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MINETA TRANSPORTATION INSTITUTE

The Norman Y. Mineta International Institute for Surface Transportation Policy Studies (MTI) was created by 
Congress through the Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA) and established in the 
California State University system at the San José State University College of Business.  MTI continues as a 
University Transportation Center (UTC), reauthorized in 1998 by the Transportation Equity Act for the 21st Century 
(TEA-21).

MTI is unique among UTC’s in two areas. It is the only center with an outside, internationally respected Board of 
Trustees, and it is the only center located in a College of Business. The Board provides policy direction, assists with 
needs assessment, and connects the Institute and its programs with the international transportation community. The 
Institute’s focus on policy and management resulted from a Board assessment of the industry’s unmet needs and 
led directly to the choice of the San José State University College of Business as the Institute’s home. MTI applies 
the focus on international surface transportation policy and management issues in three primary areas:

Research
The Institute aims to provide policy-oriented research for all levels of government and the private sector, to foster 
the development of optimum surface transportation systems. Research areas include: security of transportation 
systems; planning and policy development; interrelationships among transportation, land use, the environment, and 
the economy; financing of transportation improvements; and collaborative labor-management relations. Certified 
Research Associates conduct the research. Certification requires an advanced degree, generally a Ph.D., a record 
of academic publications, and professional references. Research projects culminate in publication available both 
in hardcopy and on the Institute’s website.

Education  
The educational goal of the Institute is to provide graduate-level education to students seeking a career in the 
development and operation of surface transportation programs. MTI, through the College of Business at San 
José State University, offers an AACSB accredited California State University Master of Science in Transportation 
Management and a Graduate Certificate in Transportation Management that will prepare the nation’s transportation 
managers for the 21st century. The masters degree is the highest conferred by the California State University 
system. With the active assistance of the California Department of Transportation, MTI delivers its classes over 
a state-of-the-art broadcast videoconferencing network throughout the State of California and via webcasting 
beyond, allowing working transportation professionals to pursue an advanced degree regardless of their location. 
To meet the needs of employers seeking a diverse workforce, MTI’s education program promotes enrollment to 
under-represented groups. 

Information and Technology Transfer
MTI’s third responsibility is to develop and maintain electronic information systems to store, retrieve, and 
disseminate information relating to surface transportation policy studies. The Institute’s website, TransWeb, 
enables transportation professionals, students and individuals worldwide to access information relating to surface 
transportation research and policy. TransWeb is found at http://transweb.sjsu.edu and delivers regional, state, 
national, and international transportation information. The Institute also maintains a library of periodicals and 
other unique publications for transportation research in cooperation with the San José State University Library 
system. MTI is funded by Congress through the United States Department of Transportation Research and 
Special Programs Administration (RSPA), the California Legislature through the Department of Transportation 
(Caltrans), and by private grants and donations.

DISCLAIMER

The contents of this report reflect the views of the authors, who are responsible for the facts and accuracy of the information presented herein. This document 
is disseminated under the sponsorship of the U.S. Department of Transportation, University Transportation Centers Program and the California Department 
of Transportation, in the interest of information exchange. This report does not necessarily reflect the official views or policies of the U.S. Government, 
State of California, or the Mineta Transportation Institute, who assume no liability for the contents or use thereof. This report does not constitute a standard 
specification, design standard, or regulation.  
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• The city’s regular residential newsletter included numerous items on the general plan,
with excerpts translated into Spanish.

• Flyers were regularly distributed to general plan and Chamber of Commerce mailing lists,
600 Neighborhood Watch groups, numerous community organizations, and all students in
the Pasadena Unified School District.

• A bus was outfitted as a “story bus” with outside graphics and interior general plan
revision exhibits. It was used at community events and provided opportunities for holding
mini-workshops. 

• News releases were sent to local and regional newspapers, generating ongoing media
coverage.

• Advertisements were placed in five newspapers.

• Cable television was used to broadcast meetings.

• 250 community leaders representing Pasadena’s minority population received regular
telephone announcements of upcoming events and other important information.

Project Outcomes

1. The immediate outcome was that the city had revised general plan land use and
transportation elements that led to the repeal of the Growth Management Initiative
(GMI). The public voted in favor of a higher level of future development than would have
been permitted under the GMI. In the last three years, Pasadena has approved about 2,000
dwelling units with another 1,500 units in the city review pipeline.

2. The revised general plan land use element identified seven areas for subsequent specific
plans. Creation of these specific plans has given the public additional opportunities for
involvement in the implementation of the general plan’s development-related polices.

3. The identification of change areas and related specific plans focused on future light-rail
stations. The light-rail line has been built and development is occurring in the areas with
access to transit.

4. Since this process was completed, there has been increased public confidence in the city
and the city’s land-use and development planning process. The city is reviewing the land
use and transportation elements, and city staff indicate that the basic policy structure of
the 1992 documents is likely to remain in place.
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5. One of the seven guiding values that came from the 1992 process is that “community
participation will be a permanent part of achieving a greater city.” A citizen participation
element was created and added to the general plan. In 1993, a general plan outreach
program was established to continue to engage the community actively. The role of
Pasadena’s citizens in land-use planning and other public processes has been recognized as
an essential and required part of the way that the city conducts public business.

Analysis of Project Outcomes

1. As a result of the city council policy that the revised general plan elements would be
community driven, almost 3,000 people were involved in the plan revision process. That
involvement contributed significantly to creating a sense that the outcome reflected what
the community wanted. Thus, residents were willing to repeal the GMI. 

2. The identification of change areas that would be the focus of future specific plans meant
that nonchange areas were also identified. Having nonchange areas reduced the fear of
change that had contributed to the adoption of the GMI. Within change areas, the public
process involved review of alternative development scenarios. The public, especially in the
Land-Use Tradeoff game, focused on tradeoffs. The seven specific plans that would be
undertaken after the General Plan was revised would be focused on the change areas. The
process increased the public’s confidence that development would proceed within an
understandable framework. Development was seen as being controlled by the city, and the
process created trust that it would occur in accordance with agreed-upon community
objectives.

3. The city’s investment in a skilled consultant to manage the community involvement
process was critical. The process was carefully thought out and focused to achieve the
desired scope and type of public involvement. A belief that no one interest group
dominated the process was the result of careful outreach to the community. When the vote
to repeal the GMI occurred, residents had either been involved themselves or knew people
who had been involved, and everyone could see that the city had listened.

4. The plan development process was successfully accomplished in a compressed period for
two reasons. First, because the work had to be done prior to the November 1992 election,
there was a willingness to move quickly and make decisions. Second, the environmental
review process occurred after the election. The September 1992 approval by the city
council was structured such that a future final approval could occur after the EIR had been
completed.



Appendix E: Case Studies

Mineta Transportation Institute

137

Lessons Learned from the Project

1. A public participation process must be carefully and systematically designed with a
combination of outreach methods to involve people who normally would not participate.

2. Active leadership is needed from elected officials who stress the need for and value of
public participation.

3. Land-use planning has a better outcome and longer-lasting acceptance if it is highly
informed by community opinion.

4. The Land-Use Tradeoff game helped participants think about tradeoffs and understand
views other than their own. The game used in 1992 was a simple one with handheld icons.
Complex computer-based games now available allow people to evaluate development
tradeoffs more carefully.

• It can be helpful to identify areas that will change and those that will not be the focus of
change. The first concern of most public participants is where they live or make their
living. If all areas are perceived as likely to change, the level of public concern will be
magnified.

