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Gentlemen:
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- Ve are pleased to submit herewith our preliminary

port on Transportation, which is the tenth in the

eries of reports comprised in the current planning
| - Program,
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N This report is concerned with the three ma jor
‘transportation media -- rail, motor and air -- and
the channels and terminal facilities which they
réquire in carrying commodities and people to and
n%lh metropolitan Columbus and other parts of the
~ eountry, These have been examined and recommendations
‘have been made both from the standpoint of meeting
'w3;3==t and expected future transportation needs and
- With regard to their relationship to the other physical
- elements, including the land use and thoroughfare

- patterns,

)’ During the preparation of this report we have had
the cooperation of many officials, organizations and

. individuals, Ve particularly wish to acknowledge the

- assistance furnished by representatives of the Rail-

roads, the Ohio Trucking Association, the Chamber of
Commerce, the Bus Companies, the State Highway Depart-

‘ment and the Civil Aeronautics Administration, as well

a8 that of the Planning Commission Staffs, including

. data furnished by the City Planning Commission from
‘its special grade crossing study.

L

Respectfully submitted,

N HARLAND BARTHOLOMEW AND ASSOCIATES

Ew M.Qﬂ,%
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d TRANSPORTAT ION

»

. Without transportation there would be : ;
+%,w“#;riaua forms of transport, from the ga:?ylzzﬁ:iéi:!'
beast of burden to the animal-drawn vehicle, to the modern
Water, rail, motor and air carrier, have played decisive
roles both in the development of civilization and in the
;df::=-trlt1nn of population in cities, The connecting of
IMEh community with other cities and with supplies of
igricultural and natural resources is required for the
‘942:.::::::1:f E@EEE pgzuiatiﬂns and for the flow of goods
anda Which underlie, wheth in rade
the economy of the city. - N 7

- Over the years the forms of transport have been con-
St 1tly changing with scientific progress and with the
growth and requirements of our urban economy. Pioneer
american communities were established mainly on waterways
t0 take advantage of the transportation afforded thereby,

the existing streams being supplemented later by construc-
on of a system of canals in many sections, including Ohio.
ror several decades before and following the turn of the
tentury, development of the railroad and them of the inter-
urban trolley played major roles in industrial expansion
and city growth. Since 1920, motor transport by both

truck and bus has increased steadily in importance, adding
to mobility and demanding a wide network of intercomnecting
highways. MNore recently, air transportation has gathered
‘momentum, particularly in the handling of passengers, and
‘@éven of many kinds of freight.

- While some of these media are still changing in
importance, all of the modern forms of transport except
,ji er are still of concern in Columbus. Further, such
facilities are important not only because they affect
‘the over-all welfare and economy of the city but also
‘because they influence the pattern and functioning of the
‘urban structure itself, Thus, from the standpoint of the
‘€ity plan, transportation facilities must be considered:
) as to their adequacy in all respecits to serve present
‘and expected future transportation needs; and (2) with
f:’u d to the relationship of railroads, terminals, airports
‘and other physical features to the over-all community
‘sStructure, including the general land use and highway or

“thoroughfare patierns.

..I'
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This report, therefore, is concerned with an analysis
,irﬂ > n_tﬂ.at:l.;:g transportation channels and terminals tu:&rﬁr
with Fgupnsnls for future adjustments and improvements
iéf-?ﬂsh““t the metropolitan area. In considering such chan-
h;f!r'*t is recognized that existing facilities represent
Substantial investments in trackage and terminals - railroad
yards, passenger and freight stations, truck and bus terminals
- wh cannot be ignored, Consequently, some adjustments
‘which would involve considerable realignment and recon-
Struction of existing channels and structures, even though
desirable, have not been included in the present recommen-—

-: -

dations due to the cost and the difficulty of making the
nge.

In particular, facilities for transportatiom should be
related to the community in a manner to favor the function-
ing of industries, the distribution of goods, and inter-city
travel without conflicts between these and other land uses
‘or communication channels, Thus, interference between rail
E vehicular traffic should be minimizea, motor and bus
minals should have ready access to the major thorough-
re system; airports should be designed in appropriate
elationship to their own environs as well as to needed
traffic arteries and to the otker transport media, These
principles have been applied in the recommendations which
follow. All proposals have been coordinated with other
‘elements of the master plan described in preceding reports

i the elimination of existing major conflicts - as between
treet traffic and railroads - has been included,




lnllrngds pProvide transportation for pPassengers,
freight, mail and express, For this function, they require
not only exXtensive trackage but various kinds and t

Efilld channels which are relatively expensive to construct
and, once Eﬁtablished, not easily changed., Rail trang-

Columbus is served by five major railroads providing
direct Connections with other large ecities in Vhio and
connecting service to alil parts of the country as a whole,
These five lines move an average of more than 150,000 car-
loads of raw materials, fuels, food, finished manufactured
Products and other items o and from the city each year,
While considerable passenger patronage has been lost to
the airlines, motor buses and the private automobile,
Scheduled or special rail service still accounts for an
average of nearly 50 passenger trains in and out of the

city daily,

A brief description of the service afforded by each
0of the lines entering Columbus is given in the paragraphs

below,

The Pennsylvania Railroad provides both passenger and
freight Service, operating through the city to termini
At New York and St. Louis east and west respectively, as
Well as to Cincinnati and Chicago. Other major cities along
this line ineclude Pittsburgh,Philadelphia, Dayton and
Indianapolis, In addition, freight service only is pro-
¥ided northward to Sandusky and to the Akron-Cleveland area,

The New York Central System operates between Toledo
and points in West Virginia over its T. 0. C, division and
between Cleveland and Dayton-Cincinnati over its Big Four
fC. C, C. & St. L.) division. The former is @ freight line

only but the latter provides both freight and passenger
Bervice,

i ' des freight and
Chesapeake and Ohio Railway provi
plﬂaﬁ:::r Eervfcﬂ to Toledo to the north and to various
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I
cit nclud ; _
paHt’ fewd"c18 iﬂﬁtaﬁ%ﬁﬁﬁ“inﬁhﬁﬁﬁﬂﬂatgi nd apd New-

st. In addition, the Hocking Valley b o¢ Ahik T1i

carries freight from Columbus to A ther sout
eastern Ohio communities, e i

The Baltimore and Ohio Railroad operates directly to
A Y to
Pittsburgh eastward and to Cincinnati, Louisville and St,

'“m_HTh' Norfolk and Western Hailwa » Which terminates in
‘the city, operates freight and passenger service southward
dgff;ﬂnrtlumuth and thence to various eastern cities in West

¥irginia and Virginia, terminating at Norfolk.

f' Existing Hailroad Facilities

=N Plate 1 shows the location of existing railroad lines

in metropolitan Columbus, along with the location and extent
the various vards and operational facilities,

. . The most striking characteristic of the present rail-
- road pattern is the manner in which these lines crisscross
- the community in all directions, no large sector except the
‘northeast being completely free of such tracks, This

xtensive trackage not only creates the many conflicts

~ with the street and thoroughfare pattern hereinafter des-

{f@ﬁf bed, but tends to militate against a rational arrange-

‘ment of land uses., For example, the flat topography and

‘extensive railroad trackage make so much of the Columbus

‘area physically usable for industries of various kinds

‘that these have begun to scatter and substantial areas

~ along some of the lines have been taken over by junk yards,

‘dilapidated buildings, weeds or other land misuse.

- A brief description of each of the lines serving metro-

politan Columbus is given in the following:

ennsylvania Railroad, The Pennsylvania has a number

of nlin IT%E branches through the city. The Pittsburgh

" branch enters from the east over tracks operated jointly

. with the B, & 0, Railroad which are generally parallel to
‘and about three-fourths of a mile north of East Broad Street.

This line proceeds westward through the major yards extending

some two miles between Cleveland and Taylor Avenues, and
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then to and through the constricted area at Union t
Immediately west of the Station, the Pennsylvania g::n:g:;

in two directions, one branch following a route almost
directly westward across the Olentangy and around Grandview
Heights and lMiarble Cliff whence it proceeds northwest through
the Village of Hilliard and on to Chicago. The other branch
traverses the northwest edge of the central business district,
crosses the Scioto and then runs westward south of McKinley
Avenue and on around Valleyview to a route paralleling, and
nearly a mile north of, West Broad Street, leading to Dayton
and Cincinnati. The Sandusky division to the north branches
off east of Fourth Street and follows a virtually straight
route only a few degrees removed from a true north direction,
skirting the eastern edge of most of the existing North
Columbus and VWorthington developments. The Akron division
branches off east of St, Clair and roughly parallels State
Route 3 (which it crosses near Agler) to and through Wester-
ville.

The main line comprises three tracks east of Taylor
Avenue and two tracks along the west, northwest and most of
the north (Sandusky) line. The latter has three or more
tracks south of Duxberry Avenue. The Akron division is
single-tracked beyond Hudson Street, but has two or more
tracks to the south. All Pennsylvania freight movements
through the Union Station area are handled by two main line
tracks immediately south of the station.

New York Central. The New York Central has two divisions
serving the Columbus area. The Big Four division enters the
city from Cleveland to the north, using a right-of-way
adjoining that of the Sandusky branch of the Pennsylvania
Railroad, whence it proceeds through the constricted Union
Station area (along its northern edge) under High Street
and west and southwest across the Olentangy and Scioto
Rivers to the New York Central's west vard. Beyond this
yard it runs westward to Hague Avenue, thence southwestward
Soward Cipcinnati. The T. 0. C. (Toledo and Ohio Central)
division enters the area through the district south of
Livingston Avenue to a Crossing of the N, & W, north of
Refugee Road, thence follows the north edge of the latter
to High Street and proceeds northward through the lound
Street yard and a crossing of the Scioto to a point north
of Broad. Thereupon, turning westward 1t adjoins for a few
Blocks one branch of the Pennsylvania, passes through its
west Columbus yard to Grandview Avenue and then proceeds
northwestwardly through the remainder of the county, ultimately

turning north to Toledo.




A local service branch of the New York
runs from a point on the main line west of RE:::::; égig'gél
and around the west edge of Whitehall, through the Columbus
General Depot and westward north of Fifth Avenue to the Pennor
yard of the Pennsylvania Railroad.

The Big Four HRailroad is double-tracked from its West
Broad Street crossing to a point north of Oakland Park Avenue,
except for the section between its Union Station and Falr-
grounds yards where several tracks are used. (A double
track for freight traffic runs immediately north of the
Union Station passenger tracks.) The remainder of the Big
Four main line consists of a single track. The T.0.C.
branch is generally single-tracked east of Alum Creek and
northwest of Fisher Avenue., The remainder is double-tracked
except for the stretch between Lockbourne Avenue and a point
north of Innis, which is triple-tracked.

Chesapeake and Ohio Railroad. The main line of the C.
and 0. enfers ihe county irom the south at a point west of
Lockbourne Air Force Base, proceeding northward to its
Parsons Avenue yard and then northwestward and northward
through the rest of the city and county toward Toledo, There
are two crossings of the Scioto River and one of the Olentangy
in addition to crossings of several of the other limes in the
district between Broad and Goodale Streets, Because of the
location of the main tracks, passenger service intoc the Union
Depot requires rather circuitous operations with backing into
the station of trains from the north and backing out of those
from the south, The Hocking Valley branch of the C. & 0.
enters the area from the southeast, skirting Groveport and
Jjoining the main line at the Parsons Avenue yard,

The main line is double-tracked throughout with additional
tracks between the Mound Street and Parsons Avenue yards. The
Hocking Valley branch operates over a single track east of its
erossing with the Norfolk and Western.

