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FINAL ENVIRONMENTAL STATEMENT 
CBD LOOP ARTERIAL IN 

DES MOINES, POLK COUNTY, IOWA 

SECTION 1 

SUMMARY OF STATEMENT 

DESCRIPTION OF ACTION 

This project pertains to the construction of a four- to six
lane divided highway. The project has two major segments, a 
north-south segment and an east-west segment (Figures 1.1 and 
1.2). The north-south segment would begin at the existing 
Harding Road and 19th Street overpasses of Interstate 235 and 
extend along the Harding Road corridor to Fleur Drive (approxi
mately 1.5 miles). The east-west segment would intersect with 
the north-south segment near the Raccoon River and proceed to the 
east along the existing corridors of Market Street, Elm Street, 
Raccoon street and Scott Avenue (approximately 2.9 miles) to the 
end of the project in the vicinity of S.E. 14th Street (U.S. 
Highways 65 and 69). The project also includes connections to 
Fleur Drive, 15th Street, Indianola Avenue and E. 15th Street. 

ACTIONS REQUIRED BY OTHER FEDERAL AGENCIES 

Section 404 Permits from the U.S. Army Corps of Engineers 
will be required for three crossings of the Raccoon River, one 
crossing of the Des Moines River and one crossing of a wetland. 
A Memorandum of Agreement regarding impacts to cultural resources 
has been signed by the Advisory Council on Historic Preservation. 
A Section 6(f) transfer approval will be required from the 
Department of Interior. 

ALTERNATIVES 

Three major alternatives in addition to the No Action alter
native were considered. These alternatives are very similar 
throughout the majority of the alignment. However, they differ 
considerably in a .6 mile segment. This segment is located in 
the western part of the project near the junction of the north
south segment and the east-west segment. In this area, Alterna
tive A proceeds along a northerly route and passes through a 
commercial district. Alternative B proceeds along a southerly 
route which passes through vacant land and the flood plain of the 
Raccoon River. The preferred alternative is similar to Alterna
tive B but would pass further to the south in the flood plain of 
the Raccoon River. 
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Two of these alternatives have a subalternative variation at 
the intersection with Ingersoll Avenue. Subalternatives lA and 
lB would have an interchange at this point, while Subalternatives 
2A and 2B would have an intersection. The preferred alternative 
would have an intersection at Ingersoll Avenue. 

PROBABLE ENVIRONMENTAL IMPACTS 

Major environmental impacts which would result from the pre-
ferred alternative of this project include: 

The displacement of 466 people. 
The displacement of 84 residential structures that contain 
181 housing units. 
The displacement of five churches. 
The displacement of 42 businesses and seven warehouses, 
employing an estimated 800 persons. 
The displacement of two structures considered eligible for 
the National Register of Historic Places and 23 structures 
that contribute to the significance of a National Register 
Historic District. 
The taking of small amounts of land from two publically 
owned parks, three publically owned river front open space 
areas, and one publically owned, multi-use area. 
Increased noise levels and highway related air pollution 
near the project. 
Intrusion upon the facilities and water storage areas of 
the Des Moines Water Works. 
Noise, air pollution, street closures and utility 
disruptions during construction. 

Benefits to be derived from the project include: 

Would reduce traffic congestion on many streets in the 
central city area. 
Would reduce traffic accidents. 
Would result in savings in travel time and fuel consump
tion. 
Would improve accessibility within many parts of the 
central city area. 
Would facilitate city land-use planning that is aimed at 
revitalizing the industrial and commercial areas of the 
central city. 
Would support ongoing revitalization of the CBD by provid
ing a southern bypass around the downtown area. 

AREAS OF CONTROVERSY 

Areas of controversy and 
during the development of the 

public concerns that were expressed 
project have included: impacts to 
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the Sherman Hill Historic District; displacement of residents; 
air quality and noise impacts to residential areas; impacts to 
established neighborhoods; displacement of churches; displacement 
of businesses; impacts to park and recreation areas; at-grade 
rail-highway crossings; impacts to archaeological resources; 
impacts to a wetland area; impacts to school pedestrian safety; 
impacts to water quality; impacts to the Des Moines Water Works; 
and proximity to a hazardous waste site. 

REVIEWING AGENCIES 

During the planning and 
issues have been resolved. 
remain. 

coordination of this project, these 
No significant unresolved issues 

A copy of this Draft Environmental Statement was sent to the 
following agencies and individuals in May, 1983, for review and 
comment. 

Federal Agencies: 
Advisory Council on Historic Preservation 
Army Corps of Engineers 
Coast Guard National Trust for Historic Preservation 
Department of Energy 
Department of Housing and Urban Development 
Department of Agriculture 
Department of Interior 
Department of Health and Human Services 
Environmental Protection Agency 
Federal Highway Administration 
Federal Aviation Administration 
Federal Emergency Management Agency 
Federal Railroad Administration 
Urban Mass Transit Administration 

State Agencies: 
Office of Planning and Programming, which sends to: 

Iowa Development Commission 
Iowa Department of Soil Conservation 
Iowa Conservation Commission (now part of Iowa Department of 

Natural Resources (IDNR)) 
Iowa Natural Resources Council (now part of IDNR) 
Iowa Department of Environmental Quality (now part of IDNR) 
Iowa State Historical Society 
State Historic Preservation Officer 
Office of State Archaeologist 
Iowa Department of Agriculture 
Iowa Arts Council 

Iowa Geological Survey (now part of IDNR) 
State Capitol Planning Commission 

1.3 



Local Agencies: 
Mayor of Des Moines 
Des Moines Public Works Direc tor 
Des Moines City Council 
Des Moines Water Works 
Des Moines School Board 
Des Moines Metropolitan Transit Authority 
Polk County Board of Supervisors 
Polk County Conservation Commission 
Polk County Engineer 
Polk county Physical Planning Department 
CIRALG Regional Planning Commission 
Woodland-Willkie Neighborhood Priority Board 
Southeast Neighborhood Priority Board 
Pioneer-Columbus Neighborhood Priority Board 

Private Organizations: 
Community Action Research Group 
Polk County Historical Society 
Willkie House 
Spanish Speaking People's Commission 
Native American Project on Alcoholism 
Gateway Opportunity Center 
Proteus 
Sherman Hill Neighborhood Association, Inc. 
Chamber of Commerce of Greater Des Moines 
Iowa Confederation of Environmental Organizations 
ACORN 
Citizens for Community Improvement 
OEDP 
National Association for the Advancement of Colored People 

The Draft Environmental Impact Statement was made available 
to the U.S. Environmental Protection Agency on May 6, 1983. The 
Location Public Hearing was held on June 30, 1983. Subsequent to 
the public hearing, the project underwent further study of alter
natives that would greater utilize the existing street system. 
However, the studies together with public involvement determined 
that a lesser type facility than those shown in the Draft EIS 
would not provide the required transportation service. An alter
native presented in the Draft EIS was designated as the preferred 
alternative and more extensive archaeological survey was per
formed on this location to -identify, to the extent possible, 
sites that required coordination with ACHP. Based on these data 
and a reevaluation in accordance with 23 CFR 771.129(c) (1), a 
Draft 4(f) Statement was made available to the U.S. Department of 
Interior and other agencies on December 19, 1986. The Final 
Environmental Impact Statement and Final Section 4(f) Statement 
was made available to the U.S. Environmental Protection Agency 
and the u. s. Department of Interior on DEC 2 8 1987 , 1987 • 
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SECTION 2 

PURPOSE OF AND NEED FOR ACTION 

LOCATION AND DESCRIPTION OF THE PROPOSED ACTION 

The city of Des Moines, the capital of the state of Iowa, is 
located in south-central Iowa, as shown in Figure 2.1. The cor
ridor of the proposed action and its relationship to the existing 
major transportation network is indicated in Figure 2.2 

This project consists of the construction of a four- to six
lane divided highway. The project has two major segments, a 
north-south segment and an east-west segment. The north-south 
segment would begin at the existing Harding Road and 19th Street 
overpasses of Interstate 235 and extend along the Harding Road 
corridor (approximately 1.5 miles). The east-west segment would 
intersect with the north-south segment near the Raccoon River and 
proceed to the east along the existing corridors of Market 
Street, Elm Street, Raccoon Street and Scott Avenue (approxi
mately 2.9 miles) to the end of the project in the vicinity of 
S.E. 14th Street (U.S. Highways 65 and 69). The project also 
includes connections to Fleur Drive, 15th Street, Indianola 
Avenue and E. 15th Street. 

METROPOLITAN TRANSPORTATION PLANNING 

Segments of the proposed action have been part of the trans
portation plan for the city of Des Moines for a number of years. 
Planning reports which have included segments of this alignment 
are: "Major Street Report," for the City Plan and Zoning Commis
sion, Des Moines, Iowa, by Harland Bartholomew and Associates, 
December, 1939; "Comprehensive Plan," Des Moines City Plan and 
Zoning Commission, November, 1961; 11 1980 General Plan," Des 
Moines City Plan and Zoning Commission, 1963; and "Year 2000 
Street and Highway Plan for the Des Moines Urbanized Area," Des 
Moines Area Transportation Planning Committee, 1984. The general 
corridor for the highway is also recognized in the 2000 Land Use 
Plan, Des Moines City Plan and Zoning Commission, April, 1987. 
Figures 2.3, 2.4 and 2.5 from the 1939, 1961 and 1963 reports, 
respectively, indicate earlier provisions for the proposed ac
tion. The "Revised Initial 1990 Des Moines Urbanized Area Trans
portation Plan," Central Iowa Regional Association of Local 
Governments (CIRALG), May, 1974, also contained the proposed 
project. 

The current transportation plan was adopted by the Des Moines 
Area Transportation Planning Committee in 1984 and includes the 
proposed action and its major connections to existing streets 
(Figure 2.6). 
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PURPOSE OF THE PROPOSED ACTION 

One purpose of the proposed action is to carry east-west 
through traffic around, rather than through, the central business 
district (CBD) of the city, thus reducing traffic congestion and 
conflicts with pedestrians and vehicles needing access to this 
area. The project is also needed to provide improved accessi
bility to the Des Moines Airport from Interstate 235 and other 
areas of the city. It will also improve traffic flow between the 
downtown areas and the rapidly developing southeastern parts of 
the city. The project will also relieve several major areas of 
traffic congestion: at the intersection of Fleur Drive and 
Locust street; at the intersection of S.E. 14th Street and Maury 
Street; and along S.E. 14th Street. 

Another purpose of the proposed action is to provide better 
traffic service and access to the central city industrial areas. 
These areas include: the area immediately south of the central 
business district on the east side of the Des Moines River, 
extending to Raccoon Street; the area south and southwest of the 
central business district on the west side of the Des Moines 
River and extending to the Raccoon River; and the area east of 
S.E. 14th Street. 

NEED FOR THE PROPOSED ACTION 

Traffic Congestion 

on-site investigations conducted in 1982 in the project cor
ridor indicated that existing traffic levels of service vary from 
Level D to Level F (see Figure 2.8). Figure 2.9 illustrates the 
degree of traffic congestion for Level of Service Indices A to F. 
Urban transportation facilities are normally designed to operate 
at Level c or better, while streets operating at Level Dor lower 
are considered deficient. The roadways indicated in Figure 2.8 
are currently operating at Levels of Service D, E or F and are 
considered inadequate for the existing traffic volumes under 
current conditions of street widths, parking and traffic control 
measures. 

Current average daily traffic volumes are presented in Table 
A-1 of Appendix A for numerous locations in the city (Figures A-1 
and A-2, Appendix A). Projected average daily traffic volumes 
for the year 2000 are also indicated in Table A-1 for each of the 
various alternatives, including the No Action (or status quo) 
alternative. These alternatives are described in Section 3 of 
this report. 

Existing roadways are currently congested in several areas of 
the city in the vicinity of the proposed action. These are 
described in the following paragraphs. 
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North-South Corridor 

One area of congestion includes Harding Road and 19th Street 
from Interstate 235 to Center Street; Harding Road from Center 
Street to Ingersoll Avenue; and 18th Street, 19th Street and 
Grand Avenue from Ingersoll Avenue to Fleur Drive at the Raccoon 
River. Included is an area near the Des Moines Technical High 
School in the vicinity of Fleur Drive, Locust Street, Grand 
Avenue, 18th Street and 19th Street. Southbound traffic on 
Harding Road is primarily traveling to the Des Moines Airport or 
other locations on Fleur Drive, to the central business district 
or to points east or south of the CBD. This traffic currently 
travels south along a one-way segment of Harding Road to Center 
Street, then via a two-way segment of Harding Road to Ingersoll 
Avenue, then east along two-way Ingersoll Avenue, then south on 
one-way 19th Street and then east on two-way Grand Avenue to 18th 
street at which point southbound Fleur Drive traffic turns south 
and eastbound traffic proceeds east via Locust street and other 
streets in the CBD. Figure 2.7 indicates these traffic movements 
from southbound Harding Road that are destined to Fleur Drive, 
the CBD and areas east of the CBD, including S.E. 14th Street. 
It likewise indicates the return routings for such traffic. 
Northbound traffic from Fleur Drive and 18th Street turns left at 
Grand Avenue and must cross Grand Avenue to get into the norther
ly lane to turn right onto 18th Street, then travels north to 
Ingersoll Avenue and then travels north on Harding Road to Center 
Street. It then proceeds east along a one-way segment of Center 
Street to 19th Street and then turns north onto a one-way segment 
of 19th Street. A short radius curve at Harding Road and an even 
shorter radius curve at 19th Street reduces traffic speeds and 
increases congestion for such northbound traffic. 

Harding Road is currently a 36-foot wide, undivided, three
lane pavement between Center Street and High Street, with two 
southbound lanes and one northbound lane. Between High Street 
and Ingersoll Avenue, a 50-foot wide, undivided, four-lane, two
way pavement exists. This existing roadway currently operates 
near its traffic-carrying capacity, with a Level of Service in 
the range of Levels E and F (see Figure 2.8) as does Center 
street, while 19th Street north of Center Street operates at 
Level D. Future traffic volumes are expected to be higher than 
existing volumes, thereby resulting in even greater congestion 
and over-capacity conditions. 

Traffic congestion is particularly acute on streets in the 
vicinity of the Des Moines Technical School. These streets are 
currently operating at Levels of Service E or F which reflects 
the combination of poor traffic circulation patterns, heavy traf
fic volumes, closely spaced, traffic signal controlled intersec
tions, two-lane left- and right-turning movements and relatively 
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narrow s t r eet pavements . Existing traffic volumes gene rally 
e xcee d t h e capaciti es o f the existing street system in this area. 
Forec a sted i ncreases in t raffic in this a rea will likewise result 
in poorer oper ating conditi ons. 

East-West Corridor 

The east-west traffic movement s between the north-south cor
ridor on t he west a nd S . E. 14th Street on the eas t and between 
Interstate 235 and the Raccoon River are currently accommodated 
by Grand Avenue, Locust Street, Walnut Street and the Mulberry 
Street/Court Avenue combination. All of these streets pass 
through the Central Business District of downtown Des Moines and 
adjacent to the State Capital Complex east of the Des Moines 
River. Current levels of service are low in the CBD area, rang
ing from Level D to Level F (see Figure 2.8). Congested traffic 
conditions exist within the CBD due to both heavy vehicular and 
pedestrian traffic. The CBD is an active retail and business 
center which is continually undergoing development, and future 
plans for this area call for increased business and residential 
development in these areas, with an emphasis on pedestrian usage. 
The propos ed CBD Loop will reduce the through traffic on many of 
the east-west streets in the CBD and thus improve pedestrian 
usage. 

An industrial area of current and projected growth is located 
south of the CBD, west of the Des Moines River and north of the 
Raccoon River. This areas access to east-west streets in this 
corridor also increases traffic congestion. 

Indianola Avenue - CBD Connection Corridor 

Indianola Avenue is a major transportation artery connecting 
from the southeast areas of Des Moines to south of the CBD. 
Several streets, including s.w. Seventh Street, S.E. First 
Street, S.E. Sixth Street and S.E. 14th Street connect to various 
areas of the CBD and State Capitol Complex from Indianola Avenue. 
An area of traffic congestion currently exists in the vicinities 
of intersections with s.w. Seventh and S.E. First Streets. The 
level of service in these areas currently ranges from Level E to 
Level F (see Figure 2.8). Both s.w. Seventh and S.E. First 
Street include two-lane, two-way streets which currently operate 
at or near their respective traffic capacities, carrying nearly 
12,000 vehicles per day each. 

The Indianola Avenu e Connection is predicted to reduce traf
fic v olumes on s.w. Seventh Street , S.E. First Street and that 
part of s . w. First street that lies north of the Raccoon River. 
This shoul d greatly alleviate the traffic congestion in the 
v i cinity of Indianol a Avenue and improve traffic flow between the 
CBD and the rapidly developing southeast a r eas of the city. 
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E. 14th/E. 15th Street-S.E. 14th Street Corridor 

The southbound one-way segment of E. 14th Street provides two 
through lanes of traffic from Court Avenue south to its joining 
with the divided four-lane segment of E. 14th Street/S.E. 14th 
Street north of the railroad area. Northbound traffic departs 
from this divided four-lane roadway north of the railroad, 
curving northeasterly to a tie-in with E. 15th Street. The 
divided four-lane roadway continues south from the junction of 
the two one-way roadways, overpasses the railroad area and 
proceeds south to Railroad Avenue along S.E. 14th Street, then 
continues south as a four-lane undivided roadway. This roadway 
currently operates in the ranges of Levels of Service E to F (see 
Figure 2.8). The two-way portion of this roadway currently 
carries approximately 31,000 to 35,000 vehicles per day of 
traffic, while the one-way segments each carry approximately 50 
percent of the two-way traffic volumes. These roadways are 
currently operating at or beyond their practical capacities and 
cannot be expected to accommodate future traffic loadings. 

The proposed splitting of portions of E. 14th and S.E. 14th 
Streets into two one-way roadways, via the extension of E. 15th 
Street, within the project area from the Des Moines River to E. 
Court Avenue will reduce traffic congestion along S.E. 14th 
street at the intersection of S.E. 14th and Maury Streets. The 
intersection has been the scene of 67 accidents in the three-year 
period of· 1979 through 1981, and more accidents can be expected, 
with increases in traffic volumes, if no improvements are made in 
this area. 

The proposed splitting of portions of E. 14th and S.E. 14th 
Streets into two, one-way roadways, via the extension of E. 15th 
Street, from the Des Moines River to E. Court Avenue will reduce 
traffic congestion on S.E. 14th Street at the intersection of 
S.E. 14th and Maury Streets. · The intersection has been the scene 
of 172 accidents in the eight-year period of 1979 through 1986, 
and more accidents can be expected, with increases in traffic 
volumes, if no improvements are made in this area. 

Community Planning 

Traffic projections for the various alternatives of the pro
posed action were based on various elements of community plan
ning, including land-use trends, anticipated employment factors, 
economic development forecasts for commercial and industrial 
areas and public facilities needs. Input from the surrounding 
communities, represented in the metropolitan planning organiza
tion, Central Iowa Regional Association of Local Governments (no 
longer in existence) and the Des Moines Area Transportation 
Planning Committee was also considered. 
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The CBD is currently undergoing extensive changes through 
redevelopment projects, supported by both public and private 
funds. The heaviest recent redevelopment has been within an area 
generally bounded by Keosauqua Way, Ninth Street, Mulberry 
Street, Court Avenue and Second Street to the west of the Des 
Moines River. Redevelopment projects have included demolition of 
buildings and construction of a new hotel, civic center, office 
buildings, a s enior citizens' residence, a rental housing com
plex, parking ramps and a network of second-story skywalks inter
connecting 19 city blocks (refer to Figure 4.5 in Section 4 for 
locations). 

There has also been some recent redevelopment of the downtown 
area east of the Des Moines River. This area extends from the 
Des Moines River to the state capitol grounds between Court Ave
nue and Des Moines Street. The long-range planning for this area 
calls for considerable redevelopment. The future plans include 
development of a high-density residential area adjacent to the 
river, increased commercial development and controlled industrial 
development. A new state historical building is currently under 
construction in this area. 

Two other areas, west and south of the core area of the CBD, 
have been proposed for redevelopment. The western area is 
bounded by Eighth Street on the east, High Street and Ingersoll 
Avenue on the north, 19th Street on the west, and a combination 
of Grand Avenue, 18th Street and the Des Moines Union Railway 
Company on the south. This area is partially commercial and 
industrial at present , although the future land use is proposed 
to be primarily general commercial, with some areas of office and 
retail and a three-block core area of intense office and retail. 
The southern area is bounded by Mulberry Street on the north, the 
Raccoon River on the south , the Des Moines River on the east and 
Fleur Drive on the west. This area is industrial at present; but 
due to problems of access, railroad crossings and flooding, it is 
under-utilized. The CBD Loop project is expected to greatly 
facilitate the redevelopment of this area. 

The proposed action is needed to serve as a bypass of the CBD 
in order to reduce existing congestion and to be consistent with 
future plans for this area. 

Traffic Accidents 

Tables 2.1 and 2.2 present data on accidents and fatalities 
between 1980 and 1986 . Figure 2.10 indicates the locations of 
intersections in the project area where ten or more accidents 
occurred in 1986 . This data indicates that numerous accidents 
occurred in the following areas: 
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1. Corridor of Harding 
Drive from I-235 to 
Raccoon River. 

Road-19th Street-18th Street-Fleur 
the Fleur Drive bridge over the 

2. The CBD west of the Des Moines River between Grand Avenue 
and Court Avenue. 

3. E. 14th Street-E. 15th Street and S.E. 14th Street cor
ridor from I-235 to Hartford Avenue. 

The total numbers of accidents for the years 1980 to 1986 
were 7,803, 6,659, 6,260, 6,657, 6,784, 7,222 and 6,885, respec
tively. These figures do not include accidents in parking lots 
or on private properties. 

The number of fatalities and types of accidents in which they 
occurred during these seven years are presented in Table 2.1. 
Several of these fatalities occurred within the p~oject corridor. 
A motorcycle driver was killed at the intersection of E. Court 
Avenue and Johnson Court in 1980. In 1981, one automobile driver 
was killed at the intersection of Indianola Avenue and Hillside 
Avenue. In 1982, one automobile driver was killed in the south
bound lane of the Fleur Drive bridge. In 1983, an automobile 
driver and passenger were killed on Johnson Court south of Court 
Avenue and an automobile passenger was killed in the 700 block of 
Harding Road. In 1984, an automobile driver was killed on s.w. 
First Street by Sec Taylor Stadium. In 1986, an automobile 
driver and passenger were killed on the S.E. 14th Street viaduct. 

No details are available regarding individual accidents; and 
therefore, no specific conclusions can be made regarding accident 
causes. Data also excludes personal injury statistics. However, 
the accident _data indicates that the E. 14th Street-E. 15th 
Street-S.E. 14th Street corridor has been the scene of numerous 
accidents. When this data is considered in combination with the 
existing and projected high traffic volumes in this area, the 
necessity for some type of roadway improvement is apparent. The 
proposed action includes improvement of portions of E. 14th and 
E. 15th Streets and S.E. 14th Street and the extension of E. 15th 
street. These improvements are expected to improve safety by 
separating northbound and southbound traffic onto separate road
ways and will be particularly beneficial in reducing traffic 
congestion via separate intersections at Maury Street. 

The proposed action will relieve traffic congestion in the 
Harding Road-19th Street-18th Street-Fleur Drive area and thus 
improve safety. Through traffic will also be allowed to bypass 
the CBD via the proposed action, thus reducing traffic volumes in 
the CBD and reducing potential conflicts between vehicular and 
pedestrian traffic. 
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I nterface of Proposed Act i on With Air, 
Rail and Transit Facilities 

Certain alternat i ves o f the p roposed action will provide 
improved access to industrial a r eas south of the CBD. Many 
existing industries in this area are highly dependent on highway 
transportation and a r e a lso served by r~ilroad trackage. New 
automobiles are currently t r ansported via railroads and are 
unl oaded, stored and then delivered v i a highways to metropolitan 
automobile dealers. This facility is located approximately one
fourth mile south of Market Street and west of the Des Moines 
Union Rai l way Company's Slimmy Yard (approximately 0.3 mile west 
of s.w. Ninth Street). Other industries including lumber yards, 
beverage distributors and grocery warehouses also receive materi
als or goods via r a ilroads and distr ibute via the highway system. 

The Des Moines Metropolitan Transit Authority (MTA) operates 
from a 6.5-acre complex located at 1100 MTA Lane, which is 
approximately 0.4 mile south of Market Street and one-eighth mile 
west of s.w. Ninth Street. This city-owned and operated facility 
includes a garage storage area, administration and maintenance 
areas, and employee parking area. The MTA operates two Monday 
through Friday bus routes and nine Monday through Saturday 
routes, in addition to Saturday and Sunday Cultural Circuit 
route. The proximity of the MTA complex to the proposed action 
is expected to enhance its operations. Projected traffic volumes 
indicated in Appendix A, Table A-1, for the various alternatives 
include transit system traffic. 

The Des Moines Municipal Airport is located west of Fleur 
Drive between Army Post Road and McKinley Avenue (see Figure 
2.2). Fleur Drive serves as the principal route from the airport 
to the center and northern half of the community. The proposed 
action will connect to Fleur Drive approximately 2.9 miles north 
of the airport entrance and will provide improved accessibility 
from that point to the northern, western and eastern areas of the 
community, including the CBD and adjacent industrial areas. 

Tran/Dm2/AA3 
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TABLE 2.1 

FATALITY ACCIDENTS IN DES MOINES FOR YEARS 1980 THROUGH 1986 

Number of Fatalities 

Type of Accident 1980 1981 1982 1983 1984 1985 1986 

Driver, Motorcycle or Moped. 4 5 4 4 

Driver, Automobile. 14 11 10 8 10 4 5 

Passenger, Motorcycle. 2 

Passenger, Automobile. 6 4 7 1 3 4 

Pedestrian. 6 3 2 4 4 3 2 

Bicycle. 1 1 2 

TOTAL FATALITIES 33 24 12 19 17 14 15 

--None reported. 

Rep/Dm2/AD3-1 

2.9 



Inters e c tion 

Street Street 

TABLE 2.2 

INTERSECTION ACCIDENTS 
FOR YEARS 1980 THROUGH 1986 

IN THE PROJECT AREA 

1 980 1981 1982 

Hard i ng Road-19th St reet -18 t h St reet - Fleur Drive Corridor 

I -235 
I-235 
Cottage Grove 
Cot t age Grove 
Hard i ng Road 
Ingersol l Avenue 
Grand Avenue 
Fleur Drive 

Cotta ge Gr ove 
Hard i ng Road 
Harding Roa d 
Crocker/19th Street 
Woodland Avenue 
Harding Road 
19th Str eet 
Grand/Locust Street 

Central Business District and Vicinity 

Grand Avenue 
Grand Avenue 
Gr and Avenue 
Grand Avenue 
Grand Avenue 
Grand Avenue 
Grand Avenue 
Grand Avenue 
Grand Avenue 
Grand Avenue 
Grand Avenue 
Grand Avenue 
Grand Avenue 
Gran d Avenue 
Locus t Street 
Locust Street 
Lo cu st Street 
Locust Street 
Locus t Street 
Locust Street 
Locust St reet 
Locust Street 
Loc u st Str eet 
Locu st Street 
Locu st Street 
Locust Street 
Walnut Street 
Wa lnut Street 
Walnut Street 
Walnu t St r eet 
Walnu t Street 
Mul be r ry Street 
Mu lbe rry Street 
Mul berry Street 
Mulber ry Street 
Court Avenue 
Court Avenue 
S.W . Seventh 

Street 

17th Street 
13th Street 
12th Street 
10th Street 
Ninth Street 
Eighth Street 
Seventh Street 
Fifth Street 
Third Street 
Second Avenue 
Sixth Avenue 
E. Sixth Street 
E . Ninth Street 
E. 12th Street 
13th Street 
11th Street 
10th Street 
Ninth Street 
Eighth Street 
Seventh Street 
Sixth Avenu e 
Fifth Street 
Third Street 
15th Street 
12th Street 
Second Avenue 
Ninth Street 
Eighth Street 
Seventh Street 
Sixth Avenue 
Second Avenue 
Ninth Street 
Eighth Street 
Seventh Street 
Sixth Avenue 
Second Avenue 
Riverside/First Street 

Clifton/Indianola Avenue 

26 
13 
10 
11 
15 
25 

11 

12 
16 
19 
15 
12 

12 
17 

17 

11 
12 

18 

12 
18 

10 

11 

13 
16 
12 
10 

10 

E. 14th Street- E. 15th Street-S.E . 14th Street Corridor 

Grand Avenue 
Gr and Avenue 
Wa l nut Street 

Wal nut Street 
E. Court Avenue 
E . Cou rt Avenue 
S .E . 14th Street 
S .E. 14th Street 

E . 14th St reet 
E. 15th Street 
E . 14th Street 

E . 15th Street 
E. 14th Street 
Johns on Court/15th Street 
Maury St reet 
Railroad Street 

38 
35 
17 
21 

19 

11 

12 

20 

10 

12 
13 
13 
14 
10 

10 
12 

12 

14 
20 

10 
16 

11 
10 

14 

11 
16 

29 
31 

19 
19 

16 

Indicates Le s s Than 10 Accidents; Number Not Reported or Known 
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16 

13 
19 

11 

13 
13 
12 

11 

12 
10 

10 

11 

12 

33 
22 

13 
20 
12 
12 
10 

Number of Accidents 

1983 

10 

13 
13 
15 

10 

13 

21 
21 
11 

10 

17 

14 

10 
16 

10 

23 
22 

1 9 
22 
16 
24 
16 

1 984 

1 7 

12 

16 
16 

17 
12 
12 
16 

18 
13 
12 

10 
18 

11 

13 
10 

11 
12 

12 

11 

26 
39 

18 
22 
21 

1985 

18 

13 
17 

13 

11 
16 
15 
12 

20 
25 
11 
11 
11 
12 
10 

19 
10 
18 
25 

11 

14 

13 

25 
34 
14 
12 
31 
18 
28 
12 

1986 

17 

12 

19 

27 

14 
11 
16 
12 

19 
26 
15 

10 

18 
15 
19 
16 

15 

10 

11 
13 

14 

25 
39 

24 
18 
12 
20 
21 



FIGURE 2.1 LOCATION OF DES MOINES WITHIN IOWA 
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FIGURE 2.2 MAJOR TRANSPORTION ARTERIES IN THE DES MOINES AREA & ADJACENT TO THE PROJECT CORRIDOR 
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At-grade intersections are provided along the proposed 
Indianola Avenue connection at a s.w. Second Street-Jackson Ave
nue connection, the Chicago & North Western Transportation Com
pany track, Dunham street and Indianola Avenue. 

Indianola Avenue is proposed to be reconstructed as a four
lane, divided roadway in the vicinity of its intersection with 
the Indianola Avenue connection. It is proposed that transition 
sections be provided to tie back into existing paving both east 
and west of the widened section, connecting east of s.w. Seventh 
Street and west of South Union Street. A median varying from 
four feet to 28 feet in width is proposed. 

Right-of-way requirements are summarized in Table 3.1 for 
this roadway. Included are buildings north of the Raccoon River 
used by the city of Des Moines Street Department, properties 
south of the river and along the west side of s.w. First Street 
and properties along Indianola Avenue in the vicinity of s.w. 
First and s.w. Second Streets. 

E. 15th street Extension 

The E. 15th Street Extension is indicated on Plates 11 and 
12, Appendix c. This new multilane, one-way street begins north 
of E. Court Avenue at existing E. 15th Street as a four-lane 
pavement. It then proceeds to the southwest, intersects with E. 
Court Avenue and E. Vine Street, crosses E. Vine Street about 
midway between S.E. 15th Street and Johnson Court, narrows to a 
three-lane roadway, then curves southward, overpasses approxi
mately 14 railroad tracks belonging to numerous railroad compa
nies, then overpasses the railroad track belonging to Burlington 
Northern, Inc., and the one-story portion of a building north of 
Scott Avenue. It then proceeds south to overpass the east-west 
segment of the CBD Loop Arterial that occupies the Scott Avenue 
corridor, descends in grade to an at-grade intersection with 
Maury Street, curves to the southwest and south to tie into the 
east half of the S.E. 14th Street Des Moines River bridge. 

As part of this north-south link, S.E. 14th Street south of 
E. Vine Street is converted from a two-way, divided roadway (U.S. 
Highways 65 and 69) to a one-way southbound roadway. The exist
ing diagonal roadway that begins at S.E. 14th Street and E. Vine 
Street and proceeds to the northeast to connect to E. 15th Street 
north of E. Court Avenue is proposed to be removed. The median 
of S.E. 14th street is to be modified near E. Vine Street, and 
S.E. 14th Street is to be modified between Scott Avenue and the 
Des Moines River bridge. An at-grade intersection is provided at 
Maury Street. 
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The extension of E. 15th Street will require additional 
right-of-way from north of E. Court Avenue to the north end of 
the Des Moines River bridge on S.E. 14th Street. Right-of-way 
requirements are summarized in Table 3.1. In addition, rights
of-way for crossing of numerous railroad tracks and the aerial 
crossing of the industrial property and building north of Scott 
Avenue will be required. This street extension and its inter
change ramps will require the acquisition of four churches, one 
parsonage, and commercial and residential properties. 

Associated Street Wideninqs 

Certain existing streets within the study area are currently 
not capable of accommodating projected traffic volumes and are 
therefore recommended as future street improvement projects. 
Traffic projections for the year 2000 vary for numerous elements 
of the Metropolitan Area Transportation network, depending upon 
which alternative of the CBD Loop Arterial is included (see 
Appendix A). The extent of street widenings within the study 
area needed to accommodate projected traffic volumes at Level of 
Service c, however, are identical for the three transportation 
networks including Alternatives A, B and the Preferred 
alternative of the CBD Loop Arterial, respectively. 

Figure 3.6 indicates needed street widenings-and intersection 
improvements, all of which would be needed for any of the alter
natives of the CBD Loop Arterial. 

The numbers of 
Alternative for the 
table also includes 
parative purposes. 
and 3.3. 

Right-of-Way Requirements 

buildings to be acquired by the Preferred 
project are summarized in Table 3.1. This 
information on Alternatives A and B for com
Estimated project costs appear in Tables 3.2 

Between I-235 and Woodland Avenue, the project requires the 
acquisition of commercial properties, apartments and single
family dwellings. South of Woodland Avenue, most of the proper
ties required for right-of-way are commercial. The portion of 
the east-west segment west of the Des Moines River is located 
primarily within existing railroad and street rights-of-way but 
does require several commercial properties. East of the Des 
Moines River, the project requires single-family dwellings and 
commercial properties. 

The portion of the east-west segment from s.w. Sixth Street 
to s.w. First Street and the partial interchange at s.w. Ninth 
Street necessitate the removal of portions of the Burlington 
Northern, Inc., trackage. The ramp from the westbound lanes of 
the east-west segment of the CBD Loop Arterial and the location 
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of the alternative from west of s.w. 14th Street to s.w. Ninth 
street necessitate the removal of the trackage of the Chicago & 
North Western Transportation Company from west of s.w. 14th 
Street to s.w. Seventh Street. New railroad trackage is proposed 
between s.w. Sixth Street and s.w. Third Street to connect exist
ing trackage of the Chicago & North Western Transportation Com
pany and the Burlington Northern, Inc., to that of the Chicago, 
Rock Island and Pacific Railroad Company trackage and thereby 
maintain railroad service to remaining customers of the former 
two railroad companies (see Plate 7, Appendix c, and Figure 3.5). 

DESCRIPTION OF ALTERNATIVES EVALUATED IN DETAIL IN THE DRAFT EIS 

This section describes the alternatives which were evaluated 
in detail in the Draft EIS. The construction alternatives have 
been divided into several elements, and a description of each 
major element follows. In addition, each major roadway element 
will include associated intersection improvements, side street 
connections, cul-de-sacs for certain existing streets, and other 
miscellaneous improvements. Design criteria that were used in 
the preliminary design of these alternatives is included in Table 
A-2, Appendix A. 

Major Alternatives - A and B 

Alternative A - NorthernVariation 

This alternative of the CBD Loop Arterial will be described 
in two segments: a north-south segment and an east-west segment 
(see Figures 3.1 and 3.2). The north-south segment provides a 
connection from the existing Harding Road-19th Street one-way 
couplet south of I-235 to Fleur Drive south of the Raccoon River. 
The east-west segment provides a connection from the north-south 
segment to U.S. Highways 65-69. Plates 1, 2, 3, 4, 7, 9, 10 and 
12 (Appendix D) and Plates 8-12 (Appendix C) illustrate major 
features of this alternative. 

The north-south segment of Alternative A consists of separate 
multilane, one-way roadways on new alignment, connecting to 
existing Harding Road and 19th Street south of I-235. Each inde
pendent one-way roadway proceeds southwesterly and the two road
ways converge in the vicinity of Center Street, forming a multi
lane, divided roadway. The southerly extension of Harding Road 
is a one-way southbound roadway, while the 19th street extension 
is one-way northbound. Proceeding south of Center Street, these 
two roadways are separated by a median, continue south along the 
existing corridor of Harding Road to Ingersoll Avenue and then 
continue south on new alignment, cross the Raccoon River and then 
connect to existing Fleur Drive, a four-lane, divided roadway. 
The proposed action includes at-grade intersections with School 
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Street and Cottage Grove Avenue and underpasses at Woodland 
Avenue and Grand Avenue. Traffic flow is maintained on the 
latter two roadways, but no connections are provided to the pro
posed action for such streets. The proposed action overpasses 
the Raccoon River and railroad tracks north of the river. 

Two subalternatives were considered for the junction at 
Ingersoll Avenue: Subalternative lA (see Figure 3.1) provides 
for a modified diamond interchange, with the CBD Loop Arterial 
overpassing Ingersoll Avenue, while Subalternative 2A (see Figure 
3.2) provides for a major signalized at-grade intersection at 
Ingersoll Avenue. Due to the difference in traffic operations 
between the two subalternatives, it was determined that Subalter
native lA would be a divided, four-lane facility north of Grand 
Avenue with a four-foot median, while Subalternative 2A would be 
a divided, six-lane facility north of Grand Avenue with a 16-foot 
median. South of Grand Avenue the median width for Subalterna
tive 2A is reduced to four feet prior to the bridge over the 
railroad tracks and the Raccoon River. Both subalternatives have 
four-foot medians on this bridge until transitioning to meet the 
existing 16-foot median (approximately) on Fleur Drive. Both 
subalternatives of the north-south segment follow the same 
general alignment throughout so that the construction could be 
staged to add the Ingersoll Avenue interchange at a later time if 
the intersection were constructed initially. 

The east-west segment of Alternative A (see Figures 3.1 and 
3.2) is a four-lane, divided highway which begins near the inter
section of Ingersoll Avenue and 16th Street, curves southward to 
follow along 15th Street and crosses the Des Moines Union Railway 
Company's 11th Street yard, then curves eastward along the pre
sent alignment of Market Street, crosses under the s.w. Ninth 
Street, s.w. Eighth Street and s.w. seventh Street viaducts near 
Elm Street, follows Elm Street easterly, crosses the Des Moines 
River, continues eastward along the south side of Raccoon Street, 
and then curves to the southeast to connect with Scott Avenue 
east of S.E. 14th Street. The median width varies, being approx
imately 16 feet wide at Ingersoll Avenue, narrows to four feet 
south of Walnut street, widens to 16 feet near s.w. 13th Street, 
widens to approximately 50 feet in crossing under existing via
ducts at s.w. Ninth, s.w. Eighth and s.w. Seventh Streets, 
narrows to 16 feet near s.w. Fifth Street, narrows to four feet 
near s.w. First Street, widens to 16 feet near S.E. Fourth 
Street, widens to maximum of 50 feet in the vicinity of under
crossings of S.E. 14th Street and E. 15th Street Extension and 
then ends near S.E. 15th Street. 

This alternative includes the relocation of Market Street 
from s.w. 16th Street to s.w. 11th Street; partial interchanges 
at s.w. Ninth Street, s.w. Eighth Street, S.E. 14th Street and at 
an extension of E. 15th Street; and at-grade intersections at 
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16th Street, Grand Avenue, Locust Street, Walnut Street, s.w. 
14th Street, S.W. 11th Street, S.W. Eighth Street, S.W. Fifth 
Street, s.w. Third Street, s.w. Second Street, s.w. First Street, 
S.E. Fourth Street, S.E. Sixth Street and S.E. Ninth Street. No 
median openings are provided at the intersections with S.E. 
Fourth and S.E. Ninth streets. At-grade railroad crossings are 
provided at the north-south track of the Des Moines Union Railway 
Company (west of s.w. 11th street) and at the crossing of the 
Chicago & North Western Transportation Company (in the vicinity 
of S.E. 11th Street, north of Scott Avenue). 