• It is important to actively engage people, not just talk at them.

• Documenting both the process and the results is critical to establishing the institutional
memory necessary for staff in subsequent years (who may not have been involved in the
process) to understand not only what was decided but also why it was decided.

• Creation of a general plan public participation element can be valuable in
institutionalizing public involvement policies and establishing community expectations
for future involvement. 

Persons Interviewed

• John Poindexter, planning manager, Pasadena

• Laura Dahl, senior planner for Pasadena and manager of the 1992 land use element

• Carolyn Verheyen (Moore, Iacofano, Goltsman, Inc.), Pasadena public process facilitation
consultant 

Documents Reviewed

• City of Pasadena website (www.ci.pasadena.ca.us)
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• “Participation Tools for Better Land Use Planning,” Local Government Commission
(1997)

• “General Plan: Building A Community Vision” (presentation prepared for APA conference
by Carolyn Verheyen)

• “A Citizen’s Guide to the Pasadena General Plan Implementation,” February 1993

• Pasadena Star-News, September 24, 1992

CITY OF REEDLEY: SPECIFIC PLAN CASE STUDY

Project Description and Development Program

Reedley is a city of 21,000 persons located approximately 40 miles southeast of Fresno in the
San Joaquin Valley.

Several years ago, it became clear to policymakers and the community in general that there
would be significant growth in areas surrounding the city. The citizens of Reedley, along with
the city council and planning commission, took the position that future development in the
fringe areas of the city should respond to the challenges facing all communities in the San
Joaquin Valley: preserving farmland, protecting air quality, building a strong sense of
community and livability in new neighborhoods, conserving energy, and fostering
development that accommodates and encourages alternate forms of transportation such as
walking and bicycling.

Reedley’s leaders had significant concerns about the prospective loss of agricultural land from
future community growth. They felt that the most practical way to reduce impacts on
farmland would be to allow increased residential densities in new development.

In 1998, the city council determined that a specific plan addressing the challenges and
objectives described above was needed to guide future growth. This case study focuses on a
specific plan that was designed to guide future development in areas contiguous to the city
limits and within the sphere of influence of the city.

Basis for Case Study Selection

This case study embodies the following criteria identified in the research proposal:
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• Applies to a wide range of communities

• Includes carefully developed and high-quality initial policies

• Uses a creative array of tools and techniques in the public review process

• Represents a project in the Central Valley

• Deals with managing expansion in a semi-rural community.

The Role of Density in the Project

Before initiating this planning effort, the Reedley City Council had been grappling with
growth and planning challenges. They had adopted two far-ranging policy documents—the
“Ahwahnee Principles” and Landscape of Choice—that called for a variety of strategies to
promote sustainable development, smart growth, and livable communities. The benefits of
these policies, which the city council felt should guide the development of the specific plan,
were as follows:

• Reduced dependence on the automobile, resulting in less air pollution, safer and more
walkable and livable streets, and lower fuel consumption

• More efficient use of city infrastructure

• Reduced consumption of farmland by urban sprawl

• More attractive development.

The Reedley General Plan designated approximately 935 acres within the specific plan area for
single-family residential development. Based on past development patterns of three dwelling
units per acre (and subtracting land required for streets), about 2,104 units would be built.
The city council, planning commission, and staff thought that continued development at that
level of intensity would fill up the areas within the city’s sphere of influence, be contrary to the
city’s overall guiding principles, and lead to greater future pressure for development on
agricultural lands beyond the city’s sphere of influence.

The Barriers to Higher-Density Development

Community residents had concerns about allowing development that would be of a different
character than what existed. They valued the semi-rural character of their residential
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neighborhoods and had some apprehension about dramatically changing this pattern of
development. Developers of single-family homes in the area questioned the economic
feasibility of small-lot single-family development that might be called for in the specific plan.
These concerns stemmed from the untested marketability of this type of product. Home
builders were also concerned that new policies might be inflexible and force them to deviate
from successful product types.

Techniques and Tools Used to Respond to Community Fears and Resistance to Higher-
Density Development

The city council appointed a 19-person Reedley Specific Plan Committee to work with staff
and consultants in developing a plan. This committee met twice each month from April
through December 1999.

The committee represented a cross-section of resident, business, and real estate interests.
Public agency representatives came from the local school board, the city’s traffic and safety
commission, the city council, the planning commission, and the irrigation district that serves
Reedley and its surrounding lands.

The Community Development Department staff played the lead role in this planning effort;
however, all city departments had an opportunity to comment on the plan. The plan and its
EIR were prepared by Collins & Schoettler, Planning Consultants, Visalia, California. Funding
of approximately $50,000 was provided by the city. The Local Government Commission
assisted in setting up and managing bus tours. Their costs were paid by a grant.

Staff and consultants searched for planning tools and techniques to be used in the preparation
of the plan that would be “light and visual.” Staff and consultants rejected the notion of
collecting a wealth of demographic, economic, and environmental data to inform this
planning effort. They were concerned that overwhelming the committee members with details
could distract them from focusing on more critical public policy and design-related issues.

The first several months of the Specific Plan Committee’s meetings were spent learning about
planning principles, particularly concepts related to livable communities, smart growth, and
neo-traditional planning theory and practice. The committee was introduced to these
principles by the following techniques:
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• Watching videos, including “Back from the Brink,” “Becoming Good Neighbors,” and a
video presentation by Michael Friedman on community design issues.

• Reading a variety of publications on planning issues.

• Hearing from approximately six guest speakers representing the Local Government
Commission, development interests, and architects.

• Taking a bus tour to view development projects in Davis, Sacramento, Suisun City,
Mountain View, and San Jose.

• Watching slide presentations on development strategies put together by city staff and
consultants.

• Participating in a visual preference survey based on slides of physical features in the
community and surrounding localities.

• Consulting with the American Farmland Trust on ways of preserving farmlands through
various fee structures.

• Brainstorming sessions.

After collecting information and giving the committee time to express opinions about which
planning concepts made the most sense, the consultants and staff worked two months to
prepare a draft plan. The committee did not meet during that period. After the consultants
and staff had completed the draft plan, the committee reconvened to review and refine it. The
committee, in conjunction with city staff and consultants, made the final decision on the
content of the draft plan.

Those interviewed felt that the combination of the outreach and communication tools and
techniques played a positive role in helping to develop a comprehensive view of critical issues
and solutions. Videos, slide presentations, and tours of projects in other communities were
cited as particularly valuable.

Project Outcomes

The specific plan ultimately recommended increasing density to five units per acre. This
would accommodate about 3,500 homes and reduce the pressure to expand outward onto
prime farmland. It was also recommended that residential projects at a lower density could be
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permitted, but in return a farmland impact fee would be assessed and used toward the
purchase of farmland conservation easements outside Reedley’s sphere of influence.

Under California law, specific plans must be consistent with the general plan and must be
adopted through a prescribed process of public hearings before both the planning commission
and city council. Since the specific plan’s density recommendations were within the intensity
range established in the general plan, no general plan amendment was required. 

In formal hearings on the plan in front of the planning commission and city council, some
citizens expressed concern about encouraging density higher than what had been the norm in
Reedley. The staff used some of the same tools used with the committee, including visual
preference survey results and slides from other communities. These helped to convey the
rationale for the policies incorporated in the specific plan. This information, coupled with the
recommendation of the committee, effectively reduced public concerns.

Members of the city council expressed concern about the plan’s proposal for 32-foot-wide
streets rather than the standard 40-foot width, and the final street design width
recommendation was a compromise at 35 feet.

