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Crossing Location Type Notes Improvements Cost 

East Lewelling Boulevard 
(identified as key 
crossing) 

Roadway, at grade Mid-block crossing 
 

Traffic Signal 
High Visibility Crosswalk 

$300,000 
$1,000 

San Lorenzo Creek Creek, overcrossing Convert existing crossing for bicycle and 
pedestrian access; Install railing 

Railing 
$5,000 

Planning-Level Cost Estimate 

Table 4-23 presents planning level cost estimates for the Segment 3.2 recommended Class I multi-
use path and crossing improvements.   

Table 4-23: Segment 3.2 Cost Estimates 

Facility Type Route From To 
Length  
(miles) 

Cost 

Class I 
UPRR Oakland 
Subdivision 

Elgin Wy Hampton Rd 0.80 $1,044,000 

Crossings     $25,000 
Traffic Signal     $301,000 
    Total $1,370,000 

 

 
Figure 4-17: Proposed Segment 3.2 Alignment 
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Segment 3.3: Hampton Road to A Street 

Summary 

Segment 3.2 is bordered by land uses conducive to a regional trail including single-family and multi-
family residential, schools and churches. There are two large school sites located immediately 
adjacent to the Oakland Subdivision including the Cherryland Elementary School and the 
Abramowitz Alternative High School where a regional trail would provide excellent walking and 
bicycling access.  

The elevated BART tracks are on the eastern edge of the corridor right-of-way.  Western Boulevard 
parallels the Oakland subdivision for the length of this segment.  There are no at-grade rail spurs 
and no known freight customers.  At-grade rail activity is likely to be infrequent; however, there are 
two at-grade rail tracks.  

Primary opportunities along Segment 3.3 include limited rail operations, supportive adjacent land 
uses, a parallel street right-of-way, and excellent access to the corridor from adjacent neighborhoods 
via low volume residential streets.  There are numerous roadway crossings; however, the roadway 
volumes are generally low and these at-grade crossings provide good neighborhood access to the 
Study Corridor.   

Constraints include limited available right-of-way and roadway crossings.  The typical right-of-way 
width is approximately 80 feet and has split ownership between Alameda County, the City of 
Hayward, and the UPRR.  The existing tracks include elevated BART tracks and two at-grade freight 
rails.  While the six roadway crossings along this segment yield block lengths of approximately 500 
feet, the roadway volumes are generally low and these at grade crossings provide good access to the 
corridor.  These short block lengths would limit the speed of bicycle commuters and other long-
distance riders but is conducive to local pedestrian and Safe Routes to School use.  

The East Bay Greenway’s preferred route is a bicycle boulevard on the western side of Western 
Boulevard. 

Alignment Recommendations 

The recommended alignment for Segment 3.3 is a Class I multi-use path in the Oakland Subdivision 
right-of-way (Figure 4-18).  A BART right-of-way alignment is infeasible because of limited ROW.  
A bicycle boulevard is feasible along Western Boulevard however, a multi-use path is preferred over 
an on-street facility based on the study goals and design guidance. 

Crossings  

Table 4-24 presents the Segment 3.3 crossings, recommended improvements and associated costs. 

Table 4-24: Segment 3.3 Crossings 

  Crossing Location Type Notes Improvements Cost 

Hampton Road  
( key crossing) 

Roadway,  
at grade 

Uncontrolled intersection High Visibility Crosswalk 
$1,000 
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  Crossing Location Type Notes Improvements Cost 

Medford Avenue (key crossing) Roadway,  
at grade 

Route path to intersection High Visibility Crosswalk 
$1,000 

Cherry Way  
(key crossing) 

Roadway,  
at grade 

Route path to intersection High Visibility Crosswalk 
$1,000 

Blossom Way  
(key crossing) 

Roadway,  
at grade 

Route path to intersection High Visibility Crosswalk 
$1,000 

Grove Way Roadway,  
at grade 

Route path to intersection High Visibility Crosswalk 
$1,000 

Sunset Boulevard (key crossing) Roadway,  
at grade 

Route path to intersection High Visibility Crosswalk 
$1,000 

 

Planning-Level Cost Estimate 

Table 4-25 presents planning level cost estimates for the Segment 3.3 recommended Class I multi-
use path and crossing improvements. 

