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SA I NT LOU1S l. M1S:)Ol1Rl 

CitY Planning Commission Franklin County Regional Planning Co~iesion 

Gentlemen: 
tie are pleased to submit herowi th our preliminarY report 

on "luajor Streets, Parking and Transit", which i,; the second 
in thO eerie,; of 1·eports comprisod in the p1·eUm1narY plannin!l 

program. 
Streots provide the framework o! the: city structure. The 

failure to plan {or safe and adequate major streets well in 
advance of urban development in the past bas resulted in acute 
and ever in~rca,;in& congestion in most of our large urban centers. 
To correct thesA conditions or even to bring about substantial 
improvement in circulation facilities is not now an easy task. Ho~cver, much can be accomplished ovor a period of years by 
consciouslY following a carefullY prepared plan tor a coordinated 
,..j or street system. !ie"' sul)divisions and building activities 
should be correlated and public improve~nts progra~e6 in 

accordance with the plan. 
The provision of adequate oft-street parking spaces is now 

recognized as an improtant aspect of t be traffic problem. It iS 
also recognized that mass transportat i on and tbc pr1vate automo­
bile are complementarY means of transportation, provis i on for 
each of whiCh iS essential in a well balanced street and highwaY 
system. llhilc these subjects have bPen tr.,oted as to present 
condi tious and desirable improveme!\tS, no lonil-range parking 
or transit plans have been prepared duo to the exigencies of 

the preliminarY planning progratu. turin~ tho preparation of these studies ~e have received 
the excellent cooperation of manY individuals, officials and 
organizations. ~e particularlY wish to express our appreciation 
f or the assistance given bY the State Highway Department 

survey, t be CitY and CountY Engineers as well as th~ 
of your Commissions. 

Resp~ctfullY &ubmittad, 

~JffiLbND BARTHOLO~W ~D ASSOCIATZS 

<("' H 1 \' :_"V (· I...._\:\:- ,..-y_.:;L)l.- ""'\ ' ' ~ ' M ( 
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INTRODUCTION 

The very ex1stenc3 of a com1ouni ty depends on cor:ununication 
transportation and pu~l1c ~orvice facilitie~. rlmple streets 
and highways n1•e essential to all facets of everydny living 
getting to work, operatin~ a business, marketing coods and ' 
shopping, enjoying cultural and social ~ntcrcourse, and 
even to r·•creation or plea,.ure ridin~. Streets also fu1nish 
a loc:ttion for tho vnst network of underground and overhead 
utilit1es--tclophone, electrlcit>, gas and water lines, 
sanitary sov;erage, etc.--which serve all parts of the 
community . Thus, streets comprise the basic fra1nework of 
the urban pattern. 

The present traffic diificulties in Columbus as 1n 
most other large urban centers stem from the 1nadequacies 
of past street design and arran::"ment. Broad Stroot, High 
and other downtown arter1e~ reveal, however, that the c1ty's 
oricinal street lnyout was conceived on a broader scale 
and ~ith greater vision than subsequent additionr. to tho 
plan. The oricinal designers ot the street system bad no 
conception of current demands, and the larco amount of vacant 
land made it practicable to provide generous street areas. 
It •s the numerous additions, rather than the original plan, 
which have set the pattern of the present day community. 
While it was only in x·ecent decades that tho need for wide 
streets !or moving vehicles was Decoming apparent, land values 
were theretofore increasing and provisions tor streets were 
far less generous. Thus, Columbu~<, l1ke other J\mcrican 
cities, is largely a heteroceneous patch"•or!< of individual 
dev~lopnents, mostly uncoordinated, bearing little conscious 
relationship to each other and almost none to an over-all 
design for the community as a whole. Existing stre-ets are 
generally narrow, disconnected, or uneven 'n r.haraetcr so as 
to be inadequatu for smooth traffic f .low, "nd ealiy ~:ove1~ent 
is further complicated by the many railroads and the necessity 
for bridfflng, even though with relativ~ly short structures, 
of the iour principal streans which traver"" the ur!:>an orca. 

A generation or more ago, before the advent of tho 
automobile, D3rrow streets were quite satisinctory. With 
the ever increasing numbet·A of private cars, together with 
the growing population, oxistinr. street pnvcments became 

1s~rely inadequate, particularly whe!l forced to nerve the 
function~ of accomoodatin" vehicular move~cnt and 

parking. l.lespite the oxpane1on of the urban lll'ca 
~·omitan~ increase in tbe volume oi trafiic, 

ma~or routes, the streets th~mselves hnve 
with much tho same rightf< .. 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 ultiaately 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 pita,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 now 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 nost desirable and appropriate development 
of each part of the uroan area,as well as to serve tho 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 thnn traverse them, and new major 
arteries, such as expressways, should be located wherever 
~-i.ble along natural physical features or along tho borders 

industrial, commercial or residential districts. 
thoroughfare system, in short, should be mado to 

most desirable environment for work, for play 
living conditions in general as well as to serve 

of accessibility and circulation 
of the community. 
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Tho first requirements in planning any thoroughfare 
system arc an appraisal of tho existing streets and a 
determination of the needs and charar.teristics of traff1c 
flow . Thus, answers must be found to the questions what 
are the traffic volumes now? llhat will this traffic be 10, 
or 20, or 25 years from now? \"!here does the traffic originate? 
\/here does it wish to go? \~hat is the pattern created or to 
be created, by the locations o£ homes :1nd stores and industri<::; 
by the schools and athletic fields and theatres and the myriad 
places whore people go? 

Columbus has recently begun tho building of a system oi 
expressways which will be a major feature of the future 
thorou~hfare program. A plan of other major streets is 
needed, however , to complement as well as to supplement the 
exprPseway system, so that the most effective and fullest 
utilization oay be nade of the latter in addition to creating 
good facilities for communication between all parts of the 
city and the urban area beyond. The proposed expressway 
system has been studied and in minor instances, modifications 
recommended, in order to coordinate all traffic arteries with 
the principal t1·affic movements throur:hout the Columbus area. 

General principles and standards to bo followed in the 
development and administration of n major thoroughfare system 
are set forth in the sections which follow. Tho existing 
street systent, the volume and trend of current and future 
traffic , and othor factors influencing the development of 
a major street system are also discussed. The various types 
of thorouehfnres which make up the proposed system are 
described along with plans of typical street improvements 
sugeested for development of the new thoroughfares. 
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PRINCIP~S AND STAND/iRDS Of A WAJOR STREET SYSTE~ 

Experience bas shown tbat large volumes nt traffic can 
bP.st be handled over a relatively few dtr~ct, ~ell !~proved 
thorou,hfares, rather than over a large number of local streets. 
This has many advantages. For exa~pl~, traffic control is 
greatly simplified; only a small portion of tbo over-all 
street ayetem need be paved to thorou~hfnre standards; and 
reH1dont1al streets are afforded relief trom disrupting and 
undesirable e:itraoeous traffic. Street construction and 
mcAntcnnnce aro far less costly Aince minor stre~t~, co~pris1ng 
fro" 75 to 80 percent of tho total stret>t milonge, require 
only cor.~pnl"ntively ligbt pave-ments and narrow width::; t.n serve 
their main £unction of access to abuttinrt property. Such 
lo~al otreots need a right of wny of only SO to 60 feet, 
nnd frequently only a tbrcc lano pavement to handle local 
vehicular and podcstrian traffic. 

Types of Streets 

In &eneral, gajor streetR should be designed as a network 
tO ta1';C C~rC! Of tbe principal ~oveoentS of traffic b~tWCCD 
residunce districts and center~ of c~ployccnt io 1naustry 
and tr3dO nod, of course, ~ho central bus1no&s district. 
Following 18 a summary discussion of the several types of 
routes tbat should co~prisc a c~prebcnsivu systEm of aajor 
streets. 

Radial Thorou~hiares 

Thf' cttntral busineSR district is the hub or L.lain focal 
point o! traffic in tho city. Various streets nod highwa~s 
•·a date outward from this area like th<' upokes of a wheel, 
providing access to and from major et~rtmrntR of tho \U"han area 
and direct routes to the eountrys.ldc and t·o.z.muni tics beyond. 
c::::~::~e~::~~~, radial arteries carry the .ln.rcest volumes of 
j: and., with a few ~xccpt.ions, 1onlu' up an important part 

atato and Federal b~ghwa)-' system~;; t.hrough the urban aroa. 
like maDy otber l,u·go e.1t1ns, hns a ~ood systen of 

even though many of thc8~ streets are 
iD widtb. 

::;~::;~~·•! voluco of traff1e wi~hln 
~econd~ry focal points ~uch 
distr1ct6 and between c~rtaio 

•v•••ity c;"ction or r>ain sbopping 
ot ILIOVl:m\.:nl is generally 

duo partly to the narro~·­
and partly to the 
creeks and the 

routes 
tr01vel 
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neo~lossly circuitous, but forces much traffic throug~ th~ 
congest"d central bus.noss district. A good systum of crosa­
town tborour.bfares would reduce the load on many of the 
heavily trnvcllcd r adial arteries. In so far as poss>ble, 
crosstown streets should be planned to inter sect the radiale 
at strategic points for ncco~odating these moveoents without 
bi~ectinr. residonco no1chborhoods, Crosstown streets need 
not be of the same hi"h standards as rndials, but they should 
~c 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 ninor parallel streets, 

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 tho creation of mor e or loss direct 
routes between widely different parts of the city without 
tbu necessity for traver sing the downtown district or other 
congested areas. They m.y be classifiod as of several types: 

1. A by-pass route enablin~ close-in traffic to skirt 
tbe contral business district without crowding through 1t , 
as mentioned above , 

2 . An inter mediate loop at some distance from the 
business district which connects moat of t he major centers 
of industrial employment and other aecondary foci wi thin 
the urban ar ea, 

3. A belt or by-pass route at the outer edge of tbe 
future urban ar ea connect ing major highway approaches to 
the city and allowing thia traffic to go around most of the 
urban nrea. 

Expressways and Modified Expressways 

\lhile surface thor oughfares through repaving, widening 
nod good traffic control can carry a substantial volume of 
traffic , ther e is a limit to their developable capacity. 
Further~re , the coat of such impr ovements, particul arl y 
of widening rights- of- way , aay becoae so creat as to be 
unwarranted in relation t o the possible traffic increase. 
Under those conditions, it may be more desirable, and leas 
costly in the long run, to provide entirely new, special ly 
designed, high capacity ar ter ies, or expr essways, as tbey 
are conmonly called, Limitation of access and absence of 
grade intersections on these roadways provide a 
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flow of traffic, thcr..,by permittinr. lar1:o numbers of vehiclon 
to move freely and swiftly from the contl·nl business dit.Jtrict 
to residential and indut.~trinl areas. An uxpressway loop 
should sl<irt tht> central buoiness dist>·ict, as contemplated 
in tho Columbus cxprosAwny system now undor initial con­
st•·uctinn. 1"/ho>·c poM;ibln, •·adial oxprnRiiiVQYS c;hould follow 
natural barriers such ns railroads or stronms and net as 
separators between major industrial and •·esidontial areas. 

Outside the congested nreas where traffic voluneG or other 
conditions do not JUStify complete separation of r,rndes, a 
~odified type of oxprossway usin& surfacn roadways nny be 
developed . This cnn bo nccomplishea by closing certain minor 
streets to eliminate unnccessnry intersections and oven 
separating grades at mnjor thoroughfare crossings when the 
conditions and traffic flow warrant. Limitation of access 
nt the time of acquirinr, l"ight-of-way for such routes will 
help to increase truffle capacities by holding the inter­
sections to a minimum. 

Stroot Construction Standards 

Experience over the past three decad~s ha~ brought about 
the wide acceptance of 9tnndards for the dovelop~ent and 
construe han of a system of major thoroughfares. i'/hile 1 t 
is not always practicable to comply with those standards 
completely, they should be followed as closely as physical 
conditions and finances permit. Sus.i.cally, all major thorour:h­
fnres chould be of ampl<> width, smoothly paved, of e::~sy 
grnd1ent and direct alignment. Street 1ntcrsect1ons should 
be held to a minicum, and all intersections should be con­
trolled by means of appropriate signs nnd traffic signals. 

