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Executive Summary

Transportation capital investment planning plays a vital role in shaping the future of transportation
infrastructure that supports communities and fosters their growth and well-being. However, current
transportation investment plans fall short on equity. Equity in transportation lacks a universal definition
and is often associated with the allocation of benefits among social groups based on their capacity to
pay and interpreted just as the study of accessibility. Equity objectives are often not specified and not
prioritized. Most equity efforts focus on facility access but overlook existing disparities among
population groups. Overall, these plans rarely involve community input. When they do, there is limited
representation of vulnerable populations and inputs seldom influence final decisions.

This study investigates how, and to what extent, equity is incorporated in transportation capital
investment planning and decision-making processes in Minnesota localities and Native Nations sharing
geography with the state. Methods used in this research include a literature review, a statewide survey
of current equity practices in transportation, and case studies of nine jurisdictions reflecting diverse
populations and practices for integrating equity in transportation planning. The research identifies best
practices to integrate equity in the transportation investment processes.

Survey Findings

Among the few responding Minnesota localities, a range of regulations, rules, and practices guide equity
in transportation investment planning. Title VI of the Civil Rights Act of 1964 and the Americans with
Disability Act (ADA) are the most mentioned by counties and cities, followed by comprehensive and
active transportation plans in cities. While there is not shared definition of equity, common elements
include referring to it in terms of access to, accessibility to, and safety of the transportation system.
Most localities generally refer broadly to all users, with few referring to specific population groups such
as underserved, overburdened, and vulnerable communities and people with disabilities. In contrast,
Native Nations associate equity with sovereignty, sacred sites, and environmental protection.

Equity is occasionally considered when setting goals (cities) or allocating funding (counties) but is more
often addressed during project design — especially for roads and pedestrian facilities. Public input is
typically gathered at the design stage, more so by cities than counties, while Native Nations tend to seek
input when prioritizing projects for funding. Cities and counties often engage business and community
organizations, and Native Nations engage businesses and Tribal historic preservation officers.

Case Study Findings

Several policies guide jurisdictions in incorporating equity in their transportation investment planning.
Some of them emerge as a response to federal funding requirements such as Title VI and the ADA, the
most mentioned policies. While these policies address equality, they do not necessarily provide for
equity. In transportation capital investment, equality-oriented laws provide uniform services to all
people regardless of status or needs, and equity-oriented laws address historical and systemic
disparities by allocating resources or services to address disparities for disadvantaged groups. Among



existing policies, the ADA comes closest to advancing equity, as its provisions address specific needs of
certain disabilities to ensure the same access. Native Nations also discussed the availability of certain
transportation funding programs to support equity in Tribal transportation planning including the Tribal
Transportation Program Safety Funds, Safe Streets and Roads for All, and Safe Routes to School.

Other policies emerge from initiatives of local governments and Native Nations and then extend to
transportation agencies. A crucial factor among these initiatives is the leadership position toward equity.
In most cases, initiatives focus more on racial inequities; a few also emphasize income inequities.
Common components across these initiatives include (i) providing diversity, equity, and inclusion staff
training; (ii) increasing contracting opportunities for local businesses, particularly Disadvantaged
Business Enterprises; (iii) engaging community members, through surveys and in-person events, to
understand their transportation needs and identify projects that address them; (iv) emphasizing multi-
modal transportation investments that support mobility for all individuals rather than just roadway
investments that support vehicle travel; and (v) understanding the history of the communities with
transportation projects.

Additional strategies for incorporating equity in transportation capital investment planning include using
project prioritization frameworks that integrate equity-based criteria and/or criteria that reflect
multimodal connectivity of the project with infrastructure condition; involving and empowering
community members in the decision-making process; and performing equity evaluations of the
processes that plan, select, and fund transportation investments.

Successful Practices in Incorporating Equity in Transportation Capital Investment Planning

The following practices should be adapted to each community’s demographic, cultural, historical, and
economic context recognizing that equity is not a one-size-fits-all approach. Effective implementation
requires committed leadership and a strong understanding of the community and how people
experience the transportation system and its barriers. These practices are emerging and continue to
evolve through incremental changes.

1. Assessing internal policies and practices for equity: Review agency policies and guidelines, decision-

making structures, public engagement procedures, and the processes for identifying, selecting, and
funding transportation investments to identify systemic biases and barriers to equitable
transportation planning. Provide equity training for staff at all levels in cultural competency and
sensitivity, and identify and raise awareness of personal and institutional biases.

2. Conducting a community assessment: Identify community resources and assets to guide equitable

transportation investment. Findings from it shape long-term transportation goals and capital
investment planning, project implementation, education and community engagement strategies,
and agencies-community relationships.

3. Identifying disadvantaged/underserved populations in past transportation decisions: Demographic

factors used in identifying these populations (such as race and ethnicity, income level, disability
status, age, vehicle access, and English proficiency) should be tailored to each community’s context
and needs.



Defining equity in transportation: A shared definition of equity is essential for building a common

understanding, guiding staff efforts, aligning stakeholders, and preventing misinterpretation or
inconsistent application of equity principles. It supports priority setting, process adaptation,
performance measurement, and accountability.

Developing equity goals and objectives: Goals provide a general direction and long-term aims,

while objectives translate them into actionable items. Objectives should follow a SMART approach
(be specific, measurable, attainable, realistic, and timely).
Determining the process to incorporate equity in capital investment planning: Achieving equitable

outcomes requires an equitable process. While each phase of the transportation capital investment
planning process should integrate equity, real-word efforts are limited by staff capacity and budget
constraints. Identified phases of the transportation capital investment process that incorporate
equity include:

e |dentification of projects: Combining a data-driven approach with community engagement to
ensure that planning aligns with community needs and priorities.

e Prioritization of projects: The process should reflect the agency’s goals and objectives, combine
data-driven and qualitative assessment, and consider factors beyond traditional measures
(community characteristics, user distribution, connectivity, and access).

e Selection of projects for funding: Directly involving and empowering community members to be
more active in transportation capital investment planning and decision-making through
community representative bodies like community advisory committees or boards that assess and
recommend projects to governing councils.

Defining metrics for equity analysis: These metrics, which serve to guide and monitor equity

efforts, are context-sensitive and reflect each jurisdiction’s demographics. Measures should be
regularly monitored and adjusted to ensure their effectiveness and responsiveness to community
needs.

Community Engagement Tool in Transportation Capital Investment Planning and Decision-Making

Building trust is critical when engaging communities in transportation capital investment processes,

especially historically marginalized and disadvantaged groups. Without a sufficient level of trust, the

engagement process draws the same participants and merely reinforces historical inequities. The tool

include two components: assessing trust levels and building relationships with community members.

Assessing the trust level of community members, especially disadvantaged/underserved communities:

Trust is one of the most critical factors in facilitating meaningful interactions between transportation

agencies and community members. When it exists, community members are more likely to participate

in meetings and share their authentic feedback and suggestions about projects. Based on the integrative

framework, three key factors should be considered when assessing community trust levels:

1.
2.

