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1. BACKGROUND

This technical memorandum summarizes and documents the process used to develop and evaluate transit
alternatives for the LinkUS Northwest Corridor initiative. It is part of the larger Northwest Corridor Mobility
Study, which is a corridor mobility plan integrating bicycle and pedestrian improvements, land use
recommendations, and general traffic improvements between Bethel Road and Downtown Columbus. This
document follows the Northwest Corridor Foundations Report, which identified the characteristics and
potential of the corridor, and the LinkUS Framework Strategy, which outlines the goals and vision for mobility
in the region. Unless otherwise specified, this memorandum uses the geographic area established in the
Northwest Corridor Foundations Report as the Corridor Context Area for facts and figures. The development
and evaluation of high capacity transit alternatives in the Northwest Corridor followed a multi-tiered data
driven process to identify the best transit solution for the Northwest Corridor. Each step in the process is
described in greater detail on the pages that follow.

1.1 Transit Plans and Previously Completed Studies

The Northwest Corridor transit analysis builds on previously adopted local studies and plans. Numerous plans
over the past decade have envisioned the Northwest Corridor as a high-capacity transit connection between
Downtown Columbus and the employment centers, residential neighborhoods, and activity centers east and
west of the Olentangy River. While these various local studies and plans differ in their envisioned transit
alignment, service solutions and level of details, some key shared goals emerged through an analysis of
previously completed work.

The following documents were reviewed in developing the transit goals, objectives, and evaluation criteria
detailed in the following pages. These documents along with analysis of existing and planned future travel
patterns, land uses, and physical and natural conditions form the foundation for the project team’s
understanding of the need and basis for developing a multimodal transportation solution in the Northwest
Corridor.
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Table 1: Summary of Previous Planning Documents

PLAN (YEAR COMPLETED) LEAD
AGENCY KEY TRANSIT FINDINGS

Metropolitan 2020-2050
Transportation Plan (2020) MORPC Presents regional goals including attract and retain economic

opportunity and create sustainable neighborhoods.

2020-2050 Short- & Long-Range
Transit Plan (2020) COTA Summary of transit needs including high-capacity transit, smart

mobility options, and enhanced bus service.

2021-2024 Transportation
Improvement Plan (2020) MORPC Staged, four-year schedule of transportation improvements and

funding sources.

2021-2024 State Transportation
Improvement Program (2020) ODOT Overview of planned transportation improvements, including

investments in transit systems.

Access 2045 Ohio Statewide
Transportation Plan (2020) ODOT

Outlines six transportation goals including accessibility,
connectivity, and mobility and includes strategies to guide
improvements.

Moving Every Life Forward 2019-
2024 Strategic Plan (2019) COTA

Guiding COTA principals include enhancing the economic vitality
and growth of the region and providing an equitable and inclusive
service.

CONNECT Columbus (2019) City of
Columbus

Citywide Transportation Policy Framework that envisions a future
of a multimodal, equitable and sustainable transportation system.
Early phases of the Connect Columbus planning process were
concurrent with NextGen and included the identification of the
Northwest Corridor as a future high capacity transit alignment that
could support future growth.

NextGen: Transit Vision (2017) COTA

NextGen identified improvements for the regional transit system,
including high-capacity transit corridors through a collaborative
process with the community, stakeholders and technical experts.
The policy framework also emphasizes expectations for
dedicated/repurposed right-of-way for transit, precursor to
insight2050f Corridor Concepts.

insight2050 (2015) MORPC

A project designed to prepare the central Ohio region for the new
challenges presented by population and job growth. The project
and report include social, economic, health and mobility
considerations as well as fiscal and environmental constraints.
Together with many public partners and stakeholders, this plan
was developed to support the region’s success for the coming
decades.
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PLAN (YEAR COMPLETED) LEAD
AGENCY KEY TRANSIT FINDINGS

insight2050 (2019) Corridor
Concepts MORPC

Modeled a future Northwest Corridor scenario incorporating high-
capacity transit. Model prioritized high growth at north and south
nodes.

Transit Needs Study (2015) ODOT
Due to a growing need for transit in Ohio, the study calls for
increased investment in transit and collaboration among transit
agencies.

Columbus 2050: Creating
Blueprints for Change (2012)

Urban Land
Institute

Recommended an integrated transportation system that includes
dedicated right-of-way for transit and safer & easier transfer
between modes.

1.2 Transit Problem Statement: Purpose and Supporting Issues

This transit problem statement below establishes a foundation for the region’s conversation about transit
needs in the Northwest Corridor. The Federal Transit Administration (FTA) and the National Environmental
Policy Act (NEPA) characterize a problem statement as communicating the local needs, context, and purpose
of a proposed project. The problem statement follows a standard format. The one-paragraph purpose
statement is supported by documentation outlining the issues, needs, and challenges that demonstrate the
need for improved transit service. From an implementing agency perspective, the project problem statement
forms the foundation for decision-making about transit alternatives, justification for funding, and identification
of environmental impact mitigation strategies. From a policymaker and public perspective, the problem
statement is the foundation from which messaging is developed for communications about the project.

The problem statement evolves throughout the project development process along with the designs, cost
estimates, and specifications until the project is permitted to be built. While an initial problem statement is
provided below, it will continue to be refined based on public feedback, additional technical analysis, and input
from regional leadership.
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1.2.1 Transit Purpose Statement

The purpose of the Northwest Corridor project is to provide premier transit service
to meet the existing and long-term regional mobility and local accessibility needs

for residents, businesses, and institutions within the project area.

Travel demand and highway traffic congestion are expected to increase in the Columbus metropolitan area
through 2050 and beyond. The Northwest Corridor’s street and highway network as currently planned and
programmed cannot meet the region’s travel needs alone. A more sustainable, multimodal transportation
network is needed to provide reliable travel options for people, support existing communities, and achieve
community land use visions, support economic competitiveness, and respond to growth in the corridor.

1.2.2 Supporting Issues & Needs

Significant Work-Related Travel

According to US Census and ESRI Business Analyst data, the Northwest Corridor was home to over 98,000
people and over 187,000 jobs in 2017. The corridor has an almost 2 to 1 ratio of employees to residents,
emphasizing that this is a jobs corridor and daily travel to large employers is vital to the current and future
success of the Central Ohio region. The corridor is also serving 3 of the region’s top 5 employers, including The
Ohio State University, OhioHealth, and Nationwide Insurance.

Most (79 percent) of the employees in the corridor are professional workers (many of which are employed by
the corridor’s two largest employers: OhioHealth and The Ohio State University. Almost 25 percent of the
corridor’s jobs are the high-growth health care sector, promoting sustained economic vitality as healthcare
becomes increasingly important to the economy.

In contrast to the high proportion of high-wage jobs, approximately 21 percent of corridor workers have low-
wage jobs (earning less than $1,250 per month) (US Census Bureau Longitudinal Employment-Home Dynamics
(LEHD)). Almost 25 percent of those living in the corridor live in low-wage households. Low wage jobs coupled
with the heavy presence of high-growth industries highlights the need for affordable transportation
connections that improve safe and convenient access to opportunity, equity, and economic outcomes for
corridor residents.

Growth in the Corridor

The corridor has experienced substantial new development in recent years, with over 18.2 million square feet
of development occurring or planned since 2015. This equates to over $3 billion in investment, including
regionally catalytic projects such as Grandview Yard, the Arena District, and The Ohio State University’s West
Campus Development.
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The Northwest Corridor has the potential to add approximately 50,000 new homes and 94,000 new jobs over
the next 30 years assuming the right supporting infrastructure is in place, such as high-capacity transit and
supporting land use policies1.

Limited Roadway Capacity and Alternate Routes

Regardless of improved transit or land use policy changes, increased population growth in the region is
projected to increase congestion on State Route (SR) 315 from current moderate levels to severe by the year
20502. Since 2016, the region has already seen impacts on SR 315 resulting from new development along with
the many regionally significant employment centers and destinations; travel time reliability has declined
significantly on SR 315, the corridor’s only freeway.

Travel time reliability is an increasingly important aspect of traveler experience, and especially in the
Northwest Corridor. Since there are limited north/south routes in this corridor, even a minor traffic highway
incident or traffic volume increase creates major delay as drivers have few safe and practical alternatives to
Olentangy River Road and SR 315. Travel time is also impacted during typical AM and PM peak traffic periods
due to congestion on these important routes.

Travel time increases during AM and PM peak periods on both Olentangy River Road and SR 315. Travel time
along Olentangy River Road northbound during free-flow conditions is approximately 17 minutes, while the
southbound direction is approximately 18 minutes. During the AM and PM peak periods, travel time along
Olentangy River Road increases by an average of 3 to 6 minutes, according to INRIX data. Travel time along SR
315 between West Broad Street and Bethel Road during free-flow conditions is approximately 8 minutes in
both the northbound and southbound direction. During the AM and PM peak periods, travel time along SR 315
increases by an average of 3 minutes according to INRIX data. However, travel on SR 315 is unreliable,
particularly in the PM peak period. This means that travel times in the PM peak period are difficult to predict
and may be up to twice as long as free-flow conditions on some days. Travel times on these two roadways are
discussed in more detail in the Traffic and Travel Foundations Memo.

Travel Time Index (TTI) is a measure of the time it takes to make a trip in congested conditions versus the time
it would take in free-flow conditions. Based on the Travel Time Index measure, Olentangy River Road is
relatively uncongested and reliable in both directions. Northbound SR 315 travel time is relatively uncongested
and reliable during the AM peak; however, Northbound SR 315 travel time is very unreliable during the PM
peak. Southbound SR 315 is moderately congested, and the travel time is unreliable during the AM and PM
peak periods.

Developing a high-quality, reliable transit option as a practical alternative to personal vehicle travel in the
corridor will be key to successfully accommodating increased growth while maintaining travel time reliability.
As noted in the Northwest Corridor Foundations Report, the potential for significant freeway capacity

1 Insight 2050: Corridor Concepts (2015)
2 NextGen Transit Vision; COTA (2017)
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expansion is limited. With much of the highway situated tightly between the Olentangy River and Olentangy
River Road, and with portions of the highway elevated above the river, adding additional lanes to SR 315 is not
feasible and not a sustainable solution to managing congestion. With limited options to increase roadway
capacity in the corridor, developing practical alternatives will offer choices to travelers, reduce strain on the
roadway system, and support the efficiency of all mobility options.

Limited Bi-Directional Travel Options

TRANSIT

The Central Ohio Transit Authority (COTA) offers bus service throughout the Northwest Corridor Context Area,
including Route 1 which travels from Lane Avenue to Bethel Road, and frequent service originating at Riverside
Hospital to Downtown Columbus that runs throughout the day. The lines 72 Tuttle, 73 Dublin and 74 Smoky
Row provide north-south service in the area, with the lines 72 and 74 providing service in the Corridor Context
Area.

Peak direction rush hour service is available on the north-south routes, including a rush hour express service
to/from the City of Dublin via line 73 Dublin, which travels from Bridge Park to/from Downtown Columbus
along Riverside Drive (although this is outside the Corridor Context Area).This provides service in both the AM
and PM peak periods on weekdays. However, options are limited during off-peak times, and on weekends and
holidays. Traveling from Dublin to Downtown Columbus during a non-peak period likely requires a transfer and
a travel time of over 1 hour (vehicle travel time is approximately 20 minutes).

Similar to other corridors in the regional transit system, existing rush hour service also does not provide access
to many activity centers within the Corridor Context Area, as the routes mostly pass through the Corridor
Context Area on the way to downtown. Because this rush hour service mostly relies on SR 315 within the
corridor area, it is subject to the same travel time reliability challenges that vehicles traveling that roadway
face. During non-peak periods, transit within the corridor mostly relies on local routes 3, 22, 31, 32, and 33, all
of which provide east-west service across the Corridor Context Area. Service on these routes is provided on a
30-minute headway.

Travel time on frequent service Route 1 from Kenny Road and
Henderson Road and North High Street and Nationwide
Boulevard was completed using the agency-scheduled time
from COTA. This is compared to vehicle travel between
Henderson Road and Downtown Columbus via Olentangy River
Road, as shown in Table 2. This comparison shows that even
travel on a frequent-service route adds between 5 and 10
minutes to the travel time, depending on time of day and
direction of travel. This comparison is shown in Table 2.

AM PEAK PM PEAK

Vehicle northbound 21 min 19 min

Vehicle southbound 21 min 21 min

Transit northbound 34 min 35 min

Transit southbound 29 min 31 min

Table 2 Travel Time Comparison
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The Ohio State University
supplements COTA service by
providing local transit options
between campus destinations
through the Campus Area Bus
Service (CABS). CABS is free to
all riders and provides
connections across the
Olentangy River between The
Ohio State University Main
Campus and other campus
destinations within the
Northwest Corridor. A CABS
popular service connects
employees, patients, and
visitors from the Wexner
Medical Center Parking lots on
the west side of the Olentangy
River to the main medical
center on The Ohio State
University Main Campus.

STREETS

The Northwest Corridor Traffic
and Travel Foundations Memo
(May 2020) provides strong
evidence of all-day, bi-
directional travel demand in the
corridor. However, bi-
directional travel options are
limited in the Northwest
Corridor to serve this demand.
Major all-day activity generators
such as The Ohio State
University Campus, OhioHealth
medical district, and the Lennox
shopping center contribute to
this strong demand.