High standards ~re required in the desien and developnont 
of limited access thoroughfares :>.nd expressways where rapid 
and uninterrupted travel is the major ObJeCtive . l':idcr 
rights-of-way than on ordinary major streets are needed to 
accommodate wider tt·aiiic lanes along with medial and 'arcinn\ 
strips between tho roadway and abut ting pt·opet·ty for purpot~os 
of protection , and still more land is noodod for interchnneo 
ramps at the major stl·oet intersections. The separation ol 
~rados or elimination of intersections with other streets 
alonL with proper acceleration and deceleration lanes is 
neco~sary to provide ior continuous, uninterrupted traffic 
flow . 
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l.idth and Capacity of Traffic Lanes 

Tbe width of the street pavement should obviously be 
related to the volume of traffic which it is expected to 
carry. For purposes of design, the critical volumes are 
those occurring daily durin~ the morning and evening rush 
hours. Under ideal eignal conditions nt these pnriods , a 
single traffic lane can aceom:odate about 500 ears per bouz. 
Primary Llajor streets should provide at least four moving 
lanes, and within the more intensively developed sections 
of the city, dominant radials will no~d at least six moving 
lanes . 

:ti thin certain limits the width of a traffic l:lne affects 
both its capacity and tho speed of traffic movement . Capacity 
is affected also by the proportion of trucks and the presence 
or absoncP. of transit lines. Ordinarily , tho minimum width 
of traffic lanes or arteries carrying substantial numbers of 
trucks or transit vehicles should be at least eleven feet, 
and ~nlve foot lanes should be provided for moving traffic 
on expressways. Tbe commonly accepted standard for curb 
parkinr, lanes is eight feet. 

Street Cross Sections . 
Suggested designs or cross sections of tho principal 

types of str eets within the Columbus urban area are sbown 
on Plate 1. This indicates both standards for now or widened 
streets and utilization of tbo different r ights-of- way and 
etroot 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 minimua 
r ight- of- way width is 200 feet, and the present Columbus 
expressway program assumes a basic right-of-way width of 300 
foot wher e feasible. Tho width of tho roadway pavement remains 
constant between interchanges with a medial str ip of 20 feet 
except in intensively developed areas where a separator of 
tour feet may bo used. Lanes for acceleration and dece l eration 
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 l east three lanes in oach 
direction is shown on Plate 1. Practical capacity of this 
facility is estimated at 1200 to 1500 vcb1cles por lane per 
hour. 
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Belt or circuofcrontinl routes, like the cxpress~ays 
nrc dosignod to carry heavy traffic vo!umo6 for cousidoratlo 
distances. lo order that they nay be of ml\ximuu. offec.tiveooo~, 
points of access should be limited as ~uch as po~siblo, 
particularly in now arons, where intorAoctions ~ny bo spacod 
from one bnl f to one 1oilc np•rt. It is sometimes feasible to 
C':lose ccrtnin minor ~eeess atreota a.cross tho bolt line, 
ospec1nlly where new r "f':hts-of-wny aro acquired, thereby 
providing for modified oxp1·cssway dos1r,n. Under oitlwr of 
those condlt1onP, tho traffic carryinG capacity of such a 
boulevard is somowbnt r:reater than thnt of a corrcspoud1ng 
rogul:l1· major street, being conservatively ootimr1ted at 750 
to IOOC car~ per lnoc per hour. The belt lino, as shown 
on Plato l,is adaptable to construction 1n stngos by first 
utilizing n single 24 foot pavemtlnt on ono side of the center 
line until traffic volumes justify construction of a second 
roadwoy. The medial strip of 20 feet is adequate to providP 
tipace !or n decoloration and left turn l>no at grade intcr­
ecctions. 

Six lnnos will bo required on the more important radial 
routes such as High Stroot, Cleveland ;~venue, and u.s. 62. 
A paver>ont of this width, including parking, ordlnarily requires 
a right-of-way ot nt lonst 110 toot, although 100 foot cay 
have to be used in closely developed areas. As flhown on 
Plate 1 , a right-of- way width of 110 teet would noco~odato aix 
mov>ng lanes of olovon feet onch, separated by a four toot 
divider, and two parking lanes of night feet each. f:here 
necessary for special turninr lanes or transit stops, park,nr: 
could be el1minatod on eithN· or both sido,., liHh a 100 toot 
right-or-way, the movinc lanes would bo reduced to t<'n feot 
each, and the planting strip on either side of the roadway 
cut from seven to five feet. A mini~um ton toot lane is 
fnr less satisfactory than the wider pnvcucnt, pnrticu!arly 
wbcre truck traffic is substantial, buL cay be Justifi~d 
because of widan>n~ costs. The practical capacity of this 
typo oi tborouglllnre is estimated nt 400 to 500 cnrs por lano 
por hour. 

•lnny of the radinl routes will hnvc four movin~ lanes. 
Exacpl~s of this type nrc Indianola, Sullivant, nod Parsons 
Avenues. Four no\•inc lanes of eleven feet oacb plus two 
parking lanes roquire n minimum r1cht-of - wny wid1h o! 80 foot . 
This w·ould lonve a t<>n foot l'paco on oacb side of tho roadway 
to be i"'provod either with a sidewalk or with a sido"alk and 
pluntin~ strip. Additional traffic capac>tY could also be 
accocmodated by prohibiting parking on eitlwr or both sides of 
the stroot, particularly during poak per>ods. The estimat~d 
practicnl capacity is about 450 cars per lone per hour . 
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There are two types of minor stroots--(1) those use~ 
purely for access to nbuttin& property aud (2) local collector 
streets. n•e latter serve the purpose of collectln and 
distributing traffic within residential neighborhoods and thu 
various areas between major and secondary streets and will 
require a ~inimum 60 foot right-of-way and a pavement of 
36 to 40 feet . Local access streets need only a 26 foot 
roadway for covecent and parking- -In modern subdivision 
design most of tho parking is located off-street--which can be 
acco~odatod 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 eeono~ical or practicabl e to widen 
existing streets because of the high costs in proportion 
to tho traffic capacity gained. Under these conditions it 
is necessary to make the maximum use of existing pave .. nts 
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 Colum~us have a width of 
five rods or 82 . 5 feet, with an existing pavement of 52 . 5 
feet. This is sufficient to provide tbree .-ple .oving 
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 aay ultimately have 
to be prohibited on both the one-way and two--way streets, at 
l east during rush hours , to provide additional moving lanes 
in the future . 

There are several streets or puts of streets in the citJ , 
such as East Main , which have a right-of-way of 80 feet. 
This will perait a 60 foot paveaent or six 10 foot aoving lanes 
without parking, plus a $ foot sidswalk and a 5 foot planting 
strip on either side of tbe roadway. In business districts 
a 10 foot sidewalk without planting would be desirable. 

A rigbt-of-way width of 66 fest, which is now found 1n 
parts of the city (for example, Mound and East Long Street) 
can best be utilized for four 11 foot .oving lanes, without 
parking. This allows rooa on each side for a 5 foot ~idewalk 
nod n 6 foot planting strip, or in business districts an 
11 foot walk. 



- 10-

A 60 foot right-of-way ~s not adequate for a major 
street, but 11ay have to servo the purpot:c of a secondary 
artery in n few cases. Under thcse conditions, parl<ing 
should be prohibited and a 40 toot roadway utilized for 
tour 10 foot driving lanes. 

II tow streets to be developed as part of the maJOr 
street system have a right-of-way ot only 50 foot. These 
streets, such us \7heatland, 1\0uld bo used in pairs one-wny 
with a 32 foot pavement consistinr: of two 12 foot driving 
and an 6 foot. parking lane. 
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THE EXISTlliG STREET SYSTE~• 

Tt·ai'fic in Columbun us in most other lar~;o cities, 
hns tended to follow tllc line of least resistance in the 
past , using those streets wbich to tho majority of cotoriats 
at the 1l'OV11'nt seec:ed to nfford the easiest nod fastest route". 
Over tbc years certain nrteries which were widex· or sr:oothor 
or a l~ttlo wore direct than other streets attracted core 
traffic nnd p,radually became established as pr1mnry traffic 
wnys . Thin hoR not px·ovonted, however, tho dispersion of 
t.·affic on many minor streets, disx·upt.ing residential neiGhbor­
hoods and creating additional probleco of traffic control and 
higher street maintenance costs. Until relatively recent 
years thoro has been no deeignat<~d eystem of thoroughfares-­
apart from the State and Federal hi[;hways- -which nttecptcd 
to utili:>.e existing streets and oxillting street 1unds in tho 
most economical and off~ctive way. 

The development of a good system of desicnnted major 
streets is essential to the functioning of the rnyri:~d busin<>ss, 
comccrcinl, cultural and social activities in tho modern 
city. Such major routes should provide easy cornmunicat1on 
between all sections and all traffic foci within tbe urban 
community. The major street system ;;hould also include tho 
primary State nnd Federal routes which brine t.rnftic from 
rural aroas and from other communities directly into or 
through the city. 

State and Federal H1r.hways 

Columbus is the focal point ot a number of primary 
State and Federal highways; altogether some 16 important 
State and Federal routes pass through or skirt the Colu~bus 
urban area. There are four Federal high~ays which intersect 
within the city . These nrc: (1) Route 23 oxt~nding from 
Octroi t and Toledo to 1J1amt; ( 2) Route 62 from El Paso , Texas 
to Buffalo; (3) Route 33 from southwe11t f.iich;~.r,nn to the 
oa11t central coast; (4) Route 40 fr01~ San Frnocisco to 
Oal tin:oro. Tho so hichways create a systeL1 of eight routes 
radiating in all directions from the city and connecting 
Colw:bus with rcost of the major communities in this section 
of tho country . T!vo of these routes arc a part of the f'oderal 
!>ystom of interstate hir,hways : (1) u.s . 40 which .)Ol.ns a 
number of tbo lar ge cities between tho cast and west co:wt , 
including Salt Lake City, Denver, Kansas City and St . Loujs , 
in addition to the others mcntionod,and passes through 
Columbus from the west and cast; nod (2) routes u.s . 62 and 
Ohio 3 from tho southwest and northeast. 



-12-

Plate 2 shows the relation of State anct Federal routes 
intersecting Columbus to other urban places in central Ohio. 
It should be recognized that while the amount or through 
traffio 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 arterieo 
whlch will make for their own convenience in bypansing tho 
city, un well qs relieving local thoroughfares of unnecessary 
traflic. Tbis is especinlly true of truck traffic over 
U.S. 23 to and from Toledo and south or southeast Ohio . 

It 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 aroa . How best to meet this situation 
has become a matter of growing concern to Federal, State and 
local officials. Existing rights-of-way 3re entirely inadequate 
in many cases to take care of the volumes of traffic being 
genorated and the efficiency of streets such as East !Jain, West 
Broad and High Street, all parts of Federal routes, are 
materially diminished by the ribbon commercial developments . 
~be 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
fare~ or freeways are now the best means for handling largo 
volumes of traffic such as are formed on those r outes. 

Existing ~ight-of-Way Widths 

Wbile street pavements can sometimes be widened without 
great difficulty, the street right-of-way is fixed by law 
anu the original dedication and is generally difficult to 
increase witbout considerable cost. lt is tho rigbt-of-way 
which dotermines the feasibility of increasing traffic capacity 
on a particular thoroughfare by widening tho pavement to 
provide additional traffic lanes, and conse~uontly 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 l ess satisfactory , route 
must be found. 
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\ 
1\ The exie.tin" street rtr.ht-of-way width:, within the 
'\ Columbus ut·bnn nrca nre indicated on Plnl<' 3. It iEl ovidcnt 

that tho founders ot tho cit}' cxhibi tod much groatet· vi~;ioT' 
in laying out the original plnts thnn th<>ir succossor!l have 
Rhown. Th" rliiJority of the streets in downtown Colul:lbus a.-o 
five rods, or 82.5 teet, ln width ·.vhich is fortunnto for 
traffic cjrc<olntion with•n tho central bu~iness district. 
Tho~e <u·e 10 r>arked contru111t with tho troftic W3ys which hnve 
beon eubsoqtwntly laid out; only Brand Street and u rclntivoly 
few other thot·ouRhfaros or parts of thot·oughf.lrOA outside 
the downtown 'lection have n right-of-way of 80 foot or c:cro . 
The only cont'nuous streots having tho iairly anplo rigbt-o£­
wAy of 100 foot arA Olentancy River Rood, Northw .. st Boulevard 
and u.s. 33 in the northwest sector e>f the coonunity, and Brood 
Stroot, - even tho latter narrows do"n to 80 to !19 feet 
between the Scioto River nod Columbus' west corporate limits, 
nod parts of U.S, 33 vnry from 66 to 80 feet . Enst J,iain 
Stroot is 80 foot fo1· tr.ost of its lonr,th . 