The decision to support the plan at the planning commission was unanimous. At the city
council, after modifications were made on the issue of narrow streets, the vote for approval was
unanimous, with one abstention because of a potential financial conflict of interest.

The entire process for preparing and adopting the plan took more than a year. The citizen
participation and specific plan drafting process took approximately nine months. The
preparation of the EIR on this plan was concurrent with plan preparation. The total time for
deliberations (four planning commission meetings and two city council meetings) was
approximately four months.

The plan was adopted with some changes. Modifications included the ability to approve
development at a lower density than originally proposed in the plan, but the related proposed
fee for the protection of agricultural lands has not yet been adopted. It was determined that
the single-family lot size should be 7,000 square feet, but that 20 percent of the lots could be
as small as 5,000 square feet. Zoning reflecting the plan’s policy was subsequently established.
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Since its adoption in 2001, several residential developments consistent with the plan’s land use
intensity and design strategies (approximately two units per acre higher than the previous
average) have been built or are under construction.

Analysis of Project Outcomes

At the beginning of this process, some committee members were suspicious, even fearful, of
increases in density. They expected that higher densities would push too many people into too
small an area. After touring projects in other communities, the Specific Plan Committee
learned that design quality is more important than density. For example, the committee
visited a street in Mountain View that had two multifamily developments: a 1960s-era
apartment complex built at 15 units per acre and a complex built several years ago at 60 units
per acre. The newer complex was oriented toward the street and incorporated several livable-
cities design concepts, including front porches and living room windows facing the street,
parking out of sight of the street, and rich design details on the building facades. The 1960s
project turned inward away from the street, and it was built with minimal architectural
character and stark unlandscaped carports. Although the newer project was four times as
dense, committee members agreed that proper design can overcome concerns about increased
density.

Key to the outcome was the city council’s decision to budget significant resources and time for
citizen involvement. This was seen as critical to the success of the effort by all those
interviewed.

The process was, however, unable to achieve larger increases in density because of continuing
concerns from the development community about the market acceptance for small-lot single-
family development in this area. 

Lessons Learned from the Project

Even though the number of citizens involved in the plan preparation process was not large, its
make-up as a cross-section of respected stakeholders was effective in bringing about a modest
(15 to 20 percent) increase in future density. The committee was supportive of the effort
throughout, and some members played critical roles as advocates in the formal adoption phase
of the plan by the planning commission and city council. It is probable that the acceptability
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of the higher densities permitted and encouraged in the plan will pay off as the market for
housing increases.

Persons Interviewed

• Fred Brusuelas, community development director, City of Reedley

• Karl Shottler, principal, Collins and Shottler Planning Consultants, (559) 734-8737

• Judy Corbett, executive director, Local Government Commission

• John Clements, resident and committee member

Documents Reviewed

• The Reedley Specific Plan (2001)

• The Reedley General Plan (2002)

SACRAMENTO AREA COUNCIL OF GOVERNMENTS: BLUEPRINT PROJECT CASE STUDY

Project Description and Development Program

The Sacramento region is expected to add another one million people during the next 30 years.
The Blueprint project is a unique, future-oriented, regionwide initiative sponsored by the
Sacramento Area Council of Governments (SACOG), an association of governments formed
from the six regional counties and twenty-two member cities. The project is designed to
explore and develop, through an intensive citizen participation effort, plans and programs that
would create a more compact and livable regional development pattern than is projected with
current plans.

The tools and techniques used in this process are integrated in a series of high-tech, interactive
planning workshops, held at the community, county, and regional level. The outreach strategy
is managed by Valley Vision, a nonprofit organization committed to building civic
engagement while addressing regional issues. In this and other projects, they act as a neutral
convener that provides objective information on issues and encourages a regional approach to
the challenges and opportunities created by rapid growth. They do not have specific land-use
policy objectives. Valley Vision’s membership includes representatives of business, agriculture,
the environmental community, organized labor, education, utilities, government, and the
nonprofit sector. Their board of directors includes many well-known leaders.
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Blueprint began in 2002 with an in-depth modeling and research process, conducted in
cooperation with all jurisdictions in the region, that looked at the growth that would be likely
to occur if local general plans then in place were implemented. The first product, the “Base
Case Future,” portrayed the likely results of a continuation of then-current trends and policies
concerning housing availability, land consumption, the environment, and congestion. These
results were presented in October 2002 to an audience of more than 1,000 persons attending a
regional conference called “Tall Order: Balancing the Region’s Needs.” The overwhelming
response was that the future portrayed in the Base Case was unacceptable. As a result, residents
from the region’s six counties were invited to come together in a process that would envision a
preferred future for their communities and region.

In early 2003, a series of neighborhood workshops was held, using state-of-the-art, real-time,
interactive geographic information systems (GIS) software to create scenarios for specific
neighborhoods. The software gave workshop participants immediate feedback as they made
different development choices. The results from these workshops were used to shape
alternative county and regional growth scenarios for citizens to consider. As of October 2003,
the Blueprint had reached thousands of citizens through workshops, surveys, and town hall
meetings.

In addition to extensive public involvement and education, the Blueprint process has provided
data and training to local jurisdictions that make land-use decisions. Funds invested in this
effort by SACOG have been used to enhance local planning capabilities and to create a long-
range regional context for local decision-making. In 2003, SACOG launched a funding
program that provided financial incentives to support implementation of the outcomes of the
Blueprint project.

Although as of November 2003, the Blueprint project has not yet been completed, members
of the SACOG staff who have long-term experience with various local and regional planning
initiatives are optimistic that this process could result in the adoption of local and regional
policies leading to a more compact and livable metropolitan area.

Basis for Case Study Selection

This case study embodies the following criteria identified in the research proposal:

• Applies to a wide range of communities.
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• Has impact on, and involvement with, a large group of people.

• Uses a creative array of tools and techniques in the public review process.

• Uses public financial resources applied to mitigation.

• Represents a project in the Central Valley.

• Deals with urban and suburban infill and community expansion plans and projects.

The Role of Density in the Project

The following are some common principles and themes established to guide the Blueprint
process:

• Housing diversity. Different housing types meet the diverse needs of residents, such as
families, seniors, singles, and empty-nesters. Providing a variety of housing enables the
spectrum of residents to live near employment centers and share commercial and
entertainment facilities.

• Building on existing assets. Transportation systems, community centers, churches, parks, and
existing business centers are all valuable assets that can be a foundation for growth plans.
Commercial land that becomes vacant can be used for multifamily housing and other infill
projects. Maximizing use of these assets reduces the need for new facilities and land.

• Protecting farmland and natural resources. Failing to use existing assets and not planning
properly can result in the loss of farmland, water supplies, and woodlands that provide
vital resources essential to the local economy. More than 35 percent of oak woodlands and
vernal pools could be damaged by development under current plans, and more than 10
percent of farmland could be lost.

The Barriers to Higher-Density Development

During the citizen engagement process, participant concerns centered on traffic congestion,
urban sprawl, lack of public infrastructure, fewer middle-income job opportunities,
environmental degradation, and housing that is increasingly unavailable and unaffordable.

The lack of cooperation between public and private sector groups was a barrier to higher-
density plans and projects. The inability to provide new infrastructure to serve new higher-
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density development in existing neighborhoods was an impediment because of the current
overburdened infrastructure in existing neighborhoods.

