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From: Sherman Lewis [mailto:]  
Sent: Saturday, February 3, 2018 11:26 AM 
To: List-Mayor-Council <List-Mayor-Council@hayward-ca.gov>; Michael Lawson <Michael.Lawson@hayward-ca.gov>; 
Harriet Steiner <> 
Cc: Stuart Flashman <>; Jerry Cauthen <>; ; Joy Rowan <>; Bruce Barrett <>; Evelyn Cormier <>; Alison <>; Dag Forssell 
<> 
Subject: City of Hayward v. Board of Trustees 

I see you are in closed session Tuesday afternoon to consider this item. 

HAPA's frame of reference is that we should keep trying to persuade the CSU to follow its own policies (quoted in the 
HAPA News, attached, p. 2). We expect, however, to have to litigate, given ten years of the CSU not hearing us or itself. 

We appreciate the City's letting us work with you on the litigation now concluding. 

We request that the City take advantage of MP MM TRANS-5, which requires that the City should "prepare a deficiency 
plan to address future projected deficiencies. The Campus will cooperate with the City in developing measures to 
address future deficiencies, including the measures described in MP Mitigation Measure TRANS-1." (p. 2.0-5, Master 
Plan Recirc.) 

The language does not require, but it does not preclude, rapid shuttles as a way to mitigate traffic impact on the eight 
intersections. 

Is the City willing to work on a deficiency plan including shuttles? HAPA has done considerable research and we'd be 
happy to present it to you. Our PowerPoint has the concepts and our spreadsheets have the quantification. Does the 
City agree with the ideas presented on pp. 3-9 of the HAPA News? 

We disagree with the CSU claim that its TDM program is "robust" (p. 2.0-5). It does not exist at all. There is a list of 
possible policies, none studied. The Nelson Nygaard study done years ago had background information, not a plan. The 
TDM "plan" in the Master Plan (pp. 152-3) is a sketchy list of possibilities, out-of date, and inconsistent with current CSU 
policy. The campus itself has improved shuttle access, a policy not mentioned in the Master Plan as recirculated.  

The Recirc omits an important policy previously committed to: 
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From the Master Plan 
MPMM TRANS-1a: The Campus shall prepare a comprehensive TDM Implementation Plan that includes the steps 
necessary to plan for, fund, implement, and monitor the effectiveness of the measures outlined in the Master Plan TDM 
section and listed below. 
Improved Transit Service 

 Enhanced AC Transit Route 92 service to the Downtown Hayward BART station, ensuring 15-minute headways
from 6 AM to 10 PM; or continued and enhanced campus shuttle service providing a direct connection between
campus and Downtown Hayward BART.

From the Harder Road Parking Structure CEQA Findings of Fact... (p. 8) 

MPMM TRANS-1a: The University shall prepare a comprehensive TDM Implementation Plan that includes the steps 
necessary to plan for, fund, implement, and monitor the effectiveness of the measures outlined in the Master Plan TDM 
section and listed below. 
Improved Transit Service 

 Enhanced AC Transit Route 92 service to the Downtown Hayward BART station, ensuring frequent headways
from 6 AM to 11 PM; that are coordinated with BRT arrival times to met passenger demand, provided free to
University staff, faculty, and students.

Omitted: "...or continued and enhanced campus shuttle service providing a direct connection between campus and 
Downtown Hayward BART." 

If the City would like to improve transit from BART to the campus, this could be an opportunity.  

--  
Sherman Lewis  
Academic Senator for Emeriti   
Professor Emeritus, CSU Hayward   
President, Hayward Area Planning Association   
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From: Sherman [mailto:]  
Sent: Sunday, April 15, 2018 1:49 PM 
To: List-Mayor-Council <List-Mayor-Council@hayward-ca.gov> 
Subject: Fwd: City of Hayward v. Board of Trustees 

We also did not get an answer to this. 
-------- Forwarded Message --------  
Subject: City of Hayward v. Board of Trustees 

Date: Sat, 3 Feb 2018 11:25:53 -0800 
From: Sherman Lewis > 

To: Mayor Council List <List-Mayor-Council@hayward-ca.gov>, Michael.Lawson@hayward-ca.gov, Harriet Steiner 
<> 

CC: Stuart Flashman <>, Jerry Cauthen <>, , Joy 
Rowan <>, Bruce Barrett <>, Evelyn Cormier <>, Alison <>, Dag Forssell <> 

 I see you are in closed session Tuesday afternoon to consider this item. 

HAPA's frame of reference is that we should keep trying to persuade the CSU to follow its own policies (quoted in the 
HAPA News, attached, p. 2). We expect, however, to have to litigate, given ten years of the CSU not hearing us or itself. 

We appreciate the City's letting us work with you on the litigation now concluding. 

We request that the City take advantage of MP MM TRANS-5, which requires that the City should "prepare a deficiency 
plan to address future projected deficiencies. The Campus will cooperate with the City in developing measures to 
address future deficiencies, including the measures described in MP Mitigation Measure TRANS-1." (p. 2.0-5, Master 
Plan Recirc.) 

The language does not require, but it does not preclude, rapid shuttles as a way to mitigate traffic impact on the eight 
intersections. 

Is the City willing to work on a deficiency plan including shuttles? HAPA has done considerable research and we'd be 
happy to present it to you. Our PowerPoint has the concepts and our spreadsheets have the quantification. Does the 
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City agree with the ideas presented on pp. 3-9 of the HAPA News? 

We disagree with the CSU claim that its TDM program is "robust" (p. 2.0-5). It does not exist at all. There is a list of 
possible policies, none studied. The Nelson Nygaard study done years ago had background information, not a plan. The 
TDM "plan" in the Master Plan (pp. 152-3) is a sketchy list of possibilities, out-of date, and inconsistent with current CSU 
policy. The campus itself has improved shuttle access, a policy not mentioned in the Master Plan as recirculated.  

The Recirc omits an important policy previously committed to: 
From the Master Plan 
MPMM TRANS-1a: The Campus shall prepare a comprehensive TDM Implementation Plan that includes the steps 
necessary to plan for, fund, implement, and monitor the effectiveness of the measures outlined in the Master Plan TDM 
section and listed below. 
Improved Transit Service 

 Enhanced AC Transit Route 92 service to the Downtown Hayward BART station, ensuring 15-minute headways
from 6 AM to 10 PM; or continued and enhanced campus shuttle service providing a direct connection between
campus and Downtown Hayward BART.

