s a

MAJOR STREETS s




CITY OFFICIALS, COLUMBUS, OHIO

M, E. Sensenbrenner, Mayor

City ﬂuunq}l

0. J. Fillinger Roland A. Sedgwick
Joseph R. Jones Daniel J, Whitacre
Walter R. Snyder Jerry Spears, Jr.

Albert B. Gregg

BOARD OF COUNTY COMMISSIONERS,
FRANKLIN COUNTY, OHIO

C., P. Lauderbaugh - President
Harry Vigor Henry A, Koontz




THE FRANKLIN COUNTY REGIONAL PLANNING COMMISSION

William A. Schneider, Mayor of Bexley - President
C. P. Lauderbaugh, County Commissioner - Vice President
Ernest H, Stork, Director, Columbus Planning Comm. - Secretary

EXECUTIVE COMMITTEE

The officers and -

parker Bloser, Mayor, Upper Arlington

C. Holmes Hummell, Representative, Townohip Trustees Association
Elmer Hegenberger, City Planning Commission, Columbus

Henry A. Koontz, County Commiss ioner

A. K. Pierce, Mayor, Grandview Helights

Harrison Sayre, Member at Large, County

Leon Silverman, Member at Large, Columbus

Robert Teaford, City Planning Commission, Columbus

COMMISSIONERS

A. J. Ballard, Member at Large, County

James W. Barnett, Village of Valley View

B. K. Black, Village of Dublin

Kenneth Browning, Township Trustee, Clinton Township
Richard Culbertson Davis, City Planning Commission, Columbus
Robert Denmead, Member at Large, Columbus

Harry Fraas, Village of Worthington

Paul Herbert, Member at Large, Columbus

Alva Hi1l1, Village of Harrisburg

Robert Irwin, Member at Large, County

Elmer Lambert, Village of Groveport

Ernest Little, Village of Riverlea

Robert McCormick, Village of Hilliard

Kline Roberts, Member at Large, County

orville Swickard, Village of New Albany

Harry Vigor, County Commissioner

Edward Wagner, Member at Large, County

Roy B. Weed, Member at Large, County

Paul White, Village of Grove City

STAFF

Grover F. Clements, Director

Richard ¥W. McGinnis, Chief Planner

Stuart Burman, Planner

jarmon Merwin, Planner

ronon Sawyer, Planner

jert Barry, Junior Planner

Stanton, prchitectural Draftsman
Baca . Senior Draftsman

: Chief Clerk



L7 NMORTH PLEWEMTH aTHIE]

st AT ERATHILOREW gAlNT LOULS L MISSOURI

AR |

w il LR T

o L ERARCHEN

|.ﬂ'-' i _.:I|.' i

SUCE = B . Jee ]
Th b i e

g, e Lt

city Planning Commission
Franklin County Regional Pianning Commission

Gentlemen:

e are plaaaed to submit herewith our preliminary repoTt
on "iajo¥ Stroets, parking and Transit”, which is the second
in the geries of reports comprised in the preliminary planning
program.

gtrectis provide the framework of the city gtructure. The
failure to plan for saie and adequate major gtreets well ino
advanco of urban dﬂ‘velﬂpmant in the pasti has resulted in acute
and ever jpereasing congestion in most of our large urban centers.

impruucmcnt in circulation facilities 18 not now an easy task.
However, much can be aﬂﬂﬂmpllﬁhEd over a period of years DY
consciously following 3 carefully prapared plan for a coordinated
ma jor gtreet Sysieh. Hew subdivisions and building activities
5hcu1d be currelateﬂ and puhlic imprnvﬂmpnts prugranmeﬂ in
accordance with the plan.

The pruviﬁiﬂn of qdequate aft-street parking spaces is now
fEEUHniEBd as an imprutant aspect of the trafiic problemn. It is
also raungnized t+hat mass tranﬁpnrtntxun and the private automo-
bile are complementary means of transportation, provision for
each of whiech 18 essential 1in 8 well balanced street and highway
gystem. While these gubjectis have beed treated as to present
conditions and desirable mernvamantu, no long-range parking

or gransit plans have beel preparﬁd dua to the gRigencles of

the preliminury planning prOogTalis

During the preparntiﬂn of thesé studies we have received
the excellent cooperation of wany individuals, officials and
ﬂrgnnizntiunE. Ve partiﬂulurly wish tO express our appreciutiun
the assistance given DY the State Highway Depar tment

AniAng Survey, the City¥ apnd County Engineers as =pll as the
your CommissSions.

Heapucttully submitted,

BARLAND BHHTHGLGHEW ARD ASSOCLATES
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INTRODUCTION

The very existence of a community depends on communication
transportation and public service facilities. Ample streets
and highways are essential to all facets of everyday living,
getting to work, operating a business, marketing goods and
shopping, enjoying cultural and social intercourse, and
even to raecreation or pleasure riding., Streets also furnish
a location for the vast network of underground and overhecad
utilities--telephone, electricity, gas and water lines,
sanitary sewerage, etc.--which serve all parts of the
community. Thus, streets comprise the basic framework of
the urban pattern.

The present traffic difficulties in Columbus as in
most other large urban centers stem from the inadeguacies
of past street desigon and arrangement, Broad Street, High
and other downtown arteries reveal, however, that the city's
original street layout was concelved on a broader scale
and with greater vision than subsequent additions to the
plan, The original designers oi the street system had no
Cﬂﬂﬂﬂptiﬁl‘l of current ﬂEmHﬂdE, and the 131‘31’: amount of vacant
land made it practicable to provide generous street areas,
It is the numerous additions, rather tham the original plan,
which have set the pattern of the present day community,.
While it was only in recent decades that the need for wide
streets for moving vehicles was becoming apparent, land values
were theretofore increasing and provisions for streets weare
far less generous, Thus, Columbus, like other American
cities, is largely a heterogenreous patchwork of individual
developments, mostly upncoordinated, bearing little conscious
relationship to each other and almost none to an over-all
design for the community as a whole, Existing streets are
generally narrow, disconnected, or uneven in character so as
to be inadequate for smooth traffic flow, and easy movement
is further compliecated by the many railroads and the necessity
for bridging, even though with relatively short structures,
of the four prinecipal streams which traverse the urban area.

A generation or more ago, before the advent of the
automobile, narrow streets were quite satisfactory., With
the ever increasing numbers of private cars, together with
2 growing population, existing street pavements becamo
ly inadequate, particularly when forced to serve the
8 functions of accommodating vehicular movement and
® parking. Despite the expansion of the urbun area
comitant increase in the volume of traffie,
ng major routes, the streets themselves bave
d th much the same rights-of-way and




pavement widths as originally established, Ribbon commercial
development along so many of the major thoroughfares in
Columbus has contributed materially to the increase of traffic
and the lack of adequate capacity to accommodate same, It
will ultimately be costly, but absolutely essential, to bring

many of the principal arteries up to modern standards capable
of meeting future requirements,

Another traffic problem in Columbus, which is perhaps
graver than that in the average American city, is the
exceptionally large volume of traffic presently forced into
or through the central business district by the almost
complete lack of good crosstown and circumferential routes.
Due in part to the partial barriors imposed by the Scioto
and Olentangy Rivers and other streams, in part to the
extensive excavation of limestone and gravel which has
created several hundreds of acres of wide, deep pits,in part
to the large railroad yards to the east, and to other factors,
it is almost impossible to travel between widely separated
portions of the urban community without going through the
center of the city or at least from one to several miles
farther than any other reasonably direct route between these
points, The development of new crosstown and circumferential
thoroughfares is imperative to improvement of present traffic
conditions in the downtown district as well as in other
sections of the community.

A good system of major thoroughfares should be designed

to promote the most desirable and appropriate developuent
of each part of the urban area,as well as to serve the con-
venience and efficiency of the area as a whole, Thus,
recognition should be given to existing and future commerce
and industry as well as to residential districts, Instead
of the present dispersion of traffic over many residential
streets, a relatively few high capacity, strategically located
arteries should be developed to handle this traffic, and
residence neighborhoods, wherever possible, should be pro-
tected and preserved from the annoyance of extraneous traffic.
Major thoroughfares should follow the boundaries of new
neighborhoods, rather than traverse them, and new major
arteries, such as expressways, should be located wherever
possible along patural physical features or along the borders
of principal industrial, commercial or residential districts,

- ¢ thoroughfare system, in short, should be made to
the most desirable environment for work, for play
goc living conditions in general as well as to serve
ary functions of accessibility and eirculation
rte of the community,
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The first requirements in planning any thoroughfare
system are an appraisal of the existing streets and a
determination of the needs and characteristics of traffie
flow. Thus, answers must be found to the questions what
are the traffic volumes now? What will this traffic be 10,
or 20, or 25 years from now? Where does the traffic originate?
Where does it wish to go? WVhat is the pattern created or to
be created, by the locations of homes and stores and industries.
by the schools and athletiec fields and theatres and the myriad
places where people go?

Columbus has recently begun the building of a system of
expressways which will be a major feature of the future
thoroughfare program. A plan of other major streets is
needed, however, to complement as well as to supplement the
exXpressway system, so that the most effective and fullest
utilization may be made of the latter in additiom to creating
good facilities for communication between all parts of the
city and the urban area beyond. The proposed expressway
system bhas been studied and in minor instances, modifications
recommended, in order to coordinate all traffic arteries with
the principal traffic movements throughout the Columbus area.

General principles and standards to be followed in the
development and administration of a major thoroughfare system
are set forth in the sections whieh follow. The existing
street system, the volume and trend of current and future
traffic, and other factors influencing the development of
a major street system are also discussed. The variocus types
of thoroughfares whieh make up the proposed system are
described along with plans of typical street improvements
suggested for development of the new thoroughfares.
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PRINCIPLES AND STANDARDS OF A HAJOR STREET S5YSTEN

Experience has shown that large volumes of trafific can
best be handled over a relatively few direct, well improved
thoroughfares, rather than over a large number of local sireeis.
This has many advantages. For example, traffic control is
grently simplified; only a small portion of the over-all
street system need be paved to thoroughiare standards; and
residentinl streets are afforded relief from disrupting and
undesirable extranecus traffic, BStreet construction and
maintenance are far less costly since minor streets, comprising
from T5 to B0 percent of the total street mileage, require
only comparatively light pavementis and narrow widths to serve
their main function of acecess to abutting property. Such
loecal streets need a right of way of only 50 to 60 feet,
and frequently only a three lane pavement to handle local
vehicular and pedestrian traffic,

Types of Streets

in general, major streels ghould be designed as a network
to take care of the principal wovements of traffic betlween
residence districts and centers of employment in industry
and trade and, of course, the central business district,
Following is a summary discussion of the several types of
routes that should comprise a comprehensive Bysten of major

nginl Thoroughiares

The central business district is the hub or wain focal
point of traffic in the city. Various streets and highways
radiate outward from this area like the spokes of a wheel,
providing access to and from major segments of the wrban area
and direct routes to the countryslde and communities beyond,
Consequently, radial arteries carry the larpgest volumes oi
traffic and, with a few excepilions, make up an important part
R the state and Federal highway sysiloas through the urban area.
X p like many other large cities, has a good gysten of
horoughliares even though many of these gtracts are
adequate in widtb.

euhstantial volume of traffic within
'”#1 ions =econdary focal polnts Fucr_
SMence districts and between ceriall
versity section Or Bain shopping
o of movement 185 .';Ei.'IEL‘-.":i]:-.-'
due partly to the narrow=
i etrects and partly to the
BER and crecks and the

L direct routes
§ this travel
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necdlessly circuitous, but forcea much traffic through the
congested central business district. A good system of cross-
town thoroughfares would reduce the load on many of the
heavily travelled radianl erteries. In so far as possible,
crosstown streets should be planned to intersect the radials
at strategic points for acconmodating these movements without
hisecting residence neighborhoods, Crosstown streets need
not be of the same high standards as radials, but they should
be of sufficient width to take care of the traffic without
delay or congestion and to encourage their use rather than
spilling over on radials or on minor parallel streeis.

