are most effective if they collaborate with affected communities
to refine their equity strategies.

Qualitative data is equally—if not more—important than quantitative data for assessing
transportation equity. In the session Equity in Transportation for Persons with Disabilities,
Noelle Fields from the University of Texas at Arlington presented MyAmble, a mobile app with a
“Travel Buddy” feature designed to collect qualitative insights into transportation disadvantages.

The tool aimed to identify latent demand—trips individuals want to take but cannot—and how
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this demand may lead to tangible or social deprivation. The main tool asked users to keep a
travel diary, tracking missed trips and identifying barriers to mobility. The Travel Buddy feature
paired app users with graduate students to conduct in-depth interviews about transportation
access, societal participation, and quality of life. Findings from a 77-users study revealed that
social networks were important resources to fill mobility gaps. However, users often
experienced guilt when asking for rides from others, significant stress in pre-planning every trip,
and reduced autonomy due to limited transportation options. Mobility experiences linked to
quality-of-life aspects, including mood, stress, and self-efficacy. The Travel Buddy component
was critical to collecting qualitative data and yielding important equity insights that were
unavailable from a travel survey. Qualitative data provides essential context for addressing
inequities; quantitative data often aggregates and limits the analysis.

The session Analysis Tools for Equity in Transportation featured five speakers
discussing available tools for addressing transportation equity. Effective equity analyses must
consider context and center communities, as equity tools help tell the stories of underserved
populations. However, there is no universal solution; what works in one place may not be
effective elsewhere. Understanding each tool’s data inputs and outputs is essential to ensure
appropriate application. One challenge is that many national metrics and indices produce
conflicting results due to data accuracy issues or differences in how disadvantaged groups are
identified. More consistent guidelines would help improve reliability.

Lenae Clements from the Oklahoma DOT and Davina Faimon from CATCH Intelligence
demonstrated inconsistencies between the Climate and Economic Justice Screening Tool
(CEJST), the Equitable Transportation Community (ETC) explorer, and an Oklahoma State
Department of Public Health tool. These discrepancies arose from differences in how
disadvantage is measured, sparse data in rural areas, and variations in federal tools for Tribal
lands.

Despite these inconsistencies, many DOTs and transportation entities rely on the same
tools, making coordination and collaboration critical. While a speaker in another unconference
session criticized the creation of multiple state-specific equity tools, the Oklahoma DOT
example demonstrates why tailored tools may be necessary when local context matters.

Spatially representative maps are crucial for effectively communicating results, and
standardized outputs can help decision-makers interpret data more easily. However, it is also
important to be aware of the assumptions behind data generation and the potential implications

of data changes on policy and planning decisions.
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Analysis

Some speakers offered innovative methods for analyzing transportation inequities. In the
Historical Impacts and Reparative Planning session, A. Gabrielle Westcott of Metro Analytics
introduced the Historical Equity Action Lens (HEAL), a qualitative equity analysis method
demonstrated through a case study from Valdosta, Georgia. The method combined
anthropology, archival research, and planning knowledge in a two-phase process: a discovery
phase which conducted in-depth research into the city’s current and historic context, and an
engagement phase that included community meetings, walking tours, oral histories, and
interviews to address current needs. This process uncovered links between transportation and
community concerns, identified barriers to transit access not captured by quantitative surveys,
and built trust through meaningful engagement.

Other speakers shared incremental improvements in equity analysis tools. In the Analysis
Tools for Equity in Transportation session, Nicole Geitebruegge of TransLink in Vancouver,
Canada, presented the Equity Data Analytics Tool (EDAT). This user-friendly dashboard
identifies transportation gaps and inequities across subregions by integrating census data,
regional population characteristics, employment information, travel behavior surveys, and
regional model outputs. A key feature is the transit poverty index, which identifies
disadvantaged population groups with low access to opportunities.

In the Institutionalizing Equity session, Lorina Hoxha from the City of Toronto explained
how the city applied justice frameworks to develop a policy and analytic framework for

transportation equity. This framework can be used for the following purposes:

e Evaluating transportation benefits and burdens (resources, mobility, accessibility, and
externalities);

e Linking those benefits and burdens to distributive justice principles (sufficientarianism,
egalitarianism, and the capabilities approach); and

e Identifying specific barriers (economic, safety, accessibility, participation) across different
population groups (e.g., low-income and low-wealth individuals, Black individuals, night

shift workers).

This framework was developed into a matrix to help practitioners identify population-specific
barriers and suggest tailored strategies for equity improvements.
Some speakers expressed concerns about inconsistencies in equity evaluation methods. In

the Equity in Project and Program Delivery session, an unconference speaker argued that
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equity considerations are not as well incorporated into project delivery as environmental
concerns due to inconsistent evaluation methods. They thought a nationally standardized
method supported by comprehensive national data to improve equity outcomes would be
helpful.

In the Analysis Tools for Equity in Transportation session, Roy Nunnaly from INDOT
shared challenges that the department faced while developing its equity-scoring tool. When
researching existing tools, they found that many metrics, standards, and tools exist, but none
fully met their needs. Most tools were designed for single-project analysis rather than multiple
projects. Spatial tools presented unresolved issues, such as determining the appropriate spatial
level of analysis, deciding how far to buffer project areas to estimate effects, defining what
constitutes a burden in transportation planning, and expanding analysis beyond traditional

transportation concerns, such as identifying food deserts.