Figure 1: Existing Transit in the Corridor
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Travel time analysis also demonstrates this all-day, bi-directional travel demand. Travel times are slower than
free-flow speeds from early in the morning until late in the evening – particularly on Olentangy River Road.
While SR 315 experiences large differences in morning and evening travel times, Olentangy River Road travel
times increase earlier in the morning and remain slower than free-flow until later in the evening and indicate a
13 to 17-hour travel demand in the Northwest Corridor:

u Olentangy River Road – Northbound Travel: Travel times begin to surpass uncongested conditions
at 5AM and decrease back to free-flow between 8PM-10PM.

u Olentangy River Road – Southbound Travel Time: Travel times begin to surpass uncongested
conditions at 5AM and steadily decrease back to free-flow between 6PM-10PM.

In addition to the current major destinations in the corridor (The Ohio State University Main Campus and the
Arena District near Downtown) that are driving bi-directional travel demand, future destinations will increase
the intensity of these patterns. The Ohio State University’s West Campus is a future major destination, along
with continued development in the Grandview Yard and Scioto Peninsula.

BICYCLE AND PEDESTRIAN

Transit connectivity with bicycle and pedestrian infrastructure is extremely important, especially in the Central
Ohio region. A 2018 COTA on-board survey revealed that 94 percent of riders access their transit route via
walking. The Olentangy River Trail (ORT) is a multi-use path that runs the length of the Corridor Context Area
on the west side of the Olentangy River and is the principal north/south route for bicycling. A few multi-use
path segments connect into the trail from the greater bicycle and pedestrian network; all other east/west
connections into the trail are on shared roadways or standard bike lanes. There are few low-stress connections
into the trail, which provide facilities protected from automobiles. Long distances between access points in
some areas, especially in the southern and northern portions, create a feeling of isolation and limit its
usefulness for transportation at all hours of the day. Nearly all major roads in the Corridor Context Area were
ranked with “poor” or “moderate” levels of bicycle comfort in a 2016 Mid-Ohio Regional Planning Commission
(MORPC) analysis, including the entirety of Olentangy River Road.

Sidewalks are present intermittently in the Corridor Context Area, with the greatest concentration in the
southern end of the Corridor Context Area. The ORT and other existing multi-use paths also provide pedestrian
connections for transportation and recreation. There are some major sidewalk gaps in residential areas and
along major roadways.

The Olentangy and Scioto Rivers, SR 315 and Interstate 670, and the CSX and Norfolk Southern railroads are all
significant barriers to bicycle and pedestrian connectivity on the corridor. The roads that do cross these
barriers are often the same roads with sidewalk gaps or high levels of bicycle stress. The distance to bicycle
and pedestrian-accessible crossings from any of these barriers is often between 1/4 and 1/2 a mile. A more
detailed discussion of bicycle and pedestrian access and connectivity in the Corridor Context Area will take
place in the Active Transportation Technical Memo.
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Limited Connectivity Across the Rivers and Railroads

The Olentangy River runs generally north and south through the Northwest Corridor and presents an
environmental barrier to east/west travel. Street and highway network capacity and the access it provides to
major activity generators on either side of the river is limited. Connections are more frequent in the corridor’s
south end, with fewer crossings available on the north side. Major traffic generators on both sides of the
Olentangy River include The Ohio State University Main Campus on the east side; hospitals and clinics on the
west side; Grandview Yard on the west side; the Arena District on the east side; and the future The Ohio State
University West Campus on the west side. There are 11 local street crossings in this nearly 7-mile section of the
Northwest Corridor: Dublin Road/West Long Street; Goodale Boulevard; West 3rd Avenue; West 5th Avenue;
King Avenue; John Herrick Drive; Woody Hayes Drive; West Lane Avenue; West Dodridge Street; North
Broadway and West Henderson Road.

Sixteen crossings also provide east-west access across the railroads in the area, with most being grade-
separated. Many of these align with roadways that provide connection across the river as well, but not all. For
instance, Bethel Road, in the extreme north of the Corridor Context Area, provides access across the railroad,
but not across the Olentangy River. In general, the railroad presents significant connectivity challenges for
east-west travel in the corridor. Limited roadway and bicycle/pedestrian crossing options may present
challenges for cyclists and pedestrians looking to access transit stations or needing to go out of their way to
access a railroad crossing to get to their final destination. Additionally, the at-grade crossings pose challenges
for transit scheduling reliability.

In addition, the Scioto River on the south end of the Northwest Corridor severely limits access between the
west bank of the Olentangy River and Downtown Columbus. SR 315 and Souder Avenue to Broad Street, Rich
Street, or Main Street are currently the only vehicular crossings of the Scioto River between the western bank
of the Olentangy River and Downtown Columbus.
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Figure 2: Existing Vehicular Connections Across the Railroads and Rivers
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Figure 3: Existing and Future Active Transportation Crossings

Source: Northwest Corridor Foundations Report
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Transit Issues Map

The issues, needs, and challenges previously discussed illustrated on the map below. This graphic is intended
to represent the major transit issues and is not intended to represent all destinations, access challenges, or
barriers.

Figure 4: Transit Issues Map
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1.3 Transit Market Analysis

The likelihood of people in a neighborhood to ride public transit is influenced by a variety of demographic,
socioeconomic, and employment factors. These factors can be grouped into three general categories:

u Residents: Demographics of people who live in the Northwest Corridor
u Workers: Commuting patterns and markets for people who live or work in the corridor
u Activity Generators: People travel daily for many reasons other than working. These activities

include education, healthcare, childcare, social health, recreation, social services, and others.

Identifying and evaluating this data helps transit planners understand individual travel needs and develop
public transit alternatives that address the needs in practical ways.

For this analysis, general population and employment data is displayed as 40-acre grids, consistent with the
transit market analysis that COTA performed as part of NextGen. The population and employment data are for
years 2020 and 2050 and is a disaggregation of MORPC’s most recent land use forecasts. Maps that use the 40-
acre grids also include a downtown inset that shows the transportation analysis zones (TAZs), which are a
more granular geography in this location allowing for a greater level of detail than the grid system. Maps that
display socioeconomic data from the Census Bureau are displayed at the block group level using data from the
2018 American Community Survey, 5-Year Estimates.

Note: Due to the need to analyze demographic and employment data for a focused geography, some of the
statistics in this analysis are pulled from different sources than the LinkUS Framework Strategy and Northwest
Corridor Foundations Report. The key data sources for the following section are:

u American Community Survey Data, 2018
u Longitudinal Employment and Household Dynamics (US Census Bureau)
u MORPC Travel Demand Model data (2020)

1.3.1 Northwest Corridor Residents

Relevant demographic data for transit market analysis includes population, anticipated population growth,
population density, and population density for high-ridership groups based on age, income, and race. All
demographic data was computed for the larger Corridor Context Area, which stretches north to the City of
Dublin.

Population, Households, Employment, and Anticipated Growth

The Northwest Corridor is a regionally significant employment corridor that draws workers from all over the
Central Ohio region with major job centers such as The Ohio State University, Ohio Health, and Nationwide
Insurance. As of 2020, the corridor hosted approximately 8 percent of the regional population but 14 percent
of the region’s employment. Residents within the Northwest Corridor largely commute to Downtown
Columbus, creating a strong commute demand. Additionally, the corridor is slated to grow significantly, both in
population and employment, by 2050, as well as increase in density. As both population and employment in
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this area continue to increase, it creates a strong demand for a high-capacity transit link facilitating movement
into the corridor from other parts of the region, as well as from the Northwest Corridor to Downtown
Columbus. The corridor also has a higher than average concentration of zero-vehicle households, as well as a
high concentration of youth and young adults, both populations likely to regularly use transit.

Table 3: Demographic Comparison

DEMOGRAPHIC COMPARISON CENTRAL OHIO REGION NORTHWEST CORRIDOR
CONTEXT AREA

Total Population 1.6 million3 133,0004

Households 634,0005 59,0006

Employment (MORPC, 2020) 918,000 133,000

Employment (LEHD, 2017) 1.04 million 96,000

Median Income
(American Community Survey, 2018)

$64,000 $59,000

Population of Color
(American Community Survey, 2018)

25.4% 19%

3 MORPC MTP
4  MORPC Regional Travel Demand Model, 2020
5 American Community Survey, 2018
6 MORPC Regional Travel Demand Model, 2020
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POPULATION DENSITY – 2020 ALL RESIDENTS

MORPC data shows approximately 133,000 people residing within the Corridor Context Area, compared to a
total regional population of approximately 1.6 million. In 2020, the densest locations within the Northwest
Corridor are generally located near The Ohio State University and the Fifth by Northwest Community. Other
clusters of relatively high population density can be found around Henderson Road and Downtown Columbus.

Figure 5.1: Population Density 2020 (40-acre grids)
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Figure 5.2: Population Density 2020 (MORPC Micro Analysis Zones (MAZ) Data)
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POPULATION DENSITY – ALL RESIDENTS 2050

By 2050, MORPC projects the population of the Northwest Corridor to be just over 200,000, an increase of
over 50 percent. Many of the neighborhoods within the Northwest Corridor are expected to become denser –
primarily Downtown, and the areas surrounding The Ohio State University. In fact, the average density in
Downtown Columbus is expected to increase from 11 persons per acre to 37 persons per acre between 2020
and 2050. The Ohio State University’s West Campus development (shown on the map below) is projected to
include between 9 and 12 million square feet of mixed-use space by 2050, including unknown amounts of
residential.
Figure 6.1: Project Population Density 2050
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Figure 6.2: Projected Population Density 2050 (MORPC Micro Analysis Zones (MAZ) data)
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YOUTH, YOUNG ADULTS, AND ELDERS – 2018

Youth and young adults (ages 15-29) made up nearly 34 percent of all residents within the Northwest Corridor
in 2018, with the highest densities of these residents located in and around The Ohio State University. Elder
residents, individuals age 50 and over, made up nearly 27 percent of all residents within the Northwest
Corridor, with the highest concentrations around Upper Arlington and the northern areas of the Study Area.

Figure 7: Youth and Young Adult Population – 2018
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Figure 8: Elder Population – 2018
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MEDIAN HOUSEHOLD INCOME – 2018

The overall median household income in Central Ohio was approximately $64,000 a year in 2018, which is
comparable to the median household income within the Northwest Corridor at $59,000 per year. This value
varies widely, however, with areas below $25,000 surrounding The Ohio State University and areas with high
concentrations of student housing, while the neighborhoods adjacent to Northwest Corridor had median
incomes greater than $100,000.

Figure 9: Median Household Income – 2018
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ZERO-VEHICLE HOUSEHOLDS – 2018

Areas of the Northwest Corridor with high populations of The Ohio State University students unsurprisingly
had high concentrations of households without vehicles in 2018. The further extents of the Northwest Corridor
had relatively low rates of zero-vehicle households. Regionally, approximately 6 percent of households had no
access to vehicles. It is anticipated that this measure significantly underestimates transit demand, as many
households were “vehicle-deficient,” or have access to fewer vehicles than drivers.

Figure 10: Zero-Vehicle Households – 2018
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RENTER-OCCUPIED HOUSING UNITS – 2018

The total housing stock that is renter-occupied across the Northwest Corridor was approximately 56 percent in
2018- which is on par with the rest of the region (61 percent). The highest concentrations of renter-occupied
units were between The Ohio State University and Downtown, as well as large pockets between Henderson
Road and Bethel Road.

Figure 11: Renter-Occupied Households – 2018
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RACE – 2018

Just above 38 percent of Columbus’s population identified as a race other than white in 2018; however, only
19 percent of residents within the Northwest Corridor identified as non-white. The corridor had a higher
representation of people who identified as Asian (10 percent) compared to Columbus (4 percent). According to
2017 LEHD Data, approximately 20 percent of jobs within the corridor were held by people of color (a total of
approximately 19,000 jobs), and 3 percent were held by workers identifying as Hispanic or Latino.

Figure 12: Race – 2018
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1.3.2 Northwest Corridor Employment

Transit is an important commute option for employees. This section explores commute patterns using data
from the LEHD survey and employment density from the MORPC land use forecasts to examine how transit can
serve the commuting market. Transit planners evaluate commute patterns to help identify routine, daily travel
markets. Commute patterns serve as one data point, along with activity generator information discussed in the
next section, on which transit routes are built.

2017 Commute Flows

In 2017, the most current data available, LEHD data estimated over 96,000 jobs existed in the Northwest
Corridor Context Area. For this data, LEHD shows approximately 41 percent of the jobs were held by Columbus
residents. LEHD shows another 6 percent of Northwest Corridor workers commuted out of Dublin and Upper
Arlington. For people who lived in the Northwest Corridor in 2017, LEHD data showed the majority of residents
working in the City of Columbus (56 percent), with 8 percent working in Dublin and Upper Arlington.

Figure 13: LEHD Commute Flows

WHERE NORTHWEST CORRIDOR RESIDENTS WORKED IN 2017

In 2017, LEHD data showed over 70 percent of Northwest Corridor residents commuted less than 10 miles to
work, and 25 percent (approximately 11,800 people) commuted southeast toward Downtown Columbus. This
data is based on a standardized LEHD report, for which 10 miles is the smallest reported increment available.

The map on the next page shows the work locations of Northwest Corridor residents. The patterns revealed in
this map make it clear that Downtown Columbus and High Street are important employment destinations,
along with the Arena District and Grandview Yard area.

Figure 14: LEHD Directional Flow
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Figure 15: Work Locations of Corridor Residents
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WHERE NORTHWEST CORRIDOR WORKERS LIVED IN 2017

Approximately 51 percent of people who work in the Northwest Corridor commuted less than 10 miles daily in
2017. Northwest Corridor workers traveled into the corridor from all directions, demonstrating the regional
employment significance of the activity centers in the Corridor Context Area. However, corridor employees
most commonly commute from the north, north-east, and east directions. Fewer employees travel from the
south, southwest and west directions.