Trust is relational. Clarify “trust in whom” (e.g., in the transportation agency, civil servants).
Community members’ trust level depends on their perceived trustworthiness of agencies. Three
dimensions shape the level of trustworthiness: (a) Ability: community trust in government agencies
rests on how well the agency would get the job done. (b) Benevolence: community members’



perceived intention of transportation agencies. (c) Integrity: whether government agencies act
consistently based on a set of principles.

3. Thereis a feedback loop between engagement outcomes and perceived trustworthiness of
government agencies. It is critical to track and communicate the outcomes of engagement
processes and the trust level of community members.

Transportation agencies can do these assessments through interviews or surveys and should collect
demographic information to break down trust levels across different population subgroups.
Demographic variables to collect are determined by each jurisdiction’s definition of disadvantaged and
underserved communities.

Guidelines and strategies for building relationships with and gathering input from disadvantaged or

underserved communities: Two key principles underly these guidelines. First, officials need to go to the

community rather than wait for the community to come to them. Second, activating the trust-building
loop is key when building relationships with disadvantaged communities. Strategies include:

1. Start relationship-building from the assumption that there is an absence of trust or distrust.
Partner with community-based organizations serving disadvantaged communities. Search for
rooted organizations and offer them fair compensation.

3. Build internal consensus and trust within the public agency to ensure consistency across staff
members and over time.

4. Focus on small wins. Transportation agencies should first try small and achievable wins in the
engagement process to activate and sustain the trust-building loop. For example, community
members notice if key leaders and staff show up consistently and follow through on commitments.
It is critical to pay attention to these details to rebuild trust gradually.

5. Start with interpersonal trust building to rebuild trust with disadvantaged communities. Agency
leaders and key staff members should attend community-organized events, get to know
community members on a personal level, and consistently show up to their meetings.

6. Make it fun and embed relationship-building in existing social events. If possible, set up small
funding to support communities organizing events, without any formal goals set by the agency.

7. Conduct public meetings in disadvantaged/underserved communities, ensuring that participation is
accessible and inclusive. Where feasible, offer financial compensation to participants in recognition
of their time and efforts. Provide childcare and food and support community-owned businesses.

Special considerations with Native Nations: First, distinguish between Tribal governments, Indigenous

communities, and their applicable jurisdiction. Meaningful engagement requires becoming familiar with
the nuances surrounding Tribal government and jurisdictional boundaries. Understanding the difference
between an Indigenous community and a Tribal government clarifies the level of engagement and
resources required for a particular capital improvement project. Second, depending on the jurisdiction
and authority of the location, Minnesota mandates regular consultation from state agencies when they
conduct official business with Tribal governments. Localities, metropolitan planning organizations
(MPOs), and regional planning organizations (RPOs) may choose to adopt practices similar to state
mandates.



Chapter 1: Introduction

Transportation capital investment planning plays a vital role in shaping the infrastructure that supports
communities and fosters their growth and well-being. Transportation agencies often undertake
significant maintenance and construction projects over specific periods to advance their community
goals. While numerous studies have examined the decision-making processes related to capital
investments within specific jurisdictions, there remains a significant gap in understanding how equity
considerations are incorporated into this process more broadly. There is a pressing need for systematic
research on how equity is defined, measured, and integrated into transportation capital investment
planning and decision-making processes, as well as on the challenges and opportunities that accompany
these efforts.

This research study investigates how, and to what extent, equity is incorporated in transportation
capital investment planning and decision-making processes in Minnesota localities and Native Nations
sharing geography with the state. Findings from the research contributed to the development of a set of
successful practices for transportation agencies for integrating equity in capital investment decision-
making, a list of quantitative and qualitative equity metrics used in transportation capital investment,
and a community engagement toolkit to support and advance equity efforts in transportation
investments.

The report proceeds as follows. The second chapter reviews existing literature on equity in
transportation capital investment, including definitions, approaches, and metrics used by US localities
and Native Nations. The third chapter presents findings from a statewide survey of Minnesota localities
and Native Nations regarding their current equity practices in transportation. The fourth chapter
presents findings from nine case studies that further investigate the efforts taken to incorporate equity
considerations in their capital investment planning and decision-making, the challenges encountered,
and the strategies used to overcome them. The fifth chapter compiles a list of successful practices and
guantitative and qualitative equity metrics commonly used for integrating equity in transportation
capital investment. The last chapter introduces a community engagement toolkit designed to assess and
build trust with communities that have been historically underserved, excluded, and harmed by past
transportation investment decisions. The results of this analysis are intended to support localities and
Native Nations in improving their planning and decision-making processes and thus advance equity and
improve the quality of life for their communities.

Statement about terminology: In this study, we adopt the term Native Nations, in alignment with

guidance provided by the Native Governance Center. Using Nation emphasizes the sovereignty and
distinct governance systems of Indigenous communities, respecting and recognizing their unique status.
However, some policies, programs, or official names of specific Native Nations may include the term
Tribe. These references are retained throughout this document to reflect the original language used in
those contexts.



Chapter 2: Review of Existing Literature

Transportation capital planning is a process that envisions the future of transportation infrastructure
within a built environment of a region. The process helps identify transportation needs and funding
strategies to meet those needs.

As part of the transportation planning, transportation agencies in localities and Native Nations typically
develop short- and long-term programming documents that inform decision-making. Local
transportation agencies develop a Transportation Improvement Program (TIP) and a Long-Range
Transportation Plan (LRTP), and Native Nations develop a Tribal Transportation Improvement Program
(TTIP) and a Long-Range Tribal Transportation Plan (LRTTP). The improvement program (TIPs and TTIPs)
is the capital plan, a short-term programming document that lists at least four years of funded multi-
modal transportation projects.! TIP projects include capital and non-capital surface transportation
projects, bicycle and pedestrian facilities, and other transportation enhancements. The long-range plan
(LRTPs and LRTTPs) is a longer vision document (20-year horizon) that reflects the application of
programmatic transportation goals to project prioritization and includes financial components for
project implementation (FHWA, 2023). Long-range plans serve as the foundation for the development of
transportation improvement programs.

This section presents findings from studies examining the incorporation of equity in transportation
planning across localities and Native Nations. This document presents their respective practices in
separate subsections for two purposes. First, equity considerations differ across localities and Native
Nations. While localities refer to equity as addressing disparities of communities of concern (primarily
low-income and minority populations - typically not explicitly referring to Native populations), Native
Nations refer to it as a concept rooted in Tribal sovereignty, Indigenous cultural practice and
preservation, cooperative agreements, and issues specific to individual Nations. Second, Native Nations
have sovereign status, distinguishing them from other ethnic minorities. Native Nations have been
historically discriminated against and despite all the equity conversation being around communities in
positions of disadvantage, Native Nations are not explicitly mentioned either in the literature or in the
methodology’s localities use for incorporating equity in their capital investment planning.

2.1 Equity in Transportation Capital Investment Planning
across Localities

Existing studies have explored the inclusion of equity in transportation capital investment planning
throughout different process stages. Some studies look early into the planning process and have
analyzed equity goals and objectives that guide the different ways equity is approached in the planning
process. Other studies analyzed equity lenses of the processes of project identification, prioritization,

1 The TIP is federally mandated for all Metropolitan Planning Organizations (MPOs) in the US (49 USC § 5303).



and decision-making. Lastly, some studies have analyzed the stakeholders involved during the planning
and decision-making processes.

