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Within the state of 
Ohio, Columbus is the 
only major city that 
has continually seen 
a steady increase in 
population .

Columbus sits in 
the center of the 
state of Ohio, and 
is both the capital 
and largest city in 
the state .

With a 
population 
of more than

800,000
Columbus     
is the

15th
largest city  
in the U .S .

COLUMBUS TODAY 
A GROWING REGIONAL HUB

Columbus is the 
fastest growing 
metropolitan area in 
the Midwest, leading 
in both population 
and job growth .

Source: U.S. Census data, 2000 - 2014
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THE CITY OF COLUMBUS
The City of Columbus is a 218 square mile area 
located in Central Ohio. The political boundary of 
the city is located almost entirely within Franklin 
County, except for a small extension into Delaware 
County to the north and Fairfield County to the 
southeast. Census population estimates for 2014 
put the current city population at 835,957, or about 
42% of the total population for the Metro Area. 

COLUMBUS METRO AREA
The Columbus Metropolitan Statistical Area (Metro 
Area) comprises a 10-county area surrounding the 
City of Columbus. Those 10 counties are: Delaware, 
Fairfield, Franklin, Hocking, Licking, Madison, 
Morrow, Perry, Pickaway, and Union. The 2014 
Census population estimates put the current Metro 
Area population at 1,994,536.

MORPC (MPO) PLANNING AREA
MORPC, the Mid-Ohio Regional Planning 
Commission, serves as the Metropolitan Planning 
Organization (MPO) for Columbus. As such, 
MORPC is responsible for developing the 
Metropolitan Transportation Plan (MTP). The 
MPO planning area extends beyond the City 
of Columbus, encompassing all of Franklin and 
Delaware counties, as well as small portions of 
Licking and Fairfield counties.

COLUMBUS REGION
The 15-County Central Ohio region (or Columbus 
region) consists of the same 10 counties within 
the Metro Area, plus the following 5 additional 
counties: Fayette, Knox, Logan, Marion, and Ross. 
These 15 counties comprise the regional planning 
area covered by MORPC.

COLUMBUS IN CONTEXT

CITY OF COLUMBUS

MORPC (MPO) 
PLANNING AREA

COLUMBUS       
METRO AREA

CENTRAL OHIO    
(COLUMBUS) REGION

!

!

!

!

!

Area Boundaries
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HISTORIC GROWTH 
The 1950s marked a significant shift in 
development policy for the City of Columbus. The 
city started to expand as a result of an aggressive 
annexation policy to capture suburban growth. 
By 1957, the city had doubled in size, and by 1972 
it was four times larger than it had been in 1954. 
Much of this growth was enabled by the shift to 
an automobile-dominant transportation system, 
and the construction of the outerbelt in the late 
60s/early 70s. By 1990, Columbus had become the 
largest city in Ohio, in both size and population. 

POPULATION TRENDS
In the 1950s, prior to the city’s outward expansion, 
the population was close to 400,000 people with 
around 30,000 living in downtown. The physical 
size of the city in 1950 can be seen in the image to 
the right in blue, compared to its size today shown 
in grey. As the city expanded and the highways 
were constructed the population moved along 
with it, leaving the downtown and inner city for 
the suburbs. By the year 2000, only 3,500 people 
were still living in downtown Columbus. Plans to 
revitalize downtown and major housing initiatives 
have since facilitated an increase in the number 
of residents downtown, and national trends point 
toward a continuation of this type of growth. 

More than 7,000 people are now living in 
downtown Columbus, and this shift represents 
the first long-term increase in the downtown 
population since 1950. As of 2014, 42% of the 
Columbus Metro Area population lived within the 
City of Columbus boundaries.

A SHIFT IN JOB GROWTH
Between 2000 and 2010, job growth in the region 
was slightly positive at 1.2%. Much of the growth 
that occurred was located outside of the I-270 
outerbelt, while downtown Columbus experienced 
a decline. As the national economy has regained 
its footing, so has the economic growth in 
Columbus. 

However, employment outside of the city itself 
still exceeds employment within its boundaries. 
As of 2014, only 43% of the Columbus Metro Area 
population worked within the City of Columbus 
boundary.

1950

1990

GROWTH AND DISPERSAL
City of Columbus Boundaries

Data sources: Columbus Annexation Records; U.S. Census
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NATIONAL STATUS

Source: U.S. Census, 2014 Population Estimates

LARGEST CITIES IN THE U.S.
Columbus has been ranked 15th largest city 
in the United States since 2000. In that time, 
comparable midwestern cities such as Detroit 
and Cleveland have seen drastic declines in 
population. Columbus has continued to outpace 
its peer cities in population growth, and is 
among the 15 fastest growing cities in the U.S. 

Despite its status in the nation in terms of 
population and growth, Columbus remains 
the largest city in the U.S. without any form 
of rail transportation. The 14 cities with larger 
populations than Columbus each offer some 
form of rail transportation in combination with 
traditional bus service. At the minimum, this 
includes Amtrak passenger rail, or a monorail-
style service between the airport and major 
employment hubs. 

Out of the 15 fastest growing cities in the U.S., 
one has already surpassed Columbus in size 
and four are quickly closing in. All five of those 
cities (Austin, Seattle, Denver, Charlotte, and 
Fort Worth) offer rail service as part of their 
transportation systems. With current trends 
indicating desire for alternative transportation 
options including premium transit, this may 
have an impact on how well Columbus is able to 
compete on a national level in the future.

Note: Numbers in parenthesis indicate national ranking.

New York, NY

Los Angeles, CA

Chicago, IL

Houston, TX

Philadelphia, PA

Phoenix,  AZ

San Antonio, TX

San Diego, CA

Dallas, TX

San Jose, CA

Austin, TX

Jacksonville, FL

San Francisco, CA

Indianapolis, IN

Columbus, OH
835,957 (15)

8,491,079 (1)

3,928,864 (2)

2,722,389 (3)

2,239,558 (4)

1,560,297 (5)

1,537,058 (6)

1,436,697 (7)

1,381,069 (8)

1,281,047 (9)

1,015,785 (10)

912,791 (11)

853,382 (12)

852,469 (13)

848,7889 (14)

Populations of the                      
15 Largest Cities in the U .S .

Source: U.S. Census, 2014 Population Estimates

Population Size and Growth Rates of the Fastest Growing Cities in 
the U .S . Closest in Size to Columbus
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A Multimodal Future
Throughout the United States, attention 
has shifted back to city centers in the past 
several years . Cities are leading the way 
in job creation and housing construction . 
Businesses are looking to locate in vibrant, 
attractive cities where their workers want to 
live . More and more people of varying ages 
and demographics want options in where 
they can live and how they get around, and 
cities are seeking to add these options to 
attract residents of all ages .

There is tremendous opportunity for 
Columbus to attain these goals in its future . 
The Connect Columbus plan is a strategy 
to seize those opportunities, and will 
focus on how to adapt and modernize the 
transportation system in order to support 
desired growth and economic activity . The 
intent of the plan is to create a unified vision 
for a transportation system that prepares 
Columbus for the future that its community 
articulated in the Connect Columbus 
planning process . This planning process 
includes collaboration with MORPC on the 
2016 MTP update and COTA on the NextGen 
plan to ensure a cohesive and regional vision .
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CONNECTING   
PAST PLANNING

DOCUMENT REVIEW
Transportation has always been an important 
topic in Columbus and Connect Columbus is not 
the first attempt to plan for the future. Looking 
forward it is important to consider previous 
planning efforts that have investigated ideas for 
transportation, connectivity and urban mobility. 
Many of these ideas come from citywide planning 
efforts that emphasize high-level opportunities 
and aspirations, while others come from 
neighborhood and small-area plans that define 
specific project ideas in finer detail.

As part of the Connect Columbus planning 
process, over 200 planning documents were 
reviewed including city and regional documents, 
technical documents, neighborhood plans, 
township plans, corridor plans, and documents 
for neighboring jurisdictions. Following is a brief 
summary of key documents that were reviewed, 
listed in chronological order.

COLUMBUS         
COMPREHENSIVE PLAN (1993)
Transportation was only a piece of the 
Comprehensive Plan puzzle, but was recognized 
as an integral component in the future growth of 
the city. Key impacts of this plan on transportation 
planning in Columbus include:

 ▪ Consideration of the impacts of future land 
use decisions

 ▪ Development of the Columbus Thoroughfare 
Plan 

 ▪ Introduction and recommendation of 
strategies for reducing congestion through 
transportation demand management, 
transportation system management, and 
enhancement of transit operations 

 ▪ Identification of bicycle and pedestrian 
facilities as essential components of a 
balanced transportation system

Current and past thinking about the 
future of transportation throughout 
Columbus, found in more than 200 
planning documents
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VISION         
AND GOALS
The visions and goals from each of the 
planning documents reviewed influenced 
the goals that were created for Connect 
Columbus. After receiving public input, 
the following goals were established:

NEIGHBORHOOD VITALITY
Through placemaking and 
community development, 
be responsive to 
neighborhood’s character 
and needs.

HEALTH + SAFETY
Balanced access for 
walking, biking, and 
active transportation that 
promotes health, well- being, 
and safety citywide, while 
protecting needs of our 
most vulnerable populations.

EQUITABLE ACCESS
Provide quality 
transportation choices to 
jobs, housing, education, 
social services and general 
city life that are socially and 
economically inclusive of all.

SUSTAINABILITY
Promote sustainable and 
renewable transportation 
options, aimed at reducing 
resource consumption.

ECONOMIC DEVELOPMENT
Build infrastructure to 
attract and retain jobs and 
minds, while connecting and 
enhancing access.

FISCAL SUSTAINABILITY
Prioritize transportation 
investments that can be 
sustained long term.

CITY OF COLUMBUS 
THOROUGHFARE PLAN (1993)
The Thoroughfare Plan was developed as part of the 
1993 Comprehensive Plan with the intent to:

 ▪ Establish a classification system for the Columbus 
street network

 ▪ Be used as a tool for coordinating land use and 
development decisions within those corridors

DOWNTOWN COLUMBUS 
CIRCULATION STUDY (2006)
The Downtown Columbus Circulation Study 
was developed to study traffic circulation 
within downtown and the potential impacts of 
recommended changes. The plan:

 ▪ Established the concept of livability as a critical 
component in the future of downtown 

 ▪ Identified a need for rebalancing transportation in 
the core. 

 ▪ Evaluated previously recommended pedestrian, 
bicycle, and transit improvements

 ▪ Evaluated one-way to two-way street conversions

 ▪ Focused on projected growth in downtown and 
how to accommodate the associated traffic while 
enhancing livability

DOWNTOWN COLUMBUS 
STRATEGIC PLAN (2010)
The Downtown Columbus Strategic Plan (DCSP) 
introduced an overall vision to guide the revitalization 
of downtown, and created a series of principles, ideas, 
and strategies that support that vision. The DCSP was 
followed by the Downtown Action Plan, a guide for 
implementation currently in progress.