The map on the next page shows the homes of those who work in the Northwest Corridor. The patterns
revealed in this map demonstrate that workers are relatively well distributed throughout the corridor, with
high amounts of employees living east of the Olentangy River and at the southern end of the corridor. The fact
that workers are relatively evenly distributed across the region indicates the importance of connections to the
broader region, as well as improved connectivity across existing barriers, such as the Olentangy and Scioto
Rivers and SR 315.

Figure 16: LEHD Directional Flow
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Figure 17: Home Locations of Corridor Workers
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EMPLOYMENT DENSITY – 2020

Currently, MORPC estimates a total of approximately 139,000 jobs in the Northwest Corridor Context Area.
The existing areas of highest employment density in the Northwest Corridor are Downtown Columbus, The
Ohio State University, and Fifth by Northwest. There are also pockets of higher density development along
major east-west streets such as Henderson Road and Bethel Road and near Riverside Hospital.

Figure 18: 2020 Employment Density
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EMPLOYMENT DENSITY – 2050

By 2050, the number of jobs is anticipated to grow to approximately 199,000. There are similar pockets of
high-density employment, and many of these pockets are expected to further increase density between 2020
and 2050. Key areas of growth include around Olentangy River Road at Broadway, along Kinnear Road, and on
the Scioto Peninsula. Important to note is that the future land use forecast does not account for the entirety of
the high intensity of growth expected to occur as part of The Ohio State University’s West Campus Innovation
District. Forecasts for The Ohio State University’s West Campus and other key developments will be
incorporated as part of Phase II.

Figure 19 Projected 2050 Employment Density



JANUARY 2021

LinkUS: Northwest Corridor Transit Alternatives Tech Memo page | 1-33

1.3.3 Northwest Corridor Activity Generators

Transit is vital infrastructure supporting daily travel for many reasons other than working. According to the
2018 (COTA) On-Board Survey, while nearly forty-eight percent (48.4 percent) of all transit passengers’ trips
were made to commute between work and home, around 52 percent were made either to or from another
activity or destination. These activities include education, healthcare, childcare, social health, recreation, social
services, and others.

The following key activity generators have been identified in the corridor. These are places where people
travel to or from throughout the day, seven days per week. As development in the Northwest Corridor
continues to evolve, this list of key activity generators will change.

u Downtown Columbus
u Scioto Peninsula
u Arena District
u Grandview Yard
u Fifth by Northwest
u The Ohio State University Main Campus & Medical District
u The Ohio State University West Campus
u OhioHealth Headquarters
u Riverside Methodist Hospital
u Shopping Center near Olentangy Commons

These key activity generators are logical starting points for high capacity transit station areas. The presence of
these and other yet-to-be-identified activity generators will be considered along with population, population
density, employment, employment density, existing transit service, other planned transit improvements, and
physical site characteristics in the development of transit alternatives for the Northwest Corridor.
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1.4 Transit Mode Options

Previous planning efforts have extensively studied the opportunities for high-capacity transit in the Central
Ohio Region. While COTA’s 2017 NextGen Study recommended bus rapid transit as the mode of choice for the
Northwest Corridor, other planning efforts have remained mode-agnostic, simply recommending high-capacity
transit improvements. Because of this uncertainty, both bus rapid transit (BRT) and light rail transit (LRT) have
been advanced to the feasibility stage to determine the appropriate mode for the Northwest Corridor.

Regardless of mode, the LinkUS Framework Strategy identifies high-capacity transit as including the following
characteristics:

u Level, Multi-Door Boarding: Elevated platforms and multi-door boarding establish a sense of
permanence for the transit service and facility and speeds the boarding process

u Off-Board Fare Collection: Customers pay the transit fare before boarding, e.g., on the station
platform, eliminating the travel time delay that results when customers pay on the transit vehicle

u Dedicated Right-of-Way: Transit travel time reliability is protected when right-of-way is identified
and protected for transit service, including limiting use by other types of vehicles, and designated
with pavement color, pavement markings and signage, and/or physical separation from other
travel facilities

u Signal Priority & Intersection Control: Transit travel speed and travel time reliability are improved
through use of connected traffic signals and prioritization of transit movements through
intersections

u Modern Vehicle Design: High-capacity transit vehicles are recognizable and easily differentiated
from other types of transit service. Key elements of vehicle design include external appearance,
interior comfort features, number of riders per vehicle, smoothness of ride, and ease of boarding
and alighting

u Frequent, Limited-Stop Service: Vehicles serve station areas frequently and serve station areas
only, resulting in faster travel speeds, a smoother travel experience (i.e., fewer acceleration and
deceleration experiences), and improved travel time reliability

u Enhanced Stations: High-capacity transit stations are welcoming to travelers and people meeting
travelers. They include amenities like bicycle racks, connecting sidewalks and trails, lighting, fare
collection equipment, trash cans, WiFi, and security features to support travelers and transit
operators

u Adaptable: Emerging technologies will allow for continued high-capacity transit performance
improvements, with continued commitment to the critical role of the transit workforce

The text that follows defines BRT and light rail transit LRT and summarizes the advantages and challenges with
each.
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1.4.1 Bus Rapid Transit (BRT)

BRT includes all the features of high-capacity
transit and combines them with the flexibility and
cost-effectiveness of buses. BRT systems include
branded buses, sophisticated stations, off-board
fare collection, and easy boarding and alighting
for all people. BRT also typically employs transit
priority at intersections and fully to mostly
dedicated transit runningways.

ADDITIONAL CHARACTERISTICS

u Station spacing: 1/4-mile or more
u Runningway type: primarily

dedicated
u Example systems: Cleveland,

Indianapolis, Minneapolis-Saint Paul, Eugene, Los Angeles, Boston, Kansas City

Advantages of BRT

High-quality BRT supports existing and transforming land uses. As riders and landowners become more familiar
with BRT, research is showing positive public perception competitive with LRT; positive property development
impacts, and speed and capacity service characteristics comparable to LRT. 7

As compared with LRT, the biggest advantages of BRT relate to the cost and speed of implementation. Overall
capital costs of BRT systems are typically less than those of an LRT system and the construction timeline is
typically shorter, since fewer infrastructure upgrades are required of the runningway8. Another potential
advantage of BRT over LRT is its potential for federal funding. According to COTA’s NextGen Transit Vision
report, BRT may have a higher probability for federal funding support than LRT. BRT also provides flexibility in
runningway design, allowing for designs that optimize available rights-of-way and existing infrastructure.

BRT can experience operational challenges in corridors with high transit travel demand. In runningways with
transit service frequencies of 5 minutes or less, BRT and any other transit vehicles in the runningway can start
to experience on-time performance issues and vehicle bunching that is difficult to manage and mitigate.
Corridors with large numbers of closely spaced traffic signals, large general traffic volumes, and large numbers
of turning general traffic vehicles can be especially susceptible to BRT operating issues.

7 NextGen Transit Vision; COTA (2017)
8 Bus Rapid Transit (BRT) – A Review; University of Calgary (2012)

Figure 20: Example of Bus Rapid Transit
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1.4.2 Light Rail Transit (LRT)

High-quality LRT supports existing and
transforming land uses. Research has shown
positive public perception; positive property
development impacts, and speed and capacity
service characteristics as compared to local or
limited stop, non-BRT bus service.

LRT is typically an electrically powered, high-
capacity rail service capable of operating in a
range of physical environments. LRT typically
operates in short trains in dedicated
runningway. Substantial and sophisticated
passenger amenities are typically provided in LRT systems.

ADDITIONAL CHARACTERISTICS

u Station spacing: ½ to 1 mile
u Runningway type: mostly dedicated, minimal shared with traffic
u Example systems: Baltimore, Portland, Minneapolis-Saint Paul, Dallas, Salt Lake City, Denver,

Charlotte, Norfolk

Advantages of LRT

LRT is more familiar to the US traveling public than BRT. This familiarity has resulted in a positive perception--
called rail bias--that results in higher ridership, economic development, service speeds and capacity especially
for new LRT systems.

Another benefit of LRT is the lifetime costs, which could be comparable to BRT. According to the NextGen
report: while rail projects can incur significantly higher initial expense, lifecycle costs can be competitive with
BRT projects due to the greater durability and longer lifespan of rail vehicles. Light rail also requires different
levels of labor and fuel cost, which the NextGen report suggests may make LRT less expensive in the long term.

Figure 21:  Example of Light Rail Transit
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1.4.3 Mode Comparison

A summary of BRT and LRT key characteristics is provided in Table 4.

Table 4: High Capacity Mode Comparison

MODE ADVANTAGES CHALLENGES SIMILARITIES

Bus Rapid Transit
(BRT)

· Lower capital costs

· Runningway flexibility

· Faster implementation
and less construction
effort

· Higher probability of
federal funding

· Some developers perceive
lower economic
development potential
nationally

· NextGen recommend BRT
for Northwest Corridor · Operating costs

· Premium passenger
amenities

Light Rail Transit (LRT)

· More familiar to riders
and property owners
nationally

· Ability to
accommodate higher
ridership demands

· Higher capital cost

· Longer implementation
and higher construction
efforts

Construction and operating costs for LRT and BRT are shown in Table 5. While BRT has a considerably lower
construction cost per mile, LRT is more competitive in costs per passenger metrics in part due to LRT’s higher
speeds and capacity.

Table 5 Mode Cost Comparison

MODE CONSTRUCTION COSTS
PER MILE9

COST PER PASSENGER MILE
2018, FTA10

UNLINKED PASSENGER TRIP
2018, FTA11

Light Rail Transit
(dedicated guideway) $60-120 M $0.92 $4.78

Bus Rapid Transit $10-35 M $1.31 $3.43

While both modes have been advanced to analysis, it is expected that each option will not be physically
feasible in each potential transit corridor. Elements such as available right-of-way, traffic volumes and
patterns, topography, and natural environmental features may limit the feasibility of building high-capacity
transit infrastructure in some parts of the Corridor Context Area.

9 Costs based on a review of recently developed projects.
10 2018 National Transit Summaries and Trends, National Transit Database
11 Ibid.
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2. ALTERNATIVES DEVELOPMENT

The Northwest Corridor high-capacity transit alternatives were defined and screened through a three-tiered,
data-informed process. Each tier narrowed the field of alternatives, while adding an additional level of detail.

2.1 Northern Alignment Alternatives and Tier 1 Evaluation

Five (5) initial Tier 1 alternatives were defined based on a review of previous planning work, an understanding
of the corridor’s major destinations, challenges and opportunities, and feedback from agency staff and key
stakeholders during a 2-hour charrette on May 19th, 2020. The end points for the Northwest Corridor transit
improvement are generally Bethel Road and Downtown Columbus. The 5 potential alignment options are
shown in Figure 22 and generally include:

u Olentangy River Road: Olentangy River Road is a minor arterial owned and maintained by the City
of Columbus (and Grandview Heights for a small section) and connects many destinations in the
Northwest Corridor. In the Northwest Corridor Context Area, Olentangy River Road extends from
Goodale Boulevard at the south end of the corridor to Henderson and Bethel Road at the north
end. Major challenges along this route may include complex traffic patterns and discontinuity at
the North Knot (discussed in the May 2020 Traffic and Travel Foundations Memo, as well as a lack
of direct connectivity south of Goodale Road to Downtown Columbus.

u SR 315: SR 315 is classified as a freeway and the major commuter highway within the Northwest
Corridor Context Area. Within the Corridor Context Area, SR 315 extends from Downtown
Columbus to Bethel Road. SR 315 currently provides the most direct vehicle connection and fastest
travel times through the corridor. However, it is a grade-separated freeway with limited access
and, due to high traffic volumes and speeds, is an environment which prohibits pedestrians and
bicyclists and permitted crossing access is limited. The Ohio Department of Transportation (ODOT)
owns SR 315, it is managed by the City of Columbus in the Northwest Corridor Context Area, and
any changes to SR 315 to accommodate high-capacity transit will require coordination with ODOT
and the Federal Highway Administration (FHWA).

u Kenny Road: Kenny Road is a minor arterial that is owned and maintained by the City of Columbus
with a section in Upper Arlington. In the Northwest Corridor Context Area, it extends from West 5 th

Avenue to Bethel Road. It provides a north-south connection roughly parallel to and west of
Olentangy River Road. Kenny Road provides direct access to The Ohio State University’s West
Campus development, which will be a major employment base and activity generator in the
coming years. In the north end of the corridor, Kenny also provides direct access to many of the
residential areas that support area employment. A Kenny Road alternative is likely to be combined
with Olentangy River Road, with potential transitions from one roadway to the other, shown in
Figure 22. Potential crossovers include Kinnear Road, Lane Avenue, Ackerman Road, or West North
Broadway.

u CSX: The project team explored the potential for public transit in the CSX Railroad corridor. The
active CSX rail corridor provides a direct connection between Downtown Columbus, Bethel Road,
and beyond. The existing CSX rail corridor is owned by CSX Transportation, a Class 1 freight
railroad operator. CSX currently operates 25 trains per day in the Northwest Corridor. Members of
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the study team met with CSX Transportation group on June 5, 2020 to explore the company’s
willingness to share, lease, or sell some or all of the existing rail right-of-way for public transit use.