The irregular! ty of existing widths and the lnc!< of a 
definite pattc•·n in tho general street layout are chnracteristic 
of nost large Aw .. rican cities. For example , Hil!h Street varies 
in width within the city from 100 to 66 feet and south of 
111ll1nms Road this oat· rows down to only 60 feet. Fifth 
Stroot, which is the only continuous east-west nt·tory in 
a larco section of the community between Port Columbus ::tad 
the Grandview Heights- Upper .u-l~nr,ton districts, varies in 
width bet,.·een 50 and 60 feet, except along the airport wheru 
it has a right-o!-way of 100 feet . Lack of continuity in 
th<' street sy•H<>,. is espl'cl ally t~arked in tho s"~tion 
sut•roundiog Ohio Stn te University with r..ost of these traffic 
ways offset on either side of High, nod few of the cast- west 
street~ bavinc continuity across the New York Central Railroad. 

J:.ost of the radial thoroughfares are well located , but 
only Broad Stroot has an ample width, Colu~:~bus-!dillcrsburr. 
Rend, Cleveland Avenue , U.S, Route 33 nnd u.s. 62, among 
tho rr,oro 1mportant radials, have rights-of-way o1 only 60 
feet, and even Broad Street narrows to 83 and then to 66 
toot through parts of It hi to hall and farther east . .;xcopt 
tor the thorouchtnres in tho northwest, p1·cviously described, 
coat of the other radials nre 60 to G6 foot • 

.;est of tho streets within tbe present Coluubus urban 
aron have ri(lhts-of-way no cwenter thnn 50 feet . the majority 
of tho streets south and onst of Ohio State University have 
widths of 60 feet , which is not adequato to accoumodate the 
types of pavement needed for circulation in this district, 
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particularly • ·1 th tho high dens1 ty dcvclopcent and concom1 tnnt 
curb pnrl<inl\ of automobiles characturit;tic of tho University 
section. In fact, tho nnr1•owness of ox1st1n~t stroots and 
their use fo1· on stroot pnrl<ing brought about by tho la<'k of 
off-stroot storage space in so much of th~ present city 
makes travel diff1cult in an exceptionally largo portion 
o! Colu~nbut:l. 

Tho mnjor1 ty of the principal county roads SU1'1'oundi n(; 
the city have rights-of-way of 60 ff'nt. Tbis is lldequate 
tor a two lane hichwny but u:ost inuufficicnt for •he conAtructlO:" 
of n 111nin thoroughfnro,wh1ch some of thoRo roads will beco::te 
as tho urban area expands within tho next coneration. '.lost 
of these county roads aro, of course, partly or almost entirely 
undeveloped and widening will not be difficult _n the future. 
However, n few route,; such as State Highway 161 pntJS throur,h 
urban devolop111ents which vh·tually preclude adoqunte incronso 
of th<' existing rir.ht-of-way and nlternato arteries will have 
to b., found to accoz •odate present and future traffic loads. 

l>lany of the short lengths of wide r1ght-of-wny, particularly 
in the mor<> outlying parts of the conununity,woro obtained 
through subdivision control. Throu~;h this r.1eans, for example, 
additional property to provide for an ultimate 10~ toot rlght­
of-way has been gained in connection with subdiv1sion develop­
ments on U.S . 33, Southern nnd Beecham ~oad!'!, u.s. G2 , State 
Route 161 :.nd oiorso, Fishinger and Frank Roads. .!idoning to 
80 feet, or ne, 80 toot street rir:bts-ot-way have been obtained 
on portiono; of Stcl~or Road , Dublin Road and Brontncll .wunue 
(throuch tho Amvets Development) to mention only 11 few. 
Impo1·tant widening& of existing street right-of-way in,;ido the 
city bavc bE' en accomplished along North Bo•·adway and !lecca 
Road. lbus, much of tbe land needed for future thoroughfares 
and thoroughfare widening can be acquired w1thout cost to 
the community--and without substantial cost or inconvenience 
to the land subdivide1·--a t tbe time of initial dovolopll'ent . 

Impediments to Traffic ~ovemont 

Plate 4 o;bows the cajor strenms nod the raih·oad lines 
and street crossincr. within the Col=bus urban nrua together 
with the nn tural and artificial bn1·riers to tra111 c crt~ a ted 
by tho lar{le public or quasi-public properties and the 
extensive areas of limestone and ~rnvcl extract40D. 
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particularly with the high density development and concomitant 
curb parlting of automobiles characteristic of the University 
section. In fact, the nar•·owue!!s of existing streets and 
their use for on stroet 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. 

Tho majority of the principal county roads surrounding 
the city have rights-of-way of 60 feot. This is adequate 
for a two lane highway but most insufficient for the constructio~ 
of a main thoroughfare,wbich some of those roads will become 
as the urbnn area expands within the noxt generation. Most 
of these county roads are, of course, partly or almost entirely 
undeveloped nnd widening will not be difficult in the future. 
However, n fow 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 mo1·e outlying parts of the cotnl!luni ty ,were obtained 
through subdivision control. Through this means, for example, 
additional property to provide for an ultimate lOG foot r~ght­
of-way has been gained in connection with subdivision develop­
ments on U.S. 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 and Brentnell Avenue 
(throu~;h tho Amvets Development) to mention only a few. 
Important widenings of existing street right-of-way inside tho 
city have been accomplished along North Boradway and Mecca 
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 inconvenience 
to the land subdivider--at the time of initial development. 

Impediments to Traffic tovement 

Plate 4 shows the major streams and the railroad lines 
and street crossings within the Columbus urban area together 
with tho natural and artificial barriers to traffic created 
by the large public or quasi-public properties and the 
extensive areas of limestone and gravol extraction. 
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Ev.-n thc>ugh tho Scioto nnd Oleot:~ngy Ri vcrs ·•rc- not 
ne difflcult or costly to bridge "" thosr to aoce c:o"'•·uniti<'s-­
duc hero to the flat topo(!rnphy thrOuf:hout most of the> urbnn 
area and tho relat1vu narrowness of tho strcae>s--cxistiog 
crosstor:s nro still compnrativoly few, being l110ited to four 
or Uvo brid~:os acroGs the Scioto (at Grondvio1v Avonuo , 
Trabue, Pishingor, Haydon Run and Dublin-Granville Roads) 
and somo oint' crossings over tho Olontnnr:y, in addition to 
th<' cros~inr.e at Sandusky and the sev<'ral pr>ncipnl cost-
west tho1·our:hfaros downtown. South of th<' central business 
district the Scioto can now b<' crossed at only two pojnts--
at Greeolam\ 1\Vonue and at Frank Road south 0< tho c>ty. The 
two creo:<s oro not mnjox· trnfi ic imp<'dimonts , but ovon thoso 
cannot be crossed at will. If good tl·affic circulation is 
to be brought about in all parts of the Columbus urban area, 
it will bo nccossnry to constl·uct sevo1·al addi tionnl bridses , 
particulnrly across the Scioto, in tho future, which will 
be discussed later. 

Titere is a number of lnrgo public or iostituttonal 
properties which tend to obstruct circulotion in parts of 
the comr.>unit)' althour;h the"e aro not quit., so o;erious,dospite 
thoil· lnx·r:e areas , as thoy mir,ht have been . For example , 
Ohio State Universit" and the University Farm occupy areas 
of several hundred acre,; which would be most tornldable 
barriers except for tho oxisteoco through them of Neil Avenue, 
Lano ~vonue and Kenny dOad. F.ven so, the relatively intense 
development of tho Ohio State University canput; and its 
importance as a traffic generator both add to tho volumes 
of traffic movements and make difficult the provision through 
this area of adequate relief stroots. The State Fairgrounds 
is a considerable traffic generator durin• tho periods of 
its use but will not impodo traff1c circulation if pr oper 
provisiOn is cado 10 its further devolopmnnt for the widening 
of 17th Avenue and construction of the oortb !roo~oy . Tho 
State 1nst1 tutions on '.'lest Broad Str eet , however, posc a 
problen with respect to traffic "ovot'.eot ln a north- south 
direction bctwoon Central Avenue nnd lthcatlond Avenue, a 
distnnco of well ov<:•· one ail<'. Tho extension or connection 
of Grandview Avenue to the south to provide butter access 
between !~'est Columbus nnd the Grandview Hoichts- Upper 
Arlington districts would be vory desirable . Tbo othe•· 
public properties, such as Port Colurnbus nod the 1\roy UOJICI 
nre at the edge of tho urban area and except in the 
north and south do not interfere with normal t r affic 

In addi tlon to the ho ri\•e•·s and th<' other 
barriers , and perhaps s ornowbn t •tore sorious from 
standpo1nt, artificial barriers to traffic have 
nlong t.ho Scioto by the extensive mining of hme11t 
;revel. The Tide, deep p~ts rcnnining after t be 
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limestone in partieul~r, virtually preclude construction of 
a new thoroughfare of any kind across the wide area alon~ 
Dublin Road and ~cKinley Rood. The distance between Grandview 
Avenue and Fishinger Road is over four miles and the only 
crossing between theRe points is looated at Trabue Road. 
It will be both difficult and expensive until parts of this 
area have been filled to prov~de 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 city is also creating conditions which will be un­
favorable to development of good traffic arteries across 
this section in tbe future. Because of operations already 
completed north of Frank Road, a satisfactory connection to 
eliminate the otfset in the two parts of this road north of 
the sewage treatment plant is rendered more difficult and 
if thes e operations are continued to tbe south, this connection 
will be practically impossible. All of these areas are located 
within parts of the community desirable for futuro 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 tho Columbus urban area, as 
can bo seen from Plate 4--make traffic both hazardous and 
subject to annoying delays. Tho alignment of major new 
routes must be studied to create a minimum of railroad 
intersections and such 1ntersections in so far as possible 
should be located where topography and other conditions Iavor 
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 v>a. 
major streets, in addition to the separations which have 
already been made -- many of the important street crossi 
have already been separated inside tho city. Unfortuna 
however, the existing roadways are not entirely adequate 
to carry present and future traffic loads at a number 
points. 
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Traffic Volumes 

Prescot Traffic Movements 

Daily traffic flow and particularly peak traffic move­
ments determine the needed capacity and character of the 
enjor thoroughfare aystem. The number of vehicles using 
tbo principal traffic arteries in the Columbus area during 
an avorar,e 24 hour day is graphically shown on Plate 5. Tbese 
data are based on traffic counts aade by the Obio 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 Ohio 
State Highway Department Planning Survey in 1952 and 1953 
(adjusted to 1952) 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 into the central 
business district . East and Vest Broad Street, Olentanay 
River Road, Cle?elaod Avenue, Main and High Streets are all 
intensively used. Broad Street, for exaaple, averages aore 
than 20,000 vehicles per day over much of its len&th and 
east of Sandusky, this 1ncreaaes to nearly 40,000 vehicles 
per day. Olentangy River Road and North High Street carry 
for a substantial distance between 15,000 and 30,000 vehicles 
per day, and Cleveland Avenue and Main Street average about 
15,000 vehicles per day. Traffic cn 808t of these routes 
diminishes rapidly toward the edge of the urban area, indicating 
that this travel is mostly local in origin and r elatively little 
consists of tbrouCb _,_ate. 

In contrast with tba heavy traffic on radial tboroughfar .. , 
there are relatively few crosstown streets carrying large 
concentrations of vehicular .ov-nts. Bow-er, the desire 
for such moveaent& is evidenced by Fifth Avenue which despite 
its coaparative narrownees, carries a substantial traffic 
volume,and King Avenue 1s also well used. As previously 
indicated, mucb of the current crosstown traffic due to the 
inadequacy or di8CODtiDuity of existing croa&town routes 
is either forced through the downtown district or dispersed 
onto many otherwise aiaor stleete and consequently that portion 
of the crosstown traffic 1s DOt revealed in the aormal 
pattern of traffic flow. 
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t'ith the rxeoptton of Br ond Stroot , "'hich carrie<; 
r;.ore than 30,000 cars per da),. throuah thn do11ntov..n nre:t, 
east-1o·eat nrteriea:t in tbo central bus1noco d1&tr1ct. sho\V 
a well d11ltributcd traffic pattern . >11eh and Front S1.roets 
both carry largo volunes of north-south traffic, ~·root Street 
beini tho routing of u.s. 23 through tho central area. Third 
and Fourth Streets are nlso hoav>ly ueed , each street handling 
up to 20,000 cars per day in tho vicinit.r of Brnad. Traffic 
volunes on Fitth and Sixth Stroot& nro l'f"laUvoly small due 
to tho d1oeont.1 nui ty of theso ways and hnvo not boon sho .. n. 

In general Plate 5 shows the hoavy uwe nado of all tho 
principal artorioa loading to nnd through tho cent>·nl business 
district. Tho absence of largo traffic voluUI~s on crosstown 
stroota indicnteo that a substantial part of thiA traffic 
uooe tho radial thoroughfares and such ~ove~onts, of course , 
could bo nccom•·,odn tod more directly and oxpcdt tiously on 
other strootb. The devclop~cnt of good erous town routes, in 
an t'a9t-w<'At dir<'chon particularly, would roll eve c·xisting 
downtowo thnroughfaros ~nd help th<' flow of traffic conbiderably 
through tho University area and othor parte of tho north end. 