Baltimore and Ohio Railroad. The B. & O. enters the area
from the southwest on a route paralleling and only a few
‘hundred feet west of State Highway 3. Near Sullivant Avenue
it turns north between Yale and Glenwood, proceeds almost to
the Pennsylvania main line and then veers northeastward along
the edge of the New York Central's West Columbus yard via
the same river crossings used by the Big_Fnur, following the
Iittﬂrtﬁ tracks along the south side of Spruce Street and
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along the north edge of the Union Station area, Beyond the
latter the B, & O, operates eastward over the trackage main-
tained jointly with the Pennsylvania as described hereinbefore.

Three tracks are used on that part of the route shared
with the Pennsylvania Railroad. The remainder is single-
tracked except for the portion between Union Station and
approximately Mound Street where two tracks are in use.

Norfolk and Western Hailroad. The N, & W. terminates
in Columbus, entering Franklin County from the south over a
line immediately west of Lockbourne Air Base, whence it pro-
ceeds almost directly northward to a crossing of the
Pennsylvania-Baltimore and Ohio main line west of Sunbury Road.
The N. & W. main tracks then proceed northwest and west through
the Joyce Avenue Yard, turn southwest along the PRR's Akron
branch, pass under 5t. Clair Avenue and run west and southwest
to Union Station and to the yards immediately east of the
station.

The main line is double-tracked south of Frebis Avenue,
but three tracks are available between Frebis and Main and
four tracks from lMain Street northward.

The Union Depot

The Union Depot consists of a T-shaped brick structure,
housing service facilities - restaurants, lounges, resirooms,
ete. - and ticket sales in the two-story main porticn, and
the principal passenger waiting room and train approaches in
a single-story wing at right angles thereto. The second story
of the main building is used partly for offices and partly
for lockers and storage. The waitling room is located directly
over the passcnger tracks, four gates on either side of the
building leading by way of stairs to the train loading plat-
forms. Thus, eight tracks are available for passenger traffic
at the depot, although freight trains occasionally pnsi over
one or more of these tracks, due to the large ?unber of freight
operations through this area which must otherwlise hg accqumu-
dated by either the Big Four or Pennsylvania lines immediately
north or south respectively of the passenger facilities.

. tandpoint of general location, the passencet
ﬂEFﬂthgmﬂtTiﬂbﬂnnvEniEﬂt to the central business dist:i:‘;t
and the community as a whole. Badthor Say iet &
B he Lui1ding itself ia particularly attyRctiys BHEcl
view of the serious inroads on passenger transport made by
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airlines, buses and the private automobiles, the existing
accommodations appear adequate for both present and future
passenger volumes. However, the parking area is rather
limited, being confined to spaces along parts of the approaches
to the building from High Street and should be improved.

Freight Houses and Team Tracks

Shipment of less-than-carload lots reguires the main-
tenance and operation of convenient freight terminmals., From
150 to 200 cars per day are handled in the aggregate at
the various freight houses despite the competition of motor
freight carriers. The use of team tracks for the unloading
of freight is generally declining with the increased use of
industrial sidings for direct service to manufacturing plants
and warehouses. Moreover, a substantial part of the freight
unloaded at the team tracks in Columbus consists of produce,
which would be handled at the new produce market if and when
the latter is built, so that the use of team tracks is likely
to continue to decline in the future.

The Pennsylvania freight station is located on the north
side of Naghten Street east of Fourth., Access is provided on
both sides of the structure, parallel to Fourth and Fifth,
that on Fourth Street having a separator strip from the street
proper so that no interference is created with the heavy
traffic thereon. Access on the cast side of the station is
a little restricted due to a dilipidated frame structure at
the edge of the property along Fifth, Removal of the latter
would facilitate operations on this side, Team tracks lie
at the rear or north of the freight house east of Fourth
Street with access via the drive serving the freight house,
Additional team tracks are located in the Little Miami
Produce Yard south of Union Depot, with access off Naghten

Street.

The New York Central freight house is situated on High
Street, north of the passenger depot. Operations of both
divisions are maintained therein, no separate station being
provided for the Toledo and Central Ohio branch., Truck
access is provided along the south side of the structure
leading off High Street. Tean tracks occupy an area
generally east and south of the freight station, ncciss to
such tracks being via a separate driveway about 200 feet

south of the station itself.
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The freight house of the Chesapeake and i
on the north side of Maple Street wgﬂt of Erngg.n ;ieliﬁiﬁfi
plntiur-ﬂ open directly on to Maple so that much of the v
street is taken over by these operations, interfering with
pormal use of the paving for vehicular traffic, Moreover
area now occupied by the building is part of a site underI
consideration by the Post Office Department for a new bulk
mail headquarters to serve the Columbus area, and if acquired
for this purpose, a new location will be necessary for the
freight house. Team tracks occupy an area west of the station
extending to Dennison Avenue or beyond and additional team
tracks are located in VWest Street, which runs along the east
gside of the State Penitentiary. Because of these operatioms,
relatively little of the street is available for moving
traffic although such traffic is light.

The Baltimore and Ohio freight station is situated on
the north side of Naghten Street west of the Pennsylvania
freight house. Access drives off Naghten run along the two
sides. The location is at approximately the end of Third
Street, and extension of the latter to connect with Summit
Street, as contemplated by the 3ajor Street and Expressway
Plans, will interfere with operation of this station as well
as with part of the existing B. g 0O, Yard. Thus, it may be
necessary to relocate the building in the near future, as
descoribed later, The team tracks east of the station will
also be affected by the street improvement and will have to
be re-established.

LCL operations of the Norfolk and Western are conducted
in a building at Fifth and Mt. Vernon Streets east of the
Pnnnﬂylv;nia freight house. The loading platforms are adjacent
to Fifth which serves as access thereto. This street is very
congested between Mt. Vernon and Naghten Streets due to the
parking of trucks at right angles to the warehouse situated
along its east side so that traffic through the area is
somewhat laborious although the freight station itself
appears to be adegquate. Team tracks are located in areas 1o
the rear as well as east of the station and additional team

tracks are available oul gpast Main Street.

Principal Yards

The handling of freight requires various yards for the
breaking up of incoming trains, the classification and switch=-
ing of cars, the assembly of outgoing trains, the interchange
of traffic between the different railroads, and for mainien-
ance and storage purposes. Eecnuselnf their size and par-
ticularly their length, such yards frequently interfere with




=1l

local streets and traffic movemeats. On the other hand,

rail operations may be cramped because of inad

€equate yard
capacity and the lack of space for further expansion, Thus,
the location of yards and the scheduling of operations require

adjustment to the thoroughfare system and the arrangement of
other land uses.

The Pennsylvania Railroad has a number of yards in the
Columbus area. The largest of these are the Pennor-Grogan
yards extending for a distance of approximately two miles
in the district north of Fifth Avenue, and Yards "A" and "B"
adjoining the Pennsylvania-Baltimore and Ohio main line be-
tween Cleveland and Taylor Avenues, Each of these combina-
tions has a capacity of about 4500 cars, The Grogan-Pennor
yards are used especially for interchange of traffic with
the Norfolk and Western and the handling of traffic, such as
coal, to and from the Lake region by way of the Sandusky
and Akron divisions. Yards "A" and "B" serve primarily for
"the receipt and classification of freight to and from the
east and west. A smaller yard (98% car capacity) in the
vicinity of Grandview Avenue is used for interchange and
service to the Marble Cliff quarries, which is substantial,
The Little Miami yard provides for interchange with the New
York Central, Facilities for passenger car and engine stor-
age and repair are located in a yard south of Spruce Street
which can handle up to 116 coaches and additional coach
storage is available in the Pennsylvania's Union Depot Yard.

The largest vard of the New York Central is located on
McKinley Avenue east of Grandview. This West Columbus yard,
which has a capacity of over 1400 cars, accommodates most of
the local freight operations - receipt, classification,
make-up, etc. - of the line's Toledo and Central Ohio ﬂi?lﬁiﬂn
and cannot easily be expanded., The South Columbus yard 1s
small (205 car capacity) and is used for local service. Both
the Mound Street (200 cars) and Watkins Yards (600 cars) are
used for interchange. Yards of the Big Four division are all
relatively small. The Fairgrounds Yard serves partly for
interchange and partly for the make-up of eastbound trains.
The East Yard is used for the break-up and classification of
inbound trains while the West Yard (east of Dennison Avenue)
provides accommodations for storage of both freight andt
passenger cars and some switching of passenger Eﬂiipmfﬂ $
The additional trackage near General lMotors constitutes a

Storage yard.
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__ The Chesapeake and Ohio Railroad has a yard of some
4 ] %;&;;npncitr south of the city. This Parsons Avenue
takes care of most of the line's local operations in-
.ng the receipt and classification of freight and the
ce to local industries, The smaller Mound Street Yard
cars) is used mostly for interchange with the New York
‘al but also serves certain local industries. Some local
ce is also provided from Yard "A" (200 cars), but the
T';:ﬁ::in purpose is one of interchange with several

The Norfolk and Western Railroad uses two main yards,
?J"T“pi'lhﬂﬂt 2300~-car capacity on both sides of Watkins Road
south of the city, the other accommodating approximately
-“u;rﬁ_lt a location adjoining the Pennsylvania's Pennor
d north of Joyce Avenue. The latter is used principally
the breaking up, classification and reorganization of
ins and cars, the former largely for interchange with

. Chesapeake and Ohio and New York Central Railroads.

The Baltimore and Ohio Railroad has only one yvard in
the city - located on the north side of Naghten Street and
‘east of Fourth. This yard is small (275 cars) and will be
‘materially affected by the extension of Third Street, men-
i§'55=r.ﬂirliﬂr. Provision will have to be made therefore,
] the development of additional Baltimore and Ohio yard

A -

facilities in Columbus.

rchange

The transfer of freight cars between the different rail-
,Eﬂeﬁk:;inr transshipment to the localities which each serves
necessitates connections and yards for this purpose. This

; s especially important in the Columbus area due to the
‘handling of large amounts of coal at certain seasons for

Fﬁfhulnr to the Great Lakes communities.

lines is accomplished at many

different points in metropolitan Columbus. For example,
transfer ugucnrs between the Norfolk and weﬁFern and the
New York Central and Chesapeake and Ohio Railroads is
handled at the N. & W.'s Watkins Yard and interchange between
the Norfolk and Western and Baltimore andlﬂhln lines is made
‘on the trackage branching off the N. & W,'s main line south
»f Maryland Avenue. Traffic of the latter to and from the -
g?;fj;#luiniaﬂﬂd Big Four Routes is transferred in the EE:nEr
" Joyce Avenue yards and to the south of the Ohio State Fair

(i Eha

Erounds rﬂﬂpﬂ‘ﬂtlvely'

Interchange betwecn

_
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The Chesapeake and Ohio has a ma jor interchange with
the New York Central (T.0.C.) along the east edge of the
Mound Street Yard; cars to and from the Baltimore and Ohio
and Pennsylvania Railroads are handled in Yard "4" along

Maple Street an
of Yard "A". d cars to and from the Big Four at the west

The New York Central also exchanges traffic wit
Baltimore and Ohio and its Big Four division at the :ﬂ;:a
of the West Columbus Yard and with the Pennsylvania at the
jntter's Little Miami trackage. 1In addition, the Baltimore
and Ohio has an interchange with the Big Four northeast of
Union Station and with the Pennsylvania in Yard "A" at Maple
Street. Transfer of freight to and from the Big Four and
Peansylvania 15 made at the edge of the latter's Yard "B"
east of Cleveland Avenue,

Volume of Rail Traffic

The number of freight and passenger trains moving over
the various main tracks on an average day is graphically
shown on Plate 2. No attempt has been made on this map to
show the numerous yard cuts and switching movements Irom yard
to yard which vary considerably in different areas, the trains
shown representing normal scheduled operations on these lines,

The heaviest movement occurs on the east-west lines of
the Pennsylvania Railroad, some 46 freight and 16 passenger
trains (in addition to the B, & O. traffic) traversing this
route to and from the east and some 48 freight and 22 passenger
trains to and from the west. Of the latter most of the
freights proceed over the Chicago branch leading through
Hilliard and most of the passenger trains over the Cincinnati,
Dayton and St. Louis branch paralleling West Broad Streetl.
The six passenger trains between Columbus and Chicago begin
or terminate here. While all of the passenger trains stop in
Columbus, 14 of the freights in each direction (east and west)
are through trains which do not provide local service. In
addition to the Pennsylvania traific, six freight and two
passenger trains of the Baltimore and Ohio pass over the east
branch, bringing the total volume OND Fhls part of the line tO
52 freight and 18 passenger trains daily. Pennsylvania traf-
fic to and from the north averages about 12 trains per day
on the Akron branch and 18 on the Sandusky route. These
provide local service, the outbound trains uriglnating gener=
ally in the Grogan-Pennor yards but nearly half of the inhqund
trains, including all those on the Akron route, travel to the

"A" and "B" yards.