Circumferential Routes

Circumferential routes vary somewhat in function and
character, but they are basically continuous loops at different
distances from the central business district. One of their
principal functions is the creation of more or leoss direct

routes botween widely different parts of the city without
the necessity for traversing the downtown distriet or other
congested areas. They may be classificd as of several types:

l. A by-pass route enabling close-in traffic to skirt
the central business district without crowding through it,

as mentioned above.

2., An intermediate loop at some distance from the
business district which connects most of the major centers
of industrial employment and other secondary foci within

the urban area,

3. A belt or by-pass route at the outer edge of the
future urban area connecting major highway approaches to
the city and allowing this traffie to go around most of the

urban area,

Expressways and Ulodified quzpuswnzg

While surface thoroughfares through repaving, widening
and good traffic control can carry a substantianl volume of
traffic, there is a limit to their developable capacity,.
Furthermore, the cost of such improvements, particularly
of widening rights-of-way, may become so great as to be
unwarranted in relation to the possible traffic increase,
Under these conditions, it may be more desirable, and less
costly in the long run, to provide entirely new, specially
designed, high capacity arterioes, or expressways, ns they
are commonly called. Limitation of access and absence of
grade intersections on these roadways provide a contin
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flow of traffic, thereby permitting large numbers of vehicles
to move freely and swiftly from the central business district
to residential and industrial areas. An expressway loop
should skirt the central business district, as contemplated
in the Columbus expressway system now under initial con-
struction, Where possible, radial expressways should follow
natural barriers such as railroads or streams and act as
separators between major industrial and residential areas,

Outside the congested areas where traffic volumes or other
conditions do not justify complete saparation of grades, a
modified type of expressway using surface roadways may be
developed, This can be accomplished by closing certain minor
streets to eliminate unnecessary intersections and even
separating grades at major thoroughfare crossings when the
conditions and traffic flow warrant, Limitation of access
at the time of acquiring right-of-way for such routes will
help to increase traffic capacities by holding the inter-

sections to a minimum,

Street Construction Standards

Experience over the past three decades has brought about
the wide acceptance of standards for the development and
construction of a system of major thoroughfares. Vhile it
is not always practicable to comply with these standards
completely, they should be followed as closely as physical
conditions and finances permit., Basically, all major thorough=
fares should be of ample width, smoothly paved, of easy
gradient and direct alignment. Street intersections should
be held to a minimum, and all intersections should be con=-

trolled by means of appropriate signs and traffic signals,

High standards are required in the design and development
of limited access thoroughfares and expressways where rapid
and uninterrupted travel is the major objective, Wider
rights-of-way than on ordinary major streets are needed to
accommodate wideor traffic lanes along with medial and marginal
strips between the roadway and abutting property for purposcs
of protection, and still more land is needed for interchange
ramps at the major street intersections, The separation of
grades or elimination of intersections with other streets
along with proper acceleration and deceleration lanes is
necessary to provide for continuous, uninterrupted traffic

flow,
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Width and Capacity of Traffic Lanes

The width of the street pavement should obviously be
related to the volume of traffie which it is expected to
carry. For purposes of design, the critical volumes are
those occurring daily during the morning and evening rush
hours, Under ideal signal conditions at these periods, a
single traffic lane can accommodate about 500 cars per houw,
Primary major streets should provide at least four moving
lanes, and within the more intensively developed sections
of the city, dominant radials will need at least six moving

lanes,

Within certain limits the width of a traffic lane affects
both its capacity and the speed of traffic movement., Capacity
is affected also by the proportion of trucks and the presence
or absence of transit lines. Ordinarily, the minimum width
of traffic lanes or arteries carrying substantial numbers of
trucks or trapsit vehicles should be at least eleven fcet,
and twelve foot lanes should be provided for moving traffic
on expressways. The commonly accepted standard for curb

parking lanes is eight feet.

Street Cross Sections

Suggested designs or cross sections of the principal
types of streets within the Columbus urban area are shown
on Plate 1. This indicates both standards for new or widened
streets and utilization of the different rights-of-way and
street improvements already in existence,

Expressways, which are normally depressed below surface
streets, require variable widths of right-of-way, depending
upon topography and adjacent development, A desirable minimum
right-of-way width is 200 feet, and the present Columbus
expressway program assunes a baslc right-ofl-way width of 300
feet where feasible. The width of the roadway pavement remains
constant between interchanges with a medial strip of 20 feet
except in intensively develcped areas where a separator of
four feet may be used, Lanes for acceleration and deceleration
are required at interchanges., The number of traffic lanes
varies between four and six under the present Columbus express-
way program, based on the anticipated volumes of traffic, A
typical cross section indicating at least three lanes in each
direction is shown on Plate 1, Practical capacity of this
facility is estimated at 1200 to 1500 vehicles per lane per

hour,




-

Belt or circumferontial routes, like the eXpressways
nre designed to carry heavy traffic volumes for considerable
distances. In order that they may be of maximum effectivenoss,
points of access should be limited as much as possiblo,
particularly in new areas, where intersections may be spaced
from one half to one mile apart. It is sometimes feasible to
close certain minor access streets across the belt line,
especially where new rights-of-way are acquired, thereby
providing for modified expressway design, Under either of
these condltions, the traffic carrying capacity of such a
boulevard is somewhat greater than that of a corresponding
regular major street, being conservatively estimated at 750
to 100C cars per lane per hour. The belt line, as shown
on Plate 1,is adaptable to construction in stages by first
utilizing a single 24 foot pavement on one side of the center
line until traffic volumes justify construction of a second
roadway. The medial strip of 20 feet is adequate to provide
space for a deceleration and left turn lane at grade inter-

gscctions,

8ix lanes will be required on the more important radial
routes such as High Street, Cleveland Avenue, and U.S5. 62,
A pavement of this width, including parking, ordinarily requires
a right-of-way of at least 110 feet, although 100 feet may
have to be used in closely developed areas. As shown on
Plate 1, a right-of-way width of 11C feet would accommodate s2ix
moving lanes of eleven feet each, separated by a four foot
divider, and two parking lanes of sight feet each. WVhere
necessary for special turning lanes or transit stops, parking
could be eliminated on either or both sides, With a 100 foot
right-of-way, the moving lanes would be reduced to ten feet
each, and the planting strip on either side of the roadway
cut from seven to five feet, A minimum ten foot lane is
far less satisfactory than the wider pavement, particularly
where truck traffic is substantial, but may be justified
because of widening costs. The practical capacity of this
type of thoroughfare is estimated at 400 to 500 cars per lane

per hour.

ilany of the radial routes will have four moving lanes,
Exanples of this type are Indianola, Sullivant, and Parsons
Avenues. Four moving lanes of eleven feet each plus two
parking lanes require a minimum right-of-way width of 80 feet.
This would leave a ten foot space on each side of the roadway
to be improved either with a sidewalk or with a sidewalk and
planting strip. Additional traffic capacity could also be
accommodated by prohibiting parking on either or both sides of
the stroet, particularly during peak pericds, The estimated
practienl capacity is about 450 cars per lane per hour.
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There are two types of minor streets--(1) those used
purely for access to abutting property and (2) loecal collector
streets. The latter serve the purpose of collecting and
distributing traffie within residential neighborhoods and the
various areas between major and secondary streets and will
require a minimum 60 foot right-of-way and a pavement of
36 to 40 feet. Local access streets need only a 26 foot
roandway for movement and parking--In modern subdivision
design most of the parking is located off-street--which can ba
accomnmodated on a 50 foot right-of-way, leaving 12 feet on
either side for a 5 foot sidewalk and a 7 foot planting strip.

In parts of the older, intensively developed sections
of Columbus it will not be economical or practicable to widen
existing streets because of the high costs in proportion
to the traffic capacity gained. Under these conditions it
is necessary to make the maximum use of existing pavements
and right-of-way widths and cross sections have been prepared
to show how some of these streets can be utilized.

A number of streets, notably Front, Long, Gay, Third
and Fourth Streets in downtown Columbus have a width of
five rods or 82.5 feet, with an existing pavement of 52.5
feet, This is sufficient to provide three ample moving
lanes of 12 feet and two parking lanes on a one-way streets,
If and when these streets are repaved, the roadway width
on two-way streets should be increased to at least 56 feet to
accommodate four moving lanes. Parking may ultimately have
to be prohibited on both the one-way and two-way sStreets, at
least during rush hours, to provide additional moving lanes

in the future.

There are several streets or parts of streets in the city,
such as East Main, which have a right-of-way of 80 feet.
This will permit a 60 foot pavement or six 10 foot moving lanes
without parking, plus a 5 foot sidewalk and a 5 foot planting
strip on either side of the roadway. In business districts
a 10 foot sidewalk without planting would be desirable.

A right-of-way width of 66 feet, which is now found in
parts of the city (for example, lMound and East Long Street)
can best be utilized for four 11 foot moving lanes, without
parking. This allows room on each side for a 5 foot sidewalk
and a 6 foot planting strip, or in business districts an

11 foot walk,
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A 60 foot right-of-way is not adequate for a major

street, but may have to serve the purpose of a secondary
artery in a few cases. 0Under these conditions, parking
should be prohibited and a 40 foot roadway utilized for

four 10 feet driving lanes.

A few streets to be developed as part of the major
street system have a right-of-way of only 50 feet, These
streets, such as Wheatland, would be used in pairs one-way
with a 32 foot pavement consisting of two 12 foot driving
and an 8 foot parking lane.




=11=

THE EXISTING STREET SYSTEM

Traffic in Columbus as in most other large clties,
has tended to follow the line of least resistance in the
past, using those streets which to the majority of motorists
at the moment seemed to afford the easiest and fastest routes,
Over the yoars certain arteries which were wider or smoother
or a little wore direct than other streets attracted more
traffic and gradually became established as primary traifie
wnys., This has not prevented, however, the dispersion of
traffic on many minor streets, disrupting residential neighbor-
hoods and creating additional problems of traffic control and
higher street maintenance costs. Until relatively recent
years there has been no designated system of thoroughfares--
apart from the State and Federal highways--which attempted
to utilize existing streets and existing street funds in the

most economical and effective way.

The development of a good system of designated major
streets is essential to the functioning of the myriad business,
commercial, eultural and social activities in the modern
¢ity. Such major routes should provide easy communication
between all sections and all traffic foci within the urban
community. The major street system should also include the
primary State and Federal routes which bring traffic from
rural aroas and from other communities directly into or

through the city.

State and Federal HiEhwnIB

Columbus is the focal point of a number of primary
State and Federal highways; altogether some 16 important
State and Federal routes pass through or skirt the Columbus
urban area. There are four Federal highways which intersect
within the city., These are: (1) Route 23 extending from
Detroit and Toledo to Miami; (2) Route 62 from E1 Paso, Texas
to Buffalo; (3) Route 33 from southwest Michigan to the
enst central coast; (4) Route 40 from San Franecisco to
Baltimore, These highways create a system of eight routes
radiating in all directions from the city and connecting
Columbus with most of the major communities in this section
of the country. Two of these routes are a part of the Federal
system of interstate highways: (1) U.S5. 40 whiech joins a
number of the large cities between the east and west coast,
including Salt Lake City, Denver, Kansas City and St. Louis,
in addition to the others mentioned,and passes through
Columbus from the west and east; and (2) routes U.S. 62 and
Ohio 3 from the southwest and northeast.