Techniques and Tools Used to Respond to Community Fears and Resistance to Higher-
Density Development

Blueprint workshops gave residents the chance to become planners through a new software
program called PLACE3S. It enables users to apply a variety of zoning designations to
potential development areas. Each designation carries with it characteristics such as the
number of dwellings per acre and how many employees commercial areas can handle.

As zoning designations expand or change, PLACE3S shows the effects. Will traffic congestion
increase, or will new work centers reduce the stress on roads? Will agricultural land or open
space be lost, or can it be preserved while meeting housing needs? Will replacing commercial
areas with new mixed-use development (in which commercial and residential share space) lead
to a more vibrant and efficient community, or will it have negative economic impacts on other
areas?

PLACE3S not only demonstrates how different growth scenarios affect quality-of-life issues,
but also indicates what the return on investment would be from different types of
developments. Members of the public who attended the workshops and participated in the
PLACE3S modeling decided whether the community they were building was what they
wanted to see the region become, not just for themselves, but for future generations and
newcomers to the region.

The Blueprint workshop series began at the neighborhood level. Each city or county hosted a
workshop that highlighted two or more case study areas. Citizens worked in small groups
doing interactive planning using computers and table maps. The computer program modeled
the impacts of choices made in a what-if exercise. Local planners had chosen the case study
sites, one of which was already developed in some manner but could accommodate changes or
updates, and one in an undeveloped portion of the city or county. This workshop series
included more than 35 neighborhood-scale meetings in all parts of the region. Hundreds of
citizens expressed their preferences for various planning solutions.

Once the workshops were completed, the collective input of all the neighborhoods was used to
create scenarios for each of the six counties in the region. These scenarios showed potential
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development patterns for the entire county and were developed by teams of planners from each
local government in the county working together.

Countywide development scenarios were the focus of another series of workshops in the fall of
2003. In these workshops, citizens again were invited to work with maps and computer
programs to give input to development.

A similar process, scheduled for early 2004, will involve the region’s planners working
together to create scenarios for the six counties as a whole. The planners will be asked to work
on maps of the region and examine computer-generated performance statistics related to
alternatives they select for consideration. It is hoped that this process will produce a new, more
compact regional vision supported by city and county general plans and development policies.

In mid-2003, while the interactive planning workshops were still underway, SACOG took
two bold steps that validated Blueprint activities and provided needed economic incentives to
implement the outcomes. First, SACOG agreed that the next update of the region’s
transportation plan, which will create a menu of projects to be funded though the year 2028,
will be based on the new alternative land-use pattern suggested by the Blueprint public
process. Transportation spending is the single largest investment in most regions and has an
enormous impact on land use and housing distribution. Second, the agency agreed to set aside
$500 million in transportation funding over the next 20 years to subsidize plans and projects
consistent with Blueprint outcomes. SACOG leaders recognized that one of the greatest
challenges facing plans for greater densification is providing adequate infrastructure to
support it. The first $12 million of the agency’s long-term commitment was made available in
late 2003.

Project Outcomes

The results have been positive in providing participants both with a better understanding of
land use and transportation decision making and with analysis of the impacts of various
development options. The level of involvement has been high. The staff managing the process
thought that participants had a new appreciation of the value of higher-density development,
particularly as it would relieve development pressure on outlying open space. 

However, no significant city or county land-use changes have yet occurred as a result of the
Blueprint process. Leaders of the effort believe that a base of support for more compact
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development has been created, and that this support will, in the long run, play a significant
role in promoting such development. 

Analysis of Project Outcomes

1. Portraying the likely, and unacceptable, results of a continuation of current trends to a
large and diverse group of influential Sacramento citizens created a significant public
impact. It established a commitment for change from environmental, business, and social
equity leaders.

2. Relying on a highly regarded and nongovernmental organization like Valley Vision to
handle the citizen engagement process sent a message that this was a grassroots initiative,
not an inflexible bureaucratic process dominated by politicians.

3. Starting the workshop process and investigation of growth alternatives at the
neighborhood and community level created a solid foundation of support and
understanding.

4. Interactive GIS technology was valuable in showing participants how land-use choices
affect traffic, environmental quality, and other quality-of-life factors. 

Lessons Learned from the Project

Sponsors of this initiative were both surprised and pleased by the degree of public support
shown to date. However, providing the necessary level of technical and citizen participation
and understanding takes time and money. Although the planning program is not yet
complete, participants in the process indicated that SACOG’s commitment to make the
process work has been both crucial and effective.

Persons Interviewed

• Mike McKeever, manager, Blueprint Project

• David Shabazian, senior planner, SACOG

• Randall Sater, chair, Sacramento District Council, Urban Land Institute

• Sotoris Kolokotronis, president, SKK Developments

• Susan Frasier, executive director, Valley Vision
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Documents Reviewed

• Community Design Grant Program, Sacramento Region Blueprint

• Blueprint Website: www.sacregionblueprint.org

CITY OF SAN DIEGO: A CITY OF VILLAGES CASE STUDY

Project Description and Development Program

San Diego is expected to grow from 1.3 million to 1.6 million residents by the year 2020. In
October 2002, the city adopted a strategic framework element to the city’s general plan that
calls for the concept of “A City of Villages.” It is designed to guide future growth in a
direction that rebuilds older neighborhoods as clusters of walkable urban villages ranging in
size from three to more than 100 acres, with homes near shops, parks, and transit stops. This
newly adopted general plan element also includes a Five-Year Action Plan and establishes a
Pilot Villages program.

In developing this strategy, the city relied on an intensive citizen involvement program that
began in 1999 and included more than 200 public forums, workshops, and local planning
group meetings. A 40-person citizen’s committee was formed to look at how the city could
plan for future growth while maintaining a high quality of life.

The city is now proceeding with an incentive package to facilitate the establishment of three
or four pilot villages over the next few years.

Basis for Case Study Selection

This case study embodies the following criteria identified in the research proposal:

• Has impact on, and involvement with, a large group of people.

• Uses a creative array of tools and techniques in the public review process.

• Uses public financial resources applied to mitigation.

• Represents a project in Southern California.

• Deals with urban and suburban infill and community expansion plans and projects.
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The Role of Density in the Project

San Diego has been grappling with how to accommodate future growth for some time.
Historically, there have been “pay-as-you-grow” strategies (established during the late 1960s
and early 1970s when Pete Wilson was mayor), and a regionwide vote in 1988 (Proposition C)
calling for the development of a regional growth management strategy that would preserve the
livability of this growing metropolitan area. 

The basic premise of A City of Villages is to encourage growth to go up in certain areas rather
than expand out around the perimeter of the currently urbanized areas. It calls for using land
more efficiently and creating livable communities.

The Barriers to Higher-Density Development

During the citizen participation process, San Diegans’ concerns centered on issues such as
traffic congestion, urban sprawl, lack of public infrastructure, fewer middle-income job
opportunities, environmental degradation, and housing that is increasingly unavailable and
unaffordable.

Participants in the citizen engagement process recognized that adopting policies and programs
fostering higher-density development requires greater cooperation between public and private
sector groups. Significant public concerns were expressed about allowing higher-intensity
development, primarily because of overburdened infrastructure in existing neighborhoods.
During this planning process, a citizen finance committee estimated that the city has an
existing deficit in public facilities totaling $2.5 billion. The committee proposed several
potential mechanisms to increase revenues, including state-local fiscal reform, instituting
residential trash collection fees, increasing the hotel room occupancy tax for visitors, and
passing voter-approved general obligation bonds. Each of these would generate serious
opposition.