Overall, equity lacks a universal definition. Throughout the literature, authors approach equity in
transportation through various concepts, mostly related to vertical and horizontal equity (Bruzzone et
al., 2023). Vertical equity is defined as social equity analyzing the allocation of benefits among social
groups based on their capacity to pay, while horizontal equity is defined as spatial equity analyzing the
distribution of benefits among geographical regions. Most transportation agencies are focused on
vertical equity and often interpret it as the study of accessibility and cohesion, which affects how equity
goals are included in the planning process.

The transportation plans generally fall short in the integration of equity. Manaugh et al., (2015) analyzed
equity considerations in transportation plans in North America and found that equity objectives are
often not clearly specified. In addition, when equity goals exist, these are not prioritized; environmental
sustainability or congestion reduction goals receive higher priority than equity goals. Furthermore,
appropriate equity measures are lacking. Most equity efforts focus on the distribution of outcomes,
particularly on access to facilities, but ignore the disparities that exist between population groups (or
the underlying circumstances that lead to access, such as car availability) (Bills et al., 2012; Golub &
Martens, 2014; Karner et al., 2020; Lee et al., 2017; Litman, 2002; Martens et al., 2012).

Transportation agencies additionally use a variety of management systems and optimization methods
for the identification and prioritization of transportation projects in these plans, which generally do not
consider equity as part of the assessment. For instance, localities identify and prioritize roadway and
bridge construction and maintenance projects based on pavement management systems, which take
into consideration roadway conditions and traffic volumes, among others (Ahmed et al., 2017; Putman
et al., 2016; Saha, 2023; Saha & Ksaibati, 2016; Shah et al., 2014; Torres-Machi et al., 2014). In
Minnesota, for example, localities consider infrastructure condition ratings, safety needs, infrastructure
age, infrastructure usage, and maintenance history when selecting roadway and bridge maintenance
and construction projects to a large extent (Fonseca et al., 2002). Few localities considered geographic
equity as an option, and to a lesser degree.

Even when these management systems are only a part of the decision-making process, equity is difficult
to assess. Many transportation agencies use cost-benefit analysis (CBA) as a method to evaluate
transportation projects. However, this approach focuses on the effects of a given project on the
aggregate level of welfare and does not account for the effects on the levels of welfare of certain groups
or areas (Di Ciommo & Shiftan, 2017). In addition, not all impacts can be monetized - especially socio-
economic impacts? and may be ignored.

2 Such as community cohesion, pedestrian safety, the ability to reach individuals or destinations, and the
relocation of housing (Forkenbrock et al., 2001).



Lastly, scholars have explored the stakeholders involved in the planning and decision-making process in
terms of representation and participation. On the one hand, government boards may not have an
equitable representation of vulnerable populations. In many cases, population representation is
correlated with racial and ethnic composition, which is only one dimension of public participation and
representation (Luna, 2015; Sanchez, 2008). On the other hand, adopting capital budgeting documents
does not always involve community input. Although transportation planning solicits public involvement,
it is often pro forma, and findings are not likely to affect final decisions (Karner et al., 2020). According
to Mathur (2019), capital improvement plans occur in a time-constrained setting with insufficient time
for community engagement -typically with one or two opportunities for the public to comment on
projects- and, therefore, receive minimal input from the community.

Even when public participation processes exist, marginalized groups may not be engaged. Older, male,
longtime residents and homeowners are significantly more likely to be engaged in the public
participation process (Einstein et al., 2019). Engaging marginalized groups in the transportation planning
process is crucial to identifying community transportation needs and delivering transportation
investments that positively impact them (Brown, 2022). Strategies to effectively engage marginalized
groups take many forms, such as partnering with community-based organizations and using digital tools
-surveys, interactive tools, and virtual meetings. In addition, there should be a continuous dialogue
among agencies and communities before project plans are solidified.

2.1.1 Incorporation of Equity in Transportation Capital Investment
Planning in Metropolitan Planning Organizations

Scholars have particularly examined how equity is incorporated into transportation planning processes
across localities. Most current studies examine investment processes across numerous and typically
larger local transportation agencies. Metropolitan Planning Organizations (MPOs) are referenced in
studies, as in Williams et al. (2019) and Krapp et al. (2021), because regulations such as Title VI of the
Civil Rights Act of 1964 and the Environmental Justice (EJ) executive order require them to conduct
equity-based analyses on LRTPs and TIPs to demonstrate that transportation projects do not
discriminate against people of color, low-income people, and other protected groups.

Williams et al. (2019) analyzed project prioritization approaches relevant to equity across 19 MPOs
(mostly from Florida). The authors reviewed long-range transportation plans (LRTPs), transportation
improvement programs (TIPs), equity analysis reports, and public involvement plans among others, and
identified seven practices in equity-based project prioritization: (1) defining, profiling, and mapping
communities of concern (COCs); (2) involving COCs in project prioritization processes to ensure that
their needs are appropriately understood and addressed; (3) performing a qualitative assessment of
individual projects; (4) performing a quantitative assessment of individual projects - using scoring and
weighting; (5) using equity performance and targets for project prioritization; (6) assess equity
evaluation measures through modeling, GIS, or scenario evaluations; and (7) performing an equity
assessment of the distribution of total investments to evaluate all investments in the transportation
system.



The authors pointed out several variables considered in identifying COCs and three approaches to
identify disadvantaged areas (Williams et al., 2019). MPOs considered low-income and minority
populations, elderly and disabled populations, Limited English Proficiency (LEP) populations, zero-vehicle
households, female-headed households, single-parent households, and rent-burdened households as
communities of concern. The three main approaches to identify disadvantaged areas or areas with
higher proportions of COCs include (i) the population-weighted approach (weighted mean of a
demographic variable in an area), (ii) the community-based approach (COCs identify their locations in
the planning region), and the most commonly used, (iii) the threshold-based approach (regional
thresholds based on available data3).

In terms of involving COCs in project prioritization processes, Williams et al. (2019) found that all MPOs
perform some level of public involvement in project prioritization. However, few MPOs specifically
target COCs as part of the process. MPOs use several strategies to connect with COCs, including inviting
representatives of COCs to prioritization meetings and conducting focus groups and open houses with
materials translated into several languages. MPOs also work with community-based organizations and,
in some cases, provide them with funding to hold engagement activities and workshops targeted to
COCs.

Williams et al. (2019)’s work led the Center for Transportation, Equity, Decisions and Dollars (CTEED) to
develop a transportation equity toolkit for MPOs, transportation agencies, and communities (Williams et
al., 2021). This tool aims to help address the inequities in the transportation system for underserved
communities. The authors identified key criteria to use in evaluating and ranking transportation projects
based on their contributions to addressing the transportation needs of disadvantaged populations (e.g.,
safety and emergency evacuation, mobility, affordability, health and environment, burdens, and access
to opportunity - employment, education, and community services), and developed a screening tool and
scoring system.

Krapp et al. (2021) explored the Transportation Improvement Programs of the MPOs that serve the 40
largest US urbanized areas. The authors found that 30 MPOs had a prioritization process for some
funding sources, and 24 of them included equity-related criteria in their methodologies. The equity-
related criteria were categorized into six types (see Table 2.1).

