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Executive Summary 
 

Introduction 
Community concerns regarding traffic congestion, safety, economic development, pedestrian and 

bicycle facilities, and other issues, led to the current corridor planning study getting underway in the 

spring of 2008.  The city of Columbus, Franklin County and the Ohio Department of Transportation 

(ODOT) funded the study.   

 

The study is intended to identify what transportation issues exist in the corridor, the magnitude of the 

issues, development of conceptual alternatives for improvements, and a refining of the alternative or 

alternatives.   The completed study covers Steps 1 through 4.5 of the ODOT Project Development 

Process. 

 

The primary focus of the study is Westerville Road (State Route 3) from just north of the Morse Road 

intersection to just south of the I-270 interchange (excluding both Morse Road and I-270).   The 

corridor and study area is shown in Figure ES-1.    

Existing and Future Conditions  
Though, officially, an òarterialó highway, Westerville Road today has limited appeal as a longer-

distance travel or commuter route due to many traffic lights and access points, and other issues that 

makes travel slow compared to other, alternate roadways.  It is still, however, an important link to 

the freeway system at I-270 and at SR 161 (Dublin-Granville Road). 

 

The Westerville Road corridor has developed incrementally and haphazardly over a long time, with 

little apparent overall-coordination or planning evident in the varied strip-commercial and industrial 

land uses.  Westerville Road was an important travel route long-prior to Interstate freeways and the 

suburban development of the area.  Therefore, some of the development and development patterns 

along the highway were well-established from earlier waves of rail- and highway-oriented 

development, when the area was more rural. 

 

This is a corridor that has a history of being located in multiple political jurisdictions.  Franklin 

County, Blendon Township, Minerva Park and state agencies had responsibility for approval of the 

earlier developments.  Columbus moved into the corridor significantly in the late-1960s and 1970s.  

This jurisdictional hodgepodge remains and has left no jurisdiction fully-invested in the corridor and 

has contributed to some of the current traffic and land use issues. 

 

Over the years, some of the area has remained stable, but other parts have declined a moderate or 

significant amount, particularly to the south and west of the study corridor.  The nearby Easton area, 

just east of the study area, has been a thriving area of new development in the past decade.  The 

Westerville Road area is expected to be stable in the future with some new development. 

 

No significant environmental issues in the area were identified.  Demographic conditions, with 

regards to minorities, Hispanic, poverty, disabled and elderly population is about average for Franklin 

County.  There is evidence of a large East African population in the area based on the location of 

support services directed to that population. 

 

In general, traffic flow in the corridor is currently at an acceptable level-of-service (LOS òD,ó or 

better), though overall volumes are heavy for a two or three lane road, and there are congested 

areas that develop in the peak periods on some days.  Traffic forecasts are based on a year-2030 

horizon, and increases in traffic per this forecast are small, though level-of-service does worsen  
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Figure ES-1:  Westerville Road Corridor and Land Use Review Area 
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some in the future.  The level-of-service analyses assume optimal road operation conditions, 

including traffic signal operation, which is not the case today. 

 

Portions of Westerville Road in the study area have had travel safety issues.  Between 2005 and 

2007, there were nearly 700 crashes along the study portion of Westerville Road.  Over one-half of 

the crashes were rear-end collisions, perhaps strongly related to the many driveway and public street 

intersections.  Four of the twelve public street intersections, with the highest crash rates, exceed 

state averages for crashes.  The intersection of Westerville and Morse roads has nearly twice the 

crash rates of the state average for this type of intersection. 

 

Travel in the study area by pedestrians and bicyclists and by public transit is difficult, though there is 

an existing bike trail, mostly to the east of the corridor, along Alum Creek, that will eventually provide 

a complete link into downtown Columbus.  Walking on Westerville Road is difficult because there is 

no continuous sidewalk network, pedestrian signals, or lighting.  Public transit service on Westerville 

Road is limited to a few peak hour, limited-stop, express buses that connect to downtown Coumbus 

and points north.  A significant number of no-car households were identified in the general area, per 

U.S. Census data. 

Draft Purpose and Need Statement 
The concepts developed and described in the next section were intended to address the purpose 

and need of the project.  The need for the project includes existing and future traffic congestion and 

safety/access management issues and the lack of pedestrian and bicycle accommodations, and 

transit service.  The purpose of the project includes the following: 

 Increase mobility and safety for all users 

 Better facilitate the movement of people and goods 

 Efficiently serve existing and future development 

 Provide improved transportation in the corridor for all modes including pedestrians, bicycles 

and transit 

 Improve access to the Columbus freeway system via Westerville Road 

 Reduce cut-through traffic on neighborhood streets 

 Provide an aesthetically-pleasing, modern urban street 

 Improve the economic development and redevelopment appeal of the corridor 

Alternatives Analysis 
Seven different conceptual alternatives, in addition to the no-build (which includes completion of the 

ODOT safety/maintenance project (planned to begin spring 2011), were proposed and evaluated.  