Year

1937

1938
1833
1240
1941
1942
1943
1944
1945
1246
1947
1548
1949
1950
1951
1952
1553
1954
1955

Total

97,227
3,872
85,899
97 ,44]
123,358
167,678
209,422
223,335
212,489
151,084
150,465
155,644
128,774
138,902
162, 196
144,031
154,109
152,648
176,193

,fnt Commerce



=13~

: lar
f'ﬁ?iii1ruf§."n33T§“:3ua§f :; be found on the Chesapeake
'f$”'$?h Mtwaitio e5€ are passenger trains
1 n per day), but some 36 freights -
ghts
alf of which are through trains - use the main 1i
:h ne
h directions and six additional trains provide local
} by way of the Hocking Valley branch,
N
-333-1n over the various other railroads is not particu-
.;;ﬁh. . The H?w Yﬂrk_ﬂantral (T.0.C. division) Everngea
ins - all freight - in both directions, including five
_.-T:;inn. The New York Central's Big Four division
2 passenger trains daily to and from the south and 14
from the north pius four freight trains daily in both
stions (all beginning or ending in Columbus). Hovements
the Baltimore and Ohio are particularly light, with only
F;:;J:-;rt and six freight trains daily, and four of the
_{Jlu-thrnugh trains. The Norfolk and Western terminates
ylumbus. Only two passenger trains (one in each directionm),
Iﬁ?ﬁ_-;.ga of 21 freight trains are operated per day.
are made up or broken up generally in the Joyce Avenue
although cuts and switching movements must be mede 1o

reight house and other yards as well as to industries

he Union Station handles some T4¢ scheduled arrivals
yar tures daily, counting the 92+ through trains and
0 passenger trains made up or terminating in Columbus.
"this does not include the occasional special trains or
tf{onal sections on regular schedules, it should not tax
elight passenger tracks available. However, almost 60
Bht movements daily are made through the Station area,
#fﬂﬁh.thn Mew York Central or Pennsylvania trncks north
south respectively of the station proper. This 1S high
ﬁi,. es carefully scheduling ofl all regular and switch-
novements to avoid ipterference between these movements
| as to facilitate general freight operations in the

B
Lo ™
ral area.
- >

n Car Loadings
‘Table 1 shows the trend in number of inbound Tf: out-

d loads handled by the railroads ip metropo n?t_EE
bus since 1937. Unlike that in many other canunCuiumﬁun
sd in carloadings has been generally upwnad E o

considerable fluctuation has occurred. s

e discontinued on July 21,1956,

B, passenger trains Wer
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:;é cted, the volume of freight

gf t‘::‘l'.rms Hgﬁd declined s

g ar. €ever, while the number

J lghtly irregular in the past five rearn?{tﬁzrfui::e

tabound freight was approximately the same in 1955 as in

4 and the volume of outbound freight was over 20 percent

2r. This reflects at least in part the increased indus-
tinn 0of the Columbus area and despite the increasing

Hior offered by trucking and airiine transport, would

portend some further increases im railroad Iréight

NS here - in contrast with the average communi
e little, if any, increase is expected, ¥ Gy

increased substantially
omewhat immediately

Industries Served hg Railroads

location and extent of the industries presently
Sidings off the different railroads in the Columbus
A are indicated on Plate 3. This plate does not show all
the industries to be found on the land use maps since some
these do not lie along raiiroad trackage or do not have
road sidings for direct service and depend either on
or freight carriers or on local truck service to and

- the freight houses and team tracks, A few industries
_Q%{ﬂﬁ have direct rail service were too small to be shown
this map.

el

-

. As can be seen from comparison of Plate 3 with earlier
Ags showing the distribution of industries by size,
ad transportation is of basic importance to industrial
yment in the Columbus area and therefore, to the eco-
" welfare of the community itself, All of the larger
ants have rail connections for the bringing in of raw
' and the shipment of finished products and most of
ndustries coming into this area in the future will
g convenient access to railroad facilities. Conversely,
e numbe. and size of industries served by ench_line are of
m«;gnca to the railroad itself, the various lines,
erefore, competing with each other as well as with motor
idght operators and to a lesser degree the airlines. This
etor of railroad competition is one of considerable concern
Columbus due to the numerous railroad lines and almost
limited railroad fronotage potentially usable for industry.
i4le no individual line should be discriminated agni::lsti I
B ot appropriate industrial pattern from the stauipn Ei
the community as a whole and n¢ BROR'C iﬂﬁﬁirﬁiiﬁ s
Yndustries to residential districis an :
il g considerations in industrial planning
"'THF'BE::tE:izzrind unbalanced, costly community growth

- I-L.

} to be avoided.
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In general, industries have tended

:d to clus
the :llnkilne§ of the HEw York Central, Fun:sylzizn:l::g
Ches E:f dfn Ohio Railroads, most of thuse along the
Borfolk and Western and Baltimore and Ohio lines bein
relatively small and scattered, Columbus has been Ing
tunate 5o far in the establishment of the iuur or !i#:-
::dnr industrial groupings or concentrations in the center
of the city and at the east, west and south edges of the
urban area rather than the wide scattering of plants
which the extensive railroad trackage could promote
although some scattering has occurred, In 1ddtt1ﬂn,ta
those along the main lines, there are several groups of
4ndustries served by branches such as those at the south

end along 20th Street and at the west of the Goodale area,

A major concentration of indusiries is found alo
Chesapeake and Ohio Railroad at the east edge of ﬁ::n:Ei::a
Heights and extencing also from Third Avenue to both sides
of Kinnear Road., The ipdustrial area on both sides of

the ratlroad south of Mound Street copsists mainly of

conl yards and warehousing to the west and of breweries
and other plants to the east; the area at the south end
embraces Buckeye Steel and a nusber of other heavy indus-

tries.

~ Several of the largest plants are served by the
Pennsylvania Railroad. These include North American and
the Columbus General Depot in the vicinity of Port Colum-
bus (the Depot is also served by a branch of the New York
e tral) as well as the sizable establishments along the
Sandusky and Akron routes in central Columbus, Those
%%E:Itrius, including Westinghouse, and industrial areas
immediately outside the city and lying north of West
Broad Street also adjoin the maln Pennsylvania route, and
the Marble Cliff Quarries lie on the northwest branch of

ﬁﬁl railroad,
~ Both the Big Four and the Toledo and Central Ohio
‘i@'i:inns of the New York Central gerve specific indus-
rial sections, although operatlons along the former are
1 the greater 1o Columbus. The principal industries
Eaed by the T. O. C. lie alotk Marion Road and the
trinl spur to 1LiS north, the few others being sScat-
The branch line of the New York Central at the

'.r. -
edge hall serves the Columbus General Depot and
B g tries. The Big Four line

Several other warehouses and indus

Berves a major industrial concentration south of Fifth
venue as well as the General Motors district south oi

West Broad Street. geveral plants are scattered along the

Big Four-Pennsylvania routes running porthward from the

i grounds.

i

r
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Industrial operations along the Baltimore and Ohio
Railroad are somewhat limited except for a few plants
served jointly by the B, & 0, and Pennsylvania along the
joint trackage to the east., Service along the southwest
branch is confined to a few scattered industries in the
vicinity of Mound and south of Broad Street, Industrial
development along the Norfolk and Western is also rela-
tively light, limited as it is almost entirely to parts
of the frontage between liain Street and Frebis aAvenue,

The recent industrial growth in metropolitan Columbus
and the prospects for considerable future expansion have
given rise to increasing demands for industrial zoning
over and beyond that shown on Plate 3 and the additional
areas allocated in the proposed zoning plan, There still
remains, however, a considerable number of desirable
industrial sites along the various railroads which are
set aside for such purposes but not yet used and a sub-
stantial additional amount of desirable [rontage which has
been pre-gmpted by junk yards, dilapidated structures or
other misuse., The recent inspectiion trip conducted by the
Rail-Industry Special under auspices of the Columbus
Chamber of Commerce and the Railroad Community Committee
provided an excellent opportunity for examination of
these conditions and the city's industrial potential, It
is not only desirable but most essential from the stand-
point of economy and the balanced growth ﬂt all parts of
Columbus that appropriate close-in industrial frontage be
developed or reclaimed - particularly for the small
eod medium-sized plants to which it is suited - before
additional sites are encouraged to develop in outlying
scattered districts, even though a few of the large
pilnts will necessarily locate outside in oraer to
secure the extensive tracts required,. Most uf the
existing areas can be readily served by existing ?rth 2
easily constructed new sidings. A re-appraisal o < _:
land by the railroads, the Chamber of Cﬂmmerﬂct MEFY
trial realtors and others responsible for the L?:F 5
industrial expansion for purposes ol realizlug_i = .
sreatest potential would reap & valuable harvest 0o _
e : ites but in promotlng
only in fine factory and warchouse 8 R
the best development of the whole Columbus comm .

Grade Crossings and Separations

weern railroads and railroad

ety hEtcular traffic is a major problen

operations and local vehi
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L3

ny . ican

e’ mumerous raiiroas Tines traversing sris s PLestss
ctions, but the city is fortuna i e
yer grade separations that hI:: :?r:ﬁfﬁr ::é:l
_%;riiﬂ ;u::;arferennﬂ along several lines is still )

Bg Aanc ¥y to motorists, as well as dangerous
icatec by the 28 fatalities occurring at grade craats

8 __Itlu city alone during the past thirty years -

| uu;;-t records were not kept in the rest of the Euuntr.}

; f_. ting Grade Separations and Crossings

ol

- The locations of existing grade separati

" =H¥F"1“i': together with the typupnf waggin:ngavice

'r control and the type of separation structure

wn on Plate 4. Major traffic arteries and a few

i the more important secondary streets, where these cross
ilroad lines, are also indicated on this map,

A relatively large number of the more important
_$ﬁ;alqd rallroad crossings, have already been separated
the city and in Franoklin County south of the city,

n though many hazardous and annoying grade crossings
411 exist, In addition, separation of the existing
]j‘?&ﬂum crossing of the Chesapeake and Ohio Railroad
rrently under construction, tne street to pass
‘these tracks, and two other scparation projects
ln the design stage, The Lane Avenuc project is
financed by the County and the railroad; the other

LS
b on Street and the New York Central-Pennsylvania,

i Fifth Avenue and the Pennsylvania - are to be accom-
shed by means of funds from a $2,000,000 bond issue

ped by the electorate in the I[al)l of 1954, In each
f the total cost will be paid by the
liance with Ohio laws.