3 Thresholds based on rates, standard deviations, z-scores, percentages, ratios, or densities. Available data
such census tract data, American Community Survey (ACS) data, and Traffic Analysis Zone (TAZ) data.



Table 2.1 Categorization of Metropolitan Planning Organization equity criteria

Type

Description

Points Awarded

Limitations

Location burdens-
based (2)

Considers location of a
project within COCs as
detrimental

Points awarded if project is not
located in these areas or if they
integrate measures to mitigate
harm

Assumes that burdens are
intrinsic features of
transportation projects

Location benefit-
based (16)

Considers location of a
project within COCs as
beneficial

Points awarded if project is
located in (or adjacent to) these
areas, some scale scoring
according to concentration of
coc

Confers access to benefits
due to more/improved
transportation. However,
geographic access does not
necessarily reflect the ability
to use it.

Impacts-based
(10)

Assess potential benefits
and burdens of a project
on COCs

Awards more points to projects
with positive effects

Might subtract points from
projects with negative effects

Some require project sponsor
to provide an assessment
with increases subjectivity

Access to
destinations-
Based (5)

Considers accessibility
improvements to COCs

Awards more points to projects
that provide greater increase in
access to key destinations

Some have unclear guidelines
of how access is calculated

User-based (3)

Consider who will use the
proposed project

Awards more points when more

people from COCs use the facility

Requires sophisticated tools
(travel demand models) that
are costly. Models can be
imprecise and limited by
assumptions

Community-
engagement
based (2)

Considers how project
sponsors involved COCs
before/during a project’s
development

Awards more points to projects
that show stronger community
participation efforts

Information provided by
project sponsors might not
accurately reflect COCs
involvement and
perspectives.

Note: Numbers in parentheses in the first column reflect the number of MPOs using each type of criteria. COCs:
communities of concern. Source: (Krapp et al., 2021).

Overall, the authors found that most of these MPOs used a simple definition of equity that only verified

the proximity of transportation investments to locations where communities of concern were

concentrated (Krapp et al., 2021). In addition, the criteria currently used do not consider benefits,

burdens, and engagement simultaneously, which limits a holistic assessment of projects. Regarding

populations identified as communities of concern, most MPOs include only low-income people and

people of color. At the same time, some also include other groups such as people with disabilities and

older adults. However, these are mostly identified in a dichotomous way, based on whether a




neighborhood had high concentrations of the target populations which limits the understanding of
project effects on different population groups.

Karner (2016) analyzed equity analysis practices in eight MPOs in California’s San Joaquin Valley
representing small and rural regions. The author focused on these agencies as they do not possess the
staff or financial resources to implement more advanced models, methods, or data. Findings revealed
that three of the analyzed MPOs have explicitly defined environmental justice (EJ) communities and
some established thresholds for EJ communities that do not fit the characteristics of the community. In
addition, MPOs use qualitative map-based assessments and proximity-based metrics to measure
benefits, but these may be misleading (e.g., people traveling within a zone do not necessarily reflect the
demographics of a zone). Other approaches and metrics could be used instead to measure benefits such
as origin-destination tables disaggregated by income and automobile ownership. Lastly, the study
highlights the need to consider equity across multiple dimensions instead of using a single low-income
category and developing approaches that illuminate disparities between automobile and transit
performance.

2.1.2 Other Efforts to Incorporate Equity in Capital Investment
Planning

Localities are expanding their efforts to promote equity in their locality-wide investments, beyond
transportation planning. A case in point is Baltimore City, which employed an equity-focused approach
to analyze its Capital Improvement Plan (CIP) (The Baltimore Neighborhood Indicators Alliance, 2019).
The analysis included several improvement projects in the city* in the 2014 to 2020 period and
considered four overarching areas of equity, including structural (considers historic advantages and
disadvantages), procedural (considers plan year), distributional (fairness in terms of race and income),
and transgenerational equity (fairness for future generations).

The results of the equity analysis in Baltimore City suggest advancement in equitable allocations as well
as the inclusion of other metrics into the decision-making to advance equitable CIP allocations. In terms
of structural equity, the greatest increases in per capita CIP allocation occurred within communities with
between 4 and 14.9 percent vacant buildings. Regarding procedural equity, neighborhoods with plans
adopted more recently than 2015 had a higher per capita allocation than those with plans adopted
before 2015. In terms of distributional equity, CIP allocation progressed towards a more equal
distribution over time, with a more equal spending level between areas with the highest and lowest
rates of the African American population,® however middle-income neighborhoods had more than
double the allocation occurring in the lowest median income neighborhoods. Lastly, in terms of

4 Projects included bridges, major road reconstructions (excluding resurfacing), parks, recreation centers,
playgrounds, athletic fields, pumping stations, reservoir improvements, municipal building (fire stations,
police stations, city office buildings, libraries, etc.), cultural organizations receiving City General Obligation
bonds, the City’s landfill and solid waste transfer stations, among others.

5 This allocation, however, does not overcome years of unequal investments.



transgenerational equity, per capita CIP allocations have been greatest in communities with the lowest
percentage of children under five.

2.2 Equity in Transportation Capital Investment Planning
across Native Nations

For Native Nations, equity is a concept intertwined with Tribal sovereignty, Indigenous cultural practices
and preservation, cooperative agreements, and issues specific to individual Nations. First, concepts of
Indigenous sovereignty emphasize it as a legal concept and an intellectual construct that empowers
Indigenous identities and ideas outside of the Western nation-state (Laluk et al., 2022). Second,
Indigenous cultural preservation strives to preserve each Nation’s way of life while planning for future
transportation infrastructure. This includes identifying and protecting the places of religious and cultural
significance to Native Nations. Third, coordination and collaboration are highlighted with tribal staff
from other departments, Tribal Council, and community members as well as in building and maintaining
intergovernmental collaboration with federal, state, regional, and local units of government.

Tribal equity is also identified in issues that are specific to individual Nations. Although transportation
planning goals and priorities differ across Nations, these reflect the values and principles that are central
to supporting Tribal quality of life. Some of the common transportation priorities identified in the
literature are related to safety, cultural heritage, public health, and economic development (USDOT
Volpe Center, 2021).

Tribal equity is demonstrated in several aspects of the transportation planning process. Nations exercise
their sovereignty and self-governance by adopting resolutions, codes, ordinances, and statutes to guide
and manage construction on Reservation lands. Building permits, environmental protection codes, and
funding priorities are areas that Nations use to shape their CIP. One example is the establishment of
Tribal Employees Rights Ordinances (TERO), which promote the fair employment of Native Americans on
or near the Reservation and facilitate the development of a skilled workforce (NCAI, 2013). Six out of the
11 Native Nations sharing geography with Minnesota, including the Mille Lacs Band of Ojibwe, have
designated Tribal Employment Rights Offices to ensure equitable opportunities for employment and
contracting with businesses in each Nation (Mille Lacs Band of Ojibwe Statutes - Chapter 4, Title 15;
MnDOT, 2023c).