From the Harder Road Parking Structure CEQA Findings of Fact... (p. 8) 

MPMM TRANS-1a: The University shall prepare a comprehensive TDM Implementation Plan that includes the steps 
necessary to plan for, fund, implement, and monitor the effectiveness of the measures outlined in the Master Plan TDM 
section and listed below. 
Improved Transit Service 

 Enhanced AC Transit Route 92 service to the Downtown Hayward BART station, ensuring frequent headways
from 6 AM to 11 PM; that are coordinated with BRT arrival times to met passenger demand, provided free to
University staff, faculty, and students.

Omitted: "...or continued and enhanced campus shuttle service providing a direct connection between campus and 
Downtown Hayward BART." 

If the City would like to improve transit from BART to the campus, this could be an opportunity.  

--  
Sherman Lewis  
Academic Senator for Emeriti   
Professor Emeritus, CSU Hayward   
President, Hayward Area Planning Association   
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We expect the Trustees to approve five subsidized parking structures for the campus in March. We 
have laid the groundwork for litigation in order to protect the environment and promote transit 
access to the campus. The draft letter below and attachments are part of this work. 

[Draft] Dear CSU Board of Trustees: 
The Hayward Area Planning Association urges you to NOT approve the Cal State East Bay 

Hayward Campus Master Plan Partial Recirculated Final Environmental Impact Report (CSUEB 
RFEIR).  

We support most of the Master Plan, particularly the building of new residence halls and the 
construction of the Pioneer Way access from Hayward Blvd. We are concerned, however, that 
the proposed five parking structures would be less cost effective for access than a system of 
shuttle buses. To be effective, such shuttle buses would need to be fast, frequent, and free. 
HAPA has done considerable planning of a first phase shuttle from Hayward BART to the campus. 
Parking structures, by contrast, are subsidized and economically inefficient, increase pollution 
and greenhouse gases, and cause more traffic and congestion.   

Furthermore, we note that conditions have changed substantially from the time of the Draft 
EIR on the Master Plan. The CSU for example, has a new system-wide policy of preferring non-
auto access and careful study of alternatives to parking structures, which has not been 
implemented for Cal State East Bay. We note also that Warren Hall has been demolished and 
replaced with surface parking, and that two soccer fields have been demolished and replaced 
with surface parking – probably the equivalent to the proposed Harder Road parking structures. 
This issue and others have not been studied, as laid out in previous answers to the President of 
Cal State East Bay and the Chancellor of the CSU.  

HAPA is strongly committed to efficient sustainable access and reducing greenhouse gases 
and our proposals have not been considered by the CSU. We believe that this RFEIR is 
inconsistent with CEQA and we will need to litigate to encourage the CSU to follow its policies. 
We have made several attempts to discuss these issues with the CSU and negotiate some 
agreement that could prevent litigation. We hope that if we do litigate, we can stipulate to 
allowing the Master Plan to go through except for the parking structures.  

Sincerely,  

Sherman Leland Lewis III, Ph.D. 

President, Hayward Area Planning Association 

Professor Emeritus, CSU Hayward  
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CSU Policy to prioritize transit over parking structures 
The CSU supports alternative transportation in its sustainability policies. The major 

document is Item 3 of the Climate Action Plan which states:  

“The CSU will encourage and promote the use of alternative transportation and/or 
alternative fuels to reduce GHG emissions related to university associated transportation, 
including commuter and business travel.” (Joint Meeting, Committee on Educational Policy and 
Committee on Campus Planning, Agenda Item 1, May 20-21, 2014, page 2.) 

The CSU has adopted a report by Nelson Nygaard, Transportation Demand Management 
Manual; Final Report, November 2012: 

P, 7: Goal 1: Encourage the Use of Non-Auto Modes … 

Objective 1A: Develop TDM programs that are effective, scalable, and sustainable over time. 
… 

p. 9: Objective 2B: Implement the most cost-effective blend of parking & TDM investments 
to accommodate affiliate needs. … 

Description 2B: Utilizing data collected for key criteria (Objective 1B), campus administrators 
can determine the cost-effectiveness of TDM programs offered at their campus. Cost-
effectiveness can be measured by evaluating the annualized marginal costs (the cost to 
accommodate one more commuter) of each mode and comparing them to one another. Costs 
can include any factors deemed appropriate by the campus, including monetary, environmental, 
traffic congestion, safety, and public health costs. With this information, a given campus can then 
determine the most cost-effective combination of parking and TDM programs over the life of the 
specified measure, given the needs of their campus. For example, if a new universal transit pass 
program is projected to cost $500 annually per person to serve 400 students and a parking 
garage is projected to cost $2,000 annually per person to serve the same population, it is prudent 
to invest in the transit pass program. As such, investments in non-auto modes need not be 
viewed as “subsidies” and can ultimately lead to lower transportation costs for both sustainable 
mode users and motorists. This example also highlights the fact that it can be financially 
beneficial for campuses to conduct a cost-benefit analysis before the construction of any new 
parking facilities to ensure that this is the most cost-effective transportation investment. 

p. 10: Goal 4: Preserve Valuable Campus Land. Objective 4A: Ensure that campus land is 
treated as a commodity to help meet future needs. Description 4A: Careful consideration should 
be given to the potential future use of campus land when determining how a campus will 
accommodate future growth. The opportunity costs of using campus land for parking 
investments as compared to other active uses should be measured when planning for future 
development. As a campus grows, there will likely be an increase in parking demand. However, 
by reducing existing and future parking demand through the use of TDM measures, the amount 
of parking that will need to be constructed in the future can be reduced. By reducing the amount 
of new parking, land can be utilized for more active uses such as on-campus housing, academic 
and research facilities, and green infrastructure. Freeing up on-campus land for active uses is 
especially important at campuses which cannot physically expand due to existing development or 
other constraints around the campus.    -End- 
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Basics of Advanced Planning for Access to Universities 
HAPA suggests the following ideas to implement the above policies: 

1. Overview: Efficiencies of step increases of ridership to concentrated destinations 
with flattened peak hours 

Automobiles dominate access to CSU campuses in California because the economics in the 
whole country subsidize car travel. Economics used here includes external costs of free parking, 
congestion, pollution, accidents, greenhouse gases, tax subsidies, and many other factors that 
are not incorporated into the prices that people pay. The economy as measured by money is 
disconnected from real economic values.  

Nevertheless, CSU campuses have an advantage that helps them move toward sustainable 
access. That advantage is a large number of destinations concentrated on a small area. With the 
automobile, access is attained through trips by single individuals. Transit requires a larger 
number of riders per vehicle to be cost effective. While automobile access can go up by one or 
two people per vehicle, transit access needs to go up by 20 to 40 people per vehicle, a large step 
increase compared to the automobile. Transit works poorly along a route of lower volume with 
high peak hour traffic and works better along a high volume route with travelers spread out 
across the day. Because of student and faculty schedules, campuses have this combination of a 
concentrated location, high volume, and trips across the day. 