At this time, CSX operates a viable freight business in the corridor and is not interested in allowing
passenger transportation in the corridor. Freight rail property in the United States is governed by
the Surface Transportation Board (STB). The STB of the United States is a federal, bipartisan,
independent adjudicatory board. The STB has broad economic regulatory oversight of railroads,
including rates, service, the construction, acquisition and abandonment of rail lines, carrier
mergers and interchange of traffic among carriers.
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Figure 22: Potential Alternatives for Northwest Corridor (August 2020)

At the conclusion of Tier 1, alternatives were dismissed, retained, or modified on the basis of potential fatal
flaws and inability to satisfy the LinkUS goals, which are defined on Error! Reference source not found.24. CSX
as a potential high capacity transit alignment was removed, as CSX is not at this time interested in sharing,
leasing, or selling existing rail right-of-way for public transit use. Additionally, SR 315 was removed from
further consideration due to extensive constructability concerns and the limited likelihood of advancing LinkUS
initiatives. Four (4) alternatives advanced to Tier 2.
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2.1.1 Tier 2 Evaluation

The Tier 2 evaluation assessed each of the alternatives using an initial set of evaluation criteria. Each criterion
below is a subset of the overall evaluation framework and described in greater detail in the methodology
section that follows. Each metric was determined and then assigned a relative score from 1 to 4, with 1 being
best and 4 being worst. The alternatives and associated screening were presented to the Core Team on
October 6, 2020. Based on the feedback from the Core Team, one alternative was eliminated from further
consideration and four were retained for further analysis: Olentangy River Road (ORR), Olentangy River Road
and Kenny Road #1 (ORR_K1), Olentangy River Road and Kenny Road #2 (ORR_K2), and Olentangy River Road
and Kenny Road #3 (ORR_K3).These four alternatives retained included three BRT alignment alternatives (ORR,
ORR_K1, and ORR_K3) and one LRT alignment alternative (ORR). Based on the relative performance of
alternatives, ORR_K2 was removed from further consideration. ORR_K2 had the lowest ridership potential,
lowest population and employment densities, and offered only a slight deviation from ORR_K1 with less direct
benefits.

Table 6 Summary of Tier 1 Screening Results

ALTERNATIVE ORR ORR_K1 ORR_K2 ORR_K3

Number of existing transit routes 3 3 2 1

Number of existing transit stops 3 2 4 1

Length of alternative 1 2 3 4

Existing travel time along alignment 1 2 2 3

Total ridership on existing routes 3 1 2 4

Acreage of developable, vacant or re-developable land 3 1 2 4

Potential right-of-way impacts 1 2 3 4

2020 population density (people per acre) 2 3 4 1

2050 population density (people per acre) 1 2 3 1

2020 employment density (jobs per acre) 1 2 4 3

2050 employment density (jobs per acre) 1 2 4 3

Total Score (lower score = better performance) 20 22 33 29
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Figure 23: Tier 1 and Tier 2 Alternatives

Olentangy River Road (Alternative # 1 - ORR) Olentangy River Road + Kenny Road #1 (Alternative #2 – ORR_K1)

Olentangy River Road + Kenny Road #2
(Not Recommended for Further Evaluation – ORR_K2) Olentangy River Road + Kenny Road #3 (Alternative #3 – ORR_K3)
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2.2 Downtown Alternatives Development

The downtown alignment alternatives were developed in collaboration with the City of Columbus, Central
Ohio Transit Authority (COTA), Mid-Ohio Regional Planning Commission (MORPC), Franklin County staff and
members of the Northwest and East-West Corridor teams through a technical work session in November 2020.
The proposed alignments were influenced by previous planning studies, as well as the complex travel patterns
present in the Downtown area. A fourth alternative was added and evaluated in March 2021, following
feedback received during public engagement. These alternatives are defined and evaluated in this memo.

2.2.1 Downtown Alternatives

Three initial downtown alternatives (DT) were defined and evaluated. These alignments are all assumed to
begin at the terminus of Olentangy River Road at Goodale Boulevard, and end at the existing Downtown COTA
Transit Terminal at High and Rich Street. Following public involvement in February 2021, and fourth alternative
was added and evaluated. The potential alignment options are shown in Figure 1 and generally include:

u DT1 (Goodale/Vine): Goodale Boulevard and Vine Street are a one-way couplet running east-west
between Olentangy River Road and North High Street. This route would follow Vine Street east to
High Street, then travel south on High Street toward the terminus. Return traffic would follow
Goodale Boulevard. Major challenges along this route include a constrained right-of-way (ROW)
and complex traffic patterns on Vine Street, a historic district north of Goodale Boulevard, and
operational concerns surrounding the I-670 off-ramp. Additionally, events at Goodale Park
regularly require the closure of Goodale Boulevard. I-670 runs between the two roadways,
creating a dangerous and uninviting pedestrian environment throughout the corridor. For this
reason, no stops are envisioned along Goodale Boulevard and Vine Street.

u DT2 (Vine/Neil/Spring/Long): This route follows Goodale Boulevard and Vine Street east from
Olentangy River Road before turning south on Neil Avenue. The route then continues on the one-
way couplet of Spring Street and Long Street to reach High Street. While this route also includes a
one-way pair, Spring Street and Long Street are closer together than Goodale and Vine and feature
a walkable grid system connecting the streets. This allows for potential stops on each street,
separated by only one block. Major challenges to this route include an increased number of
signalized intersections, and potential challenges in acquiring dedicated roadway space.

u DT3a (Twin Rivers/Souder/Broad): This route is the only alignment to serve the Scioto Peninsula
and to interline with potential future rapid transit service on Broad Street. While there may be
some benefits to providing redundant service on Broad Street, this route would also miss providing
access to the Arena District and important destinations north of Broad Street and would result in
increased travel time for marginal benefit. This route continues south on Twin Rivers Drive from
the terminus of Olentangy River Road, then continues on Dublin Road through the I-670/(State
Route (SR) 315 interchange. The route then turns on Souder Avenue to connect with Broad Street,
where it continues east over the Scioto River to High Street. This route requires the highest
number of turns and has challenging traffic conditions through the South Knot Interchange and
existing bridge configurations.

u DT3b (South Knot): This route is considered a long-term alternative that would make use of long-
range traffic improvements and significant new infrastructure. Since transit service in the
Northwest Corridor is intended to commence prior to those improvements, other alternatives are
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considered more feasible in the short-term. This is also the only alternative considered to be
feasible for light rail transit (LRT).

u DT4 (Twin Rivers/Spring/Long): This route was added to the alternatives analysis after public
engagement to address the desire to serve the Arena District, while providing transit service from
the Northwest Corridor closer to the Scioto Peninsula. This route continues south on Twin Rivers
Drive from the terminus of Olentangy River Road, then continues on Dublin Road through the I-
670/SR 315 interchange, where it becomes Spring/Long Street through the Arena District before
turning onto High Street. Similar to DT2, this route provides access to the Arena District, but avoids
using Neil Avenue which may pose a challenge for the provision of a dedicated guideway.

Figure 24: Potential Downtown Alternatives for the Northwest Corridor

*Alternative DT4 was added after public engagement to address the desire to serve the Arena District, while
providing closer proximity to Franklinton and the Scioto Peninsula.
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2.3 Scenarios for Evaluation

Subsequent to the preliminary screening, the remaining alternatives were advanced through a set of detailed
evaluation criteria. The secondary evaluation criteria are presented in Table 9. The raw data from the technical
analysis was translated into relative ratings indicating how well each alternative addressed the LinkUS goals.
These ratings along with key information was included on “report cards” for each alternative and served to aid
in the outward communication to the public and stakeholders describing the relative performance of each
alternative. The retained alternatives and secondary evaluation were presented to the Core Team in December
2020, the Executive Committee in January 2021, and the public in February 2021. Reviewing the relative
performance of the alternatives helped enable the public and stakeholders understanding the tradeoffs
between the alternatives and identifying how well each scenario meets the LinkUS goals.
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3. EVALUATION FRAMEWORK

In order to compare the transit scenarios that were developed, an evaluation framework was created to help
assess the anticipated relative impacts of the scenarios and their ability to meet the identified priorities and
objectives, in comparison to one another. The evaluation framework is based on the LinkUS planning goals,
previous regional planning efforts, and feedback from the project technical team. The framework is
hierarchical, beginning at the highest levels with the LinkUS goals, with more detailed objectives and
evaluation criteria relating to each goal. Each scenario was evaluated based on the metrics and indicators
shown in this evaluation framework matrix. The results were calculated in terms of length, distance, quantities,
counts, etc. for each metric and summarized for each scenario.

3.1 Goals

The goals for the Northwest Corridor Mobility study were developed through the LinkUS Framework Strategy
(Figure 24) for mobility improvements, including those for transit. The goals articulate the desired outcomes
from any transit or other mobility improvements implemented.

Figure 25: LinkUS Goals

In consideration of this plan component’s relationship to transit initiatives in the region, these goals were also
reviewed with respect to goals and themes of studies and plans recently completed in the region. The LinkUS
goals encompass or are in alignment with previously completed works. In the development of the objectives
and criteria, additional consideration was given to the areas of health, safety, mobility choice and regional
collaboration (Table 8).
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Table 8 Goals and Themes of Regional Plans and Studies

THEME LINKUS
GOALS

CONNECT
COLUMBUS

GOALS

NEXTGEN
COMMUNITY

VALUES
MORPC MTP ACCESS OHIO

2040

Equity ü ü ü ü ü

Workforce Access ü ü ü

Innovation ü ü ü

Economic Development ü ü ü ü ü

Affordability ü ü

Sustainability ü ü ü ü ü

Health & Safety ü ü ü

Mobility & Mode Choice ü ü ü

Others
Build on
Success

Regional
Collaboration Preservation

3.2 Objectives

Objectives for the Northwest Corridor transit alternatives were generated through review of relevant plans,
studies and initiatives in the region, tailored in some cases to better reflect the specific needs and priorities of
the Northwest Corridor and transit alternative evaluation. The purpose of the objectives is to create
distinctions between all viable transit alternatives and translate project goals into actionable items. These
objectives are outlined in Table 9.

3.3 Evaluation Criteria

Measurable evaluation criteria were identified to support analysis of the corridor and determine the ability of
each alternative to achieve objectives and goals. While some criteria may provide perspective on multiple
goals, they are organized so that each objective’s criteria are unique, and any one value is not double counted.
These criteria reflect metrics designed in regional plans and criteria previously used in studies. Additional
consideration was given to FTA Capital Investment Grant (CIG) Program criteria to provide support for the
pursuit of federal funding.
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Table 9 Secondary Evaluation Criteria Descriptions

GOAL OBJECTIVE EVALUATION CRITERIA

AFFORDABILITY

A.1
Strengthens connections to
overall network with higher
quality service

Number of existing transit routes, weighted by frequency

Number of existing stops intersected, weighted by frequency

A.2 Decreases travel times and
improves reliability

Length (distance) of the alternative
Number of turns
Estimated travel time

A.3 Connects more people to
affordable mobility options

Total ridership on existing routes (measured by boardings and
alightments at intersecting stops)
Average of H+T costs as a percent of regional typical income within 1/2
mile

A.4 Makes connections to affordable
housing and other opportunities.

Share of “legally binding affordability restricted” housing within a buffer
distance of proposed stops compared to total housing in the corridor

ECONOMIC DEVELOPMENT

ED.1
Stimulates/Encourages growth by
providing access to job and
activity centers

Number of Trip Generators as defined by NextGen

ED.2

Supports existing economic
development projects and
provides access to areas with
land development opportunity.

Number of ongoing development projects within a buffer distance
Land use break down based on existing parcel data
Acreage of land deemed as part of an opportunity zones (Federal
designation) within 1/2 of alignment
Acreage of developable, vacant or re-developable land within a buffer
distance

EQUITY

E.1 Invests in underserved and
transit-dependent communities

Vehicles per person of driving age in the corridor or ratio of vehicles per
household to average household size
Number of households below the poverty line within a buffer distance
Number of persons with disabilities within a buffer
Percentage of minority population within a buffer distance
Percentage of population that is first-generation American within a buffer
distance of stops
Percentage of population below 16 or above 65 within a buffer distance
Percentage of households where median household income is less than
median household income for the region

E.2 Increases access to jobs for
underserved communities

Transit access to jobs (2020)
Transit access to jobs (2050)
Transit access to low-wage jobs (defined by LEHD as jobs earning less than
$1,250 a month)

E.3
Supports community health and
improves mobility options by
investing in high crash areas

Number of health care services and grocery stores
Length of segments on the HIN + Number of Fatal and Severe Injury
Crashes
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Table 9 Secondary Evaluation Criteria Descriptions Continued

GOAL OBJECTIVE EVALUATION CRITERIA

INNOVATION

I.1

Supports innovation in funding
Leverages innovative transit
technology to improve mobility
that improve the transportation
network

Provides opportunity for funding from many sources (FTA, Private-public
partnership, existing policy)
Potential to support Intelligent Transportation System (ITS) technologies
(existing infrastructure, fiber)
Potential for system electrification

I.2

Connects to multiple
transportation modes and
provides flexibility for future
transportation needs

Connection to existing/planned multimodal hubs (bikeshares, trailheads,
CABS superstops)
Existing Bike/Ped Network within a buffer distance
Programmed Bike/Ped Network within a buffer distance
Ability to adapt to future transit needs

I.3

Connects the region to
innovation spaces such as OSU
and medical research facilities,
business incubators and other
enterprises

Higher education and innovation centers within a buffer distance

SUSTAINABILITY

S.1
Helps reduce the percentage of
commuters driving alone and
supports mode shift

Percentage of resident commuters who commute via ACS rideshare data

Average intersection-density within 1/2 buffer of alignment

S.2

Provides service in congested
corridors to manage congestion
and tailpipe emissions and
greenhouse gases

Existing corridor congestion based on travel time and free-flow conditions
(Average % during Peak Periods)
Existing corridor congestion based on travel time and free-flow conditions
(miles of corridor congested 3+ days per week during AM, Midday, PM
peak periods)

S.3 Contributes to the region’s fiscal
sustainability

Estimated construction capital cost (per mile)
Estimated operating cost (per passenger)
Potential right-of-way impacts

WORKFORCE ADVANCEMENT

W.1

Increases access to facilities and
centers that support workforce
advancement and economic
vibrancy.