Plate 2 shows the relation of State and Federal routes
intersecting Columbus to other urban places in central Ohio,
It should be recognized that while the amount of through
traffic is probably not particularly large in proportion to
the total, provision should be made in the highway and
thoroughfare plan to accommodate these vehicles on arteries
which will make for their own convenience in bypassing the
city, ng well as relievipg local thoroughfares of unnecessary
traffic. This is especinlly true of truck traffic over
U.S5. 23 to and from Toledo and south or southeast Ohio,

1t should also be noted that the existing Federal and
State routes, especially the various radials, carry large
amounts of local traffic originating and destined for
points within the urban area. How best to meet this situation
has become a matter of growing concern to Federal, State and
loeal officials. Existing rights-of-way are entirely inadequate
in many cases to take care of the volumes of trafiic being
generated and the efficiency of streets such as East Main, West
Broad and High Street, all parts of Federal routes, are
materially diminished by the ribbon commercial developments.
The planning of new highway routes and the protection of new
or existing highways from adverse conditions through zoning
and better highway design will grow increasingly more important
as traffic increases in the future. Limited access thorough-
fares or freeways are now the best means for handling large
volumes of traffic such as are formed on these routes.

Existing Right-of-Way Widths

While street pavements can sometimes be widened without
great difficulty, the street right-of-way is fixed by law
and the original dedication and is gemerally difficult to
increase without considerable cost, It is the right-of-way
whiech determines the feasibility of increasing traffic capacity
on a particular thoroughfare by widening the pavement to
provide additional traffic lanes, and consequently the exist-
ing right-of-way width is a principal factor in planning the
major street system, Unfortunately, existing development is
generally most intense at the very points where traffic con-
gestion is greatest, and frequently such property is so
substantial and the widening of the street right-of-way so
costly that an alternate, even if less satisfactory, route

must be found,
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The existing street right-of-way widths within the
Columbus urban area are indicated on Plate 3., It is evident
that the founders of the city exhibited much greater vision
in laying out the original plats than their successors have
shown, The majority of the streets in downtown Columbus are
five rods, or 82,5 feet, in width which is fortunate for
traffic ecirculation within the central business district.
These are in marked contrast with the traffic ways which have
been subsequently laid out; only Broad Street and a relatively
few other thoroughfares or parts of thoroughfares outside
the downtown section have an right-of-=way of E0 fcet or more,
The only continucus streets having the fairly ample right-of-
way of 100 feet are Olentangy River Roand, Northwest Boulevard
and U,S., 33 in the northwest sector of the community, and Broad
Strect, - even the latter narrows down to 80 to 89 feet
between the Scioto River and Columbus' west corporate limits,
and parts of U.,8, 33 vary from 66 to B0 feet., East Main
Street is 80 feet for most of its length,

The irregularity of existing widths and the lack of a
definite pattern in the general stroet layout are characteristic
of most large American cities. For example, High Street varies
in width within the city from 100 to 66 feet and south of
Williams Road this narrows down to only 60 feet, Fifth
Street, which is the only continuous east-west artery in
a large section of the community between Port Columbus and
the Grandview Heights - Upper aArlington districts, varies in
width between 30 and 60 feet, except along the airport where
it has a right-of-way of 100 feet. Lack of continuity in
the street system is especially marked in the section
surrounding Ohio State University with most of these traffic
waya offset on either side of High, and few of the east-west
streets baving continuity across the New York Central Railroad.

dost of the radial thoroughfares are well located, but
only Broad Street has an anmple width, Columbus-iiillersburg
Road, Cleveland Avenue, U,S, Route 33 and U,S5, 62, among
the more important radials, have rights-of-way of only 60
feot, and even Broad Street narrows to 83 and then to 66
feet through parts of Whitchall and farther east, Except
for the thoroughfares in the northwest, previously described,
most of the other radials are 60 to 66 feet,

lost of the streets within the present Columbus urban
aren have rights-of-way no greater than 50 feet, The majorit
of the streets south and east of Ohio State University have
widths of 60 feet, which is not adequate to accommodate the
types of pavement needed for circulation in this district,
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particularly with the high density development and concomitant
curb parking of automobiles characteristic of the University
section. In fact, the narrowness of existing streots and
their use for om street parking brought about by the lack of
off-street storage space in so much of the present city

makes travel diffieult in an exceptionally large portion

of Columbus,

The majority of the prinecipal county roads surrounding
the eity have rights-of-way of 60 feet. This is adequate
for a two lane highway but most insufficient for the construction
of a main thoroughfare,which some of these roads will become
as the urban area expands within the next generation, Most
of these county roads are, of course, partly or almost entirely
undeveloped and widening will not be diffiecult in the future.
However, a few routes such as State Highway 161 pass through
urban developments which virtually preclude adequate increase
of the existing right-of-way and alternate arteries will have
to be found to accommodate present and future tratfic loads,

Many of the short lengths of wide right-of-way, particularly
in the more outlying parts of the community,were obtained
through subdivision control, Through this means, for example,
additional property to provide for an ultimate 10C foot right-
of-way has been gained in copnection with subdivision develop-
ments on U,8, 33, Southern and Beecham Roads, U.S5, 62, State
Route 161 and kiorse, Fishinger and Frank Roads., Widening to
80 feet, or new 80 foot street rights-of-way have been obtained
on portions of Stelzer Road, Dublin Road and Bremntnell Avenue
(through the Amvets Development) to mention only a feow.
important widenings of existing street right-of-way inside the
city have been accomplished along North Boradway and lececa
Road. Thus, much of the land needed for future thoroughfares
and thoroughfare widening can be acquired without cost to
the community--and without substantianl cost or inconvenience
to the land subdivider--at the time of initial development.

Impediments to Traffic Movement

Plate 4 shows the major streams and the railroad lines
and streoet crossings within the Columbus urban area together
with the natural and artifieial barriers to traffic created
by the large publie or quasi-public properties and the
extensive areas of limestone and gravel extraction,
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particularly with the high density development and concomitant
curb parking of automobiles characteristic of the University
section. In fact, the narrowness of existing streets and
their use for on street parking brought about by the lack of
off-street storage space in so much of the present city

makes travel difficult in an exceptionally large portion

of Columbus,

The majority of the principal county roads surrounding
the eity have rights-of-way of 60 feet., This is adequate
for a two lane highway but most insufficient for the comstructior
of a main thoroughfare,which some of these roads will become
as the urban area expands within the next generation. MNost
of these county roads are, of course, partly or almost entirely
undeveloped and widening will not be difficult in the future.
However, a few routes such as State Highway 161 pass through
urban developments which virtually preclude adequate increase
of the existing right-of-way and alternate arteries will have
to be found to accommodate present and future traffic loads,

Many of the short lengths of wide right-of-way, particularly
in the more outlying parts of the community,were obtained
through subdivision control, Through this means, for example,
additional property to provide for an ultimate 10C foot right-
of-way has been gained in connection with subdivision develop-
ments on U.8, 33, Southern and Beecham Roads, U.S. 62, State
Route 161 and liorse, Fishinger and Frank Roads., Widening to
80 feet, or new 80 foot street rights-of-way have been obtained
on portions of Stelzer Road, Dublin Road apnd Brentnell Avenue
(through the Amvets Development) to mention only a fow, I
Important widenings of existing street right-of-way inside the |
city have been accomplished along North Boradway and llececa
Road, Thus, much of the land needed for future thoroughfares
and thoroughfare widening can be acquired without cost to
the community--and without substantial cost or inconvenlence
to the land subdivider--at the time of initial development,.

Impediments to Traffic Kovement

Plate 4 shows the major streams and the railroad limes
and stroet crossings within the Columbus urban area togeths
with the natural and artificial barriers to traffic creat
by the large public or quasi-public properties and the
extensive areas of limestone and gravel extraction,
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Evon though the Scioto and Olentangy Rivers are not
ags difficult or costly to bridge as those in some communitias--
due here to the flat topography throughout most of the urban
area and the relative narrowness of the streamg=--oxisting
crossings are still comparatively few, being limited to four
or five bridges across the Scioto (at Grandview Avenue,
Trabue, Fishinger, Hayden Run and Dublin-Granville Roads)
and some nine crossings over the Olentangy, in addition to
the ecrossings at Sandusky and the several principal east=-
west thoroughfares downtown, South of the central business
distriet the Scioto ean now be crossed at only two polnts—-
at Greenlawn Avenue and at Frank Road south of the city., The
two creeks are not major traffiic impediments, but even these
cannot be crossed at will, If good traffic circulation is
to be brought about in all parts of the Columbus urban area,
it will be necessary to construct several additional bridges,
particularly across the Scioto, in the future, which will
be discussed later.

There 1is a number of large publiec or institutiomal
properties which tend to obstruct circulation in parts ol
the community although these are not quite so serious,despite
their larpe areas, as they might have been, For example,
Ohio State University and the University Farm occupy areas
of several hundred acres whieh would be most formidable
barriers except for the existence through them of Neil Avenue,
Lane Avenue and Kenny Road., Even so, the relatively intense
development of the Ohio State University campus and its
importance as a traffic generator both add to the volumes
of traffic movements and make difficult the provision through
this area of adequate relief streets. The State Fairgrounds
is a considerable traffic generator during the periods of
its use but will not impede traffic circulation if proper
provision is made in its further development for the widening
of 17th Avenue and construction of the north freeway. The
State institutions on West Broad Street, however, pose a
problem with respect to traffic movement in a north-south
direction between Central Avenue and Wheatland Avenue, a
distance of well over one mile. The extension or connection
of Grandview Avenue to the south to provide better access
hetween West Columbus and the Grandview Heights-Upper e
Arlington distriets would be very desirable. The other 1n
public properties, such as Port Columbus and the Army Dep
are at the edge of the urban area and except in the dires
north and south do not interfere with normal traffic £}

In addition to the two rivers and the other nm
barriers, and perhaps somewhat more serious from a i
standpoint, artificial barriers to traffic have b@
along the Scioto by the extensive mining of limes
gravel. The wide, deep pits rennining after EhS
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limestone in particular, virtually preclude construction of

a new thoroughfare of any kind across the wide area along
Dublin Road and licKinley Road. The distance between Grandview
Avenue and Fishinger Road is over four miles and the only
crossing between these points is located at Trabue Road.

It will be both difficult and expensive until parts of this
area have been filled to provide additional communication
between Grandview Heights, Upper Arlington and West Columbus,
even though such outlets will be badly needed with further
development of the industrial area to the west.

