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Columbus, Ohio 

Gentlemen: 

We are pleased to submit herewith our prelim~nary 
report on Transportation, which is the tenth >n the 
series of reports co~prised in the current planning 
program. 

This report is concerned with tho three maJOr 
transportation media -- rail, motor and air -- and 
the channels and terminal facilities which they 
require in carrying commodities and people to and 
from metropolitan Columbus and other parts of the 
country. These have been examined and recommendations 
have been made both from the standpoint of rneet>ng 
present and oxpected future transportation needs and 
wiLh regard to their relationship to Lho other physical 
elements, including the land use and thoroughfare 
patterns. 

Durint the preparation O! thiS report we have had 
the cooperation of maoy officials, organizations and 
individuals. l'/e particularly wish to acknowledge the 
assistance furnished by representatives of the Rail­
roads the Ohio Trucking Association, the Chamber of 
Commc;ce the Bus Companies, the State Highway Dcpllrt­
ment and'thc Civil Aeronautics Administration, as well 
as that ot the Plannio& Commission Staffs, including 
data furnished by the City Planning Commission from 
its special grade crossing study. 

Respectfully submitted, 

HARLAND BARTBOLOll'£11 AND ASSOCIATES 
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TRANSPORTATION 

Without transportation there would be no large city. 
The var1ous iorms of transport, from the early human or 
beast of burden to the animal-drawn vehicle, to the modern 
water, ra11, motor and air carrier, have played decisive 
roles bOth. 1n the development of civilization and in the 
concentrat1on of population in cities. The connecting of 
each community with other cities and ~ith suppl>es of 
agricultural and natural resources is required for the 
maintenance of t~ese populations and £or the flow of goods 
and materials wh1ch underlie, whether in industry or trade, 
the economy of the city. 

Over the years the forms of transport have been con­
stantly changing ~ith scientific progress and with the 
growth and requirements of our urban economy. Pioneer 
American communities were established mainly on waterways 
to take &?vantage of the transportation afforded thereby, 
the exi~t•ng streams being supplemented later by construc­
tion of a system of canals in many sections, including Oh•o. 
For several decades before and following the turn of the 
century, development of the railroad and then 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 mob•lity and demanding a wide network of interconnecting 
highways. More re~ently, air transportation has gather~d 
momentum, particularly in the handling of passengers, and 
even of many kinds of freight. 

While some of these media are still changing in 
importance, all of the modern forms of transport except 
water 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 
berausc they influence the pattern and functioning of the 
urban structure itself. Thus, from the standpoint of the 
city plan, transportation facilities must be considered: 
(1) as to their adequacy in all respects to serve present 
and expected future transportation needs; and (2} with 
regard to the relationship of railroads, terminals, airports 
and other physical features to the over-all community 
structure, including the general land use and highway or 
thoroughfare patterns. 

• 
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This report, therefore, is concerned with an analysis 
of existing transportation channels and terminals together 
with proposals for future adJUStments and ~mprovements 
throughout the metropolitan area, In considering such chan­
ges, ~t ~s recogn~zed that exist~ng facilit1es represent 
substant1al ~nvestments 1n trackage and terminals - railroad 
yards, passenger and fre~ght stations, truck and bus term1nals 
- which cannot be igno~ed, Consequently, some adjustments 
which would involve considerable realignment and recon­
struction of ex1St1ng channels and structures, even though 
desirable, have not been included in the present recommen­
dations due to the cost and the difficulty of mak1ng the 
change, 

In particular, fac1lities for transportation should bo 
related to the community in a manner to favor the function­
ing oi 1ndustries, the d1Stribution ol goods, and inter-city 
travel without conflicts between these and other land uses 
or communication channels. Thus, interference between rail 
and vehicular traffic should be min1m1Zea, motor and bus 
terminals should have ready access to the major thorough­
fare system; a1rports should be designed in appropr1ate 
relationship to their own environs as well as to needed 
traffic arteries and to the ot~er transport media, These 
principles have been applied in the recommendations which 
follow, All proposals have been coordinated w1th other 
elements of the master plan described in preceding reports 
and the elimination of existing major conflicts - as between 
street traff1c and railroads - has been included. 
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RAILROADS 

Railroads prov>de transp~rtnt1on tor passengers, 
freicht, mail and express. For th1s fuhction they require 
not only extensive trackage but var1ous kinds'aod types 
of yards, term>nals and maintenance !ncil>tics. Unl>ke 
motor and air transport, rail transportation requ1res 
fixed channels W<lich are rela llVel~· expensive to construe t 
and, once established, not eas1ly changed. da1l trans­
port, also, 1s relatively old and present locat>ons were 
set at a time when development of the community was immature 
so that conflicts and maladjustments with other faciliti,;s 
and with other land uses have tended to occur in parts of 
the city aR these areas grew. 

Columbus is served by five major railroads providing 
direct conncct>ons with other lar~e cities in Ohio and 
connecting service to all parts ol the country as a ,..bole. 
These five lines move an average of more than 150,000 car­
loads o! raw materials, fuels, food, fin1shed manufactured 
products and other >tems to and from the city each year. 
While considerable passenger patronage bas been lost to 
the airlines, motor buses and the private automob>le, 
scheduled or spec1al rail serv•ce still accounts for an 
average of nearly 90 passenger tratns •n and out of the 
city oa1ly. 

11 brief description of the !;crv~ce at£orded by each 
of the lines entering Columbus is given in the paragraphs 
below, 

Tho Pennsylvania Railroad provides both passenger and 
freight service, operating through tho city to term1n1 
at New York and St. Louis east and west respect>vely, as 
well as to C1ncinnati and Chicago. Other maJor cit>es along 
th 1 s 1 1n~ include Pittsburgh, Ph1ladelph1a, Dayton . and 
Ind1anapulis. In addition, freight serv>cc only 1s pro­
vided northward to Sandusky and to tho Akron-Cleveland area. 

fhe New York Central System operates between Toledo 
and points 10 \Vest Virgin.a over lts r. 0. C. d1v>s1on and 
between Cleveland and Dayton-Cinc1nnat1 over >ts B>g Fou~ 
(C. c. c. & St. L.) division. The former 1s a fretght ltne 
only but the latter provides both freight and passenger 
service. 

The ChoRapeake and Ohio Railway provides freight and 
· · to Toledo to the north and to vartous passencer serv1ce 
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~&HeRi!w~~c ~~d*R§tHV~~gi~IH~nan Charles ton, Richmor;d and New-
1 . d V rg1111a to the south and 

east: n addttton, the Hocking Valley branch of this line 
carrtcs fretght from Columbus to Athens and other south­
eastern Ohto communities. 

The Baltimore and Ohto Railroad operates directly to 
Pittsburgh eastward and to Ctnctnnati, Lou1sville and st. 
Louis to tne west. Both fre 1 gnt and passt1nger servtce are 
available. 

The Norfolk and Western Hailway, which terminates in 
the city, operates freight and passenger service southward 
to Portsmouth and thence to various easte~n cittes in west 
Virginia and Virginia, terminating at Norfolk. 

in 
of 

Existing Railroad Faciltties 

Plate 1 shows the location of existing ratlroad ltnes 
mctropolttan Columbus, along with the location and extent 
the vartous yards ana operational facilities. 

Tho most strtking characteristic of the present rail­
road pattern 1s the manner in whtch these lines crisscross 
the communtty in all directions, no large sector except the 
northeast bctng completely free of such tracks. Thts 
extensive trackage not only creates the many conflicts 
with the street and thoroughfare pattern here1nafter des­
cribed, but tends to militate against a rational arrange­
ment of land uses. For example, the flat topography and 
extensive ratlroad trackage make so much of the C~lumbus 
area phystcally usable for industries of various kinds 
tbat these have begun to scatter and substantial areas 
along some or the ltnes have been taken over by junk yards, 
dilaptdated butldings, weeds or other land 011suse. 

A hrtef descrtption of each of the ltnes servtog metro­
polltan Columbus is given in the following: 

Pennsylvan1 a Railroad. The Pennsylvanta has a number 
of main line branciles through the Cl ty. fhe Pittsburgh 
branch enters from the east over track~ operated JOtntly 
with the D. & o. Railroad which arc scnerally parallel.to 
and about three-fourths of a mile north ot East Broad Str~?t. 
This line proceeds westward through the major yards extenotng 
some two miles between Cleveland and Taylor Avenues, and 
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then to and through the constricted a:-ea at Union Station. 
Immediately west of lhe Station, the Pennsylvania branches 
in two d1rect1ons, one branch following a route almost 
directly we,.~ward across the Olentangy and around Grandview 
He1ghts and ~arble Cl1ff whence 1t proceeds northwest through 
the V1llagc of Hilliard and on to Ch>cago. 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

0

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 mo,;t of the ex1st1ng North ' 
Columbus and Worthington developments. The Akron division 
branches off east of St. Clair and roughly parallels State 
Route 3 (which it crosses near Agler) to and through Viester­
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 immed~ately south of the station. 

New York Central. The New York Central has two divisions 
serving the Columbus area. The Big ••our division enters the 
city from Cleveland to the north, using a right-of-way 
adjoin1ng 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 Yorl< Central's west yard. Beyond this 
yard it runs westward to Hague Avenue, thence southwestward 
toward Cincinnati. The T. 0. C. (Toledo and Ohio Central) 
division enters tho area tbrough the district south of 
Livingston Avenue to a cross~ng of the N. & W. north of 
Refugee hoad, thence follows the north edge of the latter 
to High Street and proceeds northward through the Mound 
Street yard and a CI"OF<Sing of the :Scioto to a point nor·th 
of Broad. Thereupon, turning westward it adjoin,; for a I<'W 
blocks one branch of the Pennsylvania, passes through ltB 
west ColUJDbus yard to Grandview Avenue and then proceeds 
northwestwardly through the remainder of the county, ultimately 
turning north to Toledo. 
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A local ~ervice branch of the New York central (T.O.C.) 
runs from a po1nt on the main line west of Hamilton Road to 
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 Railroad is double-tracked from its West 
Broad Str eet crossing to a point north of Oakland Park Avenue 
except for the section between its Union Station and Fair- ' 
grounds yards where several tracks are used. (A double 
t rack for fr~tght traffic runs iomediately north of the 
Union Station passenger tracks.) The remainder of the Big 
Four main line consists of a single track. The T.O.C. 
bra nch is generally single-tracked cast of Alum Creek and 
northwest of Fisher Avenue, The remainder is double-tracked 
except for tbe 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. enters the county from the south at a point west of 
Lockbourne Air Force Base, proceeding northward to its 
Parsons Avenue yard and then northwestward and northward 
t hr ough t he rest of the city and county toward Toledo, There 
a rc two crossings of the Scioto River and one of the Olentangy 
in addition to crossings of several of the other lines 1n the 
d i str ict between Broad and Goodale Streets. Because of the 
l ocation of the main tracks, passenger service into the Union 
Depo t requires rather circuitous operations with backing into 
t he station of trains from the north and backing out of those 
f rom the south. The Hocking Valley branch of the C. & 0. 
e n t er s the area from the southeast, skirting Groveport and 
j oining the main line at the Parsons Avenue yard, 

The main line ts double-tracked throughout with additional 
tracks between the »ound Street and Parsons Avenue yard~. The 
Hocking Valley branch operates over a single track east of its 
crossing with the Norfolk and Western. 

Baltimore and Ob10 Railroad. The B. & 0. enters the area 
from t he southwest on a route paralleling and only a few 
hundr ed feet west of State Hlghway 3. Near 5ullivant Avenue 
it t urns north between Yale and Glenwood, proccrds almost to 
the Pennsylvania main line and then veers northeastward along 
t he edge of the New York Central's West Columbus yard vta 
t he same r iver crossings used by the 81g Four, following the 
latter's tracks along the south side of 5pruce Street and 
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along the north edge of the Union Stati latter the a & o 
0 

on area. Beyond the 
tained JOlntiy with i~ra~es eastward over the trackage main-

e ennsylvania as described hereinbefore. 

Three tracks are used on th t ~. 

with the Pennsylvania Railroad. aTh~a~!m~~n~~~ ~~u!~ns~:~ed 
tracked except for the portion between Union Station :nd 
approximately Mound Street where two tracks are in use. 