DEFINING EQUITY AND JUSTICE

Several presentations explored how equity and justice are defined in transportation. In The
Convergence of Equity and Environmental Justice in Planning, Cathy LaFata and Frank
Ponciano suggested that environmental justice sets the minimum standard, ensuring projects
meet the status quo, while equity seeks to go beyond this to actively improve people’s lives by
putting communities first and honoring the past while planning for the future.

Before 2021, environmental justice focused on fair treatment for everyone. Then the focus
shifted to just treatment, meaning that solutions must differ based on historical and systemic
inequities. Similarly, equity standards now require agencies to demonstrate not only that their
projects avoid negative impacts but also that they provide tangible benefits to communities.
LaFata and Pinciano illustrated this distinction using the Link21 planning process. As speakers
in the Equity Case Studies session noted, prioritizing equity may result in short-term
inefficiencies, but it ultimately leads to more just and effective outcomes.

Other presentations focused on mobility justice, emphasizing that agencies would be most
effective if they acknowledge past and present inequities while ensuring that community
members’ experiences guide planning decisions. Some speakers described equity as an
ongoing process, rather than a one-time success or failure, since methods and results evolve
over time.

Roy Nunnally of INDOT argued that equity should encompass more than Title VI and Title IX

compliance. He framed quality of life as a core equity issue, defining it through safety, economic
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development, community engagement, resilience, accessibility, and environmental protection
aimed at reducing deaths and disease exposure.

David Briggs of Social Pinpoint discussed the relationship between diversity, equity, and
inclusion in public engagement. While conceptually linked, he thought that practitioners would

be most effective if approaching them separately.

o Diversity means engaging the broadest mix of people possible;
e Inclusion means empowering them to participate; and

e Equity means ensuring unmet needs are addressed.
Language and Political Context in Equity Conversations

Several speakers highlighted the importance of language when defining equity and justice,
particularly in politically sensitive environments. In an unconference session on Equity in
Project and Program Delivery, state DOT representatives shared strategies for discussing
equity within their constituencies. A Michigan DOT representative noted growing resistance to
equity initiatives, particularly as conservative sentiments have increased. To navigate this, the
agency reframed the conversation to align with local priorities, using language that resonates
with citizens while maintaining the core goals of equity.

A speaker in another session reinforced this point, saying: “Equity can’t be left undefined;
otherwise, the real issues don’t get fixed because everyone starts making up their own
definitions just to get their way.”

Other states have taken similar approaches:

e Oklahoma DOT chose “fairness and access” as alternatives to the term equity, making
the conversation more politically acceptable.

e Pennsylvania DOT created a Council on Inclusive Excellence, which includes DOT
leadership and an outside advisory committee to guide equity efforts.

e lllinois DOT requires each agency to establish an equity statement, ensuring clear and

measurable goals.

One participant summarized these discussions by advising: “When you find resistance,
discomfort, and disagreement, follow the thread that connects them. Use organizational

language, vision, and mission, as well as community values to reach past the barrier.”
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Additionally, speakers cautioned that unintended consequences of equity initiatives must be
considered. For example, building a transit line to an underserved area may attract more

affluent populations, leading to gentrification.
Broader Frameworks for Justice in Transportation

Some presentations introduced new frameworks for conceptualizing justice in transportation. In
his presentation “Infrastructure (in)Justice,” Collin Yarbrough of Southern Methodist University
introduced the 6+1 Ds, a model for identifying and addressing injustices in transportation

projects. This typology categorizes justice and injustice as:

e Justice types: distributive, recognition, procedural, epistemic, restorative, and reparative.

e Injustice types: disinvest, disrespect, disenfranchise, dismiss, distress, and dispossess.

The framework adds “deliberate” as the bridge between injustice and achieving justice. The
framework can be applied across different scales of oppression (structural, institutional,
community, individual) and timeframes (past, present, future) to identify where and how
injustices occur. Yarbrough used the Reconnect South Park project in Seattle to demonstrate
how breaking down injustices into smaller components can help agencies understand the

dimensions and scales of necessary interventions.
Transit Equity and First Principles

In the workshop Designing for Equitable Public Transportation, Baird Bream of Cambridge
Systematics and Daniela Waltersdorfer of HNTB shared a “first principles” approach to equity in

transit. Their framework emphasizes the following:

1. A commitment to restoring and protecting basic human dignity in transportation planning
and outcomes;
Equitable representation in decision-making structures and resource distribution; and
Data, metrics, and tools that prioritize human outcomes, ensuring that decisions account

for interdependent choices throughout planning, design, and operations.

