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HISTORICAL

In the past twenty years but more particularly during the past decade
the United States has become increasingly urbanized. In this period of
population growth and enlarged economic activity, urban areas have extended
far beyond the political corporate bouncaries of their central cities. In
recognition of this trend resulting primarily from the impact of the auto-
mobile, the extension of improved hichways and liberalized housing programs,
the United States Bureau of the Census has created new classifications
known as the Urban and lietropolitan Areas. This characteristic growth of
cities has produced many new problems of a physical and economic nature,

among which are those relating to the future of the Central Business District.

From its beginning, the Central Business District has been the heart of
the city's 1ife. Within it the greatest number and diversification of
economic activities are concentrated, i. e., rctail outlets, governmental
offices, banks, hotels, professional and other services. Relatively small
in extent, when compared with the corporate or urban areas, it is the site
of the greatest single concentration of daftime population and of the high=-
est real estate valuss.

Prior to 1920 the population growth of Columbus was gradual and stead-
ilv upward but not phenomenal as it has been since 1920. The corporate area
of the city encompassed 3.5 square miles in 1920, bounded on the north by
Thirty-Second Street, on the east by Tenth and Twelfth Avenues and the river
on the west and south. In 1920 and 1948, the corporate area was again en=
larged to 4.3 and 12.62 square miles respectively, and, pursuant to a recent
referendum it will be extended to comprehend 26.9 square miles as of Decem-

ber 31, 1958.



The improved economic status of the people generally was mirrored in
the increased usage of the automobile and also, in & desire of the people
to live at points remcte from their places of employment. The invasion of
commercial enterprises into the older residential areas intensified the
movement to the periphery and beyond which became more pronounded within

the past decade. An examination of the various subdivisions that have been
developed in the peripheral areas is testimony to the magnitude and nature
of the movement.

In these vyears of growth and expansion businesses of various kinds were
established along some of the principai highways at strategic intersections
or in the vicinity of industrial cperations but notwithstanding, the Central
Business District continued to be recognized as the chief commercial and
servicing center of all the peopie of the city and its tributary area. It
was the one dominant place to which people traveled periodically to satisfy
their many wants and needs.

Cbviously, the sutomobile and improved highways have been the most sig=-
nificant factors shaping the expansion of cities and the areas contiguous
to them. The automobile has also contributed substantially to changes in
the land use pattern of cities, in the creation of new commercial centers
and to the methods of doing business. lWhereas in 1944 there were only
15,536 passenger autcmobiles registered in Muscogee County, in 1950 there
were 23,869 (one for every five people) and in 1957, 44,945 (one for about
every three people) - a three-fold increase in thirteen years.

In the expansion and development of the urban area many new neighbor-

hoods were created or older ones enlarged. These increasing settlements of



people inspired first the establishment of small neighborhood shopping cen-
ters such as are found in the Wynnton School and Saint Elmo areas. These
developments were later augmented by the Supermarket and more recently by

the enlarged Shopping Center = a comparatively new creation. The latter type
of development with its various and diversified retail and servicing outlets
built around a large parking area has stimulated the property owners and
businesses of the Central Business District to consider and initiate measures
to preserve and initiate measures to preserve and improve the character and
functions of the Central Business District. What should be done to preserve

and enhance its values, integrity and attractiveness?



THE SHOPPING CENTER

Shopping Centers are the direct result of peripheral population growth,
providing a market place principally for the so-called convenience goods.
In one form or ancther decentralized commercial centers have existed in
metropolitan areas for many years. Reference has been made above to the
Wynnton Road and Saint Elmo centers. So basically, the decentralization of
convenience goods establishments is not new. The grouping together of busi-
nesses in an architecturally planned unit with large areas for the free
parking of customers, is the principal new feature of the Shopping Center.

Research studies conducted in diverse areas of the nation prove that
as a city expands and new neighborhoods of people are created a proportion-
ately greater amount of retail business is done in areas away from the cen-
ter. Not since Columbus was small and the Central Business District was
the sole retail and servicing center has its volume of business approached
one hundred per cent. As cne authority has emphasized: "For at least
eighty years decentralization as such has progressed to very great limits.
Studies in Baltimore and Philadelphia in 1926 indicated that in both cities,
more than 65% of the total retail trade was done outside the Central Busi-
ness District. 1In cities of 50,000 or thereabouts, at least thirty per
cent of the total retail trade is done in suburban districts".

The following table from studies of Central Business District of
Atlanta made by the United States Burecau of the Census is typical of what

is taking place in urban areas:



1954 1948
NUVYBER OF TOTAL NUMBER OF TOTAL
ESTABLISH- SALES ESTABLISH- SALES
MENTS (000) MENTS (000)
City as a Whole 4,340 $753,489 3,552 $528,446
Central Business District 891 263,191 919 254,063
CBD ( percent) 20.6 35 25.8 48.2

Whereas the number of establishments and the volume of business done
percentage wise decreased in the Central Business District, the dollar vol-
ume of business in the Central Business District increased. In this instance
the Central Business District experienced a seven per cent decline between
1948 and 1954, in an area where many convenience centers have been estab-
lished. The experience at Savannah was similar.

In evaluating the advantages and disadvantages of the Central Business
District and the Shopping Center, experience crystallized from numerous
studies reveals the feollowing.

A. ADVANTAGES OF THE CENTRAL BUSINESS DISTRICT

l. It is accessible and available to more people than any other area.

2. In it one can do several errands at one time.

3. In it one can find a greater selection of goods to choose from.

4. Prices are generally cheaper.

5. It is a center of reciprocal relationships between activities and
structures and interactions between groups and people.

6. It affords the prestige of a Central Business District address.

7. It is the site of the largest concentration of daytime population, a
potential market and purchasing power.

8. It is adjacent to industrial and wholesale distribution establishments
which alsc provide potential markets.

9. It is the focus of intra=-city and inter-urban transportation facilities.

10. It is at the cross roads of inter-state and inter-region traffic.



B. DISADVANTAGES OF THE CENTRAL BUSINESS DISTRICT

l. It presents difficulties and cost of parking.