Table 4-25: Segment 3.3 Cost Estimates 

Facility Type Route From To 
Length  
(miles) 

Cost 

Class I UPRR Oakland Subdivision Hampton Rd A St 1.40 $1,828,000 
Crosswalks     $6,000 
    Total $1,834,000 

 

 
Figure 4-18: Proposed Segment 3.3 Alignment 
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Segment 3.4:  A Street to D Street 

Summary 

Segment 3.4 is located in Downtown Hayward.  The Hayward BART Station, the AC Transit hub, 
downtown Hayward, and the nearby residential communities have the potential to generate 
significant numbers of pedestrian and bicycle trips, many of which would be drawn to a continuous 
regional trail along the Oakland Subdivision. 

Segment 3.4 constraints include limited right-of-way and complex grade-separated crossings.  There 
are two at-grade tracks located in the approximate 60 foot wide UPRR right-of-way with potentially 
available right-of-way located on the western edge.   

The East Bay Greenway’s preferred route is a bicycle boulevard on Grand Street to B Street.  A 
Class II bike lane on B Street will then direct users to the Hayward BART Station and the end of the 
East Bay Greenway.  An existing Class II bike lane on A Street provides an east/west connection to 
the corridor. 

Alignment Recommendations 

The recommended alignment for Segment 3.4 is a Class I multi-use path in the Oakland Subdivision 
right-of-way (Figure 4-19).  A path in the Oakland subdivision right-of-way would be feasible with 
the removal of the freight rail tracks, as discussed in Chapter 2.  This study analyzed additional 
alignment options following the BART right-of-way and on-street.  A path in the BART right-of-
way is infeasible because of BART configuration, utilities, and drainage.  A facility on a street within 
the public right-of-way is not feasible because there are no parallel roadways. 

Crossings  

Segment 3.4 has two crossings, both are at-grade.  Table 4-26 outlines the crossings in Segment 3.4 
and the recommended improvements with associated costs. 

Table 4-26: Segment 3.4 Crossings 

Crossing Location Type Notes Improvements Cost 

A Street 
( key crossing) 

Roadway,  
at grade 

Route to existing intersection at A Street 
and Grand Street 

High Visibility Crosswalk  
$1,000 

B Street 
(key crossing) 

Roadway,  
at grade 

Pedestrian-actuated mid-block crossing 
(Synchronized with B Street/Grand 
Street signal; dependent on traffic 
operations) 

Traffic Signal 
High Visibility Crosswalk $300,000 

$1,000 

 

Planning-Level Cost Estimate 

Table 4-27 presents planning level cost estimates for the Segment 3.4 recommended Class I multi-
use path and crossing improvements. 
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Table 4-27: Segment 3.4 Cost Estimates 

  Facility 
Type 

Route From To 
Length  
(miles) 

Cost 

Class I UPRR Oakland Subdivision A St D St 0.35 $457,000 
Crosswalks     $2,000 
Traffic Signals     $300,000 
    Total $759,000 

 

 
Figure 4-19: Proposed Segment 3.4 Alignment 

Segment 3.5: D Street to Sycamore Avenue 

Summary 

Segment 3.5 extends through central Hayward residential communities and some commercial uses 
with land uses generally conducive to generating potential trail users. The at-grade BART tracks are 
on the eastern edge of the corridor right-of-way where there are two freight tracks.   

The primary Segment 3.5 opportunities include limited at-grade rail operations and limited roadway 
crossings.  There are no at-grade rail spurs and no known freight customers.  At-grade rail activity is 



UPRR CORRIDOR IMPROVEMENT STUDY 

PROJECT RECOMMENDATIONS 
 

4-46 CHAPTER 4. RECOMMENDED ALIGNMENTS 
  

likely to be infrequent.   While there are no immediately parallel roadways providing on-street 
alignment options, the existing Class II bicycle lanes from Sutro Street to Silvia Avenue and then to 
Alves Street does provide a route parallel to the corridor.  