The Sault Ste. Marie Tribe of Chippewa and the Mille Lacs Band of Ojibwe illustrate the inclusion of
Native equity in the transportation planning process. According to the USDOT Volpe Center (2021), the
Sault Ste. Marie Tribe of Chippewa developed its LRTP which aligned with the Nation’s Strategic Master
plan and Tribal codes and ordinances. The Nation published a Long-Range Transportation and Capital
Improvement Plan in 2018 that covers current and future social, safety, health, economic development,
tourism, and employment needs (Hoffman & Sawyers, 2018). The Nation has adopted several strategies
to meet these needs focusing on the equitable distribution of resources. First, the nation’s
transportation department collaborated with the Environmental Department to provide on-site ArcGIS
training. In addition, the department entered into a cooperative agreement with the Eastern U.P.



Regional Planning & Development (EUPRPD) to create a Tribal GIS System that includes Tribal Lands and
Trust Parcels for the use of Tribal departments and programs.

Second, the Nation developed priorities and a scoring system to prioritize their transportation needs.
The Nation’s priorities are generated from the Nation’s membership and leadership, and later shared
with external stakeholders including BIA, Michigan DOT, contract engineers, and local officials as
necessary (Hoffman & Sawyers, 2018). Each project considered for funding is analyzed in terms of
safety, community benefits, alternative transportation, and cooperative agreements (rated on a scale
from 1 to 6). The prioritization happens in three steps of the process: (1) Project Identification, (2)
Project Screening, and (3) Project Evaluation and Technical Review. The Tribe also utilized a Pavement
Surface Evaluation and Rating (PASER) system and Roadsoft condition rating system.

Third, the Nation’s Transportation Department facilitated extensive public involvement processes to
ensure citizens were provided the opportunity to guide the development. After the Plan was presented,
it was disseminated to the public for their comments via (i) an official Public Notice advertised in the
Win Awenen Nisitotung - the tribal newspaper, (ii) tribal email, and (iii) printed copies distributed
throughout the tribal seven-county service area and made available at each tribal Health and Human
Services Facility or Community Centers. The Plan was available to the community for three weeks.

The Mille Lacs Band of Ojibwe has also developed strategies to ensure that Native equity is embedded in
their and other agencies’ transportation plans. For instance, this Nation has established a Planning
Department that works with local, state, and federal jurisdictions to advocate for the Nation’s interests
(Mille Lacs Band of Ojibwe, 2023). The establishment of this Department advances equity in
transportation investment as it positions the Nation to exert project management oversight of a diverse
range of government-funded projects, coupled with representation on various boards,® which ensures
that the specific transportation needs of the community are addressed and that their Indigenous
knowledge, culture, and practices are considered. The Nation’s Planning Department identifies
transportation projects important to the Nation and communicates those interests to other
transportation agencies through regional and state boards.

The Mille Lacs Band of Ojibwe also preserves and protects its cultural interests. They conduct cultural
surveys by Tribal statute to identify and protect historical, archeological, spiritual or religious assets that
belong to their Nation (Mille Lacs Band of Ojibwe Statutes - Chapter 1, Subchapter 6, Title 10). These
surveys influence capital investment planning as they identify sacred sites, burial grounds, and other
culturally sensitive areas that preclude and supersede development or adjust development planning
altogether. The data collected by these surveys is considered private and it is protected by Tribal law

6 Planning Department members represent the Nation in boards that include: MnDOT District |
Transportation Advisory Board, Lake Mille Lacs Scenic Byway Committee, East Central Regional Development
Commission Board, MnDOT Pedestrian and Bicyclist Taskforce, Advocacy Council for Tribal Transportation,
and MnDOT Transportation Alternative Program Scoring Committee, among others.



and the Native American Graves Protection and Repatriation Act (NAGPRA’). In addition, Tribal Historic
Preservation Officers (THPOs)® or similar officials attend CIP meetings to mitigate cultural concerns that
may impact Tribal equity.

2.2.1 Consultation and Tribal Capital Investment Planning

In the planning of transportation investments, it is crucial for federal, state, regional, and local units of
government to consult with Native Nations. Tribal consultation may vary across government units but
generally operates with a shared goal of collaborating with Native governments in the transportation
planning process. Tribal consultation requires an understanding of the highly specialized legal
relationship between Native Nations and the US Government,® including legislation and administrative
requirements (e.g., memorandums of understanding -MOU to enhance roadway improvements).

At the federal level, the FHWA's Tribal Transportation Planning Module on Tribal Consultation highlights
the importance of federally mandated consultation with Native Nations regarding actions affecting
Native lands ensuring that they participate in planning and decision-making. The module explains early
notification and structured consultation processes to be essential due to the historical complexities
between Native Nations and the US Government. In addition, successful government-to-government
relationships depend on effectively addressing communication, coordination, and cooperation
throughout the project timeline. Communication involves information sharing, coordination includes
organizing tasks, and cooperation entails collaborative planning and project delivery agreements
(USDOT, 2017).

Examples of Tribal consultation in the statewide transportation planning process also exist. In New
Mexico, Native Nations are encouraged to identify Tribal roads to include in the state’s inventory and
funding processes. In South Dakota, the focus is on Tribal projects and deeper community engagement.
Lastly, in Wisconsin, the transportation leaders from the DOT and Native Nations discuss transportation
priorities and develop a matrix of transportation improvements based on Tribal priorities (USDOT Volpe
Center, 2021).

7 The Native American Graves Protection and Repatriation Act (NAGPRA) was passed in 1990, “to redress the
dark history of genocide and appropriation... As of 1990, federal agencies and museums across the country
house[d] extensive collections of Native American ancestral human remains, funerary objects, sacred objects,
and objects of cultural patrimony... NAGPRA is specifically intended to protect the human rights of Native
Peoples through a statutory process of repatriation for items” (Laluk et al., 2022).

8 THPOs ensures compliance with Section 106 of the National Historic Preservation Act. THPOs enable Tribes
to shape federal and state policies in ways that are more sensitive to Indigenous ethics, values, and methods
of protecting and preserving cultural heritage (Laluk et al., 2022). THPOs engage governments, agencies, and
businesses to ensure that NAGPRA is enforced and to ensure that the views of a Native Nation are
represented in areas of cultural heritage.

° For instance the United States Government (federal) has consistently recognized this specialization through
executive orders and regulations (Bush, 2000, 2004; Clinton, 1994; National Archives, 2004, 2023).
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In Minnesota, the law requires direct government-to-government consultation with specific Nations if a
policy or action taken by a state Department affects them so that the specific needs of a Nation are
considered.'® Minnesota Statute 10.65 defines the consultation process as the direct and interactive
involvement of the Minnesota Tribal governments in the development of policy on matters that have
Tribal implications (Minn. Stat. § 10.65). According to the statute, consultation is the proactive,
affirmative process of identifying and seeking input from appropriate Tribal governments and
considering their interest as a necessary and integral part of the decision-making process. The burden to
initiate a consultation is on the affected Department.

At the department level, the Minnesota Department of Transportation (MnDOT) “requires the principles
of the Minnesota Tribal Nations policy to be considered at all phases of planning and project
development in the establishment, development, operation, and maintenance of a comprehensive,
integrated, and connected multimodal transportation system.” This entails a consultation process
between MnDOT and Tribal Nations that requires the recognition of Tribal sovereignty, appointing Tribal
liaisons,! and regularly engaging with Tribal governments (Minn. Stat. § 10.65; Dayton, 2013; Walz,
2019).