Norfolk and Vtestern Railroad Th~ N & \" te · t i c 1 b . --· ~ • • . rm1na es 
n o um us, ~ntcr1ng Franklin County from the south over a 

line immediately west of Lockbourne Air Base whence it pro­
ceeds almost dire~tly northward to a crossing of the 
Pennsylvania-Balt1more and Ohio main line west of Sunbury Road 
TheN. & W. main tracks then proceed northwest and west through 
the Joyce Avenue Yard, turn southwest along the PRR's Akron 
branch, pass under St. 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 ~ain and 
four tracks from Main Street northward. 

The Union Depot 

The Union Depot consists of a T-shaped brick structure, 
housing service facilities - rc» taurants, lounges, rcstrooms, 
etc. - and ticket sales in the two-story main portion, and 
the principal passenger waiting room and train approaches in 
a single-story wing at right angles tbereto. The second story 
of the main bu1lding is used partly for offices and partly 
for lockers and storage. The waittng room is located directly 
over tbe passenger tracks, four gates on either side of the 
building leadin~ 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 pass over 
one or more of these tracks, due to the large number of freight 
operattons through this area which must otherwise be accommo­
dated by either the Big Four or Pennsylvania lines immediately 
north or south respectively of the passenger facilities. 

Ft·om the standpoint of general loca lion, the passenger 
depot is quite convenient to the central buRiness distrtct 
and the community as a whole. Neither the present setting 
nor the building itself is particularly attractive but in 
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 requires the main­
tenance and operation of convenient freight terminals. From 
150 to 200 cars per day are handled in the aggregate at 
the various freight houses despite the competition of mo t or 
freight carriers. The use of team tracks for the unloading 
of freight is generally declining with the increased use of 
industrial sidings for direct s~rvice to manufacturing plants 
and warehouses. ~oreover, 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 ~ast side or the station is 
a little restricted due to a dilipidated frame structure at 
the odge of the property along Fi!th. ilcmoval of the latter 
would facilitate operations on th>~ side. Team tracks lie 
at the rear or north of the freight house east of Fourth 
Street with access via the drive serVlDK the freight house. 
Additional team tracks are located in tbe Little Miami 
Produce Yard south of Union Depot, with access off Naghtcn 
Street. 

The Ne"' York Central freight house is si ~ua ted on H1gh 
Street north of the passenger depot. O~erattons of both 
divisi~ns are ma>ntained therein, no separate station being 
provided tor the Toledo and Central Ohio branch. Truck 
access is provided along the south side of the structure 
leading o!t High street. Team tracks occupy an area 
generally east and south of the freight sta~to~,2~~c~::t to 
such tracks being via a separate driveway a ou 
south of tho station itself. 
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The freight house of the Chesapeake and Ohio is located 
on the north sid<;' of Maple Street west of Front. The loading 
platforms open dtrectly on to Maple so that much of the 
street is taken over by these operat1ons interfering ~ith 
normal use of the paving for vehicular t;aflic. llcreover, 
area now occupied by the building 1s part of a site under 
consideration by the Post Office Department for a new bulk 
mail headquarters to serve the Columbu~ area, and 1f 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 West Street, which runs along the east 
side of the State Penitentiary. Because of these operations, 
relatively little of the street is available for moving 
traffic although such traffic is light. 

The Baltimore and Ohio fre1ght station is situated on 
the north Stde of Naghten Street west of the Pennsylvania 
freight house. Access drives off ~aghten run along the two 
sides. 1'he location is at approximately the end of Third 
Street, and extension of the latter to connect with Summit 
Street, as contemplated by the aajor Street and Expressway 
Plans, will interfere with operation of this station as well 
as with part of the existing B. & 0. Yard. Thus, it may be 
necessary to relocate the building in the near future, as 
described later. The team tracks cast of the station will 
also be affected by the stree~ impr~vement and will have to 
be re-established. 

LCL operations of the Norfolk and Western are conducted 
in a building at Fi!th and Mt. Vernon Streets east of the 
Pennsylvania freight house. The loading platforms are aOJacent 
to Fifth which serves as access tbercto. 'l'b,~ street is very 
congested between Mt. Vernon and Na~htcn Streets due to the 
parking of trucks at right angles to the warehouse situated 
along 

1
ts east side so that traf!1c through the area is 

somewhat laborious although the freight station itself 
appears to be adequate. Team tracks are located in areas to 
the rear as well as east of the stat10n and additional team 
tracks are available out East Main Street. 

Principal Yards 
The handling of freight requ1res various yards for the 

breaking up of incoming trains, tho classification and switch­
ing of cars the assembly of outgoing traillS, the interchange 
of tra!fic between the different railroads, and for matnten­
ance and storage purposes. Because of their stze and par­
ticularly their length, such yardS frequently interfere with 
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local streets and traffic moveme~ts. On the other hand, 
rail operat1ons may be cramped because of inadequate 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 bas 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 nain line be­
tween Cleveland and Taylor Avenues. Each of these combina­
tions has a capacity of about 4500 cars. The Grogan-Pcnnor 
yards are used especially for interchange of traffic with 
tbe Norfolk and Yiestern 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 
tbe receipt and classification of freight to and from the 
east and west. A smaller yard (989 car capacity) in the 
vicinity of Grandview Avenue is used for interchange and 
service to the Marble Cliff quarries, which is substantial. 
The Little ~iami yard provides for interchange with the New 
York Central. f'acilities 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 yard 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 
t he local freight operations- receipt, classificat~on •. , 
make-up, etc. - of the line's Toledo and Central Oh10 d~~1sion 
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 (GOO 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 
i b d t · s while the ~est Yard (east of Dennison Avenue) 

n oun ra1n f h f ci ht and 
provides accommodations for storage o bot r g 
passenger cars and some switching of passenger equipment. 
The additional trackage near General Motors constitutes a 
storage yard. 
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Chesapeake and Obto Railroad has a yard of so .. 
capacity south of the city. This Parsons Awenue 

~&ea care of most of the line's local operations in­
the receipt and classification of freicbt and tbe 
to local industries. The smaller Kound Street Yard 

oar•> is used .astly for intercbance with the Mew York 
but also serves certain local industries. Some local 
ia also provided from Yard "A" (200 cars), but tbe 

~··• .. in purpose is one of interchange with several 
linea . 

Tbe Norfolk and Western Railroad uses two aain yards, 
of about 2300-car capacity on both sides of Watkins Road 

of the city, the other accommodating approxiaately 
cars at a location adjoining the Pennsylvania's Pennor 
aortb of Joyce Avenue. The latter is used principally 

tbe breaking up, classification and reorganization of 
and cars, the former largely for intercbance with 

and Ohio and Mew York Central Railroads. 

The Baltimore and Ohio Railroad baa only one yard in 
city - located on the north side of Nagbten Street and 
of Fourth. This yard is small (275 cars) and will be 

affected by the extension of Tbird Street, sen­
earlier. Provision will have to be aade therefore, 

the development of additional Baltimore and Ohio yard 
lities in Columbus. 

Tbe transfer of freight cars between tbe different rail­
for transshipment to tbe localities which each serves 

tate& connections and yards for this purpose. This 
ly important in the Columbus area due to the 

of large amounts of coal at certain seasons for 
to the Great Lakes communities. 

Interchange between lines is accomplished at many 

~~:;::;t points in metropolitan Columbus. For exaaple, 
of cars between the Norfolk and Western and the 

d Ch ake and Ohio Railroads is 
York Cen~rs~ a: w •sesw~~ins Yard and interchange between 
aarr!~kta:d weste;n and Baltimorc•a~d.~h~1!1~r:.i:o:::• 

tbe trackage branc~in~f~ffo~h~h=·latt;r to and fro• tbe 
Av:n~~g Fo~~ Ro~tes is transferred io the Pennor-
an d d to the south of the Ohio State Fatr-Awenue yar s an 

respect! vely · 
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The Chesapeake and Ohio has a . 
the New York Central (T 0 C ) 1 maJor interchange with 
Mound Street Yard; cars·t~ ~ndaf~~! the east edge of the 
and Pennsylvania Railroads are ha dlthdeiBaltimore and Ohio 
Ill l 

n e n Yard "A" alan 
ap e Street and cars to and from th Bi F g of Yard "A". e g our at the west 

The New York Central also exchanges traffic with the 
Baltimore and Ohio and its Big Four division at th d 
of the flest Columbus Yard and with the Penn,.yl vani: ! t g~he 
latter's Little Miami trackage. In addi tio~, 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. T~ansfer of freight to and from the Big Four and 
Pennsylvan~a is 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 bas been made on this map to 
show the numerous yard cuts and switching movements from 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 tho B. & 0. traffic) traversing this 
route to and from the east and some 48 freight and 22 pnRsenger 
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 \\est Broad Street. 
The six passenger trains between Columbus and Chicago begin 
or terminate here. l'lhile 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 tratfic, six Jrcight and two 
passenger trains of the Baltimore and Ohio pass over the cast 
branch, bringing the total volume on this 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 tbe Sandusky route. These 
provide local service, the outbound trains originating gener­
ally in the Grogan-Pcnnor yards but nearly half of the inbound 
trains, including all those on the Akron route, travel to the 
"A" and "B" yards .. 



FrtEIGHT 

Year Inbound Total 

1937 72,081 97,227 
1938 55,746 73,872 
1S39 65,801 85, 899 
1940 73,450 97,441 
1941 87,947 123,358 
1942 ll6,618 167,678 
1943 125,710 209, 422 
1944 138,734 223, 335 
1945 132,323 212,489 
1946 101,990 151,084 
1947 106, ... 150, 465 
1948 109, 155,644 
1949 89, 128,774 
1950 96 138,902 1951 109, 162' 196 1952 100, 144.031 1S53 102 154,109 1954 99 152,648 1955 109, 176, 193 

lnforution 
of Commerce 
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Fair ly large movements are to be found 0 th c 
aDCl Ohio Ra • l r oad . Only two of these are pas~eng:r ~:~~~=ake 
(one in ea ch direction per day), but sone 36 freights_ 
about half of which are ~hrough t r ains - use the maio l•ne 
in bOth direct ions and s1x additional trains provide local 
service b y way of the Hocking Valley branch. 

Traff ic over the var1ous other railroads is not par ticu­
larly heavy . The New York Central (T.O.C. division) aver ages 
16 trains - a ll fr e ight - in both directions, including five 
tbrough tr~ins. The New York Central's Big Four division 
baa 12 passenger trains daily to and hom the south and 14 
to and fr om t he north plus four freight trains daily i n both 
directions (all beginning or ending in Columbus). Movements 
over the Ba l t imore and Ohio are particularly light, with only 
two passenger• and six freight train& daily, and four of the 
latter a r c t hrough trains. The Norfolk and v.estern tera~inates 
in Co lumbus. Only two passenger trains (one in each direction), 
and an aver age of 21 freight trains are operated per day. 
Tbese arc made up or broken up generally 10 the Joyce Avenue 
Jard although cut s and switching movements must be made to 
tbe fr e i ght house and other yard& as well an t o industries 
served. 

Tho Union Station handles soa~c 7·1• scheduled arr1vals 
and departures daily, coun ting tbc 32• through trains and 
tbe 10 passenger trains made up or teroinating in Columbus. 
While this docs not i nclude the occas>onal special trains or 
additional sections on regular schedules, it should not tax 
the eight passenger tracks available. However, almost 60 
freight movements daily are made through t he Station area, 
eithe r on the New York central or Prnusylvanla tracks north 
and south r espectively of the station proper. Tbts 1s high 
and requires carefully scheduling of all regular and switch­
ing mov~ments to avoid interference between these movements 
as we l l as to f acilitate general ireiGht operations in the 

central a r ea . 

Trends in Car L~ad1ngs 

Table 1 shows the trend in ~~a~be~so!n':~~~~~o~~a~ut­
bound car loads handled by the rat ~oa a y other communities, 
Columbus since 1937. Unlike that g~ ~~~lly upward in Columbus 
the trend in carloadi ngs bas bee~i 0

hns occurred . As might 
even though constderable fluctua on 

. dlscontinurd on July 21 '1956. 
*The B. & 6. passenger t r a1ns were 
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be expec ted, the volume of f r ei ht 1 during t he war years and decli gd ncreased subst antially 
following the war. However v.~el somewhat immediately 
been s li gh t l y irregular in the 1 e the number of car s has 
of inbo und f r eight was approxi~~s~ five years, the volume 
1951 , and t he volume of outbound ~ Y the same 1n 1955 as in 
higher. Th i s reflects at least 1 reight was over 20 percent 
trializat ion of the Columb n part the increased indus­
competition offer ed by tru~~i~;e: ~nd d~spitc the i ncreasing 
aeem t o po r tend some further i n airJine transport, would 
operations here _ in contr ast ~~~~ast~s in ra1lroad freight 
where littl if e average communi t y 

e , any, i ncrease is expected . 