Futuro TrAffic Volumes 

Futuro traffic volu~es will be especially influenced 
by the future growth and the distribution of population ~nd 
land usos in different parts of tho ColuMbus aroa, as well 
as by chonr.on or increases in tho t•olativo nu:nbor of ~uto­
so~ilos and 1n drivinp. habits. 

Totnl vehicle registration in Frnnl<lin County was 
approximately 100,800 in 1930; it declined to n low of less 
than 90,000 in 1933, and reached n p~nk ot 120,000 or so 
tmmodiatoly boforo World 17ar IX. Follo~ina tho war, the 
numb<'r of vohiclos bas climbed rapidly, rot:1Ytr;1t1ons 
oxcet'ding 173,000 in 1S50 and 192,600 in 1952 . The latter 
lit\Ul'~ included 20,461 trucks and co""<'rch l V<'hiclcs. On 
the bnuis of population, passencor vehicle rORistration 
reprcs<·nt<~d ono c~r for each tour porsone in 1930, ono car 
tor 3.8 p~r¥ODS in 1940, ~nd ooo car ior ench 3 . 3 persons 
1n 1950. Tho rntio is one car tor each 3.2 pcr~ons or less 
at tho present tir.o. '7h1le cont>nua tion of this trend 1:; 
nnt expected to bo quite so pronounced in tho futuro, >t would 
not seeg unrea¥onable to expect a ratio of ono cnr for each 
2. 5 persons within the next t"'enty to thirtr )'Oars . Assu..,in& 
a futuro population w>tbin Franl<Hn County of about 920,000, 
this "ould produce a registration of nearly 370,000 passenger 
cars by 1980, or aoro than double the number of pacscngcr cars 
Usted in 1052. In addition, tho trucks .\nd COIDWcrclo.l vch>c 
can be oxpoctcd to increase by not loss than thu rate of an 
patod population r,rowth . 
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Examination of trends in motor vehicle travel on state 
highways, gasolin" sales and similar factors, indicate that 
the average travel 1n miles per vehicle is RTadually increas~n~ 
and that this may be expected to amount to as much ns fivo 
percent granter mileago per car within the next generation. 
Assuuing the increase in passenger cnrs described above, and 
simil"r though smaller increases in trucks ~nd other commercial 
vehicles , an ov~>r-all traffic increase of !rom 100 to 120 per­
cent could bo expected by 1980. ~ctual traffic counts in Ohio 
sine~ the last war have indicated that current volunes in the 
stat,. are ~;rowing at the rate of about five percent per vear. 
While such rapid increase" are hnrdly likely to continue 
genernlly over n long period o:£ yenrs, the anticipated growth 
of tho 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 approx~­
mately the same conditions, and that street capacities must 
be moro than doubled to bring about substantial improvement 
in traffic flow. For example, the three portals to the central 
business district 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 .ovenue, or about 6100 vehicles during the 
peak hour (between 8.5 and 9 . 0 percent of the 24 hour flow). 
Assuming that approximately 70 percent of this traffic 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 so1no 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 1S80 or so. The proposed six lane 
north freeway can accommodate about 4500 vehicles northbound 
so that some 4,000 will have to bo handled over surface streets. 
As noted above, these streets presently carry 4200 vehicles 
(with some difficulty) and unless present street capacities 
are increased, traffic conditions by 1980 would not be sub­
stantinlly 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 vehicles per hour, 
and consequently those streets are already used beyond their 
capacity. 
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While Stroot capacities can be increased here to some 
decree by better utilization of e'tisting str eet pavements and 
bettor traffic control , as pointed out later , it wil l be 
necessary also to develop additional traffic arteries and 
traffic lanes. This can be dono partly by means of the 
expressway system now under initial construction , and partly 
t hrough the other elements of the ~ajor Street Plan such as 
~idening of exist1ng strcots and opening of new routes, describe( 
i n the following section. 

Duo to the cost of widening exi~ting street rights-of-way, 
very careful study was given to the possibilities of develop­
i ng parallel one way streets so that widening would not be 
required. However , the local st~cet system is so irregular 
and there is such a paucity of continuous parallel street s, 
that this proved impracticable except in limited instances. 
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PROPOSED J.iAJOR STRllli'!' PI,AN 

The location, goncrnl character and extent of the varir)Ur< 
streets and hi~hways, together ~ith 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 
ol an existing street, n connection between existing streets 
or a new location. Tho oxprossways, belt or cil·cumtercntinl 
routes, and other types of major streets are soparutely 
delineated. 

The ~pres~way System 

The expressway system, now under initial construction 
at the Sandusky-Spring Street interchange is a dominant 
portion of tho major street plan. This consists basically 
of an inner belt generally surrounding the central business 
district and four radiating freeways. The inner belt has t~o 
basic and all important functions, namely--(1) 1t serves as 
a by pass for traffic which bas neither destination nor origin 
within the congested downtown district and (2) it provides a 
distributer for those vehicles which ao enter and leave the 
district over the various feeder streets. The importance of 
aany 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. lt will also 
make available a direct connection to the projected toll 
highway between Cincinnati and Cleveland whlch 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 v icinity of Hudson Street, tboroafter 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 ot aajor streets, thereby 
enabling tributary local traffic to utilize the route. 

The west freeway 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 tho New York 
Central through the lower edge of Valleyview, joining West 
Broad Street just west of the city, lt is proposed that tbe 
west freeway be located immediatoly to the north of the 
Pennsylvania Railroad for a distance well beyond the urban 
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orca ~"!ore connecting to U. s. 40. lhls wlll havo tho 
ndvnntDRO of <>voiding Lincoln V1l1Rce An<l other dovelop-ents 
alon~ r.~st Broad Street wbero it ~ould be difficult and-costly 
to conetruct a thoroughfare with 11citod acco&e and will 
enable Broad Street to continue ftS a Dajor radial route to 
and frog the west. In addition to occoacodntinc coasidcrabl~ 
voluoos of local traffic, tho suggested now location al~o 
~ould 10a!to •>Vailoble a frt~owny connector to tho projected 
turnpl ke wh lch is expected to be loco ted to tho -.·est of 
Columbu8. ,\ccesn connections in the v1c1n1ty of Lincoln 
Villn~e nnd nt a number of other mnjor stroet croes1ngs 
"1111 porU>i t tho ueo of this artery by tho tributary local 
dovolopnonts in n large section of thn ut•bnn urun. 

Tho cast freeway will sot·ve a lnrao t•osidontial area 
to tho east, intorcoptioa U.S. routoe 40 nnd 33 nuar Gig 
lfalnut Creek nnd south of Berwick roepoctively, Connection 
tu the inner bolt is made at tho Fulton St1·oct intorcbnnge . 

lho &Outhwost freeway servos aa a connection bet·~ccn the 
inner bolt and tho lnterstato Highway U.S . 62 frOQ the south­
wetlt . Instead of joining the latter iu thu vicinity of Fran!< 
Rond, howovor, as originally eontc~platod, a location 1s 
pl'OJ'Oii<'d ncar the contor of tho u·ca botwo&n U. S . 62 and Stato 
Routo 104, ~vontually connecting with U.s . 62 north of Harris­
burg ,.horo tho projected Interstate freeway ends. Tb1S will 
~nk~ possible 11 continuous fre~wny on into tho c1ty, bypn~s•ng 
Grove City, Urbancrest and othor dovelopuont along the existing 
highways. Thr. southwest froewny ~ill of courso, provide 
tralflc relief for both tho prosont U.S . 62 •·adial and 
Chill1cotho llostern Road (Stutu Rout" 10'1). AI! eho"n on 
Plntc 6 , n connection is proposed botwoon this expressway 
nnd u.s. 23 south of tho city . This will enable traffic to 
and iron tho south, particularly trucl<t>, to r,ot onto tho 
expressway system bofore enterintt the city, thereby relieving 
High Street of this traffic . 

Tho Olentangy freeway extends for only n comparatively 
short distnnc" nod is intended to providt' bettor alignt.ent 
and freedom from tho developccot now abutting Olaotnogy River 
Road south of King Aveouo. The new trct'way aligo~ent will 
luCl.,aso tho capacity of this thoroughfnro to servo the north 
and northwest sector of tho Colucbus urbnn area. 

When completed, the oxpreAswny ~y•tum will bo able to 
handle a sub~taotial part of tho trntfic now contributior 
to the present vehicular londs on Broad, lligh, and other 
~ujor etreets. Because of the nece5~nr1ly long-range develop­
cent of tho f!ystem, however, trnff1c will be continually 
1ncron .. 1n(': in all ports of the col'!munity durinC: tho coos•tx·uc:tl 
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period, and other major street improvements will be needed. 
In order to permit maximum utilization of freeways and of tho 
inner belt in Particul>lr, 1 t ,..111 bo necessary to have adequate 
connections of this expressway to the downtown street .. wh~ch 
will feed traffic into it. This can be accomplished through 
a series of ramps which should be designed to provide the best 
moan,; of egress ft·om and ingress to the expreso;way while pre­
serving tho surface capacity to accommodate locul movements. 
In order to bring about an adequate pattern of tt•affic 
distribution and to equalize the load on the feeder streets, 
it is essential that a nuQber of points be provtded where 
interohango can bo modo. 

Circumferential and By-Pass Routes 

As previously noted, one of the main sourcos of traffic 
congestion in downtown Columbus is the forcing of through 
traffic into this district duo to tho laclt of sutisfactory 
cross-town and by-pass routoa. The proposed expressway 
inner belt should relieve much of this condition downtown, 
but additional circumferential or by-pass arteries are needed 
f:ll·thcr out . 

An intermediate loop is proposed at some distance from 
the inner belt. This would utilize on tho north, Fishingcr 
Avenue and its extension, Broadway and nn extension to 
YcCUtcheon Road; on the east, Stelzer and Ja~cs Roads and 
their extension southward to Refugee Road; on the south, 
Refucce Road, a now route paralleling tho N. & t .• right-of­
~ay westward to Frank Road (connected across State Highway 
104), and CliDe Road; and on the west, Phillipi and Wilson 
Roads connected and extended to Fishinger Road. A 125 toot 
right-of- way to accommodate six traffic lanes is proposed 
tor this loop. When completed this would bccowe one of tho 
most important thor oughfares in tho city, providing a more 
or less direct connection between large residential nreas 
and the major industrial centers in the oast , 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 tbe ed(;e 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 conuection 
to State Route 665 in the vicinity of Lockbourne Air ~·orce 
Baso and Route 665 on tho south; Noff , Norton , Hilliard-Rome 
and Avery Roads on tho west, by-passing the villages of New 
Rome and Hilliar d; and State Highway 161 on tho north. 
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bcc~use of the difficulty of securing an adequate right-of­
w~Y along State Route 161 through the ~orthington area, it 
is proposed to reroute a part of this highway on Wilson Bridge 
Road connecting with the present route east of Dublin and 
~est 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. In 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 
bas been sought by tbe army and airport officials. It 
should have a right-of-way width not less than 125 feet, 
and preferably 150 feet. 

Radial Routes 

As previously mentioned, Columbus bas a number of well 
located radial thoroughfares, but many of these are not 
adequate to corry their share of the city's traffic. 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 traffio control, the 
development of some additional radials, and by providing 
additional relief through development of various circumferential 
and crosstown streets 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 
~hich must ultimately be developed with six ~oving 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) 

(2) 

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. 

Cleveland Avenue - State Route 3, serving the lar2e 
existing and potential residential districts in 
tho north northeast . 
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Columbus-llillcrsburg Road (U S 62 route scrvin~ the 1 • • >, the principal 
.ector . th arge potentinl residential 1n c northeast. 

(3) 

(4 • 5) East Broad Stree~ and Main street th t t 
important arteries to and trom oa~t ~1 w~ mos 
Bexlf'y and \~hi tehall. um us, 

(6) u.s. 33 from the southeast. 

(7) Groveport Road - Parsons Avenue. 

(8) South High Street. 

(9) u.s. 62 the most important route to and from the 
southweat. 

(10) West Broad Street, now serving as the west approach 
of u.s. 40. 

