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“Public Purpose” 
No action has been taken by the City of Hayward since the last issue of HAPA News. The 

City is focusing on a different way of using the public purpose clause to get control of a large 

site between Mission Blvd. and Dixon St. The idea there is to have a park which is big enough 

for the City to claim a public purpose for the whole site, and develop the rest.  

I think it should be easy for the City to write a letter to the Attorney General, but the City 

has a lot on its plate and finds it hard to pat its head and rub its stomach at the same time.  

As Bayview in purgatory, we hope to have HAPA apply for the big bucks and see what 

points we can get from state review, even though we will be rejected for lack of site control. 

Dues will soon be due 
We will have a link on HAPA’s website so that dues can be paid through PayPal. You don’t 

need to have a PayPal account, just a credit or debit card. In February, we’ll send most of you an 

email with the link and a request for dues.  

Downtown Hayward: Loop Reform 
Expressway Scenario vs. Destination Scenario 

Downtown should be a destination, not an island in an expressway with wide streets and fast 
traffic. The Downtown Hayward Specific Plan should study and compare an Expressway 
Scenario, the Loop, which maximizes speed, traffic throughput and intersection level of service, and 
a Destination Scenario with slower two-way traffic, shorter safer pedestrian crossings, and more 
surface diagonal parking.1 The City would prepare a draft drawing showing lanes, directions, and 
parking. The Destination Scenario would bring more people downtown and improve service for 
pedestrians, bicycles, and transit.  

                                                 

1 Vikash Gayah, “Two-Way Street Networks: More Efficient than Previously Thought?” Access, fall 2012. The 
author confirmed to me that there is an error in Fig. 3; the key is reversed; the bottom dashed line is two-way network 
with left turn lanes. 
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The Hayward City Council had good intentions for 238 Improvements but chose the wrong 
goal, Intersection Level of Service (LOS) for cars and traffic throughput. The goal should have been 
service for all modes, including walking, bicycling, and transit, and getting more people downtown. 
The inconvenience of a slower two-way system for some drivers needs to be balanced against the 
inconvenience of the existing system for other drivers, local residents, other modes, and the losses to 
merchants.  

Do streets cause traffic? 

“Induced restraint” and “induced demand” are important concepts for explaining traffic. 
They are understood by scholars but not by the general public, and are not studied by cities and the 
traffic consultants they hire. Induced demand and restraint have to do with how street capacity itself 
influences the amount of traffic. Other things being equal, more streets increase traffic and fewer 
streets decrease traffic.  

The literature on induced demand is large, but the literature on induced restraint is small. Good 
research has been done on Manhattan numbered streets and on a bridge across the Thames in 
London. There is also a recent article in Access Spring 2014 on how the closing of a major freeway, 
the San Diego Freeway in Los Angeles with 300,000 trips per day, led to no traffic problems at all. 
I’ve drafted a literature summary, available upon request, on the issue covering a few dozen 
academic articles, with a summary of many specific things that happen to reduce traffic, from daily 
trip making to land use changes. 

Induced demand increases pollution by supporting more traffic over longer distances, but then 
induced restraint may increase pollution by causing more congestion. This seems to be “damned if 
you do, damned if you don’t”, but there is a solution, at least one obvious to scholars if not the 
public: the pricing model.  

Elected officials and the public tend to embrace the capacity model: building more streets. 
The pricing model shifts auto use from a free good paid for by taxes to a private good paid for by 
those who use the system. Properly implemented, pricing is a better approach for reducing 
congestion, for the economy, and for the environment. We actually use pricing now for our vehicles, 
on bridges, some parking, and even for congestion. The pricing model is used very successfully on I-
15 in San Diego County.2 

Congestion and Computers 

Traffic consultants use outmoded analyses yielding incorrect projections, yet traffic is rarely 
measured later to see if the projections are correct. The streets of the Loop, in fact, were not 
congested before the Loop was built, based on the design speed for urban arterials. The Alameda 
County Transportation Commission for decades has measured travel speeds on Loop streets and 
never found congestion—using the definition required by California law. Instead of Intersection 
Level of Service (LOS), the law uses Speed LOS, with LOS F considered a problem. The Loop has 6 
links, and in 2010, the most recent year not affected by Loop construction, 4 segments had LOS C 
and two were D. There has been so little congestion that the ACTC reports never comment on 
them; all the attention goes to the LOS F segments.  