Industries Ser ved bX Railroads 

The location and extent of the industries tl 
served by id' ff presen Y s 1ngs o the different railroads in the Columbus 
area are indicat ed on Plate 3. This plate does not show all 
o f the i ndustr1es_to be found,on the land use maps since some 
of these do not l1e along rat~road trackage or do not have 
railroad ~idings for direct service and depend either on 
.otor fretght carriers or on local truck service to and 
from t he freight houses and team tracks . A few industr1es 
which do have direct rail service were too small to be shov.·n 
on this map. 

As can be seen from comparison of Plate 3 with earlier 
drawings s howing the distribution of industries by size, 
railroad transportation i s of bas1c importance to industrial 
developmen t i n the Columbus area and therefore, t o t he eco­
nomic welfar e of the community itself . All of the larger 
plants have rail connections for the bringing in of raw 
.. terials and the shipment of finished products and most of 
the industries coming into this area in the future will 
des ire convenient access to railroad facilittcs. Conversely, 
the number and size of industr1es served by each line are of 
vital i mportance to tbe ra1lroad itself, the various lines. 
therefo r e, competing with each other as well as with motor 
freigh t operators and to a lesser degree the airlines. This 
factor o f r:ulr oad competition is one of considerable concern 
to Co lumbus due to the numerous ra~Jroad lines and almost 
unlimi ted railroad frontage potentially usable for industry. 
While no individual line should be discriminated against, 
the most appropriate industrial pattern from the standpoint 
of the community as a whole and t he proper interrelationship 
of indus t r i es to residential distt'icts and other land uses 
sbould be the primary considerations in industrial planning 
if undue scattering and unbalanced, costly communltY growth 
are t o be avoided . 
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In general, 1ndustr1c~ havE' tended to cluster along 
tbc tlllin lines of t:tc lo"" )Ork Cer.trnl, Pennsylvania and 
Cbcsap<'ake and Oh1o Ra1lr1ads, most >I th.>sc along the 
Norfolk nod Western at.d Baltlnorc and Ohio lines being 
rclat1vcl)' scnll and scattered. Colunl>us has been for­
tunnt<' 110 far in th<: establi.sh:~cut of the f?ur or fi.vC' 
maJOr industrial grouptngs or conccntrutio~os in the center 
of thu city and at the cast, .. est and south edges of the 
urban nr~~' t":\thcr than the ~1dc scatt~r1ng of pla11ts 
"'·hich tho t~xtons1.ve railroad trackat;o could prvcuJte, 
a 1 t huu~~h smno hCa t ter 1.ng nab occurred. In add 1 t tOn to 
thoR\' a.lontot tht· main l1.ncs, thc.co arc tJCVl·ral g1·nups of 
indust•'1C" s<·rvcd by branches such as those H the south 
cno along 20th :>trect and at the "'"a of tho Goodalo an:a . 

J, naJOl" concentratl.OO of lndustt·teS is found along the 
Cbcsnpc:'lk(: and Ohio Railroad at the cast ·~dge of Grandview 
llcights and e>ttcnoing also frog Third Avenu<" to both sides 
of Klnn<•ar Road. The 1ndustnal o.rca on both sides of 
the railroad south of l.tound :,trcct cons1sts ma1nl) of 
coa 1 yards and •archousl.ng to the -.est and of bre,.crtcs 
and other plnnts to the ea»t; the area at tho south end 
embraces nuckcyc Steel and a nuobcr of e>th<r heavy indus-

tries. 

S<·vcral of the largest plants are served by the 
Pcnnsylvanta Ratlroad. Tht!SC 1ncludu Sorth American and 
th<l Columbus G<·ncral Depot in th<' ncin1ty of Port Coluo­
bu:i { Uw l,)()pot 1s also served b)' a brunch of tht• !'i~.-1~,~.; York 
Central) as WPll as the sizable (•fitahlnohrncnts along tht• 
Sandu::il<Y and Akron route::; 1n central Colut:~bus . Those 
industries 1 nctud1 ng Wcstingi1ou!3c, nnd 1ndustr1al areas 
1mmcd 1atel;' out::;ide the c1ty anU ly1ng north _or \\est 
Broad Street also adjo 1 n the raau1 Peunsylvan1a route, and 
the ldarblc Cllft c:;uarr 1 es lie on the no1·thwcst branch of 

tbc ra llroad . 

Doth the a 1g Four aod th•' Toledo and Central Ohio 
divisions Ol thH sc..- \'ork Central SCf\.'C spCClf1C lOdus­

tiODS along the forcer ~re 
t rial sections although opera 
auch the !:'"''" t~r 1n Co luebus. Tbo pn ncRipadl indd~~~ 1CS 

T 0 C lu) :l. long Lb.1·1on oa nn 
serv(_•d by thtt • • • . h th(!' few others being scat-
lndustriul E-PUl" to 1.~S 001 t h s Y~1rk ccntt·al at the 
tered. Thu branch l1.ne .oi t 

0 ;~:bus Ganoral Dc-vot and 
cdgu ot 1ihl t<•hall serves th~ ~~oustries. Tha lllK Four line 
scvurnl uth••r warehouses an ~ tratLon south uf Fifth 

lndustrlal conccn • f 
scrvt•s a maJOr al tJotoi'S tt 1str1ct south o 
Avonuu as wull as the Gene~ .. }ants o.rt! &ct\ttcn·d along the 
West Urnnd Street. Severa P nntn~ot northwnrU h·om the 
BiK Jo'uur-Pt·nnsylvania rout<:~ ru 
Pairrtrounds. 
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Industrial operations aloug the Balt~more and Ohio 
Railroad arc somewhat limited except for a fe plant~ 

se~ved JOintly by the B. & o. and Pennsyl~ani: along the 
JO:Lnt trackage to the east. Service along the southwest 
b~anch 1S conf1ned to a few scattered :~.ndustries in the 
vJ.cl.n:Lty of Mound and south of Broad Street, Industrial 
development alo~g. the Norfolk and Western is also rela­
t:~.vely l1ght, l1m1ted as it 1s almost entirely to parts 
of the fron Lage between <~a.i.n Street and Freb1S Avenue. 

The recent industrial growth in m~:tropolitan 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, how~:ver, a considerable number of desirable 
:~.ndustrial s1tes along the var1ous rallroads which are 
set aside for such purpose~ but not yet used and a sub­
stantial additional amount of des:~.rable frontage which has 
been pre-~m;:>taC: by junk yards, d1lapidated .;tructures or 
other misuse. The recent 1nspect1on 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 condit1ons and the city's industrial potential. It 
is not only desirable but most essential from the stand­
point of economy and the balanced growth of all parts of 
Columbus that appropriate close-in industrial frontage be 
developed or reclaimed - particularly for the small 
and med~um-slzed plants to which it is suited - before 
addit

1
onal sites are encouraged to develop in outlying 

scattered districts, even though a few of the large 
plants w1ll necessarily locate outside in order to 
secure the extens1v2 tracts requ1red. Most of the 
exi sting areas can be readily served by existing or 
easily constructed new sidings. A re-appra1sal of tb•s 
land by the railroads, tbe Chamber of Commerce, lndus­
trial rc·altors and others responsible for the c1ty's 
industrial expansion for purposes of reallz1ng ~ts 
greatest potential would reap a valuable harve~t not 
only 

10 
fine factory and warehouse sites but 1n promot1ng 

the best development of the whole Columbus commun1ty. 

Grade Crossings and Separations 

The interference between railroads and 
oper~tions and local vehicular traffic is a 

ra1lroad 
major problem 
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in aany American citi~s. Columbus is particularly plagued 
bJ the numerous railroad lines traver~ing thi . 
directions, but the city 1S fortunate •'n th s barea ln all .-11 f d e su stantial 
o• e~ ~ gra e sepfarations that have already been made. 
ooet e ess, 1nter erence along several lines · till 

yeaiog and costly to motorists, as well as dan~!r~us 
indicated by the 28 fatalit1es occurring at grade cr~s:~ 
iDIS in the City alone during the past thirty years 
(Accident records were not kept in the rest of the County.) 

Existin~ Grade Separations and Crossings 

The locations of existing grade separations and 
grade crossings, together with the type of warning device 
or other control and the type of separation structure 
are shown on Plate 4. Major traffic arteries and a f~w 
of the more important secondary streets, where these cross 
railroad lines, are also indicated on this map. 

A relatively large number of the eore ieportant 
street and railroad crossings, have already been separated 
in the city and in Franklin County south of the city, 
eYeD though many hazardous and annoying grade crossings 
still exist. In addition, separation of the exist>ng 
Lane Avenue crossing of the Cbesap~ake and Onio Railroad 
is currently under construction, toe street to pass 
under these tracks, and two other ~<paration projects 
are in the design stage. fhe Lane Avenue proJeCt is 
being financed by the County and the railroad; the otller 
two - Hudson Street and the New York Central-Pennsylvania, 
aod Fifth Avenue and the Pennsylvania - are to be accom­
plished by means of funds from a $2,000,000 bond issue 
approved by the electorate in tho !all of 1954: In each 
case, 15 per cent of the total cost will be pa1d by the 
affected railroads in compliance with Ohio laws. 

Practically all of the ra1lroad crossings in the 
ceotral port1oos of the city have been el1m1nated. Thus, 
tbe elevat>on of the maio lines of the C. • 0: and Ne' 
York Central Railroads west of the busine~sR~~~t;~~!~ts 
with underpasses at Broad, State, Town an tes ' 
permits the free flow of traffic under tl•e~e r~~ tb~ 
aod the addit•onal elevation an~ u~d~~~a~:r:~ly removed 
B •• 0. Rallroad st111 farther ~esd trom west Columbus 
tbia barrier so that tr~fficft~ a~ ~ll other crossings 
is generally free from 1nte~ ~1 e~e~~cen downtown Columbus 
of the Main Line of the C. • crossings of the New 
aDd King Avenue and the several t and the west Columbus 
York Central between Broad St~ec Street overpasses of 
~ard have also been elimlnate "to the west northeast 
tbe extensive tracks and yards ' 
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Despite these separat1ons, numerous cross1ngs at 
Jr&de still exist. The major1ty of the latter, however, 
are at the edge of the urban area or 10 rural parts of 
,._ county where present traffic iS not extremely heavy 
~ltbouih tbere are also certa1n crossings, particularly 
b the city, that need early remuval. These 1nclude 
.attvtoral of the crossings of the New York Contral-Penosyl-

f;~;~;;~,t!.r!;acks to the north aod f1ve or s1x other grade 
at scattered locations. The various crossings 
timore and Oh10 line parallelin~ U. S. 62 and 

~ tbe Hocking Valley branch of the C. & 0. are not 
,.rticularly bothersome due to the relatively low volume 
ol rail traffic over these routes, and the cross1ngs of 
, .. Mew York Central serv•ce lead along Whltehall are 
Ylrtually negligible under present operat1ons on thls _ 

However the major1tY of the other grade cross 
• ' h p n<yJvanla tracks arc tap particularly along t e eo ~ ' . • . h ds and will requue 

~rent or potential traff1c azar b 
,llaination, either through grade separations or t e 
~lo.ini of minor streets. 

b · type and general 
From the standpoint of t elr 

1 
NS anJ separations 

S.portancc the various grade cross n.,. ' 
•hown on Piate 4 are tabulated below: 
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TJpe of Grade 
Croeaing or liajo::- St:condar) 1hn.:>r 
S!paration Street Street Stt·eet Total 

Warning Sign 14 16 56 86 l'laahing Signal 20 13 4 37 Gate Controlled 5 0 1 6 watchman 2 0 0 2 -
41 29 61 131 

Street Underpass 28 17 12 57 
Street Overpass 8 9 2 19 -

36 26 14 76 

While more than 40 per cent o! all the crossings 
of aajor streets and ra1lroads hav~ already been separated, 
there are still more than 40 such crosstngs at grade 10 

.. tropolitan Columbus and another 29 grade crossings of 
railroads and secondary streets, Protection of some of 
these crosstngs 1s none too good, wltlt only the cross-
arm warning s1gns at one third of the maJor street and 
aore than half of the secondary str(•et locations, Even 
though warning signs may be adequate at ltglttly travelled 
local street railroad intersections, tlte more ample 
notice afforded by flashing lights is desirable where 
vehicular traffic is substantial or speeds relatively 
high as in districts immediately outstdo the city. Almost 
one-half of the existing grade crossings are to be found 
on minor streets. fuost of the control dovtces thereon 
consist of warning signs, a few of the more hazardous 
having flasb>ng lights where local or otber physical 
conditions require the additional warning. 