3

—
g

- -
[

e, 15 per cent o
fected railroads in comp

Practically all of the railroad crossings in the
ral rtions of the city bhave been eliminated., Thus,

'.$f= tion of the main lines of the C. & Eiﬁzng fEi
¢ Central Railroads west of the business rict,
: - : State, Town and Rich Streets,

H;L'HIPIHEEE at Broad

mits the free flow of ;raf{ic under these routes,
'ﬁﬁ1_-ldditinnn1 elevation and underpassing of the d
& 0. Railroad still farther west has largely remove

5 barr lumbus
5 traffic to and from West Co _
B a1ty fr . nce, All other crossings

eenerally free from interfere

th lﬁniirhine of the C. & 0. between downtown Columbus

1 Kin Avenue and the several crossings of the New

g d the West Columbus
¢k Central between Broad Street an g

ird have also been eliminated. Street OVErpasscs o

s extensive tracks and yards to the west, DOrthess

1
a4l
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; of the Union Station are to :
* y Fourth, Clevelaud, St. Eﬁl:?wén::"ge::;s s
EERERES thereby facilitating traffic Eir;mlatinn

: to and from the north, although a few

JMALl Crossings are needed, as at Third Street
W tlu.' main line of the Norfolk and 'Ileste;n

much of the city and the numerous und
a2r=
e tw Maryland Avenue and Livingston have removed
rrie: to t.rl.ffil‘:: between downtown Columbus and
:_.;i.. this line would otherwise have created,

e

1 y
TWeer
'_l'i' £

umber of important railroad crossings in the
._.'_.'t!_:-ii:ts have also been sapnrntef These i
_West Broad Street and the New York Central, State
at the east edge of Worthington (NYC-Pennsyl-
roads) , James Koad and the Pennsylvania, U.S,

2 New York Central, and the South High and the
“Avenue crossings of the lines at the south edge
umbus., Virtually all of the other crossings of

be C. & O. and the Norfolk and Western Railroads in
rn portions of the county have been separated also,

spite these separations, numerous crossings at
t1ll exist, The majority of the latter, however,
e edge of the urban area or in rural parts of
¢ where present traffic is not extremely heavy
there are also certain crossings, particularly
o a'., that need early removal, These include
' the crossings of the New York Central-Pennsyl-
cks to the north and five or six other gra-::lt_a
lt scattered locations. The various Crossings
timore and Ohio line paralleling U. 3. 62 and
e Hocking Valley branch of the C. &10. are not
gularly bothersome due to the relatively low volume
(1 traffic over these routes, and the crossings of
. Central service lead along Whitehall are
mlly negligible under present operations u; this -
ih, However, the majority of the other grade Cross
barticularly along the Pennsylvania tracks, 'i*rg
potential traffic hazards and will ;Eq:l::
nation, either through grade separations
ng of minor streets.

'ro ndpoint of their LY
rtanc :h:h:tﬁarﬁnus grade crossings
‘ﬁhtﬂ 4 are tahulated helow:

pe and general
and separations
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Major Secondary Mino
r
Street Street Street Total

: 14 16 56 a
1l 20 13 p g
5 o 1 5

-2 2 '] 9

= =9 61 131

28 17 19 -

. 9 2 19

36 26 14 7%

ile more than 40 per cent of all the crossings
Streets and railrcads have already been separated,

re still more than 40 such crossings at grade in

o jan Columbus and another 29 grade crossings of

'oads and secondary streets, Protection of some of
O8sings is none too good, with only the cross-

Bg sSigns at one third of the major street and

han half of the secondary street locations. Even

. arning signs may be adequate at lightly travelled

treet railroad intersections, the more ample

fforded by flashing lights is desirable where

\r traffic is substantial or speeds relatively

,iﬂzﬂiatrictﬂ immediately outside the city., Almost

" of the existing grade crossings are to be found

. streets. liost of the control devices thereon

of warning signs, a few of the more hnzn?duus

lashing lights where local or other physical

)ns require the additional warning.

It is to the community's credit that so many railroad

Tations have been constructed. Over one-third of all

‘existing crossings indicated on Plate 4 have already

e ated mostly by means of a street uﬂdEI‘pE'..iS!.

ch is high in comparison with many other communities

sticularly good from the standpoint of the number

rations in central sections of the eity where

' i t marked, Thus,
| railroad conflicts are mos .
”‘pgntal of 132 major and secondary street Cross
. ent - have been separated

or oximately 45 per ¢ t
‘F:-:££:1 ithersyare in the construction or plan
age for early removal,
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j:..v rds and Delays at Grade Crossings

#AS not possible to make a complete survey of the
Ames the various grade crossings in the Columb
. us
e _lpn-d by trains and of the traffic impeded
mr: from traffic counts mage for the City
fraffic Engineer and from a number of additional
} Strategic crossings conducted by the State
gpartment plus information on train movements

. switching) supplied by the railroads, Plate 5
gred to show the volume of train movements and
fiicular traffic during an average day at the more
int grade crossings - which provides some index
f¢tive or potential dangers and delay occasioned

, Both the Lane Avenue and Fifth Avenue crossings,
on of which is presently under comnstruction or

: ‘_*E‘h‘:.:r- have been omitted from this map but the

' “-. .crossing was included since recent traffic
1 “; was readily available on the latter. Vehi-
raffic on Hague Avenue near the Pennsylvania was
ed earlier traffic counts and known changes

by arteries,

B worst combined conditions are to be found on

®w Avenue at the crossings of both the New York

1: d Pennsylvania lines, More than 100 train

it8 daily occur on each of these roules and Hif:_

iy traffic on Grandview is also heavy, wita mm}f‘

: ~~:": cars per day south and more than 12,000 per

»th of the two railroads, Observation of th-._}:-:c-
during peak peri:}d:-; corroborates the niiwla-

‘data, Vehicles were observed to Pllt‘luﬁtﬂﬁnﬁ

r Ay or :quivalent i

gy Avenue in particular iu:“tlltr;fll“’  te Ocinyies

4 eity blocks, and the heavy tu g _

e r « sctor between west

by its importance as a connectos o croniad-ad

s and Grandview Heights-Upper _-\rllanJ: ¢ on was

" intolerable situation until the conditl

ly relieved.

to be found on ‘.'.'E'F:t

ast-west arttflﬂb

;;lir“ruu“dﬁ‘ |IhllE’

traffic movements arc :il:-'.f:
itreet and along several rt1 tml
e ﬂﬂdﬂ”'; f}m:::.'t-r dound are com~
A ¥ . 2 o
‘E Fﬂurltiunihzna;?;ge of crossing and c'.uﬂtti-:ﬁz’:
d I:l;:ﬁt;lrﬂ s0 poor that the crossing 15 E

e t
X 1 . o B IHE:—J. .l-"::|"'u'|-“':-l EtrEH
Bie s S1nCC . is gener-
ous, With 9 fatah“tqnml consequently is @ ner

1 G i a .- t ' »
:-.4!}. “ill:r;: :l]::sm;:ipszrllumi crossing ib the cltiy

L
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Al MAJOR GRADE CROSSINGS
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Hudson Street grade intersection i
earlier, Weber Road to 1ta=n;:tzeni;:“ §
& sut stantial volume of traffic across the New York
-P tracks and the Oakland Park Avenue
} 8till farther north is the most heavily used in
Traffic over the other two crossings of the
'ail lines at Cooke and at Morse Road is com-
lighter, the former street carrying some 2,100
y, the latter slightly over 5,000. The liotse
lng will become more serious as this traffic
Licu ly after construction of the north free-
: T_Lfiﬁn' on the two rail lines aggregate between
- trains per day,

rain movements over the Akron branch of the Penn-
ia are relatively light, with an average of only
Ins daily. Vehicular traffic at the major cross-
wever, is fairly heavy, that on Westerville Road
ate 3) amounting to well over 10,000 vehicles
"The angle of crossing is bad so that this
ion is potentially quite hazardous in addition
g traffic delay. Both Hudson Street and Seven-
enue to its south carry more than 7500 vehicles
24 hours. Except for State Route 3 at the edge of
' 11'!1 other crossings of this line are not yet
ised, State Route 3, however, averages daily
) cars and is at a bad angle, which increases
tial danger. While movements along State
‘and along Morse Road are at fairly high speeds,
Ssings are now protected by flashing lights,

g

Only a few grade crossings remain along the com-

d Pennsylvania-Baltimore ana Ohio tracks to the east.
)8t serious of these is the crossing at Cassady

T jg, sre the combination of heavy rail movements
traffic has resulted in both accidents and traffic
'1.91 Six fatalities have occurred at this point

g the past thirty years, placlng it second in the

. this respect. The Cassady Avenue crossing 1s

3 between
e on one at grade along this route
.ﬁtig and Bagshaw Road - a distance of some Six

* ¥ one crossing of the New York Central to the
~;: #?'t - that at Lockbourne
rious, Traffic on Lockbourne
-";E¥f‘hiulgg per day and the movements over

o ineluding those used in
T B n v dailrﬁnr?nlk and Western's Watkins

e
gerchange to and from the
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@ Alum Road crossing is not vet important fro
r,% of either rail or autouwobile trafiic an:ll
at Hamilton Road where vehicular traffic is

AVY, are somewhat balanced by the compara-

Bt rail operations (some 16 trains per day),

-.'ﬂ:l‘1' those at Whittier Street and at various
"'ﬂ_:_l King, crossings of the main line of the
- an d Ohio have been generally eliminated,
ed C, & O, - New York Central rail operations
er Street are very heavy but the vehicular
'oss these tracks is so small as to be

f inconseguential, Train movements over the
.... e north are also reasonably large but the
t Henderson Road, while growing, is not yet
volume on State Route 161 is not so
that on many of the closer-in arteries even
' nts to 4,500 cars per day,

@ 18 considerable conflict at several crossings
--‘1 of Columbus. The most serious of these is
i Road where traffic generated by the existing
rerag more than 9,000 cars daily. Rail opera-
the Pennsylvania north of Yest Broad Street

¥ heavy, averaging about 30 trains per day,

i{c on the north-south cross streets is gradually
g. Volumes on Hague and Wilson Avenues FIIII_"EHEIB’
000 to 6,000 vehicles daily although traffic
two streets to the west is much lighter.

1 j g have been
joted earlier, some 28 fatalities =
‘at grade crossing accidents inside the l:lt}][:
@ past thirty years. With the exceptiof ¥

ed at the Mound Street crnﬁszngragg ﬁiﬁﬁiz
: - o aese
LYenue and the PEDnEFl‘l’ﬂnla Ral at ﬁé‘hﬂl' Road

generally scattered with four = t
PennE?{?nﬂia}l two at Hague Mf““};ﬁ?ﬁ ;’
.:. one each at crossings on Sta Et <o o
BEle Denune Avenue, Chestnut Stree York Cen-
park Avenue (at the PEUHEFHTM?-?ELE accidents
T that several o 1 sed
a I:::ESEE:;::?:E some of which could be clo
¥

grade separations.