New right-of-way, in addition to existing street right-of
way, will be required for the proposed action. Right-of-way 
requirements for the north-south segment of Alternatives A and B, 
including Subalternatives lA, 2A, 1B and 2B, between I-235 and 
Woodland Avenue, will include acquisition of commercial proper
ties in the vicinity of Cottage Grove Avenue and dwellings and 
apartment housing units. Table 3.1 includes summaries of the 
numbers of buildings to be acquired of various uses for the re
spective subalternatives. Right-of-way and relocation assistance 
cost estimates are included in Table 3.2. Alternatives A and B 
will require the acquisition of primarily commercial properties 
between Woodland Avenue and the Raccoon River relative to the 
north-south segment, with Subalternatives lA and lB involving 
more right-of-way for their interchanges at Ingersoll Avenue than 
is needed for Subalternatives 2A and 2B. Right-of-way will also 
be required in crossing railroads north of the Raccoon River and 
in crossing Des Moines Water Works property south of the river. 

Right-of-way for the east-west segment of Alternative A will 
be required between Ingersoll Avenue and Grand Avenue and along 
the east side of 15th Street from Grand Avenue to Walnut Street. 
This area includes predominantly commercial properties. Addi
tional commercial and railroad properties will be affected in 
progressing to and along the corridor of Market Street. One 
warehouse building south of Market Street and west of s.w. 13th 
Street will have to be partially acquired, and the remaining 
portion will need to be remodeled. Several warehouse and commer
cial properties between s.w. 11th and s.w. Ninth Streets will be 
required south of Market Street for interchange ramps with s.w. 
Ninth Street. 

A ramp from the east-west segment to s.w. Eighth Street will 
require acquisition of industrial and warehouse buildings. Rail
road right-of-way will have to be partially acquired in order to 
relocate Market Street from s.w. 16th Street to s.w. 11th Street. 

Alternative B ~- Southern Variation 

This alternative of the CBD Loop Arterial also includes both 
a north-south segment and an east-west segment (see Figures 3.3 
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and 3.4). The north-south segment for this alternative is nearly 
identical to the north-south segment of Alternative A, except for 
the configuration of its interchange with the east-west segment 
in the vicinity of the Raccoon River. Alternative B also con
tains two similar subalternatives, designated lB and 2B, refer
ring to the interchange or intersection at Ingersoll Avenue, 
respectively, as described under Alternative A (see Figures 3.3 
and 3.4). Median widths for Subalternatives lB and 2B are iden
tical to those of Subalternatives lA and 2A, respectively. 
Alternative Bis illustrated in Plates l, 2, 5, 6, s, 11, 12 and 
13 (Appendix D) and Plates s-12 (Appendix C). 

The east-west segment of Alternative B is a multilane, 
divided roadway which begins at an interchange with the north
south segment. It differs from the east-west segment of Alterna
tive A for only a .6-mile segment which takes a more southerly 
route than does that of Alternative A. This segment begins north 
of the flood wall along the north side of the Raccoon River and 
west of the north-south segment, with two lanes being westbound 
and one lane being eastbound with a four-foot median. Its align
ment curves to the southeast, passes under the existing Fleur 
Drive bridge, becomes a four-lane, divided roadway with the 
median width increasing to 16 feet, and follows Market Street 
eastward to the vicinity of s.w. 11th Street where it joins the 
alignment of the east-west segment of Alternative A, previously 
described. 

The features of Alternative B to the east of s.w. 11th Street 
are identical to those of Alternative A. This east-west segment 
of Alternative B includes partial interchanges at s.w. Ninth 
Street, s.w. Eighth Street, S.E. 14th Street and at the extension 
of E. 15th Street; and at-grade intersections at s.w. 16th 
Street, s.w. 14th Street, s.w. 11th Street, s.w. Eighth Street, 
s.w. Fifth Street, s.w. Third Street, s.w. Second Street, s.w. 
First Street, S.E. Fourth Street, S.E. Sixth Street and S.E. 
Ninth Street. As for Alternative A, no median openings are pro
vided at the intersections with S.E. Fourth and S.E. Ninth 
Streets. At-grade railroad crossings are provided, as for Alter
native A, at the north-south track of the Des Moines Union Rail
way Company (west of s.w. 11th Street) and at the crossing of the 
Chicago & North Western Transportation Company (in vicinity of 
S.E. 11th Street). 

The location of this east-west segment of Alternative Bin 
the vicinity of the north-south segment necessitates the reloca
tion of two railroad tracks, one belonging to the Chicago, Rock 
Island and Pacific Railroad Company and the other belonging to 
the Chicago & North Western Transportation Company. Both tracks 
are proposed to be relocated, beginning approximately 2,300 feet 
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southwest of the center line of the north-south segment, with one 
new track connecting to the two railroad company tracks and pro
ceeding to the northeast to connect to existing trackage of the 
Des Moines Union Railway Company at a point approximately 800 
feet southwest of the center line of the north-south segment (see 
Figure 3.5). Additional segments of railroad relocation in the 
vicinity of Fleur Drive and s.w. 16th Street are required to 
allow Chicago, Rock Island and Pacific Railroad Company and 
Chicago & North Western Transportation Company trains to use the 
Des Moines Union Railway Company trackage to bypass the roadway 
of this alternative. This alternative will necessitate removal 
of trackage of the Chicago & North Western Transportation Company 
trackage from west of s.w. 11th Street to s.w. Seventh Street. 
New railroad trackage between s.w. Sixth Street and s.w. Third 
Street is identical to that described for the east-west segment 
of Alternative A. 

Right-of-way requirements for Subalternatives lB and 2B of 
the north south segment of the CBD Loop are nearly identical to 
Subalternatives lA and 2A of Alternative A, respectively. The 
main differences between the two alternatives are in the areas 
south of Grand Avenue where ramps of Alternative B require more 
right-of-way than was needed for Alternative A; these areas are 
both north and south of the Raccoon River. The east-west segment 
of Alternative Bis located along railroad right-of-way north and 
northeast of the Raccoon River to the vicinity of s.w. 17th 
Street. Continuing eastward, the roadway is located within the 
railroad and Market Street rights-of-way to the vicinity of s.w. 
11th Street. East of s.w. 11th Street, right-of-way requirements 
of Alternative Bare identical to those of Alternative A, begin
ning with the s.w. Ninth Street interchange ramp area. 

15th Street-Tu~tle Street Extension 

This series of street extensions is associated only with 
Alternative B of the CBD Loop Arterial. It is illustrated in 
Plate 11, Appendix D. The extension of 15th Street begins at 
Walnut Street and proceeds southward, crossing the Des Moines 
Union Railway Company's 11th Street yard and the proposed CBD 
Loop Arterial on a viaduct, then descends in grade as it contin
ues south to end at the Tuttle Street extension. The Tuttle 
Street extension begins at the west end of existing Tuttle Street 
near s.w. 14th Street and proceeds westward to the extension of 
s.w. 16th Street. The extension of s.w. 16th Street between the 
Tuttle street extension and Wabash street is also included in 
this group of new streets. 

All of the above streets are proposed to be two-lane streets 
and will primarily provide improved access to the surrounding 
area south of the railroads, Market Street and the east-west 
segment of the CBD Loop Arterial. 
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The commercial building to be acquired for the extension of 
15th Street south of Walnut Street is listed in Table 3.1. In 
addition, right-of-way will be required for the extension of this 
roadway across the trackage and yards of three railroad companies 
and industrial properties between Market Street and the extension 
of Tuttle Street. No other buildings need to be acquired for 
these street extensions. 

No Action Alternative 

The No Action alternative accepts existing street and highway 
characteristics as they are at the present time. Therefore, no 
physical changes are included for pavement widths or grades, 
right-of-way widths, on-street parking arrangements, traffic 
circulation patterns or traffic control devices (traffic signals, 
signs and pavement markings). 

As indicated in Figure 2.8, there are several areas with 
traffic congestion and poor levels of service within the existing 
street and highway network. Levels of service are illustrated in 
Figure 2.9. In addition, numerous accidents have occurred in 
these same areas (Figure 2.10 and Table 2.2). If no changes are 
made in the existing street and highway network, it is expected 
that traffic congestion and traffic-related accidents will con
tinue to occur and will increase in proportion to future 
increases in traffic volumes. 

It is recognized that removal of parking, minor improvements 
of pavement geometrics, altering of traffic circulation patterns 
or changes in traffic control may increase the level of service 
in certain areas. However, traffic congestion within the CBD and 
other areas and poor access to industrial areas near the CBD will 
continue. This alternative will therefore not meet the needs of 
the proposed action. In addition, other negative impacts are 
expected within the existing street network including traffic 
noise, exhaust emissions, fuel consumption, road-user costs, land 
use, emergency services and accessibility. 

In order to preserve the integrity of the existing street and 
highway system, existing pavements and traffic control devices 
will continue to need maintenance. It is also expected that 
maintenance costs will increase as traffic volumes increase with
in the system in the future. 

The removal of existing on-street parking in order to in
crease traffic capacities of streets will have adverse effects on 
businesses in the CBD as well as on residences and multiple hous
ing areas along other streets. Adequate off-street parking is 
not currently available to compensate for losses of on-street 
parking spaces. Acquisition of off-street areas for parking 
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would require the displacement of businesses and residences. Any 
increased demand for parking in the future will likewise add to 
parking problems. 

An analysis of parking needs in the CBD appears in the report 
"Des Moines CBD Parking study," city of Des Moines, Iowa, June, 
1982. This study recommended the construction of seven parking 
ramps to the west of the Des Moines River to satisfy future needs 
for approximately 4,885 additional parking spaces. This analysis 
was based on ongoing and planned future redevelopment of the 
area. Initial construction was recommended for ramps in the 
fringe areas of the parking districts. Needs for parking in the 
area east of the Des Moines River were recommended to be met by 
the construction of surface parking areas. 

Transportation System Management Alternative 

Fringe parking, ride-sharing, traffic signal timing and other 
relatively low-cost improvements are additional transportation 
considerations in the project corridor. 

The Metropolitan Transit Authority (MTA) currently provides 
bus service to several passengers who park their automobiles in 
fringe areas, remote from the CBD, and then travel to their 
places of employment. MTA is currently attempting to secure 
permission to install signs in five or six fringe parking areas, 
such as at shopping centers, to encourage fringe parking and use 
of the bus system services. Only one site is currently identi
fied by signs (in the vicinity of Merle Hay Road and Aurora 
Avenue). 

No data is available concerning the number of persons who use 
either the signed parking area or other nondesignated parking 
areas within the community and then take a bus to their destina
tions. In a previous attempt to increase the use of fringe park
ing, employee parking was provided at the Veterans' Memorial 
Auditorium (10-acre parking lot bounded by I-235, Third street, 
Crocker Street and Fifth Avenue), and MTA shuttle buses were then 
used to transport employees to the CBD during peak hours. This 
program was not successful and was dropped. As another means of 
encouraging the use of buses, including park-and-ride situations, 
MTA has developed a program whereby employers pay a portion of 
the cost of bus transportation for their employees. Bus usage in 
February, 1982, according to MTA estimates, provided transporta
tion to 14 percent of the peak-hour person trips into and out of 
the CBD. 

Other means of reducing individual automobile trips into the 
CBD are provided through ride-sharing (car-pooling and van
pooling), the use of bicycles, motorcycles and mopeds, and walk
ing. Use of taxicabs may also qualify as ride-sharing in some 
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instances. Walking does not provide much reduction in automobile 
travel due to the relatively small number of trips accomplished 
by walking. Choice of walking as a mode of travel is often 
dependent upon weather conditions and distances to be walked. 
Ride-sharing, however, can be effective in reducing the number of 
automobile trips into and out of the CBD. Car-pooling among 
employees has been encouraged in the past, and van-pooling has 
been supported by various employers. No data is available at the 
present time on the number of persons that travel to work via 
ride-sharing means or by bicycle, motorcycle or moped. The use 
of the latter three modes of travel, like walking, are highly 
dependent upon weather conditions. 

The city of Des Moines has improved traffic flow and effi
ciency through recent traffic signalization improvement projects 
in the vicinity of the proposed action. Recent projects have 
included signal timing improvements along Grand Avenue and Inger
soll Avenue west of the CBD and within the Harding Road-19th 
Street corridor north of Ingersoll Avenue. A future feasibility 
study is being considered by the city of Des Moines to investi
gate traffic signalization improvements within the CBD. No other 
public improvement projects are under active consideration rela
tive to revision of street geometrics or traffic operations with
in the project corridor. 

ALTERNATIVES CONSIDERED, PARTIALLY EVALUATED AND DELETED FROM 
FURTHER CONSIDERATION IN THE DRAFT EIS 

Several alternatives were preliminarily developed and evalu
ated and were then deleted from further detailed consideration 
because they would not meet the project needs or were deficient 
in some way. A brief description of each alternative thus 
deleted follows. Many of these alternatives are only segments of 
the total proposed facility. The numeral identifications 
included in the descriptions correspond with the numerals appear
ing on the map in Figure 3.7. In the following section, refer
ences to "Alternative A" and "Alternative B" are used to desig
nate the previously described alternatives which were selected 
for detailed evaluation. 

CBD Loop Alternatives 

1. Harding Road - 19th Street - Pleasant street Alternative 
This alternative is a north-south segment of the 

proposed arterial facility from I-235 to the vicinity of 
Woodland Avenue. To the south of Pleasant Street it is a 
divided multilane facility located east of and adjacent 
to Woodland Cemetery. The remaining portion of this 
alternative consists of two one-way roadways. The south
bound roadway connects to Harding Road in the vicinity of 
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School Street south of I-235, curves southwesterly, 
intersects with Cottage Grove Avenue and then curves 
southerly to be located east of and adjacent to Woodland 
Cemetery and joins the southbound lanes of the divided 
roadway previously described. The northbound roadway 
branches off the divided roadway in the vicinity of 
Pleasant Street, proceeds northeasterly, crosses 20th 
Street, then curves northerly to join 19th Street north 
of Center Street and continues along 19th Street to the 
vicinity of School Street and I-235. The alignments of 
the northbound and southbound roadways were designed to 
provide improved horizontal roadway alignment as compared 
to the existing roadways. 

This alternative was deleted from further considera
tion due to the following factors: 

a. The area between the one-way roadways north of 
Pleasant Street would be completely surrounded by 
major roadways and could be expected to deterior
ate in condition. Much of the area is within the 
Sherman Hill Historic District. 

b. The diagonal northbound roadway would cross 
existing properties and sever streets between the 
cemetery and 19th Street and would adversely 
affect a portion of the Sherman Hill Historic 
District. 

An alignment similar to this alternative, with modi
fications to minimize the above impacts, has been includ
ed in the final alternatives (Alternatives A and B) which 
were selected for detailed evaluation. 

2. Harding Road - Fleur Drive - Raccogn~Riyer - Scott Avenue 
Alternative 

This alternative consists of a divided, multilane 
roadway connecting to Alternative No. 1 at Woodland Ave
nue, proceeds south of Grand Avenue, curves southeasterly 
to cross the Raccoon River and Fleur Drive, curves east
erly and then northeasterly to cross industrial and rail
road properties north of the Raccoon River, being located 
between the Raccoon River and the Sec Taylor Baseball 
Stadium westerly of the Des Moines River, crosses the Des 
Moines River and follows Scott Avenue northeasterly to a 
junction with S.E. 14th Street. 

This alternative was deleted from further considera
tion for the following reasons: 
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a. Two crossings of the Raccoon River in the vicin
ity of Fleur Drive would increase the cost of 
this alternative in addition to doubling the 
construction impacts on the Raccoon River and 
Water Works Park. 

b. An interchange would be required to transfer 
traffic between the proposed roadway and Fleur 
Drive. Preliminary traffic volume projections 
indicated the major movements to be from north
south Fleur Drive to the north-south segment of 
the proposed roadway. The resulting interchange 
was envisioned to occupy the majority of the 
peninsular area of Water Works Park, with result
ing environmental and flood plain impacts. 

c. The proposed roadway from the easterly crossing 
of the Raccoon River to the vicinity west of Sec 
Taylor Stadium crosses industrial and railroad 
properties. Its location in these areas would 
adversely divide and impact properties and would 
also result in high costs of property acquisition 
and relocation. 

d. Due to the proximity of the Sec Taylor stadium 
and its access roads to the north bank of the 
Raccoon River, there does not appear to be suffi
cient space available to construct the proposed 
arterial roadway without encroachment into the 
floodway of the river. Existing parklands along 
the north side of the river would be severely 
impacted by such a facility. 

e. The location of the proposed arterial along Scott 
Avenue is located in an area that is primarily 
residential in nature. The impact of the pro
posed facility is expected to be adverse, al
though Scott Avenue is currently an arterial 
street that accommodates a considerable volume of 
traffic. 

3. aa_rding Road - 19th street - One-Way Couplet~ Alternative 

This alternative is a portion of the proposed arteri
al between I-235 and Fleur Drive and consists of two one
way roadways. The southbound roadway begins at Harding 
Road in the vicinity of School Street and I-235, curves 
southwesterly, crosses Cottage Grove Avenue and then 
curves southerly to be located east of and adjacent to 
the Woodland Cemetery. This roadway is similar to such 
roadway in Alternative No. 1 previously described. The 
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southbound roadway then continues south to Grand Avenue 
and southeasterly to Fleur Drive as in Alternative No. 2. 
The northbound roadway begins in the vicinity of Fleur 
Drive, as for Alternative No. 2, and curves northeasterly 
and then northerly to follow 19th street from Ingersoll 
Avenue to the vicinity of School Street and I-235. 

Due to the following adverse impacts, this alterna
tive was deleted from further detailed consideration: 

a. The resulting area located between the two one
way roadways extends from the Raccoon River to 
School Street and is completely surrounded by 
major roadways. This area includes a portion of 
the Sherman Hill Historic District and residen
tial and commercial areas. The northbound road
way would divide the residential and historic 
area and isolate it from the rest of the area, 
possibly leading to structure or area deteriora
tion. High traffic volumes would also be intro
duced along 19th Street. 

b. The northbound roadway would require acquisition 
of the Des Moines Technical High School and the 
commercial buildings immediately to its west. 
Several of these structures are significant ar
chitectural or historic sites. 

c. The northbound roadway would be located adjacent 
to the west side of Chamberlain Park north of 
Ingersoll Avenue. Traffic noise and pedestrian 
access to the park would be among the adverse 
impacts of the proposed roadway relative to the 
park. 

4. Harding Road - 19th Street - Center Street Alternative 
This alternative is similar to Alternative No. 1 

between Woodland Avenue and School Street. The south
bound roadway is essentially located as in Alternative 
No. 1. The northbound roadway is located east of the 
southbound roadway from Woodland Avenue to just south of 
Center Street, with the two roadways being separated by a 
median. At a point south of Center Street, an improved 
radius is provided to curve the northbound roadway to the 
east along Center Street and another improved radius is 
provided to curve the roadway north onto 19th Street. 
This alternative then proceeds north along 19th Street to 
the vicinity of School Street and I-235. The traffic 
routing of the northbound roadway is similar to the 
existing traffic pattern, although sharp radius curves 
currently exist at Center Street. The proposed arterial 
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facility will, however, have direct connections to other 

I 
I 

major thoroughfares; and each of the one-way roadways are 

1 expected to carry more traffic than currently is present 
on such roadways. 

This alternative was deleted from further analysis 
due to the following reasons: 

a. The area between the two one-way roadways north 
of Center Street to the vicinity of School street 
and I-235 would be completely surrounded by major 
roadways. The north-south traffic volumes would 
increase from those currently using existing 
streets along similar routes, resulting in in
creased impacts on the area. Due to such anti
cipated traffic volume increases, the area will 
be separated from the balance of the residential 
area and historic district and may begin to de
teriorate in the future. 

b. Radii improvements 
improvements over 
adequately improve 
Alternative No. 1. 

at Center Street, although 
existing conditions, do not 
driving conditions as does 

Fleur Drive - Market Street Alternatiye 

An alignment along the Market street corridor east
erly of s.w. 15th Street is one of the alternatives 
selected for further design and evaluation (see Alterna
tive Bin previous section). Alternative No. 5 of the 
deleted alternatives begins at said Alternative Bin the 
vicinity of s.w. 15th Street and proceeds southwesterly, 
crossing the Raccoon River, and then westerly to connect 
to Fleur Drive. 

This alternative was 
reason: 

deleted for the following 

I 
I 
I 

' I 
I 
I 
I 
I 
I 

a. Although this alternative would provide a connec- I 
tion from Fleur Drive to and from the east, no 
direct connection would be provided to the north-
ern termini in the vicinity of School Street and I 
I-235. Traffic would have to use the existing 
street network to reach such termini. 

6. Harding Road - Market street Alternative I 
I 
I 
I 

Alternative No. 6 is a segment of the proposed arte
rial that joins to Alternative No. 1 at Woodland Avenue, 
curves southeasterly, crosses Fleur Drive southwesterly 
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of its intersection with Locust Street and joins to 
Alternative B easterly of s.w. 15th Street. This alter
native provides a direct connection between north-south 
and east-west segments of the proposed arterial. 

Due to the following reasons, this alternative was 
deleted from further consideration: 

a. The diagonal routing between Fleur Drive and 
Woodland Avenue necessitates the acquisition and 
relocation of numerous facilities, including 
commercial establishments and Des Moines Techni
cal High School. Some sites with architectural 
or historic significance are included. 

b. The elevation of the proposed facility rises from 
near the existing ground level in the vicinity of 
Market Street and s.w. 15th Street to cross rail
road tracks (providing a 22- or 23-foot vertical 
clearance) and then overpasses Fleur Drive with a 
vertical clearance of at least 14 1 -6 11 • Fleur 
Drive currently overpasses said railroad track
age. The roadway would thereby be elevated 
approximately 50 feet above the existing railroad 
tracks, resulting in high construction costs for 
the structure. 

c. From Ingersoll Avenue to Fleur Drive, it is anti
cipated that the proposed arterial would be ele
vated above the existing terrain. This would 
result in increased costs for the facility, and 
the area would be visually impacted and divided. 

7. Tuttle Street Alt_ernative 

The proposed arterial in this alternative begins at 
Alternative No. 2 southeasterly of the eastern crossing 
of the Raccoon River, curves northeasterly and then east
erly to join Tuttle Street in the vicinity of s.w. 11th 
Street. Its alignment then follows Tuttle Street to s.w. 
5th Street, proceeds northeasterly, crosses the Des 
Moines River north of Sec Taylor Stadium and then joins 
Alternatives A and B south of Raccoon Street. 

Alternative No. 7 was dropped from further design and 
evaluation because of the following: 

a. Between its junction with Alternative No. 2 and 
s.w. Second Street, this alternative requires the 
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acquisition and relocation 
and railroad properties. 
tion and relocation costs 
prohibitively high. 

of several industrial 
Right-of-way acquisi
are expected to be 

b. The alternative would cross various park proper
ties between s.w. Second Street and the east side 
of the Des Moines River, with resulting impacts 
to such parklands. 

c. Numerous railroad tracks between the Raccoon 
River and s.w. Ninth Street would have to be 
crossed. Almost all of these would have to be 
either crossed at-grade or overpassed. Due to 
the relatively close spacing of railroads, a 
combination of at-grade crossings and overpasses 
is not feasible. Numerous at-grade crossings 
would deter traffic movements and reduce safety, 
whereby overpassing all tracks would be finan
cially unfeasible. 

a. Scott __ Avenu_e_ _--_Maury St_reet_ Alternative 

The westerly terminus of this segment is located 
easterly of the Des Moines River at a point on Alterna
tive No. 2. Its alignment then curves and proceeds 
easterly to join the route of existing Maury Street end
ing at the junction of S.E. 14th Street. 

This alternative was 
reasons: 

deleted for the following 

I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

a. Scott Avenue east of S.E. 14th Street is planned I 
to be the major roadway in the future, with Maury 
Street being a lower-level roadway. 

b. Due to the diagonal nature of the alignment of I 
this alternative as it relates to existing pro-
perty layouts, the acquisition and relocation of 

1 numerous residential properties would be re
quired. The impact on the remaining neighborhood 
is expected to be severe also. 

9. Raccoon_Street - Mau¼Y Street AlternatiV'_e 

This alternative begins in the vicinity of E. Sixth 
Street at Alternatives A and B then curves southeasterly 
to follow Maury Street easterly to a junction with S.E. 
14th Street. 
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This alternative was deleted for the same reasons as 
was Alternative No. a. 

10. 15th_ Street Alternative 

The 15th Street alternative is a divided multilane 
arterial roadway connecting to the 15th street leg of 
Alternative A and thence following 15th Street and 
Crocker street to the north and west. This alternative 
then connects with the existing one-way streets of Hard
ing Road and 19th Street just south of I-235. 

This alternative was deleted from further review 
because of the following factors: 

a. The anticipated traffic volumes along Cottage 
Grove Avenue, Crocker Street and 15th Street 
north of Ingersoll Avenue would require the 
widening of such streets. Resulting impacts are 
expected to be severe for the commercial area 
along Cottage Grove Avenue, to residential areas, 
the historic district and St. Edmunds School 
areas along Crocker Street, and to residential 
areas and the historic district along 15th 
Street. 

b. The Harding Road and 19th Street connections 
intersect with Cottage Grove Avenue at approxi
mately right angles. The provision of other than 
relatively large turning radii would reduce the 
efficiency of traffic movements. Larger radii 
would require more extensive property acquisi
tions. The church at the northeast corner of 
19th Street and Cottage Grove Avenue (Crocker 
Street) would restrict the turning radius in this 
quadrant of the intersection. 

c. The proposed arterial in this alternative would 
separate St. Edmunds School and its adjoining 
open space from the neighborhood south of Cottage 
Grove Avenue and Crocker Street and west of 15th 
Street. School pedestrian traffic movements and 
safety would be severely affected by the in
creased traffic on these roadways. 

d. Noise level increases would be a significant 
impact on the school, church and residential 
areas along the proposed arterial. 
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11. High Street Alte_rna~i¥e 

I 
I 

This alternative begins at Alternative No. 1 north of I 
Woodland Avenue, curves easterly in the vicinity of High 
Street and then curves southeasterly to follow along 15th 

1 Street to meet the 15th Street leg of Alternative A in 
the vicinity of Locust Street. 

This alternative was 
reason: 

deleted for the following I 
a. Access from Fleur Drive to the north-south seg-

1 ment of the proposed arterial north of Woodland 
Avenue would be very indirect. This would result 
in extra vehicle miles of travel and reduced 
efficiency and safety of traffic operations. I 

b. Adverse impacts on residential areas, commercial 
areas and historic district. 

12. Tuttle __ Street - Scott Avenue Alternative 

Alternative No. 12 begins at Alternative No. 7 in the 
vicinity of s.w. Third Street, curves southeasterly and 
then northeasterly, meeting Alternative No. 2 in the 
vicinity of S.E. Eighth Street. 

This alternative was deleted from further considera
tion for the following reasons: 

a. The diagonal alignment east of the Des Moines 
River would be adverse to existing properties due 
to the angular crossing of these blocks, thus 
resulting in increased acquisition of residences 
and relocation impacts. 

b. Alternative Nos. 2 and 7, to which this Alterna
tive No. 12 connects, were deleted. 

13. Tut_tle __ _atree_t_ - _ _El_m _Street Al ternatiye 

This alternative begins at Alternative No. 7 at a 
point in the vicinity of the southerly extension of s.w. 
15th street, proceeds northeasterly and then curves more 
northeasterly to join Alternatives A and Bin the vicin
ity of s.w. Ninth Street and Elm Street. 

Due to the following factors, this alternative was 
deleted from further consideration: 
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a. Its alignment would cross several railroads and 
commercial and industrial properties, resulting 
in high costs of right-of-way acquisition and 
relocation. 

b. Comment c. of Alternative No. 7 is applicable to 
this alternative. 

Indianola Avenue Connection Alternatives 

I-1. S.E. First Street Alter_native 

This alternative provides for a segment of divided 
highway combined with two one-way streets to connect the 
CBD Loop Arterial with Indianola Avenue. Northbound 
traffic proceeds northeasterly from Indianola Avenue 
along the route of S.E. First Street to the Raccoon 
River, crosses said river and proceeds northwesterly 
along the route of s.w. First Street, then curves more 
northwesterly to pass north of the Sec Taylor Stadium and 
then curves more northerly to become aligned with s.w. 
Second street in the vicinity of Elm Street. 

The southbound roadway proceeds southerly of Elm 
Street along the route of s.w. Third Street, then curves 
southeasterly, crosses the Raccoon River and then curves 
to meet the proposed divided highway near Jackson Avenue. 
This alternative then follows the existing alignment of 
S.E. First Street to Indianola Avenue. 

Alternative No. I-1 was deleted from further consid
eration for the following reasons: 

a. The northbound lanes were located to prevent 
intrusion into Columbus Park northerly of 
Indianola Avenue. This would result in the in
trusion of the southbound lanes into properties 
along the westerly side of S.E. First Street. 
The alignment of the southbound lanes from the 
Raccoon River to Indianola Avenue therefore would 
require the acquisition and relocation of numer
ous residential and commercial properties. 

b. Properties south of the Raccoon River, north of 
the convergance of the southbound and northbound 
roadways and between the two said roadways would 
be separated from the current neighborhood. It 
is expected that this area would deteriorate. 
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c. An additional east-west roadway, generally paral
leling the Raccoon River to the south, would be 
required to accommodate traffic. This roadway 
would connect from the southbound roadway at a 
point south of the river and would proceed east
erly, with a junction at the northbound roadway 
and an eastern terminus southerly of the Scott 
Avenue bridge. This roadway would require addi
tional right-of-way and relocations. 

d. To accommodate the projected turning movements, 
this alternative would require a major intersec
tion improvement at Indianola Avenue. However, 
due to the presence of Columbus Park in the 
northeasterly quadrant of this intersection, the 
necessary intersection improvements cannot be 
provided without encroachment into the park un
less the north leg of the intersection is shifted 
considerably more to the west. Thus, either the 
park or additional private properties would be 
impacted. 

I-2. s.w~irst Street - s.E. Firs~Street Alternative 

This alternative provides for two one-way streets to 
connect the proposed CBD Loop Arterial with Indianola 
Avenue. The northbound roadway proceeds northerly from 
Indianola Avenue via the route of S.E. First Street and 
then curves northwesterly to join the alignment of s.w. 
Second Street as extended south of Elm Street. 

The southbound roadway follows the route of s.w. 
Third Street as extended southerly of Elm Street and then 
curves southwesterly to follow the route of s.w. First 
Street to Indianola Avenue. 

This alternative was deleted from further considera
tion and analyses due to the following: 

a. A relatively large area would be included between 
the two one-way roadways. The area south of the 
Raccoon River includes numerous residences, a 
church, a parochial school, a convent, several 
businesses and neighborhood facilities. The 
existing area would therefore be divided, with 
that portion between the one-way roadways being 
isolated from the balance of the neighborhood. 
The isolated area would be expected to deterio
rate. 
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b. A major intersection improvement at the junction 
of the northbound roadway at Indianola Avenue, as 
discussed for Alternative No. I-1, would have 
similar impacts for this alternative. In addi
tion, an additional major intersection at the 
junction of the southbound roadway and Indianola 
Avenue would have a significant impact on the 
church at the northeasterly corner of such an 
intersection. 

c. Pedestrian access to the church and the parochial 
school that are located between the two one-way 
roadways would be adversely affected by the road
ways. 

S.E. 14th Street - S.E. 15th Street Alternatives 

14A. s.E._ 1_Ath Stree_t_Alternative 

This alternative provides for a southbound roadway 
from the vicinity of E. Walnut Street to the railroad 
viaduct, thence becoming known as S.E. 14th Street to the 
bridge over the Des Moines River. The northbound roadway 
proceeds north from the said river bridge to the vicinity 
of the north end of the railroad viaduct, becomes E. 15th 
street, curves northeasterly and then northwesterly along 
the route of E. 15th Street to E. Walnut Street. Exist
ing S.E. 14th Street is a divided four-lane roadway from 
the convergence of E. 14th and E. 15th Streets north of 
the railroad viaduct to south of the bridge over the Des 
Moines River. The proposed alternative would include 
widening of the existing roadway to the extent necessary 
to accommodate projected future traffic volumes. 

This alternative was deleted from further considera
tion due to the following reason: 

a. Based on preliminary traffic volume projections 
at the junctions of S.E. 14th Street with Scott 
Avenue and Maury Street, widenings of S.E. 14th 
Street, including the provision of additional 
turning lanes, would result in very large inter
sections or interchanges. Traffic could be 
accommodated more efficiently and safely by sepa
rating the northbound and southbound roadways and 
provide separate junctions at Scott Avenue and 
Maury Street. Such an alternative as the latter 
was selected for further preliminary design and 
evaluation. 
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15th Street Connection Alternative 

15A. Fleur Drive - 15th s~treet Alternative I 
This alternative consists of the northeasterly exten-

sion of Fleur Drive to the vicinity of Ingersoll Avenue, I 
thence curves northerly to follow along the route of 15th 
Street. In conjunction with Alternative Nos. 1, 2 and 4, 
this alternative was preliminarily considered to distri- I 
bute Fleur Drive traffic to Locust Street, Grand Avenue, 
Ingersoll Avenue and 15th Street and to relieve traffic 
congestion in the vicinity of Locust Street, Grand Ave-

1 nue, 18th Street, 17th Street and Ingersoll Avenue. 

This alternative was deleted due to the following 
factors: 

a. Right-of-way needed for this alternative included 
expensive commercial businesses. 

b. The alignment of this alternative would cross 
existing blocks in a diagonal manner and inter
sect existing streets at objectionable angles, 
resulting in sharp, inefficient turning move
ments. 

Street Widening Alternatives 

As an alternative to providing a new transportation facility 
in the project corridor, the possibility of widening existing 
streets to accommodate the projected traffic volumes was investi
gated. As shown in Figure 2.8, the projected traffic deficien
cies are located in four general corridors: a north-south corri
dor along Harding Road and Fleur Drive, a north-south corridor 
along First Street, a north-south corridor along S.E. 14th 
Street, and an east-west corridor through the central business 
district. The "Street Widening" alternatives propose improve
ments to existing streets along or parallel to the above corri
dors as a method of satisfying the future traffic demand. 

Street Widening Alternative No. SW-1 
This alternative consists of widening and/or removing 

parking from those individual streets within the study 
area that are not capable of accommodating projected 
traffic volumes. The following street modifications are 
included in Alternative No. SW-1 and are indicated in 
Figure 3.8: 

1. 19th Street, Center Street to I-235. 
2. Crocker Street, 19th Street to 16th Street. 
3. Center Street, 19th street to Harding Road. 
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4. Harding Road, Center Street to Ingersoll Avenue. 
s. Ingersoll Avenue, Harding Road to 19th Street. 
6. 19th Street, Ingersoll Avenue to Grand Avenue. 
7. Grand Avenue, 18th Street to West of Harding Road. 
s. 18th Street, Grand Avenue to Fleur Drive. 
9. Fleur Drive, Valley Drive to 18th Street. 
10. Indianola Avenue, East of s.w. Ninth Street to 

Hartford Avenue. 
11. First Street, Indianola Avenue to court Avenue. 
12. S.E. Sixth Street, Raccoon Street to E. Court Avenue. 
13. S.E. 14th street, Hartford Avenue to E. Walnut 

Street. 
14. E. 15th Street, E. Court Avenue to E. Walnut Street. 
15. S.E. 14th Street - E. 15th Street Connection, south 

of E. Court Avenue. 
16. Maury Street, S.E. 14th Street east to study limit. 
18. Widening of streets within shaded area shown in 

Figures 2.8 and 3.8. 

During the preliminary evaluation stage of the above 
alternative, the following major impacts were identified: 

a. The traffic analysis indicated a need for an increase 
of approximately 25 percent in the traffic handling 
capacities of streets in the central business dis
trict area. To provide such increases in capacities 
would require the widening of many streets and elimi
nation of on-street parking within the CBD, as well 
as the removal of on-street parking in other areas. 
Due to the existing built-up character of this area, 
such major street improvements cannot be accommodated 
without narrowing or eliminating sidewalks and/or 
removing many existing multistory buildings. Based 
on right-of-way considerations alone, the widening of 
existing streets in the CBD area is considered to be 
an impractical solution. In addition, a recent 1982 
study has stated that approximately 4,800 additional 
parking spaces will be needed in the downtown area, 
thus making the loss of existing parking a signifi
cant impact. 

b. The widening of existing streets in the CBD area 
would encourage the use of such streets for through
traffic movements, particularly if alternative paral
lel routes are not available. Accordingly, this 
alternative will further detract from the business 
usage character of the downtown area. 

c. Pedestrian movements in the CBD area would be severe
ly impacted by the removal or reduction of sidewalk 
facilities or by the increase in traffic volumes. 
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Approximately 20,614 full-time persons were employed 
at companies with offices located within the 55-block 
area bounded by Grand Avenue, Des Moines River, Court 
Avenue, Fifth Avenue, Cherry Street, 13th Street, 
Mulberry Street, 16th street, Des Moines Union Rail
way and 18th Street, being west of the Des Moines 
River (1982 data). In addition, approximately 1,363 
persons were employed on the east side of the river 
in a 16-block area bounded by the Des Moines River, 
E. Court Avenue, E. Seventh Street and E. Grand 
Avenue (1982 data). 

d. The then proposed Walnut Avenue Transit Mall between 
Eighth Street and Fifth Street (now completed) would 
have been extremely difficult to implement due to the 
added traffic volumes in the CBD area. Traffic 
volumes would have increased further on parallel 
streets when this portion of Walnut Street was closed 
to through traffic for the transit mall. 

e. Major intersection or interchange improvements would 
be required at many locations including interchanges 
at Fleur Drive, s.w. Eighth and Ninth Streets and 
S.E. 14th Street, as well as other possible loca
tions. 

f. The alternative would require the widening of four 
bridges: the Fleur Drive bridge over the Raccoon 
River, the First Street bridge over the Raccoon 
River, the S.E. 14th Street railroad viaduct north of 
Scott Avenue and the S.E. 14th Street bridge over the 
Des Moines River. 

g. A number of parks, open spaces and cemeteries would 
be affected by proposed street widenings including 
Chamberlain Park, Woodland Cemetery, st. Ambrose 
Cemetery, Columbus Park, Sec Taylor Stadium, Hawthorn 
Park, Water Works Park, and several areas of public 
open space near the Des Moines and Raccoon Rivers and 
in the CBD area. Impacts to certain park areas would 
include increases in traffic volumes, noise and 
exhaust emissions, in addition to visual and physical 
intrusion. 

h. The need to widen S.E. First Street from Indianola 
Avenue to the Raccoon River would necessitate acqui
sition of property fronting on both sides of the 
street or along only one side if all of the widening 
was made on one side. As Columbus Park is located on 
the east side of S.E. First Street, the widening 
would likely be along the west side of the present 
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i. 

roadway, causing full 
existing residential and 
that side of the street. 

or partial acquisition of 
commercial properties along 

s.w. First Street would need to be widened from 
its intersection with S.E. First Street, across the 
Raccoon River (including bridge widening) and then to 
the junction of s.w. First Street and Riverside 
Drive, such being between and adjacent to parklands. 
To avoid widening s.w. First Street from its afore
mentioned junction with Riverside Drive to Court 
Avenue, existing s.w. First Street and Riverside 
Drive could be converted from two-way streets to a 
one-way couplet. 

The horizontal alignment of the present roadway rela
tive to northbound traffic, via Harding Road-Center 
Street-19th Street restricts travel to speeds of 15 
miles per hour at two curves. In order to provide 
for higher speeds and improve the level of service 
and other operational characteristics, a larger 
radius horizontal curve is proposed for the curve 
from northbound Harding Road to eastbound center 
Street and for the curve from the latter to north
bound 19th Street. Additional right-of-way will need 
to be acquired, which may include potential historic 
or architectural sites. 

The area bounded by Harding Road, Center street, 
19th Street and Interstate 235, will continue to be 
isolated from the balance of the Sherman Hill Neigh
borhood area. School children destined for Edmunds 
School will have to continue to cross the 19th Street 
artery. 

j. The alternative will not provide an improved trans
portation facility to serve the industrial areas 
along Market Street and thus will not serve one of 
the primary needs defined for this project. 

Street Widening Alternative No.~sw-2 

Due to the extent of impacts identified in the previous 
system, particularly in the CBD area, a second street widen
ing alternative was investigated. This alternative, as shown 
in Figure 3.9, would replace the multiple east-west street 
widenings in the CBD area with a single east-west corridor 
consisting of Cherry and Mulberry Streets as one-way pairs 
west of Fifth Street and Court Avenue being a two-way street 
east of Fifth Street. Connection of this sytem to the west 
at the existing Grand Avenue-Locust Street one-way couplet 
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could be accomplished by a north-south one-way couplet con
sisting of 12th and 13th streets from Cherry Street to Grand 
Avenue. By concentrating the east-west widening along this 
corridor, some of the impacts to the CBD area will be dimin
ished; however, the following additional impacts were identi
fied for this alternative: 

a. Right-of-way acquisition for 12th, 13th, Cherry and 
Mulberry Streets and Court Avenue would be more ex
tensive than in Alternative No. sw-1. 

b. The existing pedestrian structure over E. Court Ave
nue, being south of the State Capitol Building, would 
be severely impacted by the widening of E. Court 
Avenue. This structure is an earth-filled arch and 
is approximately 160 feet wide (as measured along E. 
Court Avenue). A new State Historic Museum is pro
posed to be located to the south of this structure 
with pedestrian access to the State Capitol Complex. 

c. This alternative would require the reversal of the 
existing one-way eastbound traffic movement on 
Mulberry Street to a westbound movement, with resul
tant impacts on businesses and parking entrances 
designed for the present eastbound movement. This 
change would also result in two parallel one-way 
westbound streets (Mulberry and Walnut Streets), 
creating an undesirable traffic flow situation (un
less Walnut Street were to be changed to a two-way 
street). 

d. The Court Avenue bridge over the 
would possibly have to be widened 
alternative. 