The extraction of gravel along State Highway 104 south
of the eity is also creating conditions which will be un-
favorable to development of good traffic arteries across
this section in the future, Because of operations already
completed north of Frank Road, a satisfactory connection to
eliminate the offset in the two parts of this road north of
the sewage treatment plant is rendered more difficult and
if these operations are continued to the south, this connection
will be practically impossible, All of these areas are located
within parts of the community desirable for future urban
growth and they should not be despoiled by this kind of non-

urban land use,

The numerous rail lines entering the city from all
directions impose a problem of considerable magnitude in
planning a good street system, Railroad crossings at grade--
and there are many of these in the Columbus urban area, as
can be seen from Plate 4--make traffic both hazardous and
subject to annoying delays. The alignment of major new
routes must be studied to create a minimum of railroad
intersections and such intersections in so far as possible
should be located where topography and other conditions f[avor
separation of grades, While it is not within the province
of the present study to treat this problem in detail, it
will be necessary to carry out a grade separation program
in the future, particularly along the more important outl
major streets, in addition to the separations which have
already been made -- many of the important street cross
have already been separated inside the city, Unfortuna
however, the existing roadways are not entirely adequat
to carry present and future traffic loads at a number

points,




Traffie Volumes

sresent Traific Movements

Daily traffic flow and particularly peak traffic move=-
ments determine the needed capacity and character of the
major thoroughfare system, The pumber of vehicles using
the principal traffic arteries in the Columbus area during
an average 24 hour day is graphically shown on Plate 5. These
data are based on traffic counts made by the Ohio State
Highway Planning Survey and the City Traffic Engineering
Department and are adjusted to indicate current volumes,

These data are based on traffic counts made by the Chio

State Highway Department Planning Survey in 1952 and 18353
{adjusted to 1552) and the City Traffic Engineering Department,
mostly in 1950 (also adjusted to 1952)., All counts were
factored to represent the average 24 hour traffic flow,

As is to be expected, the heaviest traffic volumes are
to be found on the radial arteries leading inte the central
business district. ZEast and West Broad Street, Olentangy
River Road, Cleveland Avenue, Main and High Streets are all
intengively used. Broad Street, for example, averages more
than 20,000 vehicles per day over much of its length and
east of Sandusky, this increases to nearly 40,000 vehicles
per day. Olentangy River Road and North High Street carry
for a substantial distance between 15,000 and 20,000 vehicles
per day, and Cleveland Avenue and lMain Street average about
15,000 vehicles per day. Traffiic on most of these routes
diminishes rapidly toward the edge of the urban area, indicating
that this travel is mostly local in origin and relatively little

consists of through movements.

In contrast with the heavy traffic on radial thoroughfares,
there are relatively few crosstown streets carrying large
concentrations of vehicular movements, However, the desire
for such movements is evidenced by Fifth Avenue which despite
its comparative narrowness, carries a substantial traffic
volume ,and King Avenue is also well used. As previously
indicated, much of the current crosstown traffic due to the [
inadequacy or discontinuity of existing crosstown routes )
is either forced through the downtown distriet or dispersed
onto many otherwise minor streets and consequently that portion
of the crosstown traffie is not revealed in the normal

pattern of traffic flow,
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more than 30,000 ears per day through the downtown area,
east=west arteries in the central bus

iinose district show
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both earry large volumes of north-south traffic, Front Street
being the routing of U.5., 23 through the central area, Third

and Fourth Streets are also heavily used, each streot handling

up to 20,000 cars per day in the vicinity of Broad., Traffic
volumes on Fifth and Sixth Streets ars relatively amall due
to the discontinuity of these ways and have not been shown,

In general Plate 5 shows the heavy use made of all the
principal arteries leading to and through the central business
district. The absence of large traffic volumes on crosstown
streets indicates that a substantial part of this traffic
uses the radial thoroughfares and such movements, of course,
could be accommodated more directly and expeditiously on
other streots. The development of good erosstown routes, in
an east-west direction particulnrly, would relieve oxisting
downtown thoroughfares and help the flow of traffic considerably
through the University area and other parts of the north end.

Future Traffic Volumes

Future traffic volumes will be especially influenced
by the future growth and the distribution of population and
land uses in different parts of the Columbus area, as well

as by changes or increases in the relative number of auto-
mobiles and in driving habits,

Total vehicle registration in Franklin County was
approxXimately 100,800 in 1930; it declined to a low of less
than 90,000 in 1933, and reached a peak of 120,000 or so
impedintely before VWorld War II, Following the war, the
numbar of vehicles has clinmbed rapidly, registrations
exceeding 173,000 in 1550 and 192,600 in 1952. The latter
figure included 20,461 trucks and commeorecial vehicles, On
the basis of population, passenger vehicle registration
representod one car for each four persons in 1930, one car
for 3.8 persons in 1940, and one ecar for each 3.3 persons
in 1950. The ratio is one car for each 3.2 porsons or less
at the present time, While continuation of this trend is
not expected to be quite so pronounced in the future, it would
not seenm unreasonable to expect a ratio of one ear for each
2.5 persons within the next twenty to thirty vears, Assuming
4 future population within Franklin County of about 920,000,
this would produce a registration of nearly 370,000 passenper
cars by 1980, or more than double the number of passenger car
listed in 1952. In addition, the trucks and commercial vehio
can be expected to increase by not less than the rate of anft
pated population growth,
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Examination of trends in motor vehicle travel on state
highways, gascline sales and similar factors, indicate that
the average travel in miles per vehicle is gradually increasing
and that this may be expected to amount to as much as five
percent greater mileage per car within the next generation,
Assuming the increase in passenger cars described above, and
similar though smaller increases in trueks and other commercial
vehicles, an over-all traffic increase of from 100 to 120 per-
cent could be expected by 1980, Actual traffic counts in Ohio
since the last war have indicated that current volumes in the
state are growing at the rate of about five percent per year.
Vhile such rapid increases are hardly likely to continue
generally over a long period of years, the anticipated growth
of the Columbus area in relation to the state as a whole would
make an average increase in traffic here of four to five
percent appear not at all unreasonable,

Applied to the present traffic pattern, this would mean
that existing street capacities must be at least doubled in
order to accommodate future traffic movements under approxi-~
mately the same conditions, and that street capacities must
be more than doubled to bring about substantial improvement
in traffic flow, For example, the three portals to the central
business distriet to and from the populous areas to the north
now carry a total of about 69,000 vehicles per day (24 hours)
north of Naghten Avenue, or about 6100 vehicles during the
pcak hour (between 8.5 and 2.0 percent of the 24 hour flow).
Assuming that approximately 70 percent of this traffiec is
northbound at the peak period (which appears likely from flow
characteristics in other cities and observation of traffic
conditions in Columbus), this would mean that some 4270
vehicles were using the northbound lanes, and on the basis
of a future 100 percent increase, about 8500 vehicles would
have to be accommodated by 1280 or so, The proposed six lane
north freeway can accommodate about 4500 vehicles northbound
goc that some 4,000 will have to be handled over surface streets,
As noted above, these streects presently carry 4200 vehicles
(with some difficulty) and unless present street capacities
are increased, traffic conditions by 1980 would not be sub-
stantially improved over the present. On the basis of practical
working capacities, Front Street, High and Fourth cannot be
expected to handle easily more than 3750 vehieles per hour,
and consequently these streets are already used beyond their

capacity.
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While streoet capacities can be increased here to some
degree by better utilization of existing street pavements and
better traffic control, as pointed out later, it will be
necessary also to develop additional traffic arteries and
traffic lanes, This can be done partly by means of the
cxpressway system now under initial construction, and partly
through the other elements of the liajor Street Plan such as
videning of existing streets and opening of new routes, describec
in the following section,

Due to the cost of widening existing street rights-of-way,
very careful study was given to the possibilities of develop-
ing parallel one way streets so that widening would not be
required. However, the local street system is so irregular
and there is such a paucity of continuocus parallel streets,
that this proved impracticable except in limited instances,
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PROPOSED WAJOR STREET PLAR

The location, gemeral eharacter and extent of the various
streets and highways, together with recommended connections
and extensions, which comprise the proposed major street
plan are shown on Plate 6. This map indicates also whether
the thoroughfare consists of an existing route, an extension
of an existing street, a connection between existing streets
or a new location. The expressways, belt or circumferential
routes, and other types of major streets are separately

delineated,

The Exprnsawag Eystim

The expressway system, now under initial construction
at the Sandusky-Spring Street interchange is a dominant
portion of the major street plan. This consists basically
of an inner belt generally surrounding the central business
district and four radiating freeways., The inper belt bas two
basic and all important functions, namely--=(l) it serves as
a by pass for traffic which has neither destination mor origin
within the congested downtown district and (2) it provides a
digtributer for those vehicles which do enter and leave the
distriet over the various feeder streets, The importance of
many connections between the express belt line and the local
service streets cannot be overemphasized,

The north freeway connects to the inner belt near Fort
Hayes and serves as a new route to and from downtown
Columbus for the heavy traffic generated within the densely
populated areas to the north and northeast. It will also
make available a direct connection to the projected toll
highway between Cincinnati and Cleveland which is now expected
to pass to the north and west of the city, The freeway route
is proposed to skirt the edge of the Ohio State Fairgrounds,
as shown on Plate 6, to a point near the Pennsylvania
Railroad in the vieinity of Hudson Street, thereafter pro=-
ceeding along the east side of the railroad and almost directly
northward from Morse Road, Ingress and egress would be
possible at most of the crossings of major strects, thereby
enabling tributary local traffic to utilize the route.

The west frecway connects to the inner belt at Sandusky
Street interchange and serves the existing and potential
residential and industrial areas south and west of the
Scioto River, However, instead of following the New York
Central through the lower edge of Valleyview, joining West
8road Street just west of the eity, it is proposed that the
west freeway be located immediately to the north of the \
Pennsylvania Railroad for a distance well beyond the ur
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prea before connecting to U.S, 40, This will
advantage of avoiding Lincoln Village and other developmants
along Wost Broad Street where it would be ﬁmir;cditﬂruhd,zqgl
to construct a thoroughfare with limited access and will
ﬂnlhlﬂ Broad Street to continue as 5 ma jor .:;ﬂ.dlilllnruztl_l 0
and from the west. In addition to ﬂﬂﬂﬂﬁnuuailny sonat faradle
volumes of local traffic, the suggested new location also
would make avallable a freooway connector to lh¥~Frn1Ectﬂd
rurnpike which is expected to be located to the west nf,
Columbus. Access connections in the vicinity of Lincoln
village and at a number of other major stroet crossings

will permit the use of this artery by the tributary local
developments in a large section of the urban area, y

have tho

The east Ifreeway will serve a large residential area
to the east, intercepting U.5, routes 40 and 33 near Big
Yalnut Creek and south of Berwick respectively. Conoection
to the ipner belt is made at the Fulton Stroect interchange.

The southwest frecway serves ag a connection between the
inner belt and the Interstate Highway U.S, 62 from the south-
west. Instead of joining the latter in the vieinity of Frank
Road, however, as originally contemplated, a location is
proposed near the center of the area between U,5, 62 and State
Route 104, eventually connecting with U.5, 62 north of Harris-
burg where the projected Interstate frecway ends. This will
pake possible a continuous freeway on into the city, bypassing
Grove City, Urbancrest and other development along the existing
highwayge. The southwest freseway will of course, provide
traffic relief for both the present U.85, 62 radial and
Chillicothe Western Road (State Route 104), As shown on
Plate 6, an connection is proposed between this expressway
and U.8, 23 south of the city, This will enable traffic to
and from the south, particularly trucks, to get onto the
expressway system before entering the city, thereby relieving
High Street of this traffic.

The Olentangy freeway extends for only a comparatively
short distance and is intended to provide better aligoment
and freedom from the development now abutting Olentangy River
Road south of King Avenue. The new freeway alignment will
increase the capacity of this thoroughfare to serve the north
and northwest sector of the Columbus urban area.

Yhen completed, the expressway system will be able to
handle a substantial part of the traffic now contributing
to the present vehicular loads on Broad, High, and other
major streets. Because of the necessarily long-range develop=
ment of the system, however, traffic will be continually
inereasing in all parts of the community during the cons
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period, and other major street improvements will be needed.