Education and training facilities within the corridor buffer area

W.2
Targets infrastructure
development to serve a higher
number of people and jobs

2020 population density (people per acre)
2020 employment density (jobs per acre)
2050 population density (people per acre)
2050 employment density (people per acre)
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3.4 Evaluation
Methodology and
Results

This section steps through the
evaluation of each metric in the
evaluation framework in greater
detail, displays the evaluation
results, and highlights the key
takeaways. Alternative 1 (the
Olentangy River Road Alignment)
consists of two options: a BRT and
an LRT option. It was evaluated as
a single alternative where travel
mode would not impact the
results, and as two separate
alternatives for criteria where
travel mode might be a
differentiator.

NORTHERN ALTERNATIVES

u Alternative 1: Olentangy
River Road

u Alternative 2: Olentangy
River Road to Kenny Road
via Kinnear/Lane

u Alternative 3: Olentangy
River Road to Kenny Road
via Broadway/Henderson

DOWNTOWN ALTERNATIVES

u DT 1: Goodale/Vine
u DT 2:

Neil/Spring/Long
u DT3a/b: Twin

Rivers/Souder/Broad
OR New Connection/
Souder/Broad (South
Knot)

u DT4: Twin Rivers/
Spring/Long

Figure 26: Corridor Alternatives for Evaluation
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3.4.1 Affordability Metrics

A.1 – Strengthen connections to overall network with higher quality service

Existing COTA and CABS transit routes were used to identify the existing transit service provided within and
through the Northwest Corridor. Frequent routes were defined based on COTA’s route nomenclature, typically
routes with headways of 15 minutes or less. The only frequent routes within the northern portion of the
corridor being Routes 1 and 5. However, since most of COTA’s frequent routes serve downtown, all proposed
alignments significantly align with existing frequent transit service, particularly along High Street.

Northern Alternatives

# OF EXISTING
COTA ROUTES

# OF
FREQUENT

COTA ROUTES

# OF EXISTING
COTA STOPS

# OF
FREQUENT

COTA STOPS

# OF CABS
ROUTES

Alt 1: Olentangy River Road 3 1 31 17 4

Alt 2: Olentangy River Road
to Kenny Road via
Kinnear/Lane

3 1 33 18 4

Alt 3: Olentangy River Road
to Kenny Rd via
Broadway/Henderson

6 1 59 38 4

Downtown Alternatives

# OF EXISTING
COTA ROUTES

# OF
FREQUENT

COTA ROUTES

# OF EXISTING
COTA STOPS

# OF
FREQUENT

COTA STOPS

# OF CABS
ROUTES

DT 1: Goodale/Vine 32 8 20 15 N/A

DT 2:
Neil/Spring/Long 31 8 18 14 N/A

DT 3a/b:
Twin Rivers /Souder/Broad &
South Knot

24 7 19 17 N/A

DT 4:
Twin Rivers/Spring/Long 31 8 12 12 N/A
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A.2 – Decreases travel times and improves reliability

The essence of high capacity transit is that operating speed and reliability can be improved by reducing or
eliminating the various types of delay. For this study, it was assumed that all high capacity transit alternatives
within the study area are exclusive dedicated facilities. Dedicated transit lanes provide significant congestion
relief for high capacity transit service and can create competitive travel times compared to vehicular travel. At
this high-level planning phase of the project there are many operating assumptions that have not been
developed yet (such as detailed station locations, average transit vehicle speeds, intersection delay times,
etc.). Therefore to estimate which alternatives would likely have higher travel times compared to other
alternatives, it can be assumed that the further the service has to travel, the more intersections it will
encounter, the more stations it may require, and the more turns it may need to make will add to the travel
time for the corridor. Total length, number of turns, and estimated travel time were calculated for each
alternative.

Estimated travel time for the BRT alternatives was estimated by using the following assumptions:

u For each link (road segment between intersections), lower posted speed by 5 miles per hour (mph)
to account for acceleration/deceleration. This represents the assumed bus travel speed.

o Note: Use posted speed rather than observed speed to account for dedicated right-of-way
(ROW) allowing the bus to travel at posted speed, even if congestion currently slows
existing traffic.

u Add 14 seconds dwell time for each stop
u Add 10 seconds for each stop-controlled intersection
u Add 12 seconds for each minor signal-controlled intersection (accounts for potential Transit Signal

Priority (TSP))
u Add 32 seconds for each major signal-controlled intersection (accounts for potential TSP)

Light rail travel time was estimated based on average light rail running speed from peer systems, and the total
number of proposed stops. A range in travel times was computed based on the difference in Google travel
estimates for peak and off-peak periods. If a trip is estimated to take 50 percent longer during peak periods,
that percentage was added to the base estimate to calculate the upper range of the travel time estimate. In
this way, the overall reliability of the alternative can be analyzed based on the total range between the low
and high estimates.
Northern Alternatives

LENGTH (DISTANCE)
OF ALTERNATIVE NUMBER OF TURNS ESTIMATED TRAVEL

TIME

Alt 1: Olentangy River Road 6.43 mi 1
BRT: 18 to 30 min
LRT: 15 to 21 min

Alt 2: Olentangy River Road to Kenny Road
via Kinnear/Lane 7.40 mi 4 23 to 25 min

Alt 3: Olentangy River Road to Kenny Rd
via Broadway/Henderson 8.48 mi 5 26 to 38 min
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Downtown Alternatives

LENGTH (DISTANCE)
OF ALTERNATIVE NUMBER OF TURNS ESTIMATED TRAVEL

TIME

DT 1: Goodale/Vine 3.08 mi 3 10 to 15 min

DT 2: Neil/Spring/Long 2.78 mi 4 11 to 16 min

DT 3a/b: Twin Rivers/Souder/Broad &
South Knot 3.15 mi 5 13 to 26 min

DT 4: Twin Rivers/Spring/Long 3.61 mi 3 13 to 26 min

A.3 – Connects more people to affordable mobility options

Transportation is the second largest household budget cost for American families.12 To better capture the
existing impact of those utilizing transit in the corridor and those that may be cost burdened by transportation,
the ridership at existing stops was determined from COTA’s 2019 boarding and alighting data. Additionally, the
H+T® Affordability Index by the Center for Neighborhood Technology was used to understand the cost burden
of housing and transportation on those living along the various alternatives. The H+T® Index defines cost
burdened households as those spending more than 45 percent of income on housing and transportation costs
combined.

Northern Alternatives

TOTAL RIDERSHIP ON EXISTING
ROUTES

AVERAGE OF H+T COSTS AS A
PERCENT OF REGIONAL TYPICAL

INCOME

Alt 1: Olentangy River Road 1,108 44.7 %

Alt 2: Olentangy River Road to Kenny
Road via Kinnear/Lane 1,162 44.2 %

Alt 3: Olentangy River Road to Kenny Rd
via Broadway/Henderson 1,409 46.4 %

12 https://www.transit.dot.gov/regulations-and-guidance/environmental-programs/livable-sustainable-communities/affordable-housing



JANUARY 2021

LinkUS: Northwest Corridor Transit Alternatives Tech Memo page | 3-54

Downtown Alternatives

TOTAL RIDERSHIP ON EXISTING
ROUTES

AVERAGE OF H+T COSTS AS A
PERCENT OF REGIONAL TYPICAL

INCOME

DT 1: Goodale/Vine 2,920 43.4 %

DT 2:
Neil/Spring/Long 2,368 43.4 %

DT 3a/b:
Twin Rivers /Souder/Broad & South Knot 3,089 42.9 %

DT 4:
Twin Rivers/Spring/Long 2,332 41.5 %

A.4 – Makes connections to affordable housing opportunities

Since 2007, the Federal Transit Authority (FTA) has been working with the Department of Housing and Urban
Development to better coordinate affordable housing and transit in order to lower the combined cost of
housing and transportation and to expand housing opportunities near transit through joint planning,
demonstration projects, and research on best practices of transit-oriented development and affordable
housing.12 To capture the connections to affordable housing, the share of “legally binding affordability
restricted” housing with ½ mile of the proposed station areas was compared to the total housing in the
corridor. The National Housing Preservation Database (NHPD) was used to determine the presence of
affordable housing.

Northern Alternatives

NHPD AFFORDABLE HOUSING UNITS AS A PERCENT
OF TOTAL HOUSEHOLDS

Alt 1: Olentangy River Road 1.7%

Alt 2: Olentangy River Road to Kenny Road via Kinnear/Lane 1.6%

Alt 3: Olentangy River Road to Kenny Rd via
Broadway/Henderson 1.3%
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Downtown Alternatives

NHPD AFFORDABLE HOUSING UNITS AS A PERCENT
OF TOTAL HOUSEHOLDS

DT 1: Goodale/Vine 9.3 %

DT 2:
Neil/Spring/Long 12.1 %

DT 3a/b:
Twin Rivers /Souder/Broad & South Knot 13.5 %

DT 4:
Twin Rivers/Spring/Long 13.7 %

AFFORDABILITY METRIC OBSERVATIONS

Northern Alignment Observations:

· Alternative 1 has the potential to provide the fastest and most reliable high capacity transit.

· Alternative 3 has the potential to serve to the most existing transit ridership, as well as service areas who are
more cost burdened by housing and transportation.

Downtown Alignment Observations:

· Downtown 1 has the potential to provide the fastest and most reliable high capacity transit.

· Downtown 1 and Downtown 4 are the most direct routes to Downtown.

· Downtown 3 has the potential to serve to the most existing transit ridership but is also the most unreliable
during peak periods.

· Downtown 3 and Downtown 4 provide the most potential for connections to existing affordable housing
units.

· While all alternatives overlap with a similar quantity of frequent transit routes, Downtown 4 has the least
length along existing frequent transit routes. Also notable is that Downtown 3 would eventually overlap with
the East-West Corridor project
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3.4.2 Economic Development Metrics

ED.1 – Stimulates/encourages growth by providing access to job and activity centers

To understand the access provided by each alternative to job and activity centers, the walksheds developed as
part of the Active Transportation Memo were used to capture points of interest within ½ mile of potential
station areas, to be consistent with federal evaluation methodology. Points of interest were drawn from the
MORPC Points of Interest database and assigned to parcels. Some categories were combined for reporting
purposes.

Northern Alternatives
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Alt 1: Olentangy River Road 3 2 1 8 5 1 4 6 6 36

Alt 2: Olentangy River Road to
Kenny Road via Kinnear/Lane 3 2 1 8 2 1 4 7 2 30

Alt 3: Olentangy River Road to
Kenny Rd via
Broadway/Henderson

3 2 2 8 5 1 5 9 9 44

Downtown Alternatives
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DT 1: Goodale/Vine 2 2 2 17 2 0 0 1 62 88

DT 2:
Neil/Spring/Long 2 2 2 15 2 0 2 2 61 88

DT 3a/b:
Twin Rivers /Souder/Broad &
South Knot

0 3 5 9 3 1 1 0 62 84

DT 4:
Twin Rivers/Spring/Long 2 2 2 14 2 0 0 1 60 83
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ED.2 – Supports existing economic development projects and provides access to areas with land
development opportunity

While the Northwest Corridor has already seen significant economic investment from both private and public
entities, this evaluation metric attempts to capture both the existing development momentum as well as that
to still be achieved. To do so this section provides a snapshot of the number of existing and pipeline
development projects, the acreage of opportunity zones along the corridor, and the acreage of land deemed to
have a moderate to high redevelopment potential per the land use diagnostic undertaken as part of the
Northwest Corridor Foundations Report. Each of these metrics were calculated within a simple ½ mile buffer of
the corridors “as the crow flies.” The parcels with moderate to high redevelopment potential is a qualitative
assessment based on an understanding of existing land uses, with 1 being the highest redevelopment potential
and 3 being the lowest.  In February 2020, the American Public Transportation Association (APTA) released the
Economic Impact of Public Transportation Investment Report, which concluded that transit investment offers a
5 to 1 economic return.13 An investment in transit in the Northwest Corridor has the potential to continue to
build on the economic development initiatives currently happening in the corridor.