" ' IS
1 Ri ilroad Facilities and Grade bt'bmlﬂ_t_‘."_i- !
i
[

i fg 5 AL~
e :Lﬂpﬂﬂ-ﬂd railroad facilities and grade S€]

\ few changes
; Relatively = e veneat
:: shown on Plate Eéxiqtillg rallr arrangcs

pad
i suggested in the
e |

!



=09

h all of the facilities ar
s : e not now idea
. the :s:innihg of this report, the preseni. i
BEOR Anc other facilities represent such sub-
ir -n that major changes are difficult
Y. __11! E_muh modification might be desirable
it @ ﬂ]r warranted economically unless it wnuld'
_ railroad operations or unless due to
mee with other urban development or with cir-
y there i-a a compelling physical reason for

]
Fas w1l &

, W ol
P

= .

ain Line Change
< _
of the main lines of the Pennsylvania Railroad
through the northwest edge of the central
strict, crossing the Scioto River behind
Memorial and proceeding westward north of
- :ﬁi'rﬂat. This track crosses Marconi and
, Streets at grade, It is proposed to elimi-
ese crossings and the trackage in the edge of the
5 district generally by connecting the Pennsyl-
dth the Baltimore and Ohio railroad at their
ietion east of Yale Avenue and thereupon routing
traffic eastward from this point by way of
) line, These railroads already operate
er the Newark branch to the east, Field
ion of the B. & 0.-Pennsylvania intersection
roads are elevated at this point, with
ing at the same grade) indicates that a
between the lines could be made without
culty and without seriously affecting the
justry facing McKinley Avenue. An addi-
'k would be required for a short distance,
ost of the line is already doubletracked, and
tments of cables and other equipment would be

| o
. + l'.|
: Al -

L]

ince the Pennsylvania Railroad's Liltlelliilaml
' he New York Centra ies
yr interchange with t K O8f tracks 10

»f the Ealtimore and Ohio line,
r would be continued but need not be extended

| its edge.

> "!' roposed re-routing would eliminate 31':!{'1}?:?13'
: ‘ ; %;nﬂﬂing of both the CHesERensS 3?':'1:-1'3.;5
rk Central main tracks west of the p;:tinnﬂl "hot
Blighich is now SO o ce the railroad traffic

altho it would increa : f
':E:imilar triangular crossing BIES
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.. :11;11 ni the latter, however, indi-
1é presen acilities are not taxed ang taat
1l trains could be handled by tae operators
[1 |-i: l“ihh].e‘

it is not shown on the plan, a connection

' two main line branches of the Pennsylvania

¢ city might be desired in toe future, Such a
could be made without difficulty in the

ea between Lincoln Village and Hilliard,

‘not be objectionable if kept near or beyond
1¢ expected future urban area, but separ-

5 would be necessary at all major thorough-

s been suggested that the throat of the existing
‘layout, located in the vicinity of Union Station,
4‘“ srially relieved and the City and railroads
enefitted by construction of a railrnmil belt
r, particularly for freight operations,
round and to the south of the present city.
ng the desirability of such a belt line, 1if
""F_r-a phyﬂil:ﬂll‘jf feasible, cgm:..iderat%m‘i Was
.. -[-1!.___._..:._ = Fut Hﬂggﬂﬂtiﬂﬂs and certain EPEElf!.E
' ff;n- a Fﬂﬁﬂihlﬂ route were selected and investi-
"the field. These were:
o Pennsyl-
- L x a turnout of the rennsy
__ﬂ_ starting from ¢ the Army Depot; thence
1road in the vicinity O New York
ng the existing right-of-way of the ReW “E -
NE - ding this line
gonpection along Whitehall, exten New York
i to c t with the main track of the Ne
’ ‘CORnec 5 . thence wEElWﬂI‘d]-]Ft
of the grain elevators; t ORGAIE
4“;; New York Central right-ﬂf-*“?:d along the
1k and destern and continuing tggﬂ:he Scioto
i ‘and Ohio route northward acro ith both lines
'Broad Street to new connectlions ¥

- .
R

nnsylvania.

X
A route starting from a turnou
11road in the vicinity of Tay o
B outh and west to line up %%
. main line; thence traver
J_'. .
}'..

-

t of the Pennsyl-
Station; thence
the New York



1ZF§1:5; turning off the Penns

a8 45 Route 2, then rumnins due south o sbout
<y iur:;?§§ E::““E swinging southwest and west
B R th of tz and just south of the Beacon
._ €nce continuing northwestwardly and
connect ns with both Pennsylvania Railroad
_;é.:_!ﬁﬂﬂﬂﬂlff connections to the railroad main
pEsed would also be installed,

le Route 1 would be probably the cheapest r

‘ q;gipaqvantagem as a high-speed iain 12::E'
ur, With a turnout from the Pennsylvania
;w=3;[t' considerable alteration of existing

pd depot yard tracks would be required, which
art of the depot property with a double

yeed line and it is questionable, therefore,

y approval could be secured, Since the

New York Central conpecting line is of light-

ingle track design on a parrow right-of-way,
ditional right-of-way and new heavy double-

pnstruction would be required also, Tae existing

ings at Broad, Main and Livingston would

e negligible and separation of each would

perative. Paralleling the NYC and C., & O, main

ight-of-wyay widening and construction of new

ould be needed. Grade crossings of main line

_ are disadvantages requiring expensive signal

& as well as slower operation and pecasional
introducticn of additional crossings and

; of the several lines, especially those in

tv of the two Pennsylvania maln lines to

' the business districl, would add to an

. J~'ﬂ51=l situation, requiring the inﬁtallagiug
- i ! ; is
ition ignals and interlocking devices,
' es i ction of this belt route

-fﬁff'~-ted that constru
BEt in the neighborhood -of $5,500,000.

conflict with the Army
11 the disadvantages of
d cost somewhat mOre, wh1§h
basis of the total length and rough estimates 0

“fﬂ'f lues of grading, separation structuresauﬂ 60
% would be expected to rul as high as $7,0006,000.

ame of the con

.fﬁﬁ 2, while avoiding
a;fﬁ-ﬂ otherwise bnave a
. and in additiom woul

flicts with other
1ngs
¢ numerous grade CTOSS1
o ghways and because of
d to cost some
dvantage of

.?iﬁﬁ 3 would avoid s
ads but still would une
ting and proposed majo

h, in particular, is estimate

0. In order to avercome the disa
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and of highway grade c

. rossings
elevated on earth fil1, withgh;i;h:s
ilroads and highways e

g : + Long but e
? _F the other railroads (where nﬂna:g::?iw

structed also. A rough ma

e ; -4 estimate of th
juch an elevated line indicates that it would
cess of $30,000,000,

. another route - for which no cost
* dnvolves following Routes 1 or 2 tzﬂ:;:'tﬂ
tlli New York Central joins the Chesapeake
ine at the south edge of Columbus and then
directly west, northwest and north to
 with the Pennsylvania main lines, This
80 would be forced to cross the main lines of
W, and C, & O, with the disadvantages in
i déscribed under Route 1, which would be

rly disadvantageous because of the yard move-
| Switching (between the lound and Parsons
i addition to direct rail traffic over the
tracks, Such a route would also introduce
* of major highway crossings and would be forced
the small lakes and the Scioto River north of

pnow that the whole railroad pattern in

n Columbus has become so firmly fixed,

m of any belt line detour is fraught with
sulties, from the standpoint of operation,
that of expense, Due to existing industries
Sther commercial users of railroad services and
idvisability of retaining the passenger station
resent location, some railroad tracks would

» remain in their present locations in order to
the necessary railroad service, and the major
puld have to remain about as they are unless

: millions of dollars w;re ;i_ltl:e EFEE:E:HEM
ng a il these facilities =

; mﬁ-’ﬁ‘ﬂ :i EEG,UW.“““ for a new railroad belt.

sordingly, basically only the through Iralgztﬁ
‘would be detoured around the "’“ﬂh“l‘ﬁrﬁﬁgh trains
-:_i:.:_: ks For thiE Fur‘pﬂﬁﬂ' b1

e to E::;rse a considerably ﬂr"mu:r gi::anﬂﬂ,
r operating cost, If these Lr“i;mrclﬂcul

R Restion or interference with OLMOF Jli 0 or

ons or inflicted on local users u}cn::vf_-pht 2

W 1.?‘_:" & rnmval of the thrntu[h | A ] B '.‘- ‘||1'|,'r-:. o)

B However, investigation of ‘J-""'.'T'.I'i" have
ons with several railroad officials e

nql- .
ed E:t present traffic can be accommodated even

Tt
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l:ﬂ z,:zzigi sﬁh&dultng is required. Consider-
e i et e belt line routes investigated
| oper 59 tf ::EH.EE, the necessity of retain- :
Sy “m"nn :.i: and major yards, and the
padv kﬂgﬁﬂ rom certain standpoints of each
el tours, and further considering the

e :I:Tﬂtinna already accomplished along
v nes, it is not believed that a belt

‘for freight operation can now be justified

5

e
-

10 TR

 various yards of the different railroads in the
a appear to be satisfactory for present
future operations except for the Baltimore
lroad. Facilities of the Pennsylvania,

and Western, and Chesapeake and Ohio Railroads,
] large yards, should be ample and due
umbe of street overpasses of these tracks,
rence with traffic is almost entirely avoided.
York Central facilities are more limited, but
al yard space could be developed south of the
acqul ing property and constructing new tracks
the south side of the line between Parsons Avenue
kbourne Road in a proposed industrial district,
jditional yard space will be needed by tne B. & 0.
lant trackage affected by the extension of Third
th of Naghten as well as 10 accommodate local

. should these increase 1n the future, It
eal to provide such facilities along the

of this railroad in one of the industrial
esignated on the zoning plan, but no attempt has
ade to pinpoint such 2 yard on Plate 6.