METROPOLITAN 
TRANSPORTATION PLAN (2012)
The purpose of the Metropolitan Transportation Plan 
(MTP) is to guide investments in transportation for 
the region as part of a continuous and comprehensive 
planning effort. The plan includes:

 ▪ Recommended strategies for maintaining and 
improving the region’s transportation system 

 ▪ Projects identified through a collaborative and 
public process that meet specified criteria

 ▪ An emphasized focus around creating complete 
streets and lifelong communities 

 ▪ Growth projections showing an increasing, 
diversifying, and aging population
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COTA TRANSIT                                 
SYSTEM REVIEW (2012)
The Transit System Review (TSR) is a document 
that outlines how COTA could most effectively 
invest available funding through the year 2017, 
setting the stage for longer-range planning. 
Components of the TSR included:

 ▪ Assessment of COTA’s existing bus network

 ▪ Evaluation of existing and potential 
technology upgrades

 ▪ A bus network service plan identifying the 
proposed re-structuring of COTA’s network 
and associated service levels

 ▪ A Downtown Operations Plan

 ▪ An Implementation Plan

Key recommendations in the TSR include:

 ▪ New all-day service

 ▪ High frequency networks

 ▪ More frequent crosstown services

 ▪ Better access to suburban jobs

 ▪ Improved downtown operations with reduced 
bus volumes on High Street 

 ▪ A doubling of the core network of high 
frequency routes from 6 to 12 (Routes 1, 2, 5, 
8, 9, 10, 14, 15, 80, 92, 95 and the BRT Line)

COTA LONG RANGE                           
TRANSIT PLAN (2012)
The 2012 Long Range Transit Plan (LRTP) is a 
comprehensive plan to guide improvements to 
the transit system in the Central Ohio region 
through the year 2035 and beyond. The major 
themes driving plan development were based on 
the needs expressed by the community during 
public involvement activities in late 2011 and early 
2012. The plan identifies and prioritizes future 
transit investments for:

 ▪ Fixed-route bus service

 ▪ Mobility services

 ▪ Intelligent transportation systems

 ▪ Strategic transit investments

 ▪ Customer service

 ▪ Other service improvements

ADDITIONAL KEY PLANS
Downtown Plans
Documents such as the 2013 Downtown Design 
Guidelines, Downtown Streetscape Plan (2000)  
have helped to guide design and development 
throughout downtown. These guides establish 
certain expectations for projects in downtown, and 
encourage the creation, as well as preservation, of 
a high-quality and well-designed place.

The Downtown Action Plan represents an effort 
to evaluate and implement transportation 
improvements presented by the DCSP. The City 
has already completed a number of projects that 
have emerged from this process, and the effort is 
expected to conclude in 2015.

Neighborhood and Community Plans

Columbus neighborhoods have a long history of 
working with the city to create small area plans 
that define needs and opportunities in greater 
detail than what is typical at a citywide level. 
Although these plans often involve a broad range 
of issues and themes, they have all identified 
potential transportation projects, policies and 
future studies intended to explore feasibility of 
capital improvements.

Safe Routes to School Travel Plan and 
Health Impact Assessment (HIA)
The Columbus City Schools Large District 
School Travel Plan outlines the school district’s 
intentions for enabling kindergarten – 8th grade 
(K-8) students to engage in active transportation 
(walking, bicycling, or rolling) to and from school. 
The Travel Plan:

 ▪ Involved key community stakeholders to 
identify barriers to active transportation 

 ▪ Created recommendations and 
countermeasures to address the identified 
barriers

 ▪ Created a vision for how to identify safe 
and direct routes to school that encourage 
students to walk and bike to school. 

Funding was also allotted to perform a Health 
Impact Assessment (HIA) on the plan to ensure 
that current social and health disparity gaps in the 
Columbus City School District are lessened by the 
plan instead of risking the inadvertent widening of 
those gaps. 
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TRENDS IN 
TRANSPORTATION

The following chapters will delve deeper into the intricacies of how 
transportation in Columbus functions today, and how the Connect 
Columbus project aims to improve it . This Factbook is an initial 
piece of the Connect Columbus project, illustrating and assessing 
the existing conditions of the transportation system in Columbus .

A look into the current status of 
transportation in the City of Columbus

4 of every 5 
people in the 

City of Columbus 
drive alone       

to work.
Source: American Community Survey 2013

CITY OF COLUMBUS MODE SHARE



12 EXISTING CONDITIONS

How Does              
Columbus Stack Up?
In 2013 the average travel time for 
commuters driving alone to work in the 
Columbus Metro Area was 23 minutes; that 
is shorter than comparable cities like Atlanta 
(29 minutes), Austin (26 minutes), Cleveland 
(24 minutes), Minneapolis (25 minutes), and 
Portland (26 minutes) .

Despite the relatively short commute 
times, the average commuter 

in Columbus spent 41 hours          
sitting in traffic in 2014 .41

Source: Texas A&M Transportation Institute, 2015 Urban Mobility Scorecard

Source: 2013 American Community Survey

Average Travel Times by Mode
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Columbus offers a rapid auto commute, but few other options 
for getting around compared to peer cities .

Portland (50)

Austin (33) Atlanta (43)

Atlanta (50)

Cleveland (51)

Cleveland (47)

Columbus (30)

Louisville (28)

Minneapolis (58)

Austin (52)

Columbus (47)

Louisville (43) Minneapolis (81)

Atlanta (46)

Cleveland (57)

Portland (63)

Columbus (40)

Austin (35)

Louisville (31)

Portland (72)

Minneapolis (65)

0 100

0 100

0 100

Transit Score

Source: Scores for each city were obtained from walkscore.com

Bike Score

Walk ScoreTM

TM

TM

A score of 30 puts Columbus in the 
category of having “Some Transit.”

A score of 47 puts 
Columbus in the category 
of “Somewhat Bikeable.”

A score of 40 puts Columbus in 
the category of “Car-Dependent.”

The peer cities selected for comparison demonstrate a breadth of conditions in terms of transportation, providing 
examples for Columbus to aspire to as well as to stay ahead of. Lower scores indicate less favorable conditions for 
each mode of transportation, while higher scores indicate better and higher quality accommodations.
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TRANSPORTATION AND HEALTH
Heart disease, lower respiratory diseases, stroke, 
diabetes and cancer are the leading causes 
of death in Columbus and Franklin County, 
accounting for more than two-thirds of all deaths. 
Commonly known as chronic diseases, they are the 
most common, costly, and preventable of all health 
problems. Because the transportation system helps 
shape how communities are designed and operate, 
it can have a significant influence on public health. 
By influencing individuals’ travel decisions – and 
thus their levels of physical activity, air pollution 
exposure, and crash risks – transportation planning 
decisions can affect major health outcomes. 

HEALTH IN CONTEXT
Physical Activity, Obesity, and Diabetes
Obesity is a major contributor to the prevalence 
of chronic disease. Obesity is defined as having 
a Body Mass Index greater than 30. Nationally 
since 1980, adult obesity has more than doubled 
and childhood obesity has more than tripled.1 
Columbus is no exception: 

 ▪ In 2013, 64% of Franklin County adults were 
overweight or obese2 (up from 59% in 20053, 
and 48% in 19954) and 35% of 3rd graders were 
overweight or obese (up from 31% in 2009).5

 ▪ In 2000, only 6% of Franklin County adults 
had been diagnosed with diabetes.6 By 2009, 
that number had increased to 10%, which is 
comparable to the percentages in Ohio.7

Active Transportation
While physical activity levels related to recreation 
and exercise have remained fairly stable over time, 
the primary reason for this increase in obesity is 
a reduction in physical activity associated with 
transportation. Automobile travel is positively 
associated with sedentary living and increased 
body weight, whereas increased walking, cycling 
and public transit ridership are correlated with 
reduced chronic diseases.8 

1  Centers for Disease Control and Prevention. Facts 
About Obesity in the United States.
2 Columbus Public Health, 2013. Franklin County 
HealthMap 2013.
3 Columbus Public Health, 2005. 2005 Franklin County 
Community Health Risk Assessment - Indicators at a 
Glance.
4 Columbus Health Department, 2002. 2000 Columbus/
Franklin County Community Health Risk Assessment.
5 Columbus City Schools
6 CHD, 2002.
7 CPH, 2013.
8  Harvard T.H. Chan School of Public Health. “Physical 
Activity and Obesity.”

Active transportation in Columbus is slightly lower 
than the national average:

 ▪ From 2009-2013, only 7% of trips to work were 
taken by walking, biking, or public transit9, 
compared to 8% nationally.10

 ▪ In 2014 a survey of parents with children in 
Columbus City Schools found that about 16% 
of students walked to school and 0.25% biked.11 
The national average with 18% of students 
walked to school and 2.2% biked.12

Air Quality & Asthma
Transportation is a major source of pollution, 
generating air, soil, water, and noise pollutants, 
including particulate matter, carbon monoxide, 
nitrogen oxide, and carcinogens.13 Even moderate 
concentrations of ground-level ozone and particle 
pollution in the air make it more difficult to breathe 
for older adults, young children, and those who 
suffer from heart disease and respiratory problems 
such as asthma, bronchitis, and emphysema.14

 ▪ In 2008, 16.5% of children in Franklin County 
under the age of 18 had been diagnosed with 
asthma, which was higher than the percentage 
of children in Ohio (15.4%) and the U.S. (14.0%), 
and almost double the Franklin County 
childhood asthma rate in 2000 (8.5%).15

 ▪ In 2009, asthma was the fourth-leading cause 
of hospitalizations in Franklin County, resulting 
in over 12,000 hospitalizations averaging 
almost $14,000 in charges per hospital stay.16  

 

9  U.S. Census Bureau. American Community Survey 
5-Year Estimates 2009-2013.
10 U.S. Census Bureau. Historical Time Series: Journey to 
Work.
11  Columbus Public Health, 2015. Columbus Safe Routes 
To School District-Wide Travel Plan Health Impact 
Assessment.
12 The National Center for Safe Routes to School, 2013. 
Trends in Walking and Bicycling to School from 2007 to 
2012.
13  Mid-Ohio Regional Planning Commission. Air Quality 
Resources. Web, May 2015. <http://airquality.morpc1.org/
resources.cfm>
14  American Lung Association, 2015. State of the Air 
2015.
15  Ohio Department of Health, 2012. Ohio Asthma 
Hospital Discharges Report, 2004-2009.
16 ODH, 2012.
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In 2013, 32% of Franklin County 
residents were overweight, and an 

additional 31% were obese .
Source: Columbus Public Health, 2013 . Franklin County HealthMap 2013
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Obesity
Obesity rates are highest in the Near East, South 
Side, and Linden neighborhoods of Columbus, 
with rates above 35% in 2005. The Near East 
neighborhood had a much higher proportion of 
overweight residents at 75%, compared to 65% in 
South Side and Linden. Northeast Columbus and 
the Northland areas also experienced obesity rates 
above 25% and more than 60% of residents being 
overweight.1 

The map shown illustrates the percentage of the 
population considered obese (having a Body Mass 
Index greater than 30). 

