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Figure 3-70: Demolition of the former president’s home, Carpenter Hall, 2700 University
is visible in the background (Quax, 1979, p. 40)
Chapter 4: Transportation In Univeristy Place, 1881-1960:
The point of beginning in this survey project was the observed premise that it wasn’t easy to get here
from the city proper. The majority of the survey area comprises a fairly broad plateau upon which Drake
University is centered. University Avenue follows that same feature to the west. To the east there was both a
general ascent as well as several fairly substantial drainages. Bird’s Run separated the extreme northwest
corner of the original city plat from the rest of the city. Ingersoll Run, drained to the southeast, and served as
another local obstacle. It is understood that Forest Avenue would have served as an early point of entry given
that it is understood to have been paved as far west as 21st Street when it was a part of North Des Moines. It
likely was also bridged across Bird’s Run.
The survey correction line, along University Avenue, produced another obstacle to north-south
transportation as streets were mis-aligned on either side of the avenue.
Streetcar Service: (By Jennifer James):
Reliable transportation was important to attracting middle-class dwellers who worked in the city.
Transit played a key role in attracting suburban land buyers, and the University Land Company and later Drake
University worked to connect the University Place area with public transit and street paving. As urban historian
Raymond Mohl notes: “The availability of horsecar service to workplaces in the urban core hastened suburban
lot sales and house building. Suburban development, in turn, increased both the outward movement of
population and the profits of the [transit] companies.”
In the early 1880s, University Land Company members worked to get the horse-drawn streetcar
connection from Des Moines extended to the University Place area. Des Moines’ horse-drawn streetcar
franchisee M.P. Turner had sold land to the University Land Company; perhaps it was then that he agreed to
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extend his streetcar route to the University Place area. The land company ordered its president to “put on a
hack line as soon as possible to run in connection with the streetcar line of Dr. M.P. Turner, in pursuance of
his agreement to extend his line this winter or early in the spring. In the accomplishment of this purpose, the
president is to make the best terms possible with some person to run said hack consistent with safety and good
service.” he streetcar extension to Drake University took longer than expected, so hack service continued to
operate between the furthest streetcar stop and University Place area (Record of the University Land Company,
November 26, 1881; Record of Sales, University Land Co.; Ritchey, 50).
The lengthy journey to the downtown Disciples of Christ church probably prompted the land company
board to plan ahead for the development of a Disciples of Christ church. “Under proper guarantees, the board
agreed to donate a lot for erecting a church building on the grounds of the company.” The university’s Main
Building served as the Disciples of Christ chapel until a church was constructed, in 1890; the charter for this
new church was signed by 317 members of the Des Moines church in 1888. Drake history professor Charles
Ritchey attributed early commercial development in the University Place area to the lack of regular streetcar
connection. The hack connections “were so awkward and time consuming that stores began to spring up as
forerunners of the present neighborhood shopping center” (Record of the University Land Company, January
25, 1882; Ritchey, 50).