Constraints include narrow right of way, grade-separation challenges and a disconnection from the 
surrounding communities.  The right-of-way width is approximately 75 feet and contains at-grade 
BART tracks and two at-grade freight rail tracks. The corridor passes over Jackson Street via a 
bridge supporting the two rail tracks which has no width for a multi-use trail.  Another constraint is 
related to the corridor’s connection with the surrounding communities.  D Street and Sycamore 
Avenue are the only at-grade intersection crossings of this segment.  There is an existing pedestrian 
overcrossing at Sycamore Avenue.  The corridor is walled off on both sides by back yards of single 
and multi-family homes.  The limited street connectivity, while creating a possible advantage for 
through bicyclists, offers extremely limited pedestrian connectivity. 

Alignment Recommendations 

The recommended route for Segment 3.5 is a Class I multi-use path in the Oakland Subdivision 
right-of-way (Figure 4-20).  A 12-foot path on the western edge of the Oakland subdivision would 
be within typical design standards however, existing utility and drainage consideration would require 
more detailed analysis. 

Alignment options are limited in Segment 3.5.  The at-grade BART configuration prohibits a multi-
use path in the BART right-of-way and there are no parallel roadways to provide an on-street 
parallel route. 

Crossings  

Segment 3.5 has two grade-separated crossings, both over roadways. Table 4-28 presents the 
crossings in this segment, recommended improvements and associated costs. 

Table 4-28: Segment 3.5 Crossings 

Crossing 
Location 

Type Notes Improvements Cost 

D Street 
( key crossing) 

Roadway,  
overcrossing 

Convert existing crossing for bicycle and 
pedestrian access; Install railing 

Railing $20,000 
 

Jackson Street 
(key crossing) 

Roadway,  
overcrossing 

Convert existing crossing for bicycle and 
pedestrian access; Install railing 

Railing $30,000 
 

Planning-Level Cost Estimate 

Table 4-29 presents planning level cost estimates for the Segment 3.5 recommended Class I multi-
use path and crossing improvements. 

Table 4-29: Segment 3.5 Cost Estimates 

Facility 
Type 

Route From To 
Length  
(miles) 

Cost 

Class I UPRR Oakland Subdivision D St Sycamore Ave 0.52 $679,000 
Crossing     $50,000 
    Total $729,000 
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Figure 4-20: Proposed Segment 3.5 Alignment 
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Map 4: Hayward 

Map 4 begins at Sycamore Avenue in Hayward and continues south to Whipple Road.  The corridor 
in this area is bound by residential, downtown commercial and industrial uses.  The residential areas 
on the northern portion of the corridor do not have open space access within a reasonable walking 
distance.  Hayward’s bicycle network adjacent to the corridor consists of numerous east/west routes 
connecting the community to the corridor. 

The recommended alignment in this section of Hayward is a multi-use path in the Oakland 
Subdivision to Industrial Parkway. The Oakland Subdivision and Niles Subdivision cross at a grade-
separated crossing immediately south of Industrial Parkway, located in southern Hayward.  As 
discussed in Chapter 2, south of Industrial Parkway the range of alignment options changes 
considerably in this map area due to existing and planned rail activity.  The existing BART layover 
and maintenance yard, planned operations at that facility, and the planned rerouting of Capitol 
Corridor service from the Nile Subdivision to the Oakland Subdivision eliminates the possibility of 
using the Oakland Subdivision for non-motorized uses.  The feasible on-street alignments and 
potential Class I multi-use pathway alignment outside of the Oakland Subdivision are discussed in 
greater on the following pages.   

Figure 4-21 presents the recommended alignment for this area and includes a Class I path from 
Sycamore Avenue to Industrial Boulevard. The City of Hayward will determine the final alignment.  
The estimated annual operations and maintenance cost for the Class I facilities in Hayward is 
$58,000. 
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Figure 4-21: Proposed Map 4 Alignment - Hayward 
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Segment 4.1: Sycamore Avenue to Sorenson Road 

Summary 

Segment 4.1 is bordered by central Hayward residential neighborhoods and some commercial uses. 
The Oakland Subdivision is a significant division between the neighborhoods to the west and east of 
the Study Corridor in this area.  Between Jackson Street in the north and Orchard Street in the 
south, a distance of approximately 0.6 miles, the existing pedestrian overcrossing of the UPRR at 
Sycamore Street provides the only east-west neighborhood connectivity.   