Transit works better when ridership is spread out during the day rather than peaking, which 
requires transit vehicles used during the peak that are not used during off-peak. Campuses have 
spread out trips because of many different arrival and departure times based on class schedules, 
student schedules, and faculty schedules; only staff usually arrives and departs at peak hours.  

Therefore, the most potential for increasing transit ridership is on high volume routes and 
where a gateway route can have parking that supports changing to transit.  

2. The real economics of parking structures: concepts 

Parking structures are anti-economic unless there is a charge for each use based on the full 
cost of the parking. If a parking structure charges full cost, it is so high that few drivers if any will 
park there.  

Many of these costs are monetary: land, all-in construction, and operations. In the CSU 
system, the land is assumed to be free but that is not useful for economic analysis.  

Many of the costs are non-monetary: induced traffic and congestion, safety, health, 
pollution, greenhouse gases, and auto dependency.  

The analysis of costs has to be applied only to the upper levels of the structure minus the 
spaces used at ground level to support the structure. Analysis of surface parking is a different 
question. Parking structures only increase parking over the surface potential minus spaces used 
on the surface. Parking structures are expensive because of the cost of holding very heavy 
objects up in the air and the necessity of having a lot of the paved area for access lanes to the 
parking.  

How the parking is paid for is also very important. If permits are sold, parking is a sunk cost 
with no incentive to reduce use. Paying for each use preserves the incentive to find other means 
of access also, it is not economically sound to increase the cost of surface parking well above its 
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real cost in order to subsidize the cost of structured parking. Using surface charges to pay for 
structure is a cross-subsidy and reduces the incentive to find other means of access to campus.  

Based on the above, HAPA’s analysis of a cost per day of structured parking is so expensive 
that few people will not park there.  

3. Real economics: measurement. Cost effective?  

Looking at parking structures alone does not explain the choice that people have to make to 
reach a campus. They might pay a high cost for structured parking if it were the only means to 
reach campus. The analysis requires estimating the cost of alternative modes of access, primarily 
transit because walking and bicycling are not workable for most people. Also we can assume that 
those living on or next to the campus do not face the question of whether to drive or take transit.  

The economics of alternatives then needs to focus on transit access and car plus transit 
access, and also can initially start on the high volume gateway route to campus.  

This analysis is very complex because of the great variety of situations and because of the 
need to include both monetary cost and travel time in the analysis. Nevertheless, the analysis 
can determine a realistic dual elasticity for access which is the elasticity of driving compared to 
the elasticity of transit.  

4. The primacy of time in personal travel time budgets for work and education trips  

With few exceptions, travel time is the most important consideration for choosing mode of 
travel. In general, the exceptions are when a trip has unusually high monetary cost due to bridge 
tolls and high parking charges. People have about 20 different purposes for travel and these 
purposes have varying acceptable travel times. For example, shopping trips and meals out have a 
shorter personal travel time budget, and trips to work and for education have longer acceptable 
travel times. Also, when a trip for one purpose takes too long for the personal budget, a number 
of trips are accumulated so that all combined become worth the travel time. 

In the U.S., given the free parking and poor transit, travel time by transit with few exceptions 
is slower, often very much slower, than driving. Therefore, improving transit access to campuses 
must reduce travel time using advanced technologies which so far are little used in this country. 

5. Rapid bus: fast is necessary 

If transit is to compete with the automobile, the total travel time by transit has to be as fast 
as by car. This is difficult because the transit vehicle generally can travel only as fast as a car but 
has added stages of walk to transit, wait for transit, and walk to building after transit. The car has 
some similar travel stage issues which we will discuss later.  

To make transit fast it has to combine everything we know about advanced transit.  

• The motor of the heavier bus must be powerful enough to keep up with traffic including 
climbing hills as fast as cars, e.g. a 12 percent grade at 40 mph fully loaded.  

• The bus should be small, probably about 30 feet long as compared to a typical urban bus 
of 40 feet or longer. A 30-ft bus can carry 25-30 passengers. It needs to be smaller for 
maneuverability in traffic and for lighter weight for acceleration and hill climbing.  

• For purposes of sustainability the motor should be all electric or a dual mode diesel-
electric motor. A dual mode motor will use regenerative braking so that to slow the vehicle the 
rotation of the motor is reversed so that it acts as a generator, recharging the batteries. The 
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resistance of the generator slows the bus as it generates electricity to replace much of the 
energy lost otherwise.  

• The dwell time of the bus needs to typically be no more than a few seconds. The bus stop 
platforms need to be sidewalks raised to the level of the floor of the bus. The low floor bus needs 
to have a floor at the level of the bus stop. The guidance system needs to have controlled 
docking to park the vehicle within a quarter of an inch of the bus platform. 

• The bus driver does not collect fares. Using eco-pass, class pass and similar concepts most 
passengers ride without paying an individual fare. An inspector checks for fares occasionally, 
primarily for the purpose of education to encourage people to pay and fines a rider only for 
persistent violations. A combination of fast boarding and no fare collection speeds up the bus.   

• The bus needs to have red light pre-emption so the driver can push a button and turn the 
light green.  

• The bus needs to have right lane queue jumping which involves the driver turning all the 
lights red and going through the intersection in the right hand lane. This takes only a few seconds 
in practice.  

• The bus stops have to be spaced optimally to not be too close together, which would slow 
the bus down, and still have reasonable walking distances to destinations.  

• The route of the bus needs to be as direct as possible, such as cars use. In addition, if 
possible, the route can involve special construction to give it an advantage over cars by having a 
special bus lane access to a central campus location. Such a location can give the bus a time 
advantage relative to walking in from a car especially as the day wears on and people spend 
more time hunting for a parking spot and more time walking into their building.  

6. Rapid bus: frequency  

In addition to a faster bus, frequency is important. The time between buses is called 
headway. If the headway is five minutes or less, people don’t think about it; you essentially have 
a bus bridge. If the headway is 15 minutes or more, people have to plan when to leave a location 
to catch the bus to avoid an annoying wait time. 15-minute headway discourages ridership. A ten 
minute headway is ambiguous. Many people are willing to wait more than five minutes if they 
miss a bus; others are so put off if they miss the bus they don’t want to ride. The problem with a 
five-minute frequency is the cost of running more buses. The number of buses is affected by the 
length of the route. For example, a one-mile route could be served by one bus while a two mile 
route could require two buses with the same frequency. It is therefore important, for example, 
to get the route distance below 2.5 miles in order to get a ten minute frequency with a two bus 
system.  