2. It is often crowded.

3. It is plagued with traffic congestion.

4. There are inadequacies of mass transportation.

5. It is surrounded by areas of deterioration and blight.

6. There is a lack of attractiveness and those amenities that appeal
to people.

7. There is a lack of effective merchandising techniques.

8. One has to walk too far from parking facilities to the seat of
business transactions or shopping.

9. There is too much competition betwcen pedestrian and automobile.

C. ADVANTAGES OF THE REGIONAL OR NEIGHBCRHOOD SHOPPING CENTER

1. Free and adequate parking.

2. Close proximity to homes to be served.

3. Store hours are more convenient to customers.

4. They are attractive and shelter the customer from the weather.

D. DISADVANTAGES OF THE REGICNAL OR NEIGHBORHOOD SHCPPING CENTER

1. The selection of goods, primarily convenience gocds as opposed to
shoppers goods, is limited.

2. Competition is restricted.

3. Prices are usually higher.

From these advantages and disadvantages certain deficiencies of the
Central Business District are apparent.

Those interested in preserving the prestige and importance of the Cen-
tral Business District must strive to attain, or at least approach, the
advantages offered by the Shopping Center, notably its parking provisions.

A bold endeavor should also be made to enhance the attractiveness and appeal
of the Central Business District by various means. The latter could even
include the possibility of gradually rebuilding the Central Business District
into a spacious, architecturally harmoniocus unit thereby creating an en-

larged, centralized Shopping Center with all the attractiveness and

amenities offered by it.
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DEFINITION OF CENTRAL BUSINESS DISTRICT

Every person has his own concept of what constitutes the Central Busi-
ness District. 1In the final analysis all concepts would comprehend the same
general area surrounded only by different boundaries. The State Highway De-
partment has defined the Central Business District as that area between Ninth
Street on the south, Fifteenth Street on the north and FourthAvenue on the
east. Mr. Lochner, in his report of 1947, extended the area northward to
Sixteenth Street, but terminated it at Third Avenue on the east. For purposes
of this study the Central Business District is defined as the area between
Ninth and Fifteenth Streets on the south and north respectively and Third
Avenue on the east, within which are found the varied and principal activities
identified with the Central Business District.

Contiguous to the Central Business District on the east and extending to
Fifth Avenue is an area formerly residential in character, interspersed with
various types of commercial, servicing, professional and semi~industrial
enterprises. Many of these fringe operations occupy old residential struc-
tures but many are still utilized as residences, rooming and boarding houses
and apartments.

The change taking place in the central area is reflected by variations
in its population since 1930. 1In the decade 1930-1940Q the population cf the
enlarged areca increased 1,756 (Figure 1) but in the decade 1940-1950, it
decreased 1,566 and from current indications the 1960 population will reflect
a still further decrease. The pcpulation of the Central Business District,

as defined herein, decreased 653 in the decade 1940-1950.



Because of the transition taking place within the central area - from
residential to commercial = no new residential structures are being erected
therein and many of the older residential structures are showing evidences

of blight &nd deterioration.
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AREA OF DISTRICT

The Central Business District as here conceived comprises some 217 acres
of land (0.03% of the corporate area) of which 85.17 acres or 39% is devoted
to streets. The net area of land for utilization is therefore about 132
acres. Altho commercial and servicing activities of one kird or another are
scattered thruout the district, Broadwsy is the focal point of retail activ-
ity, from Ninth Street on the south to Fourteenth Street on the north. Front
Street, to the west of Brcadway, now devoted principally to warehousing and
manufacturing, is so closely identified with Broadway activities that in any
expansion or improvement program it will become an integral part of the Cen-
tral Business District. Next to Broadway, Twelfth and Thirteenth Streets are
especially important east-west streets, the latter as a feeder into the Cen-
tral Business District from the east. Neither Twelfth or Thirteenth Streets
however are yet comparable in their retail characteristics, to Broadway.
First, Second and Third Avenues are currently of secondary importance as
commercial thorofares but notwithstanding they present opportunities in any
expansion of Broadway activities.

The entrance to Kirven's on First Avenue, the removal of White's from
Broadway and the erection of the iwo new banks at Thirteenth Street are
indicative of the trend tc broaden the retail base of the Central Business
District and to utilize more advantageously the frontages of First Avenue.

Two blocks centrally located within the defined area, bounded by First
and Third Avenues and Eleventh and Twelfth Streets, will doubtless influence
the types of future land uses in the area surrounding them. One entire block
is occupied by the Baptist and Methodist churches and their accessory uses

and the other immediately to the west, by the First Presbyterian and Trinity
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Episcopal church, the Masonic Temple and the United States Federal Building.
This grouping of public and semi-public uses virtually constitutes a civic
center that will tend to direct future retail activity into First Street
and Third Avenue north of Twelfth Street and also westward from First Avenue
along Eleventh, Twelfth and Thirteenth Streets. Already activity in the
Thirteenth Street area is noticeable.

Altho many new structures have been erected in the past decade and
many "face 1ifting" jobs have been mede to improve the appearance of the
central area, there still remain many structures reminiscent of an older era,
which sooner or later will give way to modernization. In the planning of
new structures to replace the more ancient ones thought should be directed
toward those structural types that will impart tc the a2rea as a whole - and

more particularly to Brcadway = an architectural harmony now lacking.
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ACCESSIBILITY OF CENTRAL BUSINESS DISTRICT

Located on the east shore of the Chattahcochee River the Central Busi-
ness District is accessible from its tributary urban and metropolitan areas
by a number of radial highways in Georgia and by two bridages intc Alabama.
Recently the new expressway from the north and northeast into Fourth Avenue
has been opened. Thirteenth Street, Linwood Boulevard, Wynnton and Buena
Vista Roads are the principal entrances from the east and, Cusseta Road and
Victory Drive from the scuth and southeast. Tenth Avenue is an important
north=south collector street east of the Central of Georgia tracks and Sixth
Avenue, west thereof. The principal impediment to the east-west traffic
flow is the Eleventh Strest subway from the intersection of Tenth Avenue and
Wynnton Road and the dead end intersection at Sixth Avenue. From the south,
traffic originating in the Benning area, Baker Village and other points to
the south and southeast is distributed from Victory Drive into either Tenth,
Sixth, Fourth Avenues or Broadway. U. S. 27 and 280 from North to south
thru Columbus are routed via Victory Drive, Fourth Avenue and the Fourteenth
Street bridge; U. S. 80 from east to west is routed via Wynnton Road, Buena
Vista, Thirteenth Street, Fourth Avenue and Fourteenth Street and U. S. 80,
431 and 280 use the Fourteenth Street bridge intoe Alebama. All these high-
ways serve the Central Business District. Much of the traffic vclume now
passing thru the Central Business District will be reduced by the construc-
tion of the proposed new bridge in the south part of the city. The traffic
flow from the east will also be facilitated when the proposed Tenth Street

viaduct from Wynnton Road has been completed.