California State University East Bay is located less than one-mile from the Oakland Subdivision and 
the existing Class II Bicycle Lane on Harder Road directly connects the Study Corridor to the 
campus.  Other existing east/west connections include a Class III route on Orchard Avenue.  An 
existing Class III route on Whitman Street provides a route parallel to the corridor.  

The at-grade BART tracks are located on the eastern edge of the right-of-way and there is one 
existing freight track.  Whitman Street, to the west, provides a parallel roadway alignment option. 

This segment of the Oakland Subdivision is constrained by the at-grade BART tracks and complex 
crossing issues.  This segment has three overcrossings including Orchard Avenue, Harder Road and 
Zeile Creek, a small creek south of Harder Road.  Assuming removal of freight rail from this 
segment of the Study Corridor, each of the existing rail crossing structures could be converted to 
trail use. 

Alignment Recommendations 

The recommended route through Segment 4.1 is a Class I multi-use path in the Oakland Subdivision 
(Figure 4-22).  A 12-foot path in the Oakland Subdivision would be within typical design standards 
however, existing utility and drainage consideration would require more detailed analysis. 

This study analyzed other alternatives for this segment including a continuous path within the BART 
right-of-way and an on-street facility, The BART right-of-way was considered but the at-grade tracks 
separation and barrier requirements prohibit a multi-use path.  An on-street bike lane is feasible on 
Whitman Street but it would require the removal of on-street parking.  Whitman Street is conducive 
to a bicycle boulevard treatment given its low traffic volumes and primarily residential land use.   

 Crossings  

Segment 4.1 has three crossings; two over roadways and one over Zeile Creek.  Table 4-30 outlines 
the crossings in this segment and the recommended improvements with associated costs. 

Table 4-30: Segment 4.1 Crossings 

Crossing 
Location 

Type Notes Improvements Cost 

Orchard Avenue Roadway, 
overcrossing 

Convert existing crossing for bicycle and 
pedestrian access; Install railing 

Railing $20,000 
 

Harder Road Roadway, 
overcrossing 

Convert existing crossing for bicycle and 
pedestrian access; Install railing 

Railing $25,000 
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Crossing 
Location 

Type Notes Improvements Cost 

Zeile Creek Creek, overcrossing Convert existing crossing for bicycle and 
pedestrian access; Install railing 

Railing 
$8,000 

 

Planning-Level Cost Estimate 

Table 4-31 presents planning level cost estimates for the Segment 4.1 recommended Class I multi-
use path and crossing improvements. 

Table 4-31: Segment 4.1 Cost Estimates 

Facility Type Route From To 
Length  
(miles) 

Cost 

Class I 
UPRR Oakland 
Subdivision 

Sycamore Ave Sorensen Rd 1.40 $1,828,000 

Overcrossings     $53,000 
    Total $1,881,000 

 

 
Figure 4-22: Proposed Segment 4.1 Alignment 
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Segment 4.2: Sorenson Road to Tennyson Road 

Summary 

Segment 4.2 is bound by residential neighborhoods and commercial uses at the northern edge of the 
segment.  The at-grade BART tracks are on the eastern end of the corridor right-of way and there is 
one freight track.  The right-of-way width is approximately 100 feet for the majority of the segment 
with approximately 25 to 30 feet separating the tracks from the western parcel boundary. 

Opportunities along this segment include significant pedestrian and bicycle trip generators and 
attractors.  The adjacent land uses include residential, retail and schools sites. The Bowman 
Elementary School property is located immediately adjacent to the right-of-way and Moreau 
Catholic High School is located immediately across Mission Boulevard only one tenth of a mile from 
the corridor.  Between Jefferson Street and Tennyson Road, there is an existing developed Class I 
trail through greenspace parallel to the corridor.  Whitman Road parallels the Oakland Subdivision 
to the west along the northern half of this segment and is a designated Class III Bicycle Route.  East 
10th Street parallels to the east along the southern half. There is also an existing east/west 
connection on the Class II bike lane on Tennyson Road.   