It is to the community's cred>t that so many railroad 
separations have been constructed. Over ooe-th>rd of all 
tbe existing cross1ngs indicated on Plate 4 have already 
been separated mostly by means of a street underpass, 
which is high in comparison w1th many other commun1t1es 
and particularly good from the standpotnt o! the number 
of separations 1n central sections of the c1ty where 
traffic and railroad c.:>nflicts are most marked. Thus, 
62 of the total of 132 major and secondary street cross­
ings ~ or approximately 45 per cont - have been separated 
now and sevl!ral others are in the construction 01' plan­
ning stage for early removal. 
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It was not possible to mak , a complete survey of the 
Gt:UII.l tiDieS the vartous grade cro:>stng,; 1n the Columbus 

were closed by tra1ns and o f the trafhc 1mpeded 
.. lrelby. liowevcr, . from trafhc counts maoc for tt.e Ctty 

tta Traffic Eng1neer and from a nunb~r of adoltlonal 
at strateg1c cross•ngs conducted by the State 

lllbway Department plus lnformatJ.on on train e>ovements 
,~c=~:~:~~in~~g switching) suppllcd by the r:nlroads, Plate 5 
~ cd to show the volume of tra1n movee>er.ts and 

vehicular traffic durtng an avcraRC day at the more 
~ortant grade crossings - whtch provtdcs some tndex 

tbe active or potenttal danger~ and delay occas10ned 
Both the Lane Avenue and t'lfth Avenue crosstngs, 

epara~inn of whtch lS preseotl> under constructton or 
t1on have been omtttcd from th1s map but the 

Street cross1ng was tnc~uded s1ncc r ecent trafftc 
tion was read1ly ava1lablc on the latter . Veht­

traff l C on Ha~e Avenue ncar the Penn:,ylvan>a us 
from earl1er trafftc counts and known changes 

Dearby arteries. 

The worst comb1ned cond1t1ons are to be found on 
l'aDdlvicw Avenue at the cross1ngs of both the New York 
•D.tr·al and Pennsyl van1a hncs. :.tore' than 100 trun 

da 1 ly occur on each of th•~c routes and the. 
icular traff1c on Grandview lS al!;o ncavy, wtt•> cOI~ 

11 , 000 cars per day south and more tl~an 12,000 ~e 
north of the two r:ulroads . Ob:,crvatton of thes 

d 0 • ·oko,·a tcs the opera-DDditions dur1ng peak pcrto s c •• ,. • 
4oDal data Veh1cles were obscrv<!d to pllc up al~ng 
- • 1 for the equtvalent o 
~.:~:ley Avenue 1n particu ar . t rntng 1nto Grandvtew 
II' 1 Clty blocks, and the he<IV) u bCt'fiecn .. est 

by 1ts 1mportancc as a connc~t~~l>ngton created an 
and Grandvle"· Helghts-Uppet he condltton .. as 

t intolerable Sttuatton untll t 
ly r cl1evcd . 

to be found on !:cs t 
H ff -ovem~nts ar~ 215. 0 tes cavy tra 1c ~ of tnc cast-•cst arter 
Street and along several ate F~ngrounds . ,lulc 
of th(• Un 1 vcrs 1 ty and the St :Jound ..-c coc-

h 8 f< 0 . over t 
rail opcra t1ons on t " · 1nl{ and consequen 
tively l ight, the angle of ~r~~~ cro~s1ng 1s r.~ost 

distances arc so poor tha 1925 ~lound Street 
llllrd•ous. . lhth 9 fatalltics stn~~n~<·qu~ntly lS gener­

first 111 thiS r espect · "~~s crossinl( ln the clty . 
con:;idcred the most pcrll · 

• 
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The Hudson Street grade 1ntersection is to be elimi­
nated, as noted earl1er. Weber Road to 1ts no~th also 
carries a substant1al volume of traffic across the New York 
Central-Pennsylvanla tracks and the Oakland Park Avenue 
crossing Stlll farther north is the most hcav1 ly used 10 
the city . Traffic over the other two cross1ngs of the 
adjoining ra1l l1nes at Cooke ana at Morse Road is com­
paratively lighter, the former street carrying some 2 100 
cars per day, the latter sl1gatly over 5,000. The ~o:se 
Road crossing will become more serious as this traff•c 
grows, particularly after construction of the north free­
way, Operations on the two rail lines aggregate between 
30 and 40 trains per day. 

Train movements over the Akron branch of the Penn­
sylvania arc relatively light, witn an average of only 
12 trains daily Veh1cular traffic at the major cross­
ings, however, is fairly heaV)', that on Westerv1lle Road 
(State Route 3) amounting to well over 10 , 000 veh1c!es 
per day. The angle of crossing is bad so that this 
intersection is potentially quite hazardous in addition 
to causing traffic delay. Both Hudson Street and Seven­
teenth Avenue to 1ts south carry more than 7500 veh1cles 
each 24 hours. Except for State Route 3 at the edge of 
Westerville, other crossings of this line are not yet 
heavily used. State Route 3, however, averages daily 
some 9 000 cars and is at a bad angle, which incrPases 
the poiential danger . While movements along State 
Route 161 and along Morse Road arc at fairly high speeds, 
both crossings are now protected by flash1ng lights. 

Only a few grade crossings remain along the com­
bined Pennsylvania-Baltimore ana Ohio tracks to the east. 
Tbe BOSt serious of these is tbc cross1ng at Cassady 
Avenue where the combinat1on of heavy rail movemen:~­
and traff1c has resulted 1n both acc1dents and tra lC 
delay S1x fatalities have occurre d at this point 
during tho past thirty years, plac1ng 1t second 10 t,:e 

Th C sady Avenue cross1ng city in this respect . e as te between 
also the only one at grade along th~s ~~~ce of some s1x 
Union Station and Bagshaw Road - a lS 

Biles . 
. e New York Central to the 

Only one cross1ng of tb R . d _ is presently 
southeast - that at Lockbourne oa ts to more than 
serious. Traffic on Lockbourne am~~~nts over the railroad 
9,000 vehicles per day and the m~ruding those used in 
to more than 30 trains daily' 1~ lk and western's Watkins 
interchange to and from tbe Nor o 
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The Alum Road crossing is not yet i 

~:~::o! t f · t. · mportant from n :> e i ner rall :>r auto•JObile traffl 
at Hamilton Road where vehicular trafflc and 

beavy, are somewhat balanced by thn c c iS 
1 h il 

. ~ ompara-
1& t ra operations (some 16 tra 1 ns per day). 

lacept for those at Whittter Street and at vanous 
north of King, crossings of tho main ltne of th 

and Ohio llave been generally e llmlnat cc:l . e 
IIIID1De'a C. & 0. - New York Ct.ntral rail operations 

tier Street are very heavy but the vehicular 
across these tracks is so sma 11 as to be 

inconsequential. Train movements over the 
to the north are also reasonably large but the 
at Henderson Road, while Rrowing, is not yet 

and the volume on State Route 161 is not so 
as that on many of the cl:>Scr-in arteries even 
it amounts to 4,500 cars per day . 

1S considerable confllct at several crossings 
west of Columbus. The most senous of these is 

.Ll.PPl Road where traff1c generated by the ex1sting 
averages more than 9,GOO cars dally. Rul opera­

on the Pennsylvania north of :!ebt Broad Street 
ly heavy, averaging about 30 tra los per day, 
fie on the north-south cross streets 1S gradually 

Volumes on Hague and Wilson Avenues already 
to 6 000 vehicles daily although traffic 
two ~ treets to the west is 01ucll lighter. 

noted earlier some 28 fatalities have been 
at grade cro~sing accidents inside the citY 

the past thirty years. W1th the cxcept1on of 
lled at the :Mound Street crossing and s1x at 
Avenue and the Pennsylvania Railroa~, tbe::ad 

•llelen generally scattered with four at Ueber d at 
NYC-Pennsylvania), two at llague Avenu: a~e 3 •••·e and one each at cross~ngs on ~~~!:t ~~d 00 ' 

Avenue, Dcnune Avenue, C.lestnut 11 . York Ceo-
Park Avenue (at the Peonsylv~rn~- t::se accidents 
It will be noted that sevfer\i~h could be closed 

~•a at minor streets, some o w 
grade separations. 

Railroad 
. 11 tlcS ·•nu grad~ separ-

proposed railroad fact 
1 

i f ew charlgcs 
are shown on Plate 6. llcl9 t vciiroad an·ange~>ent 

be h exl·~t 1ng r .. l 
en suggested in t e • 
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though all of t~e facilities are not now ideal As 
in the beg1nn1ng of th1s report th • 

Yards and th f • e present o er acil1tie~ represent such sub-
at:liLl invest~aents that major changes are dlfficult 

Wh1le such mod1ficat1on m1ght be desi bl 
DOt easily warr~nted economically unless H ~~ul~· 

~·~•lly 1mprove ra1lroad operations or unless due to 
with other urban development or with cir­

ion, there is a compelling physical reason :or 
12.1111 the change. 

One of the main lines of the Pennsylvania Railroad 
passes through the northwest edge of the central 

district, crossing the Scioto River beh1nd 
Veterans Memorial and p:-oceed1ng wcstwar<i north of 

Broad Street. This track crosses !Liar coni and 
~lt'DU:t Streets at grade. It is proposed to elimi-

tbese crossings an<i the trackage 1n the edge of the 
.. la,es:a district generally by connecting the Pennsyl-

~
~::~;~·:~ith the Baltimore and Ob10 railroad at their 

tion east of Yale Avenue and thereupon routing 
lvania traffic eastward from this po1nt by way of 

B. • 0. line. These ra1lroads already operate 

::!:!!~ over the Newark branch to the cast. Field 
igation of the B. & 0.-Pennsylvan~a intersection 
railroads are elevated ai this point, with 
crossing at the same grad~) indicates that a 

r,)oaDe:ction between the lines could be made w1tbout 
difficulty and w1thout seriously affecting the 

~t•+ ing industry fac~ng McK1nley Avenue. An addl-
1 track would be required for a short d1stance, 

most of the line is already doubletracked, an~ 
adjustments of cables ano other equipment would b 

• 
, 1 d's Llltle lliami 

Since the Pennsylvan1a Ra1 roa 
for interchange with the New York Centr~;a~~=sto 

... t of the Ealtimore and OhiO 1108 •duseto~e extended 
tbla yard would be continued but nee no 
beJond its edge. 

. td eliminate the Penn-
The proposed re-routlng wou , 3 oake and OhiO and 

QlYania crossing o! both tho Chcs ~ the v~tcrans 
... York Central_ main tracks west ~ an operational "hot 
.. ILOrial, which 1S now sometbi?~ ,0 ~he railroad trafflC 
apot", although 1 t would . inCI e:.'"" crossing north of 
at a somewhat similar tr1angular 
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IDad, ObservatiOfi of the latter 
tb&t tbe present facil~tles arc n~th~wever, indi-

~::::!!ional trains could be handled b t~xed anu taat 
1 equipment available > •>e op.arators 

• 

'lb1le 1 t is not shown on the plan a co nne t · 
tbe t 

. 1. b ' c 10n wo ma1n 1ne ranches o• the Pen 1 
f b 

. • nsy van~a 
0 t e city m~ght be desired in tne fu•urc s b 

1 ld b 
. • • uc a 

on cou e ma~e w1thout difficulty ~n the 
area b e tween L~ncoln Village and Hilliard 

would not be objectionable if kept ncar or b~yond 
of the expected future urban area, but scpar-

of grades would be necessary at all major thorough­
crossings. 