(11) Dublin Road (U.s. 33), serving 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 ot Olentangy 
River Road and u.s, 62 west of Gahanna .follow tho alignment 
of existing routes . In order to secure a more adequate 
right-of-way and freedom from access of abutting property, 
Olentaogy River Road is proposed to be relocated north of 
Henderson Road, following a route generally along the 
Oleotaogy River to the existing right- of-way north of Dublin­
Granville Road. u.s. 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 
immed1ately west of the existing cemeteries on Ridenour 
Road, rejoining the present location of u.s. 62 opposite 
WeCutcheoo Road, 

A number of four lane radials is included in the major 
street plan , as sbowo on Plate 6, Among these a1·e: 

Redding Road and its extension, 
Northwest Boulevard. 
Kenny Road and its extension. 
Indianola Avenue. 
McGuffey Road and Karl Road, 
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Sunbury Road. 
Livingston Avenue (east of u.s. 33 ) 
Alum Creek Drive. 
State Route 104. 
Sullivant Avenue. 
Dublin Road. 

~bile moat of these routes are now in existe 
sub9tanti"l new rights-of-way, connections or ext!~:tons 
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 route will accommodate 
a number of important crosstown movements. However, as 
noted previously, good crosstown streets are almost totally 
lacking in Columbus and must be developed in the future if 
all types of communication within tho urban area are to 
be satisfactorily provided for. 

In the north end of the community Stanton Road, extended 
to and across Sunbury Road; Bethel Road-Rathbone Avenue­
~orse Road; and Henderson-Cooke Roads would serve the 
general area lying between tho intermediate and outer 
circuoferentials. Because of the difficulty of securing 
an adequate right-of-way west of Ratbbond, it is proposed to uso 
Rathbone and Loland Avenues one way between High Street 
and the Olentangy River. A new river crossing would be 
necessary at tho Olentangy along with a connection to 
Bethel Road and ultimately a new bridge across the Scioto 
to connect Bethel and Hayden Run Roads. Cooke Road is now 
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 
Karl. Thi• 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.s. 62. 

Between the intermediate circumferential and the north 
leg of the inner belt, three crosstown arteries are proposed, 
These are: (1) Hudson Avenue, extended ~est across the 
river to Olentangy River Road and connected eastward to 
Mock Road· (2) 17th Avenue and Lane Avenue, extended and 
connected'botweeo Port Columbus and Dublin Road; and (3) 
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rUth •• venue be two en llnmil ton Road and 0 hl 
latter is now the only ext~tin~ cont

1
n u in Road. The 

citY north of Broad Street, althouab i~o~s route across tho 
adequate in width to carry the traffic 1 sdcompletely in­
and 17th Avenues should be improved to 01 

• Doth F1fth 
gaving lanes in each direction, accommodate three 

In the east and south sections of tho urb~n area a 
number of crosstcwns is proposed both in th • 

t di ti A • nor ->;outh and 
east-w?sF 1 reed oAns. .moWnig these are Cassady Avenue-Francis 
A•enue, a rwoo vonuo, lson Avenuo-Lockbour Ro . 
l1hitt1er Street; Frobia Avenue; !.•arion Road; an~o Wo.t~~~s 
Road extended and connected across u s 33 to t 1 c • • an ex ena on 
of Robinson Avenue- ourtright Road. The latter would provide 
8 continuous r oute between the south and eo.st sections of 
the community. It is also proposed to develop a more adequate 
artery at the edge of the central business district by 
connecting Grant acrose Beck and Sycamore Streets to Jaeger 
which would extend south to Frebis Avenue. Another thorough­
tare which would ultimately have considerable importance 
south of the city is Williams Road. This is almost two 
miles beyond the south leg of the intermediate loop and 
its extension across the Scioto would connect 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 r/est Columbus, It should have a right­
of-way of at least 80 feet. 

Several crosstowns are proposed in the west sector of 
the urban area, Communication between West Columbus and 
tbe 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 tben Grandview Avenue through tho edges of tbo State 
Institute and State Hospital on ~est Broad, and Fisher Road 
should ultimately be extended across the Scioto and tho 
adjoining fills to meet Dublin Road in the vicinity of lower 
Marble Cliff. A semi-circumferential is proposed to connect 
West !!road Street with State Route 104, using 1'/beatland and 
Highhnd Avenues one way between Broad and t;ound Streets, 
then an extension to Eakin Road, Hopkins Avenue and its 
extension eastward to State Route 104, Other crosstowns 
to tbe west are Hague-Wiltshire Avenues and Wilson Roa.d 
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, tboreby 
obviating the necessity for right-of-way widening, 
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A number of secondary thorou&hlaroH 1 1 the proposed plan, These are en B a so sho<m 
~:at limited width which carry su~st=~~~!r ~~~:~t~r~~l~~oe-
·nd supplement tho other more important majo 

Of t 1 t 6 r routes. A 
right-of-way a eas 6 feet to accommodate fo 1 
traffiC lanes would be desirable. ur mov nt 

Traffic Control 

It is not within the province of the present atudy to 
investigate tho location and timing of traffic signals 
spect.Uc turning movements, chnnnelization and other d~tails 
of traffic regulation and control, However, tho skillful 
application of traffic control devices and traffic engine~r­
in& in general have a considerable influence on the capacities 
of particular streets ~nd in~irectly, at least, on the 
tiajor Street Plan. Observat~on of existing traffic con­
ditions in Columbus indicates that present traffic control 
leaves aucb to be desired, For example, left turning 
movement~ at alleys or entrances between blocks in parts 
of the central business district impede other traffic and 
discourage many drivers from using the central lanes, and 
the alleys are frequently used as traffic ways, Synchronizatic 
of traffic signals for progressive movement could be improved 
and is necessary to increase the capacity of main arteries 
like High, Third, Fourth and Broad Streets downtown. It 
is not possible to travel over these arteries now without 
stopping, t1ven at off peak periods, nt almost every inter­
section, which decreases the traffic carrying capacity of 
each of those streets. Consideration should be given to 
tbo elimination of parking - at least durin~ peak hours -
on all major streets where necessary to accommodate additional 
traffic. 
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C,\RRYlt•G OUT THE wAJOR STREET Pl..AN 

tbo najor streot plan shollin on Plnto 6 ill 1 n~o plan t b nocessar ly 
• tone-r• • o o gradually dnvelopcd over the next 
~~nty-fivo to thirty yoars. It involves i~provoaent 
of oxistin~ streets as well ~s new street connoctio s 
c~tenoion& nnd in soce instances entirely new right:-~f-way 
Th& widening of existinc thorouchfares and street connectio~s 
tbroullh built up property nre usually quite expensive b t 
as sho~n on th~ plnot these are desid~rnta in cortain'ar~a~ 
to eff~ct ~ny substantial in:provement in traffic circulation 
nod , as pointed out below, futuro stroot widening can be ' 
fncllitntod by adminietx·ntion of ror,ulntlons 11ovorning 
buildinG sot.-bnok lines ns well ns by ~ubdivieioo control . 
t n any ovont, tho acquisition or proeorvntion of property 
tor stroot widening, tho extension of nx18t1n11 routos and 
strent connflctions or now streets should bo accomplished 
os soon os prllcticablo. The custo~>ary methode for acquiring 
such p~opcrty include: 

Dedication Obtained Throunh Subdivision Control 

Tho cheapest and easiest ..ethod of ~oquiring the 
necessary rishts-of-•ay for ~•Jor streets, tboir widening 
or extension. lies in the dedication of prop~rty for this 
pur pose in connection with land subdivision. Acquisition 
of rights-of-way up to at loast 100 fnot in width can be 
acquired at no cost to tbe public and without seriously 
handicapping the developer and where additional widtb c~y 
be desi r able in tho future , this can be provided for by 
incroasinC tho build1ng set Me!< line to tako tho ul ticate 
width in to OODS1deration . oiany dovelOPOl"S in ColumbuS and 
Fraol<lin County hnvo s hown a willln((noss to provide for 
t hcso f uturo street s by dedicating nddit1onnl riBhts- of- woy 
or strips for highway widening , as noted in the section on 
existing street widths . Tho prosont city and county sub­
di\'iSion reculations require such thoroughfare dodic~tioos 
in nccordance with the offici~l tborouehfnro plan bcforo 
approval of tho plat is givon . 

,\oguis1 tton of Right-of-'.l'ay by Purchase 

~bore noodod right-of-w~y c~onot be acquired tbrouch 
dedication as in actual or icment land subdivision, it 
will be nc~ossary to purchase the property fro10 public funds. 
there the tor cs of sale cannot be Slltlsfnctorlly negotiated, 
it nay bo nocoss11r y to institute condemnation proceedings. 
In any event , it .. ould be c;ost decirablo to hnvo n special 
!und nvnilablo £or acquiring r ights-of-way ahead of devol op­
rnoot,pnrtlcul nrly in cases whore dovolop,ont of n needed 
porool is about to tai<O pl aco. 
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li~N·• rir:ht-of-wnv for li!llitf'd accnss routos i!l to .,., 
acqulrcd,n& in the •xpressways and in portlono where pract1-
cnblo of the propoord intercediate and outerbolto it 
bo necessary to purebaso the property •1nco tho advant::! 
to nbutting property under theso conditions 18 negligible 
and dedication, therefore, not to bo oxpectnd. 

Building Sot-back Linos 

'IhN·o are t\'Oo coe.monly uood mothadR !n1· dof"rring tho 
acquilll Uon oi street right- of-way until tho actual constructio• 
of the now or widonod artery . This has boon dono in aor.tc 
states including Ohio, by ostabliahing buildin~; set-bacl< 
linoll under tho zonin& powor. By thiS nonna, new buildings 
or oth~r structures and additions to buildings are pro-
hibited from oncronching on the dea;b"ed street right-of- lllay. 
Existinr. structures, however, or portions thereof affected 
by the stroet icprove~ent would have to be acquired at the 
tlcn construction wns undortakon. 

Another and generally preferable method of protect~ne 
tho future street ritht-of-•ay until the property ia; 
actually neodod is throu&b the platting of mapped streets 
on an ''off ictal" 10ap . This procedure involves the ::adoption 
by the community of an official map sholllint: all "xis tine 
streets and all street w1dco1ngs, extensions nod new streets 
<mbraced in tho official major street plnn . .Hter adoption 
of the oliicial nap no building nay bo erected within the 
bed of nny mnppod street , includina stroot extension~ and 
connoctiooA.. Provision is made , howovot·, in opooinl cnses J 

where prohibition of building cnn be clonrly px-ovon to result 
in unrensonnbla hardship to the px-operty owner, for modi­
fication of the requirement in koepinf: d th tho public 
1ntox-oat nnd tho amelioration of such hardship. !;here 
confisc:\tion or noar confiscation of thu property would 
roault, public acquisition by purchano should bo made , and 
a spccinl fund, ::as notod above, would bo coat useful tor 
offectin~ tho purchase of tbe land without tho added 
improvoccnt coat. 

Eatnbli&brent of on official aap or adoption of bu1lding 
sot-back lines to protect tbe futuro street ri&hts-of-way 
in accordance with tho =ajor street plan •hould be carried 
out in ColumbuB and the rest of Franklin County as soon as 
this plnn has been officially npproved and adopted . This 
procoduro 1n combination with subdivision control is the 
cheupost and oaaiost =eans of protoctinR doeirable futuro 
traffic route• without excessive building colitS and without 
immodtRtO purchase of such land from the ~uch too lioited 
pub"' "un<.ls . 

I 
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PAR!(ll\G 

It is only in the last decade or two that parking has 
been recognized as an iaportant element in the solution of 
the over-all transportation and traffic Pl'Oblem Tr ffi 
covecent and circulation, the loadini or unloading oZ co~ncrcic 
vohiclos, and tho parkin& of Passenger cnrs oro ~11 interrelate 
and propnr provision for o~ch is neodod if they arc not to 
interfere with one another. The prir;Ary purpose of tho mnjor 
strQots described in tho foregoing is tho novemont of traffic 
and parking should be permitted on such streets only when ' 
it does not interfere with traffic. Consequently, curb park­
tog prohibitions and regulations aro necessary to expedite 
traffic flo" nnd to mal<e the maxinum use nf available street 
pavecont with parking areas and parking garages becoming more 
nnd more nended to supply ott-street spaco. 

From the standpoint of iccediate nood, provision of 
additionul parking facilities is nost urgent in tho central 
business district. This is a matter of serious concorn to 
custocors, downtown business establishments, property owners 
and publ1c officials, nll of who~n arc individually nlfocted. 
r.tth the over-all increase of 100 percent or more to be 
expected in traffic volumes in the Columbus nron within the 
next twenty to thirty years, as discussed in tho section on 
maJOr streets, it is evident that considerable improvement 
will be required not only to movo this traffic but ulso to 
nccocu:odate parking and storago • 

. wotber facet of tho over-all transportation problem 
and one of particular importance to tho nllev1nt1on of 
traffic congestion within tbe central business district 
is wider usc of mass transportation - trolley conches and 
buseu . Greater patronar,o of tho transit system would menn 
a decrease in the total volume of traffic ~ovecont , and a 
concomitant reduction in tho requirements for off-street park­
ing. 17!.1le ,any individuals desire to drlvo their own cars, 
it is obviously impossible to acco~odato tho traffic 
volumes and parking which would result it everyone in 
Columbus "'ore to drive dotrntown. It should be recognized, 
therefore that transit and the private nuto••obilo arc • complementary aeans of transportation. 