Segment 4.2 constraints are limited to existing rail activity and access to the Study Corridor.  There 
are no at-grade rail spurs and no known freight customers however all rail operations are at-grade 
and setback and separation from BART limits the feasible alignment options.  Equally important, 
the neighborhood street network is not connected to the Oakland Subdivision.  The existing 
pedestrian overcrossing at Sorensen Road is the only crossing of the UPRR right-of-way for the 1.2 
miles between Harder Road in the north and Tennyson Road in the south.  Conversion of this right-
of-way would significantly change neighborhood connectivity by providing potential connections 
between residences, schools and employment locations. 

Alignment Recommendations 

The recommended route through Segment 4.2 is a Class I multi-use path in the Oakland Subdivision 
ROW (Figure 4-23).  Alternative alignment options are limited.  Paths within the BART right-of-
way are infeasible due to setback and separation requirements from the at-grade tracks.  A bicycle 
boulevard facility following Whitman Street to the west of the corridor is feasible but does not 
comply with the study goals and design criteria as directly as would the Class I multi-use pathway. 

Crossings  

Segment 4.2 does not have any existing or proposed crossings. 
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Planning-Level Cost Estimate 

Table 4-32 presents a planning level cost estimate for the Segment 4.2 recommended Class I multi-
use path. 

Table 4-32: Segment 4.2 Cost Estimates 

  Facility Type Route From To 
Length  
(miles) 

Cost 

Class I UPRR Oakland Subdivision Sorensen Rd Tennyson Rd 0.80 $1,044,000 
    Total $1,044,000 

 

 
Figure 4-23: Proposed Segment 4.2 Alignment 

 

Segment 4.3: Tennyson Road to Industrial Parkway 

Summary 

Segment 4.3 begins at the South Hayward BART Station, continues through residential communities 
and ends near industrial uses.  The at-grade BART tracks are on the eastern edge of the corridor 
right-of way where there is one freight track.  There is no parallel roadway offering an on-street 
option for this segment. 

The characteristics of this segment present a mix of opportunities and constraints.  Primary 
opportunities include available right-of-way, adjacent land use, and limited roadway crossings.  The 
approximate right-of-way width is 100 feet with approximately 30 feet of right-of-way located 
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between the existing track and the on the western right-of-way boundary.  The South Hayward 
BART Station, transit-oriented development near the station, and residential communities all have 
the potential to generate pedestrian and bicycle trips, yet the residential subdivisions and industrial 
properties located between Oakland Subdivision and the Niles Subdivision represent a limited 
number of residents and employees.  The development of a regional multi-use pathway along this 
segment would bring some connectivity benefits between neighborhoods that are currently cut off 
from one another however the presence of at-grade BART tracks does mean that the corridor will 
persist as a crossing barrier.  Immediately north of Industrial Parkway there are undeveloped parcels 
contiguous to the right-of-way offering either opportunity for adjacent open space or other future 
land uses that could be compatible with a regional pedestrian and bicycle facility.   

Assuming that freight rail is discontinued as discussed in Chapter 2, the grade separated crossing do 
not present a significant constraint.  This study assumes the existing UPRR bridges over Tennyson 
Road and Industrial Parkway would be converted to multi-use pathway use. 

Alignment Recommendations 

The recommended route through Segment 4.3 is a Class I multi-use path in the Oakland Subdivision 
ROW (Figure 4-24).  A path within the BART ROW is not feasible due to grade change and limited 
right-of-way.  An on-street facility is not feasible because there are no parallel roadways. 

Crossings  

Segment 4.3 has one crossing over Tennyson Road.  Table 4-33 outlines the crossings in this 
segment and the recommended improvements with associated costs. 