Obviously a five minute frequency is the most desirable, but it also has higher cost and 
requires greater ridership to justify, which in turn requires greater density for adequate parking 
for park and ride. These systems of park and ride for transit have been very well developed for 
parking at airports and using air transit.  

While travel time budgets and individual trip needs are variable, the greater the frequency 
of the bus and the faster speed of the bus are essential for attracting riders.  
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7. Rapid bus: free is necessary, at least free to the rider 

The mantra for successful ridership is fast, frequent, and free. Assuming the route corridor 
has the capacity to provide ridership, then not charging for the ride is very important for 
attracting riders. The transit ride can be a bit slower than driving, but if it saves enough money it 
will attract riders. 

Students who typically have little income are much more price-sensitive than staff and 
faculty and also provide the bulk of the ridership. The parking fee of $130 per semester can easily 
be enough to persuade a student to take a bus for free with a class pass.  

The free ride combines with how a person is charged for using a parking structure. A free 
ride on transit can compete well against a high cost for each use of a structure. A person who 
might have to use a parking structure sometimes would have an incentive to ride the bus when 
they could.  

8. Rapid bus: capital costs  

The buses, signal equipment, sidewalk platforms, access lane to campus, and possibly a bus 
maintenance and office facility will cost in the neighborhood of five to ten million dollars for a 2.5 
mile route and 2 buses. These capital costs can be financed by borrowing based on parking fees 
on existing campus parking. This financing is especially feasible as a first stage where the increase 
in cost is relatively small. However, as the shuttle system is expanded, other financing needs to 
be found.  

9. Current economics of parking: fee and fine revenue, financial model, campus shuttle 
budget 

Under California law the CSU must charge the costs of constructing parking. The parking fee 
may also be used for alternative transportation, mostly shuttle bus access managed by the 
campus. Campuses are also able to use parking fine revenue to pay for buses. Typically a campus 
will have a transportation manager and contract with a bus operator to operate buses based on a 
request for proposal.  This same system can be used to operate an advanced rapid bus system.  

10. What should be cross-subsidized – parking structures or rapid bus? 

On many campuses, simply charge all students either through registration fees or through 
special class pass fee so that all students have paid even though only some use the bus. This 
financing clearly subsidizes transit by charging drivers and other people who don’t use the bus, 
which is a policy decision made in the context of the importance of improving sustainability. 
Properly implemented, the subsidy has some benefit to drivers by reducing congestion on the 
last mile of the route to campus. 

11. Analyzing the destination: buildings, class schedules, enrollment, days of the week 

The analysis of advanced transit access feasibility requires a careful study of the people who 
will be using the system, mostly students. Several types of quantitative information need to be 
put into a spreadsheet and analyzed. The campus map should be studied to see how the main 
route comes onto the campus for purposes of an extension going into the main campus as 
opposed to the parking areas. The walking distances from on-campus bus stops to the nearest 
building entrances need to be measured as well as the mid distance walking distance from 
parking areas to the nearest buildings.  
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The class schedules and enrollment in each class needs to be analyzed by building, time of 
day, and days of the week. The analysis needs to calculate for each building hour by hour the 
number of people who need to reach it. The travel time can then be calculated for a typical bus 
rider compared to a typical drive on a Monday and on a Tuesday, which tend to be the two high 
enrollment days of the week. A graph can illustrate very clearly the number of people on campus 
as it varies across the day from roughly 7:45 a.m. until 10:15 p.m., depending on class schedules. 
The relative smoothness of the graph compared with other destinations that have peak hours 
indicates the spread-out travel needs that are supported by transit.  

12. Analyzing the destination: projections of enrollment, faculty and staff, and on-
campus housing 

The analysis of advanced access requires projecting future needs based on enrollment, 
which also drives increases in faculty and staff. Also, increases in on-campus housing can reduce 
the needs for driving or transit to campus. Master plans consider these factors but typically plan 
for parking structures instead of for transit. Campuses should plan for transit access instead, 
including coordinating with host cities to improve smart growth policies that provide more 
housing and reduce the need to use cars. Campuses are parts of larger urban systems, so that the 
transition of a city to less car dependency can be coordinated with a similar evolution by 
campuses.  

13. Gateway corridor analysis: student origins 

Access to campus may come from many different directions so it is important to establish 
the cost important general route that is used and needs to be used by transit. While students 
have work as well as home origins the home origin is the most feasible available data for analysis 
based on student home zip codes. Even the zip codes can be misleading if the student has moved 
from a distant home to a near-campus or on-campus location. Zip codes which are an impractical 
distance away from the campus can be ignored. The closer zip codes can be queried with a 
statistical sample to test their accuracy. This data indicates the primary route of travel students 
probably take and the number using that route. Students may start from dispersed locations and 
converge on major routes close to the campus, which can be called gateways. The gateway count 
is the one that should be used for planning transit access, as it will have a shorter distance with 
more riders and fewer buses needed to serve it  

14. Gateway corridor analysis: travel analysis zones in CMA computer models for peak 
and 24-hour traffic 

Every county has a congestion management agency with a sophisticated computer model of 
major highways. Where these highways connect is a node and the road between nodes is a link. 
Special links connect the highway network to land uses. Land uses are divided into small travel 
analysis zones. Campuses are travel analysis zones so that we know the number of trips going to 
and from a campus for morning peak, afternoon peak, and 24 hours. The campus traffic indicates 
the best opportunities for transit to replace auto access.  

15. Gateway corridor analysis: city rubber hose vehicle counts 

Additional information on travel to campus is available from city traffic counts using rubber 
hose trip counters. The most important ones are located on the routes closest to the campus. 
This data is often reported in 15-minute or half hour intervals, indicating how flat the access 
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pattern is compared to peaking. This information should have specific counts that are 
comparable to the traffic volumes reported by the computer model and to the number of 
students using a gateway based on their zip code origins. These various sources of data provide a 
pretty good idea of the route and numbers of people that could transition to using a bus. The 
analysis can estimate how much of that travel would need to switch to bus to make the bus 
feasible. For example, one-third of a campus access might come through one particular gateway, 
and the bus might be feasible if one-third of those trips changed to the bus.  

The analysis of potential bus ridership needs to consider those along the route who can walk 
to the bus stops and those who can drive and park to catch the bus. A second phase of analysis 
for a more sophisticated analysis of future bus trips examines the potential for developments 
along the route with minimized parking. A second phase analysis also looks at the potential for 
lifestyle changes so that a student could live in a place without owning a car and afford expensive 
rapid transit like BART and use the bus to get to campus.  