Techniques and Tools Used to Respond to Community Fears and Resistance to Higher-
Density Development

Going into this project, the mayor and council, the planning commission, and the planning
department staff expected neighborhood opposition to higher-density development. They felt
that the best approach would be strong local government support for growth pattern changes
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along with education of residents about the benefits of integrated land uses, less car
dependency, and other aspects of smart growth. They also believed that planning objectives
would have to include more tax revenue, job opportunities, housing options, public amenities,
and revitalization of blighted areas. City leaders accepted that the success of this effort would
depend on community acceptance of the conclusions of the project.

The steering committee. To enhance the effectiveness of the planning process, a new entity, the
Strategic Framework Steering Committee, was formed. Its ongoing role was to provide
oversight and guide the Strategic Framework process. Members included the current and most
recent past chairs of the city council’s Land Use and Housing and Public Safety and
Neighborhood Services Committees, the chair of the planning commission, and the city
manager. The planning department provided staff support.

Key stakeholders. It was recognized that there are many ways to define “the public.” City leaders
determined that it was critical to involve as many points of view as possible in the process of
developing the framework. Some of these were the building industry, the business and
financial communities, environmental and historic preservation groups, the arts and culture
community, unions, youth, and other government agencies.

The citizen committee and subcommittees. A 40-person Strategic Framework Citizen Committee
was appointed and met once a month for a year. Four subcommittees were formed to address
key issue areas: neighborhood quality, urban form and environment, economic prosperity, and
infrastructure and public facilities. Membership on the committee represented the key
stakeholder groups identified above. 

A five-phased process. An intense public involvement effort was begun in 1999, and has now
included more than 200 public forums, workshops, and local planning group meetings. There
were five phases of public outreach and involvement.

• Phase 1 included developing key partnerships with the county, the regional council of
governments (SANDAG), and the Metropolitan Transit Development Board. Public
discussion centered on growth projections. San Diegans were invited to participate and
provide input on the city’s future. The purposes of this phase were to present the most
recent SANDAG growth projections to neighborhoods citywide and to help gain an
understanding of community concerns related to growth. City staff provided background
information on the general plan and the proposed Strategic Framework Element.
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Participants watched the video “Visions from Yesterday and Today” and participated in a
facilitated discussion focused on what they liked about San Diego and what they wanted to
change.

• Phase 2 outreach efforts built upon the information presented and collected during Phase
1. The public was invited to present their concerns and identify issues the city should
consider in preparing the Strategic Framework Element. Specialists from government and
the private sector began to create a picture of how all the issues—environmental
protection, traffic, public services and infrastructure, jobs creation, housing affordability,
and neighborhood quality—are related. The complexity of seeing the relationships among
all the issues and related opportunities began to emerge.

• Phase 3 outreach meetings enabled the public to give input on the work of the citizen
committee, including a vision, core values, and alternatives for future development.
Presenters also discussed other efforts in the region. At this point, participants voiced
acceptance of the vision and values and demonstrated support for one alternative—A City
of Villages.

• Phase 4 outreach activities presented the City of Villages strategy to each of the city’s 39
officially recognized planning groups. The mayor and members of the city council
attended many of the meetings for the purpose of having a meaningful dialogue. Each
meeting consisted of a brief staff presentation and video, followed by a group break-out
session to discuss how the strategy could be applied to a particular planning area. The
planning groups were asked the following questions: What do you think about the concept
of A City of Villages? What are some of the unique characteristics of your community?
Where do you see opportunities to enhance your community, and what are the special
needs of your community? Participants generally agreed about adding or improving
transit, housing, and public facilities.

• Phase 5 community meetings summarized how the City of Villages strategy had evolved
and offered the public an opportunity to comment on the draft versions of the Strategic
Framework Element, Five-Year Action Plan, City of Villages Map, and Draft
Environmental Impact Report. Each of the five meetings held during this phase addressed
issues related to possible financing mechanisms, key decision points, and likely
implementation steps, including a pilot village program. When queried, attendees
strongly supported the City of Villages concept, and indicated by a show of hands that,
under certain circumstances, they would be willing to pay increased fees and/or taxes to
finance the necessary infrastructure.
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In summary, the public outreach from 1999-2003 included the following:

• 20 town hall-style public meetings with more than 1,000 participants;

• 225 Strategic Framework Citizen Committee and Subcommittee meetings; and

• 20 taped and televised public workshops.

A website was launched in the spring of 1999 and periodically updated. It included a program
overview and background; information about community participation and upcoming public
and community meetings, workshops, and hearings; copies of the most recent draft planning
documents; and links to other websites.

The General Plan Hotline was established with a dedicated number for citizens to ask
questions and request information about the program, meetings, and ways to get involved.
The hotline was checked daily during regular business hours.

Mailing lists were used to send post cards, flyers, and letters to announce upcoming meetings
and released documents for public review.

News releases were regularly distributed to several local publications, including all the major
newspapers, most of the neighborhood newspapers, and several ethnic newspapers.

More than 50 PowerPointTM presentations were produced and given to community groups,
organizations, nonprofits, businesses, planning groups, and other stakeholders in the
community. 

Project Outcomes

The planning effort resulted in the adoption of an amendment to the city’s general plan, called
the Strategic Framework Element, which addresses the challenges of growth. The City of
Villages concept is the centerpiece of the element. It calls for creating a network of vibrant
village centers served by a world-class transit system. It includes a variety of policy approaches
dealing with protection of the natural environment, increasing housing affordability,
increasing mobility, creating economic prosperity, providing for equitable development, and
providing public facilities. The city council endorsed a Five-Year Action Plan and the
establishment of a Pilot Village Program.
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Analysis of Project Outcomes

Because of fluctuating projections of population growth provided by the regional Council of
Governments during this planning process, the city council was reluctant to establish specific
numerical density ranges in the new general plan element. They did, however, indicate that
future development near transit stops should be at a minimum density of 18 to 25 units per
acre.

As mentioned earlier, during this planning process a citizen finance committee estimated that
the city had a deficit in public facilities totaling $2.5 billion, and that new and controversial
revenue-raising strategies were needed to support future growth. Because of uncertainty in
infrastructure funding, the city council was reluctant to call for across-the-board immediate
implementation of the City of Villages concept. However, to demonstrate its commitment to
the village concept, the council agreed to identify three or four areas for the creation of pilot
villages and to offer an incentive package to promote their implementation. These incentives
are grouped into five categories: infrastructure, fees and taxes, processing, funding, and
policies/regulations. Some incentives will give pilot villages priority status to receive existing
funds, while others require a reallocation of money. The planning department is soliciting
applications from private developers, nonprofits, and community groups citywide to identify
the specific pilot village sites. Candidate sites will need to offer the potential for enhanced
transit services, higher-intensity mixed-use development, pedestrian access, and public
amenities. Applicants must demonstrate grassroots community support for each village
concept.