Their approach promotes honest communication, the development of a common language,

and co-ownership of decision-making processes while working to remove bias in data and tools.
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Reparative Planning

In Historical Impacts and Reparative Planning, Kate Lowe and Gwendolyn Purifoye
examined the need for reparative planning through the lens of Chicago’s South Side and the
delayed Chicago Transit Agency (CTA) Red Line extension. When the Red Line opened in
1969, Mayor Richard J. Daley promised that it would extend to the southern city limits—but
more than 50 years later, this has yet to happen. Their research involved interviews with transit
riders waiting at bus stops along the planned extension route. Riders linked their waiting
experiences with broader themes of regional equity, community solidarity, self-determination,
and public health. One example highlighted infrastructural neglect: a major bus stop on 95th
Street lacked seating until 2019 and was positioned next to a dumpster, exposing riders to
unpleasant odors and unsanitary conditions. Elsewhere in the city, these conditions were not

present, underscoring disparities in infrastructure investment.

POLICY, POWER, AND DECISION-MAKING

Many presentations addressed how equity is embedded in decision-making processes, with
speakers providing examples of standards and frameworks adopted by agencies. These
discussions demonstrated how groups, both internal and external to transportation agencies,
are working toward systemic change. Many decision-making examples overlapped with the
theme of community engagement, emphasizing the importance of including diverse voices in
the planning process. Several sessions also addressed the role of politics in advancing equity,
noting that while elected leaders can be valuable advocates, they often lack firsthand
experience with transportation inequities, making it difficult for them to design truly equitable
systems.

Several sessions provided updates on current equity-focused practices. In USDOT Updates
on Advancing Equity in Transportation Planning, representatives from the Federal Transit
Administration and FHWA shared updates on the USDOT’s equity initiatives. USDOT published
the Equity Action Plan, aimed at institutionalizing equity across programs with a focus on
expanding access, wealth creation, community power, proactive intervention, and planning and
capacity building. To complement this, USDOT also released Promising Practices for
Meaningful Public Involvement in Transportation Decision-Making, which centers on community
engagement strategies. Another resource, Promising Practices for Advancing Equity in

Transportation Planning, was in development to describe how state DOTs and metropolitan
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planning organizations (MPOs) are incorporating equity in transportation planning and
programming.

The FHWA Office of Planning’s Capacity Building Team, in collaboration with the USDOT
John A. Volpe National Transportation Systems Center (Volpe Center), developed five case
studies on equity in transportation planning over 2023 and 2024. These case studies included
Wilmington Area Planning Council’s Transportation Justice Initiative and approaches taken by
the North Jersey Transportation Planning Authority, New Orleans Regional Planning
Commission, Greater Madison MPO, and Washington State DOT.

In Travel Needs and Barriers, Betsy Harvey from the Boston Region MPO shared methods
for identifying and addressing disproportionate impacts on marginalized populations in the Long
Range Transportation Planning (LRTP) process. Their approach involved measuring destination
accessibility using the travel demand model for the LRTP and incorporating a potential
accessibility tool for mitigation analysis.

Many sessions explored the use of performance measures in decision-making. In Equity in
Transportation Measures and Analyses, speakers discussed how agencies use access
measures, inequality measures, and population indices to identify populations in need.
However, speakers in the Institutionalizing Equity session argued that establishing equity
standards requires both clear definitions and nuanced measurement approaches. Rather than a
one-size-fits-all approach, speakers suggested a standardized protocol that allows agencies to
adapt equity analyses to different strategic and analytical needs.

A critical question that emerged was how agencies could define and select equity-deserving
groups where Title VI or other legal guidance is absent. This issue was particularly relevant in
discussions about equity frameworks in Canada and other regions with varying legal standards.
Equity guidance remains fluid and evolving, and even at the time of the conference, uncertainty
persisted regarding the application of legal principles. In Centering Tribal Sovereignty in
Transportation Research and Practice: A Call for Action, speakers noted that Supreme
Court decisions have increasingly returned power to the states, making federal guidance less
authoritative than before. This shift can create challenges for Tribal Nations, requiring them to
dedicate additional resources to advocacy and legal navigation.

Sessions also addressed how funding allocation reflects the balance of power between
communities and agencies. In Justice40, Gwyn Kash of the Volpe Center presented research
on equity in non-motorized transportation investments. While Justice40 goals were broadly
being met, further research would help assess how equity played out across different sectors

and geographic scales. A study of Transportation Alternatives grants at the state level revealed
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substantial variation, with some states distributing as few as one and others as many as 127
projects. The percentage of funding directed to Justice40-designated disadvantaged
communities ranged from 0% to 70%, raising questions about whether these communities were
applying for and receiving grants equitably. Some possibilities included lack of awareness,
insufficient funding requests, or challenges in meeting matching fund requirements.

In Equitable Community Engagement, Jesus Barajas of the University of California, Davis,
evaluated a California state grant program designed to fund clean transportation projects in
disadvantaged communities. While the program made progress in equitable distribution of
funding and supported community-led solutions, several barriers limited its impact. Distrust in
institutions, limited organizational capacity for grant applications and management, and
inflexible funding structures prevented some communities from fully benefiting from the

program.

POPULATIONS IN NEED

Several sessions focused on issues affecting specific population groups. This section
summarizes key themes related to Tribal and Indigenous communities, people with disabilities,

rural residents, and other identity-related topics in transportation equity.
Tribal Concerns

While issues affecting Native Americans and Indigenous peoples arose in multiple sessions, the
primary discussion on Tribal concerns was in the session called Centering Tribal Sovereignty
in Transportation Equity and Research: A Call for Action. Across the session’s three
speakers, several key points and suggestions for moving forward emerged.