Figures 4-1: Cartoon in the 1890 student annual (Source: The Ekard, 1890, pages 122–123)
Regular horse-drawn streetcar service by M. P. Turner’s Des Moines Street Railway was began in spring
1887, with cars running north on 22nd Street, west on North Street to the corner of campus, south on 25th Street,
and east to the city on Cottage Grove Avenue. Two years later, in 1889, electric streetcar service arrived in
University Place, making it one of the first Des Moines suburbs to enjoy such luxurious transportation. The
Delphic Drake University newspaper reported: “The electric street railway has at last reached University Place.
The first car was hailed with loud applause and started for [down]town with eighty-eight passengers.” Reliable
transportation was key to growing the population of the university and the University Place area, as illustrated
in a two-part editorial cartoon that ran in the 1890 Drake University annual, The Ekard. The first panel shows a
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new student arriving off the train in downtown in 1882 and inquiring of a police officer how to reach Drake
University. The officer responds: “Well, I don’t know, but I think there’s such a place northwest two or three
miles, in the woods. If you go far enough I expect you will come to it.” The second panel, set in 1889, shows a
Des Moines Street Railway car labeled “University Place” with a conductor calling out “This car for Drake
University!” The cartoons show how in less than a decade University Place and Drake University became wellknown destinations in Des Moines, with streetcar transportation playing a key role (The Delphic, May 1887,
page 123; June 1889, page 157; The Ekard, pages 122-123).
For a time, the University Place area was served by both horse car and electric streetcar lines.
Eventually, the Des Moines City Railway consolidated all streetcar service and made electric the single mode.
The railway owner, Jefferson S. Polk, “was heavily involved in suburban real estate development, and he
realized the advantages rapid transit systems could provide to suburban development.” Polk was the
mastermind behind the push for Des Moines to annex the surrounding suburbs. In exchange for the suburbs’
support of annexation, Polk promised to extend streetcar service to each suburb. University Place
representatives voted unanimously to support annexation. Polk delivered on his promise, opening his
company’s first suburban connection to University Place with the Walnut Street line in February 1890. That
Polk chose University Place to be the first suburb connected reflects the growing influence the suburb and
Drake University had upon the metro Des Moines area. This influence was built upon the careful land
development strategy laid out by the University Land Company and followed by Drake University as more and
more land was platted and developed for middle-class and upper-middle-class suburban residences. Drake
University’s board of trustees no doubt helped urge Polk to make University Place a top priority for streetcar
service. Polk, University Land Company stockholder James Callanan, and Drake University trustee Samuel
Merrill, a former governor, had been business associates in the Iowa and Minnesota Railway Company starting
in 1866 until the narrow-gauge railroad failed a few years later (Bushnell’s Des Moines City Directory, 188990, p. 49; (Page, page E.11; Andrews, p. 255).

Figure 4-2: Car lines and proposed carlines, the dark line is the proposed Crocker Street carline
(Des Moines Register and Leader, August 22, 1914)
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Initially, the Walnut Street line ran from the central business district to 19th Street, then west on Cottage
Grove Avenue and north on 24th Street to North Street. By 1891, it was extended to 29th Street where the trolley
turned around near a covered waiting room, located in the Kingman Place subdivision, just west of the
University Place area. The Walnut Street line was rebuilt in 1889 as an electric streetcar line. In 1907 the 24th
Street segment was double-tracked at the petition of residents. Further expansion in 1906-07 extended the
trolley line out several miles west. A second streetcar line, the Clark Street line, traveled from downtown up
12th Street, jogged over to 13th Street, and turned west on Clark Street, located a few blocks north of North
Street (now University Avenue) (“Bird’s Eye View of Kingman Place;” Des Moines Iowa State Register, May
5, 1899; Des Moines Daily News, May 27, 1906; August 18, 1907).
Figure 4-2 depicts the two lines, Center and University, that served the survey area. The Urbandale line
to the north, was a combination light-freight and streetcar right-of-way. The proposal to build a new west end
high school was under active consideration as of 1914 (it wasn’t located and built until the mid-1920s) and this
was influencing the proposed new line that is depicted in a darker black line. That line, the Crocker Street line,
was the last substantial streetcar extension made in Des Moines and was not to be built for another decade.
Perhaps more noticeable than anywhere else is the building in the territory that will be served by
the Crocker line of the Des Moines City Railway, which will be constructed within the next few
months. Here property owners have held back until some definite conclusion to the street car
negotiations have been reached (Des Moines Register, April 9, 1916).
[Conclusion of Jennifer James’ section]

Figure 4-3: Drake streetcar (Quax, 1916, p. 391)
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Figure 4-4: The Walnut/University and Clark Street carlines, c.1918
(lines enhanced and labeled)

Figure 4-5: Closer to fruition, the new Crocker Street carline
(Des Moines Tribune, January 27, 1923)
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Figure 4-6: Areas (white shade) within a quarter-block of streetcar/bus service, 1939
(Bartholomew Comprehensive Plan, Plate 36)