Table 4-33: Segment 4.3 Crossings 

Crossing Location Type Notes Improvements Cost 

Tennyson Road Roadway,overcrossing Convert existing crossing for bicycle and 
pedestrian access; Install railing 

Railing $30,000 
 

 

Planning-Level Cost Estimate 

Table 4-34 presents a planning level cost estimate for the Segment 4.3 recommended Class I multi-
use path. 

Table 4-34: Segment 4.3 Cost Estimates 

Facility Type Route From To 
Length  
(miles) 

Cost 

Class I 
UPRR Oakland 
Subdivision 

Tennyson Rd Industrial Pkwy 0.80 $1,044,000 

Crossing     $30,000 
    Total $1,074,000 
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Figure 4-24: Proposed Segment 4.3 Alignment 

 Segment 4.4: Industrial Parkway to Whipple Road 

Summary 

Segment 4.4 is adjacent to residential communities on the east, however, the primary land uses 
surrounding this segment include the Niles Subdivision overcrossing and the BART layover and 
maintenance yard.  The single-family and multi-family neighborhoods within a half mile radius of the 
right-of-way have limited access to the Oakland Subdivision.  The Oakland Subdivision right-of-way 
is separated from the BART right-of-way for most of this segment.  The at-grade BART tracks are 
to the east of the Oakland Subdivision right-of way adjacent to the Niles Subdivision.   

There are limited opportunities for pedestrian and bicycle facility improvements along this segment.  
Industrial Parkway presents an opportunity to bypass both the BART yard and Niles 
Subdivision/Oakland Subdivision crossing.  Industrial Parkway and Mission Boulevard can provide 
a connection between south Hayward residential areas and northern Union City residential areas.  
The existing Class I sidepaths on Industrial Parkway and Mission Boulevard represent a significant 
opportunity to provide a connection around the rail operations constraints described below. 

Segment 4.4 constraints include rail operations, safety and liability, right-of-way, and incompatible 
adjacent land uses.  At the north end of this segment the Niles Subdivision and Oakland 
Subdivisions crossover via a grade separation.  This physical configuration necessitates that any trail 
facility must be routed north or south at Industrial Parkway in order to follow the perimeter of all 
rail operations.  In addition, the BART layover and maintenance yard operations are not conducive 
to public access and this study assumes that an alignment adjacent to or through this area is 
infeasible from a management and liability standpoint.  As discussed in Chapter 2 and in the 
introduction to this chapter, south of Industrial Parkway, a path within the UPRR Oakland 
Subdivision is infeasible because of planned Capitol Corridor operations.   
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Alignment Recommendations 

The recommended alignment is a multi-use path along Industrial Parkway (Figure 4-25) to Mission 
Boulevard south to Union City (Figure 4-26).  In order to access Industrial Parkway the multi-use 
pathway would cross to the south side using the existing overcrossing and then ramp down to the 
existing Class I side-path on Industrial Parkway.  Once on the south side of Industrial Parkway, 
pedestrians and bicyclists would use the existing Class I multi-use pathway along the frontage of the 
Mission Hills Golf Course to Mission Boulevard.  This facility is continuous from the Oakland 
Subdivision in the east as far east as the Mission Hills neighborhood entryway at Dixon Street.  An 
approximately 0.3 miles gap closure project around the commercial property located at the 
intersection of Industrial Parkway and Mission Boulevard is required to connect to the existing 
north-south Class I sidepath on Mission Boulevard.  This existing Class I sidepath on the west side 
of Mission Boulevard extends approximately 0.3 miles south to Fairway Street.  The Class I sidepath 
is then located on the east side of Mission Boulevard from Fairway Street south approximately 0.8 
miles.  The remaining 0.65 miles south to Whipple Road has not been developed and is 
recommended as a part of this study.  

Crossings  

Segment 4.4 has one roadway overcrossing over Industrial Parkway.  Table 4-35 outlines the 
crossings in this segment and the recommended improvements with associated costs. 