Des Moines River 
as part of this 

e. Item Nos. b, e, f, g, h, i and j listed in Alter
native No. sw-1 would be similar in this alternative. 

Street Widening Alternative No. SW-3 
In order to reduce the impacts to the CBD and State 

Capitol area, an additional street widening alternative was 
investigated. This alternative would create a major east
west route along existing streets south of the CBD area, 
including portions of 16th Street, Market street, s.w. 11th 
Street, Tuttle Street, s.w. Fifth Street, Jackson Avenue, 
S.E. First Street and Scott Avenue, in lieu of multiple or 
selected street widenings in the CBD area (Figure 3.10). 
Other street widenings outside of the CBD area for this 
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alternative are similar to Nos. 1 through 17 as listed for 
street Widening Alternative No. sw-1. During the preliminary 
evaluation of Alternative No. SW-3, the following major im
pacts were found: 

a. 

b. 

c. 

d. 

e. 

f. 

Due to the volumes of intersecting traffic, the 
interchange improvements near s.w. Eighth and Ninth 
Streets and S.E. 14th Street would be more extensive 
than the previous alternatives. 

This alternative would result in increased out-of-way 
travel of approximately 3,000,000 vehicle-miles per 
year for east-west traffic, with resultant costs and 
delays to the road users. 

Right-of-way and relocation costs associated with 
this alternative would be significant along 16th 
Street, s.w. 11th street, Tuttle Street, S.E. First 
Street and Scott Avenue and particularly so in the 
vicinity of s.w. Eighth and s.w. Ninth Streets. 

Sixteenth Street would collect and distribute traffic 
to existing east-west streets in the western part of 
the CBD. Its grade south of Mulberry Street would 
approximate the existing grade, and it would cross 
the western end of the Des Moines Union Railway yards 
as does the existing street. 

The proposed widening of Scott Avenue from the Des 
Moines River to S.E. 14th Street in this alternative 
will adversely affect the residential area it 
traverses through increased roadway and right-of-way 
widths and increased traffic volume, noise and ex
haust emission levels. The Scott Avenue bridge over 
the Des Moines River will likely need to be widened 
as part of this alternative. 

S.E. First street will have to be widened more than 
SW-1 and SW-2 from Jackson for Alternative Nos. 

Avenue to Scott Avenue. 
more right-of-way required 
of the roadway. 

This will affect somewhat 
to construct this segment 

g. In addition to those parks listed under Alternative 
No. SW-1, this alternative would also impact Allen 
Park and Cohen Park, adjacent to Scott Avenue. The 
horse watering trough located in Cohen Park, which is 
listed in the National Register of Historic Places, 
would be within the construction area of this alter
native. 
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h. Item Nos. e, f, g, h and i listed in Alternative No. 
SW-1 would be similar in this alternative. 

Summary of Street Widening Alternatives 

Based on the extensive impacts to adjacent properties and 
parks, the increases in traffic volumes for local streets and 
in the CBD area, incompatibility with present and proposed 
developments in the CBD area, effects on historically and 
architecturally significant properties, major interchange or 
intersection problems at several locations, and other factors 
listed in the foregoing discussion, the Street Widening 
Alternatives were deleted from further consideration. 

Grand Avenue-18th Street-Locust Street
Fleur Drive Area Street Modification Alternatives 

Several alternative methods of relieving the existing traffic 
congestion on Grand Avenue, 18th Street, Fleur Drive and Locust 
Street in the vicinity of the Des Moines Technical High School, 
were analyzed. Nine alternatives were preliminarily designed, 
partially evaluated and deleted from further consideration for 
the following reasons: 

1. All alternatives involved diagonal crossings of commer
cial blocks, resulting in anticipated high costs for 
right-of-way and relocation, and adverse impacts on land 
use. 

2. All alternatives reduced accessibility to properties. 

3. All alternatives, although relieving congestion for the 
traffic movement eastbound Grand Avenue to eastbound 
Locust Street traffic (by reducing conflicts with north
bound Fleur Drive traffic destined for westbound Grand 
Avenue or Ingersoll Avenue), result in indirect and 
longer-distance travel for said northbound Fleur Drive. 

4. All alternatives resulted in indirect traffic movements 
for westbound Grand Avenue traffic west of 14th Street to 
19th Street, with traffic being diverted to Ingersoll 
Avenue as part of some alternatives. The traffic move
ment from westbound Grand Avenue to southbound Fleur 
Drive would be indirect for all alternatives. 

5. Provision of the north-south segment of the CBD Loop 
Arterial, connecting Harding Road and Fleur Drive, 
resulted in reduced traffic volumes and congestion in 
this area and in the elimination of the need for such 
modifications relative to Alternatives A and B. 
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ALTERNATIVES CONSIDERED SUBSEQUENT TO THE DRAFT EIS AND PUBLIC 
HEARING 

As a result of input received in response to the Draft EIS 
and public hearing, the Des Moines City Council authorized an 
evaluation of five additional alternatives that had not been 
considered in the Draft EIS. A report on this evaluation appears 
in a December, 1984, document, "Concept Evaluation of Additional 
Alternates." Two of these alternatives (Alternatives C and D) 
were variations in the same north-south segment previously 
described for Alternatives A and B (Figure 3.11). Two of these 
were variations in the east-west segment previously described for 
Alternatives A and B (Alternatives E and F, Figure 3.11}. The 
fifth alternative was a variation of the previously described 
Indianola Avenue Connection (Alternative G, Figure 3.11}. 

Four design variations of the Preferred alternative were 
evaluated in late 1985. One was a variation of the alignment in 
the Elm Street corridor, while another was a modification of the 
junction of the north south and east-west segments in the Des 
Moines Water Works. The third variation consisted of the exten
sion of proposed railroad viaducts in lieu of an embankment 
between railroads for the E. 15th Street Extension and modifica
tion of S.E. 14th street improvements. These alternatives are 
described in the following section. 

North-South Segment 

Two additional alternatives (Alternatives c and D, Figure 
3.11) in the north-south segment (in the Harding Road corridor) 
were developed between I-235 and the Raccoon River. The purpose 
of these alternatives was to attempt to reduce impacts to commer
cial and residential areas compared to the impacts of Alterna
tives A and B. 

Alternati~e C 

The alignments of the northbound and southbound roadways, 
connecting to 19th Street and Harding Road respectively to the 
south of I-235, were designed to merge at a common intersection 
with Cottage Grove Avenue. Furthermore, they were designed to be 
located to the west of businesses located southerly of Cottage 
Grove Avenue and east of Harding Road. 

In order to avoid these businesses, the resulting horizontal 
alignment of the northbound roadway could not be designed for a 
speed limit any higher than 30 miles per hour (mph) due to the 
limited area in which to curve easterly and then northerly from 
Cottage Grove Avenue to tie into 19th Street in the vicinity of 
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I-235. This design would require the widening or replacement of 
the existing 19th Street bridge over I-235. The southbound road
way would accommodate a speed limit of 35 mph and would require 
partial widening of the Harding Road bridge over I-235. 

The widening of Cottage Grove Avenue would be required from 
west of Harding Road to 19th street to provide a four-lane, 
divided roadway. To reduce impacts to commercial properties, it 
was designed to be located northerly of the existing southerly 
curb line, thus requiring acquisition of properties along the 
northerly side rather than the acquisition of properties on both 
sides of Cottage Grove Avenue. 

South of Cottage Grove Avenue the alignment of this six-lane, 
divided roadway was designed to be located adjacent to and east 
of Woodland Cemetery, to cross Woodland Avenue and High Street 
with at-grade intersections and to intersect with Ingersoll Ave
nue at an at-grade intersection. The median is proposed to be 
maintained through the intersection of High Street, thus elimi
nating crossing traffic at High Street. This alignment could 
also be extended south of Ingersoll Avenue to underpass Grand 
Avenue, overpass the railroads and the Raccoon River and connect 
to Fleur Drive as in Alternatives A and B of the north-south 
segment of the proposed CBD Loop Arterial. The vehicular speeds 
on Fleur Drive and its northerly extension through the Harding 
Road corridor would be in the range of 40 mph. 

Due to such speeds for northbound traffic, the 30 mph curves 
northerly of Cottage Grove Avenue will represent a sudden 10 mph 
decrease in speed after through traffic has been traveling at 40 
mph for several miles. This feature is undesirable from a traf
fic safety standpoint, and this alternative is therefore defi
cient relative to traffic safety and operations and is not recom
mended. 

The provision of a grade separation at Woodland Avenue was 
considered relative to this alternative and not pursued. Al
though such could have accommodated a pedestrian overcrossing of 
the north-south segment, it would have required tall retaining 
walls from Pleasant Street to High Street and would have required 
an easterly shift in the north-south roadway which would have 
resulted in greater impacts on commercial properties north of 
Ingersoll Avenue. Such a grade separation would also have 
severely affected access to commercial properties between Wood
land and Ingersoll Avenues. 

The number of buildings required for the right-of-way is 
listed in Table 3.1. This alternative would require fewer 
single-family dwellings and commercial structures than would 
either Alternatives A or B. It would also impact one less struc
ture considered eligible for the National Register of Historic 
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Places and be further removed from the Sherman Hill Historic 
District. It would be located closer to Woodland Cemetery and 
require a slight shifting to its entrance. 

Alternative D 

This alignment serves as a compromise between Alternatives A 
and Band Alternative C and was designed to improve the speed 
limit along the northbound and southbound roadways from south of 
I-235 to south of Cottage Grove Avenue and to attempt to reduce 
impacts on residential, commercial and apartment properties along 
this segment of the project (see Figure 3.11). 

The design of the northbound and southbound roadways for this 
alternative provided for the merging of the two one-way roadways 
south of Cottage Grove Avenue in the vicinity of Crocker Street, 
then continuing south along the Harding Road corridor as a six
lane, divided roadway as described for Alternative c. The hori
zontal alignment of the northbound and southbound lanes between 
Crocker Street and I-235 will allow a speed limit of 35 or 40 
mph. Such a design will require the partial widening of 19th 
Street over I-235, although being less extensive than that 
required for Alternative c. This alternative is comparable to 
Alternatives A and B relative to traffic safety and operations. 

The provision of a grade separation at Woodland Avenue was 
also considered for this alternative but was dropped from further 
consideration as discussed relative to Alternative c. The right
of-way requirements and other impacts would be similar to those 
for Alternative c. 

East-West Segment 

Additional alternatives for the east-west segment (Alterna
tives E and F, Figure 3.11) were developed to investigate the use 
of existing roadways, including 15th and 16th Streets, Mulberry 
and Cherry Streets, Fifth Avenue and Court Avenue. These alter
natives are intended to provide interim continuity until such 
time as the east-west segment of either Alternative A or Bis 
constructed. Furthermore, these alternatives were not intended 
to serve as permanent solutions to the traffic problems in the 
east-west corridor. These alternatives would route eastbound 
traffic along Ingersoll Avenue to the vicinities of 15th and/or 
16th Streets, thence southerly and easterly along existing and 
proposed new roadway segments to Cherry Street in the vicinity of 
13th Street, along Cherry street from 13th Street to Fifth Avenue 
and then to and along Court Avenue from Fifth Avenue to the 
vicinity of E. 14th/S.E. 14th and E. 15th/S.E. 15th Streets. 
Westbound traffic from the vicinity of the latter streets would 
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follow Court Avenue to Fifth Avenue and would then proceed to and 
along Mulberry Street to 13th Street, thence westerly and north
erly along new and existing roadway segments to the vicinities of 
15th and/or 16th Streets and Ingersoll Avenue and thence westerly 
along the latter. 

Alternative E - Mulberry Cherry street Extensions~~ to 15th stree~t 
(See Figure 3.11). 

This interim alternative would incorporate a portion of 
Alternative A, namely 15th Street from Walnut Street northerly 
and westerly to the connection with Ingersoll Avenue. Southerly 
of Walnut Street, this alternative would provide a new three
lane, one-way roadway curving southeasterly along the northerly 
edge of the Des Moines Union Railroad Company facilities west of 
13th Street, joining the alignment of Cherry street in the vicin
ity of 13th Street. Beginning at 13th Street, Walnut Street 
would be extended westerly and northerly via a new three-lane, 
one-way roadway, which would tie into the northbound lanes of 
15th Street as included in Alternative A. 

The horizontal alignment of the southbound to eastbound road
way would follow a winding route in order to be located north of 
the railroad yard area. Due to varying elevations, a retaining 
wall would be required along the southerly side of the roadway to 
prevent intrusion of roadway fills into the railroad yard area. 
This retaining wall would be approximately 950 feet in length. 

The three-lane, one-way roadway carrying traffic in the oppo
site direction would be located to the north of the described 
roadway. Traffic speeds on each of these roadways would there
fore have to be restricted to speed limits of 25 miles per hour. 

In order to improve the alignments of these roadways by en
larging curve radii and/or by eliminating curves, additional 
properties would have to be acquired on the east side of 15th 
Street to the north of Walnut Street and along the north side of 
Cherry Street to the east of 13th Street. Thirteenth Street 
between these two roadways is proposed to be relocated and to be 
a one-way roadway from Mulberry Street toward Cherry Street. 

These extensions of Mulberry and Cherry Streets could be 
disconnected from 15th Street at Walnut Street in the future if 
15th Street was subsequently extended across the railroad yard to 
the proposed east-west CBD Loop facility in the Market Street 
corridor. These two extensions, if not abandoned or removed, 
could then be reconnected to Walnut Street at a location between 
13th and 15th Streets. 

Ingersoll Avenue is proposed to 
Street Ingersoll Avenue connection 
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Street, whereby 15th Street is proposed to tee into Linden Street 
from the north and a 90-degree crossing is proposed at the inter
section of High Street and 14th Street. Left turns are recom
mended to be prohibited at Locust street due ·to lack of left-turn 
lane storage for this movement and the corresponding left turn 
for northbound traffic to Grand Avenue. 

This alternative was not consistent with the land-use plan
ning for the CBD area and for the city. It did not meet the 
project need to relieve traffic congestion in the CBD area. 

Alternative F - 16th Street/Cherry Street and 15th Street/ 
Mulberry street connections (See Figure 3.11). 

This interim alternative would provide for the northerly and 
westerly extensions of 15th and 16th Streets north of Grand Ave
nue with connections to the westbound and eastbound lanes of 
Ingersoll Avenue, respectively. Each of these new one-way road
ways would have horizontal curves which would restrict speed 
limits to 25 mph. As in the previous alternative, Ingersoll 
Avenue is proposed to be removed from the 15th street-Ingersoll 
Avenue connection to High Street, with the proposed tee intersec
tion at 15th and Linden Streets and the full intersection at High 
and 14th streets. 

Southerly of Locust Street, 16th street is proposed to be 
constructed to curve southeasterly on a winding course along the 
north side of the Des Moines Union Railroad Company facilities 
and tie into Cherry Street at 13th Street. This new three-lane, 
one-way roadway and would require a speed limit of 25 mph. This 
alternative would require a retaining wall approximately 950 feet 
long. 

Mulberry Street, as part of this alternative, is proposed to 
be extended via a new three-lane, one-way roadway westerly and 
northerly from 13th Street, tying into 15th Street to the north 
of Walnut Street. This roadway would have a maximum speed limit 
of 25 mph. As part of this alternative, 16th Street is proposed 
to be relocated northerly of Market Street to intersect with the 
two one-way roadways in the vicinity of its proposed connection 
to Walnut Street. It would cross the existing railroad tracks 
at-grade. 

To improve the alignments of these two roadway extensions 
would have required the acquisition of additional properties on 
the east side of 15th Street to the north of Walnut Street, on 
the easterly side of 16th Street to the north of Locust Street 
and on the north side of Cherry Street east of 13th street. 
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The extensions of Mulberry and Cherry Streets could be dis
connected from the northerly portions of the extensions of 15th 
and 16th Streets in the vicinity of Walnut Street, at which loca
tion 15th and 16th Streets could be extended southerly and merged 
to cross over the railroad yards and then curve easterly to join 
Alternative A of the east-west segment of the CBD Loop if such 
facility were constructed in the future. The westerly extensions 
of Mulberry and Cherry Streets, as in the previous alternative, 
could either be removed or curved northerly to tie into Walnut 
Street at some point between 13th and 15th Streets. 

This alternative would not require the prohibition of left 
turns onto Locust Avenue from the eastbound roadway due to the 
one-way couplet feature of use of 15th and 16th Streets. As 
such, this alternative would provide better traffic circulation 
than Alternative A or the previously described Alternative F. It 
would not be consistent with land-use planning for the CBD area, 
however. 

Mulberry-Cherry Street One-Way Couplet (See Figure 3.11) Exten
sion of Either Alternatives E_or_F. 

As part of either interim Alternatives E or F, existing 
Cherry Street was proposed to be converted from a two-way to a 
one-way roadway, with traffic moving from 13th Street toward 
Fifth Avenue, at which location it would curve northeasterly and 
then easterly to tie into the southerly half of Court Avenue. 
Court Avenue was proposed to become a two-way street using the 
existing roadway. Existing on-street parking would be removed 
along Cherry Street and Court Avenue as part of this alternative. 
Traffic flow along Mulberry Street would be changed from one-way 
eastbound to one-way westbound, with traffic thereby traveling 
from Fifth Avenue toward 13th Street. The westbound lanes of 
Court Avenue would curve northwesterly and then westerly in the 
vicinity of Fifth Avenue to tie into Mulberry street. 

Traffic movements at the Fifth Avenue intersections with the 
one-way Mulberry and Cherry Street and two-way Court Avenue road
ways were expected to result in numerous vehicle and pedestrian 
delays as Fifth Avenue is a one-way southbound street toward 
Mulberry Street and Fifth Avenue south of Cherry Street is a two
way street. One of two options was available relative to Fifth 
Avenue connections. In the first option, southbound Fifth Avenue 
traffic approaching Mulberry Street could be permitted to turn 
west onto Mulberry Street or to cross Mulberry Street and then 
turn east onto Court Avenue or cross Cherry Street and proceed 
south. Northbound Fifth Avenue traffic approaching Cherry Street 
would be required to turn east onto Court Avenue as part of this 
option. As part of the second option, southbound traffic on 
Fifth Avenue would be required to turn west onto Mulberry Street, 
whereby motorists destined to eastbound Court Avenue could turn 
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south via Sixth Avenue to Cherry Street and then turn east onto 
Cherry Street. Northbound Fifth Avenue traffic approaching 
Cherry Street would be permitted to either turn east onto Court 
Avenue or to cross Cherry Street and turn west onto Mulberry 
Street. 

In order to provide even minimally acceptable curve radii for 
the junctions of the two one-way roadways at their connections 
with Court Avenue, the northeast and southeast corners of the 
courthouse property would have to be acquired, resulting in loss 
of on-street and off-street parking on and around the courthouse 
property. In addition, property would have to be acquired from 
the bank property at the southeast corner and from the City Park
ing Ramp property at the northeast corner of Court and Fifth 
Avenues. Such street modifications would bring traffic into 
closer proximity to the Courthouse and Parking Ramp facilities. 

The reversal of one-way traffic flow on Mulberry street would 
require extensive modifications to the entrance to the city's 
Mulberry Street Parking Ramp, as the current entrance is oriented 
relative to the existing one-way traffic flow direction. Fur
thermore northbound traffic approaching the business district via 
s.w. Eighth Street would no longer be able to turn right onto 
Mulberry Street and then right into this parking facility but 
must travel north to Locust Street, proceed east to Seventh 
Street and south on Seventh Street, and then turn west onto 
Mulberry street, with an extra travel distance of approximately 
six city blocks (3/8 mile). (Walnut Street is proposed to become 
a transit mall and will therefore be closed to other traffic.) 
The reversal of traffic flow along Mulberry Street would also 
require modifications in traffic signals, traffic signs and pave
ment markings and adversely affect the current placement of some 
building and business signs. 

The parking facility for the Financial Center, located at the 
northeast corner of Mulberry and Seventh Streets, currently dis
charges traffic parallel to Mulberry Street and such exiting 
traffic merges with the existing eastbound traffic flow on 
Mulberry Street via a driveway (see Figure 7). With the proposed 
reversal of traffic flow on Mulberry Street, vehicles exiting 
from this parking facility would have to make au-turn, in 
effect, to get onto Mulberry Street, with no other street connec
tions being possible. 

A drive-through bank facility located 
mid-block and immediately east of the 
oriented with the existing traffic flow 
Street. The reversal of traffic flow on 
necessitate the relocation of equipment 
banking facility. 
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The headquarters of the Des Moines Fire Department is located 
on the south side of Mulberry Street and west of s.w. Ninth 
street, the latter street being a one-way southbound street. 
With the proposed reversal of traffic on Mulberry Street, all 
fire trucks must turn west onto Mulberry Street. In order for 
the fire department to respond to calls south of the business 
district along the main arterial of s.w. Ninth street, an extra 
three and one-half blocks of travel would be necessary via 
Mqlberry, 10th Street, Walnut Street and Ninth Street (see Figure 
6). Responses of the Fire Department to calls north and east of 
this fire station would also be adversely affected by the re
versal of traffic flow on Mulberry street. Emergency vehicles 
would be permitted to use Walnut Street within the proposed tran
sit mall area. 

Cherry Street passes under viaducts at s.w. Ninth, Eighth and 
seventh Streets. Two-way surface roadways under these viaducts 
currently tie into Cherry Street from the south via tee intersec
tions. One-lane, one-way surface streets are currently provided 
between Cherry and Mulberry Streets adjacent to the approaches to 
the s.w. Ninth and Eighth Street viaducts, although none is pro
vided at s.w. Seventh Street. Southwest Ninth Street, the s.w. 
Ninth Street viaduct and the surface street to the east of the 
north viaduct approach are one-way southbound roadways. South
west Eighth Street, the s.w. Eighth street viaduct and the sur
face street to the west of the north viaduct approach are one-way 
northbound roadways. The s.w. Seventh Street viaduct is a two
way facility, whereby s.w. Seventh Street to the north of Mul
berry Street is a one-way southbound street. The one-lane, one
way surface streets between Mulberry and Cherry Streets would be 
more extensively used with the one-way couplet concept than under 
current conditions in order to provide for traffic circulation 
between the two one-way streets. This would increase traffic 
congestion in the vicinity of the viaducts. 

Further traffic circulation problems are anticipated in the 
vicinity of the Courthouse, where a new county jail facility is 
located on the west side of Sixth Avenue and north of Cherry 
Street and the Mulberry Street Parking Ramp exit connects to 
Sixth Avenue between Mulberry and Cherry Streets. 

Court Avenue from Fifth Avenue to E. 15th Street (See Figure 
3.11} Extension of Either Alternatives E or~F· 

Court Avenue is currently a one-way eastbound street from 
Fifth Avenue to Kasson Street and a two-way street east of Kasson 
Street. As part of this interim alternative, Court Avenue would 
become a two-way street easterly of Fifth Avenue. The existing 
street provides for four lanes of traffic and two parking lanes 
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from Fifth Avenue to E. Third Street, three lanes of traffic and 
two parking lanes from E. Third to E. Sixth Streets, three traf
fic lanes and one parking lane from E. Seventh and four traffic 
lanes from E. Seventh to Kasson Street. The left lane is 
required to turn left onto Kasson Street and the next lane to the 
right is required to turn left onto Finkbine Drive. The remain
ing two lanes continue eastbound adjacent to the two westbound 
lanes on Court Avenue east of Kasson Street and Finkbine Drive. 
Kasson street is a one-way westbound roadway from Court Avenue 
toward E. Walnut Street, while Finkbine Drive is a two-way 
street. 

The exit from the city's Parking Ramp at the northeast corner 
of Fifth and Court Avenues is constructed to direct traffic east
bound onto Court Avenue, which street currently is a one-way 
eastbound facility. It is expected that modifications of this 
exit would be necessary upon changing Court Avenue to a two-way 
roadway. Left turns from this parking ramp onto two-way Court 
Avenue would increase the accident potential at this location. 

A gate-controlled parking lot entrance to the north of Court 
Avenue is located approximately 50 feet east of Second Avenue. 
Upon the conversion of Court Avenue to a two-way street, east
bound traffic wishing to turn left into this parking lot and 
waiting for the passage of oncoming vehicles would pose a traffic 
safety and congestion problem not currently occurring. In addi
tion, the use of the Mulberry-Cherry-Court alternative as the 
main east-west transportation corridor was expected to result in 
increased truck traffic on streets in this corridor. This condi
tion would constitute a negative impact on the present and in
tended future use of the area. 

The existing connection for the left turning movement from 
westbound E. Court Avenue to Kasson Street would have to be 
closed when E. Court Avenue becomes a two-way street. In addi
tion, the existing traffic island to the east of this left-turn 
connection would have to be modified to provide four traffic 
lanes on E. Court Avenue. 

This alternative also included the proposed realignment of E. 
Court Avenue from the vicinity of E. 13th Street to E. 14th 
Street to improve the horizontal alignment approaching the inter
section at E. 14th Street. 

Indianola Avenue Connection 

Alternative G - s.w. First/S.E. First~~ Street Conn~ctiQn to 
Indianola Avenue (See Figure 3.11). 

This alternative provides connections from the one-way cou
plets of s.w. Second and Third Streets from north of Elm Street 
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to an intersection of S.E. First Street and Indianola Avenue and 
is in addition to the southerly extensions of these two one-way 
streets via the Indianola Avenue connection that is presented for 
Alternatives A and B. 

S.E. First Street was proposed to be widened to a four-lane 
roadway from Indianola Avenue to the existing two-lane bridge 
over the Raccoon River. This existing bridge was proposed to be 
widened to a four-lane bridge. North of this bridge, a four-lane 
pavement was proposed to extend in a northwesterly direction to 
the vicinity of the existing intersection of s.w. First Street 
and Riverside Drive. At a point approximately 500 feet northwest 
of this location, the northbound lanes would curve to the north 
to tie in to existing s.w. Second Street to the north of Elm 
Street. The southbound lanes would continue further to the 
northwest and curve to the north to connect to s.w. Third Street 
at Market Street. 

The roadway for northbound and southbound traffic would be a 
divided, four-lane roadway that would diagonally cross a one
block area of Riverside Park that is located south of Elm Street 
and north of Sec Taylor Stadium. It was proposed that s.w. First 
Street be extended southwesterly from the vicinity of Elm Street, 
cross the proposed new s.w. Second and s.w. Third Street exten
sions and then curve to tie into s.w. Second Street approximately 
one block south of Elm Street. Elm Street would extend north
easterly from s.w. Third Street, cross the new s.w. Third Street 
extension and connect to s.w. Second Street approximately one
half block north of Elm Street. Scott Avenue would tie into the 
proposed four-lane roadway south of the Raccoon River. The pro
posed roadway would cross the Chicago & North Western Transporta
tion Company track at-grade. 

Indianola Avenue would be widened from s.w. First Street to 
Hartford Avenue to a four-lane, divided roadway, with additional 
width in each direction in the vicinity of the intersection with 
S.E. First Street to accommodate turning movements. 

The proposed s.w. First/S.E. First Street roadway would be 
undivided except northerly of the south access to Sec Taylor 
Stadium and southerly of E. Edison Avenue to Indianola Avenue. 
In addition, the new roadway would be widened one lane between E. 
Edison Avenue and Indianola Avenue, with a transition from two to 
three lanes southbound occurring between E. Dunham and E. Edison 
Avenues. The northbound lanes are proposed to be widened to 
three lanes for approximately 150 feet north of Indianola Avenue 
and then be reduced in width to two lanes northbound upon reach
ing E. Edison Avenue. Columbus Avenue would be dead-ended to the 
west of S.E. First Street. 
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A retaining wall or retained earth structure would be 
required along the easterly side of the proposed northbound road
way and northerly of the Raccoon River to prevent encroachment of 
the roadway slopes into the Des Moines River. Improvements in 
this area would have to be coordinated with the U.S. Army Corps 
of Engineers, as such are partially located within the existing 
flood control facilities. 

0 

In contrast to Alternatives A or B, which would pass on the 
edge of this well-established Italian neighborhood, this alterna
tive would pass through the center of the residential area. It 
is anticipated that this alternative would be highly controver
sial and would not be accepted by the neighborhood. This alter
native would require the acquisition of 12 single-family dwell
ings, 11 commercial structures and the headquarters of two 
Italian benevolent organizations. It would have significantly 
more negative impact on the residential neighborhood than would 
either Alternatives A or B, which would displace only five 
single-family dwellings, one apartment and two commercial struc
tures. 

Alignment Variation in Elm Street Corridor 

As a result of the 1985 study of archaeological resources in 
the Elm Street corridor and because of recent commercial develop
ments in the area, the city staff recommended a southerly shift 
of the original alignment of Alternatives A, Band the Preferred 
alternative. This alignment variation involves the portion of 
the east-west segment of the CBD Loop Arterial between s.w. Ninth 
Street and s.w. First Street. The eastbound and westbound lanes 
curve toward Elm Street immediately east of s.w. Ninth Street and 
become aligned with the existing Elm Street pavement at s.w. 
Fifth Street and to the east (Plate 8, Appendix C). 

This variation is different from that presented in the Draft 
EIS in that the latter was located generally north of Elm Street 
west of s.w. Second Street (Plate 12, Appendix D). As a result, 
Elm Street would have remained open from s.w. Ninth street to a 
proposed cul-de-sac east of s.w. Fourth Street but would be 
closed east of s.w. Sixth Street for the revised alignment. The 
revised alignment will provide ramp connections to the s.w. 
Eighth and s.w. Ninth Street viaducts and intersections at s.w. 
First, s.w. Second, s.w. Third and s.w. Fifth Streets, as were 
also included in the original concept. 

Modification of Interchange in the 
Des Moines Water Works 

Subsequent to the Draft EIS and 
Moines Water Works advised the city 
expansion of their water collection 
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the area north of their existing facilities. Portions of these 
proposed facilities would have been located entirely or partially 
within the proposed interchange. 

In an effort to avoid conflicts with these future expansions, 
several alternatives· were developed for this interchange in the 
vicinity of the Water Works. Figure 3.12 includes schematic 
diagrams of various interchange layouts. Layouts A and B provide 
connections to the east-west segment to the east of Fleur Drive 
at the north side of the Raccoon River, while the remaining lay
outs provide realignments of the east-west segment westerly of 
s.w. 14th Street. Highest traffic demands are from northbound 
Fleur Drive to the northbound CBD Loop and the opposing south
bound movement. Based on the abilities of the various inter
change layouts to efficiently accommodate the major traffic move
ments, the potential for staging the various improvements, the 
cost of construction and driver expectancy, Layout G was selected 
for further development. The latter is shown in more detail in 
Figure 5.8 (Chapter 5). 

Modification of E. 15th Street Extension 
and S.E. 14th Street Improvements 

The proposed improvements for the E. 15th Street Extension 
provide for an earthen embankment between the structure overpass
ing the Chicago & North Western Transportation Company and other 
trackage to the north and the structure overpassing the Burling
ton Northern railroad track and the east-west segment of the 
arterial. Because this design would have required the filling of 
a wetland area, an alternative was investigated to reduce the 
effects on this wetland. This variation involves the construc
tion of one viaduct and the elimination of earthen embankment 
(Plate 11, Appendix C). 

The other alignment modification was proposed to reduce 
impacts to Hawthorn Park along the west side of S.E. 14th Street. 
This modification provides for pavement width transitions immedi
ately south of Maury Street and for conversion of the existing 
two-way street to a one-way southbound street from south of the 
width transition near Maury Street to the north end of the bridge 
over the Des Moines River (Plate 12, Appendix C). 

BASIS FOR SELECTION OF PREFERRED ALTERNATIVE 

After review of the Draft Environmental Impact Statement, the 
report on "Concept Evaluation of Additional Alternates," the 
public hearing transcript, comments received from the public and 
agencies, and the input received at the public information meet
ings held in 1985, the Des Moines City Council selected a 
preferred alternative in February, 1985. This alternative was 
selected for the reasons described in the following paragraphs. 
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North-South Segment 

The original concept of Alternatives A and B was selected for 
the segment between I-235 and approximately Center Street. Al
though this concept would require the displacement of one addi
tional business and several additional residences compared to 
Alternatives C or D, the benefits from improved traffic operation 
would outweigh these adverse effects. Traffic operations would 
be improved at the intersections with Cottage Grove and in the 
transition from one-way 19th Street and Harding Road at I-235 to 
two-way Harding Road south of Center Street. The original con
cept would also allow for the connection of Olive Street west of 
Harding Road to provide access to that portion of the Woodland 
Willkie area north and west of Woodland Cemetery. It would not 
require the modification of I-235 bridges as proposed in Alterna
tives c and D. 

From Center Street south to Fleur Drive, the Preferred 
alternative would utilize the Harding Road modification contained 
in both Alternatives c and D. This would greatly reduce the 
number of properties displaced and also would reduce the impacts 
to the businesses along Harding Road near Ingersoll Avenue and at 
Grand Avenue. It would also impact fewer historic properties 
that are considered contributing to the significance of the 
Sherman Hill Historic District and be further shifted to the west 
away from this district and the neighborhood. It would not 
require the taking of a potential National Register historic 
structure as would Alternatives A and B. 

East-West Segment 

The original concept of Alternative B was selected as the 
Preferred alternative for the east-west segment. This alterna
tive would provide improved traffic flow and much better access 
to the underdeveloped industrial area south of the CBD than would 
any of the other concepts. This alternative would also displace 
considerably fewer businesses than would the other alternatives. 
After its selection, the original concept of this alternative was 
modified in the Des Moines Water Works to minimize the impacts to 
this facility. This revision also eliminated the need for the 
15th Street-Tuttle Street Extension. 

Indianola Avenue Connection 

The original concept for this connection that was presented 
in the Draft EIS was selected. The other alternative (Alterna
tive G) considered subsequent to the Draft EIS proved to be too 
disruptive to the neighborhood and too costly. 
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E. 15th Street Extension 

I 
I 

The original concept for this connection that was presented I 
in the Draft EIS was selected with slight design modifications in 
a wetland area and adjacent to a park. No other alignment alter-
natives were considered for this segment. I 

Other Considerations 

The Preferred Alternative would have fewer impacts to Sec- I 
tion 4(f) properties than would the other alternatives 
(Table 3.4). It would also displace slightly fewer buildings 
than would the other alternatives (Table 3.1) and would be less I 
expensive (Tables 3.2 and 3.3). 

Rep/Dm2/AA5 I 
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TABLE 3.1 

BUILDING DISPLACEMENTS FOR ALTERNATIVES OF THE 
DES MOINES CBD LOOP ARTERIAL 

I Displacements 

I Churches & 
Single-Family Coamunity City-Owned 

Alternative Dwelling Apartments Warehouses Comnercial Centers Buildings Garage Total 

I North-South Segment 

lA, lB 25 16 32** 2 1 76 

I 
2A, 2B 20 14 24** 2 1 61 

C 13 7 12 2 34 
D 12 7 14 2 35 

Preferred 16 11 17** 2 46 

I East-West Sesm!nt (West of Des Moines Riverl 

A 7 12*** 19 
B & Preferred 6 5 11 

I 
E* 1 7 8 
F* 7 7 

East-Wes_t Segment (East of Des Moines Riverl 

I A, B & Preferred 31 1 9 41 
E* 0 
F* 0 

I 
Indianola Avenue Connection 

A, B & Preferred 5 1 5 1 2 14 
G 12 0 11 1 0 24 

I E. 15th Street Extension 

A, B & Preferred 19 1 6 4 0 30 

TOTALS 

I Alternative lA 80 18 8 63 5 4 2 180 
Alternative 2A 75 16 8 55 5 4 2 165 
Alternative lB 80 18 7 56 5 4 2 172 
Alternative 2B 75 16 7 48 5 4 2 157 

I 
Preferred 

Alternative 71 13 7 41 5 4 1 142 

I 
*Interim Solutions - The ultimate displacement impacts will be same as Alternatives A or B. 

**Includes three conmercial buildings that have apartments upstairs. 
***Includes one conmercial building that has apartments upstairs. 
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Length (Miles) 

Road-User Cost 
Savings* 

Construction Costs: 
Grading/Drainage 
Pavement 
Structures 
Noise Walls 

~ Railroad 
Relocation 

Utility 
Adjustments 

Miscellaneous 

lA 

1.5 

$ 1,673,200 
1,533,400 
6,867,000 

335,000 

590,000 
1 133 400 

North-South Segment 

Subalternative 

2A 1B 2B Preferred 

1.5 1.5 1.5 1.5 

$ 1,400,500 $ 1,823,700 $ 1,527,700 $ 2,477,800 
1,793,100 1,623,100 1,862,500 1,847,500 
5,211,900 8,851,200 7,570,100 7,421,400 

335,000 335,000 335,000 360,000 

540,000 622,000 572,000 572,000 
1 104 900 1 181 400 1 144 200 336 200 

TABLE 3.2 

COMPARISON OF ALTERNATIVES 
COSTABLE FACTORS 

w. 15th St. 
East-West Segment Extension 

Alternative 

A B Preferred B 

2.6 2.9 2.8 0.3 

$ 2,138,200 $ 2,097,700 $ 2,117,200 $ 309,100 
2,858,700 2,723,600 2,671,000 290,900 
7,722,400 9,622,900 7,199,000 1,466,900 

625,000 1,761,500 625,000 

741,000 735,000 735,000 
1 608 500 1 534 500 1 527 800 126 500 

Indianola 
Avenue E. 15th St. 

Connection Connection Totals 

Alternative Subalternative 

A, B and A, Band 
Preferred Preferred lA 2A 1B 2B Preferred 

0. 7 1.0 5.8 5.8 6.4 6.4 6.0 

$12,761,000 $12,761,100 $10,364,000 $10,364,000 $10,368,000 

$ 555,300 $ 1,043,700 5,410,400 5,137,700 5,829,500 5,533,500 6,194,000 
784,800 1,281,900 6,458,800 6,718,500 6,704,300 6,943,700 6,585,200 

1,674,300 4,166,700 20,430,400 18,775,300 25,782,000 24,500,900 20,461,400 
335,000 335,000 335,000 335,000 360,000 

27,000 652,000 652,000 1,788,500 1,788,500 652,000 

112,000 123,000 1,566,000 1,516,000 1,592,000 1,542,000 1,542,000 
384 700 568 800 3 695 400 3 666 900 3 795 900 3 758 700 3 817 500 

Total 
Construction 
Cost $12,132,000 $10,385,400 $14,436,400 $13,011,500 $14,014,900 $15,693,800 $18,475,200 $14,875,000 $2,193,400 $3,511,100 $ 7,211,100 $38,548,000 $36,801,400 $45,827,200 $44,402,300 $39,612,100 

Other Costs: 
Engineering, 

Legal, Admin
istrative and 
Contingencies 

Right-of-Way 
Relocation 

Assistance 

2,426,400 
10,257,000 

2 618 000 

2,077,100 2,887,400 
8,404,000 10,257,000 

2 014 000 2 618 000 

2,602,300 
8,404,000 

2 014 000 

2,803,000 
5,160,000 

1 528 000 

3,138,800 
7,998,000 

1 990 000 

3,695,000 
5,982,600 

1 560 000 

2,975,000 
7,065,200 

1 660 000 

439,000 703,000 
485,100 1,360,000 

50 000 398 000 

1,442,200 7,710,400 
1,963,000 21,589,000 

970 000 5 976 000 

7,361,100 9,166,600 8,881,500 7,923,200 
19,730,000 20,052,700 18,199,700 15,553,200 

5 372 000 5 596 000 4 992 000 4 556 000 

TOTAL COSTS** s21 433 400 s22 880 so0 S30 19s soo S26 0n s00 s23 sos 900 s2s s20 600 s29 112 800 S26 s1s 200 S3 167 so0 ss 972 100 s11 591 300 S73 s11 400 S69 264 soo sso 642 s00 S76 475 soo S67 644 so0 

*Road-user cost savings of alternatives as compared with "No Action" alternative. 
**Total costs do not include costs for some mitigation measures, such as archaeological mitigation, that are not known at this time. 
NOTE: Estimated costs are based on 1985 cost data. 
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I 
I TABLE 3.3 

ESTIMATED PROJECT COSTS FOR VARIOUS SECTIONS OF THE PROJECT 

I 
I Stage 

I From To 

I 
I 
I 
I 
I 
I· 
I 
I 
I 
I 
I 
I 
I 
I 

N-S Segm.ant CBD: 

I-235 Ingersoll Ave. 
Ingersoll Ave. Fleur Drive 

E-W Segment CBD: 

N-S Segment CBD S.W. First Street 
S.W. First Street S.E. 14th St./ 

E. 15th St. Ext. 

W._ 15th Street Exten~lon: 

Walnut Street Tuttle St. Ext. 