Figure 4-7: Rushing the streetcar (Quax, 1924)
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Horse-drawn vehicles, the Automobile, Buses and Trucks:
The land survey as noted favored east/west over north south travel within the survey area. Thus Cottage
Grove Avenue funneled traffic west onto both University Avenue and Kingman Boulevard. The former street,
while partly obstructed with centered streetcar tracks and traffic, went somewhere, inasmuch as it continued
west beyond Waveland Park, while Kingman ended at Polk Boulevard. Forest Avenue was also an early
important commercial arterial and it linked with Beaver Avenue, a continuation of the old Fort Dodge stage
road. University Avenue became increasingly important is it was refined into a direct east/west route, gaining a
Des Moines River bridge in 1920 and losing many of its odd kinks in its route over time.
Street improvements consisted of a series of steps, hopefully carried out in the proper sequence. Streets
were reserved as part of the platting process, and rough street grades were presumably cut early on. The
rapidity of the Drake University area land sales hints that minimal if any grading was carried out. At the same
time a distinguishing characteristic of the residential area to the south of the campus is the consistant presence
of fairly substantial terraces. These could only have resulted from very substantial street grading. After the
street grid was established, the city engineer would establish grades and these grades were more related to sewer
drainage than any other purpose. The construction of sewers usually brought about the installation of curbs and
gutters. It was best that all three of these components were in place prior to paving. Paving then was the final
improvement.
The city’s annexation of suburbs such as University Place meant that the city took on any corporation
indebtedness, most of which was due to infrastructural improvements. University Place had a $9,000 debt when
it was annexed and this amount of debt hints that some considerable street and other improvements were
already in place. The paving record is silent in the survey area until mid-1899 when 27th Street, between
Cottage Grove Avenue and University Avenue was paved with brick, laid either on a concrete or broken tile
substrate. The length of the paving was 116 feet with a width of 45 feet. It was noted that 27th Street was the
only city street to be paved in “years.” The owners along the newly paved street were assessed for a portion of
the paving costs. That fall 27th from Carpenter to Forest Avenue, was curbed (Des Moines Capital, June 9, July
29, November 22, 1899).
In 1901 21st Street between the same cross avenues had the honor of being the first city street to be
paved using asphalt in lieu of bricks or wood blocks. In fact the street might previously have been paved with
the old cedar wood blocks given that the contractor, Capital City Brick and Pipe Company, was reported to be
“cleaning out the old blocks” as it started its work. The same year a corresponding stretch of 26th Street was
similarly paved with asphalt. Brattleboro between 28th and 30th streets and 29th from Cottage Grove Avenue to
Brattleboro, were also paved with an unspecified material (Des Moines Capital, March 28, August 26, October
3, 1901).
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Figure 4-8: 26th Street north from Cottage Grove Avenue (Midwestern Magazine, 1907)
Advertisement by the Bryand McLaughlin Asphalt Paving Company
Grading contracts followed in early 1906 for 32nd Street and Carpenter, and Kingman Boulevard
between 37th and the Smith Tract. Grading also was begun within the Kingman Tract, including 29th and
School streets. Atkins Street was surfaced with vitrified brick between 21st and 25th streets along one side of
Drake Park. An unspecified length of 28th Street was also to have been paved with asphalt but the work was
halted due to improper grading. The street was re-graded and the work proceeded (Des Moines Capital, March
26, May 27, June 17, August 12, 1906).
Residents of Kingman boulevard have circulated a petition for sphalt paving as far
west as Thirty-first street and a majority of the residents [have] signed in favor of
such an improvement (Des Moines Daily News, May 20, 1906).
The City has ordered Kingman boulevard paved with asphalt from Thirty-fifth to
Polk boulevard. This will make it one of the finest boulevards in the west and
will give better access to Waveland Park (Des Moines Daily News, July 28,
1907).
In 1907 Forest Avenue was paved as far west as 27th Street, a contract that totalled $40,000, putting to
question the claim that the street to the west had been paved previously. That same year 28th Street, from
University Avenue to Cottage Grove Avenue, 22nd Street, from University Avenue to Forest Avenue, 26th
Street, from Kingman Boulevrd to School Street, and 29th Street, from University Avenue to Rutland Street,
were all paved (Des Moines Daily News, February 24, March 18, 24, 1907; Des Moines Iowa State Register,
May 5, 1899).
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By the late spring of 1910 there were 1,000 new houses going up across the city, and nine out of ten of
these were being built in the suburbs. The Register observed that the automobile played “the largest role” in
influencing this suburban growth (Des Moines Register, April 29, 1910).
In 1917 $200,000 was expended to pave Forest Avenue, 34th Street and Beaver Avenue (Des Moines
Register, December 30, 1917).
University Avenue was substantially improved by widening in 1937 between 9th and 49th streets. The
street was widened to 52 feet where there were streetcar tracks (the streetcar company agreeing to double track
the section between 24th and 48th streets) and 42 feet where there were no tracks. The Des Moines Tribune
urged that an 80-feet seback be established so as to allow for inevitable future widening (Des Moines Tribune
July 7, 1937).