-.. J..._J 5L ] t

=

station appears to be

@ in size, but many of its appointments are

Columbus would get a more
st e city if the station

sle f ession of th
; "';:::twi::rc:mpletely redecnrated and mag:el-
yew trimmings, DEw stands and ﬂﬂuntﬂ;si“:'
rooms and plumbing fixtures, an entire i 41
ant with new fixtures and equipment, an w

2 -ack level to
escalators from the trac _
. he latter would add materially

-nl'm ! OUrse . T d e
" comfort and convenience of PﬂHhﬂlfﬂifgntE:Tti
¥ the elderly, who are forced to "-.-:- mm vt

ng stairs, Escalators are present rs  ev York
and Central and pennsylvania station

existing passenger

= [
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ower Grove and Delmar stations in St
Union Station in Kansas City, at the
T ;ﬁ airport in St, Louis and at a number
Ough-type passenger stations where the
5 must be located above or below the

.l appearance and setting of the station

approaches from High Street could also
nsiderably, For example, the truck ramp

( Lﬂi ]-E'IFEI]. at the rear of the depot cuts
proper and should be removed or

if this required the use of truck

‘s to reach the ground level loading platforms,

iilway Express facilities are extremely cramped,
. excessive maneuvering into and out the

paces between the structure and a concrete wall

e main tracks, It is suggested that the

e station be enlarged by removing the

ty and unattractive store room structures

g High Street and slabbing over the center
he approach, such enlargement to include

Al property at the rear of the High Street

*;ﬁ;-. uth of the station, now used mostly for

jarking, The truck driveway could then be

long the edge of the approach area to lead

freight elevators at the rear of the depot,

yiate the necessity for maneuvering at

el. The railings around the approaches

sn should also be replaced with new and :

ve rails and at least some preenery Esﬂul

planting boxes for shrubs, flowers 3;‘ £

t would enhance the station Eﬁ'ttl.l‘.[f:.__t ihe

»n opening up the station view at Mahh;

wation of the station structure should be
Fso that Ohio's capital might have 2 arance

" depot more modern and pleasing in .49 urage
one that would at least tend O enco

"of railroad passenger facilities.

ening up the

me the station site by ©P .
€ ::ugg also provide ndc:]itlﬁgi;icli-l;ggﬂ f;he

i i oh 4 badly TNELE
sarking, which 15 nOw 2 already tsgd
hind th:: existing store rooms 18 ;‘ffdir 5

1 o d'ﬂli‘ g
~ gutomobllies AaNag L0, P
» the parking of private actively 1andsggped o

yde to provide many more Spaces as WLLrI.L'. j1'f. :
o pr ‘
d Emhﬂllish the station setting. '

: Ly =3 "-'II

et | | i Ti
zh 0}

"j'.-‘r' o /

A b
fy o

-
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have been suggestions in the past for com-
ruction of the present Passenger depot
@ same location i
e Or on a new site such as
cupied by the Ohio Penitentiary, While a
new station would be a civic asset, it
ifficult to justify from the operators!
in view of the present passenger patronage,
Ently no recommendation with respeet thereto
.~ This is not to say, however, that such
. should be completely ignored, If a
und through conversion to the more
nd attractive cars now being designed and
aster operating schedules to increase rail
- in the future, a new terminal could be a
f further consideration, but in the meantime
the modernization and over-all improvement of
described above is believed to be justified,

v, 101:3 as freight operations continue high,
- small subsidy from the latter would be
in helping to improve passenger facilities

.:'5_'-' Houses

‘exi ting freight handling facilities - freight

eam tracks - are generally conveniently

 the edge of the central business district,

‘the station used by the Chesapeake and Ohio

- ’i gtreet is located within the area

msideration by the United States Government for

k mail station and should thg ﬁrﬂpﬂrtiﬁzﬂhe
is ose, the freight house I

L ﬁﬂmggggigd t!l:rmt the new depot be relocated

ocks to the west of the existing structure on

‘already owned by the railroad north of Dul_:hntEd

This is a large triangular shaped tract situa

Be two lines of the C & O and Pennsylvan'a

Lln existing driveway furnishes access ruear

rt to Dublin Avenue through an underpass =~

,: - . f thﬂ c & GIE main

' corner immediately east O 3 a5

| rail leads into the property are a 'S0 "

v ' The present team tracks to the wesl *

ing station are located east of the prop

tion site and could continue in use,

Ea

d Ohio freight depot,
will be geriously
pxtension, and

T' ---.:- of the Baltimore ;:n
\ted west of Fourth Street,
d by the projected Third Street
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tly will have to be m

for this building tuug:E:t:. : Sty

> and of the new Third Etreete:w;;agge Sxisting
Ow occupied Eflﬂﬂﬂ Naghten Street by t;:

q « There will

: "&ﬁ :::Eshe httﬂr should the present whole-

SR from downtown Columbus to th
' Some other site already considered for i
T .it is most dEEirnblg ‘ oz tﬂ.I‘!

_ rom the standpoint
€ as well as the best use of downtown
property
produce market be moved, as discussed in the
diness District report, The Little Miami
diately south and east of the Union Station
: E:: station area and a new freight depot
location along Naghten Street would be only
| west of the present freight building. The

. and Ohio and Pennsylvania Railroads already
‘operating agreement on part of their
] & similar agreement could no doubt be made
%0 this downtown yard,

i -
- possible location for a new B, & O,
Station would be along the west side of Neilston
wrth of Mt. Vernon on properiy now occupied by
ther storage yards. Such a site would be
‘accessible to downtown Columbus and other

sut it would require additional rail leads
ating agreements to cross the Norfolk and
1 T * in addition to replacing existing
88, although these do not involve substantial
. It would also have the administrative

s of separating the freight house from
St team tracks west of Fourth Streei, 17
t gith the continued proximity of ‘thess

jes with a new station on Naghten Street.

rade EgEnratiunﬁ

order to resolve all, Or at least I:I'.tE+ musiar
. 0of the conflicts between rail and ve.uml..l i
8 in the Columbus area, it -.,.,-j.,‘..l burnecesﬁzr{aus
e des at many more crossings o the v
d 14+ @ tion plan
‘lines, The proposed grade :L-LP“'“I e euinne
‘ed on Plate 6 anticipaltes the ult*mq EEIrtEI'lEE
""_"5"-1- grade erossings at ma jor trntflzfijc i
ln a few instances Wherﬁﬂggat:;ﬂi;e:r‘fnrk Pl i
g - as @ J s
the E::Elll_:glﬂh’::l. s field inspection WA= o s
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- L ructure was mg!;tt: dEtE“_‘i“E what type of

On 1s made betwe PPTOpriate, as shown, ang
i iy esignated for early cousideratij
y be f ve to ten years - and those projects il
'Iﬂ. erred to later periods, in a few cases

S
"

insee frade separation projects involvin
‘-_!th Avenues,are presently under cﬂnsfrﬂ::‘:‘;ﬂ
ity ign stage, The extension of Long Street to
usky interchange, now under way, while not pri-
-_r'r,._-.:"'-"' separation project, will accomplish this
d the Third %treet extension to be constructed
lear future will amount tc an overpass of the
ortheast of Union Station, All of these are
_._-gh are needed and which will materially
rculation in Columbus and reduce potential

i ]

i addition, however, there are eight or ten other
§ which should be considered for elimination
ihe next five to ten years, The most serious of
re the two crossings of the New York Central and
wania Railroads at Grandview Avenue. Due to the
F importance of this artery, the heavy traffic
nd frequent traffic delays caused by railroad
ons, separation should be accomplished as soon
sible and the two crossings might be considered
gally a single project. Even though Grandview
rises slightly as it approaches the railroad
gkinley, it will be necesSary to overpass the
srk Central tracks in order 1O obviate any danger
yding - an underpass at this point, while clear %
rmal river level, would be subject to inundation
‘Bcioto during a high-watel period. In order 1o

._ fl-_-'-- uate clearance of f the rail-

il

both branches © :
i 1 e
wout an excessive strecl grade, it may b

ry to change the alignment of McKinley f}“—‘““;‘ &
by curving it to the south (so as to lengthe
-;'#"" iew Avenue approach tO the tracks).

¢ .
'fthﬂﬂ graae crossi
. = Mound Street an
parated in the very
ound ﬂftraet interchange,
t as a traffic artery; €
srt Columbus which pow crosst
i - B, & O, tracks at grafe:

ngs with the highest nEcldETFD
4 Cassady avenue © should als g
with completion ©
is will become gyen more
thaﬁsndy ¥ strﬂgt
sges the heavily Uuse
poth of these
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Juld involve street underpasses,
_'ehlmtinn of the Hudson Street Cross-
:rklgeg:::i—r’ﬂﬂﬁﬂrlvania Railroads is
s aaRed, one other grade se i
arr __,;_I_mrl; to the north of Hudson Eiil.::a;;::
rk and Weber Road are also major traffic ear-
l the plan for ultimate use of North Broad-
1an Qakland Park Avenue, as the major artery
'r certain connections between North Broad-
load before this can be realized, it is
Elve early priority to the Weber Road separa-
e most of those on the plan would be
I_@_y going under the railroads,

'._fj* :xisting grade crossings of the Akron branch

r
i 8
=1p

e
S

%

Sylvania are indicated for early consideration,

important of these is the intersection of
. Road (State Route 3) which carries a sub-
¥olume of inter-city as well as local traffic,
'”1 are at Hudson and at 17th Avenue, All

tS would underpass the existing railroad.

grade separations in more outlying locations
for early programming, The Georgesville
r of the New York Central (Big Four) is
importance due to its location on an

'y and approach to the General Motors and
house plants on West Broad. This is one of
i@ industrial districts and separation of

| ‘#. railroad intersection may become most
should one or more additional large plants :
3 the area, particularly since the peak traffic

roportionately heavy during changes of wzrk
nation of the Lockbourne Road crossing
B% York Central would free an additional ¢
fare from railroad interference in a sector o
ity where present access 1s none too Eﬂ?d-
Georgesville Road and Lockbourne projects
treet underpasses,
.
eral grade separa
pleted as a part
Others are projected, 3
B coverea in the designs of the OCLCC
3 some of which are now 1in Pfﬂﬂfﬁiluut tha
e 1;_ ﬁlﬂﬂuEEEd here except to poln

h projects needed 1O eliminate railroad

tion structures have recently

of the Sandusky Street inter-
as shown on Plate 6,

expressway system,
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an to provide adequately for traffic circula-
iture. Tae majority of such eXpressway

S will involve overpassing the railroads,

i
| separations indicated for ultimate considera-
iJde some that should be given priorities only a
jer than those described above for early pro-

i€ others may be deferred for many years. Among
dmportant are tne crossings of the New York

d Pennsylvania Railroads on Hague Avenue, the

d intersection of the New York Central-Pennsyl-
‘the C, & O, crossing of State Route 161,
ietion of Hamilton Road and the New York Cen-
0i son Avenue, Phillipi Road and Rome-Hilliard
ings of the Pennsylvania, and the Henderson
sing of the C, & 0.
A
e Avenue carries a gradually growing volume of
which is exposed to the hazards and delay of
:_r-q.; railroad crossings. at grade, Due to growth
est and northwest, these crossings may soon

ose listed in the initial stage, and elimina-
‘both should be carried out as a sinmgle project,
), because of their proximity. Construction
w under the railroad appears €aSler By o
ntral but an overpass is suggested across

. ania tracks.

e Morse Road crossings of the railroads El‘; tzg
st W‘h&r of the State School for the Dealdabe
‘i other of growing movement, which El:?:ularly
ted in tie not too distant future, par dezlasic b
hen the north freeway is cunsj.ruci_:ed. v
bl to carry out the sepnx_*auqn mdzﬂniﬂ

the expressway CoOnS truction in nrd .

the interchanse of it 0, 0o o be

. Underpassing the T

ical treatment.

!I:" tion of the Chesapeake and Ohio crossing

hat
3 e g will depgnd E‘.f_'.l!'.'IE'W .
2 Route 161 (at Linworth) e elieving this

is accomplished with e over Wilson
: -l"l'ﬂ‘ 2 el 'h wa? ﬂf a h}r-pﬂbb ; 't P].E-nj aor
&Fa e o7 in the Major Streo d b
er route, which 18

.ent high-
s {1e the present I
= '”ﬂiihwaf Dﬂpartmﬂﬂ‘t. wrhnn]'c}r street - which

| a— ’ desirable -

1 no doubt cuntinu:tmn o Ehe “rdsﬁ_i";fng sirab
“1tiﬁt§ 5?5:: urggnt on the exX15

mtion wou e

in on the new route.