The north-south movement of traffic will be improved greatly by the
Fifth Street widening now under way. This strect, with Fourth, will con-
stitute elements of a one-way system thru the city.

Traffic movements into and thru ths Central Business District are of
prime importance. Many people who would prefer to shop and do business
within the district now avoid it because of traffic congestion, difficulties
of circulation and parking. At present a considerable portion of the thru

traffic between points east and west of the river contribute to congestion.
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GASRSONNILLE PLORIDA ( FROM O.AND D. STUDIES — GEORGIA HIGHWAY DEPARTMENT 1954 )

FIGURE 2.
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TRAFFIC MCOVEMENTS AND PECPLE

Origin and destination studies conducted by the Georgia Hichway Depart-
ment show that on an average day some 151,000 moter vehicles cross the Cen-
tral Business District cordon in both directions (Figure 2), including thru
traffic which exceeds 11,000 vehicles per day in both directions. The volume
of external traffic flow into and thru the district in both directions ap-
proximates 86,000 vehicies so the volume of Central Business District traf-
fic on an average day exceeds 66,000 vehicles in both directions. This
includes however 11,200 trips, to and fro, made by workers and executives
employed within the Central Business District and 11,000 thru trips which
when deducted indicate that some 43,800 vehicles came inte the Central Busi-
ness District each average day for business and shopping purposes. Today
this number would more nearly approximate 50,000. On the assumption that
these two way trips reflect the entrance into the Central Business District
of at least 25,000 vehicles per average day and the further assumption that
each vehicle transports 1.5 persons it would indicate that some 37,500 peo-
ple come into the Central Business District daily to shop and do business.

In addition to the 37,500 pecple who come into the Central Business Dis-
trict daily to shop and do business, there are 9,000 werkers and executives
who daily travel in 5,600 vehicles. And further, there are some 12,000
pecple who travel into the district each average day by mass transportation,
many to work within the Central Business District or in the areas contiguous

to it. Of these, many alsc come to shop and do business.
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Recapitulating then, cne can readily sez that there are some 50,000
or mere people per average day entering the Central Business District or
areas immediately contiguous to it to work, transact business, shop, eat,
attend meetings and be entertained and this does not include the many who
walk into the district.

The foregeoing analysis proves the contention that the Central Business
District is a great reservcir of people each of whomis a potential customer.
More people are attracted to it daily than to any other commercial area and,
as the city and its tributary areas increase in population and economic

enhancement still more people and cars can be anticipated.
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THE MARKET POTENTIAL COF COLUMBUS

Any plans for the future expansion and imprcvement of the Central Busi-
ness District should consider the increasing importance of Columbus as a
regional marketing, servicing and industrial center. As the population cf
Columbus and its tributary marketing area increases and their respective
economic opportunities improve, the importance and servicesbility of the
Central Business District will assume new proportions. Cclumbus, including
Fort Benning as an industrizal plant, is an industrial center of national im-
portance; its products find a naticnal if not internaticnal market. Simi-
larly, the immediate area served by Columbus is one of diverse resources and
productivity bcth on farm and in factory.

The gecgraphical location of Columbus on rail, highway and air lines,
with a gcodly supply of laber and conveniently placed industrial sites will
continue to attract new industrial and distribution operations. And, this
position will be strengthened by the proposed river improvements and the
development of port facilities. All these potentizls favorable to growth
and economic improvement will be reflected in a growing importance of
Columbus as a dominant cultural, trading and industrial center.

The major cities competing with Columbus are Atlanta and Macon, in
Georgia, and Montgomery in Alabama, of which Atlanta is the most important.
Fortunately the marketing and servicing area of Columbus is extensive befcre
it conflicts with similar areas of the cther major cities. Altho the whole-
sale distribution facilities of Columbus successfully invade cther major
areas, the city is confronted with the necessity of counteracting the retail

and servicing "pull" of Atlanta from within its own urban area.
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The trading area immediately tributary to Columbus is that area encom=-
passed within a radius of fifty miles (Figure 3) including Musccgee, Chatta-
hoochee, Harris, Talbot and Marian Counties in Georgia, and in Alabama, Lee
and Russell Counties. The population of these counties increased from
144,498 in 1920 to 239,087 in 1950 - an increase of 65% in the thirty years.
In the decade 1940-1950, the increase was 26.2%. Within this trade area are
such cities and towns as West Point, Chipley, Talbotton, Buena Vista, Cuth-
bert and Americus in Georgia and Eufala, Union Springs, Tuskegee, Auburn,
Opelika and communities in the Chattahoochee Valley, in Alabama. 1t is an
area identified with manufacturing, agriculture, education, transportation
and other resources. In lMuscogee County, Georgia, and Russell County, Ala-
bama, there are currently scme 50,000 families whose effective buying income
according to Sales Management as of May, 1957, was $290,535,000.