Figure 4-9: University Avenue street widening, looking east from 42nd Street, January 3 1911
(State Historical Society of Iowa, Pioneer Club Photos-Paul Ashby)
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Figure 4-10: Clark Street carline extension, view north along 34th Street (Des Moines Tribune, July 17, 1924)

Figure 4-11: Carline extension work on Franklin Avenue, view southeast) Des Tribune, July 17, 1924)
It was noted that the extended streetcar service would “reach many homes” but the figure shown above
shows precious few dwellings inplace along Franklin Avenue as of this time. The image actually nicely depicts
the open large tract nature of this part of the survey area. This improvement greatly facilitated house
construction in that area.
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Figure 4-12: View northwest, 32nd Street and University Avenue, ca. 1935
(Des Moines Register, October 5, 1994)

Figure 4-13: Curbliner in front of Old Main (Quax, 1947, p. 243)
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Figure 4-14: Curbliner on University Avenue (Quax, 1949)
The final streetcar service extension to be constructed within the survey area, added a line to the
northwest quadrant of the area. The new line ran north on 34th Street, from Clark Street to Franklin Avenue,
and from that point ran west along Franklin Avenue to Beaver Avenue.
The City Beautiful and the Boulevard System:
The proponents of Kingman Boulevard unsuccessfully sought a streetcar line that would have looped to
University Avenue via Polk boulevard. They next sought to become a part of the “planned” boulevard system.
Such a system, a ring road of sorts, more purposed for aesthetic weekend drives than for speed and high volume
of traffic, assumed any number of ambitious layouts. The 1916 map (Figure 71) shows how the layout of
Witmer Way or Boulevard was very much influenced by the idea of being incorporated into such a broader
plan. In fact, the bridge/culvert at Forest Avenue was built with steps leading down from the avenue to the
planned parkway level and these remain in place today. The layout shown envisioned continuation west along
Kingman Boulevard and eastward via Hickman Avenue to the several parks that lay across the Des Moines
River in that direction.
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Figure 4-15: Proposed City Boulevard and Park System, 1916 (Des Moines Capital, June 13, 1916)
(survey area outlined in black)
The earlist reference to a boulevard concept, radiating spokes rather than a ring-road concept, date to
1906 when it was noted that a system of radiating diagonal boulevards were under consideration, “which will
greatly develop suburban property and aid in building up tracts.” Several plans entailed such a diagonal
“running through the Northwest City.” When Kingman Boulevard was ordered to be graded west to Polk
Boulevard, the Daily News observed that:
The street has been curbed and will probably be paved with asphalt this year. The street is part
of the park system connecting Drake and Wavelend parks and will in the near future be the finest
street in the west and a beauty spot in which the whole city can take pride and show to their
visiting friends with considerable pride (Des Moines Daily News, May 27, 1906).
Figure 71 depicts the most mature version of the planned boulevard system. This was the product of
Ray Weirick, Ralph Sawyer and F. E. Wetherell. Notice in particular how the system incorporated the city’s
parks and even bisected the golf course at Waveland Park. Connectors to the northwest served as conduits for
out-of-town traffic. Note as well that the system was restricted to the city’s west side, north of the Raccoon
River. The onset of World War I doomed the vision and as will be seen, when the City did embark on building
Keosauque Way through an established commercial area, the endeavor was both costly and unsuccessful.
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Keosauqua Way emerged in road planning even as plans for a broader boulevard system were being
made and remade. Never a direct part of that larger system, this 100-foot wide arterial was designed to both
feed into that system and to alleviate downtown traffic congestion. In the end it never really went anywhere
given the failure of the boulevard system to be realized. Its design to connect the downtown with the northwest
part of the city was almost its undoing given the organized reluctance of residents in that quarter of the city to
be assessed for its cost of construction. The assessment was apportioned much like a water drainage district,
with the cost being apportioned to beneficiaries proportionately. As the tax district map indicates, most of
North Des Moines escaped the special assessment altogether, a clear indication that this improvement had little
to do with them. Survey work was underway in early 1919 at which time the Register noted that the route
beyond its terminus was “indefinite” and would “not be decided upon at this time.” The same source observed
that this was in reality a project for the city’s future, noting “While the city may not really need the
improvement today, it is growing so rapidly that it is far less expensive to cut it through now than to wait even
ten or fifteen years when it will be a necessity.” As such, the boulevard is an excellent example of how cities
attempted to resolve an exponential traffic congestion caused by the automobile. Keosauqua Way attests to the
rapid northwestward growth of the city, particularly as it was increased during the World War I years by the
presence of the Federal military cantonment at Camp Dodge. It was the first and only municipal effort to cut a
diagonal arterial through the established inner city and as such it represents both the hopes and failures of early
local municipal planning. The beginning of work on the arterial coincided with the building of the University
Avenue Bridge, the continuance of the riverfront beautification in the downtown, and the emergence of a
modern parks system in the city. All of these accomplishments, but particularly Keosauqua Way were featured
in an article in The American City Magazine, titled “Comprehensive City Planning Follows Piecemeal Progress
in Des Moines, which was penned by James B. Weaver, a member of the Town Planning Commission
(Register, March 23, 1919; The American City Magazine, October 1925, pp. 349-55).