Indianola Aveny~ Connection_: 

E-W CBD Indianola Ave. 

E. _15_th _Street Ext.en~J.on: 

North of E. 
Walnut Street 

SUBTOTALS 
Street Widenings 
TOTALS 

Des Moines River 

NOTE: Estimated costs are based on 1985 cost data. 
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Alternative A Alternative B 

Subalternative 

lA 

$12,789,400 
14,644,000 

20,009,900 

8,810,700 

---

5,822,100 

111591,300 

$73,817,400 
3,460.000 

$77. 277. 400 

3.51 

2A 

$10,935,800 
11,944,700 

20,009,900 

8,810,700 

---

5,822,100 

11 1591 1300 

$69,264,500 
3.460.000 

$72.724.500 

lB 

$12,789,400 
17,409,400 

21,902,100 

8,810,700 

3,167,500 

5,822,100 

111591.300 

$80,642,500 
3.460.000 

$84.102,500 

2B 

$10,395,200 
15,636,600 

21,902,100 

8,810,700 

3,167,500 

5,822,100 

11.591.300 

$76,475,500 
3.460.000 

$79.935,500 

Preferred 
Alternative 

$8,814,000 
14,691,900 

17,764,500 

8,810,700 

5,822,100 

11.591.300 

$67,644,500 
3.460.000 

$71.104.500 



I 
I 

TABLE 3.4 

SUMMARY OF SECTION 4(f) IMPACTS OF THE I MAJOR ALTERNATIVES CONSIDERED 

I 
Alternative 

Section 4(f) Impact lA 2A lB 2B Preferred I 
Number of National I 
Register Eligible 
Structures Displaced 5 4 4 3 2 I 
Number of National 
Register Eligible 

I Contributing Structures 
Displaced 31 27 31 27 23 

Shifts Woodland Cemetery I Entrance Yes Yes Yes Yes Yes 

Intrusion Into Northwest 

I Corner of Sherman Hill 
Historic District Yes Yes Yes Yes Yes 

Passes Through Archaeo- ,, 
logical Site 13PK61 Yes Yes Yes Yes Yes 

Requires 1.2 Acres From I the River Front Open 
Space Areas Yes Yes Yes Yes Yes 

Requires .3 Acre From I Sam Cohen Park Yes Yes Yes Yes Yes 

Requires .s Acre From I Riverside Park Yes Yes Yes Yes Yes 

Land Required From Water I Works Park in Acres 7 7 17 17 12.5 

Land Required From 

I Hawthorn Park in Acres .1 .1 .1 .1 0 

Land Required From 
Chamberlain Park in Ft2 50 0 50 0 0 I 
Rep/Dm2/AG1 I 
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FIGURE 3. 12 ALTERNATIVE LAYOUTS OF INTERCHANGE 

AT JUNCTION OF N-S AND E-W SEGMENTS 



NATURAL ENVIRONMENT 

SECTION 4 

AFFECTED ENVIRONMENT 

The study area is a three-mile long corridor located within 
the city limits of Des Moines, Iowa. It encompasses approxi
mately 1,750 acres of land, most of which is highly urbanized. 

The corridor is situated on the flood plains and terraces of 
the Des Moines River and Raccoon River, and the confluence of 
these two rivers occurs in the project area. Both of these river 
valleys are characterized by steeply sloping bluffs and a broken 
and dissected topography, especially near the bluff edges. Ele
vations in the project area range from approximately 790 feet 
(above sea level) in the flood plain areas to about 900 feet on 
the terraces (Figure 4.1). 

The project area is immediately south of the terminus of the 
Des Moines Lobe, the last Wisconsin drift sheet to cover north
central Iowa. All of the county is underlain by bedrock belong
ing to the Des Moines Series of Pennsylvanian Age. These flat
lying strata consist of shale containing thin coal seams and 
interbedded sandstone and limestone. Most of this bedrock is 
buried under several feet of glacial till, loess and alluvium and 
has little effect on the surficial topography. Rather, glacial 
deposits and erosion are responsible for the majority of the 
landforms. 

The Des Moines and Raccoon River flood plains are areas of 
recent alluvial deposits with numerous meander scars. During the 
melting of the Wisconsin glacier, outwash was carried from the 
glacier by the major channels in this area. More than 90 feet of 
glacial debris and alluvium now lie in the deep bedrock channel 
cut in shale beneath the Des Moines River. 

A field study of the geomorphology of the project area was 
conducted as part of this EIS project in 1982 and 1985. Terrace 
sequences in the river valleys were identified, and sediments 
from these deposits were aged. The amount of surface· disturbance 
of these deposits and the depth of buried deposits were evalu
ated. Soil profiles were developed for six sites within the 
project area. This information was utilized in assessing the 
potential for archaeological sites within the project corridor. 
This study is presented in its entirety in Chapter 3 of Appendix 
Volume II, "Cultural Resources of the CBD Loop Arterial Project 
Area, Phase I Investigations." 
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In the late-lS00s and early 1900s there were many active coal 
mines throughout the city. Most of the productive coal seams 
were depleted, and the last mine closed around 1946. Recently, 
the collapse of portions of several of these mines have caused 
holes to open up in an area to the east of the State Capitol. 
The Iowa Geological Survey has conducted a recent survey of these 
coal mines. 

Other mineral resources in Des Moines of economic importance 
include sand, gravel, clay and sandstone. 

The Des Moines River passes through the city near the center 
of the project area, flowing in a southeasterly direction. Up
stream from Des Moines it drains a large area in both south
central Minnesota and north- central Iowa (upper Des Moines sub
basin). Total drainage area of this subbasin just north of the 
mouth of the Raccoon River is 6,245 sqare miles. The Raccoon 
River subbasin drains a large area in northwest and west-central 
Iowa and has a drainage area of 3,441 square miles at a point 
just upstream from the project area. After leaving Des Moines, 
the river flows in a generally southeasterly direction for 535 
miles and joins the Mississippi near Keokuk, Iowa. Its total 
drainage area is 14,540 square miles. 

According to the Iowa Department of Natural Resources classi
fication, the water quality of both the Des Moines and Raccoon 
Rivers in the project corridor falls in the Warm Water B category 
for Surface Water Classification. These waters are suitable for 
nonbody contact recreation such as boating or fishing. The 
Raccoon River is also classified as Warm Water c, which desig
nates a potable water supply, in the vicinity of the Des Moines 
Water Works. This river is the major source of water for the 
city of Des Moines. 

The most significant types of pollution in the Des Moines 
River are turbidity related to upstream soil erosion and bacteria 
related to municipal sewage outfalls. However, the recently 
constructed Saylorville Reservoir upstream from Des Moines has 
greatly reduced the silt loads in the reach of the river that 
passes through the city. Low dissolved oxygen levels are a prob
lem in the Des Moines River during low flow conditions. Ammonia 
violations have occurred at times. 

Low dissolved oxygen and high ammonia levels are also peri
odic problems in the Raccoon River. Water samples for pesticides 
and metals have been taken extensively at the water supply intake 
for the Des Moines Water Works directly upstream from the project 
corridor. These samples have shown that water levels of pesti
cides and metals have not been in excess of Iowa standards or 
National Academy of Science recommended maximum levels. 
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The Des Moines River is heavily used for recreation. Two 
major Corps of Engineers' flood control reservoirs have recently 
been constructed on the Des Moines River near Des Moines and are 
major recreation sites for the area. Saylorville Dam (5,500 
acres) is located approximately 15 river miles upstream from the 
project site, and Red Rock Reservoir (5,400 acres) is downstream 
in an adjacent county. 

Within the project area, these rivers have been highly modi
fied by urban development. Flood control walls and earthen dikes 
have been installed in the flood plain and along the shores of 
both rivers (see Figure 5.8). The course of the Raccoon River at 
its mouth was modified in the early 1900s by the city of Des 
Moines. The old channel entered the Des Moines River approxi
mately 700 feet to the northwest of the existing channel. The 
old channel was filled with debris and rubble and now underlies 
Riverside Park and Sec Taylor Stadium (refer to Figure 4.5 for 
locations of these facilities). 

There are eight highway bridges and two railroad bridges 
crossing the Des Moines River and five h~ghway bridges and one 
railroad bridge crossing the Raccoon River in the project area. 
Two low-water dams have been constructed on the Des Moines River 
in the project area (at Scott Street and Center Street) and one 
low-water dam occurs on the Raccoon River (east of the Fleur 
Drive bridge). 

The City of Des Moines obtains its municipal water supply 
from a surface water intake on the Raccoon River, a surface water 
intake on the Des Moines River and groundwater from the alluvium 
of the Raccoon River Valley. Groundwater is collected through an 
extensive infiltration gallery system composed of a North Gallery 
and a South Gallery. The infiltration galleries and the Raccoon 
River intake are located in Water Works Park. The alluvial aqui
fer receives its recharge primarily from the river and local 
precipitation. However, the water quality is substantially dif
ferent than that of the river which indicates partial recharge 
from other sources. 

In 1986, the Des Moines Water Works discontinued using a part 
of their water source, the North Gallery, due to contamination of 
the groundwater. The U.S. EPA had conducted investigations in 
this area and identified the source, the Des Moines TCE site, 
which was placed on the EPA National Priorities list of uncon
trolled hazardous waste sites in 1983. This site is a ground
water plume containing volatile organic compounds, particularly 
trichloroethylene (TCE). Remedial action is being undertaken in 
1987. This site is located within the proposed CBD Loop project 
corridor along the Raccoon River to the west and southwest of the 
Fleur Drive bridge. The relationship of the project to this TCE 
site is discussed in Section 5 under "Water Quality." 
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Both of these rivers provide good habitat for fish and other 
aquatic life. According to the Iowa Department of Natural 
Resources, these rivers provide excellent fishing for channel 
catfish. White bass and carp are also abundant year-round. 
Seasonal fishing for walleye, crappie and white bass hybrids is 
also very good. Since the impoundment of Saylorville and Red 
Rock, there has been an increase in the diversity of fish species 
in this reach of the Des Moines River; and game fish, such as 
walleye and northern pike, have become more abundant (personal 
communication, Don Bonneau, Fisheries Biologist, IDNR, Des 
Moines). Fishing from the shore is common in the project corri
dor. 

The only undeveloped areas are located in the southwest por
tion of the corridor adjacent to the Raccoon River and in the 
western edge of the corridor. These areas include stands of 
flood plain forest, wetlands and old fields. Plant species 
occurring here are typical of flood plains in Iowa. No threat
ened or endangered plant species are known to occur in the area. 
Much of this area is existing or proposed open space for the city 
of Des Moines. 

These areas provide habitat for a wide variety of common 
wildlife species. Small mammals and birds are abundant in the 
more remote portions of the corridor. Deer, red fox and other 
wildlife are occasionally seen on the Water Works property (per
sonal communication, Dean Johnson, Director, Des Moines Water 
Works). The Des Moines River valley is a major migratory pathway 
for birds, and the Des Moines Audubon Society lists 56 species as 
common or abundant migrants. No threatened or endangered animal 
species are known to occur in the corridor. However, the pere
grine falcon ( Falco peregrinus) and the bald ea Haliaeetus 
leucocephalus) have been seen in the vicinity of Des Moines. 

There are many scenic viewpoints in the city, primarily asso
ciated with the river bluffs and river flood plain areas. From 
the high bluffs north of the Raccoon River, broad vistas of the 
river and greenbelt along the river are very scenic. The State 
Capitol and Terrace Hill (Governor's mansion) are situated on 
these river bluffs. From the flood plain areas in most of the 
project corridor, one has excellent views of these two struc
tures. 

The climate of the area exhibits a wide variation in both 
temperature and precipitation during the year. The average year
ly temperature is 49.8 F. The highest average month is July with 
75.5 F., and the lowest is January with 20.5 F. The annual rain
fall averages 32 inches, and snowfall averages 32 inches. The 
prevailing wind direction is southwesterly. 
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Air pollutants are currently being measured at four locations 
in Des Moines for suspended particulates and three locations for 
carbon monoxide. Other monitoring sites have been discontinued. 
The primary and secondary TSP standards were exceeded three times 
and 14 times, respectively, at one location in 1986 near S.E. 
18th Street and Scott Avenue. The carbon monoxide standard was 
not exceeded in 1985 at all three monitoring locations. One 
discontinued site is still expected to have carbon monoxide 
levels above the eight-hour standard. The CBD Loop project cor
ridor is within the areas designated as secondary nonattainment 
areas for suspended particulates and primary nonattainment for 
carbon monoxide. 

SOCIAL ENVIRONMENT 

Des Moines is the Capitol and largest city within the state 
of Iowa. Table 4.1 provides population and housing trends for 
the city of Des Moines, Polk County and the state of Iowa. As 
these data indicate, there has been a gradual decrease in total 
population for the city of Des Moines since 1960. The corporate 
limits of Des Moines include about 65 square miles, while the Des 
Moines SMSA encompasses 1,136 square miles. 

In 1980, 90.5 percent of the total Des Moines population was 
white, 6.8 percent was black, while 2.7 percent were other racial 
groups (primarily Spanish and Asian). In terms of age, 25.8 
percent of the population was under 18, while 12.5 percent was 65 
or older. 

Within the Des Moines SMSA, the 1980 population was 338,048, 
94 percent of which was white, 4 percent was black and 2 percent 
was other races. In terms of age, 28 percent were under 18, and 
10.3 percent were over 65. Population characteristics for speci
fic census tracts affected by the project are discussed in the 
next section of this report. 

Des Moines population originally developed as a low density, 
primarily single-family one with development spread over a con
siderable area. In comparison with other U.S. cities of similar 
size, Des Moines was found to have more land per capita and lower 
residential densities than most of the other 10 cities surveyed 
(Des Moines Plan and Zoning Commission, 1978, Proposed 1990/2000 
Land Use Plan). 

Prior to 1960, most of the low density residential develop
ment was in the outlying areas, and the high density residential 
development was restricted to the central areas. However, since 
that time, there has been a dramatic shift from single-family 
homes to multi-family dwellings. Most of the apartment construc
tion has occurred in the outlying areas, primarily along major 
roadways. 
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The majority of subdivision activity has been in the south-
ern areas of the city. The northwest and northeast corners of 
the city have also experienced considerable development. 

At the same time, there has been little new development in 
the central city, but rather considerable demolition resulting in 
a number of vacant lots. 

There are 12 neighborhoods in Des Moines (Figure 4.3). 
These neighborhoods are the units used by the city for planning 
purposes. The project corridor includes portions of six of these 
neighborhoods: Willard, Hiatt, Downtown, Callanan, Brody and 
Weeks (Figure 4.3). Besides residential areas in these neighbor
hoods, the corridor also includes part of the Des Moines Central 
Business District, industrial areas and commercial areas. 

The residential areas in the affected neighborhoods are all 
old, and most of the homes were constructed in the late 1800s and 
early 1900s. In the Callanan neighborhood, many of the homes 
predate the 1900s, and two areas have been declared as National 
Register Historic Districts (Sherman Hill Historic District and 
Owl's Head Historic District). 

Many of these older, centrally located neighborhoods house a 
more transient population than do the outlying areas. Many of 
the dwellings that were originally single-family, owner-occupied 
have been converted to multiple-family dwellings that are renter
occupied. 

Many of the residential areas in the central city area have 
been identified as areas with considerable economic, physical and 
social problems which make them eligible for Community Develop
ment Block Grant programs and other forms of federal assistance. 
A reevaluation of these areas was conducted by the City Plan and 
Zoning Department in 1982 using low-income and housing deficien
cies as criteria for identifying target areas for these programs. 
The income criterion for inclusion was that over one-half of the 
families had an estimated household income at or lower than 80 
percent of the city-wide median income. The condition of the 
residential structures was also a consideration (Des Moines Plan 
and Zoning Department, 1982, "Recommended Changes to Prime Ser
vice Area Boundaries"). 

All of the residential areas that would be directly affected 
by the project were included in these proposed target areas. 
Programs that are recommended for these target areas include 
rehabilitation, redevelopment, home improvement loans, limited 
relocation and demolition. Target areas within the project cor
ridor appear in Figure 4.3. 
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Further descriptions of the six affected neighborhoods, 
including census statistics for the census tracts and blocks 
affected by the project, appear in Section 5. 

Des Moines has a large amount of land devoted to parks and 
open spaces (about 3,000 acres). Much of this is located adja
cent to the Des Moines and Raccoon Rivers and provides long con
tinuous stretches of open space along these rivers (Figures 4.4 
and 4.5). The city has recently acquired some of this land as 
part of an overall Riverfront Development project for recreation 
and open spaces. 

One aspect of this River Front Development project is the 
construction of about 22 miles of riverfront bike trails. To 
date, almost 10 miles of the system has been completed (Figure 
4.5). This includes a 4.3-mile segment between Ashworth Park and 
Gray's Lake and a 5.5-mile segment between McHenry Park and 
Hawthorn Park. Future plans include the construction of several 
rest stops and information centers and a bike bridge over the 
Raccoon River near Gray's Lake. 

There are many schools and 
Those that are in or near the 
Figure 4.2. 

churches in the Des Moines SMSA. 
project corridor are shown in 

Many of the city's cultural and recreational attractions are 
located in or adjacent to the project area. These include the 
State Capitol, Terrace Hill (Governor's mansion), the Civic 
Center Theater, Botanical Center, Sec Taylor Stadium, the Iowa 
Historical Museum, the Des Moines Public Library and the Veterans 
Memorial Auditorium (Figure 4.5). 

The project area also includes the site of the founding of 
the original fort in 1843 and the area that was the site of early 
settlement of the city of Des Moines (Figure 4.5). 

Future city plans for the area within the CBD Loop Corridor 
include: the expansion and remodeling of Sec Taylor stadium to 
include various athletic facilities; redevelopment of the exist
ing residential area south of the Raccoon and Des Moines Rivers 
near downtown (Weeks Neighborhood) to take advantage of the 
riverfront open space areas; and expansion of the public and 
semi-public uses along the river in the downtown area. 

ECONOMIC SETTING 

The Des Moines economy has historically been based on insur
ance, publishing and wholesaling. These continue to be the lead
ing employers today, along with government and manufacturing. 
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The average unemployment rate (CPS rate) for 1986 was 6.7 
percent for the city of Des Moines. The unemployment rate for 
the city of Des Moines for January, 1987, was 6.1 percent and 5.2 
percent for the SMSA. The average family income for Des Moines 
was $20,755.00, and the average household income was $16,793.00 
(1980 Census). 

Major industries in Des Moines include finance and insur
ance, government, financial services, manufacturing, trade and 
service. Major firms include the Principal Financial Group 
(insurance), Firestone Tire & Rubber Co., John Deere (farm 
machinery), the Meredith Corporation (diversified media) and 
Younkers (department stores). There are 58 home offices of 
insurance companies located here. 

Many of the major employers are located in or adjacent to 
the Des Moines CBD and within the project corridor for the CBD 
Loop Arterial project. The proposed alignment for all "build" 
alternatives under consideration will pass through some commer
cial and industrial land. 

The downtown area has traditionally been the center of com
mercial activity in Des Moines. However, since the 1950s large, 
outlying shopping centers and strip commercial developments along 
major streets have considerably diminished the amount of commer
cial activity in the downtown area. Similarly, there has been a 
trend for industrial development to shift to the fringe areas of 
the city. There has also been a recent decline in the amount of 
industrial employment. 

LAND USE TRENDS 

Existing Land Use 

Existing land usage and recent changes in land usage for the 
city are presented in Table 4.2. The increases in developed land 
shown in this table have occurred over a period of population 
loss for the city (from 208,982 in 1960 to 201,404 in 1970 to 
191,003 in 1980). This reflects an increasing per capita need 
for all types of urban land. It also reflects an under-utiliza
tion of previously developed land, particularly in the central 
city area. Like many other U.S. cities, there has been a 
movement of residential, commercial and industrial areas to out
lying areas along with the abandonment and demolition of struc
tures in the central city. Many of the current land-use policies 
for the city are aimed at reviving the central city area. These 
will be discussed later in this section. 

In comparison with ten other cities of similar size, Des 
Moines was found to have slightly more land per capita than most 
of the other cities, rather low residential densities, and the 
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largest amount of land devoted to parks, open spaces, and public 
and semi-public uses (1978 survey by Des Moines Plan and Zoning 
Commission). Figure 4.6 presents the current land-use map for 
the city. This map was prepared in 1978 by the City Plan and 
Zoning commission. Some changes in the amount of land in the 
various land-use categories have occurred since then, but this 
figure still represents the basic areas of land use in Des 
Moines. Figure 4.7 presents a more detailed mapping of land uses 
in the project corridor and was based on 1981 data. 

The study area includes a wide range of land uses, from 
single-family residential to light manufacturing and industrial. 
It also includes a considerable amount of vacant land. 

The residential areas are located at the eastern, north
western and south-central edges of the corridor. The eastern and 
south-central residential areas are almost entirely single
family, while the northern area is primarily multi-family. Also, 
there is considerable residential usage in the commercial areas, 
where it is fairly common to find residential uses on the upper 
floors of many commercial buildings. All of these residential 
areas are older, central city areas that have undergone deterio
ration and abandonment to some degree and are targets for revi
talization. Features of these residential areas are discussed in 
this section under "Social Environment" and in Section 5 under 
"Social Impacts." 

The commercial areas in the corridor include the large 
office and retail concentration in the CBD as well as scattered 
neighborhood nodes and strip developments along major thorough
fares. Commercial uses vary from large office building and 
department stores to small neighborhood grocery stores and 
restaurants. Some of the largest commercial employers in the 
city occur in the corridor. 

The industrial land usage in the corridor is primarily con
centrated in an area south of downtown. This is the oldest 
industrial area in the city and developed here because of access 
to rail lines. Wholesalers, construction companies and various 
manufacturing concerns have been located here over the years. It 
was the major center for wholesaling in the state for a number of 
years. Currently, the area contains warehouses, wholesale sup
pliers, a steel plant, several small manufacturing concerns, 
trucking firms, and some vacant buildings. 

The project corridor abuts upon another old industrial area 
that would be affected by the project. This area is located 
along the eastern border of the corridor (east of S.E. 14th 
Street) and includes several major manufacturing concerns. 
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currently, most of the major industrial activity is located 

I 
I 

in the fringe areas of the city in well-planned industrial parks, 

1 primarily in the northern and western areas of the city. The 
facilities and layout of the older, central city industrial areas 
need upgrading, particularly streets, utilities and accessi-
bility. I 

A number of parks and open space areas occur in the corri-
dor. Most of the recent open space acquisition by the city has I 
taken place in this area, especially along the riverfronts. 
There is also a considerable amount of public and semi-public 
usage, primarily associated with the State Capitol Complex and 

1 other government buildings in the CBD. 

Future Land Use 

The 2000 Land Use Plan for the City of Des Moines has been 
developed by the City Plan and Zoning Commission as part of the 
city's 2000 Comprehensive Plan. The Land Use Plan consists of 
two elements: a series of land-use goals and objectives and a 
land-use concept that graphically depicts the recommended 
development patterns for the various land within the city. The 
proposed land usage for the area in and adjacent to the CBD Loop 
Arterial project is presented in Figure 4.8. 

Past land-use trends have been described under "Social 
Environment," "Economic Setting," and "Existing Land Use" in this 
section. Major trends have included: 

Low-density development in general 
toward higher density development in 
major thoroughfares. 

with a recent trend 
the fringes and along 

Some abandonment of the residential, commercial and indus
trial areas of the central city. 

I 
I 
I 
I 
I 
I 

Greatest amount of subdivision activity occurring on the I 
south side. 

Increases in office space both in the downtown area and in 
outlying areas. 

Slight decline in industrial activity. 

Movement of many industries to industrial parks on the 
fringe areas of the city. 

Future trends and needs that have been identified include: 

Continued major residential and commercial growth in the 
south side; modest growth in the northeast and northwest. 
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Need for development of more 
commercial land, some of the 
redevelopment. 

industrial, residential and 
need to be met through 

Increase in commercial competitiveness of the downtown area 
because of the recently constructed skywalk system and other 
downtown improvements. 

Increase in commercial space, particularly office space in 
the downtown area. 

Need to improve streets, 
central city industrial 
suburban areas. 

utilities 
areas to 

and layouts of existing 
be competitive with 

Continued expansion of governmental offices around the State 
Capitol Complex. 

Increased usage of the Des Moines Municipal Airport. 

street improvements for many of Des Moines thoroughfares. 

Consolidation and abandonment of some existing rail lines, 
especially in the downtown area. 

The future residential trends that are pertinent to the CBD 
Loop project are described in more detail in the following para
graphs. 

Residential demolitions are expected to continue at a high 
rate, and two-thirds of these are expected to occur in the older, 
centrally located neighborhoods (Hiatt, Callanan, Willard, Down
town, Irving). Significant amounts of rebuilding are projected 
for the four central city neighborhoods (Irving, Hiatt, Callanan 
and Downtown) if current public and private redevelopment efforts 
are successful. A considerable amount of restoration of homes 
has already taken place in the Sherman Hill area (Callanan Neigh
borhood). Also, several new multi-family residential complexes 
have recently been completed in or near the CBD. 

At least one-half of the new residential growth is projected 
to occur in the southern limits of the city, especially in the 
area east of E. 14th Street and south of the Des Moines River. 

The land-use goals that are a part of the 2000 Land Use Plan 
are presented in Appendix B.l. 

Major proposed land uses for 
commercial, recreation/open spaces, 
retail and residential (primarily 
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some medium-density residential). 
are further described for each 
"Environmental Consequences." 

Rep/Dm2/ACO 

4.12 

Existing and future land uses 
neighborhood in Section 5, 



I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

Year 

1960 
1970 
1980 

Des Moines 

Population 

208,982 
200,587 
191,003 

*All housing units. 

Year-Round 
Housing Units 

71,758* 
72,337 
79,891 

TABLE 4.1 

POPULATION AND HOUSING DATA 

Polk County 

Population 

266,315 
286,101 
303,170 

Year-Round 
Housing Units 

89,084* 
98,268 
122,075 

Population 

2,757,537 
2,824,376 
2,913,808 

Iowa 

Year-Round 
Housing Units 

905,295* 
954,801 

1,121,199 

Sources: Population Abstract of the United States, Andriot Associates; Census of Housing, 1960, Vol. 1, States and Small 
Areas; 1970 Census of Housing, Vol. 1, Housing Characteristics for States, Cities and Counties; Census Sunmary Tape 
File 1, Iowa, 1980. 

TABLE 4.2 

LAND USE IN DES MOINES IN 1962, 1973 AND 1981 

1981 .X Change .X Change 
Land-Use Category 1962 1973 Estimates 1962-1973 1973-1981 

Conmercial 1,060 1,800 2,000 +70% +11% 
Residential 13,980 14,500 15,200 +4% +5% 
Industrial 1,530 2,050 2,700 +34% +32% 
Public/Semi-Public 3,140 3,390 3,500 +8% +3% 
Parks & Open Space 2,360 2,910 3,860 +23.X +33% 
Transportation 6.270 7.650 7.800 illl +2% 

TOTAL DEVELOPED 28,250 32,300 35,060 +14% +9% 
Vacant Land & Rivers 12.470 9.800 7.230 -21% .:ill 

TOTAL ACRES 40,720 42,100 42,290 +3% +.5% 

Source: Des Moines Plan and Zoning Conmission. 

Rep/Dm2/AD5 
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FIGURE 4.1 TOPOGRAPHIC MAP OF THE PROJECT AREA 
( FROM U.S.G.S. DES MOINES S.E. QUADRANGLE, S.W. QUADRANGLE 7.5 MINUTE SERIES. j 
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CHURCHES 

1. ALL NATIONS CHURCH OF 000 Ill CHRIST 
711 S.E: 14TH COURT 

"Tl 2. BETHANY OPEN BIBLE CHURCH 
128 DUNHAM AVENUE 

Q 3. BURNS UNITED METHODIST CHURCH 

C 
811 CROCKER STREET 

4. CALVARY BAPTIST CHURCH ABCUSA 

JJ 606 EAST 9TH STREET 
5. CEIHRAL LUTHERAN CHURCH m EAST 9TH & DES I«! INES STREETS 
6. CHURCH OF COMPASSION 

.e. 1000 S. E. 11 TH STREET 
7. CHURCH OF THE FIRST BORN 

I\) 619 S. E. 15TH STREET 
8. CLIFTON HEIGHTS UNITED PRESBYTERIAN CHURCH 

1931 S.W. 1ST STREET 
9. CORINTHIAN BAPTIST CHURCH 

814 SCHOOL STREET 
10. FIRST BAPTIST CHURCH 

620 - 8TH STREET 

011. FIRST EVANGELICAL LUTHERAN CHURCH 
EAST 5TH & DES l«!INES STREETS 

:::C 12. FIRST FRI ENDS CHURCH 

C 13. 
615 EAST 13TH STREET 

FIRST GRACE BRETHREN CHURCH 

JJ EAST 10TH & LYON STREETS 

0 14. FIRST UNITED METHODIST CHURCH 
10TH & PLEASANT STREETS 

::J: 15. GRACE APOSTOLIC TEMPLE 
615 S.E. 15TH STREET m 16. GUADALUPE ROMAN CATHOLIC CHURCH 

en 11. 
601 S.E. 8TH STREET 

JORDAN UNITED METHOD 1ST CHURCH 
1950 S.E. 4TH STREET en 18. KINGSWAY CATHEDRAL 
901 - 19TH STREET 

0 19. KYLES AME ZION CHURCH 
907 - 15TH STREET 

:::C 20. MAPLE STREET BAPTIST CHURCH 

0 21. 
1552 MAPLE STREET 

r4!SSION TEMPLE 

0 22. 
1161 ENOS AVENUE 

MORNING STAR BAPTIST CHURCH 
r- 1150 - 13TH STREET en 23. MT. HEBRON BAPTIST CHURCH 

1600 EAST CAPITOL AVENUE 
go 24. tl)UNT OLIVE BAPTIST CHURCH 

501 S. E. 4TH STREET 
25. NEW JERUSALEM CHURCH OF QJD IN CHRIST 

0 26 
1198 - 14TH STREET 

OUR SAVIOURS BAPTIST CHURCH m· 1555 DES tl)INES STREET 

Z 27~- PENN AVENUE CHURCH OF GOD 

en 2s. 
1000 PENNSYLVMIA AVENUE 

PILGRIM BAPTIST CHURCH 

C 1732 WALKER STREET en 29. ST. AMBROSE CATHEDRAL 
607 HIGH STREET 

30. ST. ANTHONY'S CATHOLIC CHURCH 

-t INDIANOLA AVENUE & S.W. 1ST ST. 

JJ 31. ST. JOHN'S LUTHERAN CHURCH 
6TH STREET & KEO WAY > 32. ST. PAUL AME CHURCH 
1201 DAY STREET 

0 33. ST. PAUL LUTHERAN CHURCH 

-t 34. 
EAST 12TH & WALKER STREETS 

ST. PAUL'S EPISCOPAL CHURCH 

en 35. 
815 HJ GH STREET 

SHELTERING ROCK CHURCH 
718 S.E. ALLEN STREET z 36. SHILOH BAPTIST CHURCH 
1213 SCOTT AVENUE 

37. SOUTHEAST ASSEMBL y OF mo CHURCH 

-t 715 S. E. 14TH COURT 
:::C 38. vrnE STREH msPEL CHAPEL 

1441 EAST VINE STREET m 39. WESLEY UNITED METHODIST CHURCH 
800 EAST 12TH STREET 

""O 
JJ SCHOOLS 
0 1. DES t«l!NES TECHNICAL HIGH SCHOOL 

c.. 1800 GRANO AVENUE 
2. DES ll>INES TECHNICAL HIGH SCHOOL m ATHLETIC FIELD 

0 HARDING ROAD BETWEEN HIGH STREET & INGERSOLL 
3. EAST HIGH SCHOOL 

-t EAST 13TH & WALKER STREETS 
4. EDMUNDS SCHOOL 

> 1601 CROCKER STREET 
5. GREATER DES !«JINES EDUCATION CENTER 

JJ 1961 INDIMOLA AVEHUE 
m 6. LUCAS SCHOOL 

1535 CAPITOL AVENUE 

> 7. McKINLEY SCHOOL 
1610 S.E. 6TH STREET 

8. ST. ANTHONY'S SCHOOL 
16 COLUHBUS AVENUE 

9. WASHINGTON SCHOOL 
HARTFORD AVENUE & SOUTH Utl ION STREET 
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FIGURE 4.6 EXISTING LAND USE IN DES MOINES (1978) 
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RESIDENTIAL -
UP TO 10 UNITS/ ACRE. 

MOR MEDIUM DENSITY 
RESIDENTIAL -
UP TO 15 UNITS/ ACRE. 
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0 
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HOR HIGH DENSITY 
RESIDENTIAL -
UP TO 51 UNITS/ ACRE. 

COM COMMERCIAL -
CORRIDORS AND NODES OF 
GENERAL BUSINESS. RETAIL 
ANO SERVICE ESTAE 

IND INDUSTRIAL - MAJOR 
CONCENTRATION OF LIGHT AND 
HEAVY INDUSTRIES. WARE -
HOUSING ANO REL A TEO USES. 

PS P PUBLIC/SEMI-PUBLIC -
MAJOR PUBLIC ANO SEMI-PUBLIC 
FACILITIES, SERVICES AND 
INSTITUTIONS. 

ROS RECREATION/OPEN SPACE -
LARGE SCALE RECREATION 
ORIENT6P ACTIVITIES. PRESERVA
TION AREAS, CEMETERIES, FLOOD 
PLAIN AREAS, GREENBELTS AND 
OTHER OPEN SPACES. 
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SECTION 5 

ENVIRONMENTAL CONSEQUENCES 

A summary of the major environmental consequences described 
in this section appears at the end of this section. 

RELOCATION IMPACTS 

Residential Relocation Impacts 

Displacement of residents from the established neighborhoods 
in the project corridor will be a major social impact of the 
project. The Preferred Alternative will displace an estimated 
466 persons (Table 5.1). Subalternative lA would displace the 
most residents (592). The Preferred Alternative will displace 84 
residential buildings which house 181 housing units. These in
clude 71 single-family dwellings and 110 apartment units. The 
other alternatives considered would have displaced from 196-244 
housing units (Table 5.1). 

Census data for the census blocks and tracts within which the 
project occurs and for the city as a whole appears in Tables 5.2 
through 5.6. A comparison of characteristics of these subpopula
tions with those for the city of Des Moines appears in Table 5.7. 

The neighborhood within which each census tract occurs in 
also indicated on these tables. In most cases, each census tract 
occurs within one neighborhood and is only one of several tracts 
within the neighborhood. However, census tracts 34 and 36 each 
overlap two neighborhoods, but the affected blocks within them 
belong to only one of the neighborhoods. Neighborhood boundaries 
are illustrated in Figures 4.3, 5.1 and 5.2. Census tract boun
daries appear in Figure 4.2. A breakdown of the census block 
data and project displacement data for each neighborhood is pre
sented in Table 5.8. 

A comparison of the census tract data with that for all of 
Des Moines reveals that the population in the vicinity of the 
project contains higher percentages of non-whites than does the 
Des Moines population. There are lower percentages of owner
occupied housing units and single-family dwellings than for the 
city as a whole. 

The block data shows these same trends with an even greater 
percentage of non-whites and renter-occupied housing units in the 
affected blocks than in the census tracts. The housing data for 
the affected properties is similar to that for the census blocks 
and tracts. Multi-family and renter-occupied housing units pre
dominate. The population characteristics for the residents to be 
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displaced were not surveyed but were developed from the block 
data. Thus, they show the trends for higher percentages of non
whites and young people than is present in the city as a whole. 

Acquisition payments would be made to each owner whose pro
perty is to be acquired. Such payments are based on fair market 
values and would be determined by appraisal of the properties at 
the time of acquisition. This appraised value would be in 
accordance with current real estate selling prices at the time of 
acquisition. In addition to acquisition payments, all eligible 
relocatees would receive relocation assistance in compliance with 
the Federal Uniform Relocation Assistance and Real Properties 
Acquisition Policies Act of 1970 (as amended in 1985) and Chapter 
316, Code of Iowa, 1985. 

The Relocation Assistance Program assists owners and tenants 
displaced by a highway project in finding decent, safe and sani
tary housing. Both tenants and owners qualify for relocation 
assistance by meeting minimum residence requirements. All occu
pants will receive payments for moving expenses. In addition, 
any individual or family who has owned and occupied or rented a 
dwelling for at least 90 days before the start of negotiations is 
eligible to receive payments for closing costs incurred in pur
chasing another dwelling. Any individual or family that has 
owned and occupied their own home for at least 180 days before 
the start of negotiations is also eligible for a replacement 
housing payment to offset increased interest payments on a re
placement dwelling. These supplemental payments to owners may 
not exceed $15,000.00. 

Renters are eligible for a rental replacement housing payment 
not to exceed $4,000.00 if there is a difference between the 
amount necessary to rent a comparable dwelling and the amount of 
rent presently paid. It is based on a period of four years. 

There is adequate replacement housing currently available in 
other areas in the city. In November, 1985, there were approxi
mately 3,200 homes for sale in Des Moines with an average sale 
value for a two-bedroom home of $43,053.00. In October, 1985, 
426 homes were sold with an average sale price of $58,213.00 
(Wesley Day and Company, Des Moines, Iowa). 

Approximately 453 apartment rental units were available in 
Des Moines in 1984, with an average rent of $313.00 for one-bed
room, $363.00 for two-bedroom and $539.00 for three-bedroom. 
Within the project area and nearby there were 247 available 
rental units. Average rent for these units was from $263.00 to 
$320.00 for one-bedroom, $304.00 to $334.00 for two-bedroom and 
$360.00 to $439.00 for three-bedroom (1984 Apartment Occupancy 
Survey, Wingar-Johnson & Associates, Des Moines). Many of the 
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apartment units that will be displaced by the project rent for 
below these average rents. Thus, it is anticipated that dis
placed renters will have difficulty in finding a comparable dwel
ling for the same rent they would be currently paying. They 
would be eligible for the rental replacement housing payment 
described above. 

The 2000 Land Use Plan encourages new residential development 
(primarily multi-family) in the central area neighborhoods 
including the CBD area. A senior citizen's residence, Elsie 
Mason Manor, and a rental housing project, Civic Center Courts, 
were recently completed within the CBD core area. There are no 
immediate plans for subsidized housing units in the central city 
area (Des Moines Public Housing Authority). 

In light of the above, "last resort" housing is not expected 
to be required for this project. However, if adequate replace
ment housing within financial means is not available at the time 
right-of-way negotiations begin, then "last resort" housing will 
be applied. Programmed replacement housing as a "last resort" is 
provided for under Section 206 of the Uniform Relocation Assist
ance and Real Property Acquisition Policies Act of 1970. This 
Act stipulates that if the local agency determines it is in the 
public interest to proceed with the construction of the Federal
Aid project and it cannot do so because of an inadequate supply 
of comparable replacement housing, then it may, as a last resort, 
provide the necessary housing by use of funds authorized for the 
highway project. 

Relocation of Non-Profit Organizations 

The project will displace several structures that house non
profit organizations. The Preferred Alternative would displace 
five churches. Alternatives A and B would displace these five 
churches and an office of the American Red cross. 

The churches that would be displaced by the project are 
listed in Table 5.9 and indicated on the aerial map (Plates 8 and 
12, Appendix C). 

Discussions with representatives from four of the churches 
have indicated that their congregations are all small, but come 
from all areas of the city rather than solely from the immediate 
neighborhood. These structures are located near S.E. 14th Street 
in an area where land use is currently a mixture of commercial, 
industrial and single-family residential. Future land use for 
this area is planned industrial (Figure 4.8). 

The displacement of these 
predicted to have a negative 

churches from this area is not 
impact because of the surrounding 
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land usage and because they do not particularly serve the local 
neighborhood. Their relocation in a more suitable land-use set
ting would most likely be beneficial to the congregation. How
ever, there may be negative impacts to some individual members of 
the congregation who live nearby or who have long-term attach
ments to the structure or its surroundings. 

The church located in the vicinity of Indianola Avenue is 
much larger, serving approximately 200 families from a large area 
of the city. Church representatives have expressed a desire to 
relocate to another location. 

These non-profit organizations would be eligible to receive 
payments for actual reasonable moving expenses, direct losses of 
tangible personal property, and reasonable expenses not to exceed 
$500.00 incurred while searching for a replacement site. During 
the design period, it will be attempted to provide notification 
to these groups to allow them sufficient lead time to relocate. 

If the non-profit organization cannot be reestablished at 
another location, it may be eligible for a fixed payment, not to 
exceed $2,500.00 in lieu of actual moving expenses, if the state 
is convinced that: 

1. The organization cannot relocate without a substantial 
loss of its existing patronage; and 

2. The organization is not part of a commercial enterprise 
with one or more similar organizations not being 
acquired. 

Commercial Relocation Impacts 

The displacement of businesses and industries from the area 
will be an economic impact of the project. This displacement can 
also have social impacts on the neighborhood in which it occurs, 
particularly if the business provides local services. 