The psychology of perception, however, still sees congestion. We hate to wait at a red light even 
if our overall average speed, which is harder to perceive, is acceptable. We would rather keep 
moving at 30 MPH than drive at 50 MPH and then have to wait at a traffic light. We think we 

                                                 

2 See http://www.keepsandiegomoving.com/I-15-Corridor/I-15-intro.aspx 

http://www.keepsandiegomoving.com/I-15-Corridor/I-15-intro.aspx
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should be able to drive fast on a main street, but we are happy to drive slowly on a narrow street, 
close to our destination, or in a parking lot.3 

The first problem is to define the amount of traffic to be analyzed. Traffic engineers do not 
generally model induced restraint and they use the same trip table of travel demand for both 
scenarios, which assumes the same level of trips. The computer models lead to pretend quantitative 
certainty, not real world probability. There are also interesting questions of professional ethics if 
assumptions, however well-intended, push the conclusions one way or another, but these biases are 
not perceived by decision makers who share the same car culture as the consultants.  

Loop: Solution and Problems 

The Loop analysis must look at  

Intersection level of service. The Loop was designed for this. 
Speed. The consultants must consider LOS monitoring definition used by the ACTC based on the 

design speed of the facility. The Loop was also designed to speed. 
Circularity and VMT. The Loop makes people go the long way around, increasing Vehicle Miles 

Traveled (VMT). Loop circularity for east bound on A St., for southbound on Mission Blvd. to 
Foothill Blvd., and for northbound on Foothill for Mission, increases travel time, distance, 
traffic, and pollution. Driving east on A St. is especially roundabout, .6 miles via Mission to C St. 
to Foothill, while going west directly on A St. is .2 mile between the same two points.  

Three routes reduced to two. Previously, northbound traffic could use three routes; now Mission 
traffic adds to traffic on Fletcher/Watkins and Foothill. Previously, northeast-bound could use 
three routes; now Jackson traffic is added to Watkins and Foothill. Previously, eastbound traffic 
could use three routes, now A St. traffic adds to C St. and small neighborhood streets. 
Previously, southbound traffic could use three routes, now Foothill traffic adds to traffic on 
Mission and Second St.  

Intersection blocking. The result of forcing more traffic on Jackson to go up to Foothill often 
creates a problem where northbound Watkins crosses Jackson. Drivers on Jackson often 
misjudge the traffic lights and get caught in the intersection, blocking northbound Watkins, 
which has a short signal time.  

Cut through problems. Eastbound A St., unable to go straight, often goes left up Mission and then 
onto neighborhood streets.  

Pedestrian problems. Wide expressways make it difficult, uncomfortable, and hazardous for 
pedestrians to cross the street, as compared to narrower crossings, pedestrian medians, and 
bulb-outs. 

Merge problems. The Loop requires intense lane changing, with many drivers ignoring pavement 
markings.  
From Mission northbound onto Foothill merging left to enter the Cinema parking structure.  
From Foothill southbound in right lanes, especially the inner lane which must quickly merge 

into the lane on the left, to westbound on A St. and then must merge more left to get on 
Mission southbound. Merging left fast enough to get into the CVS lot can be dangerous or 
impossible. 

                                                 

3
 For a great education on transportation in Alameda County, go to the 2012 Performance Report of the 

Alameda County Transportation Commission (ACTC) at 

http://www.alamedactc.org/files/managed/Document/12486/2012_Performance_Report_20131218.pdf. For the 

report on traffic speeds for 2010 and 2012, go the 1202 LOS (Level of Service) Monitoring Report at 

http://www.alamedactc.org/app_pages/view/8091; for 2012 and 2014, go to 

http://www.alamedactc.org/events/view/12969 (draft as of as of 7/18/2014).  

http://www.alamedactc.org/files/managed/Document/12486/2012_Performance_Report_20131218.pdf
http://www.alamedactc.org/app_pages/view/8091
http://www.alamedactc.org/events/view/12969


HAPA News, January 2015, page 4 

Jackson northeast-bound onto Foothill merging with traffic from D St. on the left and 
Mission on the right. Getting from Jackson to Foothill to D St. eastbound is so difficult it is 
prohibited, forcing a longer route and a still difficult merge to turn right eastbound on C St. 
If the pattern were changed to a two-way system, then D St. traffic at Foothill is reduced by 
allowing traffic to go up Mission to A St. Also, merges from Jackson and Mission onto 
Foothill are reduced by how the traffic lights would pulse traffic between Jackson and 
Mission.  

Exiting the Cinema Parking Structure onto Foothill it is impossible to cross safely so many 
lanes to get to eastbound on C St., and challenging to cross six lanes to reach eastbound on 
B St.  

Exiting the City Parking Structure onto Mission it can be difficult or impossible to change 
lanes fast enough to turn left onto C St. 