It bas been suggested that the throat of the existing 
layout, located in the vic1n1ty of Union Station, 

be materially relieved and the c1ty and railroads 
illt:lJ benefitted by co~tructlon of a railroad belt 

detour, particularly for fre~ght operations, 
around and to the south of the present city . 
1ng the desirability of such a belt l1ne, if 
lly and physically feasible, consideration was 
these past suggestions and certain specific 

for a possible route were selected and investi-
the field. These were: 

1, A route starting from a turnout of the Penosyl-
lJlla Railroad in the victni ty of tile Army Depot i thence 

along the existing rigllt-of-way of the New York 
•~•••1 connection along Whitehall, extend1ng th1s hoe 
~:·~r~ to connect with the main track of tbe New York 
Ill west of the grain elevators; thence westwardly, 
1'11lo1r11DR the New York Central r~ght-o!-~·ay, cross~og 

Borfolk and .Yestern and cont1ou1ng to and along the 
and Ohio route northward across the Sc1oto 

t Broad Street to new cooncctLons wLth both l1ncs 

tbe Pennsylvania. 
t of the penosyl­

A route starting from a turnou station· thence 
Railroad in the vicinity ~f Tayl~~th the N;w York 

~ID:LDI due south and west to llD~ upthe same route as 
main line; thence travers ng · 
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A route turning off the p 1 ;.loD, as in Route 2 then runni~~"~Y vania near Taylor 
York Central; thence sw~ng~ng ~~ stohuth to about 

north f Ob u west ano west 0 etz and just south of the B - ' 
Course; tbe~ce continuing northwestwardl;a~~~ 

to connect~ons w~tb both Pennsylvania Railroad 
lines . Necessary connect1ons to the railroad main 
crossed would also be installed • 

•~-Wb-1le Route. 1 would be prubably the cheapest route, 
.l~na.dcertain d1sadvantages as a high-speed main line 

detour . With a turnout from the Pennsylvania 
Army Depot, considerable alteration of exist1ng 

~al.Di~ and depot yard tracks would be required, which 
sever part of tbe depot property w1th a double 
bigb-speed line and 1t is quest1onable, therefore, 

tber Army approval could be secured. Since the 
New York Central connecting line 1s of light­

' single track design on a narrow r1ght-of-way, 
additional right-of-way and new heavy double-

a:~ construction would be required also. T~e existing 
f. crossings at Broad, lla 1n and Li Vlngs ton would 

loapr be negligible and separation or each would 
imperative. Paralleling the NYC and C. & 0. ma1n IJ.::• right-of-way widening aod construction of new 

• would be needed. Grade crossings of main line 
':::~ are disadvantages requiring expensive s1gnal 
ill ls as well as slower operation and occasional 
-=~::~~·.tt!h~~e5introduction of additional cross1ngs and 
~ ' of the several lines, espcc1ally those in 

vicinity of the two Pennsylvania mn1n lines to 
west of the business dist1'1Ct, would add to an 

complex situation, requ1ring the 1nstallat1on 
tional signals and interlock1n~ dev1ces. It lS 
estimated that construction of this belt route 

cost 1n the neiguborbood ·of $5,500,000. 

Route 2 while avoidtng con!l1ct with the Armyf 
Depot, would'otherwise ~ave all the disad~a~t:~~! 0

which 
IIDate 1, and ln addition would cost somewhacstimates of 
.. tbe basis of the total length and roug . aration structures, 
JI'Operty values of gradHlg, sep high as $7 000 000. 
etaetera, would be expected to run as • ' 

t the confllcts with otber 
Route 3 would avoid some 0 us rade crossings 

failroads but still would have nu~1~~waY! and because of 
9ltb existing and proposed ~aJOrtim:tcd to cost some 

ta lenath, in particular, lS es the d1sadvantage of 
fli,OOO,OOO. In order to overcome 
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otber railroad and of h ighway gr ade c r ossin s the 
route could be ele va ted on ea r th f ill, ti1th&b;>d·es 
across the ra1lroads and highways Lon b t ' 

1 t th • 6 u expens1ve 
connect ons o e o the r r a> lroads (-he r e ) • necessa r y 
could be constructe d also. A rough cst1mate of the 
coat of such an elevated l1ne >nd1catcs that 1 t would 
run in excess of $30 , 000 , 000. 

Still anothe r route - for wh1ch no cost estimate 
was made - 1nvolve s followi ng Routes 1 or 2 to t he 
point where the New York Central joinR tho Chesapeake 
and Ohio line at the s out h edge of Colunbus and t hen 
proceeding d1rec t ly wes t, nor thwest and no1· th t o 
connections w1th the Penns ylvania main lines . This 
route also would be forced to c r oss the main l>nes of 
tbe ll. a. v:. and C. &: o. with t he disadvantages 1n 
operation descr i be d u ilder Route 1 , wh>ch would be 
particularly disadvanta~eous because of the yard move­
Mots and swi tch>ng (between the llound •nd Parsons 
yards) in addit1on to d1rect r a1l traff1c over the 
c. • o. tracks . Such a r oute 'Could also introduce 
a nuaber of c:a j or bi i<hway c r oss>ngs and would be forced 
to span the soall lakes and the Scioto R1ver north of 
Prank Road. 

Thus, now tha t t he whol e ra1lrood patter n 1n 
•etropoli tan Columbus has become so fi r mly fi xed , 
construction of any be lt llne detour is f 1·aught wlth 
many difficulties f rom t he standpoint of oporat>on , 
as well as that of e>:pe nse. Due to existing industries 
and to othe1· commercial user s of l' a>lr oad services and 
to the ndv1:<ab 111 t y o f r etun>nc tho passonr.er sta~ion 
in its present loca tl.on, sooc r ail r oad tracks woul to 
bave to roMaln in their pr esent locations 1n order 
provide the n<'cessary r allroad scrv1cc, and the major 
yards would have to reoa1n about as they a r o unless 
additional mill i o ns o f dollars were to be spent 10 d 

b th so fac>lltle~ - o ver an a andoning and r ebui l d i ng c OCO f 3' new railroad belt . 
above tho $5, 500, 000 to $30, 000, or 

. 1 the thr our:h rre>r.ht 
Accordingly, bas1ca l ly on~ th city and the busy 

trains, would be detoured aroun °. such through tr>>ns 
Union Sta t1on are a. For th>S. purpos~ ··rca tcr distance, 
would have to traver se a conslder~b!~ ~rains caused 
at a hir:hcr opera ting c ost. If t l c~i th other }oca! 
serious congctit ion or inter ference 'f"l"H inconvonl t"'ncc or 
operations or infl1cted on l ocal us, ·t .. 

1 1 ,~ ..,ight be 
loss of time, removal of tho uu·our• 

1

1 ~~,~~ :• i lt'lns ~1nd 
justified. However I investigat~on .'' ou'~cJ~!.; have 
convorsutlona W.L th scvcJ.·al r<-L1lt oa< bO accoturnodntcd even 
indicated that presen t tr3ff~c C30 • 

t 
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tbough close and care f ul s chcdulin 15 
iD& the costs o f e a ch of tr;~ t.elt ~ln~ ; cqun ed , Consider-
tbe increased ope rat>ng cxpen!.c the n~ceosu•t~~t :nvftStlttatcd, 
i 1 t · - • • ~· > o retun-

D& ex s ~nr. scrv1ce tracks and maJOr ) a rds a d th 
specific di~advantages f r om ce r ta 1n ~t·ndpo ' tn f e ~ ~ 1n s o each 
of tbe poss>blc de t our s, and further cons1der1n th 
D•ber oC grad! s e parat1ons a l r eady accomphshc~ al~ng 
-t of the m:nn l1nes, >t l l> not beheved t hat a be l t 
line rout<' .lor fre >ght opera tion can now be JUStlfled 
in Columbus. 

Yards 

The var 10us yards o f t he d1ffe r cnt ra ilr oads i n the 
ColWIIbUS area appear t o be s at>sfactory for presen t 
aDd expected future opera t 1o ns <J xcept fo r t he Bal tlmor c 
aDd Ohio Ra1lroaci. Fac1htlcs of the Pcnnsylvanu• , 
Norfolk and Western, a nd Chesapeake and Uh1o Ra ll roads , 
all of winch have la::-ge ya r ds, should be ample a nd due 
to the numb<lr of s treet o ve r passes of these tracks , 
interference with traff>c ll> alnost entirely avo1ded . 
Tbe New York Ce nt ral fac illt>es arc more heated, but 
additional yard space coul d be d£vclored south of the 
city by acqu>r>ng proper ty and construct 1n& new tracks 
along the s outh s i de of the llnc butwecn Pa r >;ons Avenue 
and Lockbourne Road 10 3 p r oposed industrla l d1str1ct . 

Additional yard s pace will be needed by t nc B. & 0 . 
to supplant trackage affected by the extension of Th>rd 
Street north of Nagh teo as well as to occoz.lllJOdatc local 
operations should thes e inc1·casc 10 the fut ure · 1t c 
would be log1cal to pro v1de s uch faci l it>CS a l ong th ia 
southwct<t t

1
oe of th>S r a 1 l r oad 10 one ot the wdustr _1 

l •o but no a ttempt bas 
areas dc•ngna ted oo t he zoo1og P " • , • 
been mad<' to p1npo 1nt s uch 3 ya r d on Plato 6 . 

Tbe Union Depo t 
. 1 t on a 11pears to be 

The cxtStln~ passen~er s a 1 ~ f ts appo1ntacnts are 
adequat<l 1n s1ze , bu t many 0 1 ld get a aore 
antiquated. V1s 1to r s t o Columbus wo~ 1r the stat>on 
faYorablu f1rst 1mpr ess1on of ,th~d~~o~atcd and reaodcl-
1PIIidc and out we r e completel) red nd counters new 
1 d 

, new stan s a • e w1th ne"'· t;rlmm J..ngs , · . . 5 ttn c-nttrely ne... 
toilet room>~ and plumb >n g fl x tuz c ' 1 ,,,.•nt nnd with 
restaurant with new f ix tur es an~r~~u t~" tr~rk level to 
the installat10n of esca h t o r \. would add .,at<•nally 
tbe main concourse . The lattc f p·t><scn~crs, paru­
to tho comtort and co nvc n>c ncc ~ccd'to climb the 
cularly the elderly, who arc fo r csentlY 1n u~c 10 
exist tog stairS . Esca la tor s a.·c > ~ stauons J.n New York 
tbe Grand Central and Pennsylvan 
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, at the Tow~r Grove and Delmar stat 1·0 
t tb U 

. . ns 10 St, 
, a e n1on Stat1on in Kansas •'it 

.. b t F · ld · ~ ) , at the 
• er 1e a 1rport in St wu1s ar d t 

b b 
• • a a number 

ot er t rough-type passenger stations wh~re tbe 
rooms must be located above or b~low th 

elevat1ons. c 

The general appearance and settlng of the station 
lf and its approaches from High Street could also 

1•proved considerably. For example, the truck raop 
to ground level at the rear of the depot cuts 

tbe approach proper and should be removed or 
II.,OCateo, even if this requ1rcd the use of truck 

to reach the ground level loading platforms, 
Railway Express faciliti es are extremely cramped, 