In order to permit maximum utilization of freeways and of the
inner belt in particular, it will be necessary to have adsgquate
connections of this expressway to the downtown streets which
will feed traffic into it. This can be accomplighed through

a series of ramps which should be designed to provide the best
means of egress from and ingress to the expressway while pre-
gserving the surface capacity to accommodate local movements.
Iin order to bring about an adequate pattern of traffic
distribution and to equalize the load on the feeder strects,
it is essential that a number of points be provided where
interchange can be mnde,

Circumferential and By-Pass Routes

As previously noted, one of the main sources of traffie
congestion io downtown Columbus is the forcing of through
traffic into this distriet due to the lack of satisfactory
cross~town and by-pass routes, The proposed expressway
inner belt should relieve much of this condition downtown,
but additional circumferential or by-pass arteries are needed
farther out,

An intermediate loop is proposed at some distance from
the innexr belt. This would utilize on the north, Fishinger
Avenue and its extension, Broadway and an extension to
MeCutcheon Road; on the east, Stelzer and James Hoads and
their extension southward to Refugee Road; on the south,
Refugee Road, a new route paralleling the N. & V, right-of-
way westward to Frank Road (connected across State Highway
104) , and Clime Road; and on the west, Phillipi and Wilson
Roads connected and extended to Fishinger Road, A 125 foot
right-of=way to accommodate six traffic lanes 18 proposed
for this loop. When completed this would becowe one of the
most important thoroughfares in the city, providing a more
or less direct connection between large residential areas
and the major industrial centers in the east, west and south,
Since this route would provide access to all the radial
thoroughfares, it should be designed for interchange with

the various proposed freeways.

An outer belt is proposed at the edge of or beyoud the
future urban area, which would permit the complete by-passing
of metropolitan Columbus, This route follows Beecham, Gahanna
Southern and Hamilton Roads on the east; a direct connection
to State Route 665 in the wvicinity of Lockbourme Air Force
Base and Route 665 on the south; Neff, Norton, Hilliard-Rome
and Avery Roads on the west, by-passing the villages of New
Rome and Hilliard; and State Highway 161 on the north, '
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because of the difficulty of securing an ade e
way along State Route 161 through thg Eurthlggtsi ::EEt :i

is proposed to reroute a part of this highway on ﬁilﬂﬁé Bridge
Road connecting with the present route east of Dublin and

west of Cleveland Avenue., With the exception of Wilson

Bridge Road, this route is practically the same as that now
shown on the Official Thoroughfare Plan adopted by the city
and county in 1944, 1In addition to by-passing the entire
urban area, the outer belt would make available a direct

route between Lockbourne Air Base and Port Columbus which

n;s ?EEE Euughtihitthg army and airport officials, It

shou ave a right-of-wavy widt

and preferably 150 feet, F R not less than 125 feet,

Radial Routes

A8 previously mentioned, Columbus has a number of well
located radial thoroughfares, but many of these are not
adequate to carry their share of the city's traffie, While
completion of the expressway system will relieve some of
these routes, it will be necessary to develop additional
capacity within the next ten to twenty years if they are
to accommodate the expected traffic increases. This can
be accomplished in part by the elimination of parking and
the most judicious application of traffic control, the
development of some additional radials, and by providing
additional relief through development of various circumferential
and crosstown sireets designed to attract from these arteries
the more indirect, partly crosstown travel,

Radial thoroughfares on the proposed plan fall into
two categories: (1) the more important, dominant arteries
which must ultimately be developed with six moving lanes,
and (2) radials on which four moving lanes will be sufficient.
The dominant radial streets should have a right-of-way of
at least 100, and preferably 110 feet to be designed
essentially as indicated on Plate 1, discussed previously.
Dominant radials shown on the major street plan include:

(1) North High Street, the most important thoroughfare
serving the populous sections of the community
lying between the Olentangy River and the New York

Central Railroad.

(2) Cleveland Avenue - State Route 3, serving the la:
existing and potential residential districts in

the north northeast.
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(3) Columbus-iiillersburg Rogg (U.5. 62), the prineipal

route serving the lar _
sector in the ﬂﬂrtheﬂgi_ﬁutentlnl residential

(4 & 5) East Broad Street apgd
important arteries to
Bexley and Whitehall,

Main Street, the two most
and from east Columbus,

(6) U.5, 33 from the southeast,
(7) Groveport Road - Parsons Avenue.
(8) South High Street,

(8) U,8, 62 the most important
southwest. P nt route to and from the

of U.S, 40, - ng as the west approach

(11) Dublin Road (U.S, 33), serving
i parts of Grandview
Heights, Upper Arlington and other areas to the
northwest,

(12) Olentangy River Road, serving the large potential
urban area to the north and northwest.

All of the dominant radials, except parts of Clentangy
River Road and U.5, 62 west of Gahanna follow the alignment
of existing routes, In order to secure a more adequate
right-of-way and freedom from access of abutting property,
Olentangy River Road is proposed to be relocated north of
Henderson Road, following a route generally along the
Olentangy River to the existing right-of-way north of Dublin-
Granville Road., U.5, 62 now follows an awkward and constricted
location through the west edge of Gahanna, In order to
bypass this section, it is proposed to re-route the highway
immediately west of the existing cemeteries on Ridenour
Road, rejoining the present location of U.,5. 62 opposite

dceCutcheon Road,

A number of four lane radials is included in the major
street plan, as shown on Plate 6, Among these are:

Redding Road and its extension,
Northwest Boulevard,

Kenny Road and its extension,
Indianola Avenue,

McGuffey Road and Karl Road.



Sunbury Road.

Livingston Avenue (east of

Alum Creek Drive, 28 Vabls 33°)
State Route 104,

Sullivant Avenue,

Dublin Road,

While most of these routes are
now in existe
gubstantial new rightﬁ-ufnway, connections or Ext:igigng
will be required in some instances, particularly to the
northwest, A right-of-way of at least 80 feet is desirable

Crosstown Routes

The intermediate circumferential rou
a number of important crosstown mﬂvﬂmﬂﬂtﬁfa Eii;vgicﬂgﬁnﬂatﬂ
noted previously, good crosstown streets are almnst’tutnllg
lacking in Columbus and must be developed in the future if
all types of communication within the urban area are to
be satisfactorily provided for,

In the north end of the community Stant
to and across Sunbury Road; Bethel Hu:d-ﬂathggngﬂigénﬁzfandﬂd
Morse Road; and Henderson-Cooke Roads would serve the
general area lying between the intermediate and outer
Ehﬂ:ﬂi“:ﬂti:lﬁ-‘» Because of the diificulty of securing
an adequate right-of-way west of Rathbo
Rathbone and Leland Avenues one way 1;ut?w‘::hn1'€111§5t; psl:ai-%%?d O,
and the Olentangy River. A new river crossing would be
necessary at the Olentangy along with a connection to
Bethel Road and ultimately a new bridge across the Seioto
to connect Bethel and Hayden Run Roads, Cooke Road is mnow
rather tightly developed west of Indianola Avenue; a more
adequate right-of-way could be obtained, as shown, along
Overbrook Drive connecting to Cooke Road again east of
Earl., This would have the additional advantage of opening
up for future development the rear portions of the deep
lots now facing the south side of Cooke Road west of Karl,
Extension of Cooke Road eastward and of Henderson Road to
connect with Lane would make available a continuous route

between the Scioto River and U,S5, 62,

Between the intermediate circumferential and the north
leg of the inner belt, three crosstown arteries are proposed
These are: (1) Hudson Avenue, extended west across the
river to Olentangy River Road and connectoed eastward to
llock Road; (2) 17th Avenue and Lane Avenue, extended and
connected between Port Columbus and Dublin Road; and (3
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jfth Avenue between Hamilton Road and

Duk

latter is now the only existing cuntinunuélig o
~ity north of Broad Street, alth ute across the
ﬂmﬂ ate in width to ¢ ' Ough it is completely in-

nd 17th Avenues should be impr
::Elnl B tas in sach diractigﬁ_nvad to accommodate three

In the east and south section
number of crosstowns is Prﬂpﬁﬂﬁd.ahﬁhtﬁ ::?:R—EEE:I: and
gast-west directions. Among these are Cassady AvunuE-F:nn i
Avenue; Fairwood Avenue; Wilson Avenue=Lockbourne Road: TR
ghittier Street; Frebis Avenue; larion Road: and Watkins
Road extended and connected across 1.5, 33 En an extension
of Robinson Avenue-Courtright Road. The latter would provide
a continuous route between the gouth and east sections of
the community. It is also proposed to develop a more adequate
artery at the edge of the central business district by

goting Grant across Beck and Sycamore Streets to Jaeger
which would extend south to Frebis Avenue, Another thﬂrﬂugﬂ—
fare which would ultimately have considerable importance
gouth of the city is Williams Road. This is almost two
miles beyond the south leg of the intermediate locp and
its extension across the Scioto would comnect the south and
southwest sectors at the edge of the future urban area as
well as provide a connection from these districts to the
industrial center in West Columbus, It should have a right-
of-way of at least B0 feet,

Several crosstowns are proposed in the west sector of
the urban area, Communication between West Columbus acd
the Grandview Heights-Upper Arlington section is now most
circuitous and difficult, To remedy this -- at least in
part == Central Avenue should be connected to Shultz Avenue
and then Grandview Avenue through the edges of the State
Institute and State Hospital on West Broad, and Fisher Road
should ultimately be extended across the Scioto and the
adjoining fills to meet Dublin Road in the vicinity of lower
Marble Cliff. A semi-circumferential is proposed to connect
West Broad Street with State Route 104, using VWheatland and
Highland Avenues one way between Broad and liound Streets,
then an extension to Eakin Road, Hopkins Avenue and its
extension eastward to State Route 104, Other crosstowas
to the west are Hague-Wiltshiroc Avenues and Wilson Road
and their extension, Wiltshire Avenue would be connected
to Hague north of Still Avenue and in the vicinity of Briggs
Road in order to utilize Hague and Wiltshire as one way
streets through the developed portions of the city, thereby
obviating the necessity for right-of-way widening.




e .