The concepts also explored using the adjacent, abandoned Mt. Vernon rail corridor to satisfy some of 

the transportation needs. The concepts included various elements of: 

 Roadway widening ð 3 or 5 lanes 

 Bicycling ð signed route or separate lane or path 

 Transit service improvements ð additional bus service or exclusive transit way 

 Sidewalks and related pedestrian infrastructure 

 

Two of the concepts stood out as the best in meeting the identified needs.  Concepts 4 and 5 both 

include significant improvements to pedestrian and bicycle travel conditions.  They also include the 

addition of new, local-stop, bus service.  While these transportation modes are not expected to 

significantly address traffic congestion issues, they will serve an often-voiced need in the corridor, 

and help make the road more of a complete street that better serves all users. 
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The difference between Concepts 4 and 5 is in the number of lanes on Westerville Road.  Concept 4 

suggests a full 3-lane corridor and Concept 5 suggests a 5-lane corridor.  There was divided opinion 

on the study oversight committee and in public comments as to whether 3 or 5 lanes are preferred. 

 

Supporting 3-lanes is that the traffic studies that have been done have not been able to identify a 

clear traffic need for 5-lanes, based on the assumptions made in the study.  The mostly 3-lane road 

in the no-build option should be able to handle future traffic volumes.  Also, ODOTõs planned 

improvement project is expected to rectify some of the current problems, and Westerville Road is not 

likely to be rebuilt to 5-lanes, even if found to be warranted, for at least the next 15-20 years. 

 

Supporting 5-lanes, is that the traffic conditions in the corridor are near-borderline in being able to 

justify a 5-lane section, from a traffic standpoint, and that 5-lanes would likely improve travel and 

resolve some of the issues that motorists experience today.  There is also a possibility that a 5-lane 

section would help draw new economic development to the corridor. 

 

In the strategic plan, there is an attempt to meld both the 3 and 5-lane options by planning on a 3-

lane corridor for the time-being (short and medium term) but continuing to monitor and evaluate 

traffic conditions and needs, especially after ODOT completes their safety/maintenance project and 

when any new, major public investments are planned for the corridor.  It is also recommended that 

building setbacks preserve room for a 5-lane corridor as new development occurs (as Columbus 

appears to have done, over the years, south of SR 161). 

Strategic Plan for the Corridor 

On-Going Efforts : 

× Keep New Buildings Out of 5-lane Corridor ð Continue to reserve 120 feet rights-of-way as 

development occurs to allow for a 5-lane road corridor in the future (probably beyond 20-year 

study horizon), as Columbus appears to have done in the past, south of SR 161.  This is 

consistent with both the city of Columbus and Franklin County thoroughfare plans. 

o Responsible Entities:  Columbus and Franklin County/Blendon Township and Minerva 

Park 

o Public Costs:  Little or none 

× Operational Improvements ð Continue to make traffic operational improvements throughout the 

corridor.  This may include improvements to signal operations, signing, pavement striping, 

minor pavement expansions, and other lower-cost adjustments to improve traffic operations, 

as conditions dictate. 

o Responsible Entities:  ODOT and Columbus 

o Public Costs:  Low ð funding from local or state operations budgets 

× Alum Creek Trail Connections ð Improve access to Alum Creek Trail from the Westerville Road 

area as opportunities present themselves, due to development or other activities in the area.  

This will generally be a lower-cost improvement. 

o Responsible Entities:  Blendon Township, Franklin County, and Columbus 

o Public Costs:  Low ð funding possible from various sources including private funding, 

as available 

× Access Management ð Continue to improve Westerville Road access management conditions, 

as opportunities present themselves, such as when new businesses or developments move 

into the area.  This may include combined and redesigned driveways, new connections 

between adjacent commercial properties, re-located access to side streets instead of 
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Westerville Road, and other techniques to reduce the impact of driveways on Westerville 

Road travel and safety.  

Responsible Entities:  ODOT, Columbus, Minerva Park, and Franklin County 

Public Costs:  Low or none 

 

Short Term Period (0-3 years): 

Westerville Road north of SR 161 ð Improvements part of Concept 1, No Build -  

× ODOT Safety/Maintenance Project ð ODOT will complete a major reconstruction of the Dempsey 

Road intersection including additional lanes at the intersection.  They will also make 

improvements at other public street intersections and driveways to better control access 

from SR 161 to Huber Village Blvd.  ODOT plans to stripe the road to provide room for 

bicycles to travel more safely on each side of Westerville Road.  

Responsible Entity:  ODOT 

Public Costs:  $7.6 million ð committed 

× Add-On Sidewalks Project ð ODOT, Franklin County, and MORPC will implement an add-on 

project to build sidewalks on Westerville Road north of SR 161  

Responsible Entities:  ODOT, Franklin County Engineer, and MORPC 

Public Costs:  $2.8 million ð committed 

× Improvements North of I-270 ð The city of Westerville and ODOT plan to continue pedestrian 

and bike improvements north to Huber Village Boulevard 

Responsible Entities:  ODOT and Westerville 

Public Costs:  committed 

Westerville Road from Morse Road to SR 161 - 

× Study Extending Bike Lanes and Sidewalks to Morse Road ð Initiate a study of how to extend bike 

lanes and sidewalks to Morse Road.  Connecting to Morse Road would help to provide a 

better interconnected network of facilities in the area.  There appears to be enough existing 

rights-of-way for this between Morse Road and SR 161. 