Speakers emphasized the importance of Indigenous populations existing despite, not
because of, Anglo settlers, and all parties advocating more strongly for Tribal sovereignty. Tribal
communities need more research and attention, as they remain underserved and
underrepresented in current data collection and evaluation practices. Existing legal structures
often obscure actions, solutions, and procedures for addressing injustices and disparities on
Indian reservations, thus underscoring how important it would be for clearer policies and
improved governance.

Ron Hall of the Upper Great Plains Transportation Institute called for more research on
transportation inequities, nothing that these disparities remain largely unknown for several

reasons:
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e Few people identify as AIAN (American Indian/Alaska Native) in the U.S. Census, with
AIAN individuals making up roughly 3% of the population.

e While there are 324 federally recognized reservations, 87% of AIAN people live outside
Tribal statistical areas and 60% reside in metro areas, making them hard to reach in
standard data collection efforts.

e The scope and nature of Tribal sovereignty have evolved. Congress has authority over
Tribal affairs, but Tribal Nations maintain sovereignty over certain areas, including the
operation of their own DOTs. Federal funding for self-determination has been
inconsistent, with some promises fulfilled and some broken.

e Indigenous data has been historically erased, and today, there remains limited capacity

to collect and maintain data on crashes, infrastructure, and transportation-related needs.

Hall's framework for transportation equity in Tribal communities involves recognizing historic
racism, systemic bias, discrimination, genocide, forced dependency, and land dispossession.

Margo Hill of Eastern Washington University addressed the complexity of Federal Indian
Law and its impact on transportation equity. She explained that Tribal communities are often
rural and geographically isolated, leading to segregation, limited access to services, and food
insecurity. Reservation boundaries have continued to shrink, and land jurisdiction is often
fragmented into a checkerboard pattern among the Bureau of Indian Affairs, Tribal Nations, and
state governments, making it difficult to determine ownership of rights-of-way and infrastructure
responsibility.

Marc Brenman, former policy advisor for Civil Rights, provided guidance for non-Native
people engaging with Native communities, emphasizing that interactions should begin with
respect, cultural sensitivity, and recognition of Tribal sovereignty. He urged individuals to
recognize Tribal data sovereignty and its importance, acknowledge Native history in the United
States, avoid generalizations when discussing Native issues, and advocate for equitable
policies and practices. Speakers stressed the importance of moving beyond settler-colonial
actions and redefining equity for Tribal populations through efforts like repatriation and
increased support for Indigenous-led initiatives.

In the session Transportation Safety in Our Communities, Sam Sinclair from the National
Highway Traffic Safety Administration (NHTSA) addressed traffic safety in Tribal communities.
Of the 574 federally recognized Tribes, about 300 are in Alaska. Data from 2017 to 2021

revealed that crashes involving Tribal members are underreported and Indigenous people die at
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significantly higher rates in crashes compared to other racial groups. Federal initiatives to

address these disparities include:

e Native language translations for traffic safety campaigns;
o The FHWA/Tribal Exchange to promote knowledge sharing;
e NHTSA/Tribal Traffic Safety Collaboration; and

e The upcoming “Guide to Increase Belt Use in Tribal Communities.”

Sinclair emphasized the importance of Tribal outreach programs and collaboration between
Tribes and external agencies to increase participation in national transportation conferences
and training programs. The Bureau of Indian Affairs provides grants to fund safety specialist
training, and Sinclair stressed the importance of full Tribal representation in transportation
decision-making and engagement efforts. Despite Tribal sovereignty allowing Tribes to establish
their own safety measures, external agencies are most effective if they provide support when
requested.

In the session Exploring HBCU and MSI Student Training and Recruitment: Unveiling
the Power of Diverse Voices in the Workplace, Ron Hall emphasized the need for more
Native American representation in the transportation workforce. At the Centering Tribal
Sovereignty session, he asked if any attendees had a Native American background—no hands
were raised, highlighting the severe underrepresentation of Native professionals in the field. A
key opportunity is to direct Native students pursuing STEM degrees toward supportive
organizations and career pathways in transportation. Strengthening recruitment, mentorship,
and education initiatives can help increase Native American participation in transportation

planning, engineering, and policymaking.
Rural Areas

Rural areas face many of the same challenges as Tribal areas, including lower incomes and
long travel distances for daily needs. In the session Equity Bridging Transportation and
Public Health, Valerie Lefler, Founder of Feonix - Mobility Rising, discussed transportation
solutions for health equity in rural areas. She emphasized the importance of transportation
assistance hubs that integrate staffing, technology, and community support to improve rural
mobility. Lefler highlighted several key strategies to enhance transportation access and
resource availability, including a central dashboard to streamline travel services, partnerships
with banks and small businesses to support transportation initiatives, and a mobility leadership

circle to encourage community involvement. These initiatives aim to reduce transportation
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barriers, improving access to essential services while addressing systemic racism and poverty

in rural communities.
Identity

A recurring theme across sessions was identity and its impact on transportation access. A key
takeaway was that one’s natural-born identity should not determine their mobility opportunities
or transportation outcomes.