" A pumber of secondary thoroughfares
r-. ﬂ‘ﬁﬂ'-ﬂd Plﬂn- These are °s 18
ot limited width which carry

hifﬁzlﬁﬂlin'nt the other more important major routes, A

Seht-of-way of at least 66 feet to accommod
traffic lanes would be desirahble, sk

also shown
Eenerally streets of some-
substantianl local traffie

Traffic Control

1t is pot within the province of the present study to
javestigate the location and timing of traffic signals,
ifie turning movementis, channelization and other details
of traffic regulation and control, However, the skillful
1ication of traffic control devices and traffic engineer-
in general have a considerable influence on the capacities
of plrtinulur streets and indirectly, at least, on the
or Street Plan, Observation of existing traffic con-
dgitions in Columbus indicates that present traffic control
jeaves much to be desired. For example, left turning
ts at alleys or entrances between blocks in parts
of the central business distriect impedo other traffic and
discourage many drivers from using the central lanes, and
alleys are frequently used as traffie ways. Synchronizatic:
of traffic sigoals for progressive movement gould be improved
and is necessary to increase the capacity of main arteries
l1ike High, Third, Fourth and Broad Streets downtown. It
i not possible to travel over these arteries now without
stopping, even at off peak periods, at almost every inter-
section, which decreases the traific carrying capacity of
each of these streets. Consideration should be given to
the elimination of parking - at least during peak hours =
on all major streets where necessary to mccommodate additional

traffic.
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CARRYING OUT THE HAJOR STREET PLAK

The major street plan shown on Plate & y 5 '

a long=range plan to be gradually developed i?gingsdatll:

ihllti‘fl?“ to thirty years, It involves lnprnvnmp? it

of “iﬂtiﬂﬂ gtreets as well as new streot cnnnuct‘::; 1:
ensions ANnd 1n some instances entirely new rlnhtt;él-ﬁ i

The widening of existing thoroughfares and ntrrv; ﬂ:nnEE:i;&

through built up property are usually quite expensive u;t 5

ag shown on the plan, these are desiderata in curlnlu'nrea{

to effect any substantial improvement in traffic circu11t121

and, a8 pointed out below, future street widening can b; i

facilitated by administration of repulntions governing

puilding set-back lines as well as by subdivision control

{n any event, the acquisition or preservation of prupnrtyi

{or streot widening, the extension of existing routes, and

street gonnections or new streets should be nncnmpl;sﬁnd

as soon as practicable. The customary methods for acquiring

such property include: j

Dedication Obtained Through Subdivision Control

The cheapest and easiest method of aecquiring the
necessary rights-of-way for major streets, their widening
or extension. lies in the dedicatlon of property for this
purpose in connection with land subdivision. Acquisition
of rights-of-way up to at least 100 feot in width can be
acquired at no cost to the public and without gseriously
handicapping the developer and where additional width may
be desirable in the future, this can be provided for b¥
{neroasing the building set back line to take the ultimate
width into consideration. Wany developers in Columbus and
Ffranklin County have shown a willingness to provide for
these future streets by dedicating additional rights-of-way
or strips for highway widening, as noted in the section on
existing street widths. The present c¢ity and county sub-
division regulations require such thoroughfare dedications
in accordance with the official thoroughfare plan before

approval of the plat is given.

Acquisition of Right-of-Way by Purchase

vYhere needed right-of-way cannot be acquired through
dedication, as in actual or imment land subdivision, 1T
will be necessary to purchase the property firom public funds.
where the terms of sale cannot be satisfactorily negotiated,
it may be necessary to institute condemnation proceedings.
In any event, 1t would be most desirable to have a special
fund available for acquiring rights-of=-way ahead of develop=
mﬂnt,purticulnrly in cases where development of & needed

parcel 18 anbhout to take place.

g
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Where right-of-way for limited accrss routos iz ta ha
scquired,ns in the expressways and in purtlnn:Ligp;E t; ui
cable of the proposed intercediate and ﬂulprhullq 1tF"ﬂﬁ ="

nocessary to purchase the property since the ;évnntua;
to abutting property under these conditions ig ne 11 2%&
and dedication, therefore, not to be uﬂﬁﬂctnd: ol 30

Building Set-back Lines

There are two commonly used methods for deferring the
acquisition of street right-of-way until the anctual constructio
of the new or widenod artery. This has been done in some
states including Ohio, by establishing building set-back
lines under the Zzoning power, By this means, new buildings
or other structures and additions to buildings are pro-
hibited from encroaching on the desired street right-of-way.
Existing structures, however, or portions thereof affected
by the street improvement would have to be acquired at the
time construction was undertaken.

Another and generally preferable method of protecting
the future street right-of-way until the property is
actually needed is through the platting of mapped streels
on an "officinl” map. This procedure involves the adoption
by the community of an official map showing all existing
stroets and all street widenings, extensions and new sireels
embraced in the official major street plan, After adoption
of the official map no building may be erected within the
bed of any mapped street, including strect extenslons and
connections, Provision is made, however, in special cases,
whore prohibition of building can be clearly proven to result
in unreasonable hardship to the property owner, for modi-
ficntion of the requirement in keeping with the publiec
interest and the amelioration of such hardship. Where
confiscation or near confiscation of the property would
rosult, public acquisition by purchaso should be made, and
a special fund, as noted above, would be most useful for
effecting the purchase of the land without the added

improvemont cost,

Fetablishment of an official map or adoption of building
set-back lines to protect the future street rights-ofi-way
in accordance with the major street plan should be carried
out in Columbus and the rest oi Franklin County as soon as
this plan has been officially approved and adopted, This
procedure in combination with gubdivision control is the
cheapest and easiest means of protecting desirable future
traffic routes without excessive bulilding costs and without
immodiate purchase of such land from the much too limited

puby’ ‘unds.

¥ 7
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PARKING

It is only in the last decade or two that
o T zed a8 an important element in tﬁn EgitiTEnhgi
swer-all transportation and traffic problem. Traffic
spyement and circulation, the loading or unloading of cuﬁmﬁrci*
ehicles, and the parking of Passenger cars are all intﬂrrelat;-
and proper provision for each is needed if they are not to
interfere with one another. The primary purpose of the major
streets described in the foregoing is the movement of traffic
and parking should be permitted on such streets only when .
it does not interfers with traffic. Consequently, curb Park-
bitions and regulations are neceesary to expedite
traffic flow and to make the maximum use of available street
pavement with parking areas and parking garages becoming more
and more needed to supply off-street space.

From the standpoint of immediate need, provision of
additional parking facilities is most urgent in the central
business district. This is a matter of serious concern to
customers, downtown business establishments, property owners
and public officials, all of whom are individually affected.
With the over-all increase of 100 percent or more to be
expected in traffic volumes in the Columbus area within the
next twenty to thirty years, as discussed in the section on
major streets, it is evident that considerable improvement
will be required not only to move this traffic but also to
accommodate parking and etorage.

Another facet of the over-all transportation problem
and one of particular importance to the alleviation of
traffic congestion within the central business district
is wider use of mass transportation - trolley coaches and
buses. Greater patronage of the transit system would mean
a decrease in the total volume of traffic movement, and a
concomitant reduction in the requircments for off-street park-
ing. While many individuals desire to drive their own cars,
it is obviously impossible to accommodate the traffic
volumes and parking which would result if everyone in
Columbus were to drive downtown, It should be recognized,
therefore, that transit and the private autowobile are
complementary means of transportation,

General Standards and Requirements for Parking

¥hile garages and lots for off-street parking have been
established for twenty to thirty years in some communities,
there are as yet rather limited experience and no widely
accepted standards on which to base actual parking require-
ments for the different types and kinds of land uses and
community activities. However, experience has shown that



of parki
ided for and that there is g limit tnp;ha ;fgtnnue

ih most parkers of the different type

arking location and final ﬂestinntxﬂnfp ghzziia::ig Eﬁtwuen
.Tg-ﬂ'pirllnﬂ characteristics with respect to the amount

nd duration of parking, utilization of existing parking
gpaces and areas, and even, where poseible, of individual
desires, i& essential to determination of potentianl needs

and reguirements,

Types of parkers may be classified genernll
three categories: (1) short time or arrgnd, rﬂqﬁiigngnﬂ =
normally a half-hour or less and never more than an hour;
(2) shoppers and patrons, needing usually from two to three
hours; and (3) employee or all day parkers. Because of
the brief period required to perform some errand or to
make a few purchases, convenience is a major consideration
with the short time parker and curb space is most desired,
Since such spaces are necessarily limited and will tend to
decrease with further curb parking restrictions to handle
the increased traffic, it will be necessary to bring about
through appropriate regulations, the greatest utilization
of curb spaces in the future, as well as to supplement such
spaces with convenient off-street facilities, Shoppers
and patrons also desire parking locations convenient to
the stores or offices where they intend to go; however,
off-gtreet locations, if well spaced and reasonably priced,
will be best able to meet the requirement of this group.
All day parkers should pot be encouraged to occupy space
which is needed for the convenience of customers and
shoppers in the central business district. While they
pnaturally seek convenience also, employees will usually
walk a considerable distance, if necessary, and areas for
all day parking should be placed at the edge cf the business

district,

The location of parking facilities should be determined
on the basis of property values, relation to the street system
and arrangement of the business district. Land withino the
core of the district is generally too valuable for other
than multiple-floor parking garages and many parking lots
and garages will have to be located just outside the high
value section. Customer parking should be located not more
than two blocks, and preferably not more than one and a

half blocks, from the major shopping areas. Facilities for
a?l day pnriing, however, can be located three or four blocks

or more from the business core.




TRANSIT

As stated previously, mass transportation is an

jement in the over-all transportation pattern, Pﬁin:mggrtnnt
jhe advent of the automobile, the location of transit lines

ms a major factor in setting the pattern of growth of

rican cities, and even though widespread ownership and

‘uge of the automobile have reduced the reliance on transit
‘facilities, public mass transportation is still an important
‘gonsideration in many districts of the city, Because of

‘its importance as an essential public service and because

of its necessarily monopolistic character (competitive lines
erving the same area are generally wasteful and inefficient),
transit facilities are subject to public regulations,

| Mass transportation is by far the most efficient means

. of transporting large numbers of people within the urban

- community, It is beconming increasingly more obvious that

the larger cities can never hope to solve the problem of the

. private automobile in their most congested districts,
particularly within the central business district, so long

as more and more people insist on using private transportation==-

at an average of one or two persons per car, Space is needed

for parking as well as operating each wvehicle, and there

just is not enough space to accommodate all these cars if

any room is to be left for the stores, shops, offices and

other buildings which generate the traffic.

It is imperative, therefore, in order to make the most
effective use of existing streets and the proposed improve-
ments in the thoroughfare system that some way be found to
make mass transportation more attractive., Ironically
enough, however, the recent history of transit operations
in Columbus, as in other cities, has been that as riding
habit deelines, per capita operating costs increase, fares
must be raised, and the transit lines become even less

attractive.

Due to the time limitations imposed, it is not possible
to make nn exhaustive study of transit operations within the
Culumbus area or to prepare a complete transit plan to ser
the future community, This section of the report, there
is confined to an examination of present transit routes
and data concerning utilization and service along exis
lines, particularly as these relate to general land us
the urban redevelopment program., A more complete St
pe made later and a plan prepared for a system of ma
transportation facilities which will adequately se

entire future urban area.
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principles of a NHoderno Transit Systen

Past experience in transit operation in American cities
.lt.hliﬂhad certain basic standards for local mass
al sortation facilities, These principles should be

jed to the entire transit system to meet all community
jg, The major characteristics of a good transit systen
s oconomy and efficlency of operation, convenient and
sttractive service, and adaptability or flexibility of routes.

Bconomy and efficiency of operation depend on the cost
providing service to particular areas as well as on

‘pfficient operation and management. Operating costs must
S be low enough to attract sufficient patronage to make the

‘gysten financially successful, The public is inherently opposed

" %o an increase in fares and the number of passengers tends

to decrease with each raise in fares, Economy and efficiency

are fostered also by unified operation of all transit facilities

under a single company, which oliminates wasteful competitive
routes and permits greater coordination of routes and service

.~ throughout the community. Fortunately, practically all local

transit service in the Columbus area is now under one control.

There should be a transit line within one quarter mile
of all residential areas in Columbus and in those parts
of the urban area where population densities warrant service,
(Normally, service 18 warranted only in areas having a gross
population deansity of five persons or moré per acre and even
here must be closely adjusted to riding habite.) As transit
routes approach the central business district, thoy naturally
tend to converge, several lines often operating on the same
street. This is desirable since the central districts are
of high density and especially good service is required to

attract short ride passengers.

es should be located on major streets and
from residential sections to the central

ject and to other pajor employment arcas. Feed
?ﬂ:::“::qﬂiﬁiﬁg transfer should be avoided. Routes should
proceed through the center of the business district rather
than loop to reduce the necessity for transfer of crossto
passengers and to keep turning movements to a minimum,

While they are largely matters of operating detad
eral attractiveness of facilitics in&

and gen .
2::::::Hridiﬂﬁ- The average speed will depend on dim
of routing, routing on major streets, avoidance whem

possible of turning movements and elimination of W
atops, It will be increased by the general iupre
conditions heretofore proposed, The Ante

Transit rout
should lead directly

trafiic
coaches or buses in gonoral should not exceed
.nd more frequent service is desirable.