excessive maneuver1ng into and out the 
spaces between the structure and a concrete wall 

~~~!:·!::~ tne main tracks, It i& suggested that the 
~ to the station be enlarged by removing the 

log dirty and unattractive store room structures 
along Rig~ Street and slabb1ng over the center 
of the approach, such enlargement to include 

lonal yroperty at the rear of the H1gh Street 
atractures, south of the stat1on, no·» u:!'ed mostly for 

parking, The truck dr1veway could then be 
re.Locate•d along the edge of the approach area to lead 

truck or freight elevators at the rt'ar of the depot, 
~J~:~c~ would obviate the necessity for maneuver1ng at 

l ower level, Tbe railings around the approaches 
''l':.,J.::-the station should also be l"Oplaccd with new and 

attractive rails and at lea:o;t some grP.enery should 
provided· planting boxes for shrubs, flowers and 

pa tcbe~ would enba~:cc the s ta uon set tll'.y., Fur-
, on open1ng up the stat1on v1Pw at least the 

elevation o f the station structure should be 

::::::::!::~d' so tnat On'o's cap1tal m1ght have a • ~ 1 i 1n appearance depot more mode1·n and p eas n~; 
eetting one that would at least tend to encourage 

J.liGer use or railroad passenger tacillties. 

Bnlargement of the stat1on site by openlng upt~~e 
area would also provide addit10nal space The 

which lS now badlY d<·flcient • d 
treet parking, . . tore rooms is already ~T 1 r· 

ii'C»pptrty behind the ex1st1ng s torooiH l E's andr.A~~ .. ···· 1 
part for the parking oi pnvntc .~u ivcl Jnnd"9Ml'ed \ :(;. 

•• efficiently developed and attJact ~s well.fsvtriJ(dlr ·:1• 
~=~=ID·b~c mad~ to provide many more spaces m, (p ,..~,. i i 
I and embellish the station setting. -;"\ r. I'· I r. /.~· 

~;"·~ I 
(;>··· ·•*_../, 0 ,; ,. 
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lbere bave been suggestions in th 
reconstruction of th 0 past for con-e present passenger depot 
at tbe same location or on a ne . t , cnr i d b w S1 e such as 

D occup e Y the Ohio Penitentiary wb·l 
new station would be a civic as;et 1te a 
fficult to justify from the operat~r~' 
in view of the present passenger patrona e 

eon-equently no recommendation with respect the;eto 
been made, Th1s 1s not to say, however, that such 

should be completely ignored, If a 
oan be found through conversion to the more 

and attractive cars now bein~ designed and 
faster operating schedulos to increase rail 

in the future, a new terminal could be a 
of further consideration, but in the meantime 

the modernization and over-all improvement of 
'Wijlec•~t·agt•i,on described above is bel1oved to be justified. 
" so long as freight operations continue high 
--•l••t a s:aall subsidy from the latter 1110uld be ' 

in helping to improve passenger facilities 
tile city, 

Houses 

Tbe existing freight handl1ng facilities - freight 
'~·:-•:~•~•• and team tracks - are generally conveniently 

lted near the edge of the central business district, 
~~~4••••~ver, the station used by the Chesapeake and Ohio 
Bltlroad on Maple Street is located within the area 
Gadar consideration by tho United States Government for 
a ... bulk mail station and should the property be 
.. talred for this purpose, the freight house must be 
...... It is suggested that the now depot be relocated 
a law blocks to the west of the existing structure on 
~ty already owned by tbe railroad north of Dublin 
Ataaae. This is a larac triangular shaped tract situated 
... UaaD the two lines ~f tbe C ~ 0 and Pennsylvania 
t.ilroad. An existing driveway furnishes access froD 
.._ property to Dublin Avenue through an underpass near 
lt• uoutb corner immediately east o! the C & O's_ma

1
n 

ltuu. and rail leads into the property are also 1~ 
-•teuce, The present team tracks to the west 

0 
d 

tbu existing station are located east of the propose 
DIW utation site and could continue in usc. 

Operation of the Baltimoro and Ohio frcigh~u~~;ot, 
_.. located west of Fourth Stt·eet, will be scr~n and 
&lteoted by the projected Third Street oxtens> • 
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~IUe'Dtly will have to be moved A poss bl 
f t b · b · ld · ' 1 e new ·~~~;;_;e oard f1stbu1 1ng would b~ west of the eustlog 

1111 n o e new Th1rc Street ovAr . d 1 . ~ pass on 
now occup1e a ong l"aghten Street b t 

•lrJ."Yania 's Little i.iiami produce yard. l'~er:e will 
le need f or tne latter snould the present whole-

•rket be moved from downtown Columbus to the Joyce 
or some. <:>ther s::. te already cons1dercd for tne 

- and 1t 1s ••ost desirable from the standpo10t 
as well as the best use of downtown property 

the produce market be moved, as dil;cussed in the 
iat.ral Business District report, The Little !lliami 

immediately south ana east of tbe Union Station 
enlarged station area and a new freight depot 
location along Naghten Street would be only 

~•t:ly west of the present freight bu1ld1ng. rbe 
and Ohio and Pennsylvania Railroaos already 

a joint operating agreement on part of their 
and a similar agreement could no doubt be made 

respe~t to this downtown Jard. 

Another poss1ble location for a new B. & o. 
':!::t station would be along the west s1de of ~eilston 
1!1 north of lilt, Vernon on prope:-ty now occupied by 

or other storage yards. Such a s1tc would be 
ily accessible to oowntown Columbus anu_other 

but 1t would 1·equue adciitional ra1l le~ds 
operating agreements to cross the Norfolk ana 

tracks, in addition to replacing exist1ng_ 
IISes, although t hese do not involve ~ubstantlal 