In the Travel Needs and Barriers session, Eric Peterson of Mott MacDonald shared
research on auto ownership and car sharing in Seattle. He noted that race and ethnicity have
traditionally been excluded from travel forecasting models, based on the assumption that
income, household size, density, and other factors explain transportation behavior. However,
advances in travel modeling and computing power have made it increasingly clear that race and
ethnicity remain an independent factor in car ownership, even after controlling for other
variables. This challenges the long-standing argument that race and ethnicity are not relevant in
travel analysis.

Erika Shepard of MNnDOT shared research on how gender identity (men, women, and
nonbinary) influences travel behavior, using data from an MPO travel behavior inventory survey.
Findings revealed that women bear a greater share of household tasks such as cooking,
cleaning, laundry, shopping, and childcare, which impacts their travel patterns. However, among
nonbinary individuals, household responsibilities were more equally distributed between
partners. The study also identified safety concerns as a major barrier to travel for non-male
respondents. Shepard emphasized the importance of gender-inclusive language in
transportation surveys to ensure accurate and representative data collection across all gender

identities.

RIGHTS, NEEDS, AND STANDARDS

A major theme across several sessions was how public agencies and communities are pursuing
restorative justice and reparative planning to address past harms caused by highway
infrastructure. This includes the effects of highway cap construction shared by Fatemeh
Janatabadi in the Land Use, Housing, and Transportation session.

The Historical Impacts and Reparative Planning session highlighted historical harms and
the potential for restorative justice. Kate Lowe and Gwendolyn Purifoye noted that the Chicago

Transit Authority’s Red Line extension to the city border has been promised since 1969 yet has
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never been built. This failure has left the predominantly Black and low-income South Side with
inferior service and deepened inequities.

Joy Davis of Toxcel presented research on a methodology to identify communities
disproportionately affected by transportation investment decisions. Her team focused on nine
North Carolina communities and used mixed methods research to examine historical impacts.
They developed ArcGIS Story Maps and policy briefs that visualized before-and-after photos,
quotes from community engagement, and findings on transportation project effects.

Kent Arhenholtz discussed how [-94 disconnected the historically Black Rondo
neighborhood in St. Paul, leading to intergenerational wealth loss. However, he highlighted the
Reconnect Rondo organization, which is developing a land bridge to reconnect the community.
Unlike most similar projects, this effort is led by a nonprofit rather than a DOT.

In contrast to these U.S.-based examples, Matti Siemiatycki from the University of Toronto
Infrastructure Institute examined how historical transportation investments shaped Toronto.
Unlike in the United States, freeways in Canada were not built at the same scale. In Toronto,
inequity resulted not from what was built, but from what was not—underinvestment in
marginalized communities and a concentration of real estate development in the central
business district led to systemic disparities. His research characterized Toronto’s transportation

history as one of omission, delay, and displacement.
Reparative Planning and Community-Led Advocacy

The Reparative Planning and Alternatives to Highways session highlighted grassroots
efforts to prevent new highway expansions and restore communities affected by past
infrastructure projects. The Communities Over Highways Coalition, a network of 209
organizations, is advocating for a moratorium on highway expansion until climate equity and
infrastructure maintenance goals are met.

In New Orleans, Amy Stelly of the Claiborne Avenue Alliance Design Studio is leading a
community-centered plan to restore Claiborne Avenue, which was disrupted by the construction
of I-10. The plan includes studies on health effects, real estate reclamation, reconnecting
residential blocks, and restoring traditional cultural practices while preserving new ones.

Ally Smither, Chief of Staff for Texas State Senator Molly Cook, discussed the Stop TxDOT
I-45 campaign, an initiative by the Texas Freeway Fighters to stop community disruption caused
by the North Houston Highway Improvement Project, a controversial project in Houston that

disproportionately affects Black communities.



Transportation Research Circular E-C302 34

Mobility Justice and Universal Basic Mobility

Mobility justice encompasses restorative justice in transportation. One approach to mobility
justice is universal basic mobility (UBM), the topic of The Promise of Universal Basic Mobility
session.

Madeline Wander of UCLA argued that current transportation policies for people living in
poverty focus too heavily on public transit, despite research showing the economic benefits of
car ownership. This modal focus is limiting, and transportation professionals need to take a
more holistic approach to reducing poverty and inequality. She compared two models that
inform UBM:

e Universal basic income (UBI) provides money and self-determination.
e Universal basic services (UBS) ensure access to specific services, reducing market

dependence.

Under this framework, UBM would guarantee mobility and access for low-income people of
color.

Caroline Rodier of the University of California, Davis presented a UBM pilot program in Los
Angeles Metro, which tested mobility wallets through a randomized control trial with 900
participants. Results showed that mobility wallets reduced transportation insecurity, increased
access to essential destinations (especially grocery stores), and expanded ridehailing use to fill
transit gaps.