A

i

Lo
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1ton Road constitutes

1ton part of the oute

.-:-; tll:n H:i'ilurﬁﬂtrgetki'lan. While rnii :::;flc
heavy € hew York Central as on some of

8, this is a growing section of the cmuﬂn;hﬂ

wmlar traffic increases will i
cul t warrant separat
! the next ten to fifteen yenrs.P ’I'l:«z:l.l:":I
failroad gradient is adapted to construction of
} aderpass at this point,
el

e

T 1 crossings of the Pennsylvania to the
the city should be eliminated insofar as possi-
;: inction with the west freeway improvement so
ific may be handled at the proposed interchanges
. interference irom railroad operations, Wilson
lready carries a substantial traffic volume and
liard Road is an element in the planned inter-

. circumferential route which would be one of the
sortant arteries in the community, Underpasses
;filldiﬂted at each intersection.

e Henderson Road grade crossing is located on one
few crossings of the Olentangy River near the
dge of the city. Its elimination could be

ed, however, if North Broadway were extended

rd as part of the north leg of the intermediate
ential, at which time this extension could

¢ separation of grades by means of an under-
""' c' i n..

rema i 1ti-
emainder of the crossings proposed for u
6 include some additional

) |
" tion on Plate

8% intersections but comprise mainly crossings

would bk created in the future by carrying out
‘jous proposals of the Major StrEEt'P;nfmave
11 ior Street crossin ;
sally all of the Major ol ot Certain
¢luded, the main excep!
t intersecting the Baltimore and (
sthwest, which now carries :'ng :
r day. Many of the existd :
mor: Jiticalfin the future, EE‘F”*“?EE girﬂ_
Beay be deferred for years. HOWETTGl [oare of
it of grade separations 4 e
E:ial stgeet extensions or ﬂ?““‘?ﬂ;ﬁ have
se cross rail 1i While F?‘:;; e
-ted, in general, ¢ these - particularly
1 intersections, some © o unforeseeable
ter group

t
- may change gue s, and
. i'l#ru- and 'I:l'ﬂ:lff:l.?::r yolumes 10 future yEar
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elimination program will be necessary
2 to make any adjustments indicated by
ion at that moment,

e i

to the program, consideration should
the closing of ninar street crossings,
'y to remove the hazards always present
actions. The City Planning Commission
sared a program for such eliminations
j -which includes most of those now
~ "gntinilar program of closure, where

| be followed in the remainder of the
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TRUCX TRANSPORT

With the development of the motor vehicle, a whole
new industry came into being for the transportation of
commodities within and between eities, Because of their
flexibility in operation, enabling direct door-to-door
pick up and delivery without the necessity for transfer -
as in much railroad freight handling - and their
simpler and cheaper terminal requirements, motor freight
carriers have become formidable competitors of the
railroads, now transporting many kinds of heavy freight
in addition to the lighter or less bulky commodities.
liotor carriers have also tended to inecrease gradually
in size and weight, creating problems of highway design
and their appropriate integration with or separation
from other traffic, particularly in urban areas, From
the standpoint of the physical community and their own
operating efficiency, the locations of truck routes and
terminals are dependent on the over-all thoroughfare
system as well as on the arrangement of industries and
business establishments. Thus, the establishment of
truck routes and the siting of termimnal facilities should
;ﬂ related to the other elements of the over-all Master

lan,

Existing Truck Terminals and Routes

The locations of existing truck terminals in the
Columbus area, together with the present and proposed
intermediate truck routes, are shown on Plate 7, The
size of circle indicates the approximate number of
inter-city truck movements to and from each terminal,

The five railroad freight houses are also shown on this map.

Truck Terminals

Of all the inter-city cargo carried by trucks, it
is estimated that roughly one-half passes through truck
terminals. The use of such terminals for consolidation
and distribution of mixed freight is designed to overcome
the inefficiency of pick up or delivery of less than
truck load lots in large tractor-trailer units, These
terminals are usually individual establishments - often
small and scattered in different parts of the ecity.
Such scattering bripngs about duplicate collection and
delivery service which results in a disproportionate
terminal cost as well as delay, and adds materially to

street congestion,
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* here gre
.- nearly 60 motor truck terminals in
g:;lzﬂulitan Columbus, housing some 90 separate motor
ther ©r'S. These terminals have scattered in parts of
s c:ntral. near west and near north sections, but
o {h ave also tended to cluster in groups within some
-+ ese districts, For example, five terminals are
wes:ted in the area between Spring and Maple Street
B Oof the penitentiary and a number of others in
Dl- Beéneral area along Goodale Street east of the
2 entangy, Several of these accommodate more than
1ﬂﬂ ireight carrier, Nearly 200 trips per day are made
nbound and outbound at the terminals west of the

penitentiary, over 150 trips per d
ay to f
in the other area, g g M

Terminals adjacent to the central business district
are conveniently related for service to the wholesale
and retail stores and to distributors within this area,
There are seven truck terminals at the northeast edge
of the district beyond Naghten Street and east of the
railroad freight houses, one of these terminals serving
three separate operators. In the aggregate more than
250 inbound and outbound inter-city trips are made daily
by the nine individual lines,

Within the general area tributary to Cleveland and
Fifth Avenues, there are seven truck terminals, most of
these along Fifth, which provide for fourteen separate
carriers, More than 200 inbound and outbound trips are
made to and from this area on an average day.

A number of large terminals are located in Grandview
Heights and the section of Columbus to its north along
King and Fifth Avenues west of Olentangy River Road.

That on West Fifth Street is the largest in the Columbus
area, and all of these truckers combined account for
nearly 600 inbound and outbound inter-city trips per day.

Smaller concentrations of terminals are found along
Glenwood Avenue north of Broad Street and in the vicinity
of liound and Central, While some of the former are small,
they average nearly 100 inter-city movements daily, and
those along West Mound Street and Central Avenue, nearly
200 trips per day. The two terminals on McKinley Avenue
are not included in these Iigures,; the larger terminal
on licKinley houses a single operator, but the other is
used jointly by some five or six separate lines.
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@8 without direct rail connections
a1 must rel
e _.nn truck transportation, and while thas: 1
k& tted it::.PlntE 3, they are found in the same

.T;{IJ.ruln, th the other plants, and are relatively

¢ R~_-tﬂ the requirement of heavier street paving

! iodate large trucks, the noise and vibration

created, and the need for the most expeditious

ent of all types of vehicles, including motor

ers, it is obviously advantageous to establish

ite truck routes in appropriate relationship to the

._fé“: terminals and industrial areas and to encourage

the loc ting of future terminals in districts served by

‘these routes. WMoreover, it is becoming increasingly
dent that the modern thoroughfare system must recognize

_ ;T&FW' ements of all types of vehicles, and make

dtable provision for each if traffic congestion is to

avoided or even substantially lessened,

- Truck routes have been established in Columbus and
8 essentially the same as those delineated on Plate 7
ept that several changes, additions, and cross
nections have been made to take advantage of street
prov nts to be constructed in the very near future
d to relate a little more closely to the pattern of

rucking terminals,

Being inter-city in character, truck routes natur-

ly follow the major radial highways leading to and

m the city., Thus, VWest Broad Street, East Main Street,

8. 62, U.S. 33, and State Routes 104 and 3 are all part

' the present and future system, 3Some of these, such

| Cleveland Avenue (State Route 3) and East Main Street
re far from adequate to handle the present-day volume

'?z;lﬂtnr carriers in addition to local and other inter-

‘eity traffic - but will have to suffice until agd@fiunal
‘arte cially the expressways can be bui .
R et o . now in its initial

The impr jjound Street
sta Tt t of the present crossing
will improve conditions

‘Stage, including the impruve:ent
Oof the o nd the Scioto
on gl 1 truck rnuie for both local and

9%

--L,;?‘k‘thil principa
- inter-city traffic.

i mi h and consequently
. Except for the limitations of widt %
of tlltfinpcnpnnities, the majority of the radialfthnigggh
ares now designated for trucks are well located ior
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purpose and the frontage is used either for commercial
or industrial purposes or is of a character that is not
seriously affected by the truck movements, The latter
is not true, however, tc the north where the thoroughfare
pattern has forced the designation of Fourth and Summit
Streets as truck routes, as well as principal local
traffic arteries. The volumes of current vehicular
movements, and especially of trucks with their noise

and vibration, on these predominantly residential streets
cannot help but adversely affect such property, Trucks,
like other traffic, are routed one-way north and south-
bound on Fourth and Summit respectively as far as
Chittenden, whence they proceed in both directions on
w: Street to Hudson, Indianola and Arcadia, branching
at latter over alternate routes by way of North High
directly or by Indianola and liorse to North High at the
edge of the city. This current routing, unfortunate as

it is, is dictated by the exigencies of traffic and the
sting widths of the various streets followed, The

y alternative would be designation of Olentangy River
pad as a truck route beginning at North Broadway (where
the existing bridge over the Olentangy could accommodate
such traffic), or starting at Wilson Bridge Road or at

iﬁiﬁh Route 161, In either case trucks would be routed

through residential sections in part - which would
generate considerable opposition thereto - and Olentangy
ar Road north of Henderson is now only two lanes in
1. Routing of trucks on Olentangy River Road would
f=qu1ra completion of the Sandusky leg of the

a1t in order to handle movements at the edpge of
isiness district, Thus, construction nf the north 2
.f'will provide the only completely satisfactory an
ent routing for trucks to and from the nurth.h
the extension of Third Street to Summit and f e "
-{:inn of one-way movements on hoth Summit and Four

- V;fs to Hudson Street will improve E?ﬂdltﬁ?ﬂﬁ ??Terg:;
or trucki g for other traffiic, 5 W
ol i Bl g along the extended routes

further to depreciate property
and Eﬂnﬂaquengly, the north freeway should provide for
ng as soon as possible,

It is not desirable to route large trucks through

the downtown section, The Existtaﬁlr::tfﬁyﬂ:hzh::gkﬂE?
our v. nevertheless,
. B e would be' rovided by the innerbelt

a h would be p

.;;;:g::g;_Wh%EE volume of trucks on Hnundh??: E:it?;is
Streets, especially the former, is Hafri¥ HEL ¢ ie

is at the edge of the ﬂiﬁtiﬁgt;ulggilsfﬂiizchﬁ B et AN
designated a truck route,
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i .
i H‘.““‘ Truck Facilities and Routes

The motor carrier is g useful
ch sho d be coordinated with an:‘g:“_rl
other transport media, Particularly the rail-
y although unfortunately except in a very few
ances there is little evidence of such operational
nation now in American cities, Because of its
0111ty in pick-up and delivery, the truck will
probably mtlnua to increase in the handling of LCL
ipments and it would be to the advantage of both if
. and truck facilities cou

2 1< be coordinated so that
t efficient medium might be used in each case,

Ing this, at least truck routes should be developed

ize interference with local automobile traffic
to facilitate truck movements ana terminal operations -
ition to protecting residential neighborhoods,

roposed Truck Routes

of transportation
ement or supple-

The proposed ultimate inter-city truck routes are

im Plate 8, Basically, the movement of trucks

2 confined to the projected expressway system,
nted by certain other major streets, including

jer belt, to facilitate communication between the

- te & and the principal industrial and

Feial districts, For example, movements over U.S. 40
d from Springfield, Dayton, and beyond would be

@d by the west freeway instead of West Broad

ot I:h would free the latter for local traffic,
traffic to Cincinnati would use the southwest

t, connecting to the present U.S5. 62 at the

sdee of Franklin County. ioter carriers to and
j@ east over U.S. 40 would use the east freeway,
ing the present route east of Reynoldsburg - the
fdfon to East Broad Street (State Route 16) could
? 'er part of the outer belt or by another route
d nce east of Rernoldsburg.