Responsible Entity:  Columbus 

Public Costs:  low ð study costs 

 

Medium Term Period (3-10 years): 

× Re-Evaluate Traffic Conditions ð Re-evaluate travel conditions in the corridor following 

completion of the ODOT project. 

Responsible Entities:  various 

Public Costs:  low ð study costs 

× Sidewalk and Bike Lanes Extension ð In accordance with study discussed above under òshort 

term,ó extend bike lanes and sidewalks to Morse Road. 

Responsible Entity:  Columbus 

Public Costs:  $3.0 million 

× Evaluate Transit Improvements ð Consider transit improvements in the corridor such as new 

òlocaló service on Westerville Road.  The demand and feasibility of this will need to be 

studied in more detail.  Implement service if feasible. 

Responsible Entity:  COTA 
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Public Costs:  low ð study costs; moderate ð implementing service 

× Reconsider Use of Former Rail Corridor ð Reconsider possibility of use of rail corridor for transit 

or multi-use trail.  Acquisition of the rights-of-way (currently in private ownership), crossings of 

major roads, tie-ins to Westerville and downtown, and other significant issues would have to 

be addressed. 

Responsible Entities:  Columbus and Franklin County 

Public Costs:  low ð study costs 

Long Term Period (10-20 years): 

× Reconsider 5-Lanes on Westerville Road ð If conditions dictate, reconsider whether all, or parts of 

Westerville Road, warrant being widened to 5-lanes.  Design life of current ODOT 

improvement (north of SR 161) will near an end during this period, opening up the possibility 

for reconstruction. 

Responsible Entities:  ODOT, Columbus, and Franklin County 

Public Costs:  low ð study costs 

× Reconsider Conditions with Other Major Investments ð The below projects may be developed 

during this period.  At the time these projects are developed, traffic forecasts on Westerville 

Road should be re-evaluated to determine how many lanes are needed on Westerville Road.  

Space allowance for sidewalks and bike lanes or multi-use path is also needed. 

o Alum Creek bridge reconstruction 

o I-270 interchange reconstruction 

o Improvements to SR 161 interchange 

Responsible Entity:   probably ODOT 

Public Costs:  low ð study costs 

 

Beyond 2030: 

× Possible 5-Lane Widening ð If justified by above studies or changes in development, widening 

Westerville Road to a five-lane section throughout the corridor. 

 

 

  



 

 

DRAFT Westerville Road Planning Study Report  Page 1 of 36 

Westerville Road (SR 3) Planning Study Report 

I. Introduction 

Planning Study Report 
This report documents the work done in the Westerville Road study and is prepared simultaneous to 

agreeing on the design concept and scope, the funding, timing and delivery strategy, per 204.7 of 

the ODOT Project Development Process.  Per the PDP: 

 

The planning study report documents the planning process activities, including the transportation 

technical analysis, stakeholder involvement, existing and future conditions report, revised draft 

purpose and need statement, alternatives evaluation and elimination justification, funding, phasing, 

and project delivery strategy.  It incorporates and summarizes all decisions and agreements that 

took place during the planning process.  It defines the actions recommended to advance and 

implement the planning design concept and scope recommendation. 

Study Scope 
The study addresses transportation needs in the Westerville Road (also referred to as State Route 3) 

corridor in northeastern Franklin County, between Morse Road and I-270.  This included following 

Steps 1 through 4.5 of the ODOT Project Development Process.  Existing and future (2030) traffic 

conditions on Westerville Road were examined in detail.  Provisions for bicycle, pedestrian and 

transit travel in the corridor also were reviewed closely.  Recommendations based on this analysis 

were prepared. 

Study History 
Planning for this study began in 2007.  At that time, ODOT planned to soon begin construction on 

some safety- and maintenance-related improvements to Westerville Road from south of SR 161 to 

Huber Village Boulevard.  Several intersections in this section of Westerville Road had high crash 

rates and ODOT had a safety study done for the corridor in 2003 (by the engineering firm, Gannett-

Fleming).  A public meeting for the proposed improvements was held in May 2005.  ODOT planned to 

implement many of the recommendations of the 2003 study and also reconstruct and resurface 

portions of the road in FY 2008, but this was delayed. 

 

The MORPC Westerville Road corridor study came about because of concerns that the ODOT project 

would not address some of the long-term travel-related issues of the area such as the need for 

increased road capacity and provisions for non-motorized travel.  ODOT, Columbus and Franklin 

County agreed to put forth funds to study traffic issues in the corridor and selected MORPC to do the 

study. 

 

MORPC began the study in 2008 and this report completes this activity.  ODOT is expected to begin 

their safety/maintenance project in 2011. 