Madeline Brozen of UCLA examined how mobility wallets reduced stress for program
participants. Participants felt less anxiety about driving, were more comfortable using transit or

ridehailing options, and experienced relief from budget constraints and time pressures.
Distributive Justice in Transportation Pricing

Mobility justice also connects to distributive justice in transportation pricing. In the Real-World
Implementation session, Peter Skinner of San Mateo County Express Lanes Joint Powers
Authority described the San Mateo US-101 Express Lane community benefits program, which
aims to mitigate equity concerns related to roadway pricing. The program initially offered two
options: a $100 pre-loaded transit card (annual benefit) or a one-time $100 toll transponder

benefit.
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Before finalizing these options, an equity study and community consultation helped
determine which benefit would be most effective. After the program’s first year, the community

was re-engaged for feedback, which led to:

e Converting both benefits to annual distributions;
o Expanding the transit card benefit to $200;
e Broadening the transit card’s usability for greater flexibility; and

e Adding a digital registration method to reduce in-person registration barriers.
Environmental Justice in Transportation

While environmental justice (EJ) is widely recognized in transportation, it was addressed less
frequently in conference discussions compared to broader equity topics. Cathy LaFata and
Frank Ponciano noted that EJ often focuses on maintaining the status quo and preventing harm,
whereas equity prioritizes advancing benefits and proactively improving communities. EJ also
addresses the environmental burdens associated with transportation systems.

In the Justice40 session, Stephanie Finch of WSP examined the environmental justice
implications of truck routing. She posed a central question: What if, instead of negative signage
telling trucks where they cannot go, signs directed then where they should go? Her study in
Washington, DC, compared restricted truck routes with approved routes, revealing
environmental justice concerns. Truck restrictions are often the result of community requests,
but these requests typically come from residents with more political influences, leaving
vulnerable communities without the same level of protection. Her research showed that
implementing a “signed positive network” could reduce emissions harm by 6.5% and benefit
communities with household incomes between $50,000 and $100,000. However, the biggest
source of inequity in truck emissions exposure was the 1-295 corridor, reflecting the lasting

impacts of redlining and freeway construction in historically marginalized areas.

SAFETY AND LAW ENFORCEMENT

Equity in transportation safety was explored in four sessions and surfaced as a theme in several
others. Discussions covered overall safety concerns, issues affecting young travelers, and the

role of traffic law enforcement in safety efforts.



Transportation Research Circular E-C302 36

Safety

The Transportation Safety in Our Communities session featured four presentations on
transportation safety, equity, and community impact.

Kerri Lowrey of the University of Maryland discussed using legal data to promote
transportation equity, focusing on legal epidemiology to analyze state laws, regulations, and
policies related to driver’s licensing. Her team conducted literature reviews and a pilot project to
develop a national legal database search, identifying 95 research questions in the process.
They created a state-coded database available on the Law Atlas Network, allowing users to
export raw data and summarize reports. The project examines transportation equity programs,
permit restrictions, supervised driving hours, and the impact of delaying driver licenses until age
18. It also looks at license suspensions for non-driving offenses that disproportionately affect
minorities, particularly Black individuals, and language accessibility for people with disabilities.

Christine Baker of Arlington County and Cullen McCormick of Fehr & Peers shared findings
from Arlington, Virginia’s Vision Zero plan for 2030, which involved a one-year process of setting
goals and collaborating with the community. Their study highlighted equity indicators and crash
data, revealing a strong correlation between crash frequency and racial diversity or lower-
income communities. Initially they relied on MPOs to identify predominantly Black and
Indigenous areas with low incomes, but this approach proved ineffective. Instead, they adopted
interdepartmental goals aligned with Title VI guidance. Their analysis examined crash origins,
hotspots, ZIP codes, and injury records, and found that crashes were twice as common in equity
emphasis areas and disproportionately affected schools. Most community requests for
transportation changes came from densely populated areas, and Black residents were
increasingly overrepresented in crash data. Over the course of the year, the county incorporated
equity tools, such as speed cameras and hotspot engagement strategies, while hosting
quarterly pop-ups and events with older adults and high school students. The long-term goal
was to assess the impact of these interventions on overall safety.

Sara Zahedian of the University of Maryland addressed railroad safety and demographic
factors, with particular attention to grade crossing and rail trespassing incidents. Most research
has focused on hazmat and high-speed rail, while general rail-related crashes have been
overlooked. To address this gap, her team analyzed race and ethnicity distribution near grade
crossings by grouping crashes by frequency and found that people of color were
disproportionately affected. They developed a safety equity database and dashboard to analyze

race, ethnicity, education, age, and household income at national, state, and county levels. The
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dashboard allows users to identify specific locations and trends, while an online tool for logging
injury and trespassing events has recorded over 4,000 incidents. The study applied statistical
testing and data fusion to integrate safety data with sociodemographic information, providing
accessible metrics for decision-makers.

The session Applying a Safe Systems Approach for the Youngest Travelers featured
four speakers discussing children’s transportation safety.

Lauren Blackburn of VHB presented on the MyStreet tool, a sketch planning tool that allows
users to select avatars representing different perspectives to assess pedestrian safety
concerns. The tool enables planners to simulate how people of different ages and abilities would
respond to built environment and safety countermeasures.