1  Columbus Public Health, 2005. 2005 Franklin County 
Community Health Risk Assessment

Active Transportation
While about 11% of Columbus residents commute 
by a mode other than automobile, that rate varies 
widely throughout the City, 

• With the exception of the OSU campus area, 
no census tract in the city reported walking, 
biking, and transit rates more than 50% 
between 2009-2013. 

• Neighborhoods such as Downtown, Near East, 
Short North, University District and South 
Linden reported some of the highest rates of 
walking, biking, and transit use around 25-50%. 

Travel patterns for school children can be fairly 
complex, making it difficult to walk or bike. Middle 
schools have lower rates of walking and biking, but 
there are fewer middle schools and students have 
longer distances to travel. Neighborhood schools 
attract more local students, whereas lottery/
magnet schools attract students from all over the 
city. Although no school reported more than 50% 
of students walking and biking to school, there are 
several schools where the rate exceeded 30%.1 

1  Columbus Public Health, 2014. Columbus Safe Routes 
to School 2014 Parent Survey.

KEY CHALLENGES
Obesity in Columbus

 < 15%     15-25%   26-30%   > 30%     (no data)

16
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Auto Emissions and Asthma
By modeling traffic volumes across the region, 
we can estimate the impact of auto emissions, in 
metric tons, on people living in close proximity to 
major roads. The greatest concentrations of auto 
emissions are found in the following areas: 

 ▪ Downtown, Short North, Franklinton, Near 
East, Near South, Weinland Park, University 
District, Linden and Far East neighborhoods, 
as well as all of the major highway corridors

 ▪ Neighborhoods experiencing high asthma 
rates such as the West Side (includes 
Franklinton), Near East, Far East and 
Northland, all of which had asthma rates 
above 10% in 2005 

Emissions in Columbus

   0.117/day             to             2,300/day    (no data)

Measured in metric tons of CO2 emissions per 100 sq ft

Socioeconomic Status in Columbus
Equity 
Chronic disease rates and risk factors are higher 
among populations of low socioeconomic 
status.1 Socioeconomic status is defined for 
this analysis as a combination of the following 
factors: income, race/ethnicity, educational 
attainment, unemployment, home value, and 
household crowding. Low socioeconomic status 
is characterized by a combination of low income, 
racial minority, low educational attainment, 
high unemployment, low home values, and high 
household crowding. The most socioeconomically 
vulnerable neighborhoods in Columbus are 
Franklinton, Hilltop, Far West, Linden, Near East 
and South Side, as well as Northland, East and 
Southeast Columbus.  

1  Columbus Public Health, 2010. Unequal Health.

lowest                to             highest         (no data)

17
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Disability
About 11% of Franklin County residents in 2013 
reported having a disability. People with disabilities, 
when compared to those without disabilities, have 
significantly more barriers to quality health care and 
are more likely to develop a chronic disease. They 
are also often more dependent on public transit or 
paratransit services for transportation purposes. 

Neighborhoods in Columbus with the most people 
with disabilities (both in terms of proportion of 
overall population and density per square mile) 
include Hilltop/Westland, Linden, Near East, South 
Side, Northland, and East Columbus.

Healthy Food Access
Only 24% of people in Franklin County live within 
1/2 mile of a grocery store, and on average, people 
must go nearly two times farther to get to the 
nearest major grocery than they do to reach a 
fast food restaurant. The 2014 Food Balance Ratio 
Analysis from Columbus Public Health illustrates 
this by comparing the average distances to the 
nearest grocery stores and fast food restraurants 
in each census block. A ratio of less than 1 means 
that the distance to the nearest full service 
grocery store is shorter than the distance to the 
nearest fast food restaurant, while a ratio greater 
than 1 means that a fast food restaurant is closer. 

Disability in Columbus

  < 600     

   < 1          1 - 2.5        > 2.5             (no data)

Ratio: distance to fresh grocery/distance to fast food

Disabled population per square mile

600 - 
1,200

1,200 - 
1,800

> 1,800 (no data)

Access to Health Food in Columbus

18
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A Healthy Future
Chronic diseases present a real and 
increasing threat to the social and 
economic stability of Columbus and 
Ohio as a whole . Transportation 
planning decisions can have significant 
impacts on things such as air pollution, 
crash risk, and opportunities for 
physical activity, but also “upstream” 
impacts in the form of mobility 
and access, which affect the social 
determinants of health . To the extent 
that local transportation policies can 
address these problems and target 
investments in the neighborhoods most 
in need, the Connect Columbus plan 
has great potential to improve public 
health, safety, and equity . 
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ECONOMIC DEVELOPMENT
The Columbus region has always had a diverse 
economy with a large presence in a number of 
different sectors, which has contributed to much 
of its economic success. As trends show continued 
growth in population, employment, and the local 
and regional economy, private and public leaders in 
Columbus have been consistently progressive and 
forward-thinking to sustain continued economic 
success. 

The Connect Columbus project team carefully 
considered and identified areas in and around the 
city that are likely to experience growth. As part 
of the planning process, the project team met 
with the City of Columbus and other economic 
development professionals to assess both future 
employment and development potential. Two 
types of growth areas were considered as part of 
this process:

 ▪ Identified Growth Areas - parts of the city 
that are already part of efforts to grow jobs 
and attract development and redevelopment. 

 ▪ Potential Future Growth Areas - longer-term 
opportunities that exist throughout the city. 

Finally, projected trend data from MORPC was 
obtained to highlight other areas of employment 
growth. Analysis of this data helped to identify the 
priority job centers and transportation corridors 
throughout the city that need to be considered as 
the Connect Columbus planning process continues. 

IDENTIFIED GROWTH AREAS
1. Downtown Columbus is a key employment 
center of the region, home to City, State, and 
County government, as well as the headquarters of 
large corporations, employers, and medical centers 
with numerous development projects underway. 
There is increased demand for office space 
downtown, with the lowest vacancy rate seen in 
more than 20 years.

2. The Ohio State University (OSU) represents 
a major secondary job center, with more than 
58,000 students and 33,000 employees. The 
Wexner Medical Center expansion is projected to 
create 6,000 new jobs.

3. Polaris/Gemini is a major regional retail 
destination with a 1.5 million square foot mall. It is 
also a major job center with numerous corporate 
office buildings.

4. Easton is another major regional retail 
destination with 1.8 million square feet of retail 
space. More mixed use in character, Easton 
has substantial residential and office uses and 
additional expansion is expected. 

5. The Short North has a residential population 
and development that continues to grow just north 
of Downtown. 

6. Rickenbacker is home to major air, road, 
and rail transport companies and logistics is a 
key component of the region’s economy. The 
Rickenbacker Inland Port is predicted to continue 
to grow substantially in the future.

7. Port Columbus has become a key focus area for 
the city. The City aims to make Port Columbus a 
center of regional job growth and create a business 
development district around the airport. The 
addition of more flights into and out of the airport 
and transit connections between the airport and 
downtown are also being explored.

8. Hamilton Road is a corridor south of SR 161,
adjacent to the residential and job growth 
occurring in New Albany. It is expected that this 
area will begin to develop with additional retail, 
residential and office development.

9. East Broad around Mount Carmel East at 
the intersection of I-270 and Broad Street, is a 
significant job center and presents the opportunity 
to create a medical cluster in this area of the city.

The City of 
Columbus is 

expected to add 
approximately 

130,000 people 
by 2040 . 

Source: MORPC Land Use Model 2015
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POTENTIAL                    
FUTURE GROWTH AREAS
A. West Broad Street – As the western gateway 
into the city, West Broad Street has seen 
significant redevelopment as large-scale retail 
uses begin to reach the end of their useful life. 
The construction of the Camp Chase Trail and 
associated park spaces will begin to link areas 
of the neighborhood together and create a new 
type of connectivity to the rest of the city.

B. Brice/Tussing – As an eastern gateway to 
the city, there are plans to make improvements 
at the I-70 and I-270 interchanges to ease 
congestion, but funding has yet to be allocated. 
These improvements are fundamental to future 
growth in the area.

C. Crosswoods – At the northern edge of the 
City along High Street, Crosswoods is an insular 
office, restaurant, entertainment, and hotel 
development. Improved connections and transit 
could allow this aging development to be recast 
as a more integrated mixed use neighborhood 
that becomes an anchor for this area.

D. SR 161 – This corridor east of I-71 is similar in 
many ways to the other gateways in Columbus 
in that it is a mix of aging retail and office uses 
along a high-volume corridor. Opportunities exist 
to capitalize on this investment in infrastructure 
to create new development and job growth.

E. Hayden Run – This corridor in northwest 
Columbus is home to several traditional 
neighborhood developments and remains 
an area where the lack of infrastructure and 
roadway  makes growth difficult. Despite this, 
continued growth is expected in this part of the 
city.

F. Don Scott Field/SR 161 – Owned by OSU, Don 
Scott Field is a 1,200 acre property adjacent to 
SR 161 that could potentially redevelop along a 
corridor that is largely comprised of single-family 
subdivisions and retail strip centers. 

PROJECTED JOB                
GROWTH 2015-2040 (MORPC)
The majority of projected job growth areas are 
illustrated in the Growth Areas map, however 
there are two additional corridors that this analysis 
identified:

 ▪ Hilltop Growth Area – Located at Broad 
Street and I-70, this area of the city is home 
to many large employers including the Ohio 
Department of Transportation, the Ohio 
Department of Public Safety and the Ohio 
State Highway Patrol. Additional office growth 
is forecasted in this area.

 ▪ 5th Ave/I-670 corridor – Along these largely 
light manufacturing and vacant sites, there is 
a larger trend toward industrial land transition 
to office and other light manufacturing 
employment uses. Redevelopment of the 
former Timken site that will bring a number of 
new jobs to the neighborhood.

KEY CHALLENGES
In order to accommodate the future and projected 
growth of the city and region, Columbus will need 
to think more holistically about mobility options to 
attract and retain its workforce and support these 
opportunity areas for growth. 

Although Columbus boasts a number of recent 
initiatives such as the CoGo bikeshare, Car2Go 
car sharing, COTA’s CBUS initiatives, and physical 
improvements such as dedicated bicycle facilities, 
driving remains the preferred choice of travel. 
Overall congestion and travel times remain low, 
and for the most part, parking is easy to find and 
still relatively cheap compared to peer cities.

However, these factors will not remain static. As 
investment in these potential growth areas occur, 
growth will put a strain on existing resources. 
Investing in more sustainable and multi-modal 
transportation options that allow people to 
make travel choices based on fast, reliable, 
and accessible transportation options will help 
enhance these areas and continue to improve 
Columbus’ economic competitiveness against 
other Metro Areas. 
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MOTORIST SAFETY
The data on the types of crashes occurring in 
Columbus, as well as their timing and location 
suggest that congestion and poor access 
management may be significant contributing 
factors. The top crash locations in the City of 
Columbus tend to be clustered in heavily travelled 
corridors. Commonalities among these corridors 
in their existing configuration include: 

 ▪ Multi-lane arterial roadways with moderate 
to high traffic volumes (18,000 to 40,000 
vehicles per day) 

 ▪ Roadway frontage developed with 
commercial uses, leading to a high density of 
intersections and access points (poor access 
management)

 ▪ Congestion during commuter peak periods

 ▪ Higher traffic speeds during off-peak periods

The total number of 
crashes reported in 
the City of Columbus 
decreased by 10.6% 
between 2011 and 2013 . 