‘E
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Table 1

TRANSIT PASSENGER VOLUME TRENDS
COLUMBUS TRANSIT COWPANY

Columbus, Ohio

Year Total Passengers
1835 55,050,515
1940 63,304,419
1941 67,948,136
1942 82,262,154
1943 97,275,631
1944 98,144,561
1945 24,388,283
1946 90,787,182
1947 27,384,205
1948 98,881,191
1849 91,010,964
1350 77,783,170
1951 73,110,444
1952 70,336,467

1953 64,999,576
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Types of transit vehicles h: "
bt e Aave boean y IFEOine =
trlﬂﬂlli?“ during the Past two d”ﬂuﬂhl r“t:f:f:T;Etln 5
aplace T R o L, akcars having
g f ]1 ﬁid 0 many cities by the trolley coach and tzﬂ -
F"""in:‘ piace to the motor bus, The compact FI"EILT.I_.;r;]”qg-[ 1:1 lattoer
& . B § W - 1 . ) :
CUluT'-'uF -:.r':;;l 115 l':'].l. Sulted to the present combinatior i
trol 'J'ﬂ '}:r”-'l @8 and motor buses, Trolley coachoB are -.-Ilial
adapte n[,' Gaevace within the more donsely I:J::lln.zl'li'r.c_-:‘ 1-;*: i 3
of the city and the motor bus for service within the Séotions
dense outlying districts, = in the less

The motor bus is flexil
3 ; : 1 48 1Xibla in [
and can be readily extended Or rerouted to make “vuirﬂhlguutnl

anges in service. deat y L
ehang Wwotor buses are also adaptable for

providing express service which is usunally
o i : : ’ Jopule l
riders avon 1T it raquires g premiunm t‘-'II"L-:: I ar with the

Present Transit Cperations

hile several motor bus companies now provide limited
or special transit service within the Columbus urban area
practically all of the regular service is operated by the
Columbus Transit Company, The city is presently enpared
in the draiting of a new transit franchise which ‘ﬁlfl-rt‘tau.
control o1 all facilities within the corporate limits of
Columbus in the hands of a single operating company.

doat of the special or limited routes in the Columbus
area are operated by the Columbus Celina Coach Company which
provides sorvice to Lockbourne Air Base, the 1:.‘»::.J.-l_m'nus:'.-'at':m'.f
Grove City and the General Hotors plant on West Broad Street,
This company also operates the Northwest Boulevard=firlington
route which provides regular sorvice betweon the central business
district and parts of Grandview Heights and Upper Arlington.
The Scioto and Greenlawn Bus Company operates limited local
service between downtown Columbug, Valleyview and Hilliard.

Trends in Transit Riding

Table 1 shows the total number of passenpgers carried
annunally by the Columbus Transit Company in 1935 and from
1940 through 1953, This table shows also the riding habit,
or ratio of total annual passengers to the population oi the
general area served by the transit system, Plate 9 is a
raphic presentation of these trends,

The total passengers carried increased steadily durin;_
the early years of World War 11, reaching a peak of more tha
98,000,000 in 1944, This markedly increased riding hnhitw
was characteristic of all large American cities during thi
war, due to gasoline rationing and the scarcity of now
automobiles, Transit riding continued at a fairly higk



BRe the noxti lour or 1live years, until ne
gan to exceed the rate of replacement i i
195‘0' .11}“‘{‘”‘_’1“ " i 5“:'-_;1”.” "-E:ll J:I'J_.]_J .ll. in
in large part to tThe increase in [jL'r!I:J--..-ni_-.;::i.rl'- occurred,
$fect at that time, and since 1850 the e HALEL went into
ae daclined annually Lowe e Dunber of passongers
- has k i § ¥ AT the rate of soveral mill i IRers
,-'r' the decrease in 1553 AROUnting to mor I'Llll'l; '|h'.'ln..:;:ll:‘th|' )
B . i "||""'].l:a_|_

progucti

i
| i outeode i .
1In wded autozobile

| As shown on Plate 2, transit riding generally p
- the growth ol population following the {'II!: ,;—,.'..I.I ¥ paralleled
' Bsﬂiﬁ and increasced much more FILL;L{ji-I ”,{m .l...'l.lhjl ol tho

- during the early years of VWorld War 1], ll-rm “Il"J?I;IJIIIn1-1m|

" piding habit has been on the decline, and r-J||I4;;uI.:-.~ et lllfr'--.'l'-*.'wr,
Nirend in total transit passengers has been u'-lfn..- i-:'i'.'_r the
Popposite of the population growth, dﬂﬂt[“1u“-h1;haﬂi:pl.-
year in the face of an ever swelling pupuln11nh e

These conditions indicate the importance of using every
“ihlﬂ péans to improve the attractiveness ol "iLI-I1 |-I1'-||r:r-“.l
1I.ﬂ',lrtl't.'l.llll!.‘l in Columbus, It is obwvious why the city's 1;'1-1111-::-'“
and parking problems are becoaing steadily more .1.-.:1:.':|~--‘; =
- greator proportion of the total LLL![]-LIl;LllI.J.:. ig using l.].-.h

private automobile aach year, Public officials, the transit
gompany, businessmen and citizens are all vitally 'I;i.l:'l.l_'i_"'l:r'.lld
and every effort should be made to provide service so

" gonvenient, expeditious and geperally attractive that recent
trends can be reversed,

Existing Transit Facilities

The routes followed by existing transit lines are
shown on Plate 10, All of these routes arg oporated by the
Columbus Transit Company with the exception of the Korthwest
Boulevard=Arlington route operated by the Columbus Celina
Coach Company. Separate designations are used to differentiats
between trolley coach and gascoline bus operations as well
as the numerous fecder lines., The routes to and irom Grove
City, Lockbourne, Gonoral otors and the Columbus Zoo, whigl
are operated on hali-hour, hour or special schedules and
provide only limi ted service, have not be shown On this =

Eight of the routes operated by the Columbus 1IF
Company are trolley coach lines; the other sixtoon rol
(including Northwest Boulevard-Arlington) use notor
The trolley coach lines and six of the motor DUS S8y
provide gervice to orf through the central businas
The other ten motor bus lines, hOwWever, provide @
service to or across the main routes, thereby P

to the latter.
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Trolley Ceach Lines
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| rtor-mile service area, and in the urban area as 1
about 80,700 or 15,7 percent of the total pﬂpﬂln;;una1f22“E
outside the accepted service radius, These figures are some-
what higher than those found in other communities of this
‘gige. For example, a recent transit study for the Toledo
urban aren indicated that 8.9 percent of the pnpulutidn resided
l Gutside the gquarter-mile sexvice radius, and a similar study

in Dayton revealed about 11 percent ol the total urban pnpul
~ lation living more than one fourth mile from a transit line
. The major portions of the unserved population inside the ciiy
are to be found in east Columbus, including the large apartment
developnent of Beverly Manor, and in the areas to tﬁﬂ north -
petween High Street and Indianola Avenue and along the
Olentangy River. The larpgest residential sectlions unserved
outside the city are located in Whitehall and in Clinton and

4ifflin Townships between the city and Alum Creel.

All of the trolley coach lines provide frequent service
to and from the central business district, The motor bus
1ines routed downtown alsoc provide frequent service during
the rush periods, but operate on 10 to 20 minute headways
during the rest oi the day, and the feeder service is
relatively infrequent, only the Fifth Avenue, Hudson Street
and Livingston feeder lines operating at faster than 15
minute intervals, even during the rush hours. The large number
of feeder lines 18 inconvenient also due To the necessity
of transfer to a main line to complete the trip.

Summary of Transit Data

Information concerning transit operations on each of th
different lines in the Columbus urban area 18 shown in Tabli
The basic data were supplied by the Columbus Transit Compan
the percent of seats occupied and average speeds being CON
puted irom the basic figures. No informati '
on the Northwest Boulevard=-Arlington route operated by &
Columbus Celina Coach Company .

gsed lines are the combined
than 40,000 passengors dailys

of the trolley coach lines are well patronized, OBA
relatively short Oal gtreet route carrying fewer th
passengers per day and this line transports neRrLs
per day. On the other hand, the motor bus lines
passongers, only three lines ghowing more than &
per day and sSiX lines transporting fewer than X
The latter are all feeder routes, two of which
LlUlﬂﬂHtﬂn-*WEIE pﬂtronimud by only 103 and &
rcspnct1vely on an average weekday .

The most heavily u
routes which carry moTe
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Routin
___——-——-—--.—n.
conch lines are routed throulu

A1l of the existing trolley
the exception of the Oak

the central business district with
gtreet route which loops downtown and returns to 11sS terminus
at Fairwood, The North and Scuth High and Yhittier Stre;t -
lines are operated virtually as a single route with split
service at Whittlier Street. In general, trolley coaches

are located so as 10O serve the denser portions of the city and

follow major OF secondary thoroughfaves. The through routing
downtown is des

irable to minimize the necessity of transiers
for through travel,

sost of the motor bus 1ipes, however, are located only
for feeder service, requiring transfer to the maln routes,
in addition, several of the feeder 1ines consist of large
loops which are indirect and inconvenient, requiring some
passengers 1o travel substantial extra distances to avoid
long walks. This 1s pnrticularly true of the Oakland Park-
weber Road and Bexley Crosstown lines. The YWorthington,
Beechwold and Livingston feeders are in effect extensions
of existing trolley coach lines. Trolley coach routes are
generally direct and well ljocated but a number of the motor
bus routes, including the Hudson Street and Bexley Crosstown
lines 1in particular, 18 quite circuitous and indirect in rout=
ing. Parts of the motor bus routes also are located on mipor
streets, which is not 1in conformity with good street or resi=
dential planning, although someilimes necessitated by the
existing street pattern until adequate major or gecondary

streets are available.
while duplication of gervice on radial routes as tq.ﬂ
in fact, desirable ®

converge downtown is unavoidable and,
provide wotter service and encourage riding in these € a1
jee in other parts of the comm

areas, duplication of serv

is generally unnecessary and jnefficient, The loopilng
circully and indirectness of the saveral motor bus lind
in the vicipity of Hudson street, Yeber Roand, Hamilto
Avenue and Cleveland 1in north Columbus result in

obvious duplication of service in the present trs

Adequacy of Service

er mile gervice area of existing

hure on Plate 10, Within the @
cent of the total POl

a mile from a trans,
eas adjoining Colu
ation, Arc A

The quart
js shown 1D hac
35,100 persons OF 8.5 per
more than one quarter of
the other incurpnruted ar
or 23 percent of thelir popul
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"'rt_ﬂr-ﬁlll‘ gervice area, and in the urban area as a whe
t 80,700V or 15.7 percent of the total population live
putside the accopted service radius. These [igureos are some-
what higher than those found in other communities of this :
size, For example, a recent transit study for the Toled:

‘urban arcn indicated that 8.9 percent of the population residec :
‘gutside the quarter=mile service radius, and a similar studv |
"4n Dayton revanled about 1l percent of the total urban popu: L
ation living more than one fourth mile from a transit L;Lu. :

" The major portions of the unserved population inside the city
are to be found in east Columbus, including the large :I'.1r|:'T.J-.-;?'.|l.
developnont of Beverly Manor, and in the areas to the north
patween High Gtroat and Indianola Avenue and along the
olentangy River. The largest resldential sections unserved
putside the city are located in "hitehanll and in Clinton and
gifflin Townships between the city and Alum Crool.