Christine Watson of NHTSA examined disparities in child transportation safety, emphasizing
that motor vehicle crashes are a leading cause of death in children. Improper restraint is a major
factor, with 17% of children involved in fatal crashes in 2022 being unrestrained. Children at

higher risk include:

e Black and Hispanic children;

e Children in vehicles driven by Black and Hispanic drivers;

e Children in rural areas;

e Children in pickup trucks and vehicles with more occupants; and

e Those traveling at night.

Underserved communities face multiple challenges, including the affordability of proper car
seats, limited awareness of laws and best practices for safe child restraints, and language
barriers. Solutions include distributing free or low-cost car seats, providing information in health
care settings, and combining outreach efforts with car-seat distribution.

Kristina Metzger and Emma Sartin of the Children’s Hospital of Philadelphia examined child
passenger safety in New Jersey using a statewide database of eight administrative sources.
Their analysis of children aged 12 or younger involved in crashes between 2017 and 2019
found that areas of high social vulnerability had higher rates of inappropriate improper restraint
use. Black and Hispanic children had a higher risk of inappropriate restraint, compounded by
living in socially vulnerable communities.

Safety themes extended into other sessions. Hannah Younes of Rutgers University found
that micromobility crashes and fatalities were more common in low-income areas. Anthony
Boutros of the FHWA Office of Safety introduced the Equity in Roadway Safety webinar series,

highlighting research on traffic crash disparities. His work showed that people experiencing
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homelessness face higher exposure to road safety risks. A TxDOT project aims to reduce safety
vulnerabilities by providing temporary housing along a stretch of I-35 to people experiencing
homelessness. TXDOT and the City of Austin also developed training for their staff to better

address transportation safety concerns for unhoused populations.
Policing

Two sessions examined equity concerns related to law enforcement and transportation safety.
In the workshop Decarcerating Transportation: A Mobility Justice Framework, Haleema
Bharoocha-Jobe of the Anti Police-Terror Project highlighted the disparities in policing and
mobility enforcement, both historically and today. The presentation focused on the
disproportionate impact on Black communities, nothing that Black drivers are pulled over more
often, Black transit users receive more citations than other riders, and Black pedestrians and
cyclists are more likely to be cited for jaywalking or riding on sidewalks. These disparities may
also extend to automated traffic enforcement. Some studies show that Black and Latino
neighborhoods receive more citations from speed cameras and other photo enforcement than
White neighborhoods.

Bharoocha-Jobe proposed the 7 Ds of Mobility Justice, a framework for addressing these

inequities:

e Decriminalizing transportation;

o Divesting from incarceration and investing in decarceration;
e Developing community skills and resources;

e Deciding solutions with impacted people;

e Designing new cultural norms;

e Defending against carceral technologies; and

e Delineating guidelines for community-oriented data collection.

During the discussion, audience members offered additional perspectives. Some
emphasized the importance of protecting bus operators from physical threats, ensuring that
transit safety policies account for operator perspectives. Another participant suggested that
automated enforcement itself may not be the problem, arguing that stronger governance over
data sharing with enforcement vendors could address inequities more effectively.

In the session What’s Stopping Us? Innovative Techniques for Identifying Mobility
Barriers among Historically Marginalized People in the United States, Bangladesh, and

Kenya, Nathaniel Brown from the NHTSA Office of Behavioral Safety Research presented
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findings on the perceived legitimacy of traffic stops from the 2020 Police-Public Contact Survey.
The findings echo existing literature: men are stopped more often than women, daily drivers
face more frequent stops, and Black drivers are disproportionately stopped compared to other
racial groups and are more likely to be stopped multiple times. Overall, 85% of drivers viewed
their stops as legitimate, but perceptions varied by race: 90% of White drivers saw their stops as
legitimate but only 79% of Black drivers felt the same. Drivers were most likely to view stops for
speeding as justified, while investigatory stops were seen as least legitimate. Brown noted that
perceived legitimacy does not necessarily correlate with broader disparities in stop rates,
underscoring the importance of having nationally representative policing data to fully assess the

effects of traffic stops on driver safety and community well-being.

THE TRANSPORTATION SYSTEM

Some sessions focused on equity implications within specific transportation modes. In the
Public Transit Considerations session, speakers addressed equity challenges in public
transportation. Esta Qiu of the University of New South Wales presented research on equity-
focused transit frequency optimization. She explored the competing priorities of efficiency and
fairness in transit planning and introduced the “Equity over Time” framework, which aims to
balance equity, efficiency, and long-term financial sustainability in bus transit planning. Her
research compared single-period vs. multi-period bus frequency optimization models,
demonstrating that multi-period approaches outperform single-period models in both efficiency
and equity measures.

Kailun Liu introduced the concept of a Tradable Equity Credit market, which could serve as
a subsidy system to help organizations meet their equity goals. The research assessed equity
through a sufficiency metric, which compared transit trips to auto trips based on demand density
and evaluated the number, quality, and value of trips. A case study in Pennsylvania

demonstrated that this method improved transit equity.
Technology and Emerging Transportation

Two sessions focused on technology and emerging transportation. In Electrified Vehicle
Network—Equitable or Inequitable?, speakers examined equity concerns related to vehicle
electrification. Adrienne Heller of Cambridge Systematics provided insights from electrification
planning, covering EV (electronic vehicle) charging infrastructure, barriers to electrification, and

equity considerations. Heller outlined two main charging types:
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e Sip charging: slow, lower grid impact, lower cost; and

e Gulp charging: fast, higher grid impact, more expensive.