16. Rapid bus patronage: total travel time 

In order to estimate the elasticity of transit we need to estimate the travel time of all the 
stages of the bus trip, which may consist of driving to a parking spot, walking to the bus stop, 
waiting for the bus, in-vehicle travel time, and walking to the destination building. The monetary 
cost also needs to be estimated.  

17. Drive-alone access: total travel time 

In order to estimate the elasticity of driving we need to estimate the travel time of all stages 
on the bus trip. The stages start at the same point of the previous analysis, which is driving to a 
parking spot, but then considering just the driving time to the parking lot, search time for parking 
spot, and walking to the destination building. The monetary cost also needs to be estimated. In 
this case in two ways: the marginal cost which is mostly the cost of oil and gasoline, and the 
average cost, which includes the depreciation of the car, insurance, maintenance, tires, batteries, 
and oil and gasoline. Accidents and the time spent on owning and using a car add to the cost.  

18.  On-campus surface parking supply related to parking demand 

The current culture believes that if a parking supply is filled to capacity, then the supply 
should be increased. This thinking is usually based on not charging for parking, but the CSU 
system does charge for parking, so the demand does reflect better the economic cost of 
providing supply. The difficulty is that the charge does not include the value of the land, certain 
overhead costs, and external costs so the price that students pay is still below the real cost. Also, 
parking demand usually occurs in the absence of cost effective transit alternatives. 

Often in the CSU system full surface parking lots are used to justify parking structures, but 
the cost of the structured parking is spread to the surface parking which results in a subsidy to 
the structured parking, as discussed in lesson 2. 

19. Shuttle ridership analysis: why the students ride the shuttle and their personal time 
budgets 

On many campuses, students ride shuttles which in that sense are successful. Research on 
travel behavior shows that when a shuttle trip meets a students’ travel time budget and 
willingness to pay requirements, they will take the shuttle. A travel time budget is the amount of 
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time a person is willing to spend on a given trip purpose, typically spending more time to reach 
work or the campus and less time for errands and routine shopping. 

The challenge then is to make a shuttle that can compete with auto access which requires 
that transit be fast, frequent, and free. Students, for example in Hayward can take BART or city 
bus to shuttle to reach campus. Students can also park their cars along the shuttle route and not 
have to pay for parking which is now $130 dollars for the Hayward campus. Already some 
students are doing this to catch the shuttle.  

The next step after competing with auto access is to provide a combination of housing and 
transit that meets a student travel needs so well that they no longer need to own a car. Then a 
student can use a public car (Lyft/Uber services, taxi, car share, car rental). This lifestyle has 
enormous cost savings and environmental benefits. 

20. Involving students in the planning process

How do student riders think the existing shuttle can be improved? Most campuses have 
shuttles so the student riders can be a valuable source of information about what they like and 
don’t like about the shuttle. Since the students will be paying for and using improved transit they 
should be involved in the decision about whether a proposal should be implemented or not. Any 
proposal will have some risk and student involvement can help develop a better plan.   

21. The crux of the matter: cross-elasticities in the primary corridor

A proposal for improved transit based on the above analysis culminates in the comparison of 
auto access and transit access. The dual elasticity compares travel time of auto access with travel 
time of transit access. If the travel time is competitive, the transit project is viable. The analysis 
also compares the monetary cost of travel which in the CSU system can easily be the deciding 
factor in getting students to ride transit. If transit is faster, or only a few minutes slower, and a 
student can save $130 or more per quarter, they may well choose to take the transit. 
Furthermore, if phase 1 hits its ridership targets there would be a basis for developing additional 
phases. With increased ridership transit can be made more frequent and more competitive. This 
process can be reinforced by the campus working with its host city to develop the kinds of 
housing and reduced auto dependency that make housing more affordable which is a critical 
factor for enrollments.  

These ideas have been further developed for CSU East Bay. A PowerPoint, spreadsheets, and 
detailed discussions can be found at: 

Link to  PowerPoint 

https://www.dropbox.com/s/zp8yf5rx5xxjw1v/Beeline%20Bus%20powerpoint.pdf?dl=0 

Link to spreadsheet 

https://www.dropbox.com/s/pvyf7lg3vthk8qn/Beeline%20Bus%20data.xlsx?dl=0 

 ------ 

Sherman Lewis, President, Hayward Area Planning Association 

https://www.dropbox.com/s/zp8yf5rx5xxjw1v/Beeline%20Bus%20powerpoint.pdf?dl=0
https://www.dropbox.com/s/pvyf7lg3vthk8qn/Beeline%20Bus%20data.xlsx?dl=0
mailto:sherman@csuhayward.us


 

 

 

AGENDA QUESTIONS 

& ANSWERS 

 

Items 8, 9, and 10  



AGENDA QUESTIONS & ANSWERS 
MEETING DATE: April 17, 2018 

Item #8:  Approval of Route 238 Tenant Transfer Assistance Program and Appropriation of Program Funding 

 
1. Would you please send me/Council a map of the Parcel group 5, 7 
and 9? If at all possible, I'd like to have this information by 9am 
tomorrow so that I can visit/view the site prior to the Council 
Meeting. 
 
2. While not ideal, is it possible to demolish the currently vacant 
properties on parcel group 5? 
 
 
 
 
 
 
 
 
 
 
3. Is the following factual? 
 
a. There was not enough existing infrastructure for people to buy the 
homes in question without more investment than any of the parties 
had available at the time the settlement and disposition was 
finalized. 
 
 
b. Units were rented to new tenets after the 238‐affected tenets 
moved. 
 
 
c. There was no requirement for people to use the settlement dollars 
for relocation. 
 

Maps were provided via email this morning. 
 
 
 
 

Public Works has drafted a Request for Proposals for Hazardous Materials Abatement Testing 
on all (53) of the properties that the City has and/or will acquire from Caltrans.  This testing is 
required prior to going out to bid for the building demolition. This RFP will be released this 
week. 
  
Considering the urgency of the work, staff is asking consultants to respond in two weeks 
instead of the standard three weeks.  The City will ask the consultant to proceed with their 
sampling and testing on the first twelve properties (ten in the Bunker Hill neighborhood and 
two in the SOHAY development area), which are currently vacant, as soon as possible. The 
City will bid the demolition of the first twelve homes following receipt of their abatement 
reports.  