Figure 4-16: The As Yet Unnamed Boulevard (Des Moines Tribune, October 11, 1916)
Right-of-way was secured to 19th and Carpenter and demolition work began in early 1920. The planned
tunnel beneath University Avenue was termed “a unique feature” and it might have been the earliest of several
such undercrossings to be built in the city. The best example was the broad viaduct on Court, located south of
the State Capitol (non-extant) which dates to this same period. Others, like the one envisioned for Forest and
38th Street as part of the boulevard system were never built. Paving from Chestnut to 15th Street was approved
in early 1922 (Tribune, January 26, 1920; Register & Leader, January 28, 1917; Register, April 29. 1922).
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Figure 4-17: Keosauqua Way “benefited district” (Des Moines Tribune, June 8, 1943, p. 8)
The survey area boundary is superimposed in Figure 73 and should not confuse the intention of the map.
While the angled street was envisioned to have continued to the northwest, even in its completed section the
assessments and perceived value of the road was much more to the the west and northwest than the north. Due
to its abrupt ending at 19th Street, Keosauqua Way would have only an indirect impact on the traffic flow and
pattern within the survey area. For the most part it funnelled traffic north to Hickman and Douglas avenues,
well north of the survey area. After a few years connecting ramps with University Avenue facilitated the traffic
flow between the two streets. The benefited district spread the enormous cost of property acquisition, $850,000
across a broader area, while abutting owners paid the ususal paving assessments. Region 1 paid 60 percent of
the total, Region 2 paid 20 percent and Region 4 15 percent (Des Moines Tribune, June 8, 1943, p. 8).
The Keosauqua Way construction directely impacted Forest Avenue. The street was lined with oak and
elm trees and it was noted for its landmark architecture. In the fall of 1928 all of the trees within the parkings
on each side of the avenue were removed and the 40-feet wide street was widened by 16 feet, eight feet on each
side, from 19th Street to Beaver Avenue. The street was literally paved from sidewalk to sidewalk. The master
street plan called for an 80 feet wide avenue between 20th and 30th streets, and 100 feet on west to Beaver
Avenue. While these widths were never realized, all new construction was required to abide by a setback that
reflected these widths. The consequence of Keosauqua Way was to redirect a considerable volume of traffic to
Forest Avenue, bypassing University Avenue and the Drake campus.
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Figure 4-18: Removal of Forest Avenue trees (Des Moines Tribune, October 9, 1928)
Highways and Inter-state Arterials:
City streets evolved into arterials as they received state highway designations and subsequent
improvements such as widening. Within the survey area the highway right-of-way remained fairly stable over
the years. More recently, super-highways had a major and very direct impact on the survey area. Interstate I235 cut a swath through the residential and commercial area to the south and southeast of the survey area and
caused the relocation or demolition of many potentially significant buildings. It is said that it took the Drake
neighborhood a generation to recover from the impact of that improvement. More distant interstate highways
increased arterial traffic volumes but the survey area was long protected by the lack of any north/south arterial.
A northward extension of Martin Luther King Parkway, the east boundary of the survey area, remains blocked
by the Des Moines River and other factors.