General Stnndards and Requirement~ for Parking 

While r.nrar.os nod lots tor off-street parking have boon 
establi~hcd for twenty to thirty years in some communities, 
there are a,; yet rather limited oxpol"ience and no widely 
accepted standat-ds on which to base actunl parkin~: requirt: ­
conts for tho differont typefl and kinds of lnod uses and 
comt~un1 ty activities. However, export once has shown that 
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t)lat thoro nrc sovcrnl different types of parkin 
be provided for and that there is a limit to the dfstaoce 

·~:lob moat parkers Of the different types will walk between 
par~log location and final destiont1on. Observation of 
10081 parking chnracteristics with roepect to the amount 
and dUration Of parking, utilization of existing pnrk1 ng 
spaces and areas, and even, where possible, of individual 
desires , is essential to determination of potential needs 
and requirements. 

Types of parkers may bo classified genernlly in one of 
three catogorios: (1) short time or errand, requiring 
normally a half-hour or leas and never more than an bour; 
(2) shoppers and patrons, needing usually from two to three 
hours; and (3) employee or all day parkers. Because of 
tbe brief period required to perform some errand or to 
make a tow purchases, convenience is a major consideration 
with the abort 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 bo necessary to bring about 
through appropriate regulations, tho greatest utilization 
of curb spaces in the futuro, as well as to supplement such 
spaces with convenient off-street facilities. Shoppers 
and patrons also desire parking locations convenient to 
tbe stores or offices where they intend to go; however, 
off-street locations, if well spaced and reasonably priced, 
will be best able to meet the requirement of this group. 
All day parkers should not be encouraged to occupy space 
which is needed for the convenience of customers and 
shoppers in the central business district. While they 
naturally seek convenience also, employees will usually 
walk a considerable distance, if necessary, and areas tor 
all day parkin~ should be placed at the edge of 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 within 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 tho 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 
all day parking, however, can bo located throe or four blocks 
or more from the business core. 
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TRANSIT 

previously, mass transportation is an i.portant 
in tbe over-all transportation pattern. Prior to 

_.,e11t of tbe eutomobile, tbe location of transit linea 
.ajor factor in setting tba pattern of crowtb of 

~~aD cities, and even tbougb widespread ownership and 
the automobile bava reduced the reliance on transit 

:::~:::io:public mass transportation ia still en important 
in many districts of the city. Because of 

taportance as an essential public service and because 
ita necaaaarily monopolistic character (competitive linea 

-:::~ tbe aa .. area are generally wasteful and inefficient) 
• facilities are subject to public regulations. ' 

.... transportation is by tar tbe moat efficient means 
transporting large nuabera of people within tbe urban 

!iio-~ity. lt is becoming 1Doreaaingly more obvious that 
larger cities can never hope to solve the probl .. ot tbe 

private automobile in their moat congested districts, 
cpar1tic~Larly within tbe central business district, so long 
u more and more people ineiat on uainl private transportation­
at an avera&• of one or teo persona per car. Space is needed 
tor parkin& as well as operatinl each vehicle, and there 
juat la aot aoup apace to acco11110date all tbeae care 1t 
aar rooa ia to be left tor tbe stores, abopa, offices and 
other butldtnaa wbicb &enerate tbe traffic. 

It is iaperattva, therefore, in order to aake t be .oat 
effective uae of eziatinl street s and tbe proposed taprove-
.. nta in the tborou,bfare ayste• that aoee way be found to 
make -- vanaportatlon eore attractive. Ironically 
enoucbo boWBYer, tbe reoat history of tranait operations 
in Col! PI s 0 .. in otber cities, baa been that as riding 
b4~t daoll ... , per capita operating coats increase, fares 
z r &. 11e nlrlll, 8lld tbe traneit linea becoar.e even l ess 
..... u ... 

Dlle to the u .. Uaitationa imposed, it is not 
to mallie u ewbauative study of trauit operations within 
Colutllba area 011' to prepare a complete transit plan to 
tho future oa aatty. Tbla section of tbe report. ,. 0~::: is confiDBd to 8D .. aDiDation of present transit r 
and data oonoerDiDC utilization and service alone 
11005 , particularly aa tbeae r elate to general land 
the urban redevelopment prograa, A .ore complete 
bo made later and a plan prepared for a system of 
transportation facilities wbicb will adequately 
entire future urban area. 
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Princ1plcs of a l:odern Transit Systec 

Past experience in transit operation in ncerican cities 
~· established certain basic standards for local eass 
tran1portntion facilition. these principles should be 
applied to the entire transit system to ~eot nll co~unity 
01

eds. Tho mnjor chnrncterietics of n uood transit Rystec 
are econo1w nnd efficionoy of operation, convenient and 
attroctive service, and adaptability or flexibility of routes. 

Econocy and efficiency of operation depend on the cost 
of providing service to particular areae as aoll as on 
efficient operation and managecent. Optrating costs must 
be low enough to attract sufficient patron~co to aake the 
•ystem financially successful . The public is inherently oppoDed 
to an increase in fares and tho nucbor of passoncors tends 
to decreaoo with each raise in fares. Economy and efficiency 
are io11te1·ed also by un11ied operation of all transit fncili. tic~ 
under a single company, which olininn tee wnstotul competitive 
routos and permits greater coordination of l'Outes nncl service 
throur:hout tbe community. Fortunately, practically all local 
transit service in tho Columbus area is now under one control. 

Tbere should bo a transit line within one quarter cilo 
of nll residential areas in Columbus and in those pnrts 
of tbe urban area where population dens! t1fl& warrant service. 
(Normally, service is warranted only 1n area~ having a cross 
population density of five persons or more per acre and even 
horo must be closely adjusted to r1din~ habits.) As transit 
routes approach tho central business district, they naturally 
tend to converge, sevornl linos often operating on tho sane 
stroet. This is dosirablo sinco the central d18tricts arc 
of hi(:h density ancl espocinlly good service is 1·oquired to 
attract short rido passongors. 

Transit routes ~hould >8 located on cojor streets and 
should lead directly froc residential sections to th<' central 
bus1ne

6
s district aod to other eajor eoplO)o'mont areas .. 

lines requiring transfer should be avoided. Routes should 
rocced through the center of tbe business district rather 
~hnn loop to reduce the necessity for transfer of cr·o~;s1:o•n 
pasH~ngers and to keep turninr r:ovegents to a mininur:~ . 

lihilO they aro hrRaly mn tters of oporn tinA' 
honc:lways and ~;onc>:al ntt~:nctiv~ncss of fnclli tios 
trnnsi t riding. Tho avorn(;e spood will dopencl on 
of routing, routine on ~njor streets, nvoidnnco wh.o•~ 
poftsible of turnin~ movononts nnu elimination of 
stops . , t will be increased by tbe general i 
traffic conditions horototore proposed. Tho 1n1ta1 

eoacho~ or buses in g~noral should not exceed 
And eore frequent aorvice is desirable. 
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Year 

1S35 

1940 

1941 

1942 

1943 

1944 

1345 

1S46 

1947 

1948 

194;) 

1950 

1951 

1952 

1!>53 

Table l 

TRANSIT PASSENGER VOLUME TRENDS 
COLUIIiBUS TRANSIT COMPANY 

ColUlllbus, Obio 

Total Pasaeogore 

55,050,515 

63,304,419 

67,948,13$ 

82,262,154 

97,275,631 

98,144,561 

94,388,283 

90,787,182 

97,384,205 

98,881,191 

91,010,964 

77,783,170 

73,110,444 

70,336,467 

64,999,576 

194 

204 

243 

280 

281 

268 

251 

262 

259 

232 
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Typos of transit vehicles hnvo been undercoinc a 
trano1tton during the past t11.-o de:cadot», stroot~ars havio 
been roplncod in aany cities by the trolley coach and th~ 1 tt 
givin1: plnce to the motor bus. Tho cocpact pattorn of the " or 
columbu~ area is woll suited to tho prftsent combination of 
trolloy coaches and motor buses. Trolley coochos arc 1lell 
ndnptod Cor tu,rvice within the mor{'l clcnAely populated sections 
of tho city nnd the motor bus fot· Horvico within the less 
donso outlying diRtricts. ThG •••otol' bus 18 flexible in routing 
nnd can bo readily cxtendod or roroutod to nuko desirable 
chnnROH in SOl'Vice. tiotor busos nro also ,_dnptnblc for 
providing express service wh<ch is usunlly populnr with tho 
riders oven it it l'O(Juires a pro.,1un faro. 

Present Transit Operations 

•hilo eovoral uotor bus co~panics now provide 11cited 
or Rpe<~ial transit servico within tho Colu!ltbus urban aro3, 
practically all of tho regular service iA oppratcd by the 
Colunbu~ Transit Conpany. The city is prosont11• en.:acod 
1a the dr~ft1ng of a new trans1t franch1se which •111 rota1n 
control of all facilities within tho corporate lia1ts of 
Coluobus 1n tho hands of a single oporatinc cocpany • 

. oat of tho special or 11~1tcd routeR in tho Coluwbus 
area nro operated oy the Columbus Colinn Coach Co~pnny which 
provides sorvico to Lockbourno i\.l.r anso, tho Colunbus zoo, 
Crove City nnd the General .!otol"s plnnt on Hoat Dro;'\d Street. 
Thb co•·•Pnny also operatos tho Northwest iloulovard-tirlington 
routo which provides regular sot·vice botwoon the central busincs~ 
district oocl po1·ts of Grandview Heights nnCl Upper Arhncton . 
The Scioto and Gt·ocnlawn Bus Co"1pany oporatoe limited local 
scrvic~ betwoon downtown Colunbus, Valloyvicw nod Hilliard. 

Trendb in Transit Ridin~ 

Table 1 shot.·s the total number o{ p:umon(!cro carried 
annually by the Columbus Transit Coopany 1n l93S and froo 
1940 throu~h 1953. This table shows alhO the ridinc habit, 
or ratio of total annual passengers to tho population of the 
general nron served by the transit ay~ em . Plate 9 is a 
eraphiC prO~tintation of these trends . 

The totnl passengers carried 1ncroasod steadily during 
rs of l'lorld \,"ar I I, ronchtn:·. a peak of more 

~~eo~~r~~0Y~~ 1944 Th>s mnrkodly 1ncrcnbcd riding hnbit 
' 1 ' ctol'iat1c ·of nll larce Amf>ricnn citiob c1u1·1ng the 

wos c 1nrn .. ti . ng nnd tho ocarci ty of nc\0· 
wnr' dbuoilto flnTrsola~~~/~id~~~ cc.ntinuod nt a fnil'ly h>&h 
nutOIQO Ob . 
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tor the noxt four or five years, until 0 
becan to ~xceed tho rate of replacement ~w car production 
In lSSO, howcvor, a substantial drop 10 t outz:odod autorsobil~s. 
due 1n 1ar1:o part to the increase in 1 paasengf'r8 occtu·rod 
effect at that time, and sinco lSSO th~res which wont into ' 
hAS doclinod annually at th" rate of 8 nuQb&r of P>sscngers 
year, tho doct·ooeu 1n 1953 ac:ountin& t overal million p"r 

& o more than 5,000,000 . 

. ~s shown on Plate ", tran6i t ridin 
tho r.rowth of population followinr, tho dF gen~rnlly paralleled 
1930 • s nnd inct•eneod much n:oro rnpidl t~pression of the 
durintl tho onrly yent·s of World \'lar I~ ~~ tho populntlon 
ridin« hnbi t hnA boon on the doclino ~nd 1 ~~:) 19~4 on , howrvo1·, 
trend in total trnnflit pnssencers hn~ been 

8 
nco tl940, tho 

opposite of tho population growth doc linin exnc Y the 
year in the taco of an ever sweui.nc popuh~i~~~kodly eoch 

Theso cond1tions indicate the 1, ·porta nee of 
possible aeans to 1Dprove the attractiveness of UHlng every 

t i Col b 
DOSS tran!<-

porta 10n o uc ua. It is obvious why the cit)•'s traffic 
and parktnc problems are becominc st~ndily sore ncute--a 
JrOAtGr proportion Of the total popul~tion 18 USln~ tho 
pnvate ftutooobile eo.cb year . Public officials, tho transtt 
coapany, busincRsmcn nnd c1 tizens are a 11 v1 tn.ll)' concerned 
and ovory effort should be made to provido servico so 
convenient, expeditious and generally attraet1vo that recent 
trends can be reversed. 