The Preferred Alternative will displace 42 businesses and 7 
warehouses. These businesses and warehouses employ an estimated 
420 employees (1986 data). Table 5.10 presents a breakdown of 
the types of business affected for the Preferred Alternative. 
The other alternatives would displace from 48 to 63 businesses. 

The businesses displaced by the Preferred Alternative are 
primarily very small; most employ less than 10 persons. The 
largest employer, a manufacturer, has 61 employees. These 
businesses include the following types: construction, construc
tion materials, textile manufacturing, paper manufacturing, iron 
works, truck painting, scrap metal, welding, plating, laundry 
equipment distributor, auto repair, auto parts, tire sales, 
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restaurant equipment distributor, restaurant, tavern, motel, day 
care center, insurance and chemical supplies. Two of these 
businesses are minority-owned businesses: a fencing company and 
a painting company. 

Most of these businesses serve clients throughout the city, 
rather than providing neighborhood services. The restaurants, 
taverns and day care center are the only businesses that would 
provide localized service. Therefore, these business displace
ments are not expected to have major impacts on the adjacent 
neighborhoods. A more detailed discussion of these businesses is 
provided in the subsequent discussion of neighborhood impacts. 

An additional nine businesses would be displaced by Alterna
tives lA and 1B at the interchange with Ingersoll Avenue in the 
north-south segment. These include a greenhouse, two restau
rants, a dry cleaners, beauty shop, public relations firm, pest 
control, auto parts and engineering offices. 

Both subalternatives of Alternative A would displace 12 
additional businesses between 14th and 19th Streets. These 
include two taverns, four auto repair shops, a shoe repair shop, 
a deli, a sign company, a railroad office, a vacant building and 
a bingo establishment. 

The major adverse impacts of these displacements will be on 
the owners and employees, particularly if the business does not 
relocate elsewhere. Some inconvenience will be experienced by 
the customers of these businesses as they will have to locate the 
products or services elsewhere. 

The owner of a business will have the option of ceasing 
operation or relocating. Many of these businesses are expected 
to relocate and remain in operation within the metropolitan area. 
However, some of the smaller businesses may be forced to discon
tinue because of lack of comparable rental space or other rea
sons. In 1985 a considerable amount of commercial space was 
available for sale or rent in the project area. Rent varied from 
$6.00 to $8.00 per square foot. Some owner-operators may not 
wish to acquire high interest debts to relocate and may discon
tinue operating. 

The owner-operator or tenant-operator of a business dis
placed for highway purposes who is in occupancy when negotiations 
start, is eligible for payment of actual, reasonable expenses, 
which include: 1) actual, reaonsable expenses as a result of 
moving a business or other personal property; 2) actual or direct 
losses of tangible personal property as a result of moving a 
business; and 3) actual, reasonable expenses not to exceed 
$500.00 incurred while searching for a replacement location. 
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In lieu of moving expenses, a business may be eligible for a 
fixed payment to cover moving the business. This payment equals 
the average net earnings of the business based on the income tax 
returns during the two taxable years preceding the taxable year 
in which the business must relocate. This payment shall not be 
less than $2,500.00 nor more than $10,000.00. Before making the 
payment, the State of Iowa determines that the business 1) cannot 
be relocated without a substantial loss of business; 2) is not 
part of a commercial enterprise with one or more similar busi
nesses not being acquired by the state or the United States; and 
3) contributes materially to a person's income if it is a part
time business. If the part-time individual or family occupation 
in the home does not contribute materially to their income, they 
are not eligible for this payment. 

NEIGHBORHOOD IMPACTS 

Both Alternatives A and B will pass through portions of six 
neighborhoods in the central area of Des Moines. These neigh
borhoods are those used by the city for planning purposes and do 
not necessarily represent neighborhoods in the usual sense. 
Population and housing characteristics for the affected census 
tracts and blocks within each of these neighborhoods were dis
cussed in the preceding section on residential relocation im
pacts. Census data for tracts and blocks appears in Tables 5.2-
5.7. These tables also indicate the corresponding neighborhood 
that would be affected. A breakdown of some of these population 
and housing characteristics for affected blocks within each 
neighborhood appears in Table 5.8. 

These data indicate that the largest number of displacements 
associated with the Preferred Alternative of the CBD Loop project 
will occur in the Callanan Neighborhood (285), followed by the 
Willard Neighborhood (121). The displacements in the Callanan 
Neighborhood will be primarily those living in multi-family dwel
lings. The greatest number of single-family dwellings (40) and 
owner-occupied dwellings (28) will be displaced in the Willard 
Neighborhood. Affected blocks within the Callanan, Willard and 
Weeks Neighborhoods contain higher percentages of non-whites than 
do those in other affected neighborhoods. 

The following paragraphs discuss impacts to each of these 
neighborhoods. Maps of the neighborhoods appear in Figures 5.1, 
5.2 and 4.3. In addition, the reader is referred to the aerial 
maps (Plates 1-12, Appendix C). All of these maps indicate the 
location of the CBD Loop alignment. As the impacts of each of 
the CBD Loop alternatives are identical in all of the neighbor
hoods except for minor differences in the Callanan and Downtown 
Neighborhoods, the following discussion compares alternatives 
only for these neighborhoods. 
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Callanan Neiqhb~rhood 

Description 

Callanan Neighborhood would be more affected by the project 
than would the other neighborhoods. It is an old, central city 
neighborhood located to the west and northwest of the downtown 
area (Figures 4.3 and 5.1). The western part of the neighborhood 
contains stable areas with some new development, while the east
ern area houses a more transitional population and has undergone 
deterioration. It is this eastern area that would be directly 
affected by the CBD Loop project. 

One of the first developments in the eastern area was Wood
land Cemetery, which was originally established as a rural, ro
mantic cemetery in the 1850s. Residential development soon 
followed, and some of the most prominent Des Moines residents 
lived in the area east and south of Woodland Cemetery in the late 
1800s and early 1900s. 

Today parts of this area are deteriorating, and many of the 
larger homes have been turned into apartments. One 20-block area 
to the east of Woodland Cemetery has been listed on the National 
Register of Historic Places, the Sherman Hill Historic District 
(Figure 4.5 and Plate 1, Appendix C). Recently, considerable 
interest in the preservation of this area has developed, and 
residents from other areas of the city are purchasing and restor
ing homes here. Residents and property owners have formed an 
association and developed a revitilization plan for the area 
("Sherman Hill, Doors to the Past, Windows to the Future," Sher-
man Hill Association, Inc., October, 1981). The State Historic 
Preservation Officer has recently recommended that the western 
boundary of the historic district be extended to Woodland Ceme
tery. There are also several structures along Grand Avenue in 
this area that are listed on the National Register of Historic 
Places including Terrace Hill, the governor's mansion. 

Because of substandard housing and low-income, most of the 
area around Woodland Cemetery is included in the Woodland-Willkie 
Target Area (refer to pages 4.6, 4.7 and Figure 4.3). The 1980 
Census reported that 34 percent of the families in Census Tract 
27 (the tract that includes the Sherman Hill area) had income 
that was below the poverty level. The median income in 1979 for 
families in this tract was $8,581.00. 

The non-residential land use in the area affected by the 
project includes a small commercial area in the Crocker Street
Cottage Grove Avenue area and a strip commercial development 
along Grand Avenue and Ingersoll Avenue. Parks and public/semi
public uses include a church, a technical high school, school 
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athletic field, Woodland Cemetery and a small neighborhood park, 
Chamberlain Park. 

Future land use proposed for this area includes commercial, 
medium-density and high-density residential, and public and 
semipublic (Figure 4.8). 

The alignment of the CBD Loop would pass along the eastern 
edge of Woodland Cemetery and would cross the edge of the single
family and multi-family residential areas. It would also pass 
through the two commercial areas described above and immediately 
adjacent to the park and athletic field. 

Residential Displacements 

The eleven census blocks that would be affected by displace
ments of residents have a population of 662 (1980 Census). These 
blocks contain higher percentages of non-white householders and 
persons under 18 years of age than does the city as a whole 
(Table 5.5). There is a lower percentage of owner-occupied hous
ing units than for the city as a whole (Tables 5.6 and 5.7). 

The majority of residential displacements by the CBD Loop 
project will occur in this neighborhood. Approximately 62 per
cent (285) of the displaced population and 67 percent (121) of 
the displaced housing units will occur here (Table 5.8). Only 13 
percent are single-family dwellings. It is estimated that the 
displaced population will consist of 44 percent non-white house
holders. The above figures apply to the Preferred Alternative. 
Alternatives lA, lB, 2A and 2B would displace more people (up to 
383) and housing units (up to 161), but the percentages cited 
above would be about the same. 

The housing structures displaced include 16 single-family 
dwellings, eight apartment buildings and three large single
family dwellings that have been converted to apartments. All of 
the single-family dwellings were constructed between 1870 and 
1920. Two of the apartment buildings were constructed in the 
1920s; the rest are modern structures dating from the 1960s to 
1970s. on-site observations of the exterior of these structures 
was conducted in 1982. Most appeared to be in only fair physical 
condition, with a few being rated in good condition (Appendix 
Volume II, "Cultural Resources of the CBD Loop Arterial Project 
Area, History and Architecture"). 

None of these structures are considered eligible for the 
National Register of Historic Places. Twenty-three of these 
structures were identified as contributing to the significance of 
the Sherman Hill District (refer to section on "Impacts to Histo
ric, Archaeological and Architectural Resources"). The Memoran
dum of Agreement developed for this project proposes that these 
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properties will be made available to the public for purchase and 
relocation within an historic district. Prior to relocation or 
demolition, they will be documented following federal guidelines 
(refer to Appendix E). 

Alternatives lA and lB would displace an additional nine 
single-family dwellings and five apartment structures (one of 
which is considered eligible for the National Register of Histo
ric Places). Alternatives 2A and 2B would displace four single
family dwellings more than the Preferred Alternative and three 
more apartment structures, none of which are eligible for the 
National Register. 

The number of displaced structures considered as contribut
ing to the significance of the Sherman Hill District would be 23 
for the Preferred Alternative and 31 or 27 for Alternatives lA, 
lB or 2A, 2B, respectively. 

Other Neighborhood and Land-Use Impacts 

Impacts of the project in this area include both positive 
and negative effects on the neighborhood , and on land usage. The 
alignment will widen the barrier between the Sherman Hill resi
dential area and the open space area provided by Woodland Ceme
tery (Plates 2 and 3, Appendix C). Existing Harding Road has 
high traffic volumes and currently has a barrier effect in the 
same alignment as the proposed CBD Loop. The CBD Loop would have 
greater traffic volumes than now exist or than are predicted for 
the No Action alternative. The CBD Loop project is predicted to 
increase noise levels in this area. This impact is discussed 
later in this section under "Noise Impacts." A landscaped berm 
or wall will be designed to serve as a buffer and for noise 
abatement along the east side of the facility between Crocker 
Street and Woodland Avenue. 

The project is expected to reduce through-traffic and the 
associated traffic noise on streets within the area. Several 
streets will be closed at their intersection with Harding Road 
including Crocker, Leyner, Center and Pleasant. These closures 
will have a positive benefit on the neighborhood environment. 

The project will affect existing residential land usage by 
changing the strip of land along Harding Road that is now single
family and multi-family residential to a non-residential usage. 
This impact is not considered significant as it passes on the 
edge of a residential area and does not split the area. Also, 
the strip of land taken for highway purposes has commercial uses 
interspersed within the residential. 

The project is anticipated 
the future land use of the area 

to have a beneficial effect on 
and to be consistent with the 
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land-use policies of the city. The 1990/2000 Land Use Plan calls 
for medium-density residential and high-density residential for 
this area. The plan also encourages the location of high-density 
housing along major thoroughfares. It discourages commercial 
development within residential areas and along major thorough
fares. The design of the CBD Loop project in this area will 
facilitate these land-use goals. 

Impacts to Churches and Schools 

The project is not expected to have negative impacts on 
churches in the neighborhood. It is expected to reduce the 
amount of traffic adjacent to Kingsway Cathedral (19th and 
Crocker streets) and improve access to this church somewhat. 
Nineteenth Street is currently a one-way, northbound roadway 
which will become two-way after the CBD Loop is constructed (see 
Plate 1, Appendix C). Predicted exterior noise levels will be 
greater than existing levels with the project but would also be 
this high with the No Action alternative. 

The project alignment 
pedestrian traffic to and 
Pedestrian signals will be 
tage Grove Avenue and the 
Plate 2, Appendix C). 

crosses an area where heavy school 
from Edmunds Elementary School passes. 
provided at the intersections of Cot

two legs of the CBD Loop (refer to 

The project will pass by Des Moines Technical High School 
(Grand Avenue and 18th Street). Approximately 300 people use 
this facility, including students at the high school, as well as 
the administrative staff for the Des Moines School System. Con
sultation with staff of the Des Moines Board of Education have 
indicated that their long-range plans call for the continued use 
of this facility, with possibly some reduction in staff. Approx
imately one-fourth of a parking lot for this facility will be 
required for the project right-of-way, involving an estimated 50 
parking spaces. 

A positive impact of the project will be to greatly relieve 
traffic congestion on Grand Avenue and 18th Street. Existing 
traffic volumes are predicted to be reduced by about two-thirds 
after the CBD Loop project is in operation. Year 2000 noise 
levels are predicted to be about 5 dBA lower with the CBD Loop 
than with the No Action alternative. Pedestrian safety will be 
improved around the high school with this reduction in traffic 
congestion. 

Impacts to Commercial Areas 

The Callanan Neighborhood will experience the greatest num
ber of commercial displacements of all the neighborhoods. Two 
commercial areas in this neighborhood would be affected by the 
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project: the Crocker Street-cottage Grove Avenue area and the 
Ingersoll Avenue-Grand Avenue area. This commercial node is 
located in the Sherman Hill area. Many of the structures are 
deteriorated, and there is a high vacancy rate. Most of the 
businesses do not provide neighborhood-oriented services. 

The master plan prepared for the Sherman Hill Association, 
Inc., recommends that this area be revitalized and restored to be 
compatible with the historic character of the Sherman Hill area. 
Landscaping and other design features are recommended for this 
area to provide an attractive entrance into the Sherman Hill 
area. The master plan also recommends that the CBD Loop be 
restricted to the Harding Road alignment and not impact the 
commercial area. 

The CBD Loop alignment would pass through this commercial 
area. The Preferred Alternative would remove 12 of the busi
nesses in this area. Only two of these businesses are neigh
borhood-oriented: two taverns. Three of these commerciaal 
structures were vacant in late 1986. The removal of these 
businesses is not expected to have a significant effect on the 
Sherman Hill neighborhood. The project will remove the western 
half of this proposed restoration and revitilization area. Two 
of these structures were constructed between 1910 and 1935 and 
are listed as contributing structures; i.e., they contribute to 
the architectural and historic significance of the historic 
district. The Memorandum of Agreement regarding historic 
preservation states that these two structures will be documented 
prior to demolition. During the design of the project, the city 
staff will coordinate the removal and demolition plans for these 
structures with the Sherman Hill Association, Inc. 

The Ingersoll Avenue-Grand Avenue commercial area consists 
of strip developments along these two major thoroughfares with a 
diversity of retail and wholesale establishments and professional 
offices. Five businesses would be displaced from this area. 
Only one is neighborhood-oriented: a restaurant. The removal of 
this business is not expected to have a significant impact on the 
neighborhood. 

Public Input and Neighborhood Planning 

During the planning stages of the project, meetings with the 
Woodland-Willkie Neighborhood Priority Board and the Sherman Hill 
Association, Inc., were held (see Section 6, Comments and Coordi
nation). These groups expressed concern about being isolated 
from Woodland Cemetery and about the potential for pedestrian 
safety while crossing the CBD Loop to reach the cemetery, par
ticularly since the cemetery is used as a play area by children. 
There were generally positive attitudes toward the closing of 
local streets at their intersection with the CBD Loop. 
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Other fears about the project that were expressed by the 
residents of the area included increased noise levels, destruc
tion of historic structures and relocation of people. Members of 
this neighborhood area are particularly sensitive to highway 
impacts because I-235 (Macvicar Freeway) had recently been con
structed through the area, and it was felt that noise impacts and 
relocation of people had not been adequately mitigated for that 
project. 

According to residents and property owners in the area, 
another impact which has already resulted from the project has 
been the long period of uncertainty about the project. A corri
dor along Harding Road has been part of the city plans for a 
number of years, and property owners along Harding Road have been 
reluctant to improve their property because of the fear that 
their investment would not be recovered when the property was 
acquired for right-of-way. Most of these properties are rental 
properties, and some are vacant. Residents of the area expressed 
the belief that the deterioration of these properties has had a 
negative effect on the property values of the rest of the neigh
borhood. 

Recommendations regarding the proposed arterial were made by 
the Sherman Hill Association, Inc., in their report "Sherman 
Hill, Doors to the Past, Windows to the Future," October, 1981. 
In this report the ideal option for this area was described as 
one that locates the traffic corridor elsewhere. However, the 
report recognized that it is likely that the corridor will pass 
in the vicinity of Sherman Hill. To minimize its impacts, the 
following recommendations were made: 

1. Locate the facility at the 
neighborhood, following the 
Road. 

extreme western edge of the 
general alignment of Harding 

2. Depress the faciltiy as much as possible. 

3. Incorporate landscape buffering and park facilities into 
the design. A strip park is recommended to run without 
interruption from Cottage Grove Avenue south to Woodland 
Avenue. Abicycle path and pedestrian path would run the 
park's length, and a pedestrian connection at Center 
Street is recommended. 

4. Limit access from a number of the east-west streets in 

1 the district. 

The Preferred Alternative incorporates these recommendations . 
with these exceptions: I 
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The eastern branch of the one-way north-south couplet of the 
arterial would pass through the Cottage Grove commercial area 
rather than to the west of it. 

The pedestrian link to Woodland Cemetery would be located at 
Woodland Avenue rather than Center Street. 

The strip park concept with pedestrian and bicycle paths is 
not part of the proposed project. However, a landscaped berm or 
wall will extend from Woodland Avenue to Crocker Street and serve 
as a buffer between the arterial and the neighborhood. 

During the design phase of the project, the planners will 
work closely with the Woodland-Willkie Neighborhood Priority 
Board and the Sherman Hill Association, Inc., to arrive at a 
mutually agreeable design for the arterial and the buffer area in 
the vicinity of the Sherman Hill area. 

Willard Neighborhood 

Description 

Willard Neighborhood is an older neighborhood located to the 
south and east of the downtown area (Figures 4.3 and 5.2). The 
residential areas are relatively stable and consist of primarily 
single-family housing. Many of these areas have deteriorated, 
however, and are in need of rehabilitation. Most of the area was 
platted from 1850 to 1890. Approximately 76 percent of the hous
ing was built before 1940. 

Because of substandard housing and low-income, a considerable 
area in the eastern and north-central part of this neighborhood 
is included in the Pioneer-Columbus/Southeast Target Area (refer 
to discussion on pages 4.6 and 4.7 and Figure 4.3). 

There is more industrial land usage in this neighborhood than 
in any of the others in Des Moines (23 percent of the land in 
1976). It is expected that this usage will continue. There is 
also considerable vacant land where industry is expected to 
expand. It is estimated that 31 percent of the land will be 
devoted to industrial purposes in the future (1990/2000 Land Use 
Plan, Des Moines Plan and Zoning Commission, 1978). 

The part of the neighborhood that would be directly affected 
by the CBD Loop project is located in the extreme eastern area to 
the south of downtown and the state capitol complex (Figure 4.3). 
The majority of this area is a very old, stable residential area 
that has been referred to as the Roadside Area since the late 
1800s. This includes the area south of Raccoon Street and west 
of S.E. 14th Street. The rest of the project area is a small 
strip located east of and adjacent to S.E. 14th Street. The 
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homes in this area are not as old, dating from the 1920s. Both 
of these areas contain modest homes and have traditionally housed 
blue-collar workers. 

This area is also referred to as the Southeast Bottoms for it 
lies on lowland within the former flood plain of the Des Moines 
River. An earthen flood control dike now borders the river 
throughout this area. A high river bluff on which the State 
Capitol Complex is situated lies to the north of this area. 

Major through traffic in the area moves north and south along 
S.E. 14th Street and S.E. Sixth Street. S.E. 14th is a four-lane 
roadway and is a major thoroughfare for the east side of the 
city. It also serves as U.S. Highways 65 and 69. East-west 
through traffic moves primarily on Scott Avenue and Maury Street. 

Other nonresidential land uses in the area affected by the 
project include a commercial strip along S.E. 14th Street and 
commercial and industrial development along Raccoon Street. 
Small parcels of industrial and commercial usage are scattered 
throughout the area. Park and public/ semipublic uses include 
nine churches, three neighborhood parks and public open space 
along the Des Moines River. There is a considerable number of 
small vacant parcels scattered throughout the area (Figure 4.7). 

Future land use proposed for the Roadside Area includes 
medium-density residential south of Raccoon Street and east of 
S.E. Sixth Street, industrial to the north and west of this 
residential area, and commercial and industrial along S.E. 14th 
Street. The area east of S.E. 14th is proposed for industrial, 
with no residential usage (Figure 4.8). 

The affected area includes parts of Census Tracts 36 and 38. 
The 1980 Census reported that 20 percent of the families in Cen
sus Tract 36 and 33 percent of the families in Census Tract 38 
had incomes that were below the poverty level. The median income 
in 1979 for families in these tracts was $10,865.00 (Tract 36) 
and $8,542.00 (Tract 38) (Table 5.4). 

The land that would be required for the CBD Loop project 
right-of-way includes portions of 17 census blocks containing 71 
housing units. These blocks contain a higher percentage of non
white householders than does the city as a whole (Tables 5.7 and 
5.8). Age groups and housing data for these blocks are not 
available because much of the data for these blocks was sup
pressed due to small numbers per block. However, the census 
tract data indicates that somewhat higher percentages of those 
under 18 and over 65 reside in this larger area (Table 5.2). A 
slightly higher percentage of owner-occupied housing units occurs 
in these census tracts than in the city as a whole (Table 5.3). 
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Residential Displacements 

The Willard Neighborhood will have the second largest number 
of residential displacements by the CBD Loop project. It is 
estimated that 121 persons and 40 housing units will be displaced 
from this area by the Preferred Alternative (Tables 5.1 and 5.8). 
Approximately 70 percent of these housing units are owner
occupied and all are single-family dwellings. It is estimated 
that the displaced population contains a relatively high percent
age of non-white householders (37 percent). 

There are 40 single-family dwellings that would be displaced 
by the project. over two-thirds of these structures were con
structed between 1870 and 1900. Most of these are 1- or 1-1/2 
story wood frame houses. The 1982 architectural/historical sur
vey of this area reported that few of these structures were in 
good condition and most were altered in some way. None of these 
were determined to have architectural or historical significance 
(Appendix Volume II, "Cultural Resources of the CBD Loop Arterial 
Project Area, History and Architecture", 1982). 

Other Neighborhood and Land-Use Impacts 

The alignment of the CBD Loop passes along Raccoon Street 
between the residential area to the south and the commer
cial/industrial area to the north. In the vicinity of S.E. 14th 
Street it curves to the south to Scott Street, passing on the 
edge of the residential area. To the east of S.E. 14th Street it 
passes through a mixed residential and commercial area. 

Impacts of the project in this area include both positive and 
negative effects on the neighborhood and on land usage. The 
alignment will strengthen the boundary between conflicting adja
cent land usages along Raccoon Street. It will serve as a buffer 
to the residential area, separating it further from the commer
cial/industrial area. During the design phase of the project, 
landscape design for the project right- of-way in this area will 
be developed that will enhance this buffer effect. 

The project will improve access to the southwest and north
west areas of the city for the residents in this neighborhood. 
Accessibility to the various public facilities and services 
located in the downtown west area will also be improved. 

On the other hand, the project will result in greatly in
creased traffic volumes on the Raccoon Street alignment than 
currently exist. Average daily traffic volumes are predicted to 
range from about 14,000 to 21,000, depending on the alternative. 
These volumes will result in significant increases in noise 
levels in the area (refer to discussion of "Noise Impacts" later 
in this section and to Plates 15-18, Appendix C). 
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Similarly, high traffic volumes will be introduced along S.E. 
15th Street, a street that currently has very little traffic. 
Average daily traffic volumes are predicted to range from about 
24,500-25,700. As there are very few homes in this area and 
future land use is proposed to be industrial, the effect of 
increased traffic volumes in this area is not considered to be 
significant. 

On the positive side, the diversion of through traffic from 
local streets to the CBD alignment is predicted to result in less 
traffic and lower noise levels within the residential area. For 
example, average daily traffic volumes on Maury Street are pre
dicted to be 530 for all of the construction alternatives, com
pared with 6,850 for the No Action alternative (Table A.l, 
Appendix A). The removal of heavy truck traffic is also expected 
to benefit the neighborhood. It is anticipated that the reduc
tion in traffic within the neighborhood will enhance neighborhood 
cohesiveness. 

Many of these local streets will also be closed where they 
encounter the CBD Loop alignment. These closures will also serve 
to reduce traffic on these streets. Seven north-south streets in 
this area will be closed, including: S.E. Second, S.E. Third, 
S.E. Fifth, S.E. Seventh, S.E. Eighth, S.E. Tenth and S.E. 14th 
Street Court. These closings will result in some changes and 
inconveniences to the north-south travel patterns of the resi
dents. Three east-west streets will be closed at their junction 
with S.E. 14th. These are Railroad Avenue, Scott Avenue and 
Harriet Street. This effect is anticipated to be minor. 

Impacts to Churches and Schools 

The project will have negative impacts on several of the 
churches in the area (Table 5.9). Four of these churches will be 
displaced by the project. These churches are: All Nations 
Church of God in Christ, Jesus Assembly Church, King of Kings, 
and southeast Assembly of God. All of these are located in the 
area east of S.E. 14th Street (refer to Figure 4.2 and Plate 18, 
Appendix C for locations). All of these are small churches that 
have members from both the local area and other parts of the 
city. 

The displacement of these churches is expected to have some 
negative impacts on the local neighborhood. Relocation assist
ance and reimbursement for property losses will be provided to 
each church (refer to earlier discussion in this section on "Re
location of Non-Profit Organizations"). There is considerable 
vacant land elsewhere in this area where these churches could 
relocate. As the area where they are now located is proposed for 
future industrial usage and residential usage is to be phased 
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out, it should benefit these churches to relocate to an adjacent 
residential area. 

Although not displaced by the project, two other churches in 
the area will be negatively impacted by the project. Shiloh 
Baptist Church, 1213 Scott Avenue, will be bounded by the main 
CBD alignment as well as the on and off ramps for the facility 
(refer to Plate 12, Appendix C). Accessibility by auto from the 
local area will be severely affected because entrance and depar
ture will only be possible from the one-way eastbound land of the 
CBD Loop roadway. Also, pedestrian accessibility from the local 
area will be difficult. The church will also be exposed to 
higher traffic volumes and noise levels than now exist (refer to 
"Noise Impacts" later in this section). These volumes and noise 
levels apply to peak traffic periods which are not expected to 
coincide with the major times of church activity. 

The other church affected by the project is Sheltering Rock 
Church, 718 S.E. Allen Street (refer to Plate 10, Appendix C, for 
location). Pedestrian and auto accessibility from the local area 
will not be negatively affected. It will be improved somewhat 
for those driving from other areas of the city. The church will 
be exposed to higher noise levels than now exist. The predicted 
existing interior noise level is 36 dBA (Leg), as is the pre
dicted interior level for the No Action alternative. With the 
CBD Loop project, interior levels would be 43 dBA (Leg), well 
below the criterion of 52 decibels. 

No schools will be impacted by the project in this area. 

Impacts to Commercial Areas 

The commercial and industrial concerns in the project area 
are primarily small manufacturing or construction-related firms. 
The structures that house these are generally small and unobtru
sive and were built fairly recently (after 1940), compared to the 
residential structures. 

The CBD Loop project will displace 14 of these businesses and 
one warehouse. Seven of these are located along Raccoon Street, 
and six are located along the alignment proposed for the E. 15th 
Street Extension. Only one of these provides neighborhood
oriented services: a restaurant. 

The remaining commercial and industrial establishments are 
expected to benefit from the project. Increased accessibility 
will be provided to these areas north of Raccoon Street and east 
of S.E. 14th Street. The 2000 Land Use Plan proposes increased 
industrial and commercial development for these areas, and the 
CBD Loop project will help promote this development. 
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Some of the businesses along S.E. 14th Street between Scott 
Avenue and Harriet Street may have decreased accessibility as a 
result of the project. These businesses currently are accessible 
from the two-way S.E. 14th Street. The CBD Loop project will 
result in S.E. 14th Street as a one-way, southbound roadway 
(refer to Plate 12, Appendix C). During the design phase of the 
project, accessibility to this area from both directions will be 
provided where feasible. 

Public Input 

Input to the project from residents and property owners in 
this area was received during a public meeting that was held on 
August 18, 1981, in a church in the area. Representatives of the 
city presented the various alignments that were under considera
tion and asked for feedback on these and on sensitive sites in 
the area. 

There was general concern expressed regarding the taking of 
homes as apparently many of the residents have lived here for a 
number of years. There was considerable concern regarding the 
fate of the many small churches that are located in the area. 
There were positive reactions to an alignment along Raccoon 
Street as opposed to one along Maury Street or Scott Avenue. The 
diversion of traffic from these two streets to the Raccoon Street 
alignment was seen as a benefit to the neighborhood. However, 
several owners of the small businesses along Raccoon street were 
present and objected to this route as it might displace their 
buildings. 

Hiatt Neig_hborh_ood 

Description 

Hiatt Neighborhood will only be slightly impacted by the 
project. It is an older, central city neighborhood located 
immediately north and east of the State Capitol (Figures 4.3, 5.1 
and Plate 17, Appendix C). Approximately 88 percent of its 
houses were built before 1940, and many date from the late 19th 
Century. An architectural/historic area has been identified 
immediately north of Court Avenue (Figures 4.5 and 5.1). 

Like other central city areas, much of the housing has dete
riorated and is considered substandard, and many of the residents 
are in low-income brackets. Most of the neighborhood has been 
included in the Logan Target Area (refer to discussion on pages 
4.6 and 4.7 and Figure 4.3). 

Approximately 42 percent 
(1976 data). The majority 

of the land usage is residential 
of residences are one- or two-story 
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wood frame, single-family dwellings. Future land-use plans call 
for medium-density residential usage in the area. 

The area affected by the CBD Loop project is located in the 
southwest corner of the neighborhood. Existing land usage is 
almost entirely single-family residential (Figure 4.7). One 
church occurs in the area. The through routes in the area are 
along Court Avenue and S.E. 14th (U.S. Highways 65 and 69). The 
affected blocks lie on a bluff overlooking S.E. 14th and are not 
directly connected to this major roadway. Future land use pro
posed for this area includes Medium-Density Residential (Figure 
4. 8) • 

The affected area is within Census Tract 37. During 1979, 
16.6 percent of the families in this tract had incomes below the 
poverty level. The median income for families was $12,440.00 
(Table 5.4). 

The land that would be required for the CBD Loop project 
includes portions of two census blocks containing 43 housing 
units. These blocks contain a high percentage of non-white 
householders and a lower percentage of owner-occupied housing 
units than does the city as a whole (Tables 5.7 and 5.8). 

Residential Displacements 

It is estimated that 41 persons residing in 13 housing units 
will be displaced by the project. Ten of these are single-family 
homes, eight of which are owner-occupied. All of these struc
tures are modest, wood frame homes built before or around the 
turn of the century. None of these were determined to have arch
itectural or historical significance (Appendix Volume II, "Cul
tural Resources of the CBD Loop Arterial Project Area, History 
and Architecture," 1982). 

Other Neighborhood and Land-Use Impacts 

The alignment of the CBD Loop will pass through a single
family residential area that currently has very little traffic. 
The only through street in the area is Court Avenue. Existing 
traffic volumes on this section of Court Avenue are 5,750. 
Future predictions with the No Action alternative are for 4,560 
vehicles per day. The proposed project is expected to carry from 
28,800 vehicles per day through this area. 

It also will be isolating about 12 single-family residences 
from the rest of the neighborhood by a one-way northbound roadway 
(Plate 11, Appendix C). Negative effects on neighborhood cohe
sion and on pedestrian and bicycle safety are predicted to result 
from this alignment. 
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Noise levels of up to 69 dBA will be introduced into this 
area (Table 5.21). Approximately 22 homes would be exposed to 
noise levels greater than 67 dBA. Noise walls would not be 
effective in this area because of the presence of intersections. 
A noise barrier was analyzed for effectiveness in the area north 
of Court Avenue but was found to be ineffective (refer to "Noise 
Impacts" later in this section). 

A pedestrian crossing signal at E. 15th Street and E. Court 
Avenue will be included in the project. Landscaping will be 
designed for the highway right-of-way through this area to pro
vide a visual buffer for the residential area. 

Impacts to Churches and Schools 

The project is expected to have both negative and positive 
effects on the church in this area (Vine Street Gospel Chapel). 
The church will be exposed to interior noise levels of 45 dBA. 
The project will greatly increase the accessibility of the church 
from the southern areas of the city. It will also greatly in
crease the visibility of the church, an effect generally consid
ered to be a positive one for churches. 

No schools will be affected by the project in this area. 

Impacts to Commercial Areas 

No commercial area~ will be affected by the project in this 
area. 

Weeks Neighborhood 

Description 

Weeks Neighborhood is a mixture of older, stable, central 
city areas located in the western and northwestern parts and 
newer, rapidly growing areas located in the east and southeastern 
parts (Figures 4.3 and 5.2). This neighborhood has more land 
available for development than any other neighborhood in the 
city, and residential development is expected to double in size 
by the year 2000. Very little commercial or industrial growth is 
proposed for the area, however. 

Current land use is primarily single-family residential. 
Because of substandard housing and low-income levels of 
residents, most of the northwestern area of this neighborhood is 
included in the Pioneer-Columbus/Southeast Target Area (refer to 
discussion on pages 4.6 and 4.7 and Figure 4.3). 

The part of the neighborhood that would be directly affected 
by the CBD Loop project is located in the extreme northwestern 
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corner, immediately south of the Raccoon River. This area is the 
oldest in the neighborhood and contains single-family residences, 
most of which were built from 1880 to 1920. The houses are of 
modest size and style. 

Other land usages include light industrial west of s.w. First 
street, a commercial strip along the major thoroughfare in the 
area, Indianola Avenue, and small, scattered parcels of vacant 
land. Park and public and semipublic uses include two churches, 
a neighborhood park and public open space along the Raccoon River 
(Figures 4.2, 4.5 and 4.7). Future proposed land usage calls for 
industrial, medium-density, residential and commercial (Figure 
4. 8) • 

Major through traffic in the area is north-south along S.E. 
First and east and west along Indianola Avenue. A heavily used 
track of the Chicago & North Western Railroad passes through the 
area from southwest to northeast. 

The area was the site of the second major area of Italian 
settlement in the city beginning in the 1920s. st. Anthony's 
Roman catholic Church, located at the corner of s.w. First and 
Indianola Avenue is still considered the most important symbol of 
Italian-American culture in Des Moines (Appendix Volume II, "Cul
tural Resources of the CBD Loop Arterial Project Area, History 
and Architecture", 1982). 

The affected area occurs within Census Tract 42. The 1980 
Census reported that 14.8 percent of the families in this tract 
had incomes that were below the poverty level. The median income 
for families in this tract was $28,432.00 (Table 5.4). 

The land that would be required for the CBD Loop project 
right-of-way includes portions of four census blocks containing 
25 housing units. These blocks contain a higher percentage of 
non-white householders than does the city as a whole (Tables 5.7 
and 5.8). 

Residential Displacements 

It is estimated that 19 persons will be displaced by the 
Preferred Alternative from seven housing units in this area. 
Five of these housing units are owner-occupied and five are 
single-family dwellings (Tables 5.1 and 5.8). The single-family 
dwellings were built around the turn of the century. The 1982 
architectural/historical survey reported that these structures 
were not historically or architecturally significant. 
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Other Neighborhood and Land-Use Impacts 

The alignment of the CBD Loop would pass between s.w. First 
and s.w. Second Streets between Jackson Avenue and Indianola 
Avenue (Plate 14, Appendix C). It will separate a primarily 
industrial area to the west from the residential area to the 
east. Only a few residents occur west of the alignment. 

This alignment is expected to have positive effects on neigh
borhood conditions and existing land usage in the area. It will 
have a buffer effect between the residential and industrial 
areas. It will also promote proposed future land usage as it 
will be passing through an area proposed for Planned Industrial. 

Another positive effect of the project will be the diversion 
of traffic from S.E. First Street to the CBD Loop. This street 
passes through the heart of the residential area and carries 
daily traffic volumes of 12,200. It is predicted that traffic 
volumes on this street after the CBD Loop is constructed will 
drop to 3,830 per day. Under the No Action alternative, future 
traffic volumes are predicted to be 13,860 (Table A.l, Appendix 
A). 

Other local streets are also expected to experience reduced 
traffic volumes. These include S.E. Sixth and Hartford Avenue. 
A reduction in traffic noise and motor vehicle emissions along 
these local streets is also predicted. The project is also 
expected to facilitate new residential development in the south
eastern areas of the neighborhood (E. of S.E. 14th) by providing 
improved access to the major employment centers in the CBD. 

Impacts to Churches and Schools 

One church in this neighborhood, Clifton Heights Presbyterian 
Church, would be displaced by this project. This church serves a 
large area of the city and has expressed an interest in relocat
ing to another area. 

The project will result in somewhat greater traffic volumes 
and noise levels than would the No Action alternative along 
Indianola Avenue in the vicinity of st. Anthony's Catholic Church 
and School (Figure 4.2 and Plate a, Appendix C). Small amounts 
of property from the church may be required, but the buildings 
will not be affected. Access by vehicle to the church will be 
slightly poorer than under current conditions because of the 
closure of s.w. First and the presence of a median along 
Indianola Avenue. 

Pedestrian accessibility is expected to be slightly improved 
because of the reduction of traffic volumes along S.E. First and 
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other local streets. However, pedestrian accessibility will be 
impaired for those approaching from the south of Indianola Ave
nue. A pedestrian crossing of Indianola Avenue in the vicinity 
of the church and school would be included in the design of this 
project. Reduction of traffic volumes along Hartford Avenue 
should result in increased school pedestrian safety in the 
vicinity of Washington Elementary School (Hartford ands. Union 
Road). 

Impacts to Commercial Areas 

The CBD Loop will displace five business concerns in this 
area: a construction-related firm, a restaurant, an auction 
outlet, a vacant business structure and a day care center. The 
restaurant and day care center provide local services to the 
neighborhood, and their removal could have negative effects on 
some residents of the area. 

DowntoW_n _Neighborhood 

Description 

The Downtown Neighborhood includes the downtown areas on both 
the east and west sides of the Des Moines River, the State 
Capitol area, industrial areas south of downtown and scattered 
housing, primarily multi-family (Figures 4.3 and 5.1). 

The Downtown Neighborhood includes the oldest part of the 
city; much of the land was platted in the 1850s to 1860s. One 
area in the vicinity of Court Street has been proposed as an 
architectural/historic district (refer to Figure 4.5). The site 
of the old Fort Des Moines in the vicinity of Elm Street and 
Court Avenue is currently being proposed as eligible for the 
National Register of Historic Places. 

Although maintaining a high population of office workers, the 
downtown experienced a decline in residential population and 
retail activities in the 1960s and 1970s. However, it has 
recently undergone revitilization; and considerable new construc
tion or renovation of office buildings, housing and community 
facilities has taken place. It has remained the major employment 
center for the SMSA over the years. 

The area affected by the project is a strip running east-west 
just south of the downtown area and a north-south segment cross
ing the Raccoon River near its confluence with the Des Moines 
River. In addition, only Alternative A would have a segment that 
curves through a commercial area west of the CBD core area refer
red to as downtown west. 
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Existing land use in the affected area is almost entirely 
commercial and industrial (Figure 4.7). Proposed land use is 
industrial, support commercial high-density residential and core 
fringe (Figure 4.8). An area in the vicinity of Locust and 15th 
Streets has been dominated by automobile-related commercial 
concerns since the 1920s. 

The residential usage is scattered throughout the commercial 
area and consists of apartment buildings, upstairs apartments in 
commercial buildings and public housing projects. Only seven 
percent of the housing units were single-family dwellings in 1976 
(1990/2000 Land Use Plan, Des Moines Plan and Zoning Commission, 
1978). The residential population of only one census block con
taining 101 multi-family housing units will be affected by the 
project (Alternative A only). The population on this block con
tains a high percentage of elderly (46 percent) and no persons 
under the age of 18. Ninety-eight percent of the population is 
white. All persons live in rental housing, and most (83 percent) 
live alone (1980 Census Data). 

Residential Displacements 

The Preferred Alternative will 
this area. Alternative A would 
multi-family units in this area. 

not displace any residents in 
displace 28 persons from 23 

Other Neighborhood and Land-Use Impacts 

Because the project is expected to reduce traffic congestion 
on many of the CBD streets, it will have positive effects on 
pedestrian safety and the general environment of the downtown 
area. Revitalization plans call for an increase in multi-family 
housing in the downtown area. Two housing projects have recently 
been completed in the CBD core area (Elsie Mason Manor and Civic 
Center Courts, Figure 4.5). The CBD Loop project is predicted to 
result in lower traffic volumes on streets adjacent to these two 
facilities. The CBD Loop is expected to help promote the devel
opment of a pedestrian-oriented downtown environment and the 
future development of multi-family housing here. 