It would also bave tne admin1strat1ve 
~c of separatin;: the freight bouse from 

eaisting team tracks west of Fourth Street, 10 

ID1tr.ast with the continued proxu•itY of these 
~~~-~~ies with a new station on Nagbten Street. 
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:eJt1111ling grade crossings to determi 
ion structure was most appro . ne 11'hat type of 

!e:r•em1tiat1on is made between thep~~:!c, as Sl!own, anci 
1!118 tions, which are designated fo urgeatly neeced 

tbe next five to ten years _ an~ ~:rly COtoSlderation 
aay be deferred to later periods l~s= ~roJects 

uny years. • ew cases 

The three grade separation projects 1 nvolvin La 
and ~i~th Avenues, are present!~ und~r consfruc~~~n 

the dt S1gn stage. The extension of Long Street t 
Sandusky interchange, now under way, while not pri-

0 

a grade separatwn project, will accomplish this 
and the Th1rd Street extension to be constructed 
near future will amount to an overpass of the 
northeast of Union Station, All of these are 

which are needed and which will mater1ally 
circulation in Columbus and reduce potential 

• 

In addl. t ion, however, thc:-c are eight or t~n other 
ings which should be cons1dered for el1minat1on 

!thin the next f1vc to ten years. The most senous of 
are the two crossings of the Se"' York Centt·al and 

::::;l~·v~a~nJ.a Ra1lroads at Grandview 11vcnue. Due to the 
importance of this artery, the heavy traffic 

and frequent traffic delays caused by railroad 
lil6ra.tions, sopara t ion should be accon>pllshed as soon 

JIO&sible and the two crossings might IJC considered 
basically a single project. Even though G:andview 

rises slightly as it approaches the radroad 
McKinley, it will be necessary to ovcrpa~s tbe 

York Central tracks in order ~o obv1atl' any danger 
flooding - an underpass at thlS point, while clear of 

normal rJ.ver level would be subject to inundatlon 
the Scioto dur1.ng a' high-water pcrtod, In order tol 

b h s or the rat -
adequate clearance of both ranc e 

without an excessive street grade, ll may be 
~::~·~ry to change the alignl!l"nt ~f (llcK~~l~~ ~;:=~~en 
~ ly by curving 1 t to the sout " 0 k ) 

Grandv1ew Avenue approach to the trac 
5 

• 

. h th ~tghest accident 
The two graoc cross1ngs w1.t ec~u<: _ should also 

lioor·da - )louod Street and Cassady ~v 'NHh completion of 
aepara ted in the very near fui~r~i.ll become even more 

llound Street interchanbe, t~. s, ·y 15 the onlY street 
a traffiC arterY; as~ao s the heavilY used 
Columbus which now cros~o Both of these 
- B. & 0. tracks at graat . 
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woulo involve street underpass~s. 

Even though elimination of the Hudson <t 
f th N Y C , " reet cross-o e ew ork entra4-Pennsylv··n' .., · 1 . 

,,aclly d " 4a .. a~ roads ~s ~ programme , at least one other grade separat>on 
~:!':dbe carr~e~ out to the north of Hudson S>nce both 
i Park and Web~r Road arc also maJor traffic car­

• Due to the p~an for ultimate use of N:>rth Broad-
• rather than Oaklal_ld Park Avenue, as the major artery I 
the need f or certa~n conncet>ons between North Broad-
and Mecca Road before this can be realized it is 

to give early priority to the IVebcr R~ad separa­
which like most of those on the plan would be 

'l,):lcctill,lisbed by going under the rail1·oads, 

Three existing grade crossings of the Akron branch *' the Pennsylvania are indicated for early consideration. -a. aost important of these is the totersection of 
W..tervillc Road (State Route 3) which carries a suh­
•t&Dtial volume of inter-c~ty as well as local trafhc. 
'l'lw Other two are at Hudson an.1 at 17th Avenue, All 
tbree streets would underpass the ex1sting ra1lroad. 

Two grade separations ~n more outlying locatlons 
ue proposed for early programming . The GeorgesV>lle 
Road cros,;~ng of the New York Central (Big Four) is 
pawing in importance due to its location on an 
aoceasway and approach to the General Motors and 
Wutinghouse plants on West Broad. This is one of 
~be prime industrial districts and separation of 
IP'&dea at the railroad intersecti:>n may become most 
Ql'pnt should one or more additional large plants . 
locate in the area particularly stnce the peak trafhc 
&low is proportion;tely heavy durlng changes of work 
lllaifts, Eliillination of the Lockbourne Road. cross>ng 
of tbe New York Central would free an add> tlonal f 

. f ence 10 a sector o tboroughfarc from ra1lroad ~nter er d 
tbe community where present access lS none too ~~~ · 
8oth the Georgesville Road and Lockbourne proJC 
lavolve street underpasses. 

. t tures have recently 
Several grade separatton 5 ~uc dusky Street inter-

Men completed as a par: of the . 11~hown 00 Plat" 6, 
obanse. Others are proJected' as res sway system, 
in the development of the propos~d ox~f the individual 
wb.icb will be covered in the de~ gns ogress and these 
fl'eeways some of which are now 10 ~~ oint' out the 
•ect not be discussed here except eli~inate railroad 
•~ber of such projects needed to 
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and to provide 
the future. T~e 

tons will involve 

adequately for traffic circula­
maJorlty of such <!Xp:-essway 
overpasslng the railroads. 

separations indicated for ultlmate considera­
laclude some that should be given priorities only a 

lower than those described above for early pro-
~~ while others may be deferred for many years. ill:!on. l 
~ important are tne crossings of the New York g 

and Pennsylvania Rn 1:roads on Hague Avenue the 
Road intersection of the New York Central-Pe~nsyl­
lines, the c. & 0. crossing of State tloute 161 

la1te:rsec:t1.on of .i:!amilton Road and the New York C~n-
the Wilson nvenue, Ph1llip1 Road and Rome-Hilliard 

oroaaings of the Pennsylvania, and the Henderson 
eroesing of the c. & o. 
Bape Avenue carries a gradually growing volume of 

which is exposed to the hazards and delay of 
••pa,rate railroad crossings at grade, Due to growth 

west and northwest, these cross1ngs may soon 
those listed in the iniUal stage, and elimina­

L"CC,'f both should be carried out as a single project, 
because of their proximity. Construction 

I'Oadwa; under the railroad appears easi~r at the 
central but an overpass is suggcsteo across 

-~Lnsylvania tracks. 

Morse Road crossings of the railroads at the 
ihti&Eit corner of the State School for the Deaf and 

another of growing movemcn t' which should be 

• Lnated in t •• e not teo d1stant future, parttcularlyld 
. . t uctcd It wou when the north freeway 1:> cons r • . 

to carry out the separatlOn in conJunc-
with the expressway construction 1n order to 

...... .,. te the inter;:hange of traffiC to a:~r!r~~ be 
Road, Underpassing the ratlroad app 

treatment. 
k and OhlO crosslng 

lllmina t ion of the ~bcsapc) e. 11 depend somewhat 
Route 161 (al: L1nworth wl t to relieving thiS 

is accomplished with resp~c over wilson 
' either by way of. a by-p~=~or su·cct Plan, or 
Road, as proposed 10 . the be invcs t iga ted b~ 

~•me other route' whlCh lS t~bilC the present blgh-
Btate Highway Dcpartnu~nt. j r street - which 
will no doubt continue ~s a o~a t~e crossing des.rable -

make ultimate separatlon the existing hlgh-
~i.nation would be less urgent on 

than on the new route. 
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laailton Road c~nstitutes part of the outer belt 
on the MaJor Street Plan. While rail trafhc 

&8 heavy. on. the t.ew York Central as on some of the 
lines, thls 1s a growing sectl.on of the comm it 

traffic increases w1ll warrant separ~io! 
tw;:~: withln the ~ext ten to fifteen years. The 
i. railroad grad1ent is adapted to construction of 
.. ay underpass at this point. 

Tbe several crossings of the Pennsylvania to the 
of the city should be eliminated insofar as possi­

conjunction with the west freeway improvement so 
traffic may be handled at the proposed interchanges 

interference from railroad operations. Wilson 
already carries a substantial traffic volume and 

~Billiard Road is an element in the planned inter­
circumferential route wh1Ch would be one of the 

iaportant arteries in the community . Underpasses 
been indicated at each intersection. 

The Henderson Road grade crossing is located on one 
tbe few crossings of the Olentangy River near the 

edge of the city. Its ehmination could be 
~r.r,ed however if North Broadway were extended 

' , d . t as part of the north leg of the interme 1a e 
otial at which time thlS cxtens10n could 

for sep~ration of grades by means of an under-
the C. & O. 

The remainder of the crossings proposed for ulti­
elimination on Plate 6 include so~e additio~:\ 

ISIIt:Ln,& intersections but compr1se munly cross o~t 
~c:b would be created in the future by carrylng 
- b u ·or Street Plan . 

Yarious proposals of t e aJ · ngs have 
-.cat:Lc:ally all of the MaJOr Street cross~t certain 

included, the main exceptlons be~n~hio 11ne to 
i&'8eta intersecting the Baltlmore ~n ei ht scheduled 

aoutbwest, which now carr~e~ ~~n~ cr~ssings will 

:
:: per day. Many of the exlS separations of 

more critical in the futurc,uowever, the carry­
may be deferred f~r year~~ld be made a part of 

out of grade separatlons s~ ns or connections 
aew arterial str~et ex tens ~bilC priori ties have 

tbese cross rall l~nes •. many of the more 
indica ted, in general • fo~ these _ particularlY 

~~&cal intersections, some 0 d 0 to unforeseeable 
tbe later group - may change ~ future years, and 

and traffic volumes n 
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of. the eliminat1.on program will be necessary 
to t1me to make any adJUStments lndicated by 

lec1Uic situation at that moa.ent. 

a corollary to the program, cons1deration should 
also to the closing of minor street crosstngs, 
possible, to remove the hazar~s always present 
intersections. The City Planning Commission 

prepared a program for such eliminations 
the city, which includes most of those now 

and a similar program of closure, where 
: should be followed in the remainder of the 



-36-

Vlith the development of the motor vehicle, a whole 
new industry cace into being for the trausportation of 
commodities within and between cities. Because of their 
flexibility in operation, enabling direct door-to-door 
pick up and delivery without tho 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 transportin~ many kinds of heavy freight 
in addition to the lighter or less bulky commodities. 
Motor carriers have also tended to increa~;c gradually 
in size an<l weight, creating problems of highway design 
and their appropriate inte&ration with or separation 
from other traffic, particularly in urban areas. From 
tho standpoint of the physical commun1ty and their own 
operating efficiency, the locations of truck routes and 
terminals arc 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 terminal facilities should 
be rolateu to the other elements of the over-all Waster 
Plan. 

Existing Truck Terminals and Routes 

Tho locations of existin~ truck terminals in the 
Columbus area, together with tho present and proposed 
interml'diate truck routes, are shown on Plato 7, The 
size of circle indicates the approxJ.rnate number of 
inter-city truck movements to and from each terminal •. 
Tho five railroad freight houses are also shown on th~s map. 

Truck Terminals 

Of all the inter-city cargo carried by trucks, it 
is estimated that roughly one-half passes through truck 
terminals. Tbe use of such terminals for consol~dat~on 
and distribution of mixed freight is des1gned to overcome 
the inefficiency of pick up or del•very ot less than 
truck load lots in large tractor-trailer units. These 
terminals are usually individual establ~shments.- often 
small and scattered in different parts of the c~ty. 
Such scattering brings about duplicate col!cct•on and 
delivery service which results in a disproport~onato 
terminal cost as well as delay, and adds mater~ally to 
street congestion. 
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.here are nearly 60 motor truck terminals in 
me •• ~politan eo:umbus, housing some 90 separate motor 
carr~ers, These terminals have scattered in parts of 
the central, near west and near north &ections, but 
they have also tended to cluster in groups within some 
of these districts, For example, five terminals are 
located in the area between Spring and Maple Street 
west of the penitentiary and a number of others in 
the general area along Goodale Street east of the 
Olentangy, Several of these accommodate more than 
one freight carrier, Nearly 200 trips per day are made 
inbound and outbound at the te•minals wo:::;t of the 
penitentiary, over 150 trips per day to and from those 
in the other area, 

Terminals adjacent to the central business district 
are conveniently related for service to the wholesale 
and retail stores and to distributo•s within this area, 
There are seven truck terminals at the northeast edge 
of the district beyond Naghtea Street and east of the 
railroad freight houses, one of these terminals serving 
three separate operators, In the angregate 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 prov~do for fourteen separate 
carriers. More than 200 inbound and outbound trips are 
made to and from this area on an avorage day. 

A number of large term~nals are located in Grandview 
Heights and the section of Columbus to its.north along 
King and Fifth Avenues west of Olentangy R~ver Road, 
That on west Fifth Street is the largest in the Columbus 
area and all of these truckers combined acco~nt for 
neariy 600 inbound and outbound inter-c~ty tr~ps per day, 

Sm ller concentrations o( terminals are foun~ along 
a th of Broad Street and 1n the v~cinity 

Glenwood Avenue nor , 1 orne of the former are small, 
of hiouod and Centrali00

11~!t:r~city movements daily, and 
they average nearly t d Central Avenue nearly 
those ~long West Moun~es~~~ete~~inals on McKinle; Avenue 
200 tr~ps per day~ T fi ures; the larger term~nal 
are not included 1n tb~se g tor but the other is 
on McKinley houses a s1ngle opera ' lines, 

f . or six soparate used jointly by some 1ve 
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Industries without direct rail connections must rely 
entirely on truck transportation, and while these 
were omitted from Plate 3 , they are found 1n the same 
general areas, with the other plants, and are relatively 
f- in number. 

Truck Routes 

Due to the requirement of heavier street paving 
to accommodate large trucks, the noise and vibration 
frequently created, and the need for the most expeditious 
.avement of all types of vehicles, including motor 
carriers, it is obviously advantageous to establish 
definite truck r outes in appropriate relationship to the 
principal terminals and industrial areas and to encourage 
the locating of future terminals 1n districts served by 
these routes . Moreover, it is beco~1ng 1ncrcasingly 
evident that the modern thoroughfare system must recognize 
the requirements of all types of vehicles, and make 
suitable prov1sion for each if traffic congestion is to 
be avoided or even substantially lessened. 

Truck routes have been established in Columbus and 
are essentially the same as those delineated on Plate 7 
eKCept that several changes, additions, and cross 
connections have been made to take advantage of street 
t.provements to be constructed in the very near future 
and to r elate a little more closely to the pattern of 
trucking terminals, 

Being inter-city in character, truck routes natur­
ally foll ow the major radial highways leading ~o . and 
from the city . Thus, west Broad Street, East ;JaJ.n Street, 
V S 62 U S 33 and state Routes 104 and 3 are all part 
• • ' • • ' s t these such 

of the present and future system. ) om~ ~ t Mai~ Street 
as Cleveland Avenue (State Route 3 an a~ day volume 
are far from adequate to _handle the p~e=~~ ~thor 10ter­
of motor carriers in addJ.tJ.on to 1~~ace until additional 
city traffic - but will have to su 1 s can be built. 
arteries and especially the expressway! its 

1
nitial 

Tb i t f ·ound Street now n e mprovemen o ill t f the present crossing 
stage, including the improve~en w~ll improve conditions 
of the railroad and the SClO 0 i for both local and 
along this principal truck rou e 
inter-city traffic. 

. . . of width and consequently 
Except for the l1m1tatJ.~nsit of the radial thorough­

of traffic capacities, the maior r~ well located for this 
fares now designated for true s 3 
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purpose and the frontage is used either fo~ commercial 
or industrial purposes or is of a character that is not 
seriously affected by the truck movements. The latter 
is not true, however, to the north where the thoroughfare 
pattern has forced the designation of Fourth and su~it 
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 f~r as 
Chittenden, whence they proceed in both directions on 
Summit Street to Hudson, Indianola and Arcadin, b1·anching 
at the latter over alternate routes by way of North High 
directly or by Indianola and Morse to North High at the 
edge of the city. This current routing, unfortunate as 
it is, is dictated by the exigencies of traffic and tho 
existing widths of the various streets followed. The 
only alternative would be designation of Olentangy River 
Road as a truck route beginning at North Broadway (whero 
the existing bridge over the Olen tangy could accommodate 
sucb traffic), or starting at Wilson Bridge Road or at 
State Route 161, In either case trucks would be routed 
through residential sect~ons in part - wh~ch would 
generate considerable opposition thereto -and Olentangy 
River Road north of Henderson is now only two lanes 1n 
width. Routing of truclts on Olontangy River Rood would 
also require completion of the Sandusky leg of the 
inoerbelt in order to handle movements at tho edge of 
the business district. Thus, construction of the north 
freeway will provide the only completely sat1sfactory and 
permanent routing for trucks to and from tho north, 
Wbile the extension of Third Street to Summit and the 
extension of one-way movements on both Summit and Fourth 
Streets to Hudson Street will impr~vef~~nd~~~~~aw~~~e~~~~ 
for trucking as well as for other ra c, 0 tos 
further to depreciate property alMGs~~~l~x:~~~r~orf~r 
and consequently, the north freewa) 
trucking as soon as possible. 

to large trucks through 
It is not desirable to roui routes on Third and 

the downtown section. The existt~~less by tho lack of 
Fourth are made necessary, neve~ed by tbe 1nnorbolt 
a by-pass, which would be prov~ 

5 
on Mound and Fulton 

expressway. The volume of truckis fairly high but this 
Streets, especially tho forme~, While Ma~n Strcot 15 
is at the edge of tho distrlc • lumo of trucku 1s not high . 
designated a truck routo, tbe vo 
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~ed Truck Facilities and Routes 

lbe aotor carrier is a useful aediua of transportation 
Bbould be coordinated wit~ and co.pleaent or supple­

.._ otber transport media, particularly the rail-

~::~;a;;lt:~h:ough unfortunately except in a very few 
there is little evidence of such operational 

now in American c1t1es. Because of its 
in pick-up and delivery, the truck Will 

continue to increase in the baodl1ng of LCL 
and it would be to the advantage of both if 

.-4 truck facilities coul~ be coordinated so that 
efficient aediua •~gbt be used in each case. 

tbia, at least truck routes should be developed 
interferecce with local automobile traffic 

facilitate truck movements ana terainal operations -
a"'tion to protecting res1dential neighborhoods. 

~proposed ultimate ~nter-city truck routes are 
oa Plate a. Basically, the movement of trucks 
'- confined to the projected expressway syste~, 

~===t== by certain other maJor streets, ir.clud~ng 
' belt to facilitate commun1cation bet.een the 
~nal~ and the principal industrial and 

districts. For example, movements over u.s. 40 
froa Springfield, Dayton, and beyond would be 
~ tbe west freeway inst~ad of West Broad 
which would free the latter for local traff1c . 

to Cincinnati ~ould use the southwest 
connecting to the ?resent u. s. 62 at the d 

'"'c;e of Franklin County. i.!otcr carriers to an 
~ U S 40 would use the east freeway, 

east over • • f R<> nold~burg - tbe 

~ ~!:~e::o:~u~~r::~:;~!a~:}:~u!:o~:!rc~~~~e 
-er part of the outer 
distance east of Rernoldsburg. 

b specially useful for 
freeway ~ould ~ ~be existing Cleveland 

,.1f'ic, supplant1ng bot ~anola-High Street 
tbe Fourth-Summlt-lnd . crease the traff~c 

Tbis would substantia~l~h~nother nearby streets 
ot Cleveland Avenue annd a~ the same time 
vehicular movements : and beyond north 

te trucking tbroug Toledo-Detroit 
T.rucks destined tor the of a connection 

would rejoin U.S. 23t~Ye::! of the county; 
.. pr•ell&!ray at the nor . follow a route from 

would likew~~eo~ Westerville, ________________ __ 
to State te 3 nor ·:..-::=c= 
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Several of the other existing state and federal 
routes would be able to utilize the expressway system 
at least in part. Thus, truck traffic on u.s. 33 to 
and from the south would be routed on the east freeway 
through an interchange south of Berw1ck, and traffic 
on U.S. 33 northward would connect with the expressways 
west of the Sandusky interchange. However, this section 
of u.s. 33 is proposed to be rerouted in part in the 
future by way of a new thoro•Jghfare west of Dublin 
Road (as described in the l.laJor Streets report) and 
consequ~ntly the proposed truck route would follow 
this new alignment beginning at the edge of Upper 
Arlington, which would relieve the latter and the fine 
residential property along the present u.s. 33 to its 
north from the effects of trucking. 

Truck movements to the south on u.s. 23 and 
State Route 104 could utilize the southwest freeway 
as far as 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 th~ 
burgeoning industrial developr.~ents alone the Oho and 
the Toledo-Detroit areas, could by-pass tho c1ty 
completely via the proposed outer belt, 

A major advantage of the proposed expre~sway routing 
would be the removal of all inter-city truck1ng from 
the central business district by use of the various 
freeways and the inner belt around tho central area •. 
These and the several connecting arteries waul~ consld­
erably facilitate trucking in general by exped1tin~ 
traffic into and out of the commun1ty, wh11°_ 1:P~~;~~f 
circulation between the truck terminals and 10 u 
and commercial establishments. 

Terainal Areas 

. dicated on Plate 8 for A few areas have been_ 10 • There are advantages 
possible future truck term1na;:~als by a number of 
in the operation of_JOlnt te~ both centralized operations 
different lines, wh1ch perm~ ~ ign and joint facilities 
and better over-all termina esssiblo in tho future. 
should be maintained w~erevert~orocognizo tho benefits 
Many companies are beg1 nnJng dicated by the eight 
from unified operat~on, as ~:s used by three or more lines, existing terminals 1n Colum 
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The suggested future locations are all on or within 
easy reach of the proposed truck routes and adJoin 
railroad lines so that coordination of the two types 
of facilities would be possible. The area indicated 
on East Fifth includes several existing terminals and 
is 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 
is advantageous from the standpoint of serving commercial 
as well as industrial establishments in central Columbus 
and could be coordinated with warehousing on the peniten­
tiary site, should the latter be made available for 
other development, A union terminal in the vicinity 
of Phillip! 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 
oil storage facilities, The suggested union terminal 
area along East Livingston is_ close to the east freeway 
and adjoins a numbe~ of exist~ng ~ndustries, The 
location ncar the south end is within an area proposed 
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 
transport between cit1os. They concern the city Pla 
from the standpoint of the location and Ph"sical n 
adequacy of tho terminals and their relat1on to bus 
routing and the ovor-all thoroughfare and highway systems. 

. lnter-~ity service.in.Columbus is provided by 
e1ght bus l~nes, the_maJOr1ty ot which operate generally 
to other Oh1o commun1t1es, only the Continental Tra1lways 
and certain of the Greyhound lines providing direct 
routing to communities outside tho state. 

Existing Bus Terminals and Routing 

The preponderance of bus operations in Columbus 
are conducted from the Greyhound Term1oal at the southwest 
corner of Town and Third Streets, the Red Star tfay and 
Lake Shore lines usin~ this stat1on in addition to the 
Atlantic, Eastern and Great Lal<es Greyhound lines. The 
station is conveniently located and existing loading 
bays are reasonably satisfactory for current operations 
but additional space is needed for the standby parking 
of buses as well as tor the loading and unloading of 
passenger vehicles, which now interfere with traffic, 
particularly on Third Street. Two smaller terminals are 
used by the other bus lines. One of these, located on 
the oast side of Third street, slightly north of Rich, 
provides for tho Continental Trailways, which operates 
nationwide and the other -- on Town Street east of 
Fourth -- for the Colu~bus-Celioa and COlumbus-Marysville 
systems operating to nearby OhiO communit~eb. 

Tho present routing of inter-city buses in the 
Columbus urban area and the volumes of scheduled 
movements over those routes are shown on Plate 9. The 
destinations of the various routes are also indicated on 
this pla te . 

While the volumes vary somcwhat,,one or more lines 
are routed over each of the majOl' radlal hlghways 
entering tho city, the heaviest trnf!i~ occur~inf, on 
Cleveland Avenue 1'/ost Broad and E:1st .. un StHJOts. 

A total of 57 bu~e~ operate duri~C1 ~ 00~v~~==~ ~=~-~~ate 
Cleveland Avenue, but mure th~o ~o~utcr bcrvico botweoo 
at 17esterville and hence ~~ov~~ebusos routed to and Jrom 
that city and COlumbus. e t" 160 proVide • t<ubstantia 1 
the east over East :dain Stree a 
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.1t of commuter service between tbe citJ and 
uoldsburg, although the majority of these vehicles 

~perate to and from Zanesville. Tbe West Broad Street 
routes are all inter-city, providing connections witb 
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, 
tho 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 ll buses per day each way over 
a route following \lest IJound 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.S. 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, Springlield and Dayton, C1nc1n­
nat~ and smaller way points. The Canton route consists 
of 5 buses in each direct1on 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 tr1ps each 
way in addition to the 17 local comnuter round trip 
buses da~ly 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, summ1t, Indianola and 
North High) followed by the Great Lakes line doscrib~d 
earlier. Service to springfield and Dayton consists of 
20 buses each way using \?est Town, Central and l'lest 
Broad Street. The Cincinnati branch furnishes somo lO 
buses each way via West Town Street, Central Avenue 
and State Highway 3. 
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The Lake Shore System supplies local commuter 
and recular service to Reynoldsburg, Hebron, Zanesv111e, 
Pomeroy, Chillicothe, Newark and other communities, 
One branch, comprising 11 buses each way, operates 
to Granville and Newark over East Broad Street (State 
Route 16), Some 13 buses each way arc routed on East 
Main Street and u.s. 40 through Reynoldsburg to 
Hebron, Buckeye Lake, and Zanesville, Service to Athens 
and Pomeroy is spl1t Wlth 13 buses in each direction 
routed through Obet~ and Groveport v1a Parsons Avenue 
and Groveport Road and 6 buses each way over East Ma1n 
Street and U,S, 33, The Chillicothe line uses Third 
Street, 11bittier and South High, with 14 buses daily in each direction, 

Only three buses per day into and out of Columbus 
are opera ted by the Red Star 17ay. This line proceeds 
to Zanesville using the East ~ain-u.s. 40 routing and 
provides local service to intermediate Oh1o co~munities, 

The two lines terminating at the Columbus Bus 
Station on East Town Street are entirely intra-state! 
furnishing service to Marysville, Celina, Bellcfonta1nc, 
Liu Urbana, Piqua, Sidney and other Ohio. commurn ties, 
Tbe Marysville line with 7 trips in each d1rect1on da1ly 

Spring Street and u.s. 33 through Dublin; the Celina 
ita'lancb out West Broad Street comprises only one bus 

day each way. 

Volumes in Business Di 

the different inter-city lines in 
Y1c1n1ty of the bus terminals and volumes of each 
iilldJLcated on the insert on Plate 9. 

b ing the Greyhound large number Of us~s us of tra.ffic on Third and 
each day and tho ~o.~methereof are immediately 

Streets in the vic nl Ythe station on Third 
These veh1cles enter th 

150 
buses use the 

•·a:e on Town Street. More . an and should not 
daily, which is ~~~ ~~~=~s~;:ffic except that 

particularly Wl bl parking of private 
•aon the park1ng or dou e ssengers mainly 

to load or discharg: P~ th entorlng buses and Street, interferes bot . Wl 
traffic. 
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Th><O S<r_, - - ••d Rtoh "'-" '""-''"•• 
11o '"'•• ,.. dop, ""• 63 '"''' ••• ''"''' ,, '""''' •··•·· ........... ······· ..... , ~ ..... , ... , .. SUfficiently high, even With the turning ~ovements 
•... , .................... ,, ····· ,,,,, ... ,,,,_ "' 
Present rou t ing is dictated largely by the Pattern of 

Termin:tls - -

"•·ny "''"'' '' "''"· ''"'"• "'•• "' '"''• """• and the prohtbi tion Of certain turns at Particular 
intersections. Nonetheless, the movements could be 
Simplified and facilitated by use of portions Of the 
Proposed expressway system described in the Major Street 
report , as discussed in the following section. 

Proposed Inter-City Bus Routing and Improvements 

A proposal to enlarge the exlsting Greyhound bus 
terminal at Town and Third Streets Was lncluded 1n the 
Central Business District Report . This could be done 
initially by acquiring tbe property now used as a 
commercial park1ng lot lmmedlately west ot the station. 
Ultima t ely, if patronage and opera tions warranted, the 

rt now occupied by a supermarket south Of the 
••••• y •• ,, .,,,, ...... ••••••••• ............ . ••••:!•g ,:,,,,,, lor ''''''' ••••••••• •••• ••• ''''' ..... ·. '" "" "'"" ........ , ............. , .. 
'" ~

11

,' "" '"'""'• Tho ,.,.,,,. '"' "'"" ••~ ''' needod n ontinentnl Trailways trips daily is QUite 
tho to~ ' "" ..,,.,, ; 0 •Hu06 ,,., ,.,., ''' ""' .. ,,, ,,,, : ,,. ,,,,,, ····•·••·• ., . ····· ..... , .•. loading Drond the adjoining supermarket) from Rich to 
'""";• ::. '" ........... , ............. ··~ ..... . 
T>i<d '' ,~,<>to ltoo ••old '''"'" •<<bor ,,.,,,,,, .. ·······: ........ , .. ... ........... ,, ........... . 

of tbc ":•operations could be better conducted at the 

,,,, ""t .. , .... ,, ........ •••••••• ••• •••••• ....... ... nearby Jcable arrangement between the lines could be 
and an sm 
made. 

Tbe cx1sttng Columbus Bus Statton on East Town 
t appears to be adequate for Present Purposes. 

Strcestation is also Used now for the Grove City buses 
TblS were troatod ns Part ot the local services 
whlC:.ibed in tbc Transt t Report nnd a r e expected to 

"" .... of "' ........ "''~·-· ......... ., •• ,, "' be a 
0 

Tho prosont station appears adequate tor the tutu~-~ity routes, including likely expansion. 
jntcJ 
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Bus 

Construction of the projected expree ... y systea, 
includiac the iaaerbelt, and of certain other tharoueb­
fare h!p•ov-nts described in the llajar Staeet Report, 
~d creatly facilitate illter-city bull ~tine tbrouP 
Mtropolitu Oollmbus ill the fataae . 'l'bus, -t of 
the present lillee ~d be able to aae tbe eapres ... ys, 
at least in part, thereby .. illta1Dinc bieber speeds ud 
avoiding much local traffic couceation. 

Specifically, all linea now routed to ar frca tbe 
west OYer West Town and Broad Streets ~d utilise tbe 
west freeway in ita entirety enterinc or leaYiac down­
ton. Oolnpoos via the Suduaky iatercbauce aDd Loac-
8pr1Jlc Streets. Lines presently ~ted to CiociDDati, 
Cbillicotbe, and Charleston could use the southwest 
freeway, the buses to Chillicothe and Charleston 
lliwaDcbiDC off at the proposed outerbelt connection to 
cu pz'esent routea followtnc South B1Cb (U. s. 23) and 
&Ute Roate 104 respectively • Routes to the east and 
-cuast now traversiDC Maio Street and u.s. 33 would be 
able to use the east freeway, at least in part, and 
•+ ••• buses OYer u.s. 40 could use tbe freeway in Us 
~ty. Bzcept for the coeenter service to Westerville, 