Figure 4-19: Early highway routes (Huebinger, 1912)
(survey area superimposed as a black rectangle)
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This map shows the diversion of traffic to the west of the Drake University campus, following 28th
Street from Cottage Grove Avenue to University Avenue, then that avenue west to 31st Street, north to Forest
Avenue, and via that avenue to Beaver Avenue. The route #2 depicted, Highway 43, continued north and then
abruptly turned west, leading to Grimes.
The evolution of a northwest highway was greatly facilitated by the development of interurban
extensions and the establishment of Camp Dodge, the state’s national guard facility, in that direction. The
construction of a massive federal training cantonment at Camp Dodge during World War I resulted in the
paving of the lengthy connective road link between the city and the camp. This infrastructure in turn expedited
northwest suburban growth and development.

Figure 4-20: 1919 Des Moines Highway Map (The Automobile Blue Book Publishing Company, 1919
(www.lib.utexus.edu/maps/historical/des_moines-io_1919)

This figure continues to show automotive traffic flowing around Drake University to the west.
Forest Avenue by this time is serving as a key east/west arterial. Other north/south conduits are 42nd/41st and
31st streets. The newly-paved Camp Dodge link to the northwest is depicted in this map. Note the lack of any
other northward arterials between that route and the Des Moines River to the east.
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Figure 4-21: “All Roads Lead to Des Moines,” 1922
(Des Moines Register, June 9, 1922)
Logically the “Northwest City” served to channel traffic to the northwest of the city. This function and
pretty much the same right-of-way preceded the survey area plat in the form of the Fort Dodge Stage Road.
The loss of one segment of that diagonal, beginning at the junction point of Cottage Grove Avenue and 28th
Street, forced the diversion of through traffic north, along 24th and 25th streets to the east of Drake University, to
either University Avenue but mainly to Forest Avenue. In Figure 76 note how the pavement ends at Camp
Dodge. A new “northwest” link is under construction (Highway 60) but it is on the other side of the Des
Moines River. The caption to this figure advised how a person downtown would see many license plates from
Dallas (#30) and Story (#86) counties (to the west and north respectively) and “every now and then you’d see a
car with a number indicating that the owner and his family had driven 50, 75, or even 100 miles for a day’s
shopping in Des Moines” (Des Moines Register, June 9, 1922).
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Figure 4-22: The end of streetcar dominance, 1927 (Des Moines Register, December 8, 1927)
(survey area superimposed as a black rectangle)
Figure 4-22 depicts both the beginning of the end for the streetcar and the last gasp of hope that new
diagonal arterials might be carved to the northwest before development made such projects impossible. The
impetus for a northwest diagonal (shown as a dashed line, and a route that would have followed the old Fort
Dodge stage road route!) was the successful completion of the Avenue Frederick Hubbell, shown in the
northeast quadrant of the map. The vital difference was that Hubbell personally made the route happen and he
was confronted with supportive land owners and considerably less in-place development. Franklin Avenue is
first shown as a major east/west arterial and there remains a plan to split it at its west end, funneling traffic to
Hickman Boulevard and through the cemetery and on westward. The first streetcar line abandonments are
depicted as is the Crocker Line, just finished.
The city proper encompassed 59 square miles and that sprawling “girth” posed a major transportation
problem. The zoning commission developed a transportation plan (Figure 78) that proposed five crosstown
arterials, three running east/west and two north/south. Relative to the survey area, two of the former routes
were University Avenue and Douglas/Euclid avenues to the north. From the latter group, 41st/42nd Street was
envisioned to serve north south traffic (in was never extended south across the Raccoon River however).
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Figure 4-23: Traffic flow, 1939 (Des Moines Comprehensive Plan, Plate 38)
(survey area superimposed as a black rectangle, the black bar is scaled
to represent vehicles, the slanted bar passengers)
This figure contrasts the arterial traffic flow on the various arterials. The high volume of traffic on
Urbandale Avenue to the north, a feature absent from most of the other figures, results from rail and bus traffic.
The middle east/west bar refers to Forest and Beaver avenue traffic. Note that 41st/42nd and 30th streets are
carrying considerable north/south traffic by this time.