Altho there are many small populated centers within the Columbus trade
area, each with its own compliment of stores and shops, the people of the area
generally lcok to Columbus as their "big town" to which they travel to do
their major shopping and for many other purposes. The number of people how=-
ever who travel tc Cclumbus to shop and transact business and the maximum
limits of the trade area will depend on (1) the variety and quality of gocds
and services offered; (2) the extent and kind of sales promotion engaged inj;
(3) the type of gcod will and courtesy extended; (4) the attractiveness and
appeal of the various business establishments; (5) the ease of accessibility

and traffic circulation and (6) the adequacy and cost of parking.
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COMPCSITION AND CHARACTER OF CENTRAI BUSINESS DISTRICT

Within the Central Business District there are in excess of 250 retail,
servicing and financial enterprises and 325 offices, exclusive of governmen-
tal and semi-public institutions (churches, clubs, lodges, etc.). There are
alsc 37 apartment structures, rooming houses and hotels. Along both sides
of Broadway and in the areaz contiguous thereto is found the greatest con=-
centration of activity, also the highest intensity of pedestrian and vehic-
ular traffic movements. The point of maximum intensity is Twelfth and
Broadway.

Of the threc million square feet of floor space utilized for sales and
storage purposes, 41.3% (1,241,782 square feet) is devoted to retail sales
and 45.5% (1,368,946 square feet), to storage of various kinds. More than
340,000 square feet of floor space is used for office purposes in connection
with business operations, exclusive of that utilized by governmental and
semi-public offices. On the basis of a population of 150,000 there are
about 8.3 square feet of retail floor space per capita.

The many structural changes and improvements made within the Central
Business District during the past decade and the expansion of its various
facilities not only reflect the population growth of the area but its grow-
ing value and impcrtance to the people as a trading and servicing center.

In this decade the Davison store building was erected, Kirven's store was
enlarged and modernized, the new structures of the First and Fourth National
Banks were built and the building of the Columbus Bank and Trust Company is

in its final stages of completion. New office and servicing structures have
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also been built on Second Avenue and on Thirteenth Street and in the fringe
area surrounding the defined district. But despite these various improve-
ments many of the structures within the district built in the '80's or before,
are aged and obsolete.

Fortunately the Central Business District is served by a street system
of spacious preoportions. The initial plat of Celumbus laid cut by the State
of Gecrgia in 1827 provided Broadway with a width of 164 feet now divided
into two 45 foot roadways and a center pa;kway of 40 feet. First, Second
and Third Avenues are 132 feet wide and the remaining streets have widths
of 99 feet.

The Central Business Districts of cities generally are areas of highest
assessed value. This relative pesition in the tax structure of the city
emphasizes the necessity of preserving and improving its usefulness in the
economic pattern of the city. It is interesting to observe that the 2ssessed
valuation of land and buildings within the Central Business District amounts
to 38.7% of the assessed valuation of the corporate area of the city or
stated otherwise, about 2.6% of the corporate area is responsible for 38.7%
of the ad valorem tax load.

The Central Business District is not solely the site of manifold com-
petitive enterprises supplying the needs and services of people, but it is
the source of the largest labor roll to be found anywhere within the area.
iMore than 9,300 people come into the district daily to work as employee,
official or executive aznd further, these workers use approximately 5,000
automobiles in going to and fro to work. These figures are exclusive of the

night shifts of the Eagle Phenix Mills and the Muscogee ilanufacturing Company.
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SUMMARY

The automobile has contributed immeasurably to the economic importance,
growth and development of Columbus. Its impact has been responsible for the
expanding urban area extending beyond the corporate limits, which to all
intents and purposes is an integral part of the city. The automobile has
also changed the living and trading habits of the people.

The network of improved highways has broadened the area of the city's
economic influence enabling more people from greater distances to visit and
work in the city and to utilize its various facilities, than ever before.

At the heart of this activity, receiving the greatest impact is the Central
Business District, the focus of the greatest concentration of day time pop-
ulation, the largest labor roll and the area of the most intensive move-
ments of traffic, both vehicular and pecestrian.

The improvement in and expansion of the Central Business District thru
the years reflect not only the population growth of the city and its tribu-
tary area but also, that the area is recognized by the people as their major
trading and business center.

The initial planners of Columbus provided broad and spaciocus thoro-
fares thruout the Central Business District but they were unable to antic-
ipate a2 motor age with its resultant traffic problems. It was impossible
for them to visualize the great volumes of motor traffic now moving into and

thru the District, much of which is seeking spaces in which to park.
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The volume of traffic flow into and thru the Central Business District
is proportional to the number of people tributary to it. Currently the
estimated population within the Metropolitan Area (Columbus - Phenix City -
Fort Benning) approximates 175,000 persons with 58,000 passenger automobiles
- one for every 3 persons. By 1975 the population of this area should ap-
proximate 250,000 persons with 100,000 automcbiles. This growth in people
and autcmobiles coupled with comparable growtn elsewhere in the trade area,
will further intensify the impact of traffic. The volume of traffic fiow
will increase nearly one hundred per cent over the present, depending to
what extent the traffic flow pattern is altered by the several proposals of
the State Road Department.

In this period of growth the Central Business District, faced by new
and inevitable competitive forces, will continue as the dynamic commercial
center of the metropclitan area. Its future prestige however and its further
expansion and develcpment will be contingent on how effectivelv the problems
of traffic circulation and parking are approached and sclved and, on how

attractive and appealing the District is made.
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FARKING

It is cenerally considered that three major nceds are essential to the
future vitality of the Central Business Distr ct - traffic circulation, an
acequate suppiy of low cost parking facilities and attractiveness. The
motorist must be able tc reach and move around the district with a minimum
of delay and hazard and on arrival, must be able to park within a few hun-
dred feet cof his destinaticn. A poll of store executives conducted in two
hundred cities by the Neticnal Retail Dry Goods Association has confirmed
this; in B8l.3% of the cases parking was listed as the first problem of con-
cern and in 78.6%, that good circulation wes of second importance. Polls
conducted among shoppers and cthers disclcsed similar conclusions.

As stated eerlier, the Central Business District is the site of diver-
sified activity; not all who park within it are shoppers. lany people are
employed there and many others ceme into it to transact business in offices,
banks and other places. Studies made in various cities, as reported by the
Bureau of Public Roads and the Institute of Traffic Engineers, revesl that
only twelve to twenty-five per cent of the parked cars are shoppers. In
Houston, Texas, and Columbia, South Carolina, studies indicated that only
nine and twenty-eight per cent of the parked cars, respectivelv, were
shoppers. Not long ago the Chairman of the Board of Allied Stores Corporation
declared that "only twenty per cent of the people on down town streets are
there to shop". These data show that the parkee is undoubtedly availing
himself of the opportunity to care for multiple errands while parked. This

also emphasizes that providing parking facilities within the Central Business




25

District is not the sole responsibility of the retailer but of all the var-

ious activities operating within it, including those of gcvernment.