Lessons Learned from the Project

Although the extensive broad-scale community outreach effort was important and successful
in engaging and attracting broad citizen participation, it did not overcome the public’s lack of
trust in government. Fluctuating growth projections and budget shortfalls during the
planning process led to skepticism that the city council would provide the infrastructure and
transit needed to carry out the City of Villages planning concept effectively. The limited funds
available to provide needed infrastructure caused apprehension about whether the city could
ensure that the higher-density villages would have adequate public facilities and services. As a
result, the city deemed it critical to proceed cautiously and focus on creating a successful
incentive-based pilot project program that would be a showcase for building support for
broader action.
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Persons Interviewed

• Gail Goldberg, planning director, City of San Diego

• Mike McLaughlin, director of planning, San Diego Association of Governments

• Catherine Cleary, outreach coordinator, Planning Department, City of San Diego

• Bob Dunphy, research fellow—transportation, Urban Land Institute

• Colleen Clementson, general plan program manager, City of San Diego

Documents Reviewed

• “The Strategic Framework Element,” City of San Diego General Plan

• “The Commitment to Public Involvement,” City of San Diego

Web Link

• www.sandiego.gov/cityofvillages

CITY OF SAN JOSE: FIVE WOUNDS/BROOKWOOD TERRACE CASE STUDY

Project Description and Development Program 

San Jose, with almost one million people, is the largest city in the San Francisco Bay Area. The
city has experienced rapid and ongoing growth, including development of employment areas
that form a major part of Silicon Valley. Over the last 20 years, San Jose has aggressively used
public redevelopment funding to reinvigorate a downtown that in many ways had been left
behind as new growth focused on outlying areas. 

In the 1990s, there was increasing criticism that the city’s downtown focus was diverting
energy and resources from neighborhood services and improvements. San Jose’s mayor
emerged as an advocate for using the redevelopment agency to improve neighborhoods. The
result was city council endorsement of the Strong Neighborhoods Initiative (SNI), an effort to
focus city resources (including those from the redevelopment agency) on 19 predominantly
residential areas. The SNI involves both planning and implementation and has three goals
established by the city council:

• Listen to San Jose residents’ ideas for neighborhood improvement;
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• Connect neighborhoods to resources; and

• Respond to neighborhood priorities.

Each neighborhood develops a Neighborhood Improvement Plan as part of the effort to
establish land-use policies and funding priorities. Implementation focuses on achieving
neighborhood improvements, including revitalization of existing areas, improved community
services, and new development. The process to develop the Five Wounds/Brookwood Terrace
Neighborhood Improvement Plan started in early 2000.

Five Wounds/Brookwood Terrace (FWBT) has about 22,000 residents, including a substantial
number of Hispanics, many of whom are first-generation immigrants with Spanish as their
first language. Another large ethnic group is Portuguese, many of whom are elderly. Most
Portuguese are bilingual, and some use Portuguese as their first language. The third
significant population group is English speakers, most of whom are economically middle class.

The majority of the FWBT area consists of residential development, including single-family
and smaller multifamily buildings. Some higher-density residential is found in areas west of
Highway 101. Alum Rock/Santa Clara Street is dominated by commercial uses. Exceptions
include the historic Five Wounds Church and its associated school, the historic San Jose
Library (a 1907 Carnegie building), the edge of Roosevelt Park, and social clubs and other
organizations serving the area’s ethnic communities.

Industrial uses are along the Union Pacific Railroad right-of-way and Highway 101. The
continued viability of many industrial sites is doubtful because of a long-term trend to more
intensive use of land located within the city. Commercial activities focus on Alum Rock/East
Santa Clara Street, which functions as a “Main Street” for the area. Commercial uses also occur
in several other locations and include a neighborhood shopping center.  

Future introduction of light-rail service and Bay Area Rapid Transit (BART) heavy-rail service
will accelerate the redevelopment and intensification of land uses. The FWBT is about 4 miles
from San Jose International Airport, which is another incentive for more intense use of
industrial areas. The residents of the FWBT area have a difficult relationship with the
industrial land uses, primarily because of noise, truck traffic, and on-street loading activities.
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The Five Wounds/Brookwood Terrace Neighborhood Improvement Plan development process
had two interrelated parts:

• Developing a community plan for an area with 22,000 residents, significant amounts of
commercial and industrial activity, and future light-rail and heavy-rail commuter services.

• Establishing a system for stronger community involvement in city activities, including
allocation of city funding and access to improved community services.

Development of the Five Wounds/Brookwood Terrace Neighborhood Improvement Plan
began in 2000, and the San Jose City Council gave it final approval in 2002. The study process
included identifying a neighborhood vision, developing land-use recommendations,
establishing building design guidelines, and prioritizing more than 100 neighborhood
improvement actions. The 14 top-priority improvements identified will be the focus for use of
city, Redevelopment Agency, and other public and private funds. The plan includes the
following major elements:

• A summary of existing conditions;

• Principles for transforming and organizing physical concepts for the neighborhood;

• Public improvements;

• Land-use and building guidelines; and

• Priorities and actions.

The plan’s principles and organizing concepts emphasize the following:

• A walkable and small-town character.

• Conserving and leveraging the area’s cultural and natural assets.

• Improving parks and trails.

• Economic diversity, including support for local businesses.

• Transportation improvements that support pedestrian activities and capitalize on proposed
regional transit service.
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Responsibility for developing the Neighborhood Improvement Plan was focused on a
Neighborhood Advisory Committee (NAC). The 25 members of the NAC were appointed by
the city through the mayor’s office, with close involvement of the city council member
representing the Five Wounds area. Because of their extensive knowledge of the area and its
residents, advice was solicited from the Parks and Recreation Department staff at the
neighborhood community center. The NAC’s large size was both an effort to accommodate the
wide range of interests and groups in the Five Wounds area and a strategy to minimize the
potential for vocal and strong-willed residents to capture the planning process. The NAC’s
four officers, who formed the Executive Committee, were selected by the NAC members. The
initial meetings, which were organized and conducted by city staff, provided information on
the overall process, specific land-use and community issues, and the city resources that were
available for developing the Neighborhood Improvement Plan.

Basis for Case Study Selection

This case study embodies the following criteria identified in the research proposal:

• Applies to a wide range of communities.

• Has impact on, and involvement with, a large group of people.

• Uses a creative array of tools and techniques in the public review process.

• Uses public financial resources applied to mitigation.

• Represents a project in Northern California.

• Deals with managing infill in a urban community.

The Role of Density in the Project

San Jose’s land-use planning policies encourage upgrading existing housing in areas like
FWBT and developing new housing, especially in conjunction with light-rail service and
BART. To facilitate use of BART, policies include changing land uses near BART stations and
providing parking for BART users. The San Jose General Plan identified policies and land-use
designations suitable for substantial new higher-density development in the FWBT area.
However, the planning staff thought that community knowledge of and agreement with these
policies was minimal. Planning staff believed that a proposal to redevelop any of several larger
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sites within the FWBT area would likely trigger substantial community involvement focused
on fear of higher-density land uses. 

The Valley Transportation Agency (VTA) provides transit service and is responsible for
coordinating countywide transportation planning. VTA planners work to integrate land-use
and transportation decisions to facilitate the use of transit and create pedestrian-oriented
environments. Within the FWBT area, a light-rail line is planned on Santa Clara Street, and a
future BART extension is anticipated to pass under the FWBT area to serve the nearby
downtown. A Five Wounds station was included in the BART system design.

The city did not explicitly raise the issue of higher-density development when it began work
on the FWBT Neighborhood Improvement Plan. Higher-density residential along the light-
rail line and near the future BART station was among the initial city objectives, but having a
community-driven process meant issues should emerge from public discussions rather than
shaping public meetings to fit an agenda predetermined by the city.

The Barriers to Higher-Density Development

The community concerns in this process included traffic, parking, and a sense of
overcrowding. In undertaking the planning study, the city addressed the following barriers:

• Ethnic diversity and language differences. The FWBT area’s 22,000 residents include a
substantial Hispanic population, many of whom are first-generation residents, and a large
Portuguese population, many of whom are elderly.