Figure 4-24: Highway layout, 1939 (Des Moines Comprehensive Plan, Plate 38)
This figure illustrates the dominance of Highway 6, by this time a federal highway vis-à-vis state
highway 132 (Douglas Avenue), which ends in Urbandale to the west. Beaver Avenue finally offers a minor
north/south route to the west of the Des Moines River.
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Figure 4-25: Main arterials, 1946 (Des Moines Register, June 26, 1946)
(survey area superimposed as a black rectangle)
Figure 4-25 depicts the actualization of the plans that were envisioned in the preceding figure.
Douglas/Euclid avenues are in place (the Des Moines River bridge was the major impediment, finally resolved).
The Veterans Administration Hospital had located along this key route (this facility was to have been located to
the west of Waveland Golf Course but it got “stolen” to its new site by the Highland Park interests). Walker
Field was one of several early private airfields. University Avenue (Highway 163) and Highway 6 (Hickman,
Beaver, Forest Avenue, Keosaqua Way, etc.) are also well established.

Figure 4-26: Highway 6 route, early 1950’s (Des Moines Chamber of Commerce)
Figure 4-26 simply documents that the Highway 6 right-of-way continued to follow its original route
right up until the end of the period of significance (1960).

146

Drake Neighborhood Architectural and Historical Survey:

Figure 4-27: The emergence of a super highway system, 1956 (Des Moines Tribune, September 13, 1956)
(survey area superimposed as a black rectangle)
By 1956 what would become the I-80/35 corridor route around Des Moines was being envisioned.
Highway 6 by this time had been relocated to Hickman and Euclid avenues and the survey area was finally
without a designated state highway within its boundaries. Highway 69 was relocated from East Des Moines to
the western suburbs and was to be four lanes in width.

Figure 4-28: Final right-of-way, MacVicar Freeway (Interstate-235) (Des Moines Tribune, May 12, 1958)
The freeway right-of-way was constrained by a number of obstacles, notably Woodland Cemetery and
Roosevelt High School. At the same time the school grounds and the Waveland Golf Course offered open
ground in lieu of private homes. The route necessarily ran south of Glendale Cemetery and most of the golf
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course and avoided the high school and most of its grounds. To the east it avoided the downtown proper and
the hospital complex that bordered the downtown to the north. Earlier versions of what was termed the
Ingersoll Avenue By-pass envisioned a route much further south, but its purpose was to divert traffic around the
downtown. The freeway’s purpose was to do the same but on a crosstown scale.

Figure 4-29: Final right-of-way, MacVicar Freeway (now Interstate-235), 26th to 33rd streets (Des Moines
Register, July 23, 1958)
This figure gives a sense of how many homes were removed from the initial freeway right-of-way.
Much of this housing stock was of a later date than that found within the survey area to the north. Many smaller
houses were simply moved and were not demolished.
Chapter 5: Sewer Service:
Sewer systems assume two basic forms, storm and sanitary. By the 1880s larger cities were passing
ordinances to separate the two, but initially sewer systems performed both functions and there was, of course,
no sewage treatment. Water service was useless unless a neighborhood also had a sewer with which to remove
the used water. The earliest known area reference to water main construction dates to mid-1895 when
Brattleboro, between 28tha nd 30th streets, was receiving a water main (Des Moines Capital, May 6, 1895).
The survey area was sewered from the beginning by patching it into existing storm sewer systems or at
least into branch line sewers that were located in other “downstream” sections of the city. Figure 85 depicts the
Sewer System No. 2 which was authorized for construction by City Council Ordinance 791which was passed on
February 6, 1893. The hard economic times apparently slowed its actual building and the contract for its
construction, awarded to Bryan and Youngerman, was complete by mid-August 1896. At that time the City was
experiencing the usual difficulty in getting recalcitrant abutting property owners to pay their assessments. A
few cases were in the district court system. The City Council passed an enforcement ordinance on August 14
that established a process whereby the properties involved would be reassessed and re-levied. At the end of that
rconsideration, the owners were obliged to pay up (Des Moines Daily Capital, August 17, 1896)
The Sewer System No. 2 was the upper end of the Bird’s Run Sewer, and that system in turn ran into the
Park Street sewer, near 11th and Park streets. Figure 85 depicts the run of the system, as the Capital describes it.
The thicker black lines locate runs of 15 inch diameter or greater. The main branch line, running along
Carpenter Street (then University) staged down from 60 inches, east of 22nd Street, 48 inches to 24th Street, 36
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