Churches, Schools and Public Facilities 

The project will not affect any schools or churches in the 
Downtown Neighborhood. It will provide improved access to the 
community facilities and government offices in the CBD area for 
residents from the southeastern, western and southwestern areas 
of the city. 

5.24 



Impacts to Commercial Areas 

The project will provide improved accessibility to the retail 
concerns in the CBD from the southeast and southwest areas of the 
city. The reduction of through traffic in the CBD will enhance 
the area for pedestrian usage and is expected to make the area 
more of an attractant for shopping than it now is. The project 
will also improve accessibility for those who work in the CBD 
area. 

The project is expected to improve accessibility for the 
industrial areas of the downtown located to the south on both 
sides of the Des Moines River. It is anticipated that redevel
opment will occur in these industrial areas. Alternative Band 
the Preferred Alternative would have the greater positive effect 
on these industrial areas than would Alternative A. 

The Preferred Alternative will displace two manufacturing 
concerns, two wholesale distributors, one truck painting business 
and six warehouses in this area. Alternatives A and B would have 
displaced 14 businesses and seven warehouses in this area. In 
addition, the Alternative A alignment would divide this area 
along 15th Street and would somewhat isolate the area between 
15th and 19th Streets from the rest of the CBD. Several major 
employers occur in this isolated area, including Meredith 
Corporation (refer to Plates, Appendix C). 

This area has recently been considered for possible expansion 
of the Capital Center Urban Renewal Area or for the location of a 
new tax increment district. 

Brody Neighborhood 

Description 

This neighborhood is a relatively younger one compared to the 
other affected neighborhoods. Most of the area has been platted 
since 1950, and there is a considerable amount of vacant, devel
opable land. Most of the housing is single-family, and the 
future land-use plan calls for a continuation of this trend. 
There is a large amount of existing industrial development and 
future industrial growth is expected. The Des Moines airport is 
located off Fleur Drive. 

Impacts 

The project will not displace any residents, businesses or 
other structures. It passes through only a small northeastern 
part of the neighborhood located within the property of the Des 
Moines Water Works. It is expected to improve accessibility to 
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the downtown area for residents and businesses in the area. It 
is also expected to improve accessibility to the Des Moines air
port and to other destination points in the neighborhood from the 
northern areas of the city. 

IMPACTS TO CHURCHES, SCHOOLS AND SCHOOL PEDESTRIAN SAFETY 

These impacts have been 
in the preceding section and 
the following discussion. 

described separately by neighborhood 
are summarized in Table 5.9 and in 

Five church properties would be required for the project 
right-of-way. These are discussed in the earlier section on 
"Dislocation Impacts to Non-Profit Organizations." 

An additional six churches would be negatively affected by 
visual and noise intrusion on their properties and by slightly 
reduced accessibility. These impacts are not serious for five of 
these churches but have the potential for being serious for the 
Shiloh Baptist Church, 1213 Scott Avenue (refer to Willard Neigh
borhood and Plate 12, Appendix C). During the design phase of 
the project, relocation of this church will be considered in 
consultation with the church's representatives. Three of these 
churches are expected to benefit from the project through 
improved accessibility and visibility. 

The acquisition of part of a parking lot for Des Moines Tech
nical High School will be required for the project (see Callanan 
Neighborhood discussion). During the design of the project, 
comparable parking facilities in the vicinity of the high school 
will be developed to replace the loss of these parking spaces 
(approximately 50 spaces). 

The project is expected to have positive impacts on vehicle 
and pedestrian accessibility and pedestrian safety for several 
schools including: Des Moines Technical High School, Washington 
Elementary School and st. Anthony's Catholic School. School 
pedestrian crossings on Indianola Avenue in the vicinity of s.w. 
First Street and in the Cottage Grove Avenue area will be pro
vided as part of the project. 

IMPACTS TO COMMUNITY FACILITIES 

Emergency Services 

The proposed project will result in reduced response times 
for fire protection, police protection and ambulance services to 
many central city areas, as compared to existing conditions or 
the No Action alternative. Specific areas where improvement is 
anticipated include: 

5.26 



- Fire protection to the industrial area south of Market 
street and west of s.w. Ninth Street (Plates 15 and 16, 
Appendix C). Access to this area from Fire Station No. 1 
(Ninth and Mulberry) would be possible via the exit ramp 
from s.w. Ninth Street to the CBD Loop. 

- Fire protection to the area south of the CNW Railroad 
tracks, north of Indianola Avenue and west of the CBD Loop 
via Dunham Street (Plate 8, Appendix C). 

- Fire protection to the area north of the CNW tracks and 
south of the Raccoon River via the CBD Loop, E. Jackson 
Avenue and s.w. Second Street (Plate 8, Appendix C). 

- Fire protection and police accessibility for the area 
immediately south of the CBD Loop from s.w. Ninth Street 
to S.E. 15th Street (Plates 6 through 12, Appendix C). 

Adverse effects on accessibility are predicted for: 

- Police and ambulance access to the area between E. 14th 
and E. Astor streets and south of E. Court (Plate 11, 
Appendix C). Fire protection to this area would not be 
adversely affected. 

- Response time from Fire Station No. 1 (Ninth and Mulberry) 
to areas along High Street immediately west of Harding 
Road (Plates 3 and 5, Appendix D). This applies to Alter
natives lA and lB only (interchange alternatives). Ac
cessibility to Iowa Methodist Medical Center from this 
same area would also be adversely affected by Alternatives 
lA and lB. 

Utilities 

The project will require the relocation of utilities such as 
water, gas, electric, telephone and sewer. Table 5.13 in the 
following section on "General Economic Impacts" presents cost 
estimates for these relocations. Residents and businesses in the 
area will be inconvenienced while this utility work is taking 
place. 

A large area in the Des Moines Water Works would be affected 
by the project (refer to Plate 4, Appendix c and Figure 5.8). 
This area is projected to be the major expansion area for the 
plant as additional water demands are placed upon the system. 

Meetings with the Water Works staff regarding this matter 
were held in late 1982 and early 1983 at which time they provided 
comments on the project. These comments indicated that Alterna
tive B (Plate 8, Appendix D) would greatly interfere with their 
expansion plans for this area. There are no other areas in the 
Water Works property to which expansion can be shifted. It would 
also require the disconnection of the northern end of the exist
ing gallery system. Without this water resource it is projected 
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that the availability of water to consumers in the Des Moines 
metropolitan area would be reduced as much as 10 million gallons 
per day. Alternative A (Plate 7, Appendix D), which would result 
in only one bridge through the area, would allow this future 
expansion. However, it would still conflict with an existing 
suction well. A movement of the alignment of Alternative A to 
the east would be necessary to make this alternative compatible 
with the operations of the Des Moines Water Works (summarized 
from letter of February 4, 1983, by Dr. L. D. McMullan, Director 
of Engineering Services, Des Moines Water Works). The Water 
Works staff also commented on the Draft EIS (refer to Appendix 
E) • 

During the preparation of the Final EIS, a number of inter
change layouts were developed and evaluated for this area. A 
layout was selected, in consultation with the water Works staff, 
that would minimize impacts to these facilities (refer to 
Plate 4, Appendix c, and Figure 3.12). Additional comments were 
provided by the Water Works staff during the preparation of the 
Final EIS. These are presented in Appendix E. Part 4. Noise 
impacts and water quality impacts to the Water Works area are 
discussed in subsequent sections of this report. 

GENERAL ECONOMIC IMPACTS 

Effects on Development 

Construction of the CBD Loop Arterial will have both short
and long-term effects on development in Des Moines. Short-term 
effects include loss of residential, commercial and industrial 
property due to right-of-way acquisition. Over the long-term 
there will be growth in the above types of property, and property 
values will be enhanced. Conversely, the No Action alternative 
will have no immediate effect but will inhibit the potential for 
future growth. 

The Preferred Alternative of the CBD Loop Arterial will 
provide improved access to industrial areas south of the Central 
Business District and south of Raccoon Street and along the 
Indianola Avenue Connection and the E. 15th Street Extension and, 
therefore, will have a positive effect of development of these 
areas. 

A recent study by the Des Moines Plan and Zoning Department 
examined the economic benefits that would be created by this 
project for the area south of the downtown core, between Fleur 
Drive and the Des Moines River. This industrial area is now 
under-utilized and seen as undesirable for development because of 
poor access, flooding and numerous railroad crossings. The study 
projected that as a result of the CBD Loop, the area could be 
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redeveloped resulting in from 3,100 to 4,800 new jobs and $3.9 to 
$4.3 million in additional annual taxes (Des Moines Plan and 
Zoning, 1987). 

The reduction of traffic within the Central Business Dis
trict as a result of the diversion of through traffic to the 
proposed project, will encourage continued expansion and redevel
opment of the downtown area. 

Effects on Employment and Business 

over the long-term, employment is 
to increased commercial and industrial 
fostered by the project. 

expected to increase due 
development that will be 

The construction of the proposed roadway will provide em
ployment for the construction industry in the areas of highway 
construction, bridge construction, building demolition, building 
remodeling, sewer construction, utility relocations, traffic 
signals and street lighting, landscaping and erosion control, as 
well as other work. In addition, employment will be available in 
the areas of engineering, legal and administrative services and a 
wide variety of other support services that will be needed to 
accomplish this project. 

The economy of the local area would be affected by the ex
penditure of the construction funds involved in the project. 
Materials would be purchased and labor would be hired from the 
local market. Wages paid to workers would be spent on local 
goods and services. When these dollars are spent, they generate 
additional spending as the ripple effect is felt in the economy. 
In addition, to direct labor expenditures, a portion of the costs 
of locally purchased materials and supplies goes to cover labor 
costs of the sellers. These dollars also circulate in the 
economy exhibiting the ripple effect. It has been estimated that 
approximately 25 cents of each dollar spent locally for materials 
and equipment could be considered as local income. As a hypo
thetical example of the ripple effect, if construction cost of 
the CBD Loop were $30,000,000 ($16,000,000 for materials and 
supplies and $14,000,000 for labor cost) and all funds are 
expended locally, local resident income would be $18,000,000 and 
local community income would be $45,000,000. 

The proposed project, although reducing through traffic in 
the CBD, is not expected to adversely affect retail sales in the 
downtown area. The through traffic that will be able to bypass 
the central business area is essentially made up of local motor
ists, as opposed to out-of-town motorists; the impact on retail 
sales is therefore expected to be minimal as retail sales are not 
dependent upon "drive-by" or "impulse" types of business. 
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Similarly, the proposed project is not expected to have any 
adverse impacts on the economic viability of the central business 
area of the community; all impacts are expected to be positive 
through the improvement of traffic conditions in the area. The 
downtown is expected to continue as a strong political, finan
cial, administrative and business center. This area has experi
enced considerable growth in office space in recent years and is 
continuing to grow at present. Included within the area are 
governmental offices of Polk County and the city of Des Moines, 
numerous offices of the state of Iowa and offices of the federal 
government, in addition to major offices of numerous insurance 
companies and financial institutions. 

The Preferred Alternative will displace 42 businesses (refer 
to earlier section on "Commercial Relocation Impacts"). Reloca
tion of these businesses because of the project may affect 
employment; some employers may decide to reduce operations and 
employment, while others may elect to expand their businesses and 
hire additional employees. The development of new businesses or 
industries in existing vacant areas south of the CBD as the 
result of improved access provided by the proposed project will 
result in new employment opportunities. Continued development of 
the downtown area of Des Moines, as aided by reductions in traf
fic congestion, will likewise result in additional employment in 
offices and retail areas. 

Effects on Tax Base and Reserve 

The construction of the CBD Loop Arterial is predicted to 
influence the urban tax base in the following ways: 1) acquisi
tion of rights-of-way, 2) induce changes in property values, and 
3) affect property development. 

When highway right-of-way is acquired, property reverts to 
public ownership, resulting in an initial loss of property tax 
base and property tax revenue. These losses are the total taxes 
that would otherwise be collected by Polk County and distributed 
to the various jurisdictions. The city of Des Moines, the Des 
Moines Independent School District and Polk County would experi
ence the greatest tax losses based on their respective percent
ages of property taxes, according to Table 5.11. 

Table 5.12 indicates the estimated property tax base and 
property tax revenue losses attributable to the construction of 
the various alternatives and includes the revenue losses per 
jurisdiction. The total valuation of the city of Des Moines is 
$2,985,524,368.00, which includes $2,487,130.00 in agricultural 
land valuation. The losses of tax base, as percentages of the 
total valuation, vary from 0.32 to 0.38 percent for Subalterna
tives lA, 2A, lB and 2B. 
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It is anticipated that 
businesses and industries will 
community, thereby tending to 
for the community. 

many 
move 

reduce 

of the displaced residents, 
to new locations within the 
the overall tax base loss 

The construction of the project may initially result in a 
decrease of property values for some properties remaining adja
cent to the new facility. Other properties are expected to 
improve in value due to the diversion of traffic from streets in 
their areas to the new facility. Industrial and commercial 
development is expected to be fostered along the new roadway 
where zoning permits and where access is improved by the project, 
thus enhancing the community's tax base. 

conversely, property values are expected to decrease for the 
No Action alternative in areas of increased traffic congestion. 
Existing industrial areas with poor accessibility are expected to 
undergo deterioration and restriction of future development, 
particularly immediately south of the CBD. 

Effects on Public Expenditures 

Anticipated public expenditures for the project will include 
construction costs, public utility relocation or adjustment 
costs, right-of-way acquisition and relocation assistance costs, 
engineering, legal and administrative costs, and maintenance, 
road-user and accident costs. 

The data in Table 3.2 presents a financial comparison of the 
alternatives, including preliminary cost estimates for the con
struction of the CBD Loop Arterial and its connections to the 
existing street network. This data identifies various major 
areas of costs, i.e., grading and drainage, pavement, structures, 
utility adjustments and others, but excludes estimated costs of 
widening existing streets beyond the immediate project area. 
Table 3.3 provides estimated total costs for constructing various 
sections of the CBD Loop Arterial and its connections and, in 
addition, includes the estimated costs of widening existing 
streets within the analysis area. 

Utility_Costs 

Costs associated with adjustments to public utilities (sani
tary sewers and water mains) are included in Table 5.13, along 
with other utility adjustment costs including gas, electric and 
telephone utilities. 

Road User/Accident and Maintenance Costs 

Other public expenditures relative to the various alterna
tives, but not restricted to the construction alternatives, 
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include the costs associated with maintenance of roadways, both 
old and new. Maintenance costs include such items as crack seal
ing, street sweeping, minor repairs, snow removal and pavement 
markings. The costs incurred in maintaining a highway system are 
dependent on the types of roadways within the network, lengths 
and widths of roadways, average traffic volumes and other related 
factors. Maintenance costs were estimated for each alternative 
network based on average costs per mile in the state of Iowa. 
Only those streets included within the analysis area of the pro
ject corridor were considered for maintenance costs. These net
works generally include only the major streets within the analy
sis area and exclude local residential and service streets. 

current maintenance costs for each type of roadway (provided 
by the Iowa Department of Transportation) were used in determin
ing the projected maintenance cost of each alternative network. 
It is expected that any increase in unit maintenance costs would 
affect each alternative network proportionately, and no allowance 
has been made for future cost increases. 

Table 5.14 shows the estimated maintenance costs for the 
various networks. Due to the addition of mileage of new road
ways, maintenance costs were found to be higher on those networks 
which include the proposed CBD Loop Arterial and its connections 
to the existing street system. 

It is expected that streets which carry high traffic volumes 
will experience maintenance costs in excess of those calculated, 
including such items as increased repair costs and earlier resur
facing needs. Due to the lack of statistical data on such fac
tors, the costs shown in this section do not reflect the added 
cost of maintaining a heavily traveled system; it is expected 
that actual maintenance costs for the "No Action" alternative, in 
particular, will exceed the average roadway maintenance costs 
indicated. 

The public, as road users, pays the costs of owning and 
operating vehicles upon roadways. These costs depend upon the 
type of vehicle, the number of vehicle-miles traveled, operating 
speed of vehicles, number of stops necessary while traveling 
along a section of street and the duration of such stops. The 
latter three items depend upon the type of roadway and its 
ability to accommodate traffic demands without undue amounts of 
traffic congestion. Generally, a transportation network that 
provides higher operating speeds with fewer stops and fewer 
delays will accommodate more traffic and will reduce road-user 
costs. 

An analysis of road-user 
roadways contained within the 
posed CBD Loop Arterial and 

costs for the major streets and 
analysis area, including the pro

its various connections and street 
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widenings, was conducted for all the alternatives. Minor local 
residential and service streets were not included in this analy
sis. The analysis included consideration of the types and 
lengths of roadways, projected traffic volumes for the year 2000, 
running and delay costs (based on 1980 costs), and traffic opera
tional characteristics. The results of this analysis for the 
various alternatives is indicated in Table 5.15. 

The amount and severity of accidents that occur upon road
ways is also reflected in costs to the public for injuries, 
fatalities and property damages. The numbers of the various 
types of accidents (fatality, injury and property damage) are 
dependent upon the type of roadway facility, traffic control 
measures, traffic volumes, the degree of traffic congestion and 
other factors. The alternatives were analyzed relative to cur
rent state-wide accident rates for the state of Iowa and on traf
fic volume projections for the year 2000. No statistical acci
dent experience data is available, however, that relates to the 
degree of traffic congestion. The data in Table 5.16 indicates 
the estimated numbers of the three types of accidents for each 
alternative, based on vehicle-miles of travel on various roadways 
within the analysis area. This analysis is also based on state
wide accident rates per 100 million vehicle-miles of travel on 
the various types of roadways. Cost data provided is based on 
National Safety Council data for fatality, injury and property 
damage accidents. 

Table 5.17 summarizes all projected annual road-user, acci
dent and maintenance costs and presents the annual cost savings 
of Alternatives A, Band Preferred, as compared to the No Action 
alternative. 

IMPACTS TO CITY-OWNED PROPERTY 

The project will pass through the city of Des Moines' 
material storage yard, located west of Sec Taylor Stadium and 
south of s.w. Third Street (Plate 7, Appendix C). This yard 
includes a dispatch office, underground storage for liquid cal
cium chloride, storage buildings for salt spreading equipment and 
construction equipment, a salt dome and associated facilities. 
This facility would be relocated to another site and recon
structed to provide comparable services and storage as they 
existed at that time as part of the CBD Loop Ar€erial project. 

The project will also require a 0.10-acre lot located at the 
northeast corner of Woodland Avenue and Harding Road. This city
owned lot contains the maintenance shop and office for Woodland 
Cemetery. It also contains an underground gasoline storage tank 
and a vacant house which, at times, has served as the home for 
the Supervisor of Woodland Cemetery. These facilities will be 
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replaced at another location to provide the comparable storage 
and services as part of the CBD Loop Arterial project. 

IMPACTS TO PARKS AND RECREATION AREAS 

Each of the alternatives considered, except for No Action, 
would affect parks and open space lands. A map of parks and open 
spaces in Des Moines appears in Figure 4.3. Figure 4.4 provides 
more detail concerning these areas that are in the project cor
ridor. 

Small amounts of land would be required from several of 
these parks for the project right-of-way. An attached Section 
4(f) Statement discusses the impacts to these parks. The follow
ing paragraphs and Table 5.18 summarize these impacts. 

Description of Sections 4(f) and 6(f) Involvement 

The Preferred Alternative will require land from two pub
lically owned parks, Sam Cohen Park and Riverside Park. Land 
will also be required from four open spaces which are part of the 
city-owned River Front Development Project and from an open space 
area in the Des Moines Water Works. Impacts to each of these 
parks are discussed in more detail in the attached Section 4(f) 
Statement. Also, the reader is referred to the later sections on 
"Noise Impacts" and "Aesthetic Impacts" for a discussion of these 
impacts to parks. 

Sam Cohen Park 

Sam Cohen Park is a one-acre park located on Scott Street 
between S.E. 10th and S.E. 11th Streets in a residential area. 
The park is owned by the city of Des Moines and controlled by the 
Des Moines Park.and Recreation Board. It was conceived as a 
minipark to improve the recreation facilities for senior citi
zens. The focal point of the park is a structure in the west end 
which has been placed on the National Register of Historic 
Places, the Old Southeast Water Trough. Other facilities at the 
park are benches around the water trough and a memorial planter. 
No off-street parking is provided. 

Alternatives A, Band the Preferred Alternative will require 
the acquisition of approximately 0.3 acre of land from the north
east corner of the park (Plate 10, Appendix C). This area is on 
the opposite end from the main use area of the park. Increased 
noise levels and visual intrusion will result from the project. 

During the preliminary location 
several alignments were considered and 
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safety features or cost. These are described in the Section 4(f) 
Statement. The Des Moines Park and Recreation Board has re
quested the relocation of this park because of the severity of 
these impacts. This relocation will be an eligible project cost. 

Riversi_d_e_Park 

Riverside Park is a 16.3-acre park located south of Elm 
Street between s.w. First and Second Streets. It is owned by the 
city of Des Moines and controlled by the Des Moines Park Board. 

The land in the northern half of the park was the site of 
the earliest settlement in the city, being occupied in the early 
1840s by Fort Des Moines No. 2 and subsequently by the original 
town of Fort Des Moines. A log cabin stands in this area to 
commemorate the founding of the city. 

The only recreation facility in Riverside Park is the Sec 
Taylor Stadium, located in the southeastern portion of the park. 
The stadium is used by many other groups, including government, 
civic organizations and charities. Examples of functions recent
ly held there include charity softball games, rock concerts, dog 
shows and church services. 

Alternatives A, Band the Preferred Alternative will require 
the acquisition of approximately a.a acre of land from the north
east area of the park (Plate 7, Appendix C). This will result in 
the roadway being closer to the log cabin (70 feet) than it cur
rently is (120 feet). It will also result in the loss of some 
parking spaces in the Sec Taylor parking lot and changes in 
vehicular and pedestrian access. 

A landscaped buffer along the roadway and adjacent to the 
log cabin will be provided as part of the project and designed to 
be compatible with the park environment. The design of the pro
ject adjacent to Sec Taylor Stadium will be coordinated with the 
Park Board to maintain adequate access. The project will main
tain the s.w. First Street access, provide an access from the 
west along s.w. Second Street and connect with River Drive. 
Thus, the project will greatly improve accessibility to stadium 
events from the eastern, western and southern areas of the city. 
A pedestrian crossing to the parking areas west of s.w. Third 
Street will also be provided. 

All alternative alignments that were examined that would 
meet the traffic needs would have required passing through some 
portion of Riverside Park. Any alternatives that would avoid the 
park would have to be located to the north within the downtown 
area or to the south of the Raccoon and Des Moines Rivers. An 
alignment through the downtown area would have been incompatible 
with the future land-use planning goals and the goals of this 
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project. An alignment to the south of the Raccoon River and Des 
Moines River would have been too far removed from the CBD project 
area to be effective in reducing through traffic in the CBD. 

River Front~ Open Space Development Areas 

The proposed project will require the acquisition of several 
small tracts of land that are part of the River Front Open Space 
Development Areas owned by the city and maintained as open spaces 
by the Park Department. These areas may be seen in Appendix Con 
Plate 7 (West River Front Park) and Plates 8, 9, 12 (Riverfront 
Acquisition Areas). The city of Des Moines has owned much of the 
river front land in the city along the Des Moines and Raccoon 
Rivers since the early 1900s. In 1975 the city proposed to 
acquire the additional land needed to complete the river front 
corridor and to develop the corridor as an open space and recrea
tion area. Facilities are to include a 22-mile bike trail sys
tem, a 4.5-mile river drive and a 6.6-mile pedestrian trail. 
When completed, the park will encompass all of the river's length 
within the city limits. 

In 1975 the city requested federal funding for this project 
from the Land and Water Conservation Fund. A Final Environmental 
Impact Statement for the project was distributed by the Depart
ment of Interior in 1977. In this statement the boundaries of 
the project reflected the land needed for the CBD Loop transpor
tation route (referred to at that time as "South Loop Express
way"). It was stated that access for the bike path and hiking 
trail would be provided across the expressway either below the 
bridge or with an overpass (p. 4, Riverfront Acquisition Study, 
Department of Interior, 1977). To date, land acquisition for the 
project has been completed; and a bike path has been constructed 
on the east side of the river. Federal funds (U.S. Department of 
Interior Federal Grant No.: (HCRS) N.P.S. #19-00581.4 (Iowa)) 
were used for bike path construction. However, no federal fund
ing was used to acquire the properties in the CBD Loop Arterial 
project corridor. 

Alternative A, Band the Preferred Alternative will require 
the acquisition of 2,000 square feet from the River Front Devel
opment area along the west bank of the Des Moines River in the 
vicinity of Elm Street (Plate 7, Appendix C), 0.75 acre on the 
east bank of the Des Moines River in the vicinity of Raccoon 
Street (Plate 8, Appendix C), and 0.3 acre on the south bank of 
the Raccoon River in the vicinity of Jackson Avenue (Plate 7, 
Appendix C) and 0.13 acre on the north bank of the Raccoon River 
(Plate 7, Appendix C). 

The project will cross the bike path along the east side of 
the Des Moines River. This path will be relocated underneath the 
proposed roadway as part of the project, refer to Section 4(f) 
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Statement, Figure 2. This relocation is considered a Section 6(f) in
volvement and will require conversion approval by the U.S. Department of 
Interior and the Iowa State Liaison Officer. The project will also cross 
areas where future bike paths are proposed. All project bridges will be 
designed to accommodate these pathways underneath them. Landscaped 
buffer areas will be provided adjacent to these areas. 

All alternatives examined would cross the River Front Development 
project, as this borders the Raccoon and Des Moines Rivers throughout the 
downtown area. 

Des Moines Water Works 

This property is owned by the board of the Des Moines Water Works. 
Its primary function is as water collection, water storage and water 
treatment facilities for the city's water supply. Most of the Water 
Works' property south of the treatment facilities (Plate 4, Appendix c 
and Figure 5.8) is used for park and recreation activities. The area to 
the north of the treatment facilities where the proposed project is 
located has no discreet recreation areas. No formal or organized recrea
tion occurs there, although some passive use, such as bird watching and 
fishing from the banks of the Raccoon River and jogging, is occasional. 

An important recreation feature south of the treatment facility is a 
large crabapple arboretum which attracts thousands of people during the 
spring blooming season. Other facilities located here include pedestrian 
and bike trails, picnic areas and a fountain and formal garden area. 
Fishing also occurs from the banks of the Raccoon River. 

The area north of the treatment facility (Figure 5.8) contains water 
intake lines, the North Gallery System, and maintenance access roads for 
the property's facilities. The long-range plans also call for the area 
north of the treatment facility and west of the proposed project to be 
the major expansion area for the water treatment and other related 
facilities. It is also possible that a bike or hiking trail may be 
developed along the Raccoon River. If it is developed, such a trail 
could easily pass under the highway bridges planned for this area. 

The Preferred Alternative would require approximately 12.5 acres in 
this area; Alternative A would require seven acres; and Alternative B 
would impact 17 acres. The project will introduce noise levels into this 
area that are predicted to be higher than the existing levels or those 
for the No Action alternative. A landscaped buffer area will be provided 
adjacent to the project in this area. Noise abatement measures are not 
feasible and practical (see noise analysis section). 

Although the Des Moines Water Works is commonly referred to as a 
park, it serves as a multiple-use area for the city's municipal water 
facilities with the public using portions of it for recreation purposes. 
Based on its use as described above, FHWA has determined that Section 
4(f) does not apply to the portion of the property used by the proposed 
project. However, even if Section 4(f) would apply, there are not feasi
ble and prudent alternatives to using land from the property and all 
possible planning to minimize harm has been incorporated into the pro
posed project. 
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Other Impacts to Park and Recreation Areas 

I 
I 

Allen Park, located south of Raccoon Street, would be adja- I 
cent to the CBD Loop alignment (Plate 10, Appendix C). It con-
tains a variety of playground equipment. The project is not 
expected to have visual or noise intrusions on this park. The I 
project will improve accessibility to the park by vehicle from 
areas outside the neighborhood. 

The project will improve pedestrian access to Columbus Park I 
(Plate a, Appendix C). There are currently high levels of 
traffic on S.E. First Street bordering the western edge of the 

1 park. Much of this traffic will be diverted to the CBD Loop. 

Alternatives lA and 1B would impact 
located at 19th Street and Ingersoll Avenue. 
would require about 50 square feet of land 
increase noise levels. 

Chamberlain Park, 
These alternatives 

from the park and 

Woodland Cemetery is maintained by the Park Department as a 
public open space. The CBD Loop would result in increased noise 
levels in the eastern edge of the cemetery. However, the No 
Action alternative would have similar noise levels. Landscaping 
along the highway right-of-way that will enhance the open space 
environment will be provided as part of the project. The project 
will also require the moving of the entrance to the cemetery 
approximately 50 feet to the west. This will improve vehicular 
access and safety features at the Woodland Avenue intersection 
with the project. This gate will be reconstructed and landscaped 
appropriately. A house that is sometimes used as the caretaker's 
home for Woodland Cemetery and Glendale Cemetery is owned by the 
city and is located along Harding Road. This property also 
contains a maintenance shed and underground gasoline storage 
tank. It will be required for the project right-of-way and will 
be replaced as part of the project. 

The project will cross the only access to a city open space, 
Frank Depuydt, located to the east of the Water Works area. To 
ensure continued access to this property, the new Raccoon River 
bridge at this location will be sized to allow vehicles to pass 
underneath. 

Hawthorn Park is a 15.5-acre neighborhood park in the south
east corner of the project corridor (Plate 12, Appendix C). The 
Preferred Alternative would pass adjacent to this park but would 
not require any right-of-way from the park. Noise levels in the 
park would be higher than currently exist as a result of the 
project. Vehicular and pedestrian access to the park from the 
east side will be affected by the project. Railroad Avenue and 
Harriett Street, which now provide access from the east, would be 
closed at the project. However, eastern access will be available 
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one or two blocks to the north at Maury Street. Also, most of 
the residential area that the park serves is to the north and 
west, and access from these areas will not be affected by the 
project. A landscaped buffer area will be provided in the 
project right-of-way. Noise abatement measures were evaluated 
and found not cost-effective. Also, the area affected is not 
heavily used. As part of the project, a pedestrian/bike 
underpass will be provided at the southern end of the project. 

IMPACTS TO PEDESTRIANS AND BICYCLISTS 

The proposed project does not conflict with any plans for 
future development of the city's pedestrian or bicycle facilities 
and does not eliminate or sever any existing bike paths. A por
tion of the existing River Front Bikeway on the east side of the 
Des Moines River will be relocated to pass under the proposed 
arterial. There are several proposed bikeways that the project 
alignment would cross: on the west side of the Des Moines River: 
on the north bank of the Raccoon River in the vicinity of River
side Park: on the south bank of the river in this area: and in 
the Water Works area. Figure 4.5 shows existing and proposed 
bike trails in the project area. The project bridges will be 
designed to allow these future bikeways to pass beneath them. 

By reducing traffic volumes and congestion on many existing 
city streets, the construction of this project will provide 
increased safety for pedestrian and bicycle travel throughout the 
project area. However, the closure of some existing streets as 
part of the project may result in increased travel distances for 
some pedestrian and bicycle trips. 

The sidewalk on the bridge crossing the CBD Loop Arterial at 
Grand Avenue will be designed as part of this project. Pedes
trian and bicycle access to the Water Works area and the Gray's 
Lake area south of the Raccoon River are planned for the existing 
Fleur Drive bridge over the Raccoon River, with pathways being 
provided from the southerly end of the bridge, joining to the 
existing pathway that passes under the bridges. 

IMPACTS TO LAND-USE PLANNING 

Existing and proposed land use is discussed in;Section 4, 
"Affected Environment," and illustrated in Figures 4.6, 4.7 and 
4.8. Impacts of the project to existing and proposed land use 
along the various segments of the alignment are described in the 
preceding discussion of each affected neighborhood under "Neigh
borhood Impacts" in this section. 
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Land-use policies for the city of Des Moines are presented 
in Appendix B.1. The proposed CBD Loop Arterial is consistent 
with the land-use goals and objectives of the city, and the cor
ridor for the project has been incorporated into future land-use 
planning for a number of years. Potential impacts of the pro
ject, such as land-use changes or accelerated development in 
areas where accessibility is improved are among the objectives of 
the land-use plan. These effects on land use are anticipated to 
be positive ones on existing and proposed land use, especially in 
the CBD area. 

In anticipation of the CBD Loop, the city has attempted to 
maintain compatible land use within the project corridor during 
recent years. Because of the long history of planning for the 
project and its incorporation into future land-use planning of 
the area, secondary impacts relative to land use are expected to 
be minor. 

Certain sections along the alignment offer the opportunity 
for joint development activities. Public acquisition of some of 
these areas will be considered. These areas are described in the 
subsequent section on aesthetic impacts (also see Figure 5.9). 

IMPACTS TO ARCHITECTURAL AND HISTORIC RESOURCES 

In accordance with the federal requirements regarding the 
identification and protection of potentially significant archi
tectural and historic resources, a comprehensive property-by
property survey was undertaken after the right-of-way require
ments for the project were established. The purpose of this 
survey was to identify any properties located within the poten
tial impact zone of the project which may be eligible for the 
National Register of Historic Places. The area surveyed was a 
corridor which followed the proposed arterial alignments. The 
results of this survey are presented in Appendix Volume I to the 
Draft EIS, "Cultural Resources of the CBD Loop Arterial, History 
and Architecture." 

Two buildings that occur within the project right-of-way of 
the Preferred Alternative were judged to be eligible for the 
National Register of Historic Places by the State Historic Pres
ervation Officer (SHPO). This alternative would also pass 
through the edge of the Sherman Hill Historic District and re
quire the entrance to Woodland Cemetery to be moved. Both of 
these latter properties are on the National Reqiat~r of Historic 
Places. 

Twenty-three contributing structures located in or adjacent 
to the Sherman Hill Historic District would also be within the 
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project right-of-way. These are ones that individually do not 
qualify for the National Register of Historic Places but con
tribute to the significance of the district. 

Separate Draft and Final Section 4(f) Statements for this 
project have been prepared and present detailed discussions of 
these properties, project impacts, measures to minimize harm and 
avoidance alternatives. The following paragraphs provide a brief 
summary of this Section 4(f) involvement. 

National Register Eligible Properties 
Within the Proposed Right-of-Way 

Capital City Woolen Mills - 113 S.W. Eighth Street (5.13) 

This complex is identified by number (5.13) on Plate 6, 
Appendix c. It originally housed the Capital City Woolen Mills. 
There are five distinct sections to the complex, ranging in age 
from 1877 to 1970. Part one of the complex was a livery or 
Wells-Fargo station, according to the present occupants. Part 
two housed the Capital city Woolen Mills which went into 
operation in 1882. Parts three and four were additions to the 
mill in 1914. Part five was constructed in 1970. 

This mill is historically significant for its role in both 
Jewish immigration to Des Moines and as a major industry in the 
city. The mill was owned by Abraham and Leopold Sheuerman who 
were both leaders in the Jewish community. They often aided 
newly arrived immigrants by giving them jobs at the woolen mill 
during the period of rapid Jewish settlement of the city (1882-
1895). The oldest parts of the building are considered to have 
some architectural significance as well, although the later addi
tions (in 1914 and 1970) detract from the building's integrity. 

Clift~~ Heights United Presbyterian Chuzch 1218 _Indi_anola 
Avenue (7.14) 

This church, built in 1923, is a highly distinctive example 
of church architecture of the 1920s (refer to No. 7.14 on Plate 
8, Appendix C). It is the third church the congregation built. 
It is the primary reminder of settlement in the area that dates 
to at least 1879, the year the congregation first organized as 
the Presbyterian Church of South Des Moines. Settlement in this 
area was greatly accelerated in 1887 when the Clifton Heights 
Land Company bought and began developing large tracts in the 
area. The presence of a Presbyterian Church indicates that the 
area has not always been an exclusively Italian enclave. 
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Sherman Hill Historic District - Between Woodland Avenue, School 
StreeL 15th and 19th Street_s 

The project alignment would pass through approximately 650 
feet of the northwestern edge of this district (Plate 2, Appen
dix C). This district is one of Des Moines' oldest residential 
suburbs and today contains the city's highest concentration of 
late 19th and early 20th Century residential architecture. The 
district and three of its residences are listed on the National 
Register of Historic Places, and a number of others have been 
identified as contributing structures. This same area has also 
recently been declared a local historic district, with similar 
boundaries, except between Center Street and Woodland Avenue 
where the local designation extends westward to 20th Street. 

The Preferred Alternative would also displace 23 structures 
within or adjacent to this historic district which were found to 
be eligible for the National Register of Historic Places as con
tributing structures. These structures are considered to be 
significant because of the contribution they make to the charac
ter of the Sherman Hill Historic District. They include 18 
single-family dwellings, three apartment buildings and two com
mercial structures. Six of these are located within the historic 
district boundaries, while the remainder are immediately adjacent 
to the district. These structures are described in more detail 
in the Section 4(f) Statement. 

Woodland Cemetery - West of Harding Road Between Olive Street and 
Woodland Avenue (1.25) 

Woodland Cemetery was designed in 1864 by civil Engineer 
J.B. Bausman to be a rural, romantic cemetery. Its design 
reflects principles of romantic cemetery design: lush greenery; 
uneven, rolling topography; a variety of elaborate monuments; and 
narrow, curving lanes. Some of the city's most influential and 
historically significant residents are interred at Woodland. 
This cemetery was designated a local landmark in late 1985 by the 
City Council of Des Moines. 

The proposed project would be located to the east of this 
cemetery within the existing Harding Road right-of-way. To 
improve safety at the intersection of the project and Woodland 
Avenue, the entrance to the cemetery would be relocated to the 
west (Plate 3, Appendix C). 

National Register Listed or Eligible Properties 
in the CBD Loop Project Area 

There are 11 properties within the general project area that 
are on the National Register of Historic Places or have been 
identified by the Iowa State Historic Preservation Officer (SHPO) 
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as being eligible for the National Register. The Preferred 
Alternative would pass adjacent to six of these. These include: 
four commercial structures, one residential structure and a water 
trough. The project will not have significant impacts on any of 
these properties, except the water trough. It will result in the 
relocation of this structure. 

Measures to Minimize Harm 

A Memorandum of Agreement that specifies mitigative measures 
for the properties impacted by the Preferred Alternative has been 
developed by FHWA in consultation with the State Historic Preser
vation Officer (in Appendix B of attached Section 4(f) State
ment). 

Alternative Alignments Considered 

Alternatives A and B would have greater impact to historic 
and architectural resources than would the Preferred Alternative. 
The north-south segment of these alternatives would require the 
acquisition of one to two structures that are considered to have 
potential eligibility for nomination to the National Register of 
Historic Places (Sites 2A.2 and 3.9). The Preferred Alternative 
would require no such sites in this segment (Table 5.19). This 
segment also contains the structures that contribute to the 
significance of the Sherman Hill Historic District. Alternatives 
lA and 1B would displace 31 of these, Alternatives 2A and 2B 
would displace 27, while the Preferred Alternative would displace 
23. 

All alternatives considered for the east-west segment would 
require the taking of two structures considered to have potential 
for nomination to the National Register of Historic Places 
(Sites 5.13 and 7.14). In addition, Alternatives lA and 2A would 
have required the acquisition of another National Register eligi
ble site, Site 2A.18. 

All alternatives would have passed through the northwest 
edge of the Sherman Hill Historic District and required the relo
cation of the Woodland Cemetery entrance. The Preferred Alterna
tive would be located further from the Sherman Hill Historic 
District than would the other alternatives in the area between 
Center Street and Woodland Avenue. However, it would be located 
closer to Woodland Cemetery. 

Specific avoidance alternatives that were examined relative 
to these properties are described in the Section 4(f) Statement. 

IMPACTS TO ARCHAEOLOGICAL RESOURCES 

A Phase I Cultural Resources Survey was conducted in 1982, 
and the report of this survey was an Appendix volume to the Draft 
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EIS. The results of this study indicated the need for further 
investigations. A Phase II study was conducted in 1985 which 
revealed that there was an archaeological site, Site 13PK61, in 
the project area that was eligible for the National Register of 
Historic Places. This site was determiend eligible by the Keeper 
of the National Register in a notification dated April 9, 1986 
(in Appendix E, Part 4). This site is discussed in the following 
section and in more detail in the Section 4(f) Statement. 

Site 13PK61 

This site contains buried remains of Fort Des Moines No. 2 
(1843-1846), an old city dump, early buildings in the city of Des 
Moines (1846 and after), and prehistoric Indian artifacts. It is 
located in the vicinity of Riverside Park between s.w. Seventh 
Street and the Des Moines River and between Walnut Street and the 
Raccoon River (Plate 7, Appendix C). 