Table 4-35: Segment 4.4 Crossings 

Crossing Location Type Notes Improvements Cost 

Industrial Parkway Roadway, 
overcrossing 

Convert existing crossing for bicycle and 
pedestrian access; Install railing 

Railing 
Pavement 

$102,00 

 

Planning-Level Cost Estimate 

Table 4-36 presents planning level cost estimates for the Segment 4.4 recommended Class I multi-
use path and crossing improvements. 

Table 4-36: Segment 4.4 Cost Estimates 

Facility Type Route From To 
Length  
(miles) 

Cost 

Class I Industrial Pkwy Oakland Subdivision Mission Blvd 0.35 $420,000 
Class I Mission Blvd Blanch St Dry Creek Class I Path 0.70 $840,000 
Crossing     $102,000 
    Total $1,362,000 
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Figure 4-25: Existing Industrial Parkway Class I Path 

 

 

Figure 4-26: Proposed Segment 4.4 Alignment 



UPRR CORRIDOR IMPROVEMENT STUDY 

PROJECT RECOMMENDATIONS 
 

4-58 CHAPTER 4. RECOMMENDED ALIGNMENTS 
  

Map 5: Union City 

Map 5 begins at Whipple Road in the north and continues south to the Union City BART Station 
(Figure 4-27).  Planned and anticipated rail use for this map area of the Oakland Subdivision 
includes Capitol Corridor/Amtrak and UPRR freight.  This segment requires primarily on-street 
facilities through Union City to the Union City Intermodal Station.  Consistent with the southern 
half of the Map 5 area in Hayward, planned rail operations significantly limit feasible alignment 
options.  The estimated annual operations and maintenance cost for the Class I facility in Union City 
is $5,700. 

Segment 5: Whipple Road to Alvarado Niles Road 

Summary 

This segment of the Oakland Subdivision has two active at-grade rail tracks and active rail spurs.  
The right-of-way width is approximately 70 feet and has a grade-separated crossing over Dry Creek.   
There are no existing or proposed bikeways immediately adjacent to the corridor.  Location of 
Capitol Corridor (Amtrak) service on the Oakland Subdivision will increase rail service frequency 
and speed for this segment.  In addition, the Capitol Corridor layover yard may be situated north of 
the Intermodal Station and would use the Oakland Subdivision line.  

Segment 5 passes through northern Union City residential communities, industrial and commercial 
land uses and through the Union City Intermodal Station District.  The southern portion of 
Segment 5 is defined by the Union City Intermodal Station and TOD development. Single- and 
multi-family residential communities surround the BART station area as well as the Union Station 
commercial area at the intersection of Decoto Road and Alvarado Niles Road.  The elevated BART 
tracks are on the eastern edge of the right-of-way until the block between H and I Streets where it 
crosses over to the western edge.   East of the Niles Subdivision is a residential community.  There 
is no parallel public street right-of-way contiguous or immediately adjacent to the Oakland 
Subdivision.   

Opportunities in the northern area of Segment 5 are limited.  Residential development to the east 
may generate some trail users; however, it is separated from the corridor by the Niles Subdivision 
and industrial activities.  Railroad Avenue, beginning at Whipple Road offers the only public street 
alternative alignment in reasonable proximity to the Oakland Subdivision. 

Greater opportunities exist in the central and southern portions of the segment including adjacent 
supportive land uses, long block lengths, parallel on-street options and intermodal transit 
connectivity to BART, future Capitol Corridor service, and AC Transit bus service.  Union City 
High School, Charles F. Kennedy Park and Searles Elementary School are all located within one 
quarter mile of the Oakland Subdivision in this area.  11th Street (to the east) and 12th Street (to the 
west) provide an opportunity for parallel alignment within City of Union City street right-of-way.   

South of the Union City Intermodal Station area, the East-West Connector Project, a regional 
roadway capacity expansion project currently in design phase, will provide an east-west Class I multi-
use pathway from Mission Boulevard to Paseo Padre Parkway.  The southern terminus of this 
proposed bikeway will connect to Quarry Lakes to the existing Alameda Creek Trail.   This 
extension can connect the corridor to the proposed Fremont UPRR Trail, as shown in Figure 4-27.  
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Figure 4-27: Proposed Map 5 Alignment – Union City 
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Alignment Recommendations 

The short- and mid-term alignment recommendation for Segment 5 is to take advantage of the 
detailed network planning already completed by Union City and avoid the complex operational and 
grade-separation constraints that characterize the Oakland Subdivision in this area. Alignment 
options within the BART right-of-way are infeasible because of BART activities, except within the 
central portion of the segment.  A path within the UPRR ROW is infeasible because of planned 
Capitol Corridor operations and storage tracks.   