Northern Alternatives

NUMBER OF EXISTING
AND PIPELINE

DEVELOPMENT PROJECTS

ACREAGE OF LAND
DEEMED AS PART OF AN

OPPORTUNITY ZONES
(FEDERAL DESIGNATION)

WITHIN 1/2 MILE OF
ALIGNMENT

PARCELS WITH
MODERATE TO HIGH

REDEVELOPMENT
POTENTIAL

Alt 1: Olentangy River Road 19 2,363 433

Alt 2: Olentangy River Road to
Kenny Road via Kinnear/Lane 20 4,644 1,182

Alt 3: Olentangy River Road to
Kenny Rd via
Broadway/Henderson

21 2,211 428

13 https://www.apta.com/wp-content/uploads/APTA-econ-impact-transit-investment-2020-ES.pdf
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Downtown Alternatives

NUMBER OF EXISTING
AND PIPELINE

DEVELOPMENT PROJECTS

ACREAGE OF LAND
DEEMED AS PART OF AN

OPPORTUNITY ZONES
(FEDERAL DESIGNATION)

WITHIN 1/2 MILE OF
ALIGNMENT

PARCELS WITH
MODERATE TO HIGH

REDEVELOPMENT
POTENTIAL

DT 1: Goodale/Vine 65 133 acres 3

DT 2:
Neil/Spring/Long 81 419 acres 2

DT 3a/b:
Twin Rivers /Souder/Broad &
South Knot

58 995 acres 1

DT 4:
Twin Rivers/Spring/Long 70 533 acres 2

In addition to understanding some of the future opportunity, it’s also important to understand existing land
use dynamics within the corridors. For instance, large tracts of industrial land or large amounts of low density
residential development may be a barrier to future transit-oriented development.

Northern Alternatives
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Alt 1: Olentangy River
Road 2,085.9 ac 72.9

(3.5%)
161.9
(7.8%)

411.2
(19.7%)

49.5
(2.4%)

156.6
(7.5%)

227.6
(10.9%)

999.5
(47.9%)

6.7
(0.3%)

Alt 2: Olentangy River
Road to Kenny Road
via Kinnear/Lane

2,583.0 ac
73.8

(2.9%)
161.9
(6.3%)

411.2
(15.9%)

49.5
(1.9%)

168.6
(6.5%)

227.6
(8.8%)

1,483.7
(57.4%)

6.7
(0.3%)

Alt 3: Olentangy River
Road to Kenny Rd via
Broadway/Henderson

2,633.6 ac 159.3
(6%)

359.3
(13.6%)

481.6
(18.3%)

66.3
(2.5%)

173.8
(6.6%)

358.1
(13.6%)

1,027.4
(39%)

7.8
(0.3%)
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Downtown Alternatives

TOTAL
ACREAGE OF

PARCELS
WITHIN ½
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DT 1: Goodale/Vine 1295.7 ac
70.4

(5.4%)
537.4

(41.5%)
377.1

(29.1%)
25.2

(1.9%)
176.2

(13.6%)
103.7
(8.0%

2.8
(0.2%)

2.9
(0.2%)

DT 2:
Neil/Spring/Long 1590.3 ac

73.4
(4.6%)

835.9
(52.6%)

395.3
(24.9%)

0.8
(0.1%)

173.6
(10.9%)

104.5
(6.6%)

3.9
(0.2%)

2.9
(0.2%)

DT 3a/b:
Twin Rivers
/Souder/Broad &
South Knot

1034 ac
67.8

(6.6%)
348.8

(33.7%)
388.3

(37.5%)
11.6

(1.1%)
113.6

(11.0%)
88.7

(8.6%)
4.1

(0.4%)
11.1

(1.1%)

DT 4:
Twin
Rivers/Spring/Long

1552 ac 70.0
(4.5%)

809.6
(52.2%)

374.0
(24.1%)

0.8
(0.1%)

194.3
(12.5%)

96.3
(6.2%)

3.9
(0.3%)

2.9
(0.2%)

ECONOMIC DEVELOPMENT METRIC OBSERVATIONS

Northern Alignment Observations:

· Alternative 2 has the most land with moderate to high redevelopment potential, as well as more land that
falls within Opportunity Zones, federally designated as an economically-distressed community where private
investments, under certain conditions, may be eligible for capital gain tax incentives. However, 57 percent of
the parcels within ½ mile of the potential stops are owned by The Ohio State University.

· Alternative 3 has the highest amount of existing low-density residential parcels, but also serves the most
existing activity centers.

Downtown Alignment Observations:

· Downtown 3 provides the greatest redevelopment potential as well as the greatest amount of land within
opportunity zones. However, this should be considered in relationship with the East-West Corridor, which
will provide service to these same areas.

·  Downtown 2 serves the most existing and pipeline development projects.

· Downtown 4 serves the second highest number of existing and pipeline projects, including the Confluence
Village project.

· Downtown 3 misses the opportunity to provide service to the Arena District.
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3.4.3 Equity Metrics

E.1 – Invests in underserved and transit-dependent communities

The location of certain demographic groups that traditionally represent transit-dependent populations is an
important consideration when evaluating transit alternatives. The Transit Cooperative Research Program
(TCRP) Report 201 found that transit riders are increasingly more diverse, and nonwhite populations have
higher rates of transit use than white populations for every transit mode and for both walking and biking. 14 To
better understand the population cohorts across alternatives, key socioeconomic data were drawn from the
2018 American Community Survey 5-year estimates at the block group or census level and distributed to each
parcel assuming equal distribution by land area throughout the census geometry. This data was then captured
by using the ½ mile walksheds around potential station areas.

Northern Alternatives
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Alt 1: Olentangy River
Road 7,429 3,752 15.1% 24.7% 15.1% 19.1% 11.5% 22.6% 39%

Alt 2: Olentangy River
Road to Kenny Road
via Kinnear/Lane

7,615 3,785 15.1% 25.3% 14.7% 19.3% 11.8% 22.0% 39%

Alt 3: Olentangy River
Road to Kenny Rd via
Broadway/Henderson

12,374 6,256 10.1% 23.4% 17.3% 20.2% 18.2% 23.3% 53%

14 National Academies of Sciences, Engineering, and Medicine 2018. Understanding Changes in Demographics, Preferences, and Markets for Public
Transportation. Washington, DC: The National Academies Press.
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Downtown Alternatives
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DT 1:
Goodale/Vine 3,729 2,656 25.4% 23.3% 30.4% 29.7% 11.2% 15.4% 57.4%

DT 2:
Neil/Spring/Long 3,678 2,600 25.3% 22.7% 30.7% 28.6% 11.1% 16.2% 58.7%

DT 3a/b:
Twin Rivers
/Souder/Broad &
South Knot

5,814 3,409 25.4% 33.9% 32.7% 27.9% 8.1% 19.0% 74.1%

DT 4:
Twin
Rivers/Spring/Long

3,496 2,496 25.7% 23.3% 31.6% 29.7% 11.4% 16.0% 61.0%

E.2 – Increases access to jobs for underserved communities

According to the American Public Transportation Association’s (APTA) 2017 Who Rides Public Transit report, 49
percent of transit riders are doing so to reach a place of employment.15 Additionally, 33 percent of those using
transit have a household income of less than $25,000. To understand the relative differences between
alternatives, access to employment within ½ mile of the proposed station areas was captured using 2020 and
2050 MORPC land use forecasts. An additional layer of evaluation looks at access to low wage jobs within ½
mile of station areas using LEHD Origin-Destinations Employment Statistics for year 2017. Low wage jobs are
classified in LEHD data as those with earnings of $1,250 per month or less.

Northern Alternatives

2020 JOB ACCESS 2050 JOB ACCESS 2017 LOW-WAGE
JOB ACCESS

Alt 1: Olentangy River Road 63,454 65,391 3,914

Alt 2: Olentangy River Road to Kenny Road via
Kinnear/Lane 66,379 69,783 4,382

Alt 3: Olentangy River Road to Kenny Rd via
Broadway/Henderson 66,797 68,035 4,446

15 https://www.apta.com/wp-content/uploads/Resources/resources/reportsandpublications/Documents/APTA-Who-Rides-Public-Transportation-
2017.pdf
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Downtown Alternatives

2020 JOB ACCESS 2050 JOB ACCESS 2017 LOW-WAGE
JOB ACCESS

DT 1: Goodale/Vine 81,588 90,011 11,667

DT 2:
Neil/Spring/Long 79,259 87,654 11,105

DT 3a/b:
Twin Rivers /Souder/Broad & South Knot 75,146 84,944 9,343

DT 4:
Twin Rivers/Spring/Long 80,615 90,505 9,307

E.3 – Supports community health and improves mobility options by investing in high crash areas

Health equity and safety within the Northwest Corridor is evaluated based on the relative access to health care
and food. The location of grocery stores and health care providers were mapped using the City’s Points of
Interest database. Locations within ½ mile of the station areas were then counted. Additionally, the
alternatives have been evaluated against the City of Columbus’ Vision Zero High Injury Network. 16 The number
of miles of each alternative along a portion of the High Injury Network (HIN) were totaled and are shown
below. Additionally, the number of fatal and serious injury crashes within the corridor and within 250-ft of
intersecting streets is captured.

Northern Alternatives

NUMBER OF
FOOD/GROCERY
STORES WITHIN

½ MILE

NUMBER OF
HEALTH CARE

SERVICE
LOCATIONS

WITHIN ½ MILE

LENGTH OF
SEGMENTS ON

THE HIN
(MILES)

NUMBER OF
FATAL AND

SERIOUS
INJURY

Alt 1: Olentangy River Road 4 53 5.30 24

Alt 2: Olentangy River Road to Kenny
Road via Kinnear/Lane 4 56 4.98 24

Alt 3: Olentangy River Road to Kenny Rd
via Broadway/Henderson 5 56 4.46 21

16 https://vision-zero-columbus.hub.arcgis.com/
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Downtown Alternatives

NUMBER OF
FOOD/GROCERY
STORES WITHIN

½ MILE

NUMBER OF
HEALTH CARE

SERVICE
LOCATIONS

WITHIN ½ MILE

LENGTH OF
SEGMENTS ON

THE HIN
(MILES)

NUMBER OF
FATAL AND

SERIOUS
INJURY

DT 1: Goodale/Vine 35 19 1.45 14

DT 2:
Neil/Spring/Long 40 21 31 18

DT 3a/b:
Twin Rivers /Souder/Broad & South Knot 55 31 1.53 20

DT 4:
Twin Rivers/Spring/Long 33 18 1.17 10

EQUITY METRIC OBSERVATIONS

Northern Alignment Observations:

· Alternative 3 would have walking access to the largest number of people and households. It also would be
accessible to more diverse areas with greater concentrations of people of color and new Americans (recent
immigrants to the US), and a larger raw number of people with disabilities, low incomes, or under 150
percent of the poverty line. It also has walkable access to the greatest number of low-wage jobs.

· Alternatives 1 and 2 have walkable access to greater concentrations of households without access to a
vehicle.

· Each alternative provides similar levels of access to grocery and health service locations.

Downtown Alignment Observations:

·  Downtown 3 provides access to more low-income populations, as well as a greater number of people under
age 16 or over age 65.

· Downtown 1 and 2 provide the greatest access to low-wage jobs.

· Downtown 1 and 4 provide the greatest access to jobs, while Downtown 4 provides slightly greater access to
jobs in 2050.

· Downtown 3 provides the greatest access to health care services and grocery stores, as well as has the
highest frequency of fatal and serious injury crashes along the alternative.

· Downtown 3 provides greater access to low-income households.
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3.4.4 Innovation Metrics

I.1 – Supports innovation in funding and leverages innovative transit technology to improve mobility that
improve the transportation network

To understand the relative ability of each alternative to employ either innovative funding strategies or
innovative transit technology, four qualitative metrics were explored. Two of the metrics included the
potential for system electrification and the potential to support intelligent transportation systems (ITS)
integration. Neither of these metrics provide any substantial differentiation between the alternatives. Each of
the alternatives have the ability to be fully electric, and the ITS/fiber network in the Northwest Corridor is
incredibly robust.

The ability to adapt to future transit needs was also explored for each alternative. The three BRT alternatives
are more adaptable to future transit needs and provide significant flexibility. Buses have shorter useful lives as
compared to train cars, creating more frequent opportunities for meaningful vehicle innovation and
replacement. It’s also important to note that there is a balance that must be achieved between flexibility and
permanence to really support desired land use changes. Therefore, higher levels of investment within the
corridor may make the alignments more permanent and less flexible for future changes. In this case of the
Downtown connection routes, Downtown 3 may be best suited to future adaptability as it provides an
opportunity to re-imagine downtown connectivity with the construction of South Knot improvements in the
future, while Downtown 4 may be able to realize a subset of the South Knot improvements to provide a better
connection to Dublin Road.

The final metric revolves around the concept of innovative funding solutions. For each of the BRT alternatives,
this concept doesn’t provide much differentiation. Alternative 3, which passes through Upper Arlington,
provides more options for innovative funding partnerships than the other alternatives, which are solely located
within the City of Columbus. The single notable differentiation is relative to the LRT alternative along
Olentangy River Road. Based on preliminary cost estimates, this alternative is not likely to be fiscally feasible
for the Central Ohio region based on the currently available financial resources. However, it is important to
note that this may shift should the region secure a dedicated revenue stream for public transportation.
Downtown 3, which runs along Broad Street, may have an opportunity to share construction costs with the
East-West Corridor project. In this case, the full cost of construction/implementation would fall on the line that
will be implemented first, with the second to be implemented realizing the efficiencies.