• Lack of project area unity and coordination. The project area includes a variety of groups
that have not functioned as a coordinated, unified neighborhood. City staff was concerned
that the planning process might be dominated by a few vocal people, thus discouraging
broader community involvement, and that community groups might focus on turf
protection.

• Inadequate local representation and organization. The planning effort was predicated on
the belief that neighborhoods should be actively involved in setting their planning
priorities and directions. The desired level of community involvement—for example, to
represent the extent and complexity of the planning area—would not be possible without
mobilizing local leadership and organization.
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• Poor planning track record. Previous planning efforts had not yielded positive community
changes.

• Fear of the San Jose Redevelopment Agency. The agency has been a powerful force in
downtown development. Agency staff was regarded as an outside force that might have
motivations to undertake large-scale development out of scale with the neighborhood.

• Resistance by city staff and consultants to a community-driven planning process. The city
recognized that many professional staff and consultants are, by training and temperament,
inclined to exercise control and avoid having non-experts make technical and policy
decisions.

Techniques and Tools Used to Respond to Community Fears and Resistance to Higher-
Density Development

• To deal with ethnic diversity and language differences, project documents were routinely
issued in English and Spanish, and some documents were translated into Portuguese. Most
of the Portuguese residents are bilingual, but a significant portion of the Hispanic
population is not fluent in English.

• Two approaches to translating meetings were used. The first approach was the use of
listening devices that provide simultaneous translations. However, the translations were
slightly behind the actual speech, and participants following the translation often felt they
were out of step with the meeting and did not have real-time participation. As the process
went along, there was a shift to conducting meetings in two languages. While a slower
approach, the level of participation increased. One result was that some ongoing agenda
items that might have been addressed at each meeting were scheduled to be discussed at
every second or third meeting.

• Because of the lack of unity and coordination in the project area and the wide variety of
groups involved, the process took longer than had been expected. The initial visioning
process took seven months, far longer than was anticipated when it was proposed by NAC
members. The visioning process was used to establish an initial level of integration among
the geographically and ethnically diverse areas within the planning boundaries. As one
participant noted, “You cannot agree to disagree until trust is in place.” The community
involvement process included NAC meetings and meetings in the subareas of the overall
study area. Taking meetings into the neighborhoods achieved greater involvement.

• Because previous planning efforts had not yielded positive community changes, a special
effort was needed to establish credibility. The process of developing a Neighborhood Plan
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was accompanied by a city effort to work with community members to identify small
problems that could be addressed immediately. Many of those problems were (and are)
code-related issues such as illegal parking, trash, and illegal signs. City code enforcement
staff attended each NAC meeting and provided active follow-up reports documenting the
status of problems. Attending to the smaller but noticeable irritants showed the
community that the city was willing and able to bring about positive community change.

• A significant obstacle in the planning process was fear of the San Jose Redevelopment
Agency. The agency has been a powerful force in downtown and industrial area
development, and it has had a more limited but growing role in neighborhood areas. The
agency was regarded as an outside force that might undertake development out of scale
with the neighborhoods of the FWBT area. This issue was addressed by increasing
exposure of redevelopment staff in the community and conveying the message that the
agency’s objectives were to facilitate immediate community improvements and develop a
plan that addressed longer-term issues.

• To respond to the lack of adequate local representation and organization, the Parks,
Recreation and Neighborhood Services staff assisted three areas within the greater FWBT
area to form neighborhood associations. The city also made sure that its neighborhood
planning process had ongoing active outreach to the community. Sending information
home with students was one way to reach residents. Social, cultural, and other community
organizations were also used, as was the Five Wounds Roman Catholic Church. A priest at
Five Wounds Church who both understood and actively supported the planning effort
assisted the process.

• Gaining broad city staff and consultant acceptance of a community-driven planning
process was another challenge. An upper-management steering committee was critical to
maintaining consistent staff direction. Emphasis on a community-driven plan was
comfortable for Parks, Recreation and Neighborhood Services staff, both because of their
close connection with the community and because senior managers actively facilitated the
approach. Training was provided, and the Planning Department and Redevelopment
Agency staffs became comfortable with the process reasonably quickly, in part because
their leaderships embraced the idea. Other city staff, as well as the consultant team, had
greater difficulty in letting go of a top-down approach built around their expertise. They
needed to adjust to not being in control. One participant observed that having
neighborhood representatives at process-planning and agenda-setting meetings had many
benefits, including convincing the consultant to use less technical language and let the
process unfold more flexibly and informally.
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Project Outcomes

The Neighborhood Advisory Committee, through a 24-month process, developed a
Neighborhood Improvement Plan that is regarded as successful, notwithstanding post-
approval funding problems. The plan includes support for higher-density housing along
transit routes and near a proposed BART station. The process led to an ongoing program of
community involvement.

• Having the NAC and the broader community actively involved in identifying a vision for
the area resulted in the identification of issues and opportunities, including the desire for
community amenities and an upgraded physical environment. Community members
learned that improvements could come through private redevelopment. Some
improvements were connected to allowing a level of density such that developers felt they
could afford to construct related community amenities. Between that realization and a
consideration of how design guidelines could be used to ensure high-quality development,
the perception of higher-density housing went, in the words of one participant, “from bad
to okay.”

The community involvement process resulted in the identification of a number of physical
design features that were integrated into the plan. Protecting views of the historic Five
Wounds Church was important, and a scaled density and height system was developed to
protect the church from being physically and visually overwhelmed by new development.
The community also wanted a public plaza as part of the redevelopment stimulated by new
light-rail and BART service to the neighborhood. The idea for a plaza as a community
gathering place came from a high school study that was part of an effort to involve younger
members of the community in the planning process. Once articulated, the idea quickly
took hold as part of what the community wanted from new development. It became a
reason to support higher-density development near the prospective location of the plaza. 

• The interest in and willingness of the city to have a community-driven planning process
shaped the resulting process and outcome. More people were involved, and the plan is
regarded as having more staying power in the face of budget problems and other obstacles. 

• The initial staff objective was to achieve 75 to 80 percent support among the participants.
Extensive efforts to keep people involved and listen to their concerns resulted in almost no
opposition to the final plan. The NAC was in charge of the presentations to the planning
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commission and city council. No opposition to the plan was voiced during the formal city
public review process.

• Community involvement added 6 months to the original 18-month project development
schedule.

• The creation of a vision as part of the public involvement process established a base of
citizen understanding and defined community objectives that have contributed to both the
Neighborhood Plan and the post-plan adoption implementation. The community’s
response to the funding cutbacks described below has been guided by their objectives.
They have modified their implementation tactics to pursue the objectives more slowly and
in different ways, and by so doing they have maintained the acceptability and usability of
the plan.

Analysis of Project Outcomes

1. One key to success was the large effort made to take the process into the community.
Initially, the NAC was seen as the basis of community representation. As the process
unfolded, the NAC members realized that extensive involvement meant taking the process
into the community. Area meetings, chaired by a NAC member, were set up. Outreach and
decision making focused on both the NAC meetings and the area meetings.

2. As previously noted, the idea that the study should be community driven emerged at the
start of the FWBT process. City staff and consultants let go of the process and accepted
roles that did not always acknowledge the value of their expertise in a traditional way. 