EXISTING PARKING FACILITIES

Within the Central Business District three types of parking facilities
are available: (1) curb side, (2) commercial off-street and (3) non-com-
mercial off-street. The curb side facilities are city operated and the off=-
street, privately operated.

The City Council of Columbus hes been parking conscicus for a long time
and thru the vears has provided & very creditable service. According to our
1947 study, 3,370 vehicles could then be parked at cne time within the Cen-
tral Business District. Current records indicate that now 5,839 vehicles
can be parked at one time - an increase of 2,462 spaces in the decade. An

inventory of parking facilities follows:

Of f Street commercizl lots and garages . 1,879
Off Street non-commercial or private lots 1;571
Total Off Street Parking Facilitiss 3,150
Curbside and parkway spaces, metered and unmetered 2,689
TCTAL PARKING SPACES AVAILABLE 5,839

The location of these facilities and their respective capacities are

shown in Figure 4.
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Curbside and parkway metered spaces can be used for varying pericds of

time.
1 hour 1,012 meters
2 hours 264 meters
4 hours 339 meters
9 hours 150 meters
12 minutes 5 meters
24 minutes 6 meters

Around the Post Office corner are 15 meters of 12 minute intervals and
on Fourteenth Street between Brecadway and First Avenue, 6 meters of 24 minute
intervals. Thruocut the District however one hour meters predominate.

As one receeds frcm the cecre the time interval increases. Surrounding the

Central Business District are the unmetered spaces.

I<ETERED CPERATION

The purpose of parking meters is to encourage the multiple use of space
during the day. Theoretically a one hour metered space should accomodate at
least eight cars per day assuming each vehicle remains one hour. 1In other
words the 1,019 cne hour spaces should accomodate 8,152 vehicles per eight
hour day. A survev conducted by the city on Friday and Saturday, just prior
to Easter, 1957, disclosed that none of the metered spaces in the central
district were operating to cepacity and cbservations made during recent
months also show the availability of many open spaces at all hours of the

day.
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The efficiency of meter operation depends to a great deagree on the
honor of the parker and the effectiveness of police patrol. Unfortunately
pany who are employed within the district abuse the parking privilege and
thereby defeat the purpose of the meter by "nickel feeding" during the day
or by shifting cars from one space to another. Theoretically the metered
spaces within the Central Business District should accomodate mors than
10,000 vehicles per day and the non-metered zones an additional 2,392
vehicles. Therefore on the assumption that every perscn who parks observes
the regulations, 13,244 vehicles can be accomodzted per cday curbside or along

parkways.

CCMMERCIAL AND NON-CCMMERCIAL FACILITIES

Altho commercial and non-commercial lots can park zpproximately 3,150
vehicles at one time, it is cifficult to determine how many are actually
accomodated during an average day because of the varying turncver. In non-
comnercial lots a number of spaces are usually allccated to workers or execu-
tives for all day parking, the remainder zre available to customers or cothers.
This is also true in commercial lots; some spaces are rented or leased for
all day use. In commercial lots however the turnover of transients will
approximate 1.6 cars per space per day. Commercial lots in Columbus shouid
accomocdate some 2,500 vehicles per day and ncn-commercial lots about 2,000.
So under the most favorable conditions which are seldom met, the Central
Business District can currently acccmodate about 18,000 cars per eight hour

day = which is a very creditable number.
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Shcppers and others who come tc the Central Business District follow 2
pattern having a peak in the morning around 10:00 - 11:00 o'clock and a
second peak in the afternoon about 3:00 5'ciock. BRefore and between these
two peak periods parking spaces are more plentiful. Cn special szles days
pay days or during the Christmas holiday season the demand for parking space
is excepticnal. Planning facilities to adequately meet the demands of ex-
ceptional pericds would be unwise because of their infrequent occurrences.

It is difficult, if not impossible, to state definitely the absclute
number of parking spaces that shcould be prcvided within the Central Business
District. No one has yet come up with a specific formula but a number of
approaches to a solution have been suggested.

Shopping centers provide two to three square feet of parking space for
gach square foot of active retail floor space, 2 formula that includes gen-
erous maneuvering aisles comparable to streets. A conservative requirement
on2al s I ratio would require 6,200 spaces of 200 square feet each on the
basis of 1,241,782 square feet of retsil floor area, which exceeds the num-
| ber of spaces now available. Another formuia used by one of the nation's
‘ largest shopping centers is 7 spaces per 1,000 square feet of retail space

to meet maximum needs. On the basis of the present retail floor space this
would require 8,694 spaces. A third approach is based on the autcmobile
registration in the immediate metropolitan area, 0.1 - 0.2 space per regis-
tered automobile. On the basis of 58,000 registered vehicles in Muscogee

and Chattahoochee Ccunties in Georgia and Russell County, Alabama, the spaces
required would vary from 5,775 to 11,550 with an average requirement of

8,700. On the basis of these various criteria, with 5,839 available spaces
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within the Central Business District and the additional spaces avzilable in
the arez contigucus thereto, Columbus has made good constructive progress
in meeting the current nzeds.

But when the ietrcpolitan Area attains & pcpulation approximating
250,000 and the autcmobile registratiocn approaches 100,000 cne can readily
see that the present supply of parking spzces will be insufficient. At such
time it is conceivable that a minimum of 12,000-15,00C parking spaces should
be made available. It is for this ultimate nesd that plans should be con-

templated ncw.

PLALNNING ESSENTIALS

In formulating a program of parking facilities for the Central Business
District some fundamental determinaticns should be considered, to-wit: (1)
the type and locaticn of facilities; (2) the permanency of facilities; (3)

accessibility and traffic circulaticn and (4) cost of service.