I.2 - Connects to multiple transportation modes and provides flexibility for future transportation needs

To underscore the importance of an integrated system in an ever-changing transportation landscape, three
evaluation metrics were used to capture the potential for connectivity to transit station areas via other modes.
The importance of creating safe and affordable access to transit via active transportation, while categorized
under innovation, has interrelated impacts on most if not all of the other metric goal areas. A well-connected
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network of transportation options fosters affordable mobility, equity, health, and sustainable communities. 17 A
well-connected network also helps solidify first-mile/last-mile connectivity that is critical to supporting
ridership. The metrics below highlight the existing connections to CoGo Bike Share Stations, trailheads,
bicycle/pedestrian connections points to the trail network, as well as planned superstops as part of The Ohio
State University’s Comprehensive Transportation and Parking Plan (CTPP). The metric also highlights the
percentage of existing, programmed, and planned bicycle and pedestrian infrastructure. Each of these are
measured within a ½ mile buffer of potential station areas. For the existing, planned, and programmed
facilities the following assumptions were made:

u “Existing” facilities are those categorized as “existing” or “under construction” within the Central
Ohio Bikeways data provided by MORPC

u “Programmed” facilities are those categorized as “committed” or “funded” within the Central Ohio
Bikeways data provided by MORPC

u “Planned” facilities are those categorized as “proposed” within the Central Ohio Bikeways data
provided by MORPC

u Street mileage was doubled to approximate coverage of sidewalks on both sides of street

Northern Alternatives

ALT 1: OLENTANGY
RIVER ROAD

ALT 2: OLENTANGY
RIVER ROAD TO

KENNY ROAD VIA
KINNEAR/LANE

ALT 3: OLENTANGY
RIVER ROAD TO
KENNY RD VIA
BROADWAY/
HENDERSON

Street mileage 81.2 84.9 102.6

Existing bicycle facilities (mi) 17.5 19.2 19.3

Existing bicycle facilities (% of street mileage) 22% 23% 19%

Existing sidewalks (mi) 40.0 41.3 56.8

Existing sidewalks (% of street mileage) 25% 24% 28%

Programmed bicycle facilities (mi) 19.7 22.1 21.5

Programmed bicycle facilities (% of street
mileage) 24% 26% 21%

Planned bicycle facilities (mi) 29.9 34.0 32.7

Planned bicycle facilities (% of street mileage) 37% 40% 32%

Connection to multimodal hubs (CoGo
Bikeshare, trailheads, bike/ped trail access
points, CABS superstops)

33 35 33

17 https://www.apta.com/wp-content/uploads/Bike_Transit_Integrartion_Booklet_APTA-SUDS-UD-RP-009-18.pdf
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Downtown Alternatives

DT 1:
GOODALE/ VINE

DT 2:
NEIL/SPRING/

LONG

DT 3A/B:
TWIN RIVERS /

SOUDER /
BROAD &

SOUTH KNOT

DT 4:
TWIN RIVERS/
SPRING/LONG

Street mileage 48.5 49.4 56.5 52.7

Existing bicycle facilities (mi) 10.9 11.3 12.0 12.9

Existing bicycle facilities (% of street
mileage) 22% 23% 21% 25%

Existing sidewalks (mi) 54.2 56.1 64.7 53.6

Existing sidewalks (% of street mileage) 56% 57% 57% 51%

Programmed bicycle facilities (mi) 12.3 13.0 15.3 16.2

Programmed bicycle facilities (% of
street mileage) 25% 26% 27% 31%

Planned bicycle facilities (mi) 17.0 17.9 23.3 21.9

Planned bicycle facilities (% of street
mileage) 35% 36% 41% 42%

Connection to multimodal hubs (CoGo
Bikeshare, trailheads, bike/ped trail
access points, CABS superstops)

33 43 46 32

I.3 – Connects the region to innovation centers such as The Ohio State University, medical research facilities,
business incubators, and other enterprises.

In addition to being centers of excellence in innovation, locations such as The Ohio State University and
Riverside Hospital/OhioHealth are large employers with many of their employees commuting through the
Northwest Corridor daily. Higher education and innovation centers within ½ mile of potential station areas
were captured; however, this metric offered no differentiation among scenarios. Access to existing higher
education and innovation centers was the same for all alternatives. However, Alternative 2 provides direct
access to the future expansions of The Ohio State University’s West Campus

Downtown Alternatives

This measure is not considered a differentiator among the downtown alternatives. Each alignment serves the
same downtown higher education centers, including OSU, Franklin University, and CSCC facilities.
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INNOVATION METRIC OBSERVATIONS

Northern Alignment Observations:

· The BRT alternatives have the greatest ability to adapt to future transit needs, as roads tend to be more
flexible than rail and buses have a shorter useful life allowing for more frequent innovation as replacements
are required.

· Alternative 3 has the greatest mileage of existing active transportation facilities within ½ mile, but the
existing bikeways cover a lower percentage of the overall roadway mileage than the other two alternatives.

· Alternative 2 has the greatest mileage and percentage of roadway coverage of bicycle facilities that are
planned to be built as well as additional facilities planned but not yet funded, increasing the potential for
future access.

· Alternative 2 provides the greatest connectivity to other multimodal hubs.

· All alternatives equally serve Ohio State and other existing innovation and research hubs; however,
Alternative 2 provides direct access to The Ohio State University’s planned West Campus.

Downtown Alignment Observations:

· Due to the walkable and bikeable Downtown nature, there aren’t significant difference in the existing or
planned multimodal networks.

· Downtown 3 provides the greatest access to existing multimodal hubs.

· Downtown 4 provides closer access to planned pedestrian bridges across the Scioto River and Olentangy
River to connect the Olentangy Trail.
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3.4.5 Sustainability Metrics

S.1 – Helps reduce the percentage of commuters driving alone and increase the percentage of commuters
riding transit, biking, and walking

To further understand the propensity for shifting reliance on single occupancy vehicle trips, the intersection
density and existing non-auto commute share was calculated within ½ mile of the alternatives. The average
intersection density was captured using the values provided within the H+T® Affordability Index by the Center
for Neighborhood Technology, with a higher intersection density considered a proxy measurement for
walkability. The existing mode share for non-auto modes was determined using 2018 American Community
Survey 5-year estimates.

Northern Alternatives

AVERAGE INTERSECTION DENSITY
(INTERSECTIONS/SQUARE MILE)

EXISTING NON-SINGLE-
OCCUPANCY VEHICLE (BIKE, WALK,
TRANSIT, AND TAXI) MODE SPLIT

Alt 1: Olentangy River Road 195 14.1%

Alt 2: Olentangy River Road to Kenny
Road via Kinnear/Lane 197 14.8%

Alt 3: Olentangy River Road to Kenny Rd
via Broadway/Henderson 194 10.4%

Downtown Alternatives

AVERAGE INTERSECTION DENSITY
(INTERSECTIONS/SQUARE MILE)

EXISTING NON-SINGLE-
OCCUPANCY VEHICLE (BIKE, WALK,
TRANSIT, AND TAXI) MODE SPLIT

DT 1: Goodale/Vine 352 24.8%

DT 2:
Neil/Spring/Long 338 24.5%

DT 3a/b:
Twin Rivers /Souder/Broad & South Knot 318 21.1%

DT 4:
Twin Rivers/Spring/Long 313 24.8%
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S.2 – Provides service in congested corridors to manage congestion, emissions, and greenhouse gases

Using INRIX Travel Time data for September and October 2019 for non-federal holiday weekdays, the percent
of congested days were calculated for the AM, Midday, and PM peak periods identified in the Traffic and
Travel Foundations Memo. For a specific roadway segment, a congested day is identified if the travel time in at
least 15 minutes during the peak period of the day considered is 50 percent greater than the travel time under
free-flow condition. That means, travelers would spend greater than 50 percent extra travel time on the
segment over a period of at least 15 minutes. The percentage of congested days is then calculated by dividing
the total number of congested days by the total numbers of the non-federal-holiday weekdays in the period of
interest. Values over 60 percent are representative of corridors that are likely congested three or more days
per week.

Northern Alternatives

MILES OF CORRIDOR
CONGESTED 60%

(APPROX. 3+ DAYS/WEEK
DURING AM)

MILES OF CORRIDOR
CONGESTED 60%

(APPROX. 3+ DAYS/WEEK
DURING AM)

MILES OF CORRIDOR
CONGESTED 60%

(APPROX. 3+ DAYS/WEEK
DURING PM)

Alt 1: Olentangy River Road 1.87 1.96 2.51

Alt 2: Olentangy River Road
to Kenny Road via
Kinnear/Lane

2.21 2.08 3.26

Alt 3: Olentangy River Road
to Kenny Rd via
Broadway/Henderson

2.08 2.30 3.30

Downtown Alternatives

MILES OF CORRIDOR
CONGESTED 60%

(APPROX. 3+ DAYS/WEEK
DURING AM)

MILES OF CORRIDOR
CONGESTED 60%

(APPROX. 3+ DAYS/WEEK
DURING AM)

MILES OF CORRIDOR
CONGESTED 60%

(APPROX. 3+ DAYS/WEEK
DURING PM)

DT 1: Goodale/Vine 0.72 0.51 1.18

DT 2:
Neil/Spring/Long 1.11 0.99 1.80

DT 3a/b:
Twin Rivers /Souder/Broad &
South Knot

0.26 0.26 0.54

DT 4:
Twin Rivers/Spring/Long 0.82 0.83 1.29
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S.3 – Contributes to the region’s fiscal sustainability

High-level capital cost estimates were created for the entirety of the Northwest Corridor and summarized into
the alignment alternatives described above. The categories of items included in the cost estimate include
platform construction, transit advantages, station elements (shelter/pylon purchases, fare collection, and
station technology) and corridor technology. Costs were not included for professional/technical services such
as engineering, construction services, insurance, and owner’s costs as part of this cost estimate. Additional
vehicle fleet costs and potential right-of-way acquisition costs were also excluded from the cost estimates
completed at this time.

The following parameters were used to develop the capital cost estimate:

· Base Year: Year 2020

· Allocated Contingencies: Allocated contingencies are contingencies that are associated with each
individual cost estimate category. These contingencies are meant to compensate for potential
unforeseen work, quantity changes, and changes in unit costs as the project moves on to more
detailed phases. The level of allocated contingency per item reflects the potential variability of those
items. The following contingencies were used for the capital cost estimates:

o Corridor Construction Elements – 30 percent

o Station Construction and Amenities – 20 percent

o Systems – 20 percent

· Unallocated Contingency: A 30 percent unallocated contingency is included in the capital cost
estimates. This contingency is applied to the total estimated capital cost for each alternative and is
added to any specific estimating contingencies that are included or allocated to the various cost
categories. The 30 percent contingency is typical of FTA requirements.

CORRIDOR CONSTRUCTION COMPONENTS

This category includes all costs associated with constructing the guideway for a new BRT or LRT line. The items
below and associated unit costs were developed by looking at similar BRT and LRT corridors across the United
States constructed in recent years.

BRT Guideway: Dedicated
Assumes full roadway reconstruction and an additional 24-ft’ of new pavement (2 12-ft lanes) and concrete
curbed medians separating the guideway on each side, including grading and drainage, utility relocations,
corridor lighting, and signing and striping. This also includes pedestrian improvements (i.e. sidewalk)
improvements along the corridor to provide adequate access to station areas.

BRT Guideway: Repurpose Existing Lanes
Assumes repurposing existing travel lanes to bus only lanes. For the most part this includes minimal roadway
construction along the mainline corridor but would include reconstruction at some intersections to
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accommodate turn lanes and transit advantages. This would also include minor roadway reconstruction in
station areas where roadway width may need to be adjusted and pedestrian improvements may need to be
added. Cost also includes improved corridor lighting, signing and striping.

LRT Guideway: Dedicated
Assumes center-running 30-ft embedded guideway with curbs on each side, full roadway reconstruction,
including grading and drainage, major utility relocations to remove all underground utilities from center
guideway, improved corridor lighting, and signing and striping.

Bridge Modification
Includes costs for bridges that are required to be modified to accommodate the addition of BRT or LRT

Bridge Reconstruction
Existing structure is assumed to be demolished and replaced entirely to accommodate the addition of BRT or
LRT under or on the structure

Stations

u Station costs include platform construction, shelters (1 shelter for BRT platforms, 3 for LRT
platforms), pylon/station identifier, station electrical/communication components (cameras, fare
collection, power supply, etc.) and other station amenities (bike racks, benches, trash receptacles,
lighting)

u Side-loading BRT platforms (2 platforms per station) are assumed for the BRT alternatives. These
are assumed to be constructed a length of 80-feet and will provide level-boarding

u Center-loading LRT Platforms are assumed for the LRT alternative (1 platform at each station).
These are assumed to be constructed a length of 330-feet and will provide level boarding

u The following stations are included in all alternative alignments:

— Twin Rivers

— Gowdy Field

— Olentangy River Road and W 5th Ave

— Lennox Station

— The Ohio State University Campus

— University Old Center (Old Ackerman)

— Riverside/Riverview

— Olentangy River Road and W Henderson Road

— Olentangy River Road and Bethel Road

u The following station is included in Alternative 2:

— Kenny Road (West Campus)

u The following station(s) are included in Alternative 3:
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— Kenny Road and W N Broadway

— Kenny Road and W Henderson Road

The station area assumptions are shown in Figure 25 on the following page.

Figure 27: Assumed Station Area Locations for Northern Alternatives
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Park and Ride/Transit Center
All alternatives include the cost of a park and ride/transit center. This cost includes surface parking pavement,
a new driveway access, driver layover facility building, station infrastructure and amenities, removals,
earthwork, traffic control, drainage and grading, utilities, minor site retaining wall allowance, ped
improvements, signage, striping, and a communications/electrical allowance.

Signals, Systems & Communication Cost
This category includes all costs associated with corridor technology and fiber/communications necessary for a
new BRT or LRT line. These values were estimated cost per linear foot for utilization on this cost estimate.