The planning process reflected the need to involve more people and do so in a manner that
educated them to participate more effectively. One participant noted that taking the time
to gain involvement and commitment was critical, and a process that stayed with the
initial schedule would have been far less successful and would have had less long-term
staying power. As a result of the extensive efforts to keep people involved and listen to
their issues and concerns, there was almost no opposition to the final plan.

3. Spending substantial time creating a community vision established a broadly shared
understanding of community priorities and desired land uses. The creation of a vision as
part of the public involvement process brought the various elements of the community
together and created shared understandings of hopes and concerns. The vision process
created an essential framework for identifying specific community priorities and desired
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land uses. Everyone interviewed said that developing the vision statement was critical to
project success.

4. Shifting from simultaneous language translation to conducting meetings in English and
Spanish was a key to making participants feel engaged in the process. The idea of using
new technology in the form of simultaneous translating devices with earphones was
intriguing, but found to be less useful than conducting meetings in English or Spanish
with immediate translation. Immediate translation required more time, but community
members were more closely tied into what was being discussed. The ability to engage more
actively in meetings helped participants to feel listened to and involved.

5. Creating a plan was the first step in an ongoing process of city and community
cooperation. The concept of a plan has become part of an ongoing working relationship.
The NAC continues to function, and new people are recruited for various tasks. Successes
are celebrated, and new problems are addressed as part of a continuing process. When
budget problems emerged for the city, the NAC identified priorities for the use of city
funds. The NAC has started writing grant applications to obtain additional funding for
work on its top priorities.

Lessons Learned from the Project

The following are some of the advantages of a government agency’s having organized
neighborhood groups as active participants in the planning process:

1. Extensive involvement of the community can generate deeper, longer-lasting acceptance
and ownership of the results of the planning process.

2. A community-driven process must have strong support from senior elected and appointed
officials and staff. Senior staff must ensure ongoing commitment by the many parts of a
large organization, and they must actively counter organizational inclinations to keep real
decision-making with staff and rely on traditional ways of addressing issues.

3. Ethnic and language diversity in a planning area often requires taking additional time and
using multilingual techniques to communicate with and educate residents and other
participants.

4. Churches, schools, and other community organizations are valuable informational conduits
to and from the community. The role of these organizations can be reinforced if they are
encouraged to become active participants in the planning process.
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5. Development of a community vision is a critical part of preparing area plans. The vision
development process identifies common values and can bridge between disparate parts of
the community. The process takes time, and short-cutting weakens the basis for
subsequent decisions.

6. Benefits of involving citizen committee leadership in the project and meeting
management process include increasing public ownership of the process, obtaining
feedback to identify critical issues, reducing the potential for staff or consultants to
dominate the process, and assisting citizen leaders to use public meetings more effectively. 

7. A planning process that addresses longer-term land-use issues in an area that needs short-
term improvements benefits from addressing the more immediate issues and concerns
during and after the development of an area plan.

8. Public agency staff should be involved with community issues and accessible outside of
community meetings.

9. Staff should actively manage consultants to ensure that they tailor their work to the
specific needs and desires of the local community. 

10. Staff and consultants should use language that is understandable and not excessively loaded
with technical jargon.

Persons Interviewed

• Joan Rivas Cosby, neighborhood participant, member and current chair of the
Neighborhood Advisory Committee

• Eryn Demming, Redevelopment Agency staff person assigned to the FWBT project and
subsequent implementation

• Tara Kelly, Planning Department senior planner and project manager for the FWBT
Neighborhood Improvement Plan

• Paul Pereira, Community Coordinator for the FWBT area, Parks, Recreation and
Neighborhood Services

• Dayana Salazar, Interim Chair, San José State University Department of Urban and
Regional Planning and manager of a study of a portion of the FWBT area done before the
Neighborhood Improvement Plan with ongoing involvement bythe neighborhood

• Matthew Taecker, principal-in-charge and project manager for the lead consulting team
from Calthorpe Associates/Catalyst
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Documents Reviewed

• The Five Wounds/Brookwood Terrace Neighborhood Improvement Plan (August 2002) 

• The City of San Jose website

• City of San Jose General Plan (2001)
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APPENDIX F: WEB RESOURCES

GENERAL

Charrette Institute: www.charrretteinstitute.org

Congress for the New Urbanism: www.cnu.org

Design Matters: Best Practices in Affordable Housing Design: www.huduser.org/research

Environmental Simulation Center: www.simcenter.org

Good Neighbors: Affordable Family Housing: www.andnet.org/goodneighbors

Land Use Information Center (University of Oregon): www.uoregon.edu

Local Government Commission: www.lgc.org

National Governors Association: www.nga.org

PlaceMattersTools (Resource for community design and decision-making):
www.placematterstools.org.

Public Policy Institute of California: www.ppic.org

Sprawl Busters: www.sprawl-busters.org

DISPUTE RESOLUTION

Association of Conflict Resolution: www.spird.org

Conflict Resolution Information Service: www.crinfo.org

Consensus Building Institute: www.CBI-web.org

Consensus Organizing Institute: www.consensusorganization.com

Interagency Alternative Dispute Resolution Group: www.financenet.gov/iadrwg.htm

International Association for Participation Professionals: www.Iap2.org

National Association for Community Mediation: www.nafcm.org

National Resource Alternative Dispute Resolution: www.blm.gov/nradr

Policy Consensus Initiative: www.policyconsensus.org
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United States Institute for Environmental Conflict Resolution: www.ecr.org

Western Justice Center Conflict Resolution: www.westernjustice.org

TECHNICAL TOOLS

Animation Software

Autodesk Viz: www.usa.autodesk.com 

Creator and VIO: www.multigen.com 

3D Analyst: www.esri.com 

Impact Analysis

Community Viz (Community Viz, Inc.): www.communityviz.com

Index (Criterion Planners/Engineers): www.crit.com 

PLACE3S (California Energy Commission): www.energy.ca.gov

Quest (Envision Sustainability Tools): www.envisiontools.com 

What If? (What If?, Inc.): www.what-if-pss.com 

Site and Model Building

Community 2020 (Caliper Corporation): www.caliper.com 

MePlan (Marcial Echenique & Partners): www.meap.co.uk 

Model Builder (ESRI): www.esri.com 

Visual Preference Surveys

A. Nelessen Associates: www.nelessen.org

Local Government Commission: www.lgc.org

Looney-Ricks-Kiss: www.lrk.com
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ABBREVIATIONS AND ACRONYMS

3-D Three-dimensional

BART Bay Area Rapid Transit

BMR Below market rate

CAD Computer-aided design

CD-ROM Compact disc read-only memory

CUBE Center for Understanding the Built Environment

CUP Conditional Use Permit

DAR Digitally Accurate Reproduction software

EIR Environmental Impact Report

FWBI Five Wounds/Brookwood Terrace

GIS Geographic information system

GMI Growth Management Initiative

HOA Homeowners Association

LRT Light rail transit

MTI Mineta Transportation Institute

NAACP National Association for the Advancement of Colored People

NAC Neighborhood Advisory Committee

NIMBY Not in my backyard

PLACE3S PLAnning for Community Energy, Economic, and Environmental
Sustainability

RAID Residents Against Inconsistent Development

RAPOC Research Associates Policy Oversight Committee 

SACOG Sacramento Area Council of Governments



Abbreviations and Acronyms 

Mineta Transportation Institute

172

SANDAG Regional Council of Governments in San Diego area

SNI Strong Neighborhoods Initiative

TLC Transportation for Livable Communities

TOD Transit-Oriented Development

VTA Valley Transportation Agency
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