From 2011 to 2013, 
64,614 crashes 
were reported  
within the City of 
Columbus . 

TRAFFIC SAFETY

of all reported crashes involved       
injury to the persons involved. 

0.2% of all crashes reported 
between 2011-2013 were fatal.

18%

of all reported crashes                   
involved pedestrians.1.8%

of all reported crashes                    
involved bicyclists. 0.8%

EXISTING CONDITIONS

22,339 crashes in 2011

22,314 crashes in 2012

19,961 crashes in 2013

Most common crash types:
1. Rear-end collision (33%)

2. Angle collisions (16%) 

3. Sideswipe/passing (14%)

4. Parked vehicle (9.7%) 

5. Fixed object (9.3%)

Data Source: Ohio Department of Transportation, GIS Crash Analysis Tool (GCAT) Data 2011-2013
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1 crash/day

Frequency of Crashes       
per square mile (2011-2013)

1 crash every 150+ days

Crash Density
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Top 40 Auto

Top Crash Locations 
2011-2013

Top 8 Bike/Ped

Top Auto Crash Corridors

Top Bike/ Ped Crash Corridors

SR 161 
(I-71 to Cleveland 

Ave)

High Street 
(Graceland Area to 

Hosack St)

Broad Street
(Hague Ave to 
Franklin Park)

Morse Road 
(Sinclair Rd to 
Hamilton Rd)

Livingston Avenue
(Parsons Ave to  

Brice Rd)

Livingston Avenue
(James and   

Hamilton Rd)

West Broad 
(I-270 and I-70)

Broad Street
(James Rd and 
Waggoner Rd)

Cleveland Ave 
(Westerville Rd and 
Dublin- Granville)

Morse Road 
(Cleveland to I-270)

Dublin Granville Rd
(Karl Rd and 

Cleveland Ave)

Sullivant Avenue 
(Wilson Rd to 

Columbian Ave)

Top Crash Locations

Refugee/Chatterton 
Road (US 33 and   

Gender Rd)
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KEY CHALLENGES
A review of the most common types of crashes 
occurring on Columbus roadways, the top crash 
locations, and the characteristics of the corridors 
that contain most of those top crash locations was 
completed. It suggests that congestion related to 
traditional morning and afternoon commuter peak 
periods, frequency of intersections and access 
points, and wide, multi-lane arterial facilities with 
high operating speeds are the setting for the most 
crash prone sites in the city. 

Bicycle and pedestrian crashes tend to be focused 
in high traffic, multi-lane commercial corridors 
often flanked by residential neighborhoods where 
the combination of pedestrian/bicycle origins 
and destinations is not well supported by the 
transportation infrastructure.

A significant challenge for all cities, 
Columbus included, is simply providing safe 
accommodations for each mode of transportation 
without negatively impacting another. Crash data 
can help to identify areas where improvements 
are most needed, but many crashes involving 
bicyclists go unreported. 

PEDESTRIAN AND BICYCLIST SAFETY 

3% of all crashes involving 
pedestrians resulted in a fatality

From 2011 to 2013, 
1,083 crashes 
involving pedestrians 
were reported 
within the City of 
Columbus . 

From 2011 to 
2013, 490 crashes 
involving bicyclists 
were reported 
within the City of 
Columbus . 

Bicycle and pedestrian crashes are widely 
dispersed throughout the city, but there are 
corridors that have a concentration of incidents 
such as those listed on top crash locations map. 
Characteristics of these corridors include:

 ▪ Multi-lane arterials with moderate to high 
volumes of traffic traveling at high speeds

 ▪ Adjacent to sizable residential populations 
situated behind commercial frontage, and 
transit service throughout the corridor

 ▪ Sidewalks on both sides, though not without 
gaps, and bicycle facilities are minimal with a 
few exceptions

0.6% of all crashes involving  
bicyclists resulted in a fatality

70% of all crashes involving 
pedestrians resulted in injury 60% of all crashes involving  

bicyclists resulted in injury

Most common pedestrian 
& bicyclist crash locations:
1. Four-way intersection (42%)

2. Not an intersection (33%) 

3. T-intersection (20%)

4. Driveway/alley access (2.4%) 

5. Off ramp (0.8%)

Data Source: Ohio Department of Transportation, 
GIS Crash Analysis Tool (GCAT) Data 2011-2013
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AUTOMOBILE DEMAND

81% 76% 83% 
2013 MODE SHARE COMPARISON

Driving in Columbus - Existing Conditions: 

SYSTEM BASICS
Columbus is the crossroads of Interstate 70 and 
Interstate 71. Similar to many American cities, 
Columbus has an outerbelt freeway system (I-270) 
that provides access to the edges of much of the 
City of Columbus, and an innerbelt (I-670) that 
surrounds the downtown. The I-670 Innerbelt is a 
depressed freeway that cuts through many historic 
neighborhoods of the City of Columbus. Radiating 
through and out from the city are U.S. Routes 23, 
33, 40, 62 and State Routes 161, 104, and 315. 

Freeway patterns illustrate how much the system 
has shaped metropolitan Columbus’ growth since 
the 1960’s. In addition to I-70 and I-71, it shows 
the extent to which I-670, US 23, US 33, SR 161, 
and SR 315 provide access to neighborhoods and 
communities around the periphery of the City. 

of commuters in the 
City of Columbus 

drive alone to work

of commuters in 
the United States     

drive alone to work

of commuters in 
the State of Ohio               

drive alone to work

Top Activity Centers for                  
All Auto Trip Demand:

 1. The Ohio State University

2. Easton Town Center

3. Dublin Metro Office District 
and Blazer Research District 

4. Westpointe Plaza/Sweetwater 
Neighborhood

5. Polaris

Top Regional Zones for                        
Auto Commute Trip Demand:

1. Northland

2. Dublin

3. Central Business District

4. Westerville

5. Hilliard
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Automobile Commute Trip Patterns

12,000+ daily trips 

Number of Automobile 
Commute Trips

9,000 - 12,000 daily trips

7,000 - 9,000 daily trips

6,000 - 7,000 daily trips

5,000 - 6,000 daily trips



30 EXISTING CONDITIONS

> 10,000 daily trips

Major Activity Centers           
by Traffic Analysis Zone (TAZ)

< 350 daily trips

Automobile Trip Activity Centers
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TRAVEL DEMAND
Data from the MORPC regional travel demand 
model for 2015 was used to analyze existing trip 
patterns throughout the Columbus Metro Area. 
The data represents all daily commute trips made 
by car and illustrates general travel patterns 
between and within major activity centers:

 ▪ Connections from and between the northern 
areas of the city show signficantly higher trip 
demand.

 ▪ The location exhibiting the most activity is 
OSU. 

 ▪ Other locations around the periphery of 
the city (Easton, Dublin, Polaris, etc.) show 
significant auto trip demand.

 ▪ Commute trips make up only 42.5% of all 
trips made by car in Columbus.

 ▪ 20% of all commute trips made by car are 
considered short trips (approximately less 
than 2 miles). These trips could feasibly be 
made by another mode of transportation. 

KEY CHALLENGES
The freeway network and the lack of constraining 
geologic features have facilitated the continually 
expanding geographic size of the City of 
Columbus. This is a planning challenge in and of 
itself, and other roadway challenges include:

 ▪ The improvement of the interstates, SR 315, 
and expressways outside of the I-270 
outerbelt have left other, older corridors 
suffering from lack of investment.  

 ▪ A limited number of east-west connections 
puts traffic volume pressure on the east-west 
collector roadways. 

 ▪ Future development and growth areas 
discussed previously will add congestion and 
traffic volume pressure in areas with existing 
challenges.

 ▪ There is a continuing need for collaboration 
with neighboring townships and 
municipalities on roadway design and 
multimodal priorities for streets that extend 
beyond the City of Columbus boundaries. 

ROADWAY 
INVESTMENTS
Completed
I-270 Widening (South Side)
Two lanes added in each direction on I-270 
between I-71 and US 23

I-70/71 Mound Street Connector New 
bridge/ramp access from I-70 west into 
Downtown at Mound Street
18th Street bridge over I-70 rebuilt

I-71/I-670 Crossroads (Phase 1)
I-71/I-670 interchange rebuilt 

I-70/Hilliard-Rome Road
Realign I-70 ramps 
Widen Hilliard-Rome Road between I-70 
and Westpointe Plaza Shopping Center

Underway/Funded
I-270/US 23 Interchange
Rebuild interchange
Widen US 23 from 4 to 6 lanes between 
I-270 and Lazelle Road
Build 2 northbound express lanes on US 23

I-270 Rebuild (North Side)
Rebuild I-270 between SR 315 and US 23

I-270/US 33 Interchange
Rebuild interchange

I-70/71 Interchange
Rebuild interchange (2017)

SR 315/I-70/I-71
Rebuild ramps into Downtown (2017)
Rebuild ramps from Downtown (2021)

I-71
Rebuild I-71 between I-70/I-71 interchange 
and I-670 (2023)



32 EXISTING CONDITIONS

BICYCLE DEMAND

0.8% 

Bicycling in Columbus - Existing Conditions: 

0.6% 0.3% 
2013 MODE SHARE COMPARISON

DEMAND FOR BICYCLING
An analysis of bicycling demand on arterial and 
collector roadways in Columbus was performed 
to identify the conditions illustrated in the map on 
the following page. Bicycle demand was assigned 
to specific roadways in part through use of the 
following data, which was retrieved from the 2008 
Bicentennial Bikeways Plan:

 ▪ Areas with Potential for High Bicycling Use, 
which analyzed Census data to determine 
where people live that are most likely to 
bicycle (generators); and,

 ▪ Destination Density, which assessed areas 
of the city most likely to attract bicyclists 
due to the presence of shopping centers, 
work places, cultural venues, and other key 
destinations (attractors).

Bicycle demand was also determined by use of the 
following data inputs:

 ▪ 2014 Bicycle Pilot Counts - As part of an 
update to the Bicentennial Bikeways Plan, the 
City commissioned bicycle counts at various 
locations around the city.

 ▪ MORPC bicycle counts - Since 2005, MORPC 
has conducted counts at both on-street 
locations and bicycle trails around the city.