The items intended to be included in the overall category are listed below:

u Signals (BRT and general-purpose traffic)

— TSP, assumed to be installed at each intersection along both alternatives. Gate arms for LRT
alternatives are not included

u Corridor-wide communications facilities
u Traction Power Substations and overhead contact systems (OCS) (LRT only)
u System-Wide Duct Bank (includes fiber, LRT only)
u Corridor fiber (BRT only)
u Grade crossing infrastructure (as required for LRT)

Operations and Maintenance Facility (OMF)

u New LRT facility required to accommodate light rail vehicles (LRV). This assumes construction of an
OMF on an unconstrained site with good soils.

u BRT alternatives do not require a new maintenance facility

Vehicles

u Quantity of LRT and BRT vehicles are not known at this time and are not included as part of this
initial cost estimating exercise

Assumptions

u Significant grading and retaining walls were not considered in this cost estimate, as design
information for this detail is not yet available.

u All four-way stops and signals were assumed to be converted to TSP.
u Right-of-way acquisitions and costs were not analyzed with this cost estimate exercise.
u To be conservative, the estimates for the Northern Alternatives account for 100 percent new

dedicated infrastructure and will be refined for the locally preferred alternative (LPA) during the
project development process.

u The estimates for the downtown alternatives account for mostly repurposed travel lanes where
space allows, with the exception of DT 3, DT 3a, and DT4 where only 2 travel lanes exist and do not
provide the opportunity to repurpose existing infrastructure.

u There will be no guideway cost for the length of High Street where there is existing bus only lanes.
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Northern Alternatives

 INFRASTRUCTURE-ONLY COST ESTIMATES (2020 DOLLARS)18

ALT. 1 - LRT ALT. 1 - BRT ALT. 2 ALT. 3

Guideway & Track
Elements $ 384,280,000 $ 53,270,000 $ 56,860,000 $ 65,500,000

Stations, Stops,
Terminals,
Intermodal

$ 31,020,000 $ 7,280,000 $ 7,930,000 $ 8,580,000

Systems $ 225,840,000 $ 28,370,000 $ 33,330,000 $ 36,840,000

Infrastructure
Subtotal $ 641,140,000+ $ 88,920,000+ $ 98,120,000+ $ 110,920,000+

Unallocated
Contingency (30%) $ 128,228,000 $ 26,676,000 $ 29,436,000 $ 33,276,000

Subtotal $ 769,368,000 $ 115,596,000 $ 127,556,000 $ 144,196,000

Corridor Length 6.43 6.43 7.40 8.48

Overall Cost per
Mile $ 129,620,000 $ 17,980,000+ $ 17,240,000+ $ 17,000,000+

18 These estimates do not include substantial capital costs such as right-of-way purchases, vehicle purchases, professional services, finance charges, and
other contingencies. Including these costs will increase the total build-out costs by a significant amount.
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Downtown Alternatives

INFRASTRUCTURE-ONLY COST ESTIMATES (2020 DOLLARS)19

DT. 1 (BRT) DT. 2 (BRT) DT. 3 (BRT) DT. 3A
(BRT/LRT) DT. 4

Guideway & Track
Elements $19,250,000 $11,630,000 $24,270,000

$29,830,000/
$190,580,000 $24,350,000

Stations, Stops,
Terminals,
Intermodal

$3,000,000 $4,200,000 $3,000,000 $3,000,000/
$16,500,000 $4,200,000

Systems $15,100,000 $14,030,000 $13,860,000 $11,840,000/
$53,500,000 $17,150,000

INFRASTRUCTURE
SUBTOTAL $37,350,000 $29,860,000 $41,130,000 $44,670,000/

$260,580,000 $45,700,000

Unallocated
Contingency (30%) $11,205,000 $8,958,000 $12,339,000

$13,401,000/
$78,174,000 $13,710,000

Subtotal $48,555,000 $38,818,000 $53,469,000
$58,071,000/
$338,754,000 $59,410,000

OVERALL COST
PER MILE $15,750,000 $13,960,000 $17,000,000 $21,840,000/

$127,390,000 $16,440,000

OPERATIONS COSTS

An operating cost estimate was computed for each alternative based on a series of assumptions. It is
important to note that these estimates will be refined as operating characteristics are defined, and that these
estimates may vary by a significant amount based on electrification, stations characteristics, travel time, etc.

u Estimated per-revenue-hour costs for each mode were computed based on comparisons to peer
systems.

— On similar peer systems, BRT per-revenue-hour costs were shown to be anywhere between 80
percent and 120 percent of typical local bus operations costs. Applying this range to COTA’s
current operations cost provides a range of $105 to $160. This can vary widely based on
operations characteristics and vehicle fuel, etc.

— LRT per-revenue-hour costs for peer systems were estimated at $175 to $250.

— These ranges were used to calculate a low and high estimate for annual operating costs.

19 These estimates do not include substantial capital costs such as right-of-way purchases, vehicle purchases, professional services, finance charges, and
other contingencies. Including these costs will increase the total build-out costs by a significant amount.
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u Annual operations costs were estimated based on the following operating assumptions:

— 15-minute frequencies on all alternatives from 5:30AM to 10PM. No differentiation was made
for holiday, peak/off-peak or weekend travel.

— The high end of the vehicle travel time range computed in A.2 helped determine the total
annual revenue hours for each alternative.

u All operations costs were estimated in 2020 dollars.

Northern Alternatives

ESTIMATED ANNUAL OPERATING COST

Alt 1: Olentangy River Road
BRT: $2.5 to 3.8 million+
LRT: 3.0 to $4.3 million+

Alt 2: Olentangy River Road to Kenny Road via
Kinnear/Lane $2.9 to 4.5 million+

Alt 3: Olentangy River Road to Kenny Rd via
Broadway/Henderson $3.2 to $4.9 million+

Downtown Alternatives

ESTIMATED ANNUAL OPERATING COST

DT 1: Goodale/Vine $650,000 to $1 million+

DT 2:
Neil/Spring/Long $700,000 to $1.1million+

DT 3a/b:
Twin Rivers /Souder/Broad & South Knot $ 1.1 million to $1.7 million+

DT 4:
Twin Rivers/Spring/Long $1.1 million to $1.7 million+
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POTENTIAL RIGHT-OF-WAY IMPACTS

An analysis was completed that evaluated the existing roadway conditions to determine the feasibility of
expanding the roadway to accommodate a dedicated guideway, and the associated impacts to adjacent land
uses. This evaluation ranked the corridor segments into three categories:

u Red – Difficult to implement dedicated guideway (LRT or BRT) without significant ROW impacts,
major infrastructure modifications, or there is a substantial physical barrier on one or both sides of
the existing roadway (i.e., proximity to existing freeway, waterbody, residential or commercial
properties, parkland, etc.)

u Orange – Expansion of the roadway to accommodate a dedicated guideway is feasible but would
require some modifications to the existing infrastructure to accommodate it. Impacts are likely but
are less substantial than red sections of the corridor.

u Green – Existing conditions of the roadway is such that expanding the roadway to accommodate a
dedicated facility is feasible without significant impacts to adjacent land uses.

Figure 26 on the following page displays the corridors color coded by their relative ease of expansion.

Northern Alternatives

POTENTIAL RIGHT-OF-WAY
IMPACTS (RED - MOST
IMPACTFUL TO ROW)

POTENTIAL RIGHT-OF-WAY
IMPACTS (ORANGE -

MODERATE IMPACT TO
ROW)

POTENTIAL RIGHT-OF-WAY
IMPACTS (GREEN -

MINIMAL IMPACT TO
ROW)

Alt 1: Olentangy River
Road 0.50 mi 4.00 mi 2.99 mi

Alt 2: Olentangy River
Road to Kenny Road via
Kinnear/Lane

2.81 mi 3.69 mi 1.94 mi

Alt 3: Olentangy River
Road to Kenny Rd via
Broadway/Henderson

0.33 mi 3.81 mi 2.41 mi
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Figure 28: Ease of Expansion
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POTENTIAL PARKING IMPACTS

Since it was assumed that downtown alignments will likely be implemented through the re-allocation of
existing right-of-way, an analysis evaluated the existing parking spaces within each corridor. While it is unlikely
every parking space along the corridor will be impacted, this analysis provides an idea of the magnitude of
potential impacts that may be seen through lost or re-located parking.

Downtown Alternatives

METERED SPACES ALONG CORRIDOR
ALIGNMENT

NON-METERED SPACES ALONG
CORRIDOR ALIGNMENT

DT 1: Goodale/Vine 81 282

DT 2:
Neil/Spring/Long 35 141

DT 3a/b:
Twin Rivers /Souder/Broad & South
Knot

80 60

DT 4:
Twin Rivers/Spring/Long 167 27
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SUSTAINABILITY METRIC OBSERVATIONS

Northern Alignment Observations:

· Alternative 2 has the highest intersections density, as well as the highest existing non-auto commute
percentages.

· Alternative 1 has the lowest mileage of congested roadway during all peak periods.

· Alternative 1 – LRT is nearly 9 times more expensive than its BRT counterpart. The BRT alternatives are
comparable to one another on a per mile basis.

· Alternative 1 is also likely to have the lowest annual operation cost.

· Alternative 2 is most likely to have substantial right-of-way implications.

Downtown Alignment Observations:

· Downtown 3 has the lowest percentage of non-SOV commuters.

· Downtown 3 has the least miles of congested roadways, while Downtown 2 has the most miles of congested
roadways during peak periods.

· Downtown 1 has the potential to impact the most on-street parking.

· Downtown 2 is likely to be the most affordable alternative, while Downtown 3 and 3a are the most
expensive. However, it should be noted that congestion along Neil Avenue may cause challenges to securing
dedicated infrastructure.
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3.4.6 Workforce Advancement Metrics

W.1 – Increases access to facilities and centers that support workforce advancement and economic vibrancy

Access to education and training facilities has the opportunity to support workforce advancement and
economic vibrancy. Additionally, transit access to K-12 education has the opportunity to increase ridership and
access for children when coupled with other initiatives. In Montgomery County, Maryland ridership for
children under the age of 18 increased 57 percent when transit fares were waived entirely (from
approximately 110,000 per month to 172,000 per month).20 This metric measured access to daycares, K-12
education facilities, as well as other tutoring or vocational training centers based on the City of Columbus’s
points of interest database.

Northern Alternatives

EDUCATION AND TRAINING FACILITIES (NON-
UNIVERSITY)

Alt 1: Olentangy River Road 16

Alt 2: Olentangy River Road to Kenny Road via
Kinnear/Lane 18

Alt 3: Olentangy River Road to Kenny Rd via
Broadway/Henderson 21

Downtown Alternatives

EDUCATION AND TRAINING FACILITIES (NON-
UNIVERSITY)

DT 1: Goodale/Vine 14

DT 2:
Neil/Spring/Long 14

DT 3a/b:
Twin Rivers /Souder/Broad & South Knot 21

DT 4:
Twin Rivers/Spring/Long 15

20 https://wamu.org/story/20/01/23/in-montgomery-county-students-are-taking-advantage-of-free-public-buses/
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W.2 – Targets infrastructure development to serve a higher number of people and jobs

Transit investments are most cost effective and sustainable within a certain range of trip densities; these are
determined by underlying population and employment densities. Higher capacity transit modes require higher
levels of investment and are more efficient with higher population and employment densities that can
generate higher levels of demand for travel activity. TCRP Report 167, Making Effective Fixed-Guideway Transit
Investment: Indicators of Success, found that that density of population and employment are of the most
significant indicators of project ridership.21

Northern Alternatives

2020
POPULATION

DENSITY
(PEOPLE PER

ACRE)

2050
POPULATION

DENSITY
(PEOPLE PER

ACRE)

2020
EMPLOYMENT
DENSITY (JOBS

PER ACRE)

2050
EMPLOYMENT
DENSITY (JOBS

PER ACRE)

Alt 1: Olentangy River Road 6.19 7.16 13.83 14.26

Alt 2: Olentangy River Road to Kenny Road
via Kinnear/Lane 5.91 7.39 13.15 13.31

Alt 3: Olentangy River Road to Kenny Rd via
Broadway/Henderson 6.52 7.23 11.61 11.82

Downtown Alternatives

2020
POPULATION

DENSITY
(PEOPLE PER

ACRE)

2050
POPULATION

DENSITY
(PEOPLE PER

ACRE)

2020
EMPLOYMENT
DENSITY (JOBS

PER ACRE)

2050
EMPLOYMENT
DENSITY (JOBS

PER ACRE)

DT 1: Goodale/Vine 10.6 23.5 42.1 46.4

DT 2:
Neil/Spring/Long 10.1 25.1 45.1 49.9

DT 3a/b:
Twin Rivers /Souder/Broad & South Knot 8.8 22.8 34.0 38.4

DT 4:
Twin Rivers/Spring/Long 8.2 24.0 40.8 45.8

21 National Academies of Sciences, Engineering, and Medicine 2014. Making Effective Fixed-Guideway Transit Investments: Indicators of Success.
Washington, DC: The National Academies Press. https://doi.org/10.17226/22355.
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WORKFORCE ADVANCEMENT METRIC OBSERVATIONS

Northern Alignment Observations:

· Alternative 3 provides the greatest access to education and training facilities.

· Alternative 1 has the highest existing and future employment density based on MORPC’s land use forecasts.

· Alternative 3 has the lowest employment densities.

Downtown Alignment Observations:

· Downtown 3 provides the greatest access to education and training facilities. However, this should be
considered in relationship with the East-West Corridor, which will provide service to these same destinations.

· Downtown 1, 2, and 4 have the similar existing and future employment density based on MORPC’s land use
forecasts, with Downtown 2 being slightly higher.

· Downtown 3 has the lowest existing and future employment densities.
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