II.  Study Organizational Structure 

As noted above, the study followed the ODOT Project Development Process, Steps 1 through 4.5.  

MORPC prepared the different elements of the study, seeking concurrence throughout from a 

stakeholders (or oversight) committee.  This committee was made up of the representatives of the 

various political jurisdictions in the area, COTA, ODOT, the 12 th District U.S. Congressmenõs office, 

and citizen groups and interests.  Two public input meetings also were held. 
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The study process following a traditional traffic analysis study, starting off with gathering information 

and preparing land use forecasts for input to the travel demand model.  When this was complete and 

approved by the stakeholder committee, work on refining and validating the model data for the area 

was done.  Year 2030 traffic forecasts were produced from this and level of service analyses for 

existing and forecast conditions prepared. 

 

Other information on the conditions in the corridor, including those related to crash rates, access 

management, roadway geometrics, pedestrians, bicycles, transit service, and other related 

information was collected.  This was reported in the Existing and Future Conditions Report, provided 

to the oversight committee on December 2, 2008 and completed in final form in June 2009. 

 

This was followed up by the preparation of a Draft Purpose and Need document, which was provided 

to the oversight committee on September 24, 2009.  Following this, eight different improvement 

concepts (including the ôno buildõ) were developed and evaluated using approximately 44 different 

factors.   

 

The concepts and the potential evaluation methodology were provided to the oversight committee in 

May 2010.  On June 17, 2010, an oversight committee meeting was held and the actual project 

evaluations were presented and discussed.  A public open house for review of this information was 

held on July 29, 2010 and a second oversight committee meeting to discuss the concepts was held 

on November 22, 2010.  A Conceptual Alternative Solutions report was prepared in early 2011. 

 

In January 2011, the strategic plan was drafted.  In June 2011, the draft Planning Study Report was 

completed and sent to oversight committee members for review. 

III. Public Involvement Process 

The elements of public involvement for the study were as follows: 

 Project Website ð a project website was maintained for the project.  It included draft 

documents, a summary of public comments, and other information prepared for the study. 

 Open Houses ð two public open houses were held for the project at the Blendon Township 

community center.  These were held on November 17, 2009 and July 29, 2010.  The open 

houses included a presentation and many board displays relating to the project.  MORPC 

staff was there to respond to questions and discuss the study. 

 Print and On-Line Media ð Various daily or weekly newspaper and newsletter articles were 

published about the study.  Also, study findings or events were mentioned and discussed in 

various other on-line media such as Facebook, BikeColumbus, YayBikes, and 

ColumbusIndymedia, among others. 

 MORPC CAC ð Information on the study was presented at the MORPC Citizens Advisory 

Committee.  An agenda item presentation was made on November 29, 2010. 

 Oversight Committee ð The study oversight committee included representation from the 

Northland Community Council and other community groups.  They were continually provided 

all information related to the study, as it progressed.  Some of the information provided was 

regularly further-circulated by citizen representatives on the committee. 

 Press Releases ð Press releases were distributed to area media for the two open house 

meetings. 

 Other ð a presentation on the study was made to the Westerville Rotary Club 
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IV. Study Area 

The primary corridor being studied is Westerville Road (SR 3) from the north side of the Morse Road 

intersection (excluding this intersection) to the south side of the I-270 interchange (excluding this 

interchange).  Due to interest by some in making use of the old Mt. Vernon rail rights-of-way, west of 

and parallel to Westerville Road, the study also included the rail corridor, but the focus was on how it 

might help to address problems on adjacent Westerville Road.  Figure 1 shows the study area. 

 

For land use review and forecast purposes, a significantly larger geographic area was included.   

 

Figure 1:  Westerville Road Study Corridor and Land Use Review Area 
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V. Existing and Future Conditions ð Description of System 

State Route 3 is a historically-significant travel link in Ohio that is sometimes referred to as the ò3Có 

highway because, prior to the construction of Interstate-71, it was an important connector directly-

linking Ohioõs three largest population centers.  In central Ohio, the corridor also was an important 

rail and motor vehicle link, interconnecting Columbus with nearby towns, suburbs, and farming 

communities.  The adjacent long-haul rail corridor also impacted SR 3 and carried major passenger 

volumes at one time. 

 

In Columbus, Westerville Road is still a rural-style state highway with one through travel lane in each 

direction.  As the area around it developed and grew in population, incremental small improvements 

were made to parts of the highway to help it handle traffic demands.  For example, turn lanes and 

signals were added at some intersections and the width of the road was expanded in many places to 

allow for turn lanes.  The road has never gone through an overall, extensive reconstruction to bring it 

fully up to a standard urban street design, as many other formerly-rural county and state roadways in 

the area have. 

Land Use 
Much of the land use in the Columbus parts of the area, west of Westerville Road, date from the late-

1960s, 1970s, and early-1980s, when massive development enveloped the former farmlands.  The 

area is developed in a traditional suburban development pattern with single-family homes, smaller 

multi-family units and some larger apartment complexes.  Commercial development is almost 

entirely highway-oriented, modern òsprawló development.  At one time and for more than two 

decades, Morse Road and nearby Dublin-Granville Road were primary shopping and entertainment 

destinations for central Ohio residents. 