 ▪ Existing bicycle generators and attractors - 
The 2008 Bicentennial Bikeways assessment 
of demand was updated to reflect land use 
development not incorporated in that plan’s 
analysis.  

of commuters in the 
City of Columbus 

bike to work

of commuters in 
the United States     

bike to work

of commuters in 
the State of Ohio               

bike to work
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1 - High Demand

Level of Bike Demand

2 

3 - Moderate Demand

OLENTANGY TRAIL

 ▪ The Olentangy Trail 
has the highest bicycle 
volumes in Columbus, 
with average daily counts 
exceeding 400 bicyclists 
per day.

 ▪ The highest use location 
is north of Ohio Stadium, 
with an average of 850 
bicyclists per day.

ALUM CREEK TRAIL

 ▪ The Alum Creek Trail 
south of Refugee Road 
typically has volumes 
of more than 350 
bicyclists per day.

 ▪ The 2014 Bicycle Pilot 
Counts recorded just over 
200 daily bicyclists on High 
Street at Buttles Avenue.

 ▪ Adjacent to Goodale Park, 
around 140 daily bicyclists 
were recorded on Park 
Street.

SHORT NORTH

DOWNTOWN

 ▪ The busiest on-street 
location recorded 
in the Bicycle Pilot 
Counts was on High 
Street at State Street, 
with almost 300 daily 
bicyclists.

Demand for Bicycling



34 EXISTING CONDITIONS

Bike 
Lanes

Shared 
Lanes

Shared 
Use Paths

37 miles

65 miles

120 miles

The total mileage of existing bike facilities 
equates to about 7% of the total mileage 
of street network in the City of Columbus .                
(not including lane miles)

Growth in bicycling in recent years can be 
partially attributed to a concerted effort by 
the City to expand the bicycle network and 
enhance other bicycle facilities, such as bike 
parking . Bike lanes have been installed on 
a variety of major roads, and shared lane 
markings (or “sharrows”) have been installed 
in many roadways downtown and outlying 
neighborhoods . A handful of other innovative 
bicycle facilities, such as bicycle boulevards 
and protected bike lanes, have also been 
installed or are in the process of being 
implemented .

Bike Facilities in Columbus

Columbus has been ranked as a bronze-level 
Bicycle Friendly Community (BFC) since 2009 . 
The Columbus Green Community Plan (2015) 
established a goal for the city to reach silver-
level BFC in the next 5 years .

(by 01/01/2016)
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A number of neighborhoods in the core of 
Columbus exhibit a much more bicycle friendly 
environment, and there is a growing desire for 
the same accommodations throughout more of 
the city. This concept of “latent demand,” or the 
interest of bicycling in a certain area regardless of 
the present physical conditions, is becoming more 
evident throughout Columbus. The launch of the 
CoGo Bikeshare system in 2013 introduced the 
need to establish a higher quality and connected 
bike network that supports all user types. Certain 
streets in the city have high potential for drawing 
bicyclists, due to the proximity to both major 
retail centers and to neighborhoods with large 
numbers of prospective bicyclists, but the actual 
use of those streets will lag if they are seen as 
inhospitable due to higher traffic speeds and 
volumes. 

KEY CHALLENGES
Sharrows
Wide application has been made of sharrows 
on Columbus roadways. This pavement marking 
has been demonstrated in studies to encourage 
safe behavior on the part of bicyclists, such as 
appropriate postioning in a travel lane, avoiding 
the “door zone” next to parked vehicles, and riding 
on the right side of the street. 

Sharrows can be less effective for encouraging 
inexperienced bicyclists than a more separated 
facility type, but are useful in certain applications. 
The NACTO Urban Bikeway Design Guide (2014) 
recommends the use of sharrows on roadways 
with posted speeds less than 35 mph, or with 
traffic volumes less than 3,000 vehicles per day. 

Road Diets
The opportunity for installing dedicated bike 
facilities on Columbus roadways varies for each 
roadway under consideration. A roadway that 
is currently uncurbed can often be expanded to 
include a bicycle facility; it becomes more costly 
if the roadway is currently curbed. However, a 
range of strategies exists for curbed roadways. 
On multilane roadways, a “road diet” in which the 
number of travel lanes are reduced may be an 
option, although this depends upon the roadway’s 
traffic volume and the volume threshold in the 
City’s road diet policy for the roadway type. On 
other roadways, restricting on-street parking may 
create sufficient space for bike lanes, but the 
parking needs of residents and businesses must 
be taken into consideration. 

Community coordination and the demand for 
on-street parking thus take on special importance 
in determining the feasibility of this strategy. Fine-
tuning the City’s road diet policy and on-street 
parking policy for those roadways where bicycling 
is identified as a priority mode may help to create 
greater opportunity for the installation of bicycle 
facilities. 

For curbed roadways where widening is an option, 
the possibility of a conventional or protected 
bike lane should also be considered. On certain 
higher speed and volume roadways, it may not 
be possible to alter the existing roadway, and 
installation of a shared use path may be the best 
means for accommodating bicyclists, with the 
added benefit of also being able to accommodate 
pedestrians in sections where a sidewalk is absent. 
It should also be acknowledged that for some 
roadways, it may not be feasible to install bicycle 
facilities at all. In these cases, a parallel corridor 
should be investigated in order to accommodate 
bicycle travel. Bicycle boulevards on residential 
streets also have potential to accommodate 
bicyclists not willing to travel on high-speed or 
high-volume roadways.

Integrated Networks
Finally, Columbus faces the challenge of weaving 
together its growing number of bicycle facilities 
into one over-arching network. Facilities 
developed in isolation have less ability to 
encourage persons who are not currently bicycling 
to choose this mode. Conversely, connected 
facilities can make longer bicycle trips (over 2 
miles, the length of the average bicycle trip) more 
feasible and attract more persons to this mode. 

The challenge is significant for Columbus, given 
its geographic size and the obstacles presented 
by river and major highway crossings in the city. 
Fortunately, a well-developed network can offer 
multiple means for a bicyclist to reach her or his 
destination. Greater emphasis has been placed 
on developing facilities in and around downtown, 
which is appropriate given the higher bicycle 
demand in this area. The Bicycle Demand analysis 
will assist in prioritizing the development of 
facilities in other areas of the city as the network 
continues to expand.
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PEDESTRIAN DEMAND

of commuters in the 
City of Columbus 

walk to work

2.9% 

Walking in Columbus - Existing Conditions: 

of commuters in 
the United States     

walk to work

2.8% 
of commuters in 
the State of Ohio               

walk to work

2.2% 
2013 MODE SHARE COMPARISON

DEMAND FOR WALKING
An analysis of pedestrian demand on major 
roadways in Columbus was prepared by MORPC as 
part of the Pedestrian Thoroughfare Plan in 2007, 
and is the product of a latent demand model which 
evaluates pedestrian activity along a roadway 
based on surrounding population, employment 
and land uses. As indicated by MORPC, pedestrian 
demand is calculated without regard to the 
existence of sidewalks or other pedestrian facilities. 

Pedestrian demand is illustrated in the map on the 
following page. As would be expected, the highest 
level of pedestrian demand is found on streets 
that are downtown and in the university district. 
The level of demand is gradually reduced with 
increasing distance from the city center, although 
there are large pockets of pedestrian activity 
associated with neighborhood centers, major retail 
centers and business districts throughout the city. 

KEY CHALLENGES
The map of pedestrian demand also depicts major 
roadways that are missing sidewalks on both 
sides of the street. Not surprisingly, This condition 
applies to many roadways demonstrating lower 
pedestrian demand due to adjacent land uses. 
For some of these roadway sections, sidewalks 
are absent because the adjoining tracts have not 
yet been developed. However, sidewalks are also 
missing from major roadways that pass through 
developed areas, including those with moderate 
levels of pedestrian activity. For example, there are 
no sidewalks on Dublin-Granville Road in Northland,  
or on Park Road through Worthington Park in 
North Columbus. Their absence is conspicuous in 
such areas since these neighborhoods are largely 
built out, but missing sidewalks also present an 
impediment to pedestrian activity in suburbanizing 
neighborhoods.
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Demand for Walking

1 - High Demand

Level of Demand

2 

3 - Moderate Demand
No Sidewalks 
(black highlight)
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The total mileage of streets with existing 
sidewalks equates to about 58% of the total 
mileage of street network in the City of 
Columbus . (not including interstates)

The absence of sidewalks can present the 
greatest obstacle to pedestrian mobility, but 
the absence of other pedestrian facilities can 
prove equally problematic for pedestrians . 
Pedestrian quality of service may be more 
difficult to characterize than mobility or 
safety, but it is an important consideration as 
Columbus residents decide if and where they 
feel comfortable walking . 

Missing sidewalks or sidewalks in poor 
condition, narrow buffers between the 
sidewalk and roadway, numerous curb cuts 
and driveways, as well as other factors all serve 
to discourage walking . These conditions are 
present on many major roadways in various 
sections of the city, and should continue to be 
addressed to optimize the walking experience . 
Given the extent of the needed pedestrian 
improvements, prioritization is key . 

Streets 
without 

Sidewalks

Streets 
with 

Sidewalks

1,200 miles

1,700 miles

Sidewalks in Columbus
(by 01/01/2016)
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Goat path in the grass where a sidewalk is missing on W Broad Street

Gay Street sidewalk and pedestrian crossingFamily crossing an access road and parking lot to reach their destination.

Pedestrian crossing and signage on High Street

Range in quality of pedestrian facilities 

Sidewalks in South Linden near Hamilton Elementary School Gender Road through Abbie Trails in Southeast Columbus
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TRANSIT ASSESSMENT

of commuters in the 
City of Columbus 
ride transit to work

3.2% 

Transit in Columbus - Existing Conditions: 

of commuters in 
the United States 
ride transit to work

5.2% 
of commuters in 

the State of Ohio 
ride transit to work

1.7% 
2013 MODE SHARE COMPARISON

The Central Ohio Transit Authority (COTA) 
provides fixed-route bus and paratransit (demand-
responsive) service in the central Ohio region. 
COTA service characteristics include:

 ▪ The system consists of predominantly radial 
service, but does include several crosstown 
routes.

 ▪ Service is generally focused on connections to 
and from downtown and OSU. 

 ▪ Routes with high ridership follow major 
thoroughfare corridors such as Broad Street, 
High Street, Cleveland Avenue, and Main 
Street. 

 ▪ More than 30 express routes provide limited 
peak-only service from the suburbs to 
downtown and OSU as well as from downtown 
to select suburban office and industrial parks.

SYSTEM BASICS
Statistics on Transit in Columbus:

 ▪ The COTA system served more than 1.2 
million people in 2014.

 ▪ COTA currently operates 69 bus routes.

 ▪ Annual ridership for 2014 reached 19.3 
million passenger trips.

 ▪ Approximately 51% of Franklin County 
residents live within 1/2 mile of a COTA 
bus stop.
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Transit Services

Local Routes

Transit Route Types

Crosstown Routes 

Express Routes

CBUS
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Transit Ridership

! ! !
 25       100   200+

COTA High Frequency Routes

Average Daily Stop Activity

BROAD STREET

HIGH STREET

CLEVELAND AVENUE

 ▪ A majority of the routes 
are express routes, which 
operate only in peak-
direction during peak-
period, offering limited 
service. 