Queuing (lane stacking) problems. Excessive queuing occurs southbound on Mission in the left 
lane to go eastbound onto C St.; eastbound on C St. left lane to north on Foothill; eastbound on 
A St. in the left lane to go north on Mission; and northbound on Mission in the left lane to go 
west on Fletcher, sometimes outside the turn pocket all the way to the Plunge. In general, 
excessive stacking for left turns is a result of the counter-clockwise direction of the Loop.  

Inefficiency of lane use. Loop lane use can be measured in average daily traffic (ADT) per lane per 
block, as compared to other old downtown arterials in the Bay Area. ADT is the appropriate 
measure for general use, not peak hour volumes. The comparable arterials include El Camino, 
East 14th/San Pablo, and Telegraph Ave. One little-used lane on the Loop is the left lane 
southbound on Mission south of D St. to Foothill. 

Pulse traffic. Pulse traffic occurs when cars line up in all the lanes at a red light and have a “pulse” 
of traffic on the green, without much following traffic because of too many lanes. 

Parking lost to the Loop. The loss of parking on Loop streets and resulting decrease in commerce 
must be estimated.  

Land lost to the Loop. The Loop required acquisition of 30 parcels and destruction of 18 
buildings.  

Traffic-pedestrian conflicts. Pedestrians crossing Mission delay cars on B St. trying to turn left 
onto Mission. 

U turns. U turns along the route have increased due to overly long medians, compared to efficient 
block lengths with synchronized lights. One example is increased difficulty driving to the Plunge.  

Longer lights. There seem to be longer lights northbound on Watkins at D St. possibly due to 
traffic diverted from A St. to D St., and at other places with very wide pedestrian crossings. 
All of these points should be studied relative to a Destination Scenario. There should be a 

discussion of the trade-offs between more people coming to downtown and commercial growth 
versus more and faster through traffic.  

Once the Expressway and Destination Scenarios are defined and studied for a clean 
comparison, the City should survey public opinion and downtown merchants on the choices. 

Merge of Foothill and Jackson at the big traffic arch: there is no safe lane. Most of the cars on Foothill 
are crossing 3+ lanes to the left, and most of the cars on Jackson are crossing 3+ lanes to the right. This is 
bar none the most terrifyingly dangerous intersection I have ever driven (30 years, all over the country and 
bay area) INCLUDING driving in Tijuana 40 years ago. –Bonnie Peyton, Hayward resident 
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Concerns 

The old traffic analysis that justified the Loop does not inspire confidence that the City will do 
it better this time. The City is about to spend almost $1 million on studying downtown, but the 
scope of work is so vague it is hard to know what is meant. For example, it will study “complete 
streets,” which usually entail two-way traffic and more room for bicycles and pedestrians. “Complete 
Streets make it easy to cross the street, walk to shops, and bicycle to work. They allow buses to run 
on time and make it safe for people to walk to and from train stations.”4 The City may, however, 
ignore complete streets for the Loop, claiming it is needed to deal with congestion.  

The scope of work may include congestion, a code word for wider streets and bigger 
intersections. The consultant may ignore how induced demand increases VMT (vehicle miles 
traveled) and GHG (greenhouse gases) in the Expressway Scenario, or fail to model a good 
Destination Scenario. Conventional computer modeling over-predicts the amount of congestion 
because it is unable to consider induced restraint. We need to know the inputs used, a description of 
the algorithms used, the alternatives considered, and the outputs of the models. The City has 
informed me that the public will not have access to critical work products of the consultants, 
Kittleson and Nelson\Nygaard. 

Any good analysis is likely to show some congestion with the Destination Scenario, but less 
congestion than conventional modeling. A good analysis would show improvement concerning 
most of the points raised above, with benefits for business, pedestrians, and transit. It would show 
reduced VMT and GHG from induced restraint, reduced circularity, and increased use of other 
modes. The Destination Scenario could reduce through traffic by about 5 to 10 percent due to 
restraint, and should increase commercial access from more parking. The study should discuss at 
least briefly how subsidies and indirect pricing increases demand for car travel, how induced 
restraint reduces traffic in response to congestion. The EIR on the Specific Plan cannot be complete 
without this important factual information. 

 

Sherman Lewis, President 
Hayward Area Planning Association 
510-538-3692 sherman@csuhayward.us 
2787 Hillcrest Ave. Hayward CA 94542  

                                                 

4 From http://www.smartgrowthamerica.org/complete-streets/complete-streets-fundamentals 

mailto:sherman@csuhayward.us
http://www.smartgrowthamerica.org/complete-streets/complete-streets-fundamentals