 
 
 

Tenants who were part of the settlement agreement had the option of purchasing their 
home or receiving a stipend. Some of the tenants could not get financing or were not in a 
position/ did not desire to purchase their homes and opted for a cash payment. Some of the 
properties, particularly in Parcel Group 5, are on septic and need infrastructure 
improvements 
 
Correct, as part of the settlement agreement Caltrans had to rent the units to keep the units 
in circulation. They were rented but were advised that they were not eligible for relocation 
benefits. 
 
Correct, they were merely required to relocate once Caltrans, the City, or subsequent 
purchaser provided notice 
 



d. Existing tenets are not currently receiving Section 8 or other 
housing assistance programs 
 

Staff does not have any information on this. It can be determined when the relocation agent 
interviews tenants. 

 
Item #9:  	Approval of FY 2019 Community Agency Funding Recommendations 

 
What is the estimated allocation from HUD for FY19? 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Is there a reason that Rebuilding Together, Habitat for Humanity or 
other contractors cannot be part of the competitive process for 
home rehabilitation services?  
 

The estimated allocation for FY 19 is $1.2M.  Because Congress has not yet adopted the 
budget, this estimate is based on the FY 18 $1.2 M allocation. 
 
Of that $1.2M, $933,393 is disbursed for services and programs ($345,999 to programs 
within the Economic Development and Infrastructure Funding Category and $587,394 to City 
operated programs and HUD‐required Fair Housing activities) and the remaining $255,000 (or 
$20%) is for CDBG Administration.   
 
Breakdown of FY2019 $1.2M CDBG Funding Allocation 

 
 

 
No. There is no reason that the work that these two agencies cannot be part of the 
competitive process for home rehabilitation services. 
 
By way of background, the $350,000 allocation for the City‐operated Housing Rehabilitation 
Program, the City funds $100,000 to Rebuilding Together and Habitat for Humanity 
respectively, and has done so since FY  2015.  Rebuilding Together provides minor home and 
fall prevention repairs to owner‐occupants of single family homes.  Habitat for Humanity 
provides deferred loans for substantial improvements to owner‐occupants of mobile home 
units.  Both programs exclusively serve low‐income seniors and people with disabilities. 
 
The remaining $150,000 of the Housing Rehabilitation Program is administered by City staff 
who process individual residential applications and oversee contracts for various home 
improvements, including ADA improvements, code enforcement issues, or systems 
improvements.     
 



 

 
Item # 10:  	Presentation of Proposed FY 2019 Operating Budget and Update on Five‐Year Plan 

 
Why are the Cost Allocation Plan Update and Fleet Utilization Study 
annual items? 
 
 
 
 
 
Were there additional items that were brought forward from the 
Staff outreach conversations that have been or will be incorporated?
 
 
 
 
 
 
Also, is it an option to use 2‐3 million of the Russell City UUT dollars 
to pay the UAL portion of the OPEB ARC instead of General fund 
dollars?  
 
 

The work will not be done annually per se; however, the effects will have an annual 
impact.  For instance, currently, the cost allocation plan does not allocate costs to all funds 
that utilize General Fund services. When the plan is updated, these funds will begin to 
provide an allocation of costs from the General Fund to allow the General Fund to 
appropriately recover its cost of service provision.  Similarly, with the Fleet Utilization Study, 
a possible reduction in use and/or size of the fleet would have a lasting impact.    

 
Many of the options included in Management Partners report coincided with 
recommendations offered during the outreach to staff and are incorporated into the model 
(e.g. RPTT increase & Fleet Utilization Study). Staff is in the process of finalizing action plans 
from each department to implement staff recommendations for savings opportunities, 
revenue generating ideas, and process improvements. Not all of the staff recommendations 
have been quantified but we can report back on significant budget impacts as the action 
plans are implemented. 
 
This is absolutely an option given that if/when the time comes that these funds are no longer 
involved in ongoing litigation they will be unrestricted funds that Council has discretion 
over.  The revenues, although for previous fiscal periods, are in fact General Fund revenues. 
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File #: CONS 18-217

DATE:      April 17, 2018

TO:           Mayor and City Council

FROM:     Director of Human Resources

SUBJECT

Adoption of Resolution Approving the Amendment and Extension of Memoranda of Understanding
between the City of Hayward and the Hayward Firefighters, Local 1909 and Hayward Fire Officers
Association and Authorizing Staff to Execute the Agreements

RECOMMENDATION

That the City Council adopts a Resolution approving the amendment and extension of the Memoranda of
Understanding between the City of Hayward and the Hayward Firefighters, Local 1909 and Hayward Fire
Officers and authorizing staff to execute the agreements.

SUMMARY

The current MOUs with Hayward Firefighters, Local 1909 (“Local 1909”) and the Hayward Fire Officers
Association (“HFOA”) expire on December 31, 2018.  The attached Resolution will allow staff to execute
Memoranda of Understanding with Local 1909 and HFOA that amend and extend the current agreements
through December 31, 2023.  The amendments allow for administrative and legal language updates and
modest salary and benefit adjustments, resulting in an estimated General Fund savings of approximately
$822,000 when compared to the budget model for the same five-year contract period (FY 2019 - FY
2024).

ATTACHMENTS

Attachment I Staff Report
Attachment II Resolution
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DATE:  April 17, 2018    
 
TO:  Mayor and City Council 
 
FROM:  Director of Human Resources 
 
SUBJECT: Adoption of Resolution Approving the Amendment and Extension of 

Memoranda of Understanding between the City of Hayward and the Hayward 
Firefighters, Local 1909 and Hayward Fire Officers Association and Authorizing 
Staff to Execute the Agreements                      

 
RECOMMENDATION 
 
That the City Council adopts a Resolution approving the amendment and extension of the 
Memoranda of Understanding between the City of Hayward and the Hayward Firefighters, 
Local 1909 and Hayward Fire Officers and authorizing staff to execute the agreements.  
 
SUMMARY  
 
The current MOUs with Hayward Firefighters, Local 1909 (“Local 1909”) and the Hayward 
Fire Officers Association (“HFOA”) expire on December 31, 2018.  The attached Resolution 
will allow staff to execute Memoranda of Understanding with Local 1909 and HFOA that 
amend and extend the current agreements through December 31, 2023.  The amendments 
allow for administrative and legal language updates and modest salary and benefit 
adjustments, resulting in an estimated General Fund savings of approximately $822,000 when 
compared to the budget model for the same five-year contract period (FY 2019 – FY 2024).  
 