 ▪ Route 10 provides the 
highest level of service 
along Broad Street, 
operating at frequencies 
of 10 minutes during peak.

 ▪ Moderate population 
and employment density 
around Cleveland Avenue

 ▪ Relatively high number of 
low-income households 
along Cleveland Avenue

 ▪ COTA’s CMAX BRT service 
will provide fast and 
frequent service linking 
downtown Columbus and 
the Columbus Square 
Shopping Center, along 
Cleveland Avenue

 ▪ Most consistent high 
ridership corridor (high 
level of stop activity at the 
majority of stops up until 
Morse Road)

 ▪ Significant number 
of blocks with high 
population and 
employment density 

 ▪ Potential to support very 
high frequency transit 
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DEMAND FOR TRANSIT
Transit works best in population- and 
employment-dense areas. Population forecasts 
prepared by MORPC suggest:

 ▪ Franklin County’s key north-south corridors 
will become denser and the population 
density will be more consistent.

 ▪ Population growth will continue to expand 
outward from the Columbus core, largely 
focused north of downtown.

 ▪ By 2040, the largest, most concentrated 
employment density will continue to be 
located in downtown and will also extend 
north to OSU and Grandview Heights. 

COTA’s planned High Frequency Network (HFN) 
will address burgeoning demand in the following 
areas:

 ▪ Downtown - The HFN will serve much of 
downtown Columbus in the short-term, 
including High Street, Broad Street, Main 
Street, and Livingston Street.  

 ▪ Northeast - The HFN should be well matched 
with the emerging demand in the northeast 
generally, and especially in Gahanna. However, 
it is not currently designed to meet the 
expected demand in the northern fringe of 
Franklin County in the office parks of New 
Albany and Huber Ridge as well as Westerville.

 ▪ Northwest - The HFN roughly aligns with 
areas expected to have the highest transit 
demand in the future, including N High Street, 
Neil Avenue, Bethel Road, and Morse Road. 

 ▪ Southeast - HFN will address much of the 
demand projected in future population and 
employment densities along East Livingston 
Avenue, Morse Road, Whittier St, 3rd Street, 
and the Ohio/Champion couplet. The 
exception to this is the growth forecast for 
Rickenbacker south of I-271.  The forecast 
density for this area largely reflects growth in 
employment, which means that even though 
the site is largely isolated from other pockets 
of transit need, it will be a key destination for 
many people in the region.

 ▪ Southwest - The southwest area of Columbus 
exhibits lower future demand – as expressed 
by population and employment density - for 
transit than other subareas. However, transit 
may be a tool to stimulate growth and provide 
enhanced mobility to dependent populations.

NEW TRANSIT 
SERVICES AND 
INITIATIVES
CBUS 
The CBUS is a free downtown circulator 
that allows people to travel between 
major attractions in downtown. The 
CBUS began operations in 2014 and 
evolved out of a partnership with 
downtown employers and developers. 
The CBUS carries an average of 1,600 
riders per weekday.

Transit System Review (TSR)
The TSR will realign COTA’s bus network 
and double (from 6 to 12) the number of 
bus routes that operate with 15-minute 
service frequencies. The TSR also 
reorients the bus network more along 
the lines of a “grid”, which will increase 
opportunities for transferring between 
routes, and scheduling improvements 
will make transfers even easier and more 
efficient. The TSR also recommends 
increasing weekend service.

CMAX 
The CMAX is a 15.6 mile Bus Rapid Transit 
(BRT) service that is being implemented 
along Cleveland Avenue. Branded as 
CMAX, the BRT service will operate 
fast, direct and frequent service along 
Cleveland Avenue linking downtown 
Columbus and the Columbus Square 
Shopping Center. Slightly less frequent 
service will be available to Westerville 
and Ohio State Medical Center. 

NextGeneration 2050 (NextGen)
NextGen is a planning effort designed to 
create a long-term perspective on transit 
investment opportunities. This plan is 
currently in development and is intended 
to guide transit development through 
2050. The result of the project will be a 
long-range transit investment plan built 
around transit corridors and services.
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<= 5 minutes

60 minutes

30 minutes

10-15 minutes

Transit Service Headways 
Supported by Projected 
Employment + Population 
Densities (MORPC 2040)

Transit Demand Index
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Key Challenges
While COTA’s High Frequency Network will 
meet the majority of transit demand in the 
near-term future, corridors with high transit 
ridership and a high projected composite 
transit demand will be able support, and will 
likely require, investments in higher capacity 
transit such as BRT or light rail . In particular, 
transit investments should focus on:

 ▪ 2040 population and employment density 
along corridors other than High Street

 ▪ Large concentrations of low-income and 
disadvantaged households in the southern half 
of Columbus

 ▪ Emerging demand for additional crosstown 
service along key east-west corridors, including:

 – the northern tier (Dublin, Worthington, 
Westerville and New Albany)

 – the mid-northern tier (Upper Arlington and 
Gahanna)

 – the central corridor (Lincoln Village, 
downtown Columbus, Whitehall, and 
Reynoldsburg)

 – the southern tier (Urbancrest, Grove City, 
and Groveport) 

 ▪ Potential north-south crosstown investments 
outside of the radial network, including:

 – linking Dublin with Hilliard and Lincoln 
Village 

 – linking Westerville with Gahanna, Whitehall 
and possibly Blacklick Estates

 ▪ Anticipated high density of demand along High 
Street and neighboring corridors that could 
support fixed guideway service

 ▪ Expected demand in the office parks of New 
Albany and Huber Ridge as well as Westerville

 ▪ Growing employment density around 
Rickenbacker International Airport . 
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PARKING

Parking in Columbus - Existing Conditions: 

PARKING FACTOIDS

The City of Columbus 
has more than

5,000
total public and private 

parking spaces .

75,400
of the total land area 

in Downtown .

30%

ON-STREET PARKING
Within Columbus, there are three predominate 
types of on-street parking regulations: 

 ▪ Metered

 – Metered spaces are located within 
downtown and in commercial/retail 
neighborhoods such as the Short North, 
German Village, and near OSU.

 ▪ Residential permit zone

 – There are more than 30 residential permit 
parking zones in the City of Columbus. 
They are heavily concentrated in the Short 
North, German Village, and near OSU.

 ▪ Unregulated parking

 – Although generally undocumented, 
unregulated parking is the most prevalent 
parking type throughout most of the City.

OFF-STREET PARKING
The design and availability of off-street parking 
varies by neighborhood within Columbus:

 ▪ Dense, compact, and historic neighborhoods, 
such as the Short North and German Village, 
lack dedicated off-street parking facilities.

 ▪ Downtown Columbus and suburban 
corridors outside of the downtown core have 
an abundance of off-street parking.

 – A vast majority of off-street parking 
is provided by private, accessory (or 
proprietary) surface lots; 

 – There are few parking lots or garages that 
are publicly owned and operated by the 
City of Columbus

 – There are a number of publicly accessible 
parking facilities in areas such as the Arena 
District, around the Convention Center, 
and nearby along High Street. 

metered, on-street 
parking spaces .

Downtown Columbus 
has more than

Parking accounts for 
approximately
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0.25 
square miles of

(surface area,  
excluding freeways)

0.38 
square miles of

(surface area only)

0.47 
square miles of

(surface area only)

Downtown   
Columbus has:

street network

parking

building footprint
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KEY CHALLENGES
On-street parking spaces, in most circumstances, 
are the primary, shared parking resource for 
commercial and mixed-use districts. Convenient 
and often cheaper than off-street options, these 
are the spaces that tend to attract the highest, 
and most consistently high levels of utilization 
of any parking options. This is especially true in 
vibrant, dense, and mixed-use neighborhoods, 
where commercial parking pressures spill over 
onto neighborhood streets. Growing demand and 
limited space within the right-of-way has made 
the management of on-street parking a challenge 
in every city, and Columbus is no exception.

In recent years, Columbus has seen tremendous 
growth and redevelopment. Continued success 
and growth has put existing and underutilized 
surface parking lots in high demand for 
redevelopment in neighborhoods like Downtown, 
the Short North, and German Village. In an 
attempt to encourage continuation of this trend, 
variances on parking requirements have been 
granted for many of these new developments. 
As development pressures increase, innovative 
regulatory tools and zoning codes will be 
necessary to help alleviate the growing parking 
demand. 

Actively managing parking is particularly 
important as demand continues to grow. In 
Columbus, a majority of on-street parking in 
commercial districts is regulated by meters, 
primarily as a means of creating turnover for retail 
users. The limited number of on-street spaces, 
and relatively cheap pricing has created parking 
availability challenges throughout the city. 

Providing free parking in a city inevitably results 
in a number of other costs concerning quality of 
life and the environment. Creating the assumption 
of the availability of free parking directly impacts 
the number of motorists on the roadways and 
congestion in the city. Providing enough parking 
capacity is a challenge, as parking requires a lot 
of space that is more valuable for other uses. 
Columbus has recognized the implications of 
parking policy and the tradeoffs that affect travel 
behavior, mode choice, and overall experience 
in the city. In addition to being one of the most 
important tools available for impacting the 
quantity of traffic on city streets, parking policy 
has also been shown to have substantial impacts 
on economic vitality, safety of all street users, 
and quality of the streetscape. Parking plays an 
integral role in the overall transportation system in 
Columbus. 

PARKING 
REVENUE
Metered Spaces
The City of Columbus generated nearly 
$5 million of parking meter revenue 
in FY2014. A majority of the parking 
revenue obtained from these on-street 
spaces is concentrated in and around 
the following areas:

• High Street in the Short North 
between Goodale and 5th Avenue

• Spruce Street and others around 
North Market

• Gay Street between High Street and 
3rd Street

Residential Permit Zones
In FY2014, the City generated around 
$150,000 from residential parking 
permits.

Off-Street Parking
The abundance of off-street parking 
options makes the average cost to park 
in Columbus relatively low in comparison 
to peer cities. The following daily 
parking costs were obtained from the 
2012 Colliers International Parking Rate 
Survey1:

City Min . Max .
Columbus $4/day $15/day
Atlanta $4/day $22/day

Minneapolis $3.50/day $25/day

Portland $7/day $35/day

1 http://www.lexpark.org/sites/default/files/pdf/
ColliersParkingRateSurvey2012.pdf
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Parking Meter Revenue

$2,000 - $3,000

< $500

$500 - $1,000

$1,000 - $2,000

Total Annual Revenue     
by Parking Meter

> $3,000
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Trucks
The Columbus Region is within a 10-hour truck 
drive to 47 percent of the U.S. population, 44 
percent of the manufacturing capacity and 48 
percent of U.S. headquarter operations. Trucking 
is projected to increase by 67% by 2040, 
significantly outpacing expected growth in other 
modes such as rail, air and water. Other facts of 
note include: 

 ▪ On average, trucks currently make up about 
18% of traffic on Ohio’s interstate highways. 

 ▪ One of Ohio’s heaviest truck routes that 
passes through Columbus is I-70.