 

In the past 20 years, as major retail and entertainment venues began moving on to other locations, 

the area has gone through some decline.  However, there are still many stable and attractive 

neighborhoods in the area and the city of Columbus has been trying to use public investments to 

encourage improvement of the old commercial corridors, and there are some signs that this has 

helped.  Generally, this part of the area, including the Westerville Road corridor, is expected to 

remain fairly-stable in population and commercial development through 2030. 

 

East of Westerville Road, where existing development was more- sparse, the conditions have been 

different.  With the development of the Easton retail, office, hotel, and residential development at I-

270 and Morse Road, this area has grown significantly in the past decade.  Large amounts of 

development have occurred here and further to the east, to Hamilton Road, and beyond.  Significant 

development is expected to continue in this area through the horizon year of this planning study. 

 

North and south of the study corridor are fully-developed areas with little new growth expected.  The 

areas to the north are in the city of Westerville, and include stable retail, office and residential areas.  

Areas to the south are in Columbus and Franklin County and include a mix of retail, residential, and 

industrial uses that have gone through some deterioration over time.  Some of these areas were 

developed in the county and do not have standard urban public utility services, such as sewer or 

water. 

 

Tables 1 and 2 below, summarize the land use-related data for the Westerville Road corridor (travel 

demand model òtraffic zonesó adjacent to Westerville Road) and for the larger land use review area 

for 2008 (existing) and 2030 (future) conditions.  The land use data is an important input to the 

MORPC travel demand model, which is used to forecast traffic volumes and to evaluate the impacts 

of changes to the roadway system. 
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Table 1:  Model Variable Data for Corridor and for Land Use Review Area 

 

Population Households Total Employment 

 

2008 2030 Diff. 2008 2030 Diff. 2008 2030 Diff. 

Corridor 12,353 12,084  -269 5,153 5,178 26 4,773 7,073 2,300 

Area 37,716 39,400  1,684 15,779 17,109  1,330 33,533 48,879  15,347 

TOTAL 50,069 51,484 1,415 20,932 22,287 1,356 38,306 55,953 17,647 

 

Generally, per Table 1, area population is expected to remain stable between now and 2030.  

Employment is expected to grow significantly, both directly in the Westerville Road corridor and in the 

overall land use review area.  The total employment growth by 2030 is expected to be 46 percent 

and close to 18,000 jobs. 

 
Table 2:  Additional Model Variable Data for Corridor and for Land Use Review Area 

 

Land Use 

Industrial 

 (million sq. ft.) 

Land Use 

Retail  

(million sq. ft.) 

Land Use 

Office  

(million sq. ft.) 

Percent of land 

Developed 

 
2008 2030 Diff. 2008 2030 Diff. 2008 2030 Diff. 2008  2030 Diff. 

Corridor 1,045 1,369 325 1,396 1,564 168 354 762 408 85% 89% 3% 

Area 4,456 4,995 539 7,976 9,038 1,061 4,683 8,014 3,331 83% 93% 10% 

TOTAL 5,501 6,365 864 9,372 10,602  1,230 5,037 8,776 3,739 84% 91% 7% 

 

The largest land use growth in the area is expected to be in office use, which is forecast to increase 

by almost 4 million square feet, but only a small amount will be directly in the Westerville Road 

corridor.  By the year 2030, 91 percent of the land in the area is expected to be developed, 

compared to 84 percent today. 

Road Configuration and Access Points 
The speed limit on Westerville Road is posted at 45 mph and most of Westerville Road is a two-lane 

road, though some sections have additional lanes for a short distance.  At different points, there is a 

center, bi-directional left-turn lane, a 1-direction left-turn only lane, and/or a right-turn only lane.  The 

primary exception to the 2-lane configuration is at major intersections, such as near Morse Road and 

in the vicinity of the SR 161 overpass.  Figure 2 shows the number of through lanes on Westerville 

Road. 

 

Westerville Road is categorized as an ODOT access management Level 4 highway, a low-emphasis 

access category.  The access categories determine how and to what extent access is controlled.   Per 

the state Access Management Manual, Category 4 highways are designed and intended to provide 

access and mobility at low to moderate speeds and volumes in urban areas.  Table 3 below, shows 

the existing number of access points on Westerville Road. 

 

Table 3:  Access Points on Westerville Road 

From To 
Access Points 

Number Per Mile 

Old Dublin-Granville Road I-270 40 31 

Morse Road Old Dublin-Granville Road 49 31 
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Figure 2:  Number of Lanes on Westerville Road 
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Traffic Safety Issues 
Westerville Road is designated by ODOT as a principal urban arterial.  ODOTõs crash rates are used 

to see if the crash problem at any particular intersection is above the statewide average for this type 

of facility.  Table 4 is a listing of how crash rates at the local intersections compare to state average 

crash rates.  

