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Much of Alameda County already includes 
transit-oriented communities. Some were 
originally developed as neighborhoods and 
corridors served by streetcars, or were 
centered around commuter rail stations. Others 
were developed more recently and include a 
combination of focused TODs with more auto-
oriented development around them. 

The diverse land use context of the County’s 
varied communities greatly affects what types of 
transit-supportive improvements can or should 
be made to suit the needs of each unique TOC 
throughout the County. 

The recommended framework for TOCs in 
Alameda County seeks to balance these 
relationships to support community values, 
economic development, and the need to 
efficiently invest public funds for transit. The 
Metropolitan Transportation Commission’s Plan 
Bay Area: Strategy for a Sustainable Region 
outlines a future for the Bay Area where building 
density is higher in proximity to the higher 
level of transit service (as identified in the 
Countywide Transit Plan). The goal of these 
TOC guidelines is to provide direction and 
implementation tools that can help ensure the 
transit-oriented future envisioned in Plan Bay 
Area becomes a reality for Alameda County.

Transit-Oriented Communities
in Alameda County

Photo courtesy of Abby Thorne-Lyman
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Development Patterns in 
Alameda County
The development pattern and street networks 
that characterize communities in Alameda 
County can generally be divided into two 
categories: 

»» pre- or early automobile, streetcar-
oriented street networks 

»» post-WWII auto-oriented, suburban 
street networks with land uses organized 
into residential subdivisions, retail 
commercial centers, and office/business 
parks 

Generally, pre-automobile areas are more 
supportive of transit, while post-WWII auto-
oriented development patterns present more 
challenges for developing TOCs. 

Older, more urban neighborhoods in North 
County and some other county subareas were 
built upon the traditional street grid with denser 
housing and a mix of employment types. This 
allows for greater connectivity and better 
proximity to diverse uses. Transit stops and 
stations in these areas provide residents with 
greater access to regional employment centers, 
as well as connections to recreational and other 
non-employment destinations.  

Other cities, such as San Leandro and Hayward, 
have focused multimodal infrastructure 
investments and land use planning efforts in 
their downtowns which also have BART station 
access (the Regional Express transit service 
tier). These cities can use their existing pattern 
to improve current TOCs by zoning for higher 
intensity and a mix of uses along well connected 
complete streets that improve access to transit 
and throughout the TOC.

In contrast, more suburban cities such as 
Dublin and Union City primarily have post-
WWII land use patterns, which make them more 
auto-centric. This poses certain challenges 
for transforming streets and neighborhoods 
into more intense, mixed-use TOCs. In newer 
suburban communities, many collector and 
arterial streets lack frequent access from the 
surrounding low density neighborhoods and are 
fronted by landscaping and soundwalls. 

In older corridors, commercial centers can be 
changed through infill and reuse of underutilized 
properties and reconstruction of existing streets 
into complete streets. These cities may support 
higher intensity mixed-use TODs around existing 
and planned transit stations that would be 
part of a larger, overall lower density TOC. In 
these cases, connectivity to the transit station 
would be augmented with improved pedestrian 
and bicycle networks and other “last-mile” 
connectivity strategies. These include shuttles 
and ride-sourcing providers such as taxis, Uber, 
and Lyft, as well as parking for transit riders 
that is integrated into the TOC or TOD without 
overwhelming the pedestrian network. 

These cities may also be able to create 
additional TOCs by infilling with housing and 
retail in suburban office and business parks 
or commercial districts, such as the current 
development in Fremont. Land currently used for 
surface parking could be used to add housing 
and other commercial and community uses 
to support high-frequency/high-capacity bus 
transit.
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Aligning Transit-Oriented 
Community Characteristics with 
Transit Tiers
The characteristics of TOCs vary based on 
existing development, the overall context of 
the area, and the type of transit service that 
links them to the rest of the County and region. 
The following transit tiers were identified in the 
Alameda Countywide Transit Plan:

»» Inter-Regional

»» Regional Express

»» Urban Rapid

»» Local/Frequent/Community Connector

»» Streets Plus

Each tier serves a different purpose and need 
for transit riders and County residents. As a 
result, the “Six Ds” apply in different ways to 
each tier.  The variations that exist in Alameda 
County between development patterns and 
existing and proposed transit service (in the 
various tiers) presents a number of challenges 
for coordinating and developing communities 
that meet the diverse travel needs of the 
County’s residents. It is important that future 
land-use decisions be made in coordination with 
plans for existing and future transit services.  

Figure 14 presents the five transit tiers identified 
in the Alameda Countywide Transit Plan and 
indicates the general linkage each tier has 
with TOC and TOD opportunities. Although the 
TOC design guidelines apply in some form to 
all tiers, the Countywide Transit Plan is making 
recommendations for the Regional Express and 
Urban Rapid tiers only. 

Transit Station/TerminalCatchment Area Enhanced Transit Stop Local Transit StopLEGEND

The Six Ds of Transit-Oriented Communities

DESTINATIONS

DISTANCE

DESIGN

DENSITY

DIVERSITY

DEMAND
MANAGEMENT

INTER-REGIONAL: long-distance infrequent stops

REGIONAL EXPRESS: primary longer distance point to point commuter service

URBAN RAPID: frequent all-day high quality service

LOCAL FREQUENT/COMMUNITY CONNECTOR: frequent local service

Focus on multi-modal 
connections

TOC/TOD opportunities 
at route ends

TOC/TOD opportunities 
throughout route and 
larger catchment area

TOC/TOD opportunities 
are community driven with 
smaller catchment area

Relating Transit Tiers to Transit Oriented Communities and the Six Ds

Figure 14 - Five transit tiers identified in the Alameda Countywide Transit Plan and their relationship to TOD/TOC opportunities
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Inter-Regional Tier	

»» Trips tend to have dispersed origins arriving at the 
station via a variety of modes

»» Stations act as hubs for longer-distance travel and 
provide an opportunity for intermodal connections

»» Very limited stops (3 to 15 miles apart)

»» Peak or hourly service frequency 

»» Typically longer-distance lines than other tiers, 
usually greater than 40 miles

»» Carries a small portion, less than 1 percent, of the 
total transit ridership in Alameda County 

Regional Express Tier

»» Travel occurs between major nodes where there is 
substantial point-to-point travel. Provides access 
to major employment centers (e.g., downtown 
Oakland, Berkeley, and San Francisco)

»» Very limited stops (1 to 3 miles apart or greater)

»» Transit stations act as hubs for intermodal 
connections and can serve as a catalyst for transit-
oriented development

»» Carries a large portion, 66 percent, of County’s 
transit trips

»» High service frequency (greater than 8 trips per 
hour or headways of 8 minutes or less)
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