Subsurface investigations were conducted in this area in the 
Phase I study to determine if the original land surface on which 
the Fort and early Des Moines had stood still remained beneath 
the fill that had been deposited there over the years. The upper 
layer (A horizon) of the original soil surface was found to be 
present, occurring at varying depths from 50 cm (1.7 feet) to 2 
meters (6.6 feet) below the existing ground surface. On the 
basis of this finding, it was concluded that there was a good 
possibility for building foundations, floors and other remains of 
the Fort to still be preserved beneath the fill. The Phase II 
study uncovered the remains of a hearth that occurred at the 
predicted location of one of the Fort buildings. Although it was 
not conclusively linked with the Fort, this structure was dated 
to pre-1851, strongly suggesting that it was part of a Fort 
building. Other buried historic materials were uncovered during 
the study, indicating the potential for intact historic deposits 
to occur throughout this area. 

During the Phase I study of the Fort Des Moines area, an old 
city dump was discovered buried beneath about 6 feet of fill 
material. Historical records research and remote sensing work 
conducted during the Phase II study indicated that the size of 
the old dump could be quite extensive, extending perhaps between 
s.w. First and S.W. Third Streets and between Elm Street and the 
Raccoon River. Artifacts from the Riverside Park portion of the 
dump dated primarily to the 1910s to 1920s. However, because of 
its location adjacent to the Fort area, it is thought that parts 
of the dump could harbor artifacts dating to the 1840s and have 
cultural significance. 
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Phase II test units that were dug in the area north of Elm 
street between s.w. Third and s.w. Second Streets uncovered pre
historic materials associated with the Oneota period (A.O. 1000 
to historic times). 

Project Impacts 

The Preferred Alternative would pass to the south of the 
predicted locations of the old Fort buildings. The project would 
lie approximately 300 feet to the south of the hearth structure 
that was found and from 10 to 350 feet south of the area pre
dicted to be the location of a row of barracks (Raccoon Row). 
However, railroad relocation associated with this project would 
occur along this Raccoon Row location. 

The proposed alignment would pass over the old dump site. 
Both the s.w. Second Street and s.w. Third Street extensions of 
the project could cross the dump from near Elm Street to the 
Raccoon River. It is estimated that the project would be over
lying approximately eight percent of this dump. As the top of 
the dump was found to be buried beneath 6 feet of overburden in 
the vicinity of s.w. Second Street, it is anticipated that the 
construction of this roadway will not infringe upon the dump. 
(Roadway construction is anticipated to be no deeper than two 
feet; associated storm sewers may go four to six feet deep.) In 
the vicinity of s.w. Third Street, however, remote sensing data 
indicated an overburden layer of from 3 to 4 feet deep. As no 
test trenches were dug in this area, the existence of the dump 
below this overburden has not been verified. If it does occur 
here, storm sewer construction would be deep enough to infringe 
upon the dump. 

There is potential for prehistoric material to occur beneath 
the project alignment between s.w. Seventh Street and s.w. First 
Street. This material would occur in the buried A horizon, which 
was found to occur from 1.7 to over 5 feet below the existing 
ground surface. Roadway and storm sewer construction could in
fringe upon this original soil surface at many locations in this 
area. 

Measures to Minimize Harm 

In accordance with 36 CFR Part BOO, a Memorandum of Agree
ment that specifies mitigative measures for the impacted cultural 
resources has been developed by FHWA in consultation with the 
SHPO. It appears in Appendix B of attached Section 4(f) 
Statement. 

Alternative Alignments Considered 

Alternatives A and B would pass through this same area. Any 
alternatives that would avoid this area would have to be located 
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to the north within the CBD area or to the south of the Raccoon 
River. Two alternatives were examined that would pass through 
the CBD area. They were found to be incompatible with the future 
land-use planning goals and the goals of this project. These 
goals are to reduce traffic in the CBD area and provide a 
pedestrian-oriented area. Both of these alternatives would 
result in increased traffic congestion in the CBD and would not 
improve accessibility to the downtown industrial area. An align
ment to the south of the Raccoon River was considered but was 
dropped because it would have been too far removed from the pro
ject area to be effective in reducing traffic in the CBD and 
would not serve the downtown industrial area. 

Only one alignment was originally considered for this area 
and described in the Draft EIS. As a result of the Phase II 
study, however, the city of Des Moines directed that this alter
native be dropped and a new one be developed that was further 
removed from the predicted location of the Fort buildings. The 
original alternative was located from 10 to 70 feet to the north 
of the preferred alternative and would have been closer to the 
predicted locations of the Raccoon Row barracks (Plate 13, Appen
dix D). 

NOISE IMPACTS 

The guidelines presented in the Federal Highway Administra
tion's Federal Aid Highway Program Manual, Volume 7, Chapter 7, 
Section 3 - Procedures for Abatement of Highway Traffic Noise 
and Construction Noise, were used during the preparation of this 
traffic noise analysis as required for location approval of 
federal aid highways. Reference to these guidelines and the 
publication Fundamentals and Abatement of Highway Traffic Noise 
(Bolt, Beranek and Newman, 1973) is recommended if further detail 
is desired. 

Highway Noise Fundamentals 

In order for the reader to have a better understanding of 
this noise study, a brief overview of several aspects of noise 
are presented in the following paragraphs. 

"Decibels" are used to measure the intensity of sound just as 
"degrees" and "meters" are used to measure temperature and 
length. Decibels, abbreviated dB, are a logarithmic reference to 
sound pressure with the reference base (O dB) being the weakest 
sound that can be heard by the average young ear. 

The range of normal hearing is from a low frequency of 20 
Hertz (cycles per second) to a high frequency of approximately 
15,000 Hertz. The human ear is particularly insensitive to very 
low frequencies, and the "A-scale" weighting network incorporated 
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into the sound level meter closely approximates the frequency 
response of a young human ear. All noise measurements were con
ducted using the A-scale weighting network. 

The engine, exhaust, tire-roadway interaction, brakes, 
vehicle vibration and air disturbance are all sources of vehicle 
noise. The contribution of each source to the total amount of 
noise is dependent on many variables such as speed, vehicle 
volume, auto-truck mix, and roadway geometrics. The effects of 
the vehicle noise source depends on the strength of this source, 
the amount of background noise present and the nature of the land 
use where the noise is heard. Figure 5.3 shows the decibel 
levels of several common interior and exterior noise sources, 
while Table 5.20 lists the noise abatement criteria and their 
related activities. 

Vehicle noise levels are dependent on many variables. Re
search conducted by the Highway Research Board has resulted in a 
method by which the noise level produced by a future highway can 
be predicted. Comparison of this predicted noise level and 
existing measured noise levels may indicate the amount of noise 
impact to be experienced by nearby sensit~ve receivers. 

There are two primary methods to control highway related 
noise. The first is to control the noise source by using 
improved muffler systems and tires that produce less roadway 
interaction noise. The second method is the incorporation of 
noise control measures into the roadway project. Typical noise 
control measures include raised or depressed roadway grade, 
changing the horizontal alignment, or constructing a barrier 
between the roadway and the sensitive receivers. 

Sensitive Site Analysis 

All construction alternatives border along or pass through 
existing land uses which can be classified as sensitive to high
way related noise. The north-south segment border~ along the 
Sherman Hill Historic District and Woodland Cemetery. This seg
ment also contains another roadway penetrating Water Works Park. 

Subalternatives lA and lB include roadways adjacent to Cham
berlain Park. Alternative A crosses a commercial district, while 
Alternatives Band Preferred Alternative involve additional road
ways in the Des Moines water Works property. 

The east-west segment common to all alternatives crosses an 
industrial area between s.w. 15th Street and s.w. Second street, 
several parks and a residential area. These parks and residen
tial areas are sensitive receiver areas, while the industrial 
area with its large amount of railroad activity is not considered 
particularly noise sensitive. 
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The Indianola Avenue connection borders on another residen
tial area, passes through or beside several parks, all of which 
are considered noise sensitive. Two residential areas are pene
trated by the E. 15th Street Extension while a portion of the 
roadway overpasses the railroad areas. 

Forty-nine individual noise surveys were conducted to deter
mine the existing noise levels for all sensitive sites in the 
project area. These included residential areas, churches, parks 
and schools. Refer to Table 5.21 for the number of residences 
represented at each site. 

Existing noise levels were measured at various times of the 
day using a Bruel and Kjaer Sound Level Meter Type 2205. The Leq 
was determined by the "Check Off" method, as described in the 
Federal Highway Administration Report No. FHWA-DP-45-lR, Sound 
Procedures for Measuring Highway Noise: Final Report. The peak 
hour Leq, Leq(h), was determined by adding a factor to the Leq 
based on the time of the measurements. 

Future noise predictions for the various alternatives 
(Figures 1.1 and 3.1 through 3.4) were made using the 
STAMINA/OPTIMA computer program (FHWA-Version 3, March, 1983). 

Evaluation of Noise Impacts and Abatement Measures 

Results of this analysis are shown in Table 5.21, along with 
the impact ratings. The ratings take into account both the 
existing noise level and the predicted noise level increase. A 
moderate or serious rating indicates the need for noise abatement 
considerations. Evaluation of noise abatement measures appears 
in Table 5.22. Table 5.21 lists the reasons noise abatement 
measures are not recommended for certain sites. 

Noise Sample Sites 1-12 and 32-36: These sites and the Sherman 
Hill Historic District are affected mainly by the north-south 
segment. Most site locations would not have a significant change 
in noise levels (3 decibels or more) under any of the alterna
tives. 

Woodland Cemetery, Site 6, would experience a 3-decibel noise 
level increase under the Preferred Alternative. Site 7, Tech 
High School Track, would have a 4-decibel decrease in noise under 
either Alternative 2A or Alternative 2B. Because of the inter
change ramps, a 3- or 4-decibel increase would occur in Chamber
lain Park, Site 8, under either Alternative lA or 1B. Site 9, a 
commercial area, would experience a 5-decibel noise increase, 
while Site 10, Des Moines Tech High School, would experience a 5-
decibel decrease under any one of the construction alternatives. 
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Sites 11 and 12, in Water Works Park, would experience a 6- or 5-
decibel increase, respectively, under Alternatives lA, lB, 2A or 
2B. The Preferred Alternative would increase these noise levels 
by 8 or 7 decibels, respectively. 

The residential areas represented by Sites 32 and 33 would 
experience a 3-decibel increase under any of the construction 
alternatives. Site 35, the residential area along the east side 
of 20th Street, would experience a 4-decibel increase in noise 
under the Preferred Alternative. The residences near the inter
section of 19th and High Streets, Site 36, would experience a 4-
or 5-decibel increase under Alternative lA or lB, respectively. 

Under the Preferred Alternative, serious noise impacts would 
occur at Sites 7, 11, 32, 33 and 35. The remainder of the sites, 
with the exception of Sites 3 and 36, would experience moderate 
noise impacts. 

A berm or wall between the CBD Loop and the Sherman Hill 
Historic District-Woodland-Willkie Neighborhood would be effec
tive in reducing the noise by 5 to 8 decibels (refer to Table 
5. 22) •. It would also serve as a visual barrier and mitigate the 
negative aesthetic impacts of the roadway on the neighborhood and 
historic district. Either a wall or berm will be provided as 
part of this project. 

A master plan study was recently completed by the Sherman 
Hill Association which recommends a landscaped berm to serve as a 
buffer along the east side of Harding Road. During the design of 
the CBD Loop, consultation with the Woodland-Willkie Neighborhood 
and the Sherman Hill Association, Inc., will occur to arrive at a 
design that is compatible with the aesthetics of the area (refer 
to discussion under "Callanan Neighborhood" earlier in this sec
tion for more details). 

Kingsway Cathedral, Site No. 2, is located at an intersection 
of two major streets. There is no practical method to reduce the 
noise impact other than adding sound insulation to the existing 
structure. This noise impact would be produced mainly by the new 
northbound lanes of the project. Since the predicted noise level 
for the No Action alternative is comparable to that created by 
any build alternative, any sound attenuation measures taken would 
improve the noise environment. 

The Des Moines Water Works would be the most severely im
pacted area in the project corridor. While the existing noise 
levels along Fleur Drive will exceed 67 dBA at some locations, 
the noise source is limited to a single roadway. All construc
tion alternatives introduce new roadways into the area, with 
Alternative B and the Preferred Alternative introducing the 
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greatest amount. While the total number of vehicles passing 
through the park would be approximately the same for all alterna
tives, including the No Action alternative, the introduction of 
new roadways would create a relatively noisier environment over a 
larger area than now exists. Noise barriers in this area would 
be very costly, while benefitting a small number of people. Most 
of the open space usage is located south of the project area. 
Therefore, barriers are not being considered for the Water Works 
area. 

The area of Water Works Park west of Fleur Drive with its 
trees and the Raccoon River serves as a buffer to the surrounding 
urban areas. All construction alternatives of the CBD Loop pro
ject would cross this area. 

Noise Sample Sites 13-16, 19 and 37: These sites are industrial 
park and open space areas along the Raccoon and Des Moines 
Rivers. Site Nos. 13 and 19 have low existing noise levels. All 
construction alternatives would produce the same noise levels. 

Sites 13 and 37 would not experience a significant change in 
noise levels. Site 14, near First Avenue, would experience a 3-
decibel increase, while Sites 15, 16 and 19 would experience 
noise increases of 17 to 22 decibels. These four sites would all 
experience serious noise impacts. Mitigation is not recommended 
for these sites because they are not residential areas. 

Noise Sample Sites 17, 18, 38 and 39: These four sites represent 
the area between Indianola Avenue and the Raccoon River. Site 
No. 17 (St. Anthony's Church) would not experience a significant 
noise level increase. Sites 18 and 39 would experience increases 
of 4 decibels, while Site 38 would increase 8 decibels. Moderate 
noise impacts would be experienced by Sites 17, 18 and 38. Noise 
barriers could only reduce the noise levels by 3 to 6 decibels at 
only four homes. Therefore, barriers are not recommended for 
this area. 

Noise Sample Sites 20-25, 31 and 40-45: These sites encompass 
the area south of the proposed east-west segment and east of the 
Des Moines River. An industrial area lies to the north of the 
proposed roadway and is not considered very sensitive to noise. 
However, the residential area to the south would be impacted by 
this project. The present major noise sources are U.S. Highway 
65-69 (S.E. 14th Street), Scott Avenue, Maury Street, S.E. Sixth 
Street, and the railroad. Construction of the east-west segment 
would add a major new noise source to this area. Sites 45 and 31 
would not change significantly in noise levels. All other sites 
in this area would increase from 3 to 10 decibels under any of 
the construction alternatives. Sites 21 and 24, city parks, 
would receive serious noise impacts. Other sites would be moder
ately impacted by noise. 
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The parks in this area are located next to existing roads 
which are the major noise sources. These roadways and the pro
posed roadway would need to be screened to produce a noise envi
ronment below 67 dBA at peak traffic times. Cohen Park, which is 
located next to a railroad track line, and Allen Park, which is 
bordered by two major roadways, would need to be almost totally 
enclosed by noise walls to reduce the noise levels significantly. 
No mitigation measures are recommended for these two parks 
because of their aesthetic impact and, limited effect. Also, 
Allen Park is proposed to be reclassified by the city to nonpark 
uses. 

Hawthorn Park, the largest of these three parks, could accom
modate a noise wall of ten feet along U.S. Highway 65-69 without 
being a detriment to park use. However, a portion of the park 
would be needed for the construction of the noise wall or berm. 
The majority of park use is located at a considerable distance 
from this roadway. Therefore, noise mitigation measures are not 
being considered for this site. 

Noise Sample Sites 28-30 and 46: These sites would be located in 
the vicinity of the proposed E. 15th street Extension. Several 
homes and churches, represented by Sites 28 and 29, would be 
displaced by any of the construction alternatives. The construc
tion of the connection for U.S. Highway 65-69 would bring the 
traffic closer to the remaining sites, increasing the noise 
levels by 4 to 6 decibels. 

These homes, represented by Sites 30 and 46, would be moder
ately or seriously impacted by the noise levels. Noise barriers 
in this area would not be effective because of the elevated road
ways. 

Noise Sample Sites 26. 27 and 47-49: This residential area is 
located at the north end of the proposed E. 15th Street Exten
sion. The proposed roadway in this area will relocate the traf
fic load through the residential area instead of beside it. The 
Vine Street Gospel Chapel (Site 26) would experience a 6-decibel 
noise increase under any construction alternative. Site 27 in 
the residential neighborhood is predicted to have a higher noise 
level by 4 decibels if no construction alternative is imple
mented. These two sites would be moderately impacted. Sites 47-
49, residential areas, would experience a serious noise impact. 
Noise barriers would not be effective in this area. 

Noise Contours 

The year 2000 Leq 67 dBA 
dieted for all new roadways. 

noise contour distances were pre
The generalized 67 dBA contour 
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lines are shown, in Plates 2 to 12 (Appendix C) and Plates 1 to 
12 (Appendix D). 

It should be pointed out that the distances are generalized 
and do not include the shielding effects of elevated or depressed 
roadway conditions or the shielding effect of intervening build
ings. This shielding, along with any noise wall construction, 
would result in a contour line nearer the road. 

Construction Noise 

Those areas which were identified as sensitive to traffic 
noise may also be subjected to high noise levels during roadway 
construction. Construction with the large machinery is a strong 
noise source. Every effort will be required of the Contractor to 
supply and maintain equipment with muffler systems recommended by 
the equipment manufacturer. 

AIR QUALITY IMPACTS 

Existing Air Quality 

Carbon monoxide levels have been monitored in Des Moines at 
19th Street and Grand Avenue since 19-79. Results show that there 
have been no violations of the one-hour standard of 35 ppm. 
Maximum one-hour concentrations have ranged from 21.6 ppm in 1981 
to 8.3 ppm in 1983. The eight-hour standard of 9 ppm has been 
exceeded five times since 1979, the last one occurring in 1982. 
Maximum eight-hour levels have ranged from 10.9 ppm in 1981 to 
4.3 ppm in 1984. The arithmetic mean has shown a decline in 
carbon monoxide levels, from 1.9 ppm in 1979 to o.s ppm in 1985. 
Most of the city of Des Moines and all of the project corridor is 
classified as a nonattainment area for the primary and secondary 
standards of carbon monoxide. The state has recently requested 
that the area of nonattainment be reduced to the central business 
district. 

Suspended particulates are currently being monitored at four 
locations within the city of Des Moines: Fire Station No. 8 at 
1249 McKinley, Fire Station No. 1 at Ninth and Mulberry, S.E. 
18th Street and Scott Avenue, and at 3714 Merle Hay Road. 
Results indicate that there has been an improvement in air quali
ty near Fire Station No. 1 and No. s. In 1986, these areas did 
not exceed the secondary TSP standard of 150 micrograms per cubic 
meter. They have not exceeded the primary standard (260) since 
1978. Fire Station No. 8 has a geometric mean concentration of 
42 micrograms per cubic meter, while Station No. 1 has a geome
tric mean of 52. The area near Merle Hay Road has not changed 
significantly since 1979. Suspended particulate levels have 
remained around 60 micrograms per cubic meter (geometric mean) 
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and the secondary standard has been exceeded an average of once 
per year. The primary standard has not been exceeded in this 
area. 

The area near the monitor at S.E. 18th Street and Scott Ave
nue had exceeded the secondary and primary particulate standards 
14 and 3 times, respectively, in 1986. The geometric mean in 
1986 was 111 micrograms per cubic meter. Monitoring at this site 
was discontinued in November, 1986. The area bounded by E. 14th 
Street, E. 30th Street, University Avenue and the Des Moines 
River has been designated as primary nonattainment for suspended 
particulates. The rest of the Des Moines area is classified as 
secondary nonattainment. 

Carbon Monoxide 

Carbon monoxide is generally accepted as the overall indica
tor of highway-related air pollution since its major source is 
the internal combustion engine and it does not react photochemi
cally with other pollutants. A microscale analysis of the pro
ject corridor was done to predict carbon monoxide concentrations. 
The dispersion model used was CALINE 3. Emission factors were 
calculated from the MOBILE 3 computer program. Assumptions made 
in the MOBILE 3 program were: 

% Cold Start Noncatalyst = 
% Hot Start Catalyst= 
% Cold Start Catalyst= 
VMT Breakdown: 

LDGV 
LDGTl 
LDGT2 
HDGV 
LDDV 
LDDT 
HDDV 
MC 

Low Altitude 
No Inspection/Maintenance Program 
No Anti-Tampering Program 
Nationwide Tampering Rates 
Ambient Temperature 

20.6 
27.3 
20.6 

60.4% 
9.1% 
8.9% 
4.1% 
7.8% 
4.6% 
4.4% 
0.7% 

QOF 

The ambient temperature was selected to be o°F to provide the 
worst case emission levels. 

In the CALINE 3 program, the following assumptions were made: 

Averaging Time= 
Surface Roughness (Z 0 ) = 
Settling Velocity= 
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Deposition Velocity= 
Wind Speed= 
Atmospheric Stability Class= 
Mixing Height= 
Background Concentration (CB)= 
Traffic Volumes (See Table A.l, Appendix A) 

o cm/Sec. 
1 m/Sec. 
F 
1,000 m 
2 ppm 

All wind directions 
with a wind speed of 1 
find the worst case. 

(in 20-degree increments) were checked, 
m/Sec. and stability Class Fin order to 

The eight-hour concentration (8-Hr) was approximated by the 
following formula: 

Cs-Hr= (C1-Hr - CB)-VS + CB 

The results are presented in Tables 5.23 and 5.24. These 
results indicate that with the new roadway, the carbon monoxide 
levels will experience a general decline in most areas. This is 
due to the continued reduction in emission levels in new vehi
cles. Some areas, including Sites 11, 14, 16, 18, 37, 42 and 43, 
will experience increased pollutant levels. However, the new 
levels will still be below the one-hour (35 ppm) and eight-hour 
(9 ppm) primary and secondary standards. Other areas, including 
the CBD, the intersection of Fleur Drive and Locust Street, and 
the E. 14th Street corridor will show an improvement in air qual
ity. 

Under normal atmospheric conditions, carbon monoxide levels 
would have a maximum concentration of 3 ppm. 

Suspended Particulate 

Only a small percent of the total suspended particulate (TSP) 
in Polk County is emitted from motor vehicles (Iowa State Imple
mentation Plan). Any change in the transportation system, such 
as the CBD Loop Arterial would have a negligible effect on this 
total. 

Fugitive dust would originate from the new paved road at an 
average rate of 11 grams/vehicle mile. Using 381,755 vehicle 
miles/day times 365 days/year yields 1.53 x 109 grams/year or 
1,690 tons/year in the project corridor. Under the No Action 
alternative, suspended particulate totals would be 11 x 373,729 x 
365 = 1.50 x 109 grams/year or 1,654 tons/year for the same area. 
These numbers indicate that there would be an insignificant dif
ference (two percent) between a construction alternative and No 
Action. This difference (36 tons/year) is only .1 percent of the 
total TSP from area sources in Polk County. 
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During construction, the levels of total suspended particu
late will increase. The earthwork associated with road construc
tion combined with the wind make this increase inevitable. Con
struction of I-380 in Cedar Rapids increased the TSP levels by 20 
to 35 mg/m3. However, these adverse impacts can be minimized by 
using procedures to keep the exposed areas watered down. Stock
piles of earth along with trucks carrying cut or fill material 
should be kept covered as much as possible. Contractors involved 
with the construction will be required to comply with the Iowa 
"Rules and Regulations Relating to Air Pollution Control" (Chap
ter 900, Iowa Administrative Code). Specifically, adherence to 
the sections concerning Fugitive Dust, Visible Emissions and 
Permits would be required in the construction contracts in an 
effort to minimize the short-range effects upon air quality with
in the project corridor. Open burning will be prohibited within 
the city of Des Moines. 

State Implementation Plan 

This project is in an air quality nonattainment area which 
has transportation control measures in the State Implementation 
Plan (SIP) which was approved by the Environmental Protection 
Agency on March 3, 1978. The FHWA has determined that both the 
transportation plan and the transportation improvement program 
conform to the SIP. The Federal Highway Administration has 
determined that this project is included in the transportation 
improvement program for the Des Moines area. Therefore, pursuant 
to 23 CFR 770, this project conforms to the SIP. 

FLOOD PLAIN IMPACTS 

The CBD Loop project will provide a transportation system 
over the two major riverine systems within the city of Des 
Moines. Alternatives A, B and the Preferred Alternative provide 
for a single crossing over the Des Moines River. The location of 
this crossing is the same for the three alternatives. For the 
Raccoon River, Alternatives A and B provide two crossings, while 
the Preferred Alternative provides for three Raccoon River cros
sings. The general location of these crossings is shown on 
Figures 5.6 and 5.7. These figures also indicate general flood 
plain floodway limits. 

In this discussion, reference will be made to river locations 
by river mile and/or linear feet above the respective river's 
mouth. In addition, specific reference points may be discussed 
in terms of "left bank" or "right bank" of the river's channel. 
In this sense, the left bank will designate the bank of a river's 
channel located on the left side of an individual looking toward 
the downstream direction of the river. Conversely, the right 
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bank of a river or stream designates the bank of the system on 
the right side of an individual as that individual looks toward 
the downstream direction of the river. 

The Des Moines River crossing for the project occurs approxi
mately at Des Moines River mile 201.s. Primary usage of flood 
plain areas for the Des Moines River reach affected by the pro
ject are strictly recreational. The existence of the flood con
trol works creates a full flow hydraulic channel with no storage 
available for flood flows. In addition, the floodway is confined 
to the levee locations. The flood control works provide for a 
limited flood plain area within the levees' boundaries. Conse
quently, usage of areas riverward of the levees is during non
flood events and is limited to recreational activities such as 
fishing or boating. 

For the Raccoon River, a river crossing (Indianola Avenue 
connection) located downstream of the existing Jackson Street 
bridge is inclusive for Alternatives A, B and the Preferred 
Alternative. This proposed crossing will span existing flood 
control works on the Raccoon River. The flood control works 
provides for full conveyance of flood flows and does not provide 
any flood storage in areas adjacent to the channel. Alternatives 
A and B provide for one additional Raccoon River crossing. While 
the two alternative crossings vary with respect to mainline and 
ramp designs, both crossings are located upstream of Fleur Drive, 
approximately 14,300 feet above the mouth of the Raccoon River. 
The Preferred Alternative has two additional Raccoon River cros
sings. These locations are approximately 12,600 feet above the 
Raccoon River mouth and approximately 14,300 feet above the 
Raccoon River mouth. In this general reach of the river, flood 
control facilities exist on the left bank of the river. The 
right bank area provides a significant overflow area and is not 
considered a principal storage area since during floods of magni
tude the lower lying areas will be areas of floodwater convey
ance. The right bank area is used for the most part by the city 
of Des Moines Water Works. Primary usage of the Raccoon River in 
the crossing locations is limited to recreational functions. 

Floodway boundaries for the Raccoon River are confined to 
levee locations where the flood control facilities exist. The 
CBD crossing of the Raccoon River downstream of the Jackson 
Avenue bridge will span the flood control levees and consequently 
the floodway. At the proposed crossings adjacent to Fleur Drive, 
the floodway is confined on the left (north) bank by an existing 
flood control levee. The floodway limits for the right bank 
flood plain extend beyond the project limits for the CBD alterna
tive alignments. No flood control facilities exist in the Fleur 
Drive area for the right bank areas. Due to the sharp bends in 
the channel configuration in this area, the floodway limits cross 
perpendicular to Fleur Drive approximately 4,500 feet south of 
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the southern abutment of the Fleur Drive bridge. Flood profile 
information available from the Flood Insurance Study, city of Des 
Moines (preliminary copy of 1985 revisions) indicate that the 
100-year flood will overtop Fleur Drive south of the existing 
bridge for approximately 5,800 feet. Consequently, all three 
alternatives are within the floodway of the Raccoon River. This 
connection to Fleur Drive provided by the alternatives is an 
integral part of the project concept. Due to this fact and· the 
extent of the flood plain width, an alternative to avoid location 
in the flood plain was not practical. 

Both the Des Moines and Raccoon Rivers provide good habitat 
for fish and other aquatic life. The flood plain of the Raccoon 
River also provides significant habitat for plant and animal 
species. Section 4 provides a description of these habitats 
(p. 4.1-4.5). 

The Raccoon River and the Des Moines River have been subject 
to several engineering studies and analyses concerning the magni
tude and frequency of respective floods for each river system. 
Of significant focus in planning the CBD Loop river crossings was 
the U.S. Army corps of Engineers' efforts in the hydraulic study 
and resulting flood control works for the Raccoon River and the 
Des Moines River. In addition, the Flood Insurance Study, City 
of Des Moines, Iowa, by the Federal Emergency Management Agency, 
was utilized in coordinating regulatory discharge flows and flood 
frequencies with the proposed riverine crossings. 

The Raccoon River and Des Moines River flood control works 
were constructed by the U.S. Army Corps of Engineers and accepted 
by the city of Des Moines in November, 1971. The flood control 
improvements consisted of earthen levees and concrete flood walls 
designed to control flood flows. While the design flood profile 
elevations for the flood control projects may differ from or 
exceed the regulatory 100-year flood profile elevations, the 
river crossings for the Des Moines CBD network are designed to 
accommodate the predominating or greater design flood profile 
elevation. 

The Des Moines River reach pertaining to this project is 
downstream of the Saylorville Reservoir. This reservoir acts as 
a flood control facility and recreational lake. The reservoir 
has been in place since April 12, 1977, and the greatest dis
charge of record at this time occurred in June, 1984, and was 
29,000 cfs. This discharge corresponds to a 67-year flood based 
on the regulation by the reservoir. The flood discharge below 
the confluence of the Raccoon River was 47,300 cfs for this same 
event and was a 33-year flood based on the regulation by the 
reservoir. In combination, the Saylorville Reservoir and the 
flood control levees provide for a low flood damage potential on 
the Des Moines River in the CBD project area. 
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As previously outlined, the river crossing of the Des Moines 
River is similar for each of the three alternatives and will 
cross existing flood control levees on both banks. The construc
tion of this crossing is intended to have very little impact on 
the flood plain and floodway since the bridge will span the chan
nel with a low steel elevation above the Corps of Engineers' 
design flood profile elevation. 

The proposed Indianola Avenue connection over the Raccoon 
River will be correlated with existing flood control facilities. 
This crossing will span across earthen flood control levees. The 
left bank levee was constructed as a part of the Corps of Engi
neers' project, while the right bank levee was constructed by the 
city of Des Moines. This bridge will have low steel above the 
design profile elevation for the flood control levees. 

The remaining crossings on the Raccoon River are located near 
the existing Fleur Drive bridge. In this reach of the Raccoon 
River, flood control works (earthen and concrete wall levees) 
have been constructed on the left bank of the Raccoon River. 
This reach of the Raccoon River is also the beginning of a wide 
bend in the channel. As available flood plain mapping outlines, 
the 100-year flood plain is widespread on the right bank due not 
only to topographical conditions but to the natural influence the 
river bend creates during high-water events. The area of the 
right bank is occupied by the city of Des Moines Water Works for 
water supply and treatment. At present, facilities are either 
built on elevated sites for flood protection or have ring levees 
protecting facilities from flood damage. 

Appendix c provides detailed location drawings of the pro
posed bridge crossings for the Preferred Alternative. Appendix D 
provides similar location drawings for Alternatives A and B. 

With the new crossings constructed, no significant impact is 
anticipated from increased development in flood plain areas adja
cent to the crossings. The crossing of the Des Moines River and 
the crossing of the Raccoon River below Jackson Street will span 
the flood plain which is confined by the respective flood control 
works. Federal and State of Iowa criteria prohibit development 
or encroachment in areas riverward of the levee locations. The 
crossings near Fleur Drive are not anticipated to change existing 
flood plain characteristics nor minimize recreational usage of 
the river in this reach. As outlined, the major portion of flood 
plain areas in this river reach are utilized by the Des Moines 
Water Works. 

In planning the three alternative crossings, detail was 
directed toward the mitigation of significant flood profile ele
vation. The encroachment and backwater effects of the placement 
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of the piers and any fill in the floodway will be analyzed during 
preliminary structure design to ensure that all requirements of 
existing state and local flood plain ordinances are met. Preli
minary estimates of fill quantities for each crossing have been 
calculated. Estimated fill quantities include pier quantities, 
backfill quantities for pier construction, ramp fill and approach 
road fill. Estimated fill quantities represent volumes below the 
25-year discharge (Q25) as required for submittal in U.S. Army 
Corps of Engineers' Section 404 Permit applications. 

CBD Arterial over Des Moines River 
(All Alternatives)--------------------- 6,000 

s.E. 15th Street over Wetland Area------- 1,500 
Indianola Avenue Connection 

(All Alternatives)--------------------- 3,500 
Alternative A - Raccoon River Crossing 

Near Fleur Drive----------------------- 26,000 
Alternative B - Raccoon River Crossing 

Near Fleur Drive----------------------- 60,000 
Preferred Alternative - Raccoon River 

Crossings Near Fleur Drive-------------130,000 

Cubic Yards 
Cubic Yards 

Cubic Yards 

Cubic Yards 

Cubic Yards 

Cubic Yards 

General locations of fill are shown on the plates in Appen
dices c and D. Preliminary profile grades indicate fill heights 
will vary from O feet to 25 feet. 

While detailed design for each river crossing has not been 
completed at this planning stage, it is acknowledged that each 
crossing will be subject to careful review by the appropriate 
state and federal agencies and review boards. As such, the lay
out for each crossing has been accomplished with recognition of 
the various state and federal criteria for hydraulic considera
tions as well as environmental aspects. Early coordination for 
the river crossings was conducted with the Iowa Natural Resources 
Council (now Iowa Department of Natural Resources) in office 
meetings and with the U.S. Army Corps of Engineers through corre
spondence. 

No change is anticipated in the established regulatory 
floodway. The project river crossings of the Des Moines River 
will span the flood control levee system on the Des Moines River. 
The regulatory floodway is within the levees for this reach of 
the river. The project river crossing over the Raccoon River 
below the Jackson Street bridge also will span existing flood 
control levees on both river banks. The Raccoon River regulatory 
floodway for this location is within the flood control levees. 

The remaining two river crossings are over the Raccoon River 
at the Fleur Drive location. This reach of the Raccoon River has 
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a flood control levee located on the north side of the river but 
does not have a levee on the south side of the river. The regu
latory floodway extends approximately 4,900 feet in width at the 
Fleur Drive location. The established flood plain and floodway 
are based on extensive overtopping of Fleur Drive south of the 
existing and proposed river crossings. This area will remain 
available for flow during flood events. 

In summary, the river crossing locations do not signifi
cantly impact flood plain areas or their recreational benefits. 
Also, additional development is not anticipated in these flood 
plain areas due to existing federal, state and city of Des Moines 
criteria and present land usage. 

IMPACTS TO NATURAL FEATURES 

The natural features of the project area are described in 
Section 4, "Affected Environment." The proposed project is not 
expected to have any major impacts on these resources. The fol
lowing concentrates on areas where some impacts are expected. 

Vegetation Impacts 

Several areas of native vegetation will be removed by the 
project. These areas may be seen in Plates 4 and 11, Appendix c. 
A ground survey of these areas was conducted during 1981. The 
vegetation was found to consist primarily of flood plain species 
of trees, shrubs, grasses and forbs. Several vegetation types 
exist and are associated with elevational gradients within the 
flood plain. On areas that are frequently flooded, the flood
tolerant Willow (Salix sp.), Silver Maple (Acer saccharinum) and 
Box Elder (Acer nequndo) occur. On slightly higher ground that 
is rarely inundated, a bottomland forest dominated by American 
Elm (Ulmus americana), Bur Oak (Quercus macrocarpa), Green Ash 
(Fraxinus pennsylvanica) and Black Walnut (Juqlans niqra) occurs. 

This type of vegetation is very common in river flood plains 
throughout the state and occurs at many other locations within 
the city limits of Des Moines. The project will remove approxi
mately five acres of this flood plain vegetation. The project 
will also remove approximately two acres of upland vegetation, 
dominated by Oaks (Quercus sp.) and Hickories (Carya sp.). None 
of these plant species are endangered or threatened. 

Plant removal from the project area will have negative im
pacts on wildlife in the area that uses it as habitat. It will 
also have aesthetic impacts (see next section). Revegetation 
within the project right-of-way will partially mitigate for the 
loss of this vegetation. 
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Wetlands 

A wetland area will be crossed by the project (refer to 
Plate 11, Appendix C). The area is approximately 10 acres in 
size and supports wetland vegetation along its edges. It is 
crossed by three railroad embankments. It appears to be the 
remnants of a much larger wetland, extending to the east, which 
has been filled for some time. It is dominated by emergent vege
tation around its perimeter and classified as a Palustrine Emer
gent Persistent Wetland (U.S. Fish and Wildlife Service classifi
cation). The primary beneficial use of the wetland is habitat 
for wetland plant and animal species. This is not a rare wetland 
type for Iowa or for the nation. 

The proposed project will involve bridging this wetland. 
Three sets of bridge piers will be constructed in the wetland, 
involving approximately 1,500 cubic yards of fill. This is not 
anticipated to have a significant affect on this wetland nor on 
the animal species that inhabit it. During construction, some 
disruption is expected to occur. Mats and other protective mea
sures will be required for construction in this area. Erosion 
control measures will be required of contractors. The bridge 
design will incorporate measures to divert the storm water from 
the wetland area. It is anticipated that a Section 404 Permit 
for placing of piers in this wetland will be required. 

Contacts with the U.S. Army Corps of Engineers, Rock Island, 
Illinois, the U.S. Fish and Wildlife Service, Rock Island, 
Illinois, and the Iowa Conservation Commission (now Iowa Depart
ment of Natural Resources), Des Moines, Iowa, have been made 
regarding this wetland in accordance with Executive Order 11990. 

The original design concept, as presented in the Draft EIS, 
was to fill four acres of this wetland rather than bridge it. In 
response to comments by the U.S. Fish and Wildlife Service, the 
alternative of bridging was added and evaluated during the pre
paration of the Final EIS and included in the Preferred Alterna
tive. This alternative proved to have several advantages. Be
sides avoiding the filling of the wetland, it also proved to be 
more cost-effective ($730,000.00 for bridging versus 
$1,140,000.00 for filling). The large amounts of fill required 
to be trucked into this area would have been very costly. This 
concept was reviewed and approved by the U.S. Fish and Wildlife 
Service, Rock Island District, during the preparation of the 
Final EIS (refer to coordination letter, Part 4, Appendix E). 

Other alternatives that would avoid crossing this wetland 
were considered but were not considered feasible because they 
would have to be located too far to the east to serve the project 
need and meet traffic demands. 
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Wetlands Finding 

In accordance with Executive Order 11990, project impacts to 
this wetland area have been evaluated. At the request of the 
u.s. Fish and Wildlife service, the project design was modified 
to eliminate filling of the wetland. Three sets of bridge piers 
will be placed in the wetland instead. Measures to minimize harm 
include the use of construction mats and erosion control measures 
during construction and the diversion of storm water runoff away 
from the wetland area after the project is in operation. There 
are no practicable or feasible alternatives to crossing this 
wetland and still meet the purpose of the project. 

Based upon the above considerations, it is determined that 
there is no practicable alternative to the proposed new construc
tion in wetlands and that the proposed project includes all prac
ticable measures to minimize harm to wetlands which may result 
from such use. 

Water Quality and Water Supply 

The Preferred Alternative will have three crossings of the 
Raccoon River and one crossing of the Des Moines River. The 
Raccoon River in this area is one of the surface water supply 
sources for the city of Des Moines, and the alluvial aquifer in 
this area is a groundwater source (see Section 4, "Affected Envi
ronment," for discussion). Water is collected and stored in an 
underground gallery system, part of which underlies an area 
crossed by the project (refer to Figure 5.8 and Plate 4, Appendix 
C) • 

The Iowa Department of Environmental Quality (now Iowa 
Department of Natural Resources) was contacted regarding the 
project in early 1983. Areas where the project crossed the Des 
Moines and Raccoon Rivers and the Des Moines Water Works facility 
were discussed with the staff. They indicated that their major 
area of concern was the impact on the water supply for the Des 
Moines Water Works. The project will require a Section 401 Water 
Quality Certification for each of the four river crossings. 

Consultation with staff of the Des Moines Water Works in 
1983 and again in 1985 indicated their concern for the effect of 
pollutants carried in the highway runoff on the water storage 
areas or water intake areas on the Raccoon River. The design of 
the project will provide for the diversion of highway runoff from 
these sensitive areas specifically to a point below the Water 
Works dam on the Raccoon River. They are also concerned about 
the effect of the project on future expansion plans. A number of 
interchange layouts in this area were examined and the Preferred 
Alternative layout is one that was approved by the water Works 
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staff. Coordination with the 
be maintained during the design 
(refer to discussion of impact 
tion for further information). 

Des Moines Water Works staff will 
and construction of the facility 

on utilities earlier in this sec-

In 1986, the results of an EPA investigation of a hazardous 
waste site that was contaminating the water supply in this reach 
of the Raccoon River were released. This site, the Des Moines 
TCE site, is listed on the EPA national Priorities List of uncon
trolled hazardous waste sites. It is located to the west and 
southwest of the Fleur Drive bridge and was found to be the 
source of contamination of the groundwater being drawn into the 
Water Works North Gallery System. The site is currently under
going remedial action including: 

o Installation of groundwater extraction wells in contami
nated areas. 

o Treatment of this extracted water by air stripping and 
return to the Raccoon River. 

o Construction of a barrier wall across the North Gallery 
to isolate the northern portion of the gallery. 

o Discontinue use of this northern portion for water 
supply. 