BACKGROUND 
 
The City of Hayward, like other cities throughout the nation, was severely impacted by the 
Great Recession and continues to face challenges with expenditure growth that is outpacing 
revenue growth in the General Fund budget.  While the City is experiencing positive economic 
improvement in many of its key General Fund revenues, such as Property Tax and Sales Tax, 
the City continues to experience an astronomical rise in employee benefit costs, particularly 
pension and healthcare costs.  Recent changes to the CalPERS discount rate to 7% and 
modification to the mortality and investment risk assumptions have only exacerbated the 
already steep growth in retirement benefit rates.  These increases will make it even more 
challenging for cities to fund ongoing operations and services to the communities we serve 
while continuing to provide our employees with a sustainable retirement and quality 
healthcare benefit options.   
 
The City of Hayward has worked hard to continue to provide quality services to the 
community and preserve employee benefits while taking significant steps toward attaining 
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fiscal sustainability.  This has included partnering with employees who have stepped up to 
help address the budget gap by reducing expenses related to salaries and benefits such as 
waiving salary increases and sharing the cost of benefits including retirement and medical.  
During the October 2017 Fiscal Sustainability Worksession, the Council identified several 
budget balancing strategies and directed staff to explore potential revenue enhancements and 
to continue partnerships with labor groups to address the increasing costs of employee 
benefits including retirement and health care through cost sharing and other strategic 
initiatives to reduce personnel costs.    
 
The City entered into negotiations with Local 1909 and HFOA in January 2018.  Over the last 
five years, these groups have acknowledged the need for reduced costs associated with 
salaries and benefits and, in the last contract, relinquished salary increases that they were 
otherwise entitled to and contributed 6% of earnings toward the City’s  share of retirement 
costs, saving nearly $5 million in the General Fund over the contract period.  The proposed 
agreement reflects a continued commitment to addressing the structural budget gap and 
offsetting increased costs of retirement and healthcare.  The parties reached a tentative 
agreement on March 21, 2018 and the agreement was ratified by the bargaining unit 
members on April 15, 2018.   
 
DISCUSSION 
 
Throughout the negotiations, both sides agreed that to address the growing budget gap, a 
continued partnership between the City and its employee groups is essential and success 
would be the result of compromise from both sides.     
 
The proposed changes include benefit cost sharing in the form of the continued 6% 
contribution toward the City’s share of retirement costs and a 1% contribution to OPEB 
(Other Post Employment Benefits).  Recognizing that health care costs continue to increase, 
Local 1909 and HFOA agreed to eliminate the highest cost plan, United Health, as an option for 
their members.  This plan currently costs up to $3,566.78 per month, which is nearly $1,000 
more than the next highest plan.   There is a City contribution of $2,400 per year to the 
deferred compensation account for all PEPRA members and $600 per year to the VEBA 
account of all members.   
 
Another key part of the proposal is salary adjustments.  Recent total compensation surveys 
show that Local 1909 and HFOA employees are between eleven and thirteen percent below 
market and the City is contractually obligated to compensate this group at the average of the 
top four survey agencies.  The City’s budget model for the extended contract period (FY 2020-
FY 2024) calls for a 2% salary increase each year.   The proposed MOUs call for no salary 
increase in FY 2020, a 2% increase in fiscal years 2021-2023, and a 3% increase in FY 2023, 
for a total of 9% in salary increases over the contract period, which is 1% less than what is 
budgeted in the City’s financial model.  This results in an overall savings to the City during the 
MOU period, which is maximized by the group taking no increase in the early year of the MOU 
and taking the largest increase in the last year.  Other salary adjustments are administrative in 
nature and include rolling incentive pay into base pay and renaming the current longevity 
pay.  Currently, employees receive 8% Paramedic Certification Pay and 2% for Emergency 
Medical Technicians, for a total of 10%.  Having the emergency medical technician 
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certification is a requirement for the paramedic certification.  The paramedic certification is a 
minimum requirement for the firefighter position and all new hires must have it.  Therefore, it 
is no longer appropriate to pay as an incentive and this will be rolled into salary.   
 
Other MOU changes are generally administrative and include language changes to reflect 
changes in law and policy.  The table below summarizes the key proposed changes:   
 

Table 1:  Key Proposed Changes 
MOU  
TERM 

PROPOSED  
LANGUAGE 

EFFECTIVE  
DATE 

Retirement/Cost Sharing 
Continue to contribute 6% of 
the employer’s share of 
CalPERS contribution 

January 1, 2019 (no 
interruption to current 
contribution) 

OPEB Contribution 
Employees contribute 1% of 
salary to OPEB 

July 1, 2018 

Salaries 

FY 2020 - 0% 
FY 2021 - 2% 
FY 2022 - 2% 
FY 2023 - 2% 
FY 2024 - 3% 

The beginning of the fiscal 
year, which is the pay period 
that includes July 1, for FY 
2020 – FY 2024. 

EMT Certification Pay 
Eliminate incentive pay and 
roll 2% into salary  

July 1, 2018 

Paramedic Certification Pay 
Eliminate incentive pay and 
roll 8% into salary 

July 1, 2018 

Sick Leave 

Add 24 hours vacation to the 
balance of all employees who 
have a sick leave balance of 
600 hours or more and have 
used less than 48 hours in 
one calendar year.   

Leave awarded for period 
beginning January 1, 2019-
December 31, 2019 and each 
calendar year through 
December 31, 2023.  

Other Benefits 

Contribute $200 per month 
to the deferred compensation 
account of PEPRA Members 
($2,400 annually) 

January 1, 2019 

Other Benefits 

Contribute $50 per month to 
the VEBA account of 
participating members or to 
the deferred comp account of 
members that don’t have a 
VEBA account ($600 
annually) 

January 1, 2019 

Medical Insurance 
Eliminate highest cost plan 
(United Health) 

July 1, 2018 

Long Term Disability 
Eliminate City paid disability 
plan for HFOA employees 

July 1, 2018 

Service Awards  & Receptions Eliminate City payments July 1, 2018 
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Overtime 
Pay Fire Officers FLSA 
overtime 

July 1, 2019 

 
FISCAL IMPACT 
 
The proposed changes result in an estimated savings of approximately $822,000 in 
comparison to projections in the General Fund budget model over the MOU period (FY 2019-
FY 2024).   
 
STRATEGIC INITIATIVES 
 
This agenda item is a routine operational item and does not relate to one of the Council’s 
Strategic Initiatives.   
 
NEXT STEPS 
 
Staff will finalize the agreements and obtain the necessary review by the City Attorney and 
approval by the City Manager to execute them.  HR will also work with Finance to implement 
the changes.    
 