 ▪ I-71 connects Ohio’s 3 largest cities and is an 
important route for Ohio-based truck trips 
with an origin or destination inside the state. 

Airports
The Columbus area is home to two international 
airports:

 ▪ Port Columbus International Airport is 
primarily a passenger airport offering 140 daily 
flights to over 6.3 million passengers in 2014. 

 ▪ Rickenbacker International Airport is one 
of the world’s only cargo-dedicated airports 
handling over 158 million pounds of air cargo 
in 2014. 

Railroads
Columbus is served by two Class 1 railroads, CSX 
and Norfolk Southern, each of which operate 
intermodal facilities where shipments are 
transferred between train and truck, or switched 
from one train to another. 

 ▪ CSX operates the Buckeye Yard intermodal 
facility and the smaller Discovery Park 
Intermodal Facility.

 ▪ Norfolk Southern (NS) operates the 
largest intermodal facility in the area, the 
Rickenbacker Intermodal Yard, as well as the 
smaller Watkins intermodal yard.

Several smaller bulk transfer facilities are operated 
by both companies at locations primarily on the 
south and east sides of the City. 

EXISTING CONDITIONS
The Columbus region is a focal point of Ohio 
freight activity by virtue of its location at the 
intersection of two of Ohio’s most important truck 
routes, I-70 and I-71, as well as its intermodal rail 
capacity which exceeds that of any other region 
in the state. Significant improvements to the road 
network are underway or recently completed 
that improve access around freight generators. 
Examples include:

 ▪ I-70/I-71 Columbus Crossroads (in progress)

 ▪ Far East Freeway Study (I-70) (in progress)

 ▪ Pickaway East-West Connector (in progress)

 ▪ I-270 Upgrade from I-71to US 23 (funded)

 ▪ I-71/SR 665 SPUI Interchange (complete)

 ▪ Alum Creek Dr/Groveport Rd (complete)

 ▪ I-270/Roberts Road DDI Interchange 
(complete)

FREIGHT ACTIVITY

“The Columbus 
region is within  
a 10-hour truck 

drive to 47% 
of the U .S . 

population .”
Source:  Columbus Region Factbook, 

Columbus 2020
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Freight Facilities

Truck Traffic by Volume (AADT)

Federal Truck Route

Industry

 <100   <250    <700    >700

City of Columbus
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FREIGHT IN THE REGION
According to ODOT’s Transport Ohio 
Comprehensive Freight Plan, Ohio ranks 6th in the 
nation for the volume of freight shipped in or out. 

 ▪ Out of the 1.38 billion tons of freight flowing 
in or through Ohio annually, 43% passes 
through the state while 27% has an origin or 
destination within Ohio. 

 ▪ The remaining 30% has both an origin and 
destination within Ohio. 

 ▪ Trucks carry most of Ohio’s freight comprising 
68% of the total by weight while 28% is carried 
by rail and the remainder by water or air.  

Regionally MORPC has organized public 
and private interests in the area around the 
Rickenbacker International Airport in order to 
advance road infrastructure critical to the growth 
of that area. Not all of the road improvements 
and development areas around Rickenbacker are 
within Columbus City limits, but many of them are 
and they all impact the Columbus economy and 
road network. The Rickenbacker Infrastructure 
Coordinating Committee was formed to identify 
and prioritize projects, seek funding and foster 
cooperation. Since 2000 over $118 million has been 
dedicated to improving the roadway network in an 
area that includes portions of Columbus, Obetz, 
Groveport, Grove City, Canal Winchester, Franklin 
and Pickaway Counties

KEY CHALLENGES
Bottle Necks
With the current emphasis on truck freight, 
reducing bottlenecks on the regions highways 
are a key to building on the freight component 
of central Ohio’s economy. Freight bottlenecks in 
Columbus and throughout Ohio are concentrated 
in urban areas around interchanges, lane drops 
and signalized intersections. Where such roadway 
improvements are eligible for federal participation, 
local matching funds of 20% are normally required. 
Projects treating freight mobility constraints can 
be eligible under MAP-21 for federal matching 
dollars at 90 to 95 percent. 

Considering the predominance of trucking as 
a means of moving freight in and through the 
region, the correlation of freight bottlenecks 
with congested urban corridors, and the MAP-21 
freight match, central Ohio has a strong case for a 
concerted capital program to reduce bottlenecks 
on the freight network.

Grade Crossings
There are 61 at-grade street crossings of rail lines 
in Columbus including several located around the 
4 intermodal terminals in the region. Between 
2011 and 2013, one fatality was identified as 
arising from a vehicle-train crash at an at-grade 
crossing. The Public Utilities Commission of Ohio 
(PUCO) reports that more than half the crashes 
at grade crossings occur at locations that have 
active warnings and yet most of those incidents 
are caused by motorists ignoring the devices, 
stopping, or stalling on the tracks. 

Traffic congestion can contribute to the risk of car-
train collisions when vehicle queues extend across 
rail crossings. The presence of the rail crossing 
and other constraints create challenges with short 
queue capacity, visual competition between signal 
heads for multiple intersections and crossing 
signals, and overlapping turn lanes. 

Grade separated crossings obviously remove 
the risk of vehicle-train crashes but present their 
own challenges at the same time. Many grade 
separations carrying the rail line over the roadway 
in Columbus are very old structures that limit 
options to improve the roadway and often lack 
adequate vertical clearance. 

Short of replacing rail grade separation structures, 
the community is often frustrated by the lack of 
maintenance in the rail right-of-way and by the 
blighted condition of many of these structures. 
Structures carrying the rail line over a roadway 
are typically owned by the railroad and cannot 
be patched, painted, lit or otherwise maintained 
without permission. Similarly, City forces cannot 
enter upon railroad owned right-of-way to 
maintain vegetation and City residents often voice 
concern about the visual impact of the level of 
maintenance these areas receive as well as the 
resultant potential for criminal activity. 
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The Future of Freight
Columbus has a robust freight system 
with key ties to a national network of 
rail facilities, roadways and ports . While 
the precise mix of air, water, rail and 
road transport options may vary in 
response to economic factors and other 
macroeconomic changes, trucking is 
expected to remain the primary means 
of moving freight in and through Ohio . 
Accordingly, an emphasis on resolving 
congestion bottlenecks on the freight 
roadway system will have the dual 
benefits of improving the business 
climate in the area and addressing 
congestion hot spots for all drivers . 
As Columbus prioritizes road network 
improvements the City should consider 
the availability of enhanced Federal 
matching funds for the freight network . 
Funds can be leveraged through ODOT’s 
Office of Jobs and Commerce and by 
promoting public-private partnerships, 
as well as working with the Public 
Utilities Commission of Ohio and the 
Ohio Rail Development Commission . 
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EXISTING CONDITIONS
Columbus has 34 fire stations and 20 police 
precincts providing emergency services 
throughout the City. Police and fire services are 
organized under the Department of Public Safety. 
Interdepartmental coordination between the 
transportation staff in the Department of Public 
Service and the safety forces is productive and 
occurs regularly. While the Police Division is not 
typically involved in street design, the Fire Division 
is involved. The Fire Division reviews plans for 
site development and road construction and is 
signatory to the title sheet of construction plans. 
Typical areas of interest related to transportation 
are access to property and the passage of fire 
apparatus through the street network. 

POLICIES, STANDARDS,          
AND GUIDELINES
Design guidelines for most aspects of new 
construction are well defined. The Department of 
Public Service has street design standard drawings 
for streets 26 feet, 32 feet and 36 feet in width 
for example. Design requirements are not as well 
documented for non-standard situations, retrofit of 
older streets, traffic calming and redevelopment. 
In these cases, the Division of Fire typically 
requires that streets provide a minimum width 
of 20 feet if parking is permitted on one side (8 
feet for parking and 12 feet for travel). If parking 
is permitted on both sides then a minimum width 
of 26 feet is required (16 feet for parking and 10 
feet for travel), consistent with the minimum width 
standard street for new construction. Alleyways 
do not have a standard width per Department of 
Public Service standard drawings. The drawings 
prescribe the width as 2 feet less than the right 
of way. When an area adjacent to an alley is 
redeveloped, the Division of Fire typically requires 
widening to 20 feet as a standard alley width. If the 
existing condition is less than that and there are 
existing constraints that cannot be removed, then 
redevelopment has gone forward as an exception 
with narrower alleys. 

In all cases, streets, intersections and site 
circulation are designed to accommodate the 
turning characteristics of a Columbus standard fire 
apparatus as shown. When designing pathways for 
fire apparatus on 2-lane roadways (1 lane in each 
direction), the turning path is typically permitted 
to use the entire roadway, i.e. encroach on the 
on-coming lane. 

EMERGENCY SERVICES

As a result, circulation requirements for safety 
vehicles do not typically drive the design of street 
intersections significantly beyond what would 
otherwise be necessary. However, the practice of 
using the entire road width to receive a turning 
emergency vehicle is not documented as a 
standard. 

Columbus streets and intersections are 
currently designed to accommodate the full 
turning radius of a fire truck.
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MAJOR CORRIDORS
Columbus’s transportation network has evolved from simple 
connections to a series of corridors with different characteristics and 
serving different markets. Prior to the Interstate, the primary and 
notable road system into Columbus consisted of High Street and Broad 
Street. Much of the early city development and city institutions radiated 
out along these two streets. Today, there are a number of major 
corridors experiencing significant reinvestment and renewed interest 
within the City. 

Like transportation systems nationwide, Columbus’ arterials developed 
to serve the automobile as the primary means of transportation. 
However, along some corridors, particularly in the downtown, 
pedestrian facilities like sidewalks and intersection crossings are 
prevalent. The presence of these facilities gives some priority to 
walking. Bicycle facilities and transit services also provide multimodal 
connections along some corridors.

The following pages highlight the characteristics of these significant 
corridors, compiling much of the information reviewed in this report. 
While these six streets have been identified as the major corridors 
in Columbus, they also may be viewed as representatives for street 
types replicated throughout the city. Along the selected corridors, the 
following street types and patterns emerged:  

 ▪ Regional identity streets that provide connectivity, but not 
necessarily dedicated accommodations for all users;

 ▪ Arterials/avenues that facilitate movement of vehicles;

 ▪ Segments of retail and commercial corridors with dedicated space 
and accommodations for pedestrians; and,

 ▪ Transit-heavy corridors that have frequent, overlapping service and 
provide multiple transit connections.

CHARACTER ASSESSMENT
The key below uses graduated color scales to identify modal facilities 
and land use character. Use the key to interpret the diagrams for each 
corridor found on pages 58-63. The color schemes allow the viewer to 
quickly interpret the character of each corridor segment.

ROADWAY CHARACTER

1 . High Street
North-south corridor running 
through the entire city, directly 
through its center

2 . Broad Street
East-west corridor running 
across the entire city, directly 
through its center

3 . State Route 161
East-west corridor running 
across the entire city, through 
the northern half

4 . Cleveland Avenue
North-south corridor running 
from downtown through the 
northeast edge of the city

5 . Fifth Avenue
East-west corridor running 
across the northern section of 
downtown .