 

Table 4:  Crash Rates for Intersections (2005 - 2007)  

Location 

Westerville Road at: 

No. of 

Crashes 

3-year 

MEV 

Crashes 

per MEV 

State Avg. 

Rate 

Morse Road 189 69.06 2.74 0.67 

Dempsey Road 52 29.49 1.76 0.59 

Paris Blvd./ Brazzaville Road 34 20.36 1.67 0.59 

Cooper Road / Westerville Crossing Drive 28 24.79 1.13 0.59 

Wallingford Avenue/Thornapple Drive 19 20.84 0.91 0.59 

Corporate Drive 17 25.75 0.66 0.64 

Old Dublin-Granville Road 17 28.55 0.60 0.64 

Parklane Avenue 10 22.01 0.45 0.59 

Total 560    

MEV= Million entering Vehicles 

Crashes were calculated using GIS and include all crashes within 250 foot radius around the intersection 

 

Of the top 150 high-crash locations in the region, the average crash rate is 2.0, ranging from 0.68 to 

6.56.  However, for an intersection to be eligible for ODOT safety funding, the total number of 

crashes within a 3-year period has to exceed 10 and the crash rate has to be higher than 1.0.  The 

high-crash rate along the Westerville Road corridor is probably closely-related to the high number of 

access points along the corridor and the asymmetric designs of several intersections (e.g., Morse 

Road at Westerville Road). 

 

Table 5 is a listing of the types of crashes that occurred between 2005 and 2007.  Most of the 

crashes occurring in the study area were rear-end or angle crashes (67 percent).  Overall, 90 percent 

of the crashes were attributed to either one of the following four crash types: rear end, angle, 

sideswipe passing, and left turn. 

 

Table 5:  Westerville Road Study Area Crashes by Crash Type (includes broader area from  

south of Morse Road to n. of I-270) 

Crash Type Frequency Percent 

Rear-end 361 52.24 

Angle 102 14.76 

Sideswipe passing 82 11.87 

Left turn 77 11.14 

Fixed object 29 4.20 

Total 691*  

 * total and percents include additional, less-frequent òcrash typesó not included in this table 

 

In regard to non-motorist crashes, four pedestrians and two bicyclists were involved in crashes and 

four of those travelers were injured.  The low number of non-motorist crashes does not mean that it 

is a safe environment for these users; more likely, in this case, is that it is perceived as an unsafe 

environment that deters pedestrian and bicycle traffic.   
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Between 2005 and 2007, there were nearly 700 crashes along this portion of Westerville Road.  

Over one-half of the crashes were rear-end collisions.  There were two fatalities and nearly 30 

percent of the crashes resulted in injury.  Four of the twelve higher-crash rate intersections along the 

corridor exhibit higher than state average crash rates.  The intersection of Westerville and Morse 

roads has nearly twice the crash rate of the state average for this type of intersection. 

Traffic Volumes 
Existing, twenty-four hour traffic counts were collected from various sources for major Westerville 

Road intersections in the corridor study area.  Traffic counts were converted to average daily traffic 

using seasonal adjustment factors.  Figure 3 shows the existing daily traffic. 

 

MORPCõs tour-based regional travel demand model was used to estimate the future (2030) average 

daily traffic on the major roadways in the area.  The model takes basic land use and transportation 

system information and estimates travel patterns and volumes on the transportation system.  The 

model chains have been validated for the entire model region for the year-2005.  

 

The highway assignment for the existing condition was validated for the study area by using the 

2008 average daily traffic.  During the validation, corrections and adjustments were made to the 

2008 highway networks.  The adjustments were limited to re-coding of the network attributes 

affecting link capacities and speeds, adding links, splitting zones, and modifying centroid 

connectors. 

 

As shown in Figure 4, increases in average daily traffic from existing (year-2008) conditions to the 

future (year-2030), were seen throughout the Westerville Road corridor.  The largest increases were 

near I-270 and the Morse Road intersection.  The traffic volume increases near Dublin-Granville 

Road were more moderate. 

Level-of-Service 
Level-of-service (LOS) is a measure of congestion levels on a roadway at certain times of the average 

day, and ranges from òAó (least congestion) to òFó (most congestion).  Often, the overriding factor in 

determining a roadõs operational efficiency and level-of-service is the operation of the intersections.  

Intersection LOS analyses were performed using the Highway Capacity Software (HCS), an industry 

standard.  Existing turning movements were obtained from the same data sources that were used to 

determine average daily traffic. 

 

Using the 2030 highway network and the land use described in previous sections, the model was run 

to forecast the year-2030 traffic in the study area.  For the future condition, the turning movements 

were estimated based on the existing turning movements, model projected average daily traffic, and 

model-projected turning movement patterns.  The NCHRP ò255ó procedure was used to balance the 

future traffic entering and leaving intersections. 