Existinr. Transit Faciliti~a 

Tho routos followed by cxisttoc tl'nnsi t Uno~ Ol'O 

shown on Plate 10. All of these routoF oro opot·ated by the 
Columbus Transit Compnny with tho exception of the Not·thwost 
Boulevnrd-Arlington route operated by tho Coluubus Celina 
Coach Co~pnny. Sopnrate designations nrc usod to di feJrel>t:la'tl 
botwcon trolley coach and gasoline bus oprrnt1ons as well 
as tho nuccrous reeder lines. The routes to nnd froo Grov~ 
City, LockbOurne, Gonoral &otors nnd the ColunbuR Zoo 1 

3rc oporatud on hnlf-hour, hour or special schodulcR and 
providn only lia~ited service, have not bo sho\on on this 

Eisht of tho routes op.,rated by the Colu,.bul 
Cocpany nre trolloy coach 11nes; the other s1xtc~o 
(inc1udinr. Northwest Boulcvard-~ltngton) u~o motor 
The troll~Y coach lines and si.~ of tho o:otor bus 
provide service to or through tho contrnl businooa 
The other ten no tor bus lines , however, provide 
service to or nct·oss tho cmin routes , t horoby 
to tho 1nttor . 
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TrolltV coach Lintl 

1 North 8 So~tl Hioh 20.02 10-01 }31l 

42809 7.51 
v 

2 Hlttl 8. Wt\\tt1tf 
\0.57 9.28 

62016 69.0 5693 8 3 ..... 

3 \.0~0 f) \.l'flf'IQifOfl 
lZ.~B 6 .33 129 U704 722 1751 16271 9.2~ 10 3.5 Eo• 

4 Portoflt 8. Ne il 
13.59 686 125 22000 64.7 1661 14233 8.e6 10 4,!1 .... 

5 B•ood 8. W.t Vtrnon 15." 7.56 195 34320 64.1 2792 22046 789 85 2.5 'Eo~ 

6 Oo\ S"ett 
5.93 2.96 158 13904 69.5 1018 9680 9.50 8 35 Eo 

7 We•" 8. ln.-oMIO 
Zt.73 10.90 203 35728 75.7 3921 27140 6.92 7 25 No 

8 Cle .. lofld & Wh,.Of\t 
20.47 10.23 192 33792 68.9 3763 23313 6.19 a 3 No 

224464 69.4 20599 155492 7.!>4 

S>lrJIMOf'l 

Motor 8~.t• \.1ft .. 

A.thnotcm & Wut Mourd 2.4.33 12.45 89 1317Z 52.2 2072 6875 3 31 15 5 h 

frebll 8 W. Ftltb Ave . 
16.86 8.73 113 18272 62.3 1987 10144 5.10 12 5 N 

Leonard & E. 5th /A"Wt. 
16.54 8.27 132 10824 195 1874 8612 459 10 5 E 

ritttl Avt. 
• . so 2.30 97 5236 567 460 3069 6 87 IS 8 E 

Homi\ton Avt.we 15.8S 7.92 62 5560 66S 1112. 3713 3.33 20 10 • 

Eost 9 rood Strul 
15 .02 7.51 64 5760 7~.0 913 426S 4,67 20 s i 

Hudtotl Suut 
7 ,73 3.86 62 3348 46.6 489 1629 3.32 20 II 

0\'l.lo Avenue 
6.73 3 .55 so 2'100 70.0 :149 1889 5,41 20 20 

WotUIIntton 
7.03 3 .6 1 3 1 1674 367 242 615 2 . 54 30 30 

Entoott 
2.21 1.10 74 1998 52 174 103 0.59 IS IS 

Oottlofld Pork-Wtbe.r Rd. 
5.04 2.52 94 2914 27.8 568 813 1.43 20 20 

Bt•lt'f Crotttown 
5.51 2 86 32 1728 29.8 18S Sl6 2.78 30 30 

Avenue 
S.34 2.76 63 3402 31.8 366 1082 2.95 15 IS 

S.39 269 30 1820 25.2 170 408 2,40 30 30 

F .. 6tr 
4.26 2.13 76 4104 S.4 312 U3 0 71 20 10 

80334 54·7 112.75 43954 3 . 89 
Sovr« ot Ooto: d 

-1f•P opt tOIIOf'l 
onrottd lor typicol S·doy putod 
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Motor Bwt L'"" 

A.rhf19lon 8 Wut MoUftd 24.33 12.45 89 13 172 52..2 2072 6875 3,31 15 5 Hotth-32 Weal-
Frebis 8 W Fifth Avt 16 .86 8.73 113 16272 62.3 1987 10 144 5 .10 12 5 North-28 Sooth-
Ltonord a E . 5th Ave. 16 .54 8.27 132 10824 79.$ 1874 8612 4.59 10 5 Eott - 30 Fifth A,. 4 .50 2.30 97 5238 587 460 3069 6 .67 15 8 Eott - 9 Wut-
HannHon Avtf'Ut 15.85 7.92 62 5580 665 11 12 3 71 3 3 .33 20 10 NOt·th-37 
East Brooad Street 15 .02 7.51 64 5760 74 .0 913 4265 4,67 20 5 Eo11 37 
Hudton Stfttt 7 ,73 3.86 62 3348 46.6 489 1629 3 .32 20 II 20 
Oh10 Avenue 6.73 3,55 50 2700 70.0 349 1689 5.41 20 20 20 
Worthlnoton 7 .03 3,61 3 I 1674 36.7 242 615 2 .54 30 30 IS 
Eostoott 2.21 1. 10 74 1996 5 . 2 174 103 0.59 15 15 7.5 
Oo.klond Por .. · Wt btr Ad. 5.04 2.52 94 2914 27 .8 568 813 I .43 20 20 10 
Buley Ctoutown 5.51 2 .66 32 1726 29.6 165 516 2.76 30 30 15 
Hogue Avtnue 5.34 2.76 63 3402 31 .8 366 1062 2.95 15 15 15 

5 .39 2 .69 30 1620 25.2 170 408 2.40 30 30 15 
F., d., 4,26 2.13 76 4104 5.4 312 223 0 . 71 20 10 15 

SuiM!orr 3.89 
lflp operollon 
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quartor-~ile service area, and 1n the ur~an area ns a whole 
about 80,700 or 15.7 percent of the total population live 
outside tho accepted service radius. Those figures are soce­
wl1nt hiahcr than those found in other communities of this 
size. For example, n 1·ecent transit study for tho Toledo 
urban nroa indicated thnt 11.9 pe1·cent of tho population reside<! 
outeido the quarter-mile eorvico radius, nnd n similal' study 
in Dayton revealed about ll porcont of tho total urban popu­
lation living more than one fourth rJUo f1•om a transit line. 
The ma.1or portions of the unserved population inside the city 
are to be found in east Colunbus, including the lnrgo apartuent 
devalopc~ot of deverly Uanor , and in the areas to the north 
bot .. ·oon High Street and Indianola Avenue and along the 
Olentangy River. The largest residential sections unserved 
outside the city aro located in ~hiteball and in Clinton and 
~Uflin Townships between tho city and Alun Creel< . 

All of the trolley conch lines provide frequent service 
to nod from the central businoae district. Tho motor bus 
linea routed downtown also provide frequent service during 
the rush periods, but opornto on 10 to 20 minute hondways 
durin& the rest of the day , and tbe feeder eervico is 
r elatively infrequent, only the iifth Avenue , Hu<lson Street 
and Livingston feeder lines operating at faster than 15 
minute intervals , even during the rush hours . Tho large number 
o! feeder lines is inconvenient also due to tbo necessity 
of transfer to a main line to complete tho trip. 

Summary of Transit Data 
Information concornin(l transit operations on each of 

different lines in tbe Columbus urban area is shown in Table 
Tho basic data were supplied by the Columbus Transit Company 
the percent of seats occupied and average speeds being 
puted from the basic figures . No information was nv1~1.La<>& 
on the Northwest Boulevard-Arlington route operated by 
Columbus Cel>na Coach Company . 

The most heavilY ueed lines are the combined Hi 
routes which carry more than 40,000 passengers daily. 
of tho trolley coach lines are well patronized, onl y 
rolntively short Oak Stroot r oute carryio(l toi\Or 
passcncor s per daY and this line transports nearly 
per day . On the other hand, thO motor bus lines 
passengers only throe lines showing moro than 5 
per d3y and six lines transporting fewe1· t han 1 
The latter are all feeder routes, two of wh 
Livingston-- were patronized by only 103 and 
respectively on an avorace weekday . 
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Routing and nli~nmcnt of ExistinR Ltoe~ 

,\11 of tho existing trolley conch lines are routed thr"~"u 
the central business district with the exception of the Oal; -
Stroot route which loops downtown and returns to its terminus 

-
at Fnirwood. The North and South HiGh and \ihitt1or Street · 
lines are opcrnt~d virtually as a sinclo route with split 
service at llhi ttior Street. In general, trolley coaches 
nro locnted so ns to servo the donsor portiOtlS of tho city and 
tollow cajor or secondary thoroughfares. TI>c throuGh routing 
downtown is dosil·ablo to miniml.zo the noceasi ty of transfers 
for through truvol. 

,.,oat of the motor bus lines , howovol·, arc located only 
tor foodor service, requiring transfer to tho main routes. 
In addition , several of the feeder lines consist of large 
loops which nl·e ind>roct and inconvenient, requiring sone 
passcncors to travel substantial extra distances to avoid 
lonr walks. This is particularly true of the Oakland Park­
flcbcr Road and Boxley Crosstown lines. Tho 1/orthinctoo, 
Beechwold and Livingston feeders are in effect extensions 
of existing trolley coach lines. Trolley coach routes are 
generally direct and well located but a number of the motor 
bus routes , including tho Hudson Street and Boxley Crosstown 
lines in particular, is quito circuitous and indirect ln rout­
ing. Parts of the motor bus routes also are located on minor 
streets , which is not in conformity w1th good street or resi­
dential planning, although sometimes necessitated by the 
existing street pattern until adequate major or secondary 
streets aro available. 

llhilO duplicat ion of serv i c e on radial 1•outes as t hey 
converge downtown is unavoidable and , in tnct, desirable 
pr ovide bettor service and encourage ridinr. in thosec~;~:; 
areas, duplication of service in othel' parts of tho 
iS cenel•ally unnecessary and inefficient, Tho looping, 
circuity and indirectness of the several ~otor bus 
in tbe vicinitY of Judson Street, 1:ebcr Road, Hamil 
,wenuo and Cleveland in north Colu•nbus rcsul t in tbe 
obvious duplication of service in tho present 

Adequncv of Service 
The quarter milo service area of existing 

is shown in hachure on Plate 10. 111 thin the 
35 100 persons or 8 . 5 percent of tho total 
.uo~e than one quarter of a oilo froo a 
tho other incorporated areas adjoining 
ol· 23 pol· cent of theil· population, arc 
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quarter-aile sorvice area, and in the urban ~rca us a whole 
anout 80,700 or 15.7 percent of the total population livo 
outside the occopted service radius. Those fiauros ~re somc­
ehat higher than those found in other coamunitivs or this 
size. For exa~ple, a recent transit Htudy for the Toledo 
urban area indicated that 8 . S percent ot tho population re~1de~ 
out!llide tho qurtrt<!'r-mile se>;·vico radius, o.tnd a 15 hd ln.r stud1y 
in Dayton rovoalod about 11 percont or tho total ur~>an poru' 
lotion livinr. mor~ than ono fourth ruilo from a transit line. 
T~o major portions of the unserved population inside tho city 
aro to be tound in east Colunbus, includinr, tho lnr('O npal"tmcnt 
d&velopo~nt of uevorly danor, and in tho orons to tho north 
botweon llillh StrCiet and Indianola 11vonuo and nlon(! tho 
OlentanaY Rivor. Tho lnrcest r esidential ~;cctious unHel·ved 
outside the city nro located in l"lhitohnll and in Clinton and 
)litrlin Townships between the city and Alum Creel<. 

All of tho trolley coach lines provide froquont service 
to aod from the central ousincas district. The 100tor bus 
tine~ routed downtown also provido frequent sorvice durin~ 
tho rush pcr1ods, but operate oo 10 to 20 ainuto headways 
during tho rest of tho day, and tho fcod<'r service ill 
relatively infrequent, only the iifth Avonue , Hudson Street 
an~ Liv1ncston feeder lines operating at faster than 15 
ainuto intervale, even during the rush hours. Tho large nu.nber 
of feeder lines 18 inconvenient also due to tho necessity 
of transfor to a main line to co~plote tho trip. 