Prepared and Recommended by:   Nina S. Collins, Director of Human Resources 
 
Approved by: 
 

 
 
Kelly McAdoo, City Manager 
 
 
 
 
 



  ATTACHMENT II 

 HAYWARD CITY COUNCIL 
 

RESOLUTION NO. 18-   
 

Introduced by Council Member                 
     
 

Resolution Approving the Amendment and Extension of the 
Memoranda of Understanding between the City of Hayward 
and Hayward Firefighters, Local 1909 and the Hayward Fire 
Officers Association and Authorizing Staff to Execute the 
Agreements  

   
 
 WHEREAS, the current Memoranda of Understanding between the City of Hayward 
and the Hayward Firefighters, Local 1909 (“Local 1909”) and Hayward Fire Officers 
(“HFOA”) will expire on December 31, 2018;  
 
 WHEREAS, the City, Local 1909 and HFOA entered negotiations in January 2018; 
and 
 
 WHEREAS, the City of Hayward has experienced some positive economic 
improvement and costs related to employee salaries and benefits, primarily retirement and 
healthcare continue to increase substantially; and 
 
 WHEREAS, Local 1909 and HFOA recognize the City’s fiscal challenges and continue 
to contribute toward the cost of CalPERS retirement and currently pay fifteen percent 
(15%) of which six percent (6%) is a cost share of the employer’s contribution rate; and 
 
 WHEREAS, the City, Local 1909 and HFOA have reached a tentative agreement to 
extend the Memoranda of Understanding that provides continued cost sharing of an 
additional 6% of the employers contribution rate, 1% contribution to OPEB, salary 
adjustments, and language changes; and  
 
 WHEREAS, the membership of Local 1909 and HFOA ratified the agreement as of 
April 15, 2018; and 
  
 WHEREAS, the proposed changes will save the City approximately $822,000 more 
than projected in the City’s budget model for the contract period of FY 2019 through FY 
2024; 
 
 NOW, THEREFORE, BE IT RESOLVED THAT THE City Council hereby approves the 
Memoranda of Understanding between it and Local 1909 and HFOA for the period of 
January 1, 2018 through December 31, 2023 and authorizes staff to execute said 
agreements, a copy of which will be on file in the Office of the City Clerk.    
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IN COUNCIL, HAYWARD, CALIFORNIA                            , 2018 
 
ADOPTED BY THE FOLLOWING VOTE: 
 
AYES: COUNCIL MEMBERS:   
   MAYOR:    
   
NOES: COUNCIL MEMBERS:   
 
ABSTAIN: COUNCIL MEMBERS: 
 
ABSENT: COUNCIL MEMBERS:   
 
 
 

ATTEST:___________________________ 
     City Clerk of the City of Hayward 

 
APPROVED AS TO FORM: 
 
_______________________________ 
City Attorney of the City of Hayward 



 

 

 

ITEM #8 

 

MAPS FOR APPROVAL OF ROUTE 238 TENANT 
TRANSFER ASSISTANCE PROGRAM AND 

APPROPRIATION OF PROGRAM FUNDING  
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From: Colleen Kamai  
Sent: Tuesday, April 17, 2018 8:11 AM 
To: List-Mayor-Council <List-Mayor-Council@hayward-ca.gov> 
Cc: John Stefanski <John.Stefanski@hayward-ca.gov> 
Subject: Item 8 - Parcel Maps  

Good morning, 

At the request of a councilmember and on behalf of City Manager McAdoo, I am sharing the attached maps related to 
tonight’s agenda item #8 Approval of Route 238 Tenant Transfer Assistance Program and Appropriation of Program 
Funding. 

The first attachment is a full map of all parcel groups, the second attachment are focused maps of parcel groups 5, 7, & 
9. 

Please let me know if you have any questions. 

Regards, 
Colleen 

Colleen Kamai | Executive Assistant 
City of Hayward | Office of the  Mayor & City Council 
777 B St., 4th Floor | Hayward, Ca 94541  
ph. 510-583-4340  |  fax 510-583-3601 
colleen.kamai@hayward-ca.gov 

CONFIDENTIALITY NOTICE: This electronic mail message and any accompanying documents are for the sole use of the 
intended recipient(s) and may contain CONFIDENTIAL and/or PRIVILEGED information. Any unauthorized disclosure, copying, 
distribution, use, or the taking of any action in reliance upon this communication is strictly prohibited.  If you receive this communication 
in error, please contact the sender by reply e-mail or by phone and destroy all copies of the original message and any 
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attachments.  Opinions, conclusions and other information in this message that do not relate to the official business of the City of 
Hayward shall be understood as neither given nor endorsed by it. 

REPLY ADVISORY:  Please be advised that messages sent to me on the City of Hayward e-mail system are not confidential and 
may be reviewed by other persons without my knowledge.  Please do not send messages or attachments that may violate the City of 
Hayward e-mail policy. 
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Carlos Bee Blvd

Harde
r Rd

Fault Trace

I

0 150 300 450Feet

May 7, 2015

Location: Bunker Hill Blvd/Maitland Dr/Harder Rd

Total Acres:       37.22  

Open Space Acres:       1.7  

APNs
445-0250-041-01
445-0260-084-03
445-0260-018-04
445-0270-054-02
445-0250-060-00
445-0250-059-01
445-0260-109-04
445-0260-018-03
445-0260-109-03
445-0260-002-00
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PARCEL GROUP 5- BUNKER HILL



Carlos Bee Blvd

Mission Blvd

Fault Trace

I

0 100 200 300Feet

Location: Mission Blvd/Carlos Bee Blvd

Total Acres:        9.75 

Open Space Acres:     0  

APNs
445-0200-012-01
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PARCEL GROUP 7- CARLOS BEE/MISSION  



Foothill Blvd

Oak St

Apple Ave

Sr 
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Location: North of Apple

Total Acres:        4.26  

Total County Acres:       1.59

May 7, 2015

County

APNs
415-0160-001-00
415-0160-002-00
415-0160-003-00
415-0160-004-00
415-0160-005-00
415-0160-006-00
415-0160-007-00
415-0160-008-00
415-0160-009-00
415-0160-010-00
415-0170-002-00
415-0170-003-00
415-0170-004-00
415-0170-005-00
415-0170-006-00
415-0170-007-00
415-0170-008-00
415-0170-009-00
415-0170-010-00
415-0170-011-00
415-0170-012-00
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PARCEL GROUP 9- APPLE/OAK



 

 

 

ITEM #10 – LB 18-010 

 

REPLACED ATTACHMENT VIII –  

PRESENTATION OF PROPOSED FY 2019 
OPERATING BUDGET AND UPDATE ON FIVE-

YEAR PLAN 

   



















 

 

 

PUBLIC COMMENT 

 

CHARLIE PETERS  
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