 

For signalized intersections, intersection LOS is determined by the average control delay per vehicle 

using Highway Capacity Manual criteria, as shown in Table 6. 
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Figure 3:  Existing Average Daily Traffic 
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Figure 4:  Year-2030 Average Daily Traffic 
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Table 6:  Intersection LOS Criteria for Signalized Intersections 

Intersection  

Level-of-Service 

Control Delay 

(seconds/vehicle) 

A 10 or less 

B Up to 20 

C Up to 35 

D Up to 55 

E Up to 80 

F More than 80 

 

Maps of the overall intersection level-of-service, existing and future, are in Figures 5 and 6. 

In the HCS analysis, the timing plan for each signalized intersection was optimized for each 

individual intersection.  This optimization was completed for both the existing (2008) and the future 

(2030) conditions.  The future signal timing plan is not available at this planning stage.  For this 

reason, it was necessary to use the optimized conditions for both analysis years.  This ensured that 

the comparison between the existing and future conditions is analyzed similarly. 

 

Currently, all of the seven intersections are signalized, actuated, and coordinated along Westerville 

Road.  It was assumed that in the future condition, the intersections would remain actuated and 

coordinated.   Table 7 summarizes the overall LOS obtained for each intersection, including both 

existing and future conditions and a.m. and p.m. peak periods.  Colors are used in the table (and in 

Table 8) to emphasize the three highest levels of congestion. 

 

Table 7:  2008 and 2030 Overall Intersection Conditions along the Westerville Road Corridor 

 

A.M. Peak Level-of-Service P.M. Peak Level-of-Service 

SR 3 at Existing (2008) Future (2030) Existing (2008) Future (2030) 

Dempsey Road C E D F 

Paris Boulevard A B B B 

Cooper Road B D D E 

Old D-G Road B C C C 

Corporate Drive A A A A 

Thornapple Drive A A A A 

Morse Road D F F F 
Red box=LOS F, Orange box=LOS E, and Yellow box=LOS D 

 

Table 8 shows the approach-specific LOS for each signalized intersection, for existing and future 

conditions, by a.m. and p.m. peak periods.  In Table 8, the future condition LOS is shown in italics. 

 

Under the existing (2008) condition, many intersections are operating overall at LOS C or better for 

both a.m. and p.m. peak hour periods.  The intersections worse than LOS C are Dempsey Road (p.m.  

peak LOS D), Cooper Road (p.m. peak LOS D), and Morse Road (a.m. peak LOS D, p.m. peak LOS F).  

Considering the approach-specific results, as shown in Table 8, the Corporate Road intersection also 

has poor LOS levels. 

 

Under the future (2030) condition, many of the intersections become worse overall, compared to the 

existing condition.  The existing (2008) condition had three level-of-service ratings of D, one of E, and 

one of F.  The future (2030) condition had one LOS of D, two of E, and three of F. 
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Figure 5:  Existing Level-of Service  
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Figure 6:  Year-2030 Level-of-Service 
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Table 8:  2008 and 2030 Approach-Specific LOS for Westerville Road Signalized Intersections 

   

Eastbound Westbound Northbound Southbound 

SR 3 at: Peak Year L T R L T R L T R L T R 

Dempsey Road 

AM 
2008 --- B --- --- C --- B C --- B B --- 

2030 --- D --- --- F --- C E --- F C --- 

PM 
2008 --- D --- --- E --- C F --- D B --- 

2030 --- F --- --- E --- C F --- F C --- 

Paris 

Boulevard 

AM 
2008 --- C --- --- C --- A A --- A A --- 

2030 --- C --- --- D --- A B --- B A --- 

PM 
2008 --- C --- --- C --- A B --- C A --- 

2030 --- D --- --- E --- A B --- B A --- 

Cooper Road 

AM 
2008 --- C --- --- B --- B A --- B B --- 

2030 --- F --- --- C --- D B --- B C --- 

PM 
2008 --- E --- --- C --- E B --- C D --- 

2030 --- F --- --- C --- F B --- B E --- 

Old D-G Road 

AM 
2008 --- C --- B B --- B B --- A B --- 

2030 --- D --- C B --- C B --- A B --- 

PM 
2008 --- C --- C B --- C B --- B C --- 

2030 --- C --- D B --- C B --- B C --- 

Corporate 

Drive 

AM 
2008 --- --- --- D --- C --- A A A A --- 

2030 --- --- --- E --- D --- A A A A --- 

PM 
2008 --- --- --- D --- D --- A A A A --- 

2030 --- --- --- E --- D --- A A A A --- 

Thornapple 

Drive 

AM 
2008 --- --- --- C --- C --- A A A A --- 

2030 --- --- --- C --- C --- A A A A --- 

PM 
2008 --- --- --- C --- C --- A A A A --- 

2030 --- --- --- C --- C --- A A A A --- 

Morse Road 

AM 
2008 D D C F D C B C C D C D 

2030 E F C F F C F D F F E E 

PM 
2008 F F D F F D D E F F F E 

2030 F F C F F C F E F F E E 

Note 1:  in Table 8, L=left turn lane, T=through-lane, and R=right turn lane.  A òthrough-laneó may also allow for right and/or 

left turns, and the level-of-service shown includes these intersection movements, as well, where applicable.  A dash (--) in a 

column means that there is no exclusive turn-only lane for that particular movement. 