THE TYPE AND LCCATICN OF FACILITIES

Parking facilities should be established close to the motcrist's des-
tination. Surveys have shown that in metropolitan areas of more than 100,000
people, mctorists will not walk far from a parking space to their destination.
in Tampa, Florida, thes maximum distance is 800 feet; in Columbia, South Caro-
lina, and Houston, Texas, it is 500 feet. In view of the fact that 80-35
per cent of the shoppers are women, walking distance is important. The dis-
tance cne travelis to reach the Central 3Business District is of little sig-

nificance provided ample low cost space is available in close proximity to
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the destinaticn. Polls conducted among prospective shcppers indicate that
90% of those interviewed find parking difficult and 71% are seriously con=
cerned over the ccst of parking.

The type of facilities to be nrovided in the ultimate plan is aiso im=-
portant. Streets are designed primerily as channels to accomodate moving
lanes of traffic. When their capacitv has been reached or when it has been
restricted because of parked venicles, congestion, delay and hazard ensues.
Parked vehicles increase the friction of flow. At such a time, it may be
desirable to curtail or even eliminzte curbside parking so the entire road-
way width can be utilized by moving traffic. HMany cities have reached this
point and parking has already been eliminated from certain or all streets.
Within the loop district of Chicago no curb side parking is permitted. This
condition may not be reached in Columbus for a long time but it is a pro-
bability that should be anticipated in the develcpment cf any overall park-

ing prcoram.

PERVANENCY OF FACILITIES

Many cff street parking facilities are temporary. A well located and
popular parking lot of today may be the site of a new building tomcrrow.
This is especially true in a dynamic Central Business District where general
community orowth motivates the expansion of the various services. In Jack-
sonville, @s anillustration, a centrally lccated block now serving as a
useful parkinag facility may ultimately be occupied by buildings and at such
time parking will disappear. This condition together with the probable
restriction or elimination of curbside parking emphasizes the urgency of ac=

quiring lands in advance to meet the ultimate parking demand.




ACCESSIBILITY AND TRAFFIC FLOW

The street system cf the Central Business District and the streets
accessible thereto should at all times encourage a free, easy and smooth
flow of traffic. Preferably the area should be enriched by a broad band or
circumferential highway which as a collector from the outer areas would
distribute traffic into sections where destinations are lccated. Around
such a circumferential street and adjacent to it, parking facilities could

well be located.

COST CF PARKING SERVICES

Curbside parking service is presumably furnished at a relatively low
coste The cost of off street parking is usually proporticnal tc the dis-
tance such service Is from the center. Altho Shopping Centers provide free
service, few patrons expect such favors within the Central Business District.
Those interested however in the welfare of the Central Business District
should consider plans whereby parking costs are minimized.

The extent to which the foregoing factors are effective will depend
on the growth of the area and its tributaries generally and also, on the
extent to which this growth stimulates expansion and improvement. The
primary objective is the improved status and usefulness of the Central

Business District = what will be necessary to restore and maintain its

vitality and prestige.
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STREET SVSTEN INPRCVEMENT

The construction cf new bridges at Fourth and Fourteenth Streets and
the Lindsey Creek by-pass! the conversion of Third and Fourth or Fourth
and Fifth Streets into elements of one-way traffic flow as proposed by the
State Hichway Department, will greatly improve traffic circulation into and
within the Central Business District. By these improvements many of the
cross currents of thru traffic now complicating the circulation pattern
within the Central Business District will be eliminated but these improve=
ments are not enough.

Traffic circulation within the Central Business District can be greatly
improved and valuable street frontace opened tc commercial development by
improving and utilizing Frcnt Street. To accomplish this, the railroad
trackage should be relccated and the roadway resurfaced. This improvement
will not only encourage a wicder distributicn of traffic movements but it
will open frontages to varied types of develcpment, retail and wholesale
and also tc parking facilities. Frontages on the east side of Front Street
can be correlated to thecse on Broadway, even to the extent of converting
the rears of Broadway establishments into attractive frontages. Front
Street would become a new and useful traffic artery (Figure 5).

As a part of a circumferential loop, the Third Avenue roadway should
be widened to encourage its use by riore lccal traffic destined to the Cen-
tral Business District. A widened roadway here would alsc promote the

utilization of its frontages for future commercial expansion.
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PARKING FACILITY PRCGRAL]

Curbside and parkway parking now practiced thruout the Central Business
District should be continued until such time as the volumes of traffic re-
quire more channel flowage capacity. This time might conceivably affect
some streets before it does others.

To enable more cars to park in metered spaces it would be advisable to
change the present twc hour zones to cne hour and the four hour zones to two.
It would alsc be advisable to install two hour meters along both sides of
Third Avenue and on the unmetered sides of Ninth tc Ecurteenth Streszts, in-
clusive, west of Third Avenue. The City should strictly enforce the parking
regulations tc minimize the abuse of meters by "nickel feeding" or space
shifting. Some cities have employed women police whose sole duty it is to
check viclations. Tney have more than pzid their way.

Emplcyers chould endeavor to provide parking facilities for their em-
ployees and thereby increase the number of curbside places for those desir-
ing to park while shopping or transacting business.

Between Front and Bay Streets considerable land can be utilized for
parking and for commercial frontages as stated previously. The topcgraphy
of the land would permit the erection of multi-decked structures connected
with the east side of Front Street by overnead walkways, thereby separating
pedestrian and vehicular traffic and eliminating the uphill walk to Brcad-
way. Retail establishments can be made a part of the parking structure.

Sece Figure 6. Twelve to fiftecn hundred parking spaces established in this
area would be helpful to Broadway businesses and at the same time enhance

the commercial potential of Front Street.
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A PARKING LOT TODAY CAN BE

/A PARKING GARAGE TOMORROW.

Prerarce o sxi PARKING LOT CONVERTED INTO DECK PARKING
ceoree w. simons, vR. || STRUCTURE WITH STORES ON GROUND FLOOR.

PLANNING CONSULTANT
JACKSONVILLE, FLORIDA

FIGURE 6.
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On the east side of Front Street between Eleventh and Fourteenth
Streets, there are several vacant sites now used temporarily for parking
These could be converted into permanent facilities connected with Broadway
businesses.