Summary of Transit Dntn 

Information concoroing transit oporot!onA on eo.ch of t he 
different lines in tho Colu!llbus urban oren is shown in Tabl e 
Tho basic tlntn wero supplied by the Columbus •rrnns1 t Company 
the percent. of seats occup1ed and nve•·nge ~poudo.; boioC com­
puted from the basic figures . No information wall avnila:blo 
on tho •orth~c~t Boulovard- Arlincton route oporntod by 
Colucbus Celina Coach Company . 

The ao•t honv1ly used lines are the coobinod 
routes which carry core tban 40,000 passoncors dai 
of tho troll~y coach l1ncs are well patronized, 
relatively &bort Oak Street route carrying fG~Or 
passenccrs por dny and this lino transport• 
per day . On tho other hand , the motor bus l1:ne'e 
p3SS~nr.ers , only three lines showinc r.ore thaD 
per day and six linos transporting fewer 
The latter aro all feeder routes , two of 
Livinr,ston--woro patronized by onl y 103 
rospeotivoly on an aver age weekday . 
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Tbe nuonbor of passengers per vehicle 1:1ile ope-al.nd 
18 a more significant figure, since this provides an >ndex 
to the success of each route from a financial standpolnt. 
TbiS figure is doterm1ned by dividinb tbo avera~e numbnr of 
passengers carried by the total miles traveled by all 
yehicles operated on that 1·oute. On the basis of average 
operating costs per milo of route, at lenst four pnssencers 
per vehicle mile are required in roost Coiuounit.ios to mal<c 
tho operation profitable, otherwise thn lino is not pny.<nr, 
it& way and continued oporntioo must bo subsid1zed by the 
better patronized routes. The Columbus transit syPtem as 
a whole is socewhnt above average in tho patronage affordod 
1110st routes, prinarily because of tho compact development 
of tho city and the favorable population densities along 
existing linos. Trolley coach service io by far tho most 
successful , tbo Long-Livingston and Oak Street routes through 
tbe relatively densely populated sections carrying core than 
oine passengers and the Parsons-Neil Avenue line moro than 
8.5 passengers p~r vehicle oilo of operation. The trolley 
coaches as a whole average 7.5 passongers por vehicle mile 
in contrast with 3 , 9 passengers per mile opPratod by the 
mot or buses. 1he latter, however, are slightly less 
expensive to operate . 

Rather surprisingly , the largest nunber of passengers 
per vehicle oile of motor bus operation is found on a feeder 
route - Fifth nvenue - primar ily because this l1no is short, 
and in addition to traversing a relatively populous section 
of tho city provides transfer service to the industries 
along Fifth. llo information is available concerning the 
Nor t hwest Boulevard-Arlington line, but three of the other 
five main motor bus r outes carry froc 4 to 5 persons per 
mile and the other two slightly over three persons per mile . 
Seven of tbe ton feeder routes show fewer than throe po1·soos 
per vehicle mile, two of tbese--Eastgate and Livingston-­
t r ansporting ao average of loss than one person per milo 
oper ation, The latter routes ar e very costly for tho 
pr ovided and the serv1co obviously is not sufficient to 
come t bo disadvantage of transfer to connecting direct 
However, consider ing the number of feeder bus routes 
are generally poorly patronized in other cowmunitios 
average number of persons per vehicle mile of motor 
operation (3.9) is surprisingl y high in Colue1bus, 

The relation between the total passengers 
each l ine anri the seats furnished indicates t hat 
service is generally adequate . ~hilo condi~~'gm 
considerably during rush periods and normal 
tho rest of tho day , a ratio of 50 to 75 pe:r~ 
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and avai lnl>le seats is quite o·,t.lHfnctory Trolley 
76 erce:~w Ahow on nverngo seat occupanc~ ratio of Sol to 
thep ratio o~n~a~::or buE<es generally a somrwhat lo,.er fi~;uro. ngors to scats on tho five main moto b ro~tes varies between 50 and 80 percent but this rat1~ i~s 
re atively low on ~oat of tho feeder li~os avera in bel~w 
40 percrnt on all except the Fifth .wcnuo 'Ohio Aecn~e and 
Hudson Stroot routes and below 30 pcrcent'on five of the 
xeeder lines. Patronage of tho Eastr,ato nnd Livingston 
feeder route& is so poor that passcnr,ers rf'pt·osont only 5 
percent of tho nvnilablo scats. 

Tho prosont hondways arc indicative of frequent service 
both rush hour nnd normal, on all tho trolley conch routes ' 
nod tho main lino motor bus service is aloo antisfo.ctory . ' 
However, iotorvnls between buses in excess of 20 minutes as 
on some of the feeder lines, is genernlly unsotisfactory: 
although this mny be justified in the case of tho 1/orthington 
line by tho lower population density and ridinr, habit. 

Avernge speeds were computed from tho lon~tth of the 
route and the bum of tho travel timos froa the central business 
district to each end of the route, no allowance being made 
for lay-over which would tend to reduce the average speed 
slightly on certain lines. Trolley conch speeds compare 
reasonable well with those in other cities, boio'. about the 
same as tho average in Dayton, for example, but motor bus 
service is comparatively slower, the averar,o of all bus routes 
in Dayton and other cities running generally from 12 to 15 miles 
per hour, compared with the over-all avernr,e of about 11.5 
milos por hour in Columbus. t.lotor bus speeds of 9 o1· 10 
miles per hour, as on the Frobis, Fifth 1\vonuo, Hague and 
Beechwood lines nre particularly low. thouo figures emphasize 
tbe necessity for speeding up all transit service by favor ­
ing tran~it opArations io parking and traffic control nnd 
by improving other operating conditions if mass transportation 
iS to hold its own in the future in co~pctition with tbe 

private automobile. 

Conclusions and Rocowmondations 

Existing trolley coach lines are well located 
or secondary thoroughfares, generally direct in 
traverse arona o£ sufficient densitY for rolativoly 
patronage of these routes. However, existing r.otor 
lines except for the six main lines routed to nod 
ceotr~l business district, are used ns feeders 
for tho various trolley coach routes nod, in ada~· 
requir inr, transfer to tbe latter, follow in 
circuito~s routing and minor street location~. 

-
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the Standpoint Of &ood •3SS tranbportat10n 
.. --• both tho Goodal<' and th<' ·arket- oha,.k r<"­

areas aro w<>ll served. The forcer ad,;oins tl"' 
Avenue - Neil nvenue trolley coach 11no on its 

the Frcbis - ··est Fifth wenuc !!.Otor bus line alone 
The latter line will require rt'routing over 

Avenue instead of Pennsylvania Avenue between 
and First in ord•'r to avoid cuttine: through the 
tho redevelopment project. Tho Long-Livincston 

and Indianola-•uain Street trollE'y coach lines sorve 
!«>J>O••e•cl ~·arket-liohawk redevolopoent area. Th<> Lon . 

line is now routed west on Livingston 
ton between Parsons and High Stroots and 

cation of this routine will be required altiO in 
etion with redevelopment of tho area and construction 
e south leg of the proposed innerbt'lt expressway. 
tailed redevelopment plan is yet to be deter~1ned 
e Wnrket-&ohavk area . 

Many i~provements in mass transportation witb1n the 
bus urban area will have to await the coosummatl.Oo 
rtain proposals of the Major Street Plan. There nrc 
al minor adjustments, ext<'nsions, or el1cinat1ons of 

ting lines, however, which could be carried out without 
.tional street construction, Specifically, it is suggested 
: the following improvecents be made: 

(l) Several trolley coach lines should be extended in 
er to provide core d1rect routing in the place of 
sting feeder servicE'. The Long and Livingston line should 
extended eastward along Livingston Avenue to James Road 

eplnco the existing motor bus feeder route , which is 
little used duo to the inconvenience of transferring. 

s extension can be -de as soon as Livingston ,!Venue 
repaved through Bexley and East Colucbus which is now 
tecplated . 

The Beechwold line is a feeder extension of tho 
lciianola trolley coach rnute terminating ncar llr'OI.'nort 
o latter should be extended north on Indianola to 
e feeder service, thereby providing direct rout 

owntown from this section. Tho north High Street 
oach service should also be extended northward to 
o~ but this will proba~ly have to await 
nc~rporation of the intervening unincorporated 

Consideration should also be given to 
Sullivant Avenue line to tho west to replace 
of the present Hague Avenue feeder . 
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Froo the standpoint of good nass tranbportR~ion 
focllitiea, both tho Goodale and th~ Nnrkot-~ohawk re­
dovolopoent nroas are wAll served. Tho forcer ndjoios the 
Parsons Avenue - Neil Avonue trolloy conch line o~ its 
enst and the Frcbis - t.;est Fifth wonuo r..otor bus line a1one; 
itn we10t. 'Iho latter linn will roqulro rerouting over 
.tchignn Avonue instead of Pcnnaylvnnio Avonuc between 

Goodale and Firat in order to avoid euttinp, through tbc 
~~go of thr. redevelopment project. Tho Long-Livingston 
1\vcnuo nnd lndinnola-~Ja1n Stroot trotloy conch lioos serve 
tho proposed olarket->lohnwk rodcvolop.nont oren. The Long 
Street-Livin(lston lin<> if' now routod woot on Livincston 
and east on Fulton betwoon Pnr,.ons and lllr,h Streets and 
modification of this routing will bo roquirod also in 
connection with redevelopment of tho n~·en and construction 
of the south leg of the proposed inner belt expressway. 
Tho dntdlod redevelopment plan is yet to be deter~>ined 
for the Unrkot-•oba~k arcn. 

Uany l~prove:ents in ~ass transportation within the 
OoluabuR urban area will have to nwait the coos~ation 
of certain proposals of the Uajor Stroot Plan. There are 
several minor adJUStcents, extensions, or elic1natioos of 
ex1st1ng lines, however, which could be carried out 
additional street construction. Specifically, it is 
that the following icproveccots bn r~ade: 

(l) So\'eral trolley coach lines should be o><:tcnd 
order to provide more direct routing in the placo 
exietinr. reeder service. The Lonr. and Livincston 
bo oxtonded eastward along Livinr.ston Avenue to 
to roplaco tho existing motor buR foodor route , 
now little used due to the inconvon1onco of 
This oxtcnsion can be nado as soon ns Liv 
la repaved through Bexley and Eant Columbus 

contempl:.tod. 
Tho Beechwold line is a tcoder oxtens:U 

Indianola trolley coach route 
'fbe latter should bo extended north on 
the feeder service, thereby providin« 
downto~n froc th>S section. tho north 
coach 6erv1ce should also be extended 
ton but thiS will probably bave to 
1nc~rporat1on of the intorvonin~ 

Consideration should alSO 
Sullivant Avenue line to the wn•< 
of tho present Hague Avenue 101•~ 
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(2) 1\s stntod previously, tho ~·robi<;·.:Hfth Avenue 
uno should b<' routod on llichigan around tho Goodale 
r edovelop•oont area . This would have the advantage also 
of making this route slightly more direct, el1oinnt1ng 
left nnd ri~ht-hand turning r.:ovo10ents at First Avonuo. 
It would continuo to servo cffoctivoly both the projc>ct 
area and indu~trinl establishments. 

(3) The Hudson Street line is now most circuitous 
and duplicates for several blocks the Hamilton 1\venur 
route. The monndering east of Cleveland Avenue is due 
in part to the necessity to rer.1ain inside tho Columbus 
corporate limits (Hudson Stroot onst of the Pennsylvania 
Railroad is outside the city) and tho additional operating 
distance is tar out of proportion to the servico provided. 
Servicc> on this line woul d be more direct nnd loss costly 
if it were routed only on Hudson Street , stopping at the 
east corporate limits until the remainder of Hudson is wi 
tho o1 ty . 

(4) The Eastgnte loop provides little service nod 
11 ttle used, with less than ono passenger per vehicle 
It should be abandoned. 

(5) Tbe Oakland Park-Weber Road line consista 
large loop with motor bus operation in both d 
Consideration should be given to abandonment of 
routing and extension of each line to 111gb 
would provide some additional feeder servioe 
betw~en Indianola and High Street where !~!::! 
is now lacking, even though more direct 
than feeder service should ultimately be 

(6) Tbe Bexl ey crosstown route also 
large i r regular loop. Fares on this line 
only, with no transfer privileg~e·~·~w~'~h=i~c~h 
local riding within the Boxley 
of the present route to roduco 
much aa possible operation on Llaio 
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