As shown in Figure 4-28, the recommended alignment follows Whipple Road, 6th Street, E Street 
and 11th Street to reach the Union City Intermodal Station.  Existing Class II bike lanes on 11th 
Street provide for bicyclist connectivity to the Union City Intermodal Station.  11th Street bicycle 
lanes exist and the other recommended street segments are part of the City of Union City’s 
proposed Class III bicycle route network.  Each of these recommended facilities is located on low-
volume neighborhood streets that provide a reasonably direct connection between the Intermodal 
Station and the proposed continuous Mission Boulevard Class I facility outlined above under 
Segment 4.4. 

The City of Union City is currently considering a connection south to Quarry Lakes Regional Park, 
the Alameda Creek Regional Trail and potential future City of Fremont UPRR RWT facility.  Union 
City is actively promoting inclusion of a Class I multi-use pathway in the State Route 84 Connector 
project that would achieve pedestrian and bicycle connectivity between the Intermodal Station and 
Alameda Creek Regional Trail at the City of Union City and City of Fremont boundary. 

Crossings  

Table 4-37: Segment 5.1 Crossings 

Crossing Location Type Notes Improvements Cost 

Decoto Road (identified key crossing) Roadway, at grade  N/A $0 

 
 

Planning-Level Cost Estimate 

Table 4-38 presents planning a level cost estimate for the Segment 5-1 recommended Class III 
bicycle route. 

Table 4-38: Segment 5.1 Cost Estimates 

Facility 
Type 

Route From To 
Length  
(miles) 

Cost 

Class III Whipple Rd Cry Creek Class I 6th St 0.06 $1,000 
Class III 6th St Whipple Rd E St 0.35 $5,000 
Class III E St 6th St 11th St 0.30 $5,000 
Class III 11th St E St Decoto Rd 0.55 $8,000 
    Total $19,000 
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Figure 4-28: Proposed Segment 5.1 Alignment  

Rail with Trail Alternative 

The alignments recommended in this chapter are presented as a rail-to-trail scenario.  In addition to 
a rail-to-trail alternative, a rail-with-trail option is possible in many segments along the corridor.  
Trail setback distance of the trail from the rail centerline, separation requirements such as barriers, 
and crossings must be considered in this option.    

Generally, a rail-with-trail is possible between approximately 105th Street near the San Leandro 
border and A Street in Hayward (Segments 2.1 and 3.3).  A rail-with-trail is also possible between A 
Street and Industrial Parkway in Hayward, however there are numerous pinch points. 

In most cases, the corridor between Segments 2.1 and 3.3 has adequate setback widths, typically 25 
feet or more.  A Street to Industrial Parkway in Hayward may also accommodate a rail-with-trail 
however, there are constrained areas where the typical setbacks cannot be accommodated.  At these 
pinch points additional barrier devices should be used where additional right-of-way cannot be 
purchased. 

A significant factor in engineering and financial feasibility of a rail-with-trail option is the number of 
grade separated crossing over major arterials where the right-of-way is occupied by separated BART 
and UPRR bridges with limited remaining right-of-way.  With rail service remaining in place, new 
pedestrian-bicycle bridges would be required.  Yet, there is insufficient right-of-way to expand the 
existing bridge abutments to accommodate a third bridge in these locations.  The only alternative in 
these situations would be to route the multi-use pathway around these grade separated crossings on 
to surface streets.  The long block lengths fronting the Oakland Subdivision and lack of 
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neighborhood street connectivity through many of the adjacent neighborhoods means this routing 
would result in an indirect facility. 

Appendix D of this report provides a detailed analysis of project alternatives considered. 
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