Land used first as a parking lot can later be improved with a deck type
parking facility and thereby enhance its value as 2 parking site (See Figure
6).

Other sites, advantageously located fcr development &s permanent park-
ing facilities are located at (1) the southeast corner of First Avenue and
Twelfth Street (site of old Post Office, (2) the west side of First Avenue
between Twelfth and Thirteenth Streets formerly cccupied by the Royal 0il
Company, (3) the interior block north of Thirteenth Street between Broadway
and First Avenue, (4) the site adjacent to and south of Kirven's on First
Avenue and (5) at the northwest corner of Twelfth Street and Third Avenue.
These sites are now being used for parking but currently they ail fall into
the category of temporary usage. Each is stratecically located to serve
the Central Business District and therefore should be made permanent.

Another site that could yield to improvement as & parking facility is
located on the wsst side of First Avenue between Tenth and Eleventh Streets
now occupied by old structures. The removal of these stores would open a
large lot which later could be imprcoved with a modern deck structure with
stores on the ground floor. This site is close to Broadway and its improve-
ment would enhance the whole srea. East of Third Avenue between Tenth and
Thirteenth Streets several sites should be acquired for use at a later date

when the expansicn of commercial activity reaches that area. (See Figure 7).
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PARK ON_BROADWAY

The parkway in the center of Broadway is one of the great assets of
Columbus. Within recent years it has been greatly improved and landscaped.
Some pecple are of the cpinion that this parkway should be either removed or
further restricted to provide adcitional parking. Such conversion in our
opinion would be unwise. Diagonal parking in the center of Broadway with
parallel parking at the curbside would intensify congestion, hazard and con-
fusion without satisfying substantially the parking demand. The parking of
an additional number of vehicles here may alleviate the situztion to 2
degree but it would not be commensurate with the resultant confusion and
congestion. In Macen such a plan was established on Poplar Street which is
comparable to First Avenue in Columbus. Cherry Street, the principal com=

mercial street of liacon, is comparable to Brcadway in Columbus.

ATTRACTIVENESS AND APPEAL

Parking is only one of the needs cf the Centrel Business District. Its
future prestige and value will depend as much on attractiveness and appeal
as on parking. Many students of the Central Business District are currently
of the cpinion that its vitality and future value will depend on separating
completely motor vehicles and pedestrians by the creation of pedestrian
malls and parkways. Instead cof destroying the efficacy of parks and parkways
mere of them are being established to enhance the attractiveness of the dis-
trict and to provide areas in which the pedestrian can move zbout freely
unobstructed by moving vehicles. This_is one way the Central Business Dis=-
trict can become an enlarged shopping center with its amenities. Plans

toward this end have been developed in Fort Worth, Texas; Pasadena, Cali=-
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fornia; Philadelphia, Pennsylvania; Appleton, Wisconsin and Cincinnati, Ohio.
In the latter city it is proposed to convert many of the streets and plazas
within the very core of the Central Business District into parks and malls
for pedestrian use only.

Columbus has in its parkway the beginnings of such a pedestrian mall.
Pursuing the plans being developed elsewhere, the Columbus parkway would be
extended to the outer curbs leaving on both sides a limited access roadway
to be used only by fire, pclice and ambulance services and for loading and
unloading at specified early morning or night hcurs. This may be the ulti-
mate solution but for the time being the parkway and rcadways should remain
as now (See Figure 8).

To add to the attractiveness of the parkway and incidentally to that of
the street generally, it should be imprcved with paved plazas, benches,
pcols and further plantings tc enhance its beauty. And further, the side
walks on both sides of Broadway should be equioped with attractive marquees
or shelters as protections to the pedestrians from the sun and rain, the
shelters to be extended across the parkway at intervals.

One of the prcblems confronting the Central Business District is that
of enhancing its attractiveness. Along with the erection of marquees and
the further improvement of the parkway a movement should be initiated by
the business interests and property owners to improve the environment
aesthetically, harmcnizing the architecture of the street frontages. This
suggestion is made with the full realization that during the past decade
many new store frontages have been constructed and new buildings have been

erected but this kind of work is continually in progress. If those who con=
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template new work cculd counsel with a central group at the inception of an
idea much cf the clash and brash could be avoided and ultimately a street
front of pleasing proporticns and appearance would result. A thing of this
kind takes time hut done according to a plan, results would ultimately be
achieved.

Obviously, these propcsals for improving the attractiveness of the Cen-
tral Business District are bold and daring but notwithstanding, they are
consistent with ideas and plans being considered universally. As Mr,
Burnham once szid in Chicago, smell plans "have no magic to stir men's
blood - big plans, once recorded will never cdie". The Central Business Dis-
trict of Columbus is at a point of decision and action - what is done now

will determine its future course and prestige.
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REACHING THE COBJECTIVE

Basic and essential tc the revitalization and improvement of the Cen-
tral Business District as a continuing prcgram is a strong, interested and
aggressive crganization of preoperty owners and businesses that can develop,
initiate and promcte plans. In many cities such organizations are now
actively functioning to preserve and improve the area. One of the most
active groups is the Chicago Central Area Committee that is exploring the
revitalization of the "loop"™ district of that city. Organizations of this
kind, intimetely concerned about the future, can make great strides in

achieving their objective.