6 . Parsons Avenue
A north-south corridor running 
nearly parallel to High Street, 
from downtown to the southern 
edge of the city

Major Corridors    
in Columbus

Modal Facilities

High number 
and/or quality 
of facilities for 

this mode

Medium number 
and/or quality 
of facilities for 

this mode

Low number 
and/or quality 
of facilities for 

this mode

Land Use Character

Urban Suburban Rural
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Major Corridors

Major Corridor 
(arrows indicate the 
corridor continues beyond 
extents of study area)

CLEVELAND 
AVENUE

PARSONS 
AVENUE

HIGH STREET

STATE 
ROUTE 161

BROAD STREET5TH AVENUE
4

6

1

2
5

3
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Auto Ped Bicycle Transit Land Use

West of I-270

4 lanes, 
wide 

shoulder

Narrow 
sidewalks

Bike Lanes 
with gaps

Routes 10 
and 53

Suburban 
Retail/

Industrial

I-270/Georgesville Road to Central Avenue

4-6 lanes

Continuous, 
varying 

widths, ped 
xings

Bike Lanes 
with gaps

Routes 10 
and 53, one 

N-S cxn

Urban 
Commercial/

Suburban 
Office

Central Avenue to Scioto River

6 lanes
Continuous, 

varying 
widths

None Routes 10, 12 
and 53

Urban 
Commercial

Scioto River to Alum Creek 

7-8 Lanes 
with 

on-street 
parking

Continuous, 
with 

amenities 
and xings

None
Multiple, 
plus N-S 

cxns

Urban 
Commercial/

Mixed Use

Alum Creek to East of I-270

5 lanes

Some 
sidewalks 
with trees, 
some xings

None Routes 10 
and 47

Suburban 
Retail/

Residential

WHITEHALL
CMH

BEXLEY

High St .

Parsons Ave .

James Rd .

Brice Rd .

Central Ave .

Georgesville

Wilson Rd .

Hague Ave .
70

270

270

71

Broad Street

Note: Variations in color of the red line identifying the 
corridor represent the different segments specified in 
the chart. Dashed segments illustrate where the road 
passes through neighboring jurisdictions. 

Chart abbreviations: xing = crossing; cxn  = connection
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Auto Ped Bicycle Transit Land Use

North of I-270

7 lanes Narrow, with 
gaps None Routes 31 

and 32
Suburban 

Retail

I-270 to North Broadway 

5 lanes
Continuous, 

varying 
widths

Sharrows

Multiple 
connecting 

to E-W 
routes

Suburban 
Retail /

Residential

North Broadway to Lane Avenue

5 lanes

Continuous, 
varying 
widths, 

amenities

Sharrows Multiple N-S Urban Retail

Lane Avenue to I-670

3-5 lanes

Continuous, 
varying 
widths, 

amenities

Sharrows

Multiple N-S 
as well as 
E-W cxns; 

CBUS access

Urban Retail 
/ Mixed Use

I-670 to I-70/71

5 lanes
Continuous 
and wide, 
ped xings

Sharrows
Multiple N-S 

as well as 
E-W cxns

Urban 
Commercial/
Civic/Retail/
Residential 

I-70/71 to State Route 104

4 lanes, 
on-street 
parking

Continuous, 
but narrow Sharrows

Route 16, 
express 
routes; 

CBUS access

Suburban 
Residential/
Commercial

State Route 104 to I-270

5-6 lanes Narrow, few 
crossings None None

Suburban 
Industrial/

Retail

South of 270

4 lanes None None None Rural /
Industrial

High Street

Morse Rd .

SR 161

270

270

70/71

670

Lazelle Rd .

North Broadway

Hudson St .

Lane Ave .

5th Ave .

Broad St .

SR 104

Chart abbreviations: xing = crossing; cxn  = connection
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State Route 161
270

270

71

High St .

Cleveland Ave .

Karl Rd .

Westerville Rd .

New Albany Rd .

Hamilton Rd .

Sunbury Rd .

SR 315

Sawmill Rd .

WORTHINGTON

Auto Ped Bicycle Transit Land Use

Sawmill Road to State Route 315

2 or 3 lanes Few 
sidewalks None One N-S 

connection
Suburban 

Retail

SR 315 to Westerville Road

6 lanes None None
Express 

routes 37 
and 27

Suburban 
Retail/

Residential

Westerville Road to New Albany Road

Limited 
access, 4 

lanes
Prohibited Prohibited Routes 39 

and 40

Suburban 
Retail/

Residential
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Parsons Avenue

270

70
70/71

670

SR 104

Williams Rd .

H
ig

h 
St

 .

London 
Groveport Rd .

Frebis Ave .
Greenlawn Ave .

Broad Street

Auto Ped Bicycle Transit Land Use

Broad Street to State Route 104

4 - 7 lanes

Continuous, 
varying 
widths, 

amenities

Short Bike 
Lane Route 4 Urban Retail 

/ Residential

State Route 104 to London Groveport Road

2 lanes Minimal None Route 4
Rural 

Industrial/
Residential
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5th Avenue

270

71

670

670

High St .Neil Ave .

4th St .

Joyce Ave .

Stelzer Rd .

Hamilton Rd .

Nelson Rd .

Cleveland Ave .

SR 315

Nor
th

w
es

t B
lv

d

Riversi
de Dr .

CMH

BEXLEY

WHITEHALL

GRANDVIEW 
HEIGHTS

UPPER 
ARLINGTON

Auto Ped Bicycle Transit Land Use

Riverside Drive to State Route 315

2-4 lanes, 
on-street 
parking

Sidewalks 
throughout, 
pedestrian 

xings

Sharrows
Route 5, 

connection 
to 82, 3

Suburban 
Retail/

Commercial/
Residential

State Route 315 to I-71

3-4 lanes Continuous

Connection 
to 

Olentangy 
Trail

Route 5, 
96, multiple 

N-S cxns

Suburban 
Mixed Use/ 
Institutional

I-71 to I-670

3-5 lanes
Present, 

with some 
gaps

None Routes 6, 9, 
16, 81, 96

Suburban 
Industrial/
Residential

I-670 to Hamilton Road 

4-5 lanes Very few None
Routes 6, 
87, 92, 96, 

92

Rural 
Industrial/
Residential

Chart abbreviations: xing = crossing; cxn  = connection
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Cleveland Ave
270

670

71

5th Ave .

17th Ave .

11th Ave .

Hudson St .

Weber Rd .

Oakland Park Ave .

Mock Rd .

Agler Rd .

Morse Rd .

SR 161
W

es
te

rv
ill

e 
R

d

Broad St .

Auto Ped Bicycle Transit Land Use

I-270 to Oakland Park Avenue

5 lanes Narrow, with 
gaps None Route 1, 27, 

37; CMAX

Suburban 
Retail/

Commercial/
Residential

Oakland Park Avenue to 5th Avenue

4 lanes

Continuous, 
varying 
widths, 

amenities

None Route 1, 27, 
35; CMAX

Suburban 
Retail/

Commercial/
Residential

5th Avenue to Broad Street

4 lanes

Continuous, 
varying 
widths, 

amenities

None
Routes 

1, 27, 35; 
CMAX

Urban 
Commercial/ 

Retail/
Institutional 
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APPENDIX
BICYCLE GENERATORS        
AND ATTRACTORS
Bicycle trail trailheads
Priority should be given to Olentangy Trail 
trailheads, since this trail generates the heaviest 
volume of bicycle traffic.

 ▪ Olentangy Trail

 ▪ Alum Creek Trail

 ▪ Scioto Trail

 ▪ Blacklick Creek Trail

 ▪ I-670 Bikeway

Parks
Metroparks and staffed parks should receive 
priority.  These include:

 ▪ Blendon Woods Metro Park

 ▪ Three Creeks Park Barack Recreation Center 
(Lincoln Park)

 ▪ Barnett Recreation Center

 ▪ Beatty Park

 ▪ Berliner Sports Park

 ▪ Blackburn Park & Recreation Center

 ▪ Brentnell Park

 ▪ Carriage Place Park

 ▪ Columbus Zoo

 ▪ Douglas Rec Center and Windsor Park

 ▪ Driving Park

 ▪ Franklin Park

 ▪ Glenwood Park & Recreation Center

 ▪ Krumm Park

 ▪ Lazelle Woods Park

 ▪ Linden Park

 ▪ Marion-Franklin Park

 ▪ Milo-Grogan Park

 ▪ Sawyer Park

 ▪ Sawyer Recreation Center

 ▪ Schiller Park

 ▪ Sullivant Gardens Recreation Center

 ▪ Tuttle Park

 ▪ Whetstone Park

Shopping centers
Including, but not limited to:

 ▪ Polaris Fashion Place

 ▪ Polaris Town Center

 ▪ Neighborhood Shoppes – Polaris

 ▪ Columbus Square Shopping Center

 ▪ Easton Town Center

 ▪ Northern Lights Shopping Center

 ▪ Lennox Town Center

 ▪ Olentangy Plaza

 ▪ Northwest Shopping Center

 ▪ Carriage Place Shopping Center

 ▪ Sun Center Shopping Mall

 ▪ New Market Shopping Center

 ▪ Graceland Shopping Center

 ▪ Fountain Square Shopping Cente

 ▪ Great Western Shopping Center

 ▪ Consumer Square West Shopping Center

 ▪ Westland Mall

 ▪ Central Point Shopping Center  

 ▪ Eastland Mall

 ▪ Great Southern Shopping Center

Commercial districts
 ▪ Central Business District

 ▪ Arena District

 ▪ Brewery District

Office parks and buildings (greater than 
50,000 square feet)

High-density residential developments 
(priority of over 200 units)

Hospitals
 ▪ OSU Hospitals

 ▪ Riverside Methodist Hospital

 ▪ Grant Medical Center

 ▪ Mt. Carmel East

 ▪ Nationwide Children’s Hospital

 ▪ Urgent Care Plus 
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Schools

Universities
In order of priority, based on enrollment:

 ▪ Ohio State University

 ▪ Columbus State Community College

 ▪ Franklin University

 ▪ DeVry University

 ▪ Ohio Dominican University

 ▪ Columbus College of Art & Design

Public libraries

Post offices

Mixed-use and residential neighborhoods
Columbus has many mixed-use and residential 
eighborhoods which cumulatively generate 
significant bicycle traffic, even if some lack 
individual large housing developments.  These 
include but are not limited to:

 ▪ Short North

 ▪ German Village

 ▪ Olde Towne East

 ▪ Merion Village

 ▪ Italian Village

 ▪ Victorian Village

 ▪ Franklinton

 ▪ Hilltop, centered on Highland West and 
Westgate

 ▪ University District

 ▪ Clintonville, focused on High Street

 ▪ Minerva Park

 ▪ Forest Park East

 ▪ Milo-Grogan

 ▪ North Linden

 ▪ Weinland Park
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