~~~~~to~~t~b~e~!:nartb - both to the Cleveland and to the areas - would be expedited over tbe north 
and tbe connections to State ROute 3 and to 
north of tbe city. 

fee linea would continue to follow essentially 

=
:;~:t routing. Tbese include tbe Columbus­

buses out Dublin aoad and tbe service to 
and •nark via Bast Broad Street. SOlis local 

a&&eeervice to Qbetz and Groveport over tbe Parsons 
~II'CIIYEipclll't lklad Branch of the PoMroy line uy be 

bat the aajority of these buses could be espedited 
f d u s 33 ca.auter 

the east.l~eewayl~nbe fa~ilitated by following 
to WestervJ. e wou Collmb\IB and 17th 

fleeway between ~ownt~Cleveland Avenue and 
.._ao:~e:::tc~::~~:~ ~rvice to Reynolds~~:. 
woald be speeded through uti~!:;~!~~o: of 

west of Fainrood Avenue. t the 
lpl.at:ed u_tensions of Le~::r: !:::u:ir:Ct routing 

iatEII'cbaDCe would prov operating over Broad 
-:;:~:.far tbe line now 
111 Road. 
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Inter-city bus operations within dowatowa Ooluwhq• 
would be greatly simplified by tbe espr .... a, routtoca 
also, most lines utilizing tbe inner belt to entrtea or 
exits at Third, Fourth, Long and Sprinc Streets. Tbua, 
these lines would be confined almost enttrelJ to tbe 
forenamed one-way arteries and Broad Street. 
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