MnDOT, through its Office of Tribal Affairs (OTA), is committed to work with Native Nations. This joint
work is based on consultation, collaboration, and coordination (MnDOT, 2023b). In line with the
International Association for Public Participation (IAP2) spectrum of engagement, consultation is
government-to-government communication about a proposed or contemplated decision to secure
meaningful tribal input and involvement in the decision-making process, and advise the tribe of the final
decision and provide an explanation. Collaboration refers to all parties involved in carrying out planning
and project development working together to achieve common goals or objectives. Lastly, coordination
refers to each party sharing and comparing transportation plans, programs, projects, and schedules with
related plans, programs, projects, and schedules of the other parties; and adjusting their schedules to
optimize the efficient and consistent delivery of transportation projects and services. These three must
happen in a timely manner (IAP2, 2018).

The OTA has developed programs that demonstrate how consultation, collaboration, and coordination
work in practice. For instance, Tribal governments and MnDOT created the Dakota and Ojibwe Language
Signing Program to provide dual language displays for English and Ojibwe or Dakota on roads and
highways that traverse Native lands (MnDOT, 2023a). Historically, Native languages and religions were
outlawed in the United States through the process of assimilation (Deloria, 2020) and with the American
Indian Religious Freedom Act (AIRFA) (1978) Indigenous peoples could practice their beliefs without

10 Additionally, coordination with the Minnesota Indian Affairs Council or the Minnesota Chippewa Tribe is
encouraged. This, however, does not satisfy individual consultation.

1 The MnDOT tribal liaison facilitates meetings, negotiates intergovernmental agreements and helps
reconcile differences between MnDOT and Tribal Governments. The MnDOT tribal liaison also works to
coordinate with all MnDOT regions and other agency tribal liaisons to ensure constant and effective
communication with the tribes in Minnesota (MnDOT, 2023b).
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government interference. These programs enhance the practice and preservation of Indigenous culture
by contributing to the language revitalization efforts of Native Nations and informing all people of the
historic pre-settlement names of geographic features on Native Nations.

The naming of these sites holds significant value and representation. As reflected by (Deloria, 2023),
“American Indians hold their lands—places—as having the highest possible meaning, and all their
statements are made with this reference point in mind”. Furthermore, American Indian religious
traditions are “taken directly from the world around them, from their relationships with other forms of
life.” The fact that these sites are being named Indigenously brings equity full circle due to the initial
renaming of these sites through colonization. Therefore, equity in this context is represented in the
name, location, and recirculation of the entire process.

Figure 2.1 presents an example of a sign in White Earth Nation. Signs are displayed with the Native name
on top and the English name below it while meeting signage requirements. The Native word may not
translate to the English word directly and it may carry its own meaning, history, and morphology. In the
example provided, Gaajikajiwe Gamaag in the Ojibwe language more closely translates to “lake enclosed
by steep bluff banks.”
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Figure 2.1 Example of a sign in Ojibwe Language on White Earth Nation

Some examples of Tribal consultation in the transportation planning process of MPOs and localities exist
at the local level (USDOT Volpe Center, 2021). In Washington state, for instance, the Nisqually Tribe and
the Confederated Tribes of the Chehalis Reservation participate as members of the Thurston Regional
Planning Council (TRPC). TRPC collects demographic data on behalf of members to inform development
and ensures all products (e.g., reports, maps, etc.) display the Reservations. In addition, TRPC pools
funds that are allocated to smaller Nations so that they do not have to compete with larger Nations.
Tribal involvement in regional transportation planning has contributed to developing several
transportation projects focused on Native priorities. Similarly, in Colorado, the Southern Ute Indian

12



Tribe Tribal Council, the town of Ignacio, La Plata County, and the Colorado DOT entered into a
collaborative agreement to develop the Ignacio Area corridor Access Plan, including strategies to
support freight mobility and pedestrian safety.

In addition to the involvement of federal, state, and local agencies in the consultation process, Native
Nations have taken proactive measures to engage with these governments and thus ensure relevance of
transportation projects to their citizens. For instance, The Affiliated Tribes of Northwest Indians (ATNI)
provide an example of active engagement with the Federal government, as they have consistently
advocated for their tribal transportation requirements and concerns within federal legislation, which
influenced the transportation advancement (Winchell & Rolland, 2009). This engagement has resulted in
the identification of transportation priorities through community survey!? for adequate BIA funding.
These priorities for road maintenance in the Great Plain, Rocky Mountain, and Northwest Regions,
specifically include critical areas such as snow and ice control, interior pavement sealing, pavement
maintenance, gravel maintenance, and remedial work on improved earth roads (Assessing the
Transportation Needs of Tribes, Federal Land Management Agencies, and U.S. Territories, 2020).

Even though these former examples show progress, meaningful engagement of Native Nations in
regional transportation planning continues to be underscored. Factors that are crucial for a meaningful
engagement include involving Native Nations from the beginning, demonstrating respect for each
Nation’s sovereignty, understanding cultural differences, and developing collaborative approaches (KFH
Group, Inc., 2022; NCAI, 2013; WITPAC, 2015).3 Additionally, it is crucial to engage each Native Nation
independently since their goals, aspirations, and needs vary.

Lastly, it is important to understand that Tribal transportation planning does not stop at the reservation
boundary, and it is essential to plan with this broader perspective in mind. Most Native Nations have
members living off-Reservation and the number of Native-owned facilities off-Reservation lands is
increasing.'* Therefore, transportation planning requires a multi-jurisdictional approach, for which
consultation, collaboration, and coordination between regional and local transportation units and
Native Nations are crucial. A factor that could facilitate this multi-jurisdictional approach is engaging

12 B|A-approved Road Maintenance Survey generated by the Oglala Sioux Tribe and the Great Plains Region in
the Tribal-Interior Budget Council (Assessing the Transportation Needs of Tribes, Federal Land Management
Agencies, and U.S. Territories, 2020).

13 In Minnesota, the OTA issued the “Indian Country Guidance, Guidance for MnDOT’s work in Indian
Country” that details the consultation process (Office of Tribal Affairs, 2020).

14 These Native-owned facilities serve Natives and non-Natives peoples by providing services such as
homeless prevention, harm reduction, and cultural and spiritual services. Some examples in Minnesota
include The Red Lake Band of Chippewa that operates a Red Lake Embassy and recently built a living facility in
Minneapolis; the Mille Lacs Band of Ojibwe that acquired the Intercontinental St. Paul-Riverfront hotel in St.
Paul in 2015 (St. Anthony, 2015); and the White Earth Nation that operates an urban facility in Minneapolis.
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Native Nations leaders and Local Indian Councils (LICs).?® Active engagement of Native Nations in the
transportation planning process contributes to providing transportation options to Native community
members off-Reservation and that these needs are actively considered when projects are funded or
prioritized.