- eeway would be especially useful for

af: ic, :Epplngti.ug both the ex_iﬁil:iug Cleveland

| the Fourth-Summit-Indianola-High Strect el

" This would substantially increase the tra ctE
5% Cleveland Avenue and the other nearby stree

il vehicular movements and at the same time

IEL"" ra trucking through and beyond north

B Brucks destined for the TULCG0.C onmection
woul join U.S. ¥ :
.xp: s::;a:j‘: the north edge of the “”“zt?%rm
' leveland would likewise follow a route

% n State RBoute 3 north of Westerville.
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_ Several of the other

| existing state and fed
:3;Iﬂiuu1d be able to utilize the expressway s:::;m

in part, Thus, truck traffic on U,S, 3
the south would be routed on the e;s; fge::ny
Eh an interchange south of Berwick, and traffic
S 33 northward would connect with the expressways
of the Sandusky interchange, However, this section
« 33 is proposed to be rerouted in part in the
ture by way of a new thoroughfare west of Dublin
(as described in the liajor Streets report) and
*quently the proposed truck route would follow
LS new alignment beginning at the edge of Upper
ington, which would relieve the latter and the fine
esidential property along the present U.S, 33 to its
th from the effects of trucking,

o gy
aor
y

‘l_u

Truck movements to the south on U.S, 23 and
state Route 104 could utilize the southwest freeway
**;ffht a5 the outer belt, By way of the latter,
connections would be afforded between the expressway
‘and the two highways south of the city. Through movements,
‘Which are expected to be substantial between the
%ﬁ:%jh*ring industrial developments along the Ohio and

- the Toledo-Detroit areas, could by-pass the city

g

ru;ﬁl¥utalr via the proposed outer belt,

A major advantage of the proposed expressway routing
would be the removal of all inter-=city trucking from

the eentral business district by use of the various
 freeways and the inner belt around the central area,

| ﬂtf{ and the several connecting arteries would consid-
- Qtﬁbiy facilitate trucking in general by gxpeqiting
traffic into and out of the community, while improving
fﬂﬂu" tion between the truck terminals and industrial
,.fﬁhnnarcial establishments,

A s have been indicated on Plate 8 for
JZ;fJQEE:.:ﬁzzﬁz truck terminals. There are advnn;ag&s

in the operation of joint terminals by a number o s A
different lines, which permits both cantrqlizedfnpeiiti n
”iﬂf‘ﬁutter over-all terminal design, and joint faci es
*ld be maintained wherever pDEﬁlhlE in :hE gutu;‘:;g
Many companies are beginning to recognize hﬂi ans

from unified operation, as indicated by the eig I L.
existing terminals in Columbus used by three or .




The suggested future locations are all on or within

railroad lines so that coordination of the two types

Oof facilities would be possible, The area indicated

on East Fifth includes several existing terminals and
i8 well related to industrial development in the central
sector of the city, The area west of the Penitentiary
also includes several existing terminals; this district

tiary site, should the latter be made available for
other development, A union terminal in the vieinity

of Phillipi and the Pennsylvania Railroad would be
readily accessible to the west freeway and convenient
for service to present and future industries in what is
expected to be one of the major industrial centers of
the community. The freeway is removed slightly from

the railroad at this point to avoid existing large-scale
0il storage facilities, The suggested union terminal
area along East Livingston is close to the east freeway
and adjoins a number of existing industries., The
location near the south end is within an area propoaca
for redevelopment and lies near the edge of the existing
and potential large industrial district to the south

of the city,
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INTER-CITY BUSES

Buses are now a popular medium for
_ passenger
t;:nnpnrt between cities, They concern the ciﬁy plan
from the standpoint of the location and phvsical
!dqqu;ny of the terminals and their relation to bus
routing and the over-all thoroughfare and highway systems

Inter-city service in Columbus is provided b
ggght bus lines, the majority of which operate gezﬁrally
to other Ohio communities, only the Continental Trailways
and certain of the Greyhound lines providing direct
routing to communities outside the state,

Existing Bus Terminals and Routing

Ala .
ﬂ[_ The preponderance of bus operations in Columbus
wf:ﬁﬂﬂndﬂnted from the Greyhound Terminal at the southwest
Corner of Town and Third Streets, the Red Star Way and

e Shore lines using this station in addition to the
3y Eastern and Great Lakes Greyhound lines, The
8 conveniently located and existing loading
‘reasonably satisfactory for current operations
ddtional space is needed for the standby parking

8 a5 well as for the loading and unloading of
EOr vehicles, which now interfere with traffie,
Blarly on Third Street. Two smaller terminals are
By the other bus lines. One of these, located on
@8t side of Third street, slightly north of Rich,
Fid for the Continental Trailways, which operates
lIAtionwide, and the other -- on Town Street east of
Fourth -- for the Columbus-Celina and Columbus-Marysville

Y ik qurating to ﬂﬂﬂrbf Ohioc communities,

. The present routing of inter=city buses in the
Columbus urban area and the volumes of scheduled
movements over these routes are shown on Plate 9, The
destinations of the various routes are also indicated on

this plate.

While the volumes vary somewhat, one or more lines
are routed over each of the major radial highways
entering the city, the heaviest traffic occurring
Cleveland Avenue, West Broad and East Main Streets,

A total of 57 buses operate during an average day on
Cleveland Avenue, but more than half of these turmagiizeu

7 i B : ice
at Westerville and hence provide commuter serv
The 46 buses routed to and from

that city and Columbus. et
the Enat?uvar East Main Street also provide a substantial

11
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1t of commuter service between the city and
awoldsburg, although the majority of these vehicles
~perate to and from Zanesville, The West Broad Street
routes are all inter-city, providing connections with
Springfield, Dayton and other communities,

Present Service and Bus Volumes

_ As afore noted, most of the present bus service is
intra-state rather than inter-state in scope, However,
the Continental system does operate nationwide, the

two buses in each direction daily proceeding through the
city to and from the west over West Town, Central and
West Broad Street and to and from the east over Main
Street (U.,S. 40). Service to Pittsburgh is supplied by
the Eastern Greyhound line which operates five buses in
each direction daily by way of East Main Street, Service
to Charleston, West Virginia, is provided by the Atlantic
Greyhound which furnishes 11 buses per day each way over
a route following VWest Mound Street, Harmon Avenue and
State Highway 104, The Great Lakes Greyhound operates

11 buses daily in each direction to and from Toledo and
Detroit, The latter are routed on North Fourth Street,
Chittenden Avenue, Summit Street, Hudson, Indianola,
Arcadia and North High Street (U,S5. 23), splitting
operation on Fourth and Summit Streets where these are

one-way south of Chittenden,

In addition to the Pittsburgh route, the Eastern
Greyhound lines supply service to Canton, Akron and
Youngstown, Cleveland, Springfield and Dayton, Cincin-
nati and smaller way points. The Canton route consists
of 5 buses in each direction per day via East Broad
Street, Nelson Road, and U.S. Highway 62, Service to
Akron, Youngstown and Cleveland is operated over
Cleveland Avenue and State Route 3 with 11 trips each
way in addition to the 17 local commuter round trip
buses daily to and from Westerville, Four buses to
Cleveland and three buses therefrom are routed on a
separate branch of the Eastern Greyhound System by way
of the same route (North Fourth, Summit, Indianola and
North High) followed by the Great Lakes line duucrihndf
earlier, Service to Springfield and Dayton consists ©
20 buses each way using West Town, Central and West
Broad Street, The Cincinnati branch furnishes some 10
buses each way via West Town Street, Central Avenue
and State Highway 3,



local COmmuter
Hebron, Zanesville,
» Newark and Oothe

» and Eanesvillu. Service tg Athe
is g 1lit 2
| i thrnugh ng with 13 buses ip e

ach direction
Gro

i and Groveport Road and § E::Pnrt Via Parsons Avenue
Street and y -

each way over East Main
«3, 33, The Chili;
Etrﬂat, ot illicothe line use

" S Third
1€r and South g 3
each ﬂirEﬂtiun_ igh, with 14 buses daily in

Only three buses per day into
- and out of Columbus
are operated by the Red Star Vay. This line Proceeds
- to Zanesville usSing the East Main-y,s, 49 routing and
prov Ohio Communities,
_ The two lines terminating at the Columbus Bus
Station on East Townp Street

are entirely intra-state,
ing service to Marysville,

Celina, Bellefontaine,
Urbana, Piqua, Sidney and other Ohio communities,
U8 Harysville line with 7 trips in each direction daily
PS Spring Street and U.S, 33 thr

ough Dublin; the Celina
2l out West Broad Street Comprises only one bus
_' ¥y each way,

If_and Volumes in Central Business District

- routing of the different inter-city lines in
i ty of the bus terminals and volumes of each
ted on the insert on Plate 9.

- dar number of buses using the Greyhnunq
;‘:ﬂgndljr and the volume of traffic on 'I'h:‘u:'d and
. Streets in the vicinity thereof are immaqlately
i vehicles enter the station on Third

e on Town Street, More than 150 buses use the
B81ly, which is not excessive and should nutt

@ particularly with other traffic except tha

on the parking or double parking of private
load or discharge passengers, ma;ziﬂ e
treet, interferes both with entering
traffic,
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Future Bus Routes

Construction of the projected

including the innerbelt, l::d of nﬂmm g:;éh.-

fare improvements described in the Major Street Report

would greatly facilitate inter-city bus routing thrm:!'l

metropolitan Columbus in the future. Thus, most of

::alg::a:: linnst mlthardhr“ aﬁn to use the expressways,
part, e maintain higher speeds

avoiding much local traffic mngﬂ::gn. o

Specifically, all lines now routed to or from the
west over West Town and Broad Streets would utilize the
west freeway in its entirety entering or leaving down-
town Columbus via the Sandusky interchange and Long-

! Spring Streets, Lines presently routed to Cincinnati,

I Chillicothe, and Charleston could use the southwest

, the buses to Chillicothe and Charleston

branching off at the proposed ocuterbelt comnnection to
the present routes following South High (U.S. 23) and

. State Route 104 respectively, Routes to the east and
southeast now traversing Main Street and U.S, 33 would be
able to use the east freeway, at least in part, and
express buses over U.,5, 40 could use the freeway in its

" entirety. Except for the commuter service to Westerville,

. wses to the north - both to the Cleveland and to the

'.-.-.,-J edo-Detroit areas - would be expedited over the north
Jﬁ eeway and the connections to State Route 3 and to
U.S, 23 north of the city.

3 . A few lines would continue to follow essentially

the present routing, These include the Columbus-
garysville buses out Dublin Road and the service to
Granville and Newark via East Broad Street, Some local
mmmuter service to Obetz and Groveport over the Parsons
: sue-Groveport Road Branch of the Pomeroy line may be f
8d, but the majority of these buses could be expedite
jay of the east freeway and U.S. 33. mt?u in

ce to Westerville would be facilitated by following

} y between downtown mlu‘hﬂﬂ and 17th
y to the present routing out Cleveland Avenue and
3: ;:dspgadﬂﬂ through utilization of the
reeway west of Fairwood Avenue. C“"Flﬂtmntﬁ
lemplated extensions of Leonard Avenut e t routing
yes interchange would provide a more dir&cnrrnd

Rt hauct for the line now operating over ZF0
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Inter-city bus operations with:

would be greatly simplified by
also, most lines utilizing the ?‘_; er
exits at Third, Fourth, Long and Spri
these lines would be confined 1lmost
forenamed one-way arteries and Broad

:

1 L
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