PARKING AUTHORITY

As a result of state legislative actions in a number of states, cities
have been authorized to create Parking Authorities with powers to acquire
lands, construct and operate parking facilities and to issue revenue certi-
ficates to meet the costs. The membership of the Authority is appointed by
the local governing body as in the case cf a Housing Authority but from
that point of departure the Authority acts as an autoncmous body operating
independently of the local government. It can conduct studies, make de=
finitive plans, acquire properties by outright purchase or condemnation and
thru its organization operate facilities. All the operations engaged in by
a Parking Authority cen however be performed by the city but where used,

the Autherity procedure functions to better advantage.
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Orlando, Flerida, has a Parking Authority created by specizl legisia-
tion. Since its inception, four lots have been acquired adjacent to the
main commercial artery on one of which a two deck structure has been erected.
Lots and structure are equipped with meters at the rate of five cents per
hour with a three hour limit. The Orlando Authority has been in operation
successfully for several years. The property acquired has not been low
value and most of it was covered with structures initially. The Orlando
operation shows the merits of the aAuthority plan.
Parking Authcrities are operating in many simerican cities, among them
San Francisco; Wilmington, Delaware; Augusta, Maine; Jersey City, New Jerseys;
Trenton, New Jersey; Syracuse, New York; Raleigh, Ncrth Carolina; Pittsburgh,
Pennsylvania; Knoxville, Tennessec and Norfolk, Virginia.
Some of the traits that set authorities apart from cother agencies are:
1. Their capacity for acticn. iuthorities are not in any sense
advisory agencies. They are empowered to act as an inde-
pendent unit on 2ll phases of the particular function for
which they are created.
2. To finance their cperations, authcrities are empowered to
issue revenue bonds in their own names.

3. futhorities cannot levy general taxes.
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MUNICIPAL CPERATIONS

Cities have been in the parking business since the first parking meter
was installed. They can extend and expand their services and thru a depart-
mental operation, exercise all the functions of a Parking Authority. Iiliami
Beach and Fert Myers, Florida, have each acquired sites, equipped them with
meters and cperate them. In Jacksonville, under a special legislative
authorization the city issued revenue certificates, ccnstructed and operates
a river front facility accemodating 1,800 vehicles. The cost was $4,000,000
($2,220 per car stall). The charges at the Jacksonville facility are twenty-
five cents for the first hour and five cents for each additicnal hcur with 2
maximum charge of seventy-five cents. Many other cities have acquired

strategically located rproperties and ccnverted them into parking facilities.

COMMERCIAL F:#CILITIES

Department stores and office buildings in a number of cities have
equipped lcts or structures 2djcining their businesses for parking purposes.
Altho provided primarily to service customers these facilities are also
used for transient parking. Among some are Davison's and Rich's in Atlanta,
Burdine's in Fort Lzuderdale and West Palm Beach, Fcley's in Houston,

Hecht's in Washington, D. C., and iicas Brothers at Lakeland and Saint Peters-
burg, Florida.

In Tampa a corporate body of merchants erected a multi-deck structure
within the Central Business District. Currently Scars is preparing to erect

its new stcre in down town Jacksonville, surrounded by a parking lot to

accomodate apprcximately 900 cars. New office buildings and hotels now



being erected are providing parking facilities within them. The DuPcnt
Building in Miami is an illustration of the -ffice building with parking
included, and the Netherland-Plaza in Cincinnati is a hotel with parking

included.

"PARK AND SHOP" PLAN

The outstanding project initiated and operated by merchants is the "Park
and Shop" enterprise of allentown, Pennsylvania, patterned after a similar
development at Oakland, California. In Allentown a small group of merchants
and property owners originated the "Park and Shop" plan in 1947. They first
purchased several tracts of land, raising the money by selling stock to the
merchants on the basis of $1.00 per square foot of first floor retdl area of
stores, payable in cash over a five year pericd. All lots were originally
located within 1,000 feet ¢f the center. Since 1947, this distance has been
reduced to B0O feet - lots beyond 800 feet were not sufficiently remunerative.
The lots were established and leased to operatcrs with their leases 2llowing
wholesale rates for "Park and Shop" members. With rates of twenty-five cents
for four hours (since changed to two hours) and five cents for each additional
hour validation of a ticket upon a minimum purchase of one dollar provided for
the full twenty-five cents to be refunded tc the store customer. At the end
of each week, the operators were paid fifteen cents by the "Park and Shop
Association" for each validated ticket, and the stores were billed in turn for

twenty cents. Twelve lots 2re now cperated by "Park and Shop" which after ten

years is going strong.
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The "Park and Shop" corporation has an investment in excess cf one
million dollars in land and buildings with more than $500,000 in notes and
mortgages. It is earning some $25,000 per year and five years after its
opening the first dividend was declared.

Other Merchant's Associations are operative at Youngstown, Chio; Mil-
waukee, Wisconsin; D.nville, Virginiaj; Portland, Oregonj Minneapclis, Minne-
sota and Ozkland, Czlifornia.

The foregoing illustrates what cities and organized merchants are doing
thruout the country to provide parking facilities commensurate with those
furnished by the Shcpping Center. Altho they may differ slightly in details
the pattern generzlly is the same. OCf all the ideas used hosever we are
inclined most favorablv towerd the Farking Authority which seems to be in
the best position to attzin its obliective with the least amount of obstruc-

tion and at a minimum of expense.

COSTS CF _PARKING FACILITIES

Obviously the cost of parking facilities depends primarilv on lccation
and cost of land and in case of structures, on type used. In 1952, Wausau,
Wisccnsin, paid $700.00 per car space for land; Garden City, Long Island,
$250.00; Topeka, Kansas, $800.00; kinneapolis, Minnesota, $505.00; Birming-
ham, Alabama, $650.00. For parking structures, depending on the design and

type the costs range from $1,800 to $3,000 per car space.
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VALIDATION PLANS

Various plans have been devised by merchants to minimize the cost of
parking to shoppers. The one used by "Park and Shop" at Allentown was pre-
sented previcusly.

Recently a plan proposed in Miami by the Downtown Business Council will
give a shopper one hour of free parking in any garage or lct of their chcice,
if the tickets are valicdated by a participating merchant, professional or
business man. If & shopper makes three purchases in three stcreos and re-
turns within an hour, the facility will collect from each of the three
stores. However, if the shopper desires to take the full three hours of

free parking, that is his or her privilege.
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The various proposals made here have as their objective the general
revitalization of the Central Business District. They are predicated on
the assumption that Columbus and its tributary area will continue to grow
and its economy will continue tc improve. They recognize that the autc-
mobile has become the most important factor influencing American life,
changing the patterns of cities and the hakits of its people. These
changes have produced the Shepping Center. But regardless, it is our
firm belief that the Central BusinassDistrict - by becoming an enlarged
Shepping Center with all its facilities and amenities - can retain a

strong position as the principal focus of commercial life and activity.
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