2.3 Influence of Justice 40 Initiative for Equity in Capital
Investment Planning

The Justice 40 (J40) initiative is an emerging framework that can assist state Departments of
Transportation (DOTs) and MPOs to embed equity in their capital investment planning. Through this
initiative, the Federal Government has set a target to ensure that 40 percent of the total advantages
from specific Federal investments are directed toward marginalized, underserved, and pollution-
affected communities (The White House, 2022). In terms of transportation, the United States
Department of Transportation (USDOT), views J40 as an opportunity to tackle historic disparities in
transportation infrastructure and public services. USDOT’s main goals through this initiative are to
enhance access to resources and quality of life in communities in every state and territory in the
country, while also connecting Americans to good-paying jobs and addressing climate change, and there
is a focus on increasing affordable transportation options (USDOT, 2023c). J40 shifts the priority from
environmental sustainability or congestion reduction (as identified in the literature) to equity and uses
previous measures as a means to achieve the ultimate goal of equity.

The USDOT equips state DOTs and MPOs with tools and funding through J40 and Equitable
Transportation Community (ETC) Explorer'® to choose projects that address transportation needs,
promote equity, and engage communities meaningfully. J40 supports these entities in identifying and
prioritizing projects for communities facing transportation inequalities, including rural, suburban, tribal,
and urban areas lacking affordable, reliable, and safe transportation access (USDOT, 2023e). The ETC
Explorer is a dynamic tool that helps communities nationwide understand how transportation
investments can address or alleviate their unique burdens. The tool uses 2020 Census Tracts and data to
assess the collective impact that communities endure due to insufficient investment in transportation,
focusing on five components as defined in Table 2.2 (USDOT, 2023b).

15 Native Nations may encourage entities working with Community Impact Plans located near a Native
community to engage in consultation with them and these councils. For example, the Leech Lake Band of
Ojibwe has Local Indian Councils (LICs) in each of the Nation’s communities and one in the Twin Cities.

16 This tools contributes to the enhancement of the Council on Environmental Quality (CEQ)'s Climate &
Economic Justice Screening Tool (CEJST) as it ensures that the advantages derived from the DOT's
investments are effectively addressing the transportation-related sources of inequality.
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Table 2.2 Transportation Community Explorer components

Component

Description

Transportation

Definition: It happens when people cannot regularly, reliably, and safely access essential

Insecurity destinations in their daily lives.
Metrics: Transportation access, cost burden, and safety.
Impacts: Research suggests it is a key contributor to ongoing poverty.
Climate and Definition: Potential adverse impacts on the transportation system due to factors like sea
Disaster Risk level rise, precipitation changes, extreme weather, and heat.
Burden Metrics: Sea level rise, precipitation changes, extreme weather events, and heat levels, all

impacting transportation and accessibility. Anticipated changes in extreme weather relate
to event frequency and severity. Annualized disaster losses quantify the financial aspect,
and impervious surfaces.

Impacts: Affects the transportation system performance, difficult access to critical
destinations (e.g., homes, schools, stores, and medical appointments), financial losses, and
other adverse consequences such as heat islands, compromised air quality, and heightened
health risks, especially in communities already grappling with environmental challenges.

Environmental
Burden

Definitions: Evaluates factors like pollution, hazardous facility exposure, water pollution,
and the built environment, which can lead to adverse consequences such as health
disparities and economic hardship.

Metrics: Ozone levels, PM2.5 levels, diesel particulate matter levels, air toxics cancer risk,
proximity to hazardous sites and toxic release sites, and the presence of pre-1980 housing,
among others.

Impacts: Communities with higher scores experience greater environmental burdens,
including elevated air pollution, noise pollution, and potential exposure to toxic
substances, which can have significant health and quality of life implications. Additionally,
issues like proximity to high-volume roads, railways, airports, ports, and impaired surface
water further contribute to the overall environmental burden.

Health
Vulnerability

Definition: This category aims to gauge the health risks and vulnerabilities that
communities face due to their environmental and lifestyle conditions.

Metrics: Higher asthma prevalence, cancer prevalence, high blood pressure prevalence,
diabetes prevalence, and low mental health prevalence in communities with elevated
scores. These health issues are associated with factors such as exposure to pollutants like
PM2.5, ozone, and diesel particulate matter, as well as long-term exposure to pollution, a
lack of active transportation options, and the potential negative impact of pollution on
mental well-being.

Impacts: Increased occurrence of health conditions linked to exposure to air, noise, and
water pollution, as well as lifestyle factors like limited walkability, car dependency, and
long commute times.

Social
Vulnerability

Definition: Encompasses a range of socioeconomic factors significantly affecting quality of
life, and their access to opportunities and resources including poverty, education,
employment, housing, and access to essential services.

Metrics: income levels, education, employment, housing stability, health insurance
coverage, internet access, income inequality, and the demographics of the population,
such as age, disability, and language proficiency.
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Component

Description

Impacts: Reduced quality of life and limited access to opportunities that lead to inequality.

Source: (USDOT, 2023b).

USDOT's flexible non-federal matching for Justice40-covered programs in Native Nations

The USDOT provides Native Nations with flexibility in terms of non-federal matching requirements for
specific programs falling under the umbrella of the Justice40 initiative. Through this framework, Native
Nations may have an opportunity to obtain additional funding if they capitalize in the consultation
processes with state DOTs and MPOs (USDOT, 2023d).
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Chapter 3: Survey of Minnesota Localities and
Native Nations

3.1 Survey Methodology

The research team designed survey questionnaires to identify localities and Native Nations currently
including equity considerations in their capital investment decision-making and gather information
about how they are including it. The research team developed two questionnaires, one distributed
across localities, MPOs, and regional planning organizations (RPOs) in Minnesota (see survey
guestionnaire in Appendix A), and another distributed to the 11 Native Nations that share geography
with Minnesota (see survey questionnaire in Appendix B).

The survey questionnaires included several questions to capture which regulations and policies enable
the incorporation of equity considerations in transportation investment planning, how equity is defined,
and how equity considerations are included at different stages of the planning process (setting goals and
objectives, project identification, project prioritization, project selection, project funding allocation, and
project design) and the transportation areas for which it was included (e.g., roadways, bridges, transit,
pedestrian and bicycle facilities). The survey also requested information on which stakeholders are
involved in the planning process and how public feedback is included in it. Both questionnaires also
included questions to capture perceptions of the collaboration between Native Nations and localities.
Overall, the questionnaires reflected the differences in equity conceptions between localities and Native
Nations (found in the literature review), but the questions were nearly identical for both surveys.

The research team used Qualtrics?’ to make both surveys available online. The surveys were available to
respondents on January 9, 2024, and closed on February 29, 2024. The surveys were distributed through
several channels and members of the Technical Advisory Panel (TAP) helped amplify the survey’s reach.
The survey for localities was distributed through the LRRB list server, the City Engineers Association of
Minnesota (CEAM) list server, and the LRRB newsletter. An initial email was sent to communicate the
availability of the survey and request the participation of local officials. A reminder email was sent two
weeks after the first email. This survey reached more than 3,000 transportation professionals across
cities, counties, MPOs, and RPOs. '8

The survey for Native Nations was presented at the quarterly meeting of the Advocacy Council for Tribal
Transportation (ACTT) and distributed through the ACTT list server. An initial email was sent to
communicate the availability of the survey and request the participation of Tribal officials. A reminder
email was sent two weeks after the first email, and phone calls were made to encourage the

17 A survey software that enables data collection and management.
18 The LRRB list server has 3,100 subscribers and the CEAM list server has 247 subscribers.
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participation of Tribal officials. This survey reached 16 Tribal transportation professionals across Native
Nations sharing geography with Minnesota.