 

Note 2:  Red box=LOS F, Orange box=LOS E, and Yellow box=LOS D 
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Again, considering the approach-specific results, each intersection, except Thornapple Drive, has 

poor LOS levels.  Dempsey Road has D, E, and F LOS levels.  Paris Boulevard has LOS of D and E and 

Cooper Road has D, E, and F LOS.  Old Dublin-Granville Road has one LOS D and Corporate Drive has 

D and E LOS.  Morse Road has numerous D, E, and F level-of-service ratings. 

 

There were several concerns raised by the study oversight committee when reviewing this data, 

including the concern that at Cooper Road, it is difficult to access Westerville Road during peak 

periods (particularly during the p.m. peak) due to backed up traffic at other signals.  There was also a 

concern about other congestion during the p.m. peak, particularly backups that prevented turns at 

intersections.   

 

A potential issue with cut-through traffic also was raised (particularly noted were Paris, Buenos Aires, 

and Strawberry Farms boulevards.)  The question was raised whether this traffic was included in 

Westerville Road traffic forecasts, which it was. 

 

One possible reason for congestion being worse than the analysis would indicate could be inaccurate 

traffic counts.  Or, the traffic count could be understated, since it only measured what went through 

the intersection.  Under congested conditions the counts may not reflect the true demand.   

 

Also, since the counts and LOS are determined for the peak hour, a sharp shorter-term spike in the 

volumes could result in worse LOS during periods of the peak hour.  Another explanation for actual 

congestion being worse is that signals (and other operational characteristics of the road) are not 

optimized as assumed in the analysis. 

 

In response to these concerns, numerous in-the-field observations of traffic along Westerville Road 

were conducted, in December and January 2009.  Travel time runs along the entire corridor were 

also conducted, to check for congestion.  However, heavy congestion was not observed.  This is true 

even for the Cooper Road and Paris Boulevard intersections.   

 

The signal timing observed in the field was different from optimized signal timing.  This means that 

current traffic conditions are probably slightly worse than presented here (in Tables 7 and 8). 

 

In conclusion, the LOS analysis shows that the Dempsey Road, Cooper Road, and Morse Road 

intersections will experience congestion in 2030, with overall LOS of D, E or F, depending on which 

rush hour period (a.m. or p.m.) is considered.  Additionally, the more detailed approach-specific 

analysis shows that all signalized intersections will have poor LOS (D or worse) for specific lanes, 

with the exception of the Thornapple Drive intersection. 

Non-Motorized Travel and Transit 

Pedestrian Facilities 

Of the three miles of Westerville Road between Morse Road and I-270, less than 1,000 feet has 

sidewalks, as shown in Figure 7.  This includes a one-stretch section of sidewalk (3-foot wide asphalt 

path) on the west side of Westerville Road at Cooper Road, in front of a commercial garage property.  

This sidewalk connects on the south to the Alum Creek Trail (along Cooper Road) and on the north to 

an automobile service station. 

 

The intersection of Westerville and Cooper roads includes a crosswalk with a pedestrian actuator.  

No other intersection in the study area includes a crosswalk or pedestrian actuator. 
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Figure 7:  Pedestrian Facilities 
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The only major street connecting to Westerville Road with any pedestrian infrastructure is Morse 

Road, with sidewalks on both sides of the street.  Some subdivision streets on either side of 

Westerville Road have sidewalk networks within the subdivision, but these stop short of connecting 

with Westerville Road (where there is no sidewalk to connect to). 

 

There are potential pedestrian destinations along Westerville Road which, in combination with the 

residential areas, could generate pedestrian traffic if safe walking conditions were available.  These 

pedestrian destinations include schools, shopping centers, post offices, and employment centers, 

among others.  The combination of high traffic volumes, high speeds, and lack of pedestrian 

infrastructure makes the Westerville Road corridor a very hostile pedestrian environment. 

Bicycle Facilities 

There are bicycling facilities in the vicinity of Westerville Road, but none directly along the corridor.  

Approximately six miles of shared-use path exists along Alum Creek from the Sunbury Road/Easton 

Way area, north to Westerville.  The Columbus bicentennial bike plan includes a bikeway on 

Westerville Road.  Figure 8 shows the existing and future planned bicycle facilities in the general 

area. 

Public Transit 

The study area is within the service boundary of the Central Ohio Transit Authority (COTA).  The study 

area corridor along Westerville Road does not have any òlocaló transit service or weekend service.  

As shown in Figure 9, there is an express (limited-stop), peak period bus route on Westerville Road, 

Route #37.   There are 13 stops for Route 37 along Westerville Road between SR 161 and I-270 on 

both sides of the street.  There are also stops at Morse Road and Westerville Road for crosstown 

Route 95.   
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Figure 8:  Bicycle Facilities  










