She emphasized that user habits and demand will determine the grid impact of EV
infrastructure. Barriers to electrification include data intensity, complex policy regulation, and
market uncertainty, making predictions difficult. Equity considerations include whether the
project benefits or burdens the community, the importance of infrastructure to support equitable
access to electric transportation, and the removal of barriers that prevent widespread
electrification.

The presentation included case studies on EV infrastructure, showcasing strategies for
effective electrification solutions tailored to community needs. The key takeaway was that there
is no universal approach, and it is important for electrification to be adapted based on local
conditions.

Fatemeh Janatabadi of George Mason University examined EV charging distribution and
equity concerns. Her nationwide study found that historically disadvantaged communities with
transit barriers tend to have fewer charging stations. She also identified a fundamental flaw in
EV infrastructure planning. Charging stations are often placed based on return on investment—
meaning that when EV technology becomes widely accessible, charging stations may still be
unevenly distributed. The takeaway was that current EV infrastructure policies do not ensure
equitable access. There is a mismatch between equity-driven policies and market-driven
developer incentives, leading to gaps for underserved communities.

The second session, Hope of Equity in Transportation Technologies, discussed
connected and autonomous vehicles (CAVs) and e-micromobility. CAV research showed the
need for outreach and engagement to ensure equitable access to self-driving technologies. Four
e-micromobility studies examined safety and equity concerns related to pedestrian and bicyclist
crashes, gender differences in helmet use, and e-scooter safety perceptions. Findings showed
crashes and fatalities were more common in low-income areas, and women cyclists felt safer
riding on sidewalks than in bike lanes, raising concerns about infrastructure design and safety

perceptions.



RESEARCH NEEDS

Research needs in transportation equity were identified from two sources at the conference.

NCHRP 20-123(19) RESEARCH ROADMAP WORKSHOP

Aaron Golub of Portland State University led a workshop for NCHRP 20-123(19): A Research

Roadmap for Institutionalizing Transportation Equity. The workshop considered research

priorities based on previous work by the AASHTO Task Force on Equity. The research needs

presented were categorized into 16 focus areas:

Public outreach and communication

Diversity in representation/leadership in decision-making
Data collection, analysis, and representation

Economic development/opportunity and restorative justice
Equity policy evaluation/assessment
Anti-displacement/anti-gentrification

Safety, design, and engineering

Accessibility/mobility

Intergovernmental coordination

Resilience, climate, and extreme weather

Procurement and contracting

Hiring, working, training, accreditation

Local environment and environmental justice

Electrification and electric vehicle support

Other highly ranked needs included:

Anti-displacement/gentrification

Data collection, analysis and representation
Safety, design and engineering

Resilience and climate impacts

Equity in historical context

Project environmental evaluation and assessment

41



Transportation Research Circular E-C302 42

SESSION-BASED RESEARCH NEEDS SUMMARY

Each conference notetaker summarized key research needs based on session discussions. The

main themes included:

e Equity in Data Collection: There is a need to improve and standardize data collection
methods to better understand travel patterns and community needs. Presenters
emphasized the integration of quantitative and qualitative approaches, including new
frameworks for capturing personal experiences and stories to inform transportation
planning.

e Defining, Measuring and Implementing Equity Goals: Several sessions called for
standardized approaches to equity evaluation. This includes developing equity-scoring
systems to track progress throughout a project’s life cycle and improving communication
of equity initiatives to stakeholders. Further research on newer initiatives like fare-free
transit and mobility wallet programs would be beneficial.

¢ Community Engagement: Studies on effective methods for inclusive decision-making,
particularly in incorporating diverse perspectives and maintaining long-term
documentation of engagement efforts would be highly useful. Research could explore
how to make engagement more accessible and respectful of community members’ time
while ensuring productive collaboration.

e Emerging Technologies: More research on the equitable implementation of CAVs in
small and mid-sized regions, as well as on micromobility safety concerns in low-income
communities would be informative.

e Environmental Justice and Sustainability: Key research areas include studying the
health effects of highway proximity, exploring sustainable alternatives to highway
expansion, and investigating EV implementation strategies. Presenters called for
developing measurable EV benefits for communities and researching battery recycling
and reuse methods.

¢ Institutional and Structural Equity Issues: Further studies on the impact of automated
enforcement on communities, the effectiveness of programs supporting DBEs, and
Justice40 initiatives would be a beneficial resource for many. Additionally, research
could explore employment opportunities and workplace accommodations for individuals

with disabilities in the transportation industry.
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Across all research priorities, there was a consistent call for cost-effective, standardized
methods that produce actionable results while maintaining high standards of equity and
community involvement. The integration of qualitative and quantitative approaches was seen as

essential for comprehensive understanding and effective policy implementation.
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