411 of the trolley coach lines provide iroquent service
to and from tae epntral busineae district, The motor DUS
lines routed downtown also provide frequont service during
the rush periods, but operate on 10 to 20 minute nﬂﬂﬂ:nvt‘
during the rest of the day, and the feeder service ii '
relatively infrequent, only the Fifth Avenue, Hudson Street
and Livingston feeder lines operating at faster than LS
pipute intervals, even during the rush hours, The large number
of feeder lines is inconvenient also due to the necessily
of transfer to a main line to complete the trip.

Summary of Transit Data

Information concerning transit operations on each of the
different lines in the Columbus urban arch is shown in Tableg
The basic data were supplied by the Columbus Transit Company
the percent of seats occupied and average spouds being COms
puted from the basic figures. No information was avallab
on the Northwest Boulevard-Arlington route operated by thS
Columbugs Celina Coach Company.

The post heavily used lines are the combined
routes which carry more than 40,000 passengors daily
of the trolley coach lines are well patronized, 1y
relatively short Oak Street route carrying fower 1
passengers per day and this line transports DOAES
per day. On the other hand, the potor bus lings
passongers, only three lines showing more tb
per day and six lines transporting fewer thak
The latter are all feeder routes, two of wak
Livingston--were patronized by only 103
respectively on an average weekday .
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The numbor of passengers per vehicle mile operated

a more significant figure, since this provides an index
'to the success of each route from a financial standpoint.
passengers carried by the total miles traveled by all
‘wehicles operated on that route, On the basis of average

ating costs per mile of route, at least four passengers

vehicle mile are required in most communities to make
‘the operation profitable, otherwise the line is not paying
{ts way and continued operation must be subsidized by tneh
better patronized routes., The Columbus transit system as
a whole is somewhat above average in the patronage afforded
. most routes, primarily because of the compact development

of the city and the favorable population densities along
existing lines. Trolley coach service is by far the most
successful, the Long-Livingston and Oak Street routes through
the relatively densely populated sections carrying more than
nine passengers and the Parsons-Neil Avenue line more than
& 8.5 passengers per vehicle mile of operation. The trolley
§ coaches as a whole average 7.5 passengers per vehicle mile
©  4in contrast with 3,9 passengers per mile operated by the
$ motor buses., The latter, however, are slightly less

expensive to operate,

Rather surprisingly, the largest number of passengers
per vehicle mile of motor bus operation is found on a feeder
route = Fifth Avenue = primarily because this line is short,
and in addition to traversing a relatively populous section
of the city provides transfer service to the industries
along Fifth, No information is available concerning the
Northwest Boulevard-Arlington line, but three of the other
five main motor bus routes carry from 4 to 5 persons per
mile and the other two slightly over three persons per mile,
Seven of the ten feeder routes show fewer than three persons
per vehicle mile, two of these--Eastgate and Livingston-- -
transporting an average of less than one person per mile of
operation. The latter routes are very costly for the 50T
provided and the service obviously is not sufficient to ©
come the disadvantage of transfer to connecting direct L
However, considering the number of fceder bus routes i’
are generally poorly patronized in other cuumunitinﬂlz-
average number of persons per vehicle mile of motoxr &
operation (3,9) is surprisingly high in Columbus.

The relation between the total passengers G
each line and the seats furnished indicates that
service is generally adequate. While ¢nnd1t1(;_
considerably during rush periods and normal ope@
the rest of the day, a ratio of 50 to 75 pe
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[ssengerse and avallable seats is quite S sfactory r0l
oaches now show an average seat ngL:J:un:L;m:I.;:atllL s It--ll-'!‘f
76 percent i.l.nr!. motor buses generally a 1,.:1.;:11!_-'%‘--;[ ]:- FI.I‘_[_-E]'_".. ro
The ratic of passengers to socats I;-n- the 1ive :I;II'L I-:'v:.lti'.l-'t' .1;111_---
rnutﬂ[.i varies between 50 and 80 percent but 'I;h:;..L :t (s *Li-.
relatively low on most of the feeder li:mh ‘l‘lp'i']"-l""l};!nlt:'ll."-.'::'l'
40 percent on all exceptl the Fi1ith JVFﬂuNr'thh ﬁ¥unﬁp J;d

'i!ud.[-mn Street routes and below 30 percent on five ol the
feeder lines, Patronage of the Eastgate and LiVIUPHLunr
foeder routes 18 BO poor that passeéengers rrprwuvnt.ﬁnl" 2
percent of the available seats. J

The present headways are indicative of frequent sScrvice
poth rush hour and normal, on all the trolley coach routes ‘
and the main line notor bus service 18 also satisfactory. i
However, intervals between buses in excess of 20 minutes, as
on some of the feoder lines, 18 generally unsatisiactory,
although this may be justified in the caso of the Vorthingion
line by the lower population density and riding hablit.

Average specds wWere computed from the length of the
route and the sum of the travel times from the central business
distriet to each end of the route, no allowance bheing made
for lay-over which would tend to reduce the average speed
slightly on certain lines. Trolley coach speeds compare
reasonable well with those in other cities, belng about the
same as the average in Daytom, for example, but motor bus
gervice 1is cﬂmpnratively slower, the average of all bus routes
ip Dayton and other cities running generally from 12 to 15 miles
per hour, compared with the over—all average of about 11.5
miles per hour 1in Columbus. Motor bus gpeeds of 9 or 10
miles per hour, as on the Frebis, Fifth Avenue, Hague and
Beechwood lines are pnrtiuularly low. These figures emphaslZeé
the necessity for speeding up all transit gorvice by favor-
ing transit operations in parking and trafflc control and J
by improving other operatling conditions il mAss transportatiof

is to hold 1ts own in the future in competition with the

private automoblile.

Cconclusions and Hucmmmandntlnqi

or secondary thoroughfares,

traverse arcas of sufficient density fni i?l M
a of these routes., Howeverl, oxisting W

i in lines routed to

t for the six ma
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for the yarious trolley coac s
requiring transfer to the latter, follow in BOS
circuitous routing and mino¥ strect LocatlOnE;



ya the standpoint of good nass
iles, both the Goodale and the inrket-lohawk re-
aent areas are well served. The former adioins the
Avenue -~ Neil Avenue trolley coach line on its
d the Frebis - YWest Fifth ivenue motor bus line alone
its The latter line will require rerouting over
in Avenue instead of Pennsylvania Avenue betwoon
2 and First in order to avoid cutting through the
f the redevelopment project., The Long=Livingston
and Indianola-bkain Street trolley coach lines serve
oposed Market-idohawk redevelopment area, The Long
=Livingston line is now routed west on Livingston
't on Fulton between Parsons and High Streets and
ication of this routing will be required also in
ction with redevelopment of the area and construction
e south leg of the proposed innerbelt expressway.
etailed redevelopment plan is yet to be determined
Je Harket-Eohawk area.

transportation

Zfany limprovements in mass transportation within the

abus urban area will have to await the consummation
prtain proposals of the Major Street Plan. There are
ral minor adjustments, extensions, or eliminations of

ting lines, however, which could be ecarried out without
.tional street construction. Specifically, it is suggested

: the following improvements be made:

{l) Several trolley coach lines should be extended in
sr to provide more direct routing in the place of
sting feeder service. The Long and Livingston line should
sxtonded eastward along Livingston Avenue to James Hoad
aplace the existing motor bus feeder route, which is
little used due to the inconvenience of transferring.
; axtension can be made as scon as Livingston Avenue
sepaved through Bexley and East Columbus which 1s now
templated.

The Beechwold line is a feeder extension of the
lanola trolley coach route terminating near Brevoort,
latter should be extended morth on Indianola to rep
foeder service, thereby providing direct routing
town from this section, The north High Street
.h service should also be extended northward to
.~ but this will probably have to await annexation:
swporation of the intervening unincorporated -

Consideration should also be given to extes
jvant Avenue line to the west to replace th
he present Hague Avenue feeder,




the standpoint of good Bass transportation

hli.'lth the ﬂﬂ'“dﬂlf' and Ttho nrkot= ohawk re-
areas are well servod, The former adjoins the
e - Neil Avenue trolley coach line on 11s

Froo
facilities,
developnent

parsons Avenu
east and the fFrebis - West Fifth Avenud motor bus line along
its west. The latter line w11l require rerouting over ]
uichignn Avenue instead of Pennsylvania Avenue betweon

id cuttiing through the

d First in order to avo
roedevelopment project, The Long=Livingston
indianola-kaln street trolley coach lines serve
the proposed Market-iohawk redevelopment area. The Long
Etrunt-Liuinnﬁtﬂn line 18 NnOow routed west on Livingston
and eaat on Fulton betweon Parsons and High Stroetis and
modification of this routling will be reguired also in
connection with redevelopment of the area and construction
of the south leg of the prﬂpnﬁﬂd innerbelt exXpressWwaly.

The detailed redovelopmnent plan is yet to be determined

for the Hnrkut-iahawk Arei.

Goodale an
adge of the
Avonus pnd

ents in MAass transportation within the
a will have Lo await the consunnmation
of certain prnpnsnlﬁ of the dajor strect Plan. There are =
several minor adjustments, extensions, Or gliminations ,
existing lines, however, which could be carried out Wikl
additional street construction. Epﬂciticnlly, it is S

that the following jmprovements be made:
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Columbug urban are
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existing Yepder Service.
be extended gastward along
to replace the existing motor bus [ecder route, W
now little used due tO the inconvenlionce of tran
This extension can we made a8 S00D A8 Livingsts
is repaved t+hrough Bexley and Emst Columbus i
contenplated.

The neechwold line is a feeder exter
Indiancla trolley coach route terminatin
The latier should be extended pnorth on &
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downtown from this section. The norts
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(2) As stated previously, the Frebis-Fifth Avenue
line should be routed on Hichigan around the Goodale
redevelopment area. This would have the advantage also
of making this route slightly more direct, eliminating
left and right-hand turning movements at First Avenue,
It would continue to serve cffectively both the project
area and industrial establishments.

(3) The Hudson Street line is now most circuitous
and duplicates for several blocks the Hamilton Avenue
route, The meandering east of Cleveland Avenue is due
in part to the necessity to remain inside the Columbus
corporate limits (Hudson Street east of the Pennsylvania
Railroad is outside the city) and the additional operating
distance is far out of proportion to the service provided,
Service on this line would be more direct and less costly
if it were routed only on Hudson Street, stopping at the
east corporate limits until the remainder of Hudson is with
the city. -

(4) The Eastgate loop provides little service and &
little used, with less than one passenger per vehicle |
It should be abandoned. 4

(5) The Oakland Park-Weber Road line consists of
large loop with motor bus operation in both directls
Consideration should be given to abandonment of the
routing and extension of each line to High Street
would provide some additional feeder service in
between Indianolas and High Street where transit
is now lacking, even though more direct routin
than feeder service should ultimately be prow

(6) The Bexley crosstown route also
large irregular loop, Fares on this line i
only, with no transfer privilege, which &
1nn-i riding within the Bexley community
of the present route to reduce turning @
much as possible operation on liain Str
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