3.2 Survey Findings

Among MN localities that responded to the survey, there are a variety of regulations, rules, and
practices in place for the inclusion of equity considerations in their transportation investment planning.
Title VI and the Americans with Disabilities Act (ADA) plan were the most mentioned by counties and
cities. Furthermore, respondent cities also refer to the city’s comprehensive plan and the bicycle and
pedestrian plan.

Although there is not a common definition of equity in transportation investment planning among the
respondent localities, there are some common elements across the definitions localities provided. First,
in most cases, localities refer to equity in terms of access to, accessibility to, and safety of the
transportation system. Second, localities generally refer to all transportation system users. Few localities
refer to specific population groups, which include underserved, overburdened, and vulnerable
communities and people with disabilities. For respondent Native Nations, equity is related to
sovereignty, sacred sites, and environmental protection.

In transportation investment planning, equity is more often incorporated in the planning of roadways
and pedestrian facilities among respondent localities and Native Nations. In addition, equity
considerations are incorporated mainly in project design. Although respondent cities also consider
equity for setting goals and objectives. Among respondent counties, funding allocation was the stage
with the least mentions of equity considerations for transit, bicycle facilities, and bridges, but ranked
higher for roadways.

Stakeholders involved in transportation investment planning, and the extent of their involvement, vary
across counties, cities, and Native Nations but they all tend to involve MnDOT. Localities also tend to
involve localities similar to them: more counties involve counties, and more cities involve cities. Nations
tend to also involve USDOT and counties.

Most city respondents and some county respondents engage community members in their
transportation investment planning. Localities engage business organizations and community
organizations. Respondent Native Nations also engage Tribal members in their transportation
investment planning mainly business organizations and tribal historic preservation officers. The public
feedback received is incorporated mostly in project design, and more by cities than counties and in
project prioritization for Native Nations.
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3.2.1 Findings from Localities

The localities survey had a total of 26 responses that were totally or partially completed (see Appendix C
for the list of counties and cities that filled out the survey).'® Of these responses, 11 were from county
representatives (8 identifiable and 3 anonymous), 14 from city representatives (11 identifiable and 3
anonymous), and one representing the state of Minnesota (other). MPOs or RPOs did not respond to the
survey. Figure 3.1 shows the counties and cities that responded to the survey.

Survey Completion

® Completed B completed
Partial [ Partial
® No response - No response
N
0 30 60 120 Miles

Figure 3.1 Minnesota counties and cities that responded to the survey

Policies in place for the inclusion of equity considerations in transportation investment planning

Localities that responded to the survey have a wide variety of regulations, rules, and practices in place
for the inclusion of equity considerations in their transportation investment planning. At the county
level, respondents mostly referred to one regulation or policy. The ones mentioned include a Title VI
Plan (Washington County), the Complete Streets Policy (Otter Tail), and the Advancing Racial Equity

1% The locality survey had a total of 54 responses, but 28 of them were empty.
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Policy (Ramsey County). Only one county representative mentioned not having an equity policy and
treating all residents equally (Marshall County). Representatives from four counties mentioned not
having any (Anoka, Meeker, Pope, and one anonymous). For counties, these are mainly included in the
county’s capital improvement plan (four out of seven respondents), the transportation improvement
plan (three out of seven respondents), and in the long-range transportation plan (two out of seven
respondents).

At the city level, respondents most commonly referred to at least two plans and less to regulations or
policies. The plans mentioned include the city’s comprehensive plan (Monticello, New Brighton, and two
anonymous), the bicycle and pedestrian plan (Eagan, Edina, and one anonymous), the ADA transition
plan (Monticello), the capital improvement plan (one anonymous), and the Race, Equity, Inclusivity (REI)
plan (Eagan). Policies and regulations mentioned by cities include Title VI (Worthington), the Living
Streets Policy and Zoning Code (New Brighton), and the Constitution (Elk River). For cities, these are
mainly included in the city’s capital improvement plan (seven out of eight respondents) and in the long-
range transportation plan (four out of eight respondents).

Definitions of equity in transportation investment planning

Most respondent counties and cities do not have definitions of equity in their transportation investment
planning (complete responses in Table 3.1). Of the 11 county responses, three provided information
regarding the policies that guide their county’s equity work. Similarly, of the 14 city responses, five
provided a definition. Of all respondents, only one county representative mentioned the equity
definition being developed as part of their long transportation planning (Ramsey County).

There is not a common definition of equity in transportation investment planning among the
respondent localities. However, there are some commonalities among the equity definitions localities
provided. First, in most cases, localities refer to equity in terms of access to, accessibility to, and safety
of the transportation system. Second, localities generally refer to all transportation system users. The
few referring to specific population groups highlight underserved, overburdened, and vulnerable
communities and people with disabilities.

Table 3.1 Definitions of equity in transportation investment planning by county and city

Locality Equity Definition
Counties
Lac qui Parle Most economical benefit for the traveling public
Meeker Our transportation system is relatively simple and vastly rural. We prioritize

projects based on pavement quality, safety improvements, and coordination with
other local road authorities.

Otter Tail The Complete Streets Policy defines requirements for county roadway projects,
provides best practices and context-specific design recommendations, and clarifies
procedures for project planning, implementation, and evaluation. Implementation
of this policy will ensure Otter Tail residents have access to safe, convenient,
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Locality Equity Definition

reliable, and accessible transportation — balancing the needs of all while prioritizing
underserved, overburdened, and vulnerable communities.

Washington Title VI is what drives our equity work.
Cities
Eagan Ensure that people with disabilities can use the transportation system in an

accessible and safe manner. Integrating pedestrian and bicycle facilities in all levels
of infrastructure is a primary objective.

Edina e Community Characteristics include resident demographics in the vicinity of
proposed projects.
¢ Neighborhood Characteristics include the geographic context of proposed
projects.
e Cost Characteristics include considerations for opportunities to reduce and/or
share costs of proposed projects.

Monticello Provide transportation/mobility to all users.

New Brighton Inclusion of alternative modes of transportation, boulevard trees, and climate
adaption

Worthington Complete transportation services

Other

State of MN Too complex to explain here. See MnDOT's transportation project selection policy,

MnSHIP plan, and many other docs

Notes: Verbatim responses taken from the survey.

Equity goals for transportation investment planning

Table 3.2 lists the equity goals provided by respondent localities. Across respondent counties, only one
referred to having equity goals, particularly for the provision of transit services. Two counties referred to
general goals (not specific to transportation). Across respondent cities, five out of eight referred to
transportation goals, and two of them related their goals with meeting ADA requirements.

Table 3.2 Equity goals for transportation investment planning

Locality Stated Goals
Counties
Anoka Transit for all plans
Lac qui Parle Serve the taxpayers of Lac qui Parle County

Mar