The proposed CBD Loop Arterial will pass through the 
northern area of this TCE site. Construction will involve bridge 
piers, bridge abutments and roadway on fill. This area will 
contain two of the groundwater extraction wells and their 
associated pipes. Communications between the designers of the 
EPA remedial action and the CBD Loop Arterial engineers were 
initiated in 1986 to ensure that these two projects would be 
compatible. Slight modifications in the locations of two of the 
extraction wells and protection of the pipes where they would be 
overtopped by roadway fill were recommended. The CBD Loop 
Arterial is not anticipated to have any significant impacts on 
this remedial action. During final design of this project, 
bridge and roadway plans in this area will be coordinated with 
the u.s. EPA. If any excavation is required in this area, 
disposal of the spoil will be conducted in accordance with EPA 
guidelines. 

Long-range effects of the proposed project on water supply 
and on water quality in the Des Moines and Raccoon Rivers are 
predicted to be insignificant. Street deicing agents and other 
surface deposits will be present in runoff into these rivers 
where no roadway now exists. With the large volumes and flow 
rates of these rivers, the effect of this runoff is predicted to 
be minimal. During winter low-flow periods, the dilution effect 
on pollutants would not be as great, however. 
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I 
I 

There would be a possible increase in the use of weed con- I 
trol products along the new roadway and an increase in chemical 
and lubricant spills. Short-term effects on water quality will 
occur during construction (refer to "Construction Impacts" later 
in this section). I 

Mineral Resources 

The project will be crossing near an area that contains 
abandoned underground coal mines. This area is to the east of 
the upper northeast corner of the alignment between E. Court 
Avenue and the railroad tracks to the south (see Plate 11, Appen
dix C). It is not anticipated that the project will cross this 
area. Coordination with the Iowa Geological Survey regarding 
this area will be maintained during the design of the project 
should an alignment variation to the east occur. 

Other Resources 

The project will not impact any lands of high agricultural 
productivity, wild and scenic rivers, or habitats of threatened 
or endangered species. 

IMPACTS TO AESTHETIC QUALITIES 

Aesthetic considerations for a new roadway include: how 
well the highway blends with the terrain and surrounding land
scape features; to what extent it complements the natural scenic 
amenities and planned open space uses of the corridor; the views 
of the surrounding environment provided the motorist; the view of 
the road from adjacent areas; and its compatibility with the 
local open space planning. 

The roadway will have both positive and negative effects on 
these factors. Major aesthetic impacts are depicted in Figure 
5.9 and discussed in the following paragraphs. 

Trees and other vegetation will be 
areas in the corridor. This removal will 
impacts on the area, particularly where 
crossed. The project will involve cuts into 
both of which are very scenic. Landscaping 
these areas will be developed to blend in 
bluff landscape as much as possible. 

removed from several 
have negative visual 

wooded bluffs are 
two of these bluffs, 
and grading plans in 
with the surrounding 

The project will visually intrude into several parks (see 
Impacts to Parks and Recreation Areas in this section). Several 
of these are adjacent to existing roadways, and the project will 
not provide significantly more intrusion than already exists 
(Hawthorn Park, Riverside Park). Visual intrusions into more 
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remote areas, where no roadway now exists or where there is now 
little traffic, will occur in the Water Works area and Sam Cohen 
Park. The roadway in Water Works Park will obstruct or detract 
from existing scenic views of the park and the Raccoon River from 
the bluff areas to the north and from the Fleur Drive bridge. 

The roadway adjacent to Sam Cohen Park will not obstruct 
scenic views, but its large scale and high noise impacts will 
detract greatly from the existing park experience that it pro
vides. Because of this and other impacts of the project, this 
park will be relocated as part of the project. 

The roadway will improve the existing scenic qualities adja
cent to the Woodland-Willkie - Sherman Hill area. Here a land
scaped berm or wall is proposed to buffer the neighborhood from 
the project. Also, strips of land along the CBD Loop would have 
the potential for landscaping and joint development as open 
spaces. Highway and right-of-way design in this area will be 
coordinated with the Sherman Hill Association and the Woodland
Willkie Neighborhood Board. 

Another positive effect of the roadway on the visual qual
ities along the alignment will be the removal of some deterio
rated structures and other features from the right-of-way area. 
This impact will be beneficial along Harding Road in the vicinity 
of the Sherman Hill area, in the industrial area south of the CBD 
core area, along the Raccoon Street corridor and along the S.E. 
15th Street corridor. 

Views from the road will be generally good. Most of the 
alignment is in a lowland area, below the downtown area and the 
state Capitol Complex, both of which occur on the much higher 
river bluffs. Excellent views of the downtown skyline and the 
State Capitol occur along most of the eastern half of the route. 
In some of the western areas, scenic views of the wooded bluffs 
are present. Terrace Hill, the Governor's mansion, may be seen 
on one of these bluffs. 

Views of the road will be generally positive, except for the 
Water Works area which was previously described. 

Several areas offer the potential for joint open space 
development adjacent to the roadway. These will be considered by 
the city during the design of the project. 

CONSTRUCTION IMPACTS 

Construction of any of the 
short-range adverse environmental 
construction equipment and haul 
range but nonetheless disturbing 
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near the construction site. In an effort to minimize the adverse 
effects of the construction period, contractors will be required 
to equip and maintain trucks and machinery so as to limit noise 
emissions. Contract specifications will also restrict especially 
noisy construction activity to the daytime hours in order to 
minimize conflict with noise-sensitive nighttime activities. 

Air quality will also be subjected to short-range deteriora
tion in the construction areas. Grading operations and the 
transportation and handling of materials, such as earth and 
aggregates, will result in the release of airborne dust. Emis
sions from construction machinery will add to the motor vehicle 
classes of air pollution. 

Contractors involved with the construction will be required 
to comply with the Iowa "Rules and Regulations Relating to Air 
Pollution Control" (Chapter 400, Iowa Administrative Code). 
Specifically, adherence to the sections concerning fugitive dust, 
visible emissions and permits will be required in the construc
tion contracts in an effort to minimize the short-range effects 
upon air quality within the project corridor. The above regula
tions include the following stipulations, among others: 

Fugitive Dust - Reasonable precautions will be taken to prevent 
the discharge of fugitive dust including the use of such materi
als as water, chemicals, asphalt or oil on surfaces which cause 
fugitive dust. Installation and use of containment or control 
equipment to enclose or otherwise limit the emissions resulting 
from the handling and transfer of dusty materials will be 
required. Covering, while in motion, of open-bodied vehicles 
transporting materials likely to give rise to airborne dust will 
also be required. 

Visible Emissions - Exhausts from construction equipment, asphalt 
plants and Portland Cement Concrete batching plants are required 
to comply with Iowa Air Quality Commission's emission standards. 

Open burning will not be allowed during construction. The 
Iowa Administrative Code specifically prohibits the open burning 
of landscape waste in Des Moines. 

Temporary deterioration of surface water quality will result 
from grading, bridge construction and other construction activi
ties. Increased turbidity and siltation, caused by erosion of 
exposed land and disturbance of the stream beds, will be the 
greatest construction impact on water quality. Runoff from dis
turbed areas may also increase the levels of BOD, metals, pesti
cides and nutrients in the streams, depending on the land use and 
rainfall at the time of construction. Groundwater quality is not 
expected to be appreciably affected by construction operations. 
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To reduce impacts on water quality, contractors will be 
required to minimize the amount of area cleared during any time 
period and will employ erosion control measures at all stages of 
construction. "Standard Specifications for Highway and Bridge 
Construction," Iowa Department of Transportation, will be 
required as a contract document. Construction will also be in 
compliance with the city of Des Moines Ordinance No. 9384 regard
ing erosion and sedimentation control. Control measures will 
include silt fences, silt basins, temporary berms and dikes, 
drains, gravel, mulches and grasses as appropriate. These mea
sures will apply to haul roads and borrow sites as well as the 
permanent right-of-way. Sanitary facilities will be required at 
the construction sites. Suitable storage areas and careful 
handling of potentially harmful materials will be required by the 
contractor. 

Traffic patterns and existing access points near the pro
posed facilities will be affected by construction activities. 
Construction schedules will be coordinated in advance to minimize 
the effects of such disruption. Suitable detours will be re
quired to maintain traffic circulation, and areas to be torn up 
during any time period will be controlled to limit the extent of 
disruption. Contractors will be required to maintain access 
within a specified distance of any inhabited areas to assure 
continued fire protection and emergency services. 

ENERGY IMPACTS 

The principal energy consuming activity of highway transpor
tation is vehicle operation. All alternatives other than No 
Action would improve traffic flow characteristics and reduce 
vehicle fuel consumption. With the No Action alternative, traf
fic flow conditions would not improve and would, in fact, become 
more interrupted as traffic volumes increase in later years. 

Estimated fuel consumption for the alternatives is summa
rized in Table 5.25. These estimates are based on the projected 
traffic volumes, running speeds and estimated traffic delays. 
Total fuel savings throughout a 20-year design period would be 
approximately ten million gallons based on the above estimate. 

SUMMARY AND COMPARISON OF ALTERNATIVES 

The following summarizes the benefits and adverse effects of 
the Preferred Alternative and compares it with Alternatives A and 
B. 
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Benefits: 

Benefits and Adverse Effects of 
the Preferred Alternative 

1. Provides a southern bypass around the CBD for through 
traffic. 

2. Provides better access and improved roadway facilities 
for industrial areas in the central city area. 

3. Relieves traffic congestion in the CBD area on most 
east-west and some north-south streets. 

4. Facilitates city land-use policies that are aimed at 
revitalizing the industrial and commercial areas of the 
central city. 

5. Supports the redevelopment projects recently completed 
or underway in the CBD; enhances pedestrian usage of the 
CBD. 

6. Improves accessibility to the CBD from the southeastern 
and southwestern areas of the city. 

7. Relieves traffic congestion in the vicinity of the Fleur 
Drive and Locust Street intersection. 

a. Provides a traffic level of service of c or better 
through most of the project area; most streets in the 
area currently operate at Level Dor lower. 

9. Reduces traffic accidents, particularly from I-235 to 
Locust Street, in the CBD along E. 14th Street-E. 15th 
Street and along S.E. 14th Street. 

10. Improves accessibility to the Des Moines airport from 
northern and northeastern areas of the city. 

11. Provides improved accessibility for police and ambulance 
services to the central city area. 

12. Provides improved fire protection to some central city 
areas. 

13. Reduces traffic volumes and associated noise and carbon 
monoxide levels on many local streets within central 
city neighborhoods, especially the Roadside and Pioneer
Columbus Areas. 
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14. Reduction of motor vehicle emissions and traffic-related 
noise levels in the CBD. 

15. Increased safety for pedestrian and bicycle travel on 
many residential streets, particularly in the Roadside 
Area and the Pioneer-Columbus Area. 

16. Increased school pedestrian safety for Des Moines 
Technical High School and st. Anthony's Catholic School. 

17. Provides opportunities for joint use of land, particu
larly along the Harding Road corridor. 

18. Serves as a barrier or strengthens the existing barrier 
between incompatible adjacent land uses (residential and 
industrial) in the Raccoon Street and s.w. First Street 
corridors. 

19. Improves accessibility and/or visibility for several 
churches, including Kingsway Cathedral and Vine Street 
Gospel Chapel. 

Adverse Effects: 

l. 

2. 

3. 

4. 

5. 

6. 

7. 

Displaces 466 residents from central city neighborhoods. 
These neighborhoods contain residents with lower incomes 
and have higher percentages of minorities than does the 
city as a whole. 

Displaces 42 businesses 
central city area. An 
affected. 

and seven warehouses from the 
estimated 420 employees would be 

Displaces five churches: King of Kings, Jesus Assembly, 
All Nations Church of God in Christ, Southeast Assembly 
of God Church and Clifton Heights Presbyterian Church. 

Displaces two 
for nomination 
Places. 

structures that are considered eligible 
to the National Register of Historic 

Crosses an area with high potential for containing 
significant archaeological materials. 

Requires some right-of-way from two city parks (Sam 
Cohen Park and Riverside Park), four open space areas 
along the Des Moines and Raccoon river fronts and in the 
Des Moines Water Works. 

Relocation of a short segment of a bike path in the East 
River Front Open Spaces Development Area. 
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8. 

9. 

10. 

11. 

12. 

13. 

14. 

15. 

16. 

Requires shifting of the main entrance to Woodland 
Cemetery approximately so feet to the west. 

Increases noise levels in several park and open space 
areas adjacent to the alignment. 

Increases noise levels at five churches adjacent to the 
alignment. 

Increases noise levels in several residential areas. 

Reduces the property tax base and tax revenue. 

Increases noise levels and suspended particulates during 
construction in the immediate vicinity of the project. 

Temporary deterioration of surface water quality during 
construction. 

Disruption of 
construction. 

local traffic 

Placement of piers in a wetland area. 

patterns during 

17. Impairs pedestrian travel in three residential areas. 

Impacts of the No Action Alternative 

Possible Benefits: 

1. Would displace no residences or businesses. 

2. 

3. 

4. 

5. 

6. 

7. 

No reduction in the city's tax base. 

Would not destroy any historic buildings or intrude upon 
any historic districts or archaeological sites. 

Would not displace any churches. 

Would not require any parkland. 

Would not involve any new crossings of the Des Moines or 
Raccoon Rivers or wetlands. 

No cost to the city and state to construct the facility. 
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Possible Adverse Effects: 

1. Increase in traffic congestion and inefficient fuel 
consumption for traffic in the central city areas of Des 
Moines. 

2. Increase in traffic noise, vehicle emissions and traffic 
accidents in the central city area. 

3. 

4. 

5. 

6. 

7. 

8. 

Increased street maintenance costs for many existing 
streets. 

Could require the removal of parking in some areas to 
accommodate increased traffic. 

Continued deterioration of 
central city because of 
poor street conditions. 

the industrial areas in the 
inadequate accessibility and 

Inconsistent with the Proposed 2000 Land Use Plan 
for the CBD and adajcent areas. 

Increased response time for emergency services to some 
central city areas because of traffic congestion. 

Continued increases 
residential areas. 

in traffic 

comparison of Alternatives 

through several 

Alternatives A and B would have benefits and adverse effects 
similar to those described for the Preferred Alternative. The 
following discussion points out the differences between these 
alternatives. 

The positive and negative effects of Alternatives A and B 
compared to the Preferred Alternative are: 

1. Alternatives A and B have one less crossing of the 
Raccoon River than does the Preferred Alternative. 

2. 

3. 

Alternatives A and B have 
and planned facilities and 
Des Moines Water Works 
Alternative. 

more impact on the existing 
water storage areas of the 
than does the Preferred 

Alternative A provides poorer 
area south of Market Street 
Alternative or Alternative B. 

service to the industrial 
than does the Preferred 
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4. 

5. 

6. 

7. 

8. 

9. 

Alternative A divides the commercial office area in the 
downtown west area in the vicinity of 15th Street. 

Alternative A isolates the area west of 15th from the 
CBD. 

Alternative A is not as consistent 
land-use plans for this area as 
Alternative or Alternative B. 

Alternatives A and B displace one 
historic/ architectural structure 
Preferred Alternative. 

with the proposed 
is the Preferred 

more significant 
than does the 

Alternative A displaces 
downtown west area than 
or Alternative B. 

7 more businesses in the 
does the Preferred Alternative 

Alternatives A and B would displace more businesses in 
the Harding Road-Grand Avenue area (7-15) than the 
Preferred Alternative. 

10. Alternatives A and B would displace more people (20-
126), housing units (15-63), and single-family dwellings 
(4-9) than the Preferred Alternative. 

11. Alternatives A and B would intrude more upon the Sherman 
Hill Historic District than would the Preferred 
Alternative. 

The positive and negative effects of Alternatives lA and lB 
(interchange solutions) compared to Alternatives 2A, 2B and the 
Preferred Alternative (intersection solutions) are: 

1. 

2. 

3. 

4. 

5. 

Provides for safer, faster and 
flow in the north-south segment 
vicinity of Ingersoll Avenue. 

more efficient traffic 
of the project in the 

More efficient traffic 
slightly reduced vehicle 
dential areas. 

movement would result in a 
emissions in the nearby resi-

Displaces 78 more residents and 25 more housing units in 
the vicinty of the Sherman Hill area. 

Displaces 9 more businesses near the Sherman Hill area 
in the vicinity of Ingersoll Avenue. 

Displaces one more significant historic/architectural 
structure (Cultural Site 2A.2). 
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6. 

7. 

1. 

2. 

Requires a small amount of right-of-way from Chamberlain 
Park. 

Intrudes more into the Sherman Hill Residential area and 
upon the Tech High athletic field. 

Mitigative Measures 

Relocation assistance to displaced owners and tenants of 
residential, commercial and nonprofit organizations. 

Acquisition payments to all owners whose property is 
acquired. 

3. Landscaped buffer areas where the roadway borders resi
dential areas and parks. 

4. Noise abatement measures in one residential area. 

s. Pedestrian crossings in four residential areas. 

6. Measures to divert highway runoff from collecting in the 
water storage facilities in Des Moines Water Works and 
in a wetland. 

7. Measures to minimize harm to a wetland during construc
tion. 

s. Archaeological testing and salvaging of any materials 
related to Fort Des Moines No. 2, city dump or prehisto
ric Indians if located within the project right-of-way. 

9. Relocation of significant historic and architectural 
properties. 

10. Documentation of significant historic and architectural 
properties that are demolished. 

11. Measures to control noise, air pollution and erosion 
during construction. 

Rep/Dm2/AC7 
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TABLE 5.1 I 

POPULATION .AND HOUSING DISPLACEMENT DATA 
FOR CENSUS BLOCKS AFFECTED BY PROPOSED ALTERNATIVES I 

Type of Housing 
Unit Displaced I 

Total Number of Single-
Segments and Tract No. and Population Housing Units Family Apartment 
Alternatives Neighborhood Displaced* Displaced Dwelling Units** I 

N-S Segment 27 
Callanan I 

lA, lB 383 161 25 136 
2A, 2B 305 136 20 116 
Preferred 285 121 16 105 

E-W Segment 34 I 
Downtown 

lA, 2A 28 23 0 23 I 
Indianola Avenue 42 
Segment Weeks 

A, B, Preferred 19 7 5 2 I 
E. 15th Street 36 & 38 
Ext. Segment Willard 

A, B, Preferred 121 40 40 0 I 
E. 15th Street 37 
Ext. Segment Hiatt 

A, B, Preferred 41 13 10 3 I 
TOTALS: Subalternative lA 592 244 80 164 

Subalternative 2A 514 219 75 144 
Subalternative 1B 564 221 80 141 
Subalternative 2B 486 196 75 121 

I 
Preferred 466 181 71 110 

*Estimated from 1980 Census data. I 
**Includes duplexes and multi-unit apartments. 

Rep/Dm2/AC1-1 I 
I 
I 
I 
I 
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TABLE 5.2 

POPULATION DATA FOR CENSUS TRACTS AFFECTED BY THE PROJECT 

Percent 

Separated, 
Tract Total 17 and 65 and Non- Divorced, 

Neighborhood No. Population Under Older White White Single Married Widowed 

Callanan 27 4,510 26 11 61 39 39 29 32 

Downtown & 
\JI 

Callanan 34 2,994 12 26 87 13 40 21 39 . 
-...J 

Weeks \JI 42 1,969 27 14 98 2 25 52 23 

Willard & 
Downtown 36 673 31 16 85 15 23 55 22 

Willard 38 930 30 19 84 16 20 51 29 

Hiatt 37 2,842 29 14 93 _]_ 28 45 27 

TOTAL/MEAN 13,918 25 16 81 19 34 36 30 

Source: Census Summary Tape File 1, Iowa, 1980. 
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TABLE 5.3 

HOUSING DATA FOR CENSUS TRACTS AFFECTED BY THE PROJECT 

Occupancy Status Race of Householder Household Type 

Tract Year-Round Single Non-Related Persons Per 
Neighborhood No. Housing Units Owner Renter Vacant White Black Other Families Person Individual Housing Unit 

Callanan 27 2,411 407 1,705 299 1,385 639 88 942 1,009 161 2.1 

Downtown & 
Callanan 34 1,744 78 1,518 146 1,405 133 58 365 1,163 68 1.5 

Weeks 42 823 544 220 59 707 16 41 532 202 30 2.6 

Willard & 
Downtown 36 238 177 49 12 155 39 32 179 43 4 3.0 

Willard 38 375 242 113 20 293 56 6 243 95 17 2.6 

VI 
Hiatt 37 1.253 ~ -21.! ...ll 

-....J 
1.055 ...§l _g _ill _ill 22. Ll 

°' TOTALS 6,844 2,034 4,183 627 5,000 950 267 2,963 2,915 339 2.0 (Mear. 

Source: Census Sumnary Tape File 1, Iowa, 1980. 

Rep/Dm2/AF3-1 
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TABLE 5.4 

INCOME DATA AND POVERTY STATUS FOR 
CENSUS TRACTS AFFECTED BY THE PROJECT 

Poverty Status 
(Income in 1979 Below Poverty Level) 

Median Income in 1979 for Percent of All 

Tract Unrelated** Unrelated 
Neighborhood No. Families* Individuals Families Individuals 

Callanan 27 $ 8,581.00 $6,365.00 34.1% 22.3% 

Downtown & 
Callanan 34 25,903.00 9,247.00 19.4 35.7 

Weeks 42 28,432.00 15,067.00 14.8 14.1 

Willard & 
Downtown 36 10,865.00 3,896.00 20.0 54.2 

Willard 38 8,542.00 4,200.00 33.3 43.1 

Hiatt 37 12,440.00 7,067.00 16.6 21.9 

Source: Census Suomary Tape File 3A, Iowa, 1980. 
*Median income in 1979 for all families in Des Moines was $20,755.00. 
**Median income in 1979 for unrelated individuals in Des Moines was $7,561.00. 
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TABLE 5.5 

POPULATION DATA FOR CENSUS BLOCKS 
AFFECTED BY THE PROJECT 

Age Groups Race Marital Status* 

Separated, 
Tract Block Total 17 and 65 and Median Non- Divorced or 

Neighborhood No. No. Population Younger Older Age White White Single Married Widowed 

Callanan 27 220 113 32% 6% 24% 77% 23% 31% 30% 39% 
208 4 
213 8 75 25 
212 21 17 19 40 67 33 33 33 33 
516 40 25 18 40 so so 42 47 11 
211 so 34 6 25 92 8 36 22 42 
313 146 32 3 24 75 25 35 33 32 
120 147 36 3 22 51 49 28 43 29 
121 51 39 2 23 62 38 35 32 33 
125 2 100 
119 _____!!Q 15 10 27 41 59 61 26 13 

Subtotal 662 

V1 Downtown 34 815 _ill 46 64 98 2 39 13 48 
..... Subtotal 117 
CX> 

Weeks 42 323 16 19 38 52 62 38 44 0 56 
307 12 100 
306 15 47 7 24 100 27 40 7 
301 __ 2 100 

Subtotal 45 

Willard 36 324 28 29 11 30 54 46 33 42 25 
323 6 so so 
321 2 100 
242 s 80 20 
241 20 30 20 40 100 53 40 
240 10 100 
239 14 86 14 
236 2 100 
237 6 100 
226 22 27 18 25 86 14 6 75 19 
119 6 17 83 
225 9 100** 
224 __lQ 2 98** 

Subtotal 140 

Willard 38 417 18 6 28 51 100 35 47 18 
416 13 100 

418 s 60 40 
326 __ 2 100 

Subtotal 38 

Hiatt 37 326 87 25 20 38 100 20 60 20 
329 _1:]_ 30 11 28 93 7 24 48 28 

Subtotal 114 

TOTAL 1,116 

*For persons 15 years old or older . 
... Data suppressed for purposes of confidentiality. 
---None. 
**Spanish speaking. 
Source: Census Suamary Tape File 1, Iowa, 1980. - -p/~ - - - - - - - - - - - - - - - -
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TABLE 5.6 

HOUSING DATA FOR CENSUS BLOCKS 
AFFECTED BY THE PROJECT 

Household Type and Persons Per Household 
No. Occupancy Status Race of Householder 

Year-Round 
Tract Block Housing Single Non- Persons Per 

Neighborhood No. No. Units Owner Renter Vacant White Black Other Families Persons Family Household 

Callanan 27 220 56 2 48 6 40 9 1 26 18 6 2.3 
208 2 --- 2 ND ND ND 2.0 
213 8 1 5 2 5 --- 1 2 4 1.3 
212 16 7 4 5 6 4 1 4 6 1 1.9 
516 22 16 3 3 10 8 1 11 8 2.1 
211 22 4 16 2 18 2 12 7 1 2.5 
313 90 2 51 37 40 11 2 25 17 11 2.8 
120 64 5 57 2 37 25 --- 36 23 3·· 2.4 
121 25 2 18 5 15 --- 5 13 7 2.6 
125 2 2 --- 2 --- 2.0 
119 _g ---1 ...il ...ll _ll _§ ___l 10 28 7 1.8 

Subtotal 369 44 246 79 208 67 13 

Downtown 34 815 101 --- 100 1 _ll _,! 9 83 8 1.2 
Subtotal 101 99 1 0 

V, 

...... Weeks 42 323 12 6 2 4 2 4 2 4 4 0 2.0 
l,C) 307 6 5 1 0 5 --- 1 5 1 0 2.0 

306 5 2 3 --- --- 5.0 
301 ___l _,! _,! - --- 2.6 -

Subtotal 25 7 11 4 3 

Willard 36 324 9 7 1 1 4 4 --- 7 1 3.5 
323 3 1 1 1 3.0 
321 1 1 --- 3.0 
242 3 2 1 3.0 
241 6 4 2 --- 6 --- --- 5 1 3.3 
240 6 5 --- 1 4 --- 1 2 3 3.0 
239 4 --- 2 1 1 3.0 
236 1 1 3.0, 
237 3 --- 3 3.0 
226 8 6 2 --- 7 1 --- 7 1 0 2.8 
119 2 1 1 --- 3.0 
225 3 1 --- 2 3.0 
224 ---1 _,! ___l 3.0 

Subtotal 52 2 30 13 7 

Willard 38 417 8 3 3 2 5 --- 1 4 1 1 3.0 
416 5 3 2 --- 5 4 1 2.6 
418 4 1 2 1 2.6 
326 ___l ___l --- 2.6 -

Subtotal 19 3 14 1 1 

Hiatt 37 326 31 21 8 2 27 --- 2 25 4 3.0 
329 __u _§ ---1 _,! ...ll -1. ~ --- 2.5 

Subtotal 43 29 11 3 38 0 2 33 8 

TOTALS 609 400 86 26 

... Data suppressed for purposes of confidentiality. 
---None. 
ND: No data. 
Source: Census Suamary Tape File 1, Iowa, 1980. 
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Total Population 
White Householder 
Non-White Householder 
65 or Older 
17 or Younger 

No. Housing Units 
Single-Family 
Multi-Family 
Owner-Occupied 
Renter-Occupied 
Vacant 

*Estimates based on block data. 

TABLE 5.7 

COMPARISON OF POPULATION AND HOUSING DATA FOR THE 
CBD LOOP IMPACTED AREA AND THE CITY OF DES MOINES 

CBD Loop 
Displacements 

Preferred Alternative 

466 
107 (59X)* 

74 (41%)* 
45 (l0X)+ 

146 (32X)+ 

181 
71 (39X) 

110 (61%) 
58 (32X)* 
99 (55X)* 
25 (13X)* 

Affected 
Census 
Blocks 

1,116 
400 (78X) 
112 (22X) 
156 (14X)+ 
290 (26X)+ 

609 
200 (33X)++ 
217 (36%)++ 
112 (lSX) 
370 (61%) 

96 (16X) 

Affected 
Census 
Blocks 

13,918 
5,000 (SOX) 
1,217 (20X) 
2,226 (16X) 
3,479 (25%) 

6,844 
3,041 (44%) 
2,223 (32X) 
2,034 (30X) 
4,183 (61%) 

627 (9%) 

Des Moines 

191,003 
69,282 (92X) 

5,967 (BX) 
23,879 (13X) 
49,410 (26%) 

79,891 
57,897 (72%) 
10,323 (13%) 
48,432 (61%) 
26,817 (34%) 

4,642 (6X) 

+Complete age data only available at the census tract level. Block and displacement figures are estimates based on partial 
data and census tract data. 

++Data on 31 housing units in these blocks were suppressed in the census tables. 

Affected Blocks 

Total Population 
No. Housing Units 
White Householder 
Non-White Householder 
No. Owner-Occupied 

Housing Units 
No. Vacant Housing 

Units 

CBD Loop Displacements 
(Preferred Alternative) 

Total Population 
No. Housing Units 
White Householder 
Non-White Householder 
No. Owner-Occupied 

Housing Units 
No. Single-Family 

Dwellings 
No. Apartment Units 

---None. 

Callanan+ 

662 
369 
207 (72%) 

80 (28X) 

44 (12X) 

80 (22%) 

285 
121 

68 (56X) 
53 (44X) 

17 (14X) 

16 (13X) 
105 (87X) 

TABLE 5.8 

POPULATION AND HOUSING CHARACTERISTICS BY 
NEIGHBORHOOD FOR THE AREAS AFFECTED BY THE PROJECT 

Neighborhoods 

Downtown+ Weeks Willard 

140 45 178 
101 25 71 

99 (99X) 11 (61%) 44 (67X) 
1 (1%) 7 (39X) 22 (33X) 

--- 11 (44X)* 28 (40X)** 

1 (U) 7 (28X) 5 (7%) 

--- 19 121 
--- 7 40 
--- 3 (43X) 25 (63%) 
--- 4 (57%) 15 (37%) 

--- 5 (71%) 28 (70X) 

--- 5 (71%) 40 (100%) 
--- 2 (29X) ---

*Data suppressed for seven housing units and not included in these totals. 
**Data suppressed for 23 housing units and not included in these totals. 
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5.80 

Hiatt Totals 

114 1,116 
43 609 
38 (95X) 400 

2 (5X) 112 

29 (67%) 112 (18%) 

3 (7%) 96 (16%) 

41 466 
13 181 
11 (85%) 107 (59%) 

2 (15X) 74 (41%) 

8 (62X) 58 (32%) 

10 (77X) 71 (39%) 
3 (23%) 110 (61%) 
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- - - - - - - - - - - -
TABLE 5.9 

CHURCHES IMPACTED BY THE CBD LOOP PROJECT 

~ 

Church 

All Nations Church of God 
in Christ 

711 S.E. 14th Court 

Clifton Heights United 
Presbyterian Church 

1218 Indianola Avenue 

Jesus Assembly Church 
615 S.E. 15th Street 

King of Kings Church 
619 S.E. 15th Street 

Southeast Assembly of God 
Church 

715 S.E. 14th Court 

~ Shiloh Baptist Church 
1213 Scott Avenue 

St. Anthony's Catholic Church 
Indianola Avenue and S.W. 
First St. 

Kingsway Cathedral 
901 - 19th Street 

Vine Street Gospel Chapel 
1441 E. Vine Street 

Sheltering Rock Church 
718 S.E. Allen Street 

Map 
Ref. No.* 

1 

8 

15 

7 

37 

36 

30 

18 

38 

35 

Type of 
Impact 

Acquisition of Entire Property 
for R-0-W. 

Acquisition of Entire Property 
for R-0-W. 

Acquisition of Entire Property 
for R-0-W. 

Acquisition of Entire Property 
for R-0-W. 

Acquisition of Entire Property 
for R-O-W. 

Increased Noise Levels and 
Negative Impact on 
Accessibility. 

Slight Negative Impact on 
Accessibility from Western 
and Southern Areas. 
Increased Noise Levels. 

Slightly Improved 
Accessibility. 

Increased Noise Levels. 
Improved Accessibility 
and Visibility. 

Increased Noise Levels. 
Improved Accessibility and 
Visibility. 

*See Figure 4.2 and Plates 1-12, Appendix C, for map locations. 
**Number of families. 

---Information not available. 
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Segment of 
Alignment 

E. 15th Street Extension 

Indianola Avenue Connection 

E. 15th Street Extension 

E. 15th Street Extension 

E. 15th Street Extension 

East-West Segment 

Indianola Avenue 
Connection 

North-South Segment 

E. 15th Street Extension. 

East-West Segment. 

- - -
Size of 

Congregation 

Under 
50 

200** 

Under 
50 

Over 
2,000 

100-500 

Under 
50 

Under 
50 

- - -
Area 

Served 

-

Imnediate area and west side of 
city. 

East and west side of city. 

All areas of the city. 

All areas of city. 

Primarily the south side 
of the city. 

All areas of the city. 

All areas of the city. 



Census Tract 
& Neighborhood 

27 
Callanan 

34 
Downtown 

42 
Weeks 

36 and 38 
Willard 

V1 Total - Preferred Alternative 

Contract 
Construction 

1 

1 

2 

4 

TABLE 5.10 

COMMERCIAL DISPLACEMENTS OF THE CBD LOOP PROJECT - PREFERRED ALTERNATIVE 

Manufacturing 

2 

2 

4 

Major Industry Group* 

Services** 

5 

1 

1 

2 

9 

Wholesale 
Trade 

3 

2 

4 

9 

Retail 
Trade 

2 

2 

2 

6 

Finance, 
Insurance, 

Real 
Estate 

3 

3 

Vacant 

3 

1 

2 

6 

Totals 

17 

5 

5 

14 

41 

00-----------------------------------------------------------------------------------N 

*Industry groups used by the Bureau of Census. 
**Services is a diverse category that includes business, recreation, repair, health, legal, education and other personal services. 
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TABLE 5.11 

DISTRIBUTION OF PROPERTY TAXES 
ACCORDING TO JURISDICTION 

1984-1985 Tax Rate 
*(Per $1,000.00 

Jurisdiction Valuation) 

City of Des Moines $15.5671 

City Assessor 0.2730 

Des Moines Independent 
School District 13.0808 

Polk County 8.2348 

State of Iowa 0.0101 

Area XI College ___0~377 

TOTALS $37.6035 

*Rounded to four decimal places. 

Rep/Dm2/AF5-l 

5.83 

Percentage 
of Total 

41.398% 

0.726% 

34.786% 

21.899% 

0.027% 

1~16--41 

100.000% 



TABLE 5.12 

SUMMARY OF PROPERTY TAX REVENUE LOSSES 

Jurisdictional Share of Reduction in Tax Revenue** 
Total Taxable 

Valuations Total Annual 
for Properties Reduction 

Alternative Totally of Property 
Network Acquired Tax Revenue* City of Des Moines 

lA $12,370,030.00 $465,160.00 $192,510.00 

2A 10,904,220.00 410,040.00 169,750.00 

lB 11,709,240.00 440,310.00 182,280.00 

2B 10,243,430.00 385,190.00 159,460.00 

Preferred 9,631,700.00 362,190.00 149,940.00 

*Based on Tax Rate of $37.6035 Per $1,000.00 of Valuation. 
**Based on Respective Tax Rates Per Jurisdiction. 

TABLE 5.13 

Des Moines 
Independent 

School District 

$161,810.00 

142,640.00 

153,170.00 

133,990.00 

125,990.00 

ESTIMATED PUBLIC UTILITY ADJUSTMENT COSTS 

Public Utility Adjustments 

Alternative Sanitary Sewer Water Main* Other Utility 
Network Relocation Adjustments Adjustments 

lA $135,000.00 $141,500.00 $1,289,500.00 

2A 117,000.00 136,500.00 1,262,500.00 

lB 235,000.00 108,000.00 1,249,000.00 

2B 217,000.00 103,000.00 1,222,000.00 

Preferred 217,000.00 103,000.00 1,222,000.00 

*Cost estimates provided by staff of Des Moines Water Works. 
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Polk 
County Others 

$101,860.00 $8,980.00 

89,790.00 7,860.00 

96,420.00 8,440.00 

84,350.00 7,390.00 

79,320.00 6,940.00 

Total Cost 
of Utility 
Adjustments 

$1,566,000.00 

1,516,000.00 

1,592 ,,000. 00 

1,542,000.00 

1,542,000.00 

I 
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Alternative 
Network 

A 

B 

Preferred 

No 
Action 

Alternative 
Network 

A 

B 

Preferred 

No 
Action 

Alternative 
Network 

A 

B 

Preferred 

No 
Action 

Rep/Dm2/AF5-3 

Total 
Vehicle

Miles 
Per Day 

367,859 

381,755 

381,755 

373,729 

Urban 
Freeway 

0.90 

0.90 

0.90 

0.90 

TABLE 5.14 

ESTIMATED MAINTENANCE COSTS 
FOR THE CBD LOOP ALTERNATIVES 

Running 
Cost 

Miles of Roadway in Network 

Urban City 
Primary Streets 

2.52 24.95 

2.52 25.21 

2.52 25.21 

2.52 25.47 

TABLE 5.15 

ANNUAL ROAD-USER COSTS 

Annual Road-User Costs 

Delay 
Cost 

New 
Roadways 

5.8 

6.4 

6.0 

0 

Total 
Cost 

$60,001,000.00 $7,184,400.00 $67,185,400.00 

61,765,300.00 7,733,500.00 69,498,800.00 

61,765,300.00 7,733,500.00 69,498,800.00 

63,228,600.00 16,620,300.00 79,848,900.00 

TABLE 5.16 

ANNUAL ACCIDENTS AND COSTS 

Total 
Maintenance 

Cost Per Year 

$352,000.00 

361,000.00 

357,000.00 

295,000.00 

Average 
Cost Per 

Vehicle-Mile 

50.0f 

49.9f 

49.9f 

58.5f 

Fatality 
Accidents 

Injury 
Accidents 

Property 
Damage Accidents 

Total 
Annual Annual Annual Annual 

Number Cost Number Cost Number Cost Cost 

2.7 $775,400.00 220 $700,700.00 746 $387,900.00 $1,864,000.00 

2.8 804,100.00 229 729,400.00 779 405,100.00 1,938,600.00 

2.8 804,100.00 229 729,400.00 779 405,100.00 1,938,600.00 

2.8 804,100.00 244 777,100.00 841 437,300.00 2,018,500.00 

5.85 



Alternative Road-User 
Network Costs 

A $67,185,400.00 

B 69,498,800.00 

Preferred 69,498,800.00 

No 
Action 79,848,900.00 

TABLE 5.17 

SUMMARY OF ANNUAL ROAD-USER, ACCIDENT 
AND MAINTENANCE COSTS 

Accident Maintenance 
Costs Costs 

$1,864,000.00 $352,000.00 

1,938,600.00 361,000.00 

1,938,600.00 357,000.00 

2,018,500.00 295,000.00 

TABLE 5.18 

Total Annual Savings 
Annual Compared to 
Costs No Action 

$69,401,400.00 $12,761,000.00 

71,798,400.00 10,364,000.00 

71,794,400.00 10,368,000.00 

82,162,400.00 

SUMMARY OF IMPACTS TO PARKS AND OPEN SPACES 

Park 

Sam Cohen Park 

Riverside Park 

Four River Front 
Development Areas 

Des Moines Water Works 
Open Space 

Hawthorn Park 

Woodland Cemetery 

Rep/Dm2/AF5-4 

Land Required 
for R-O-W 

.3 Acre 

.8 Acre 

1.2 Acres 

12.5 Acres 

None 

None 

FOR PREFERRED ALTERNATIVE 

Other Impacts 

-Visual 
-Noise 

-Visual 
-Noise 
-Connection to 
River Front Area 

-Parking and Access 
to Stadium 

-Visual 
-Noise 
-Trails 
-Proposed Bike Paths 

-Visual 
-Noise 

-Noise 
-Pedestrian Access 

-Visual 
-Pedestrian Access 
-Relocation of 
Entrance Gates 
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Proposed 
Measure to 

Minimize Harm 

-Moving the Park 

-Landscaped Buffer Area 
-Payment for Land 
-Design Revisions Adjacent to 

Stadium 

-Relocation of Bike Path and 
Trails 

-Landscaped Buffer Area 
-Payment for Land 

-Landscaped Buffer Area 

-Landscaped Buffer 
-Bike/Pedestrian Underpass 

-Landscaped Buffer 
-Reconstruction of Entrance Gates 
-Landscaping of Entrance Gates 

I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 



I 
I 
I 

TABLE 5.19 

DIRECT IMPACTS TO KEY HISTORIC/ARCHITECTURAL 
STRUCTURES BY THE ALTERNATIVES 

I OF THE CBD LOOP ARTERIAL 

I Alternative 

I Preferred 
Structure lA 2A lB 2B Alternative 

I 1. 1902 Woodland Avenue (2A.2) 
Hillside Apartments X X 

I 2. 1440 Locust (2A.18) 
Mitchell Transmission 
(Formerly Apperson Iowa 

I Motor Company) X X 

3. 2015 Grand Avenue (3.9) 

I 
Green International Office 
Building (Formerly Great 
Western Insurance Company) X X X X 

I 4. 113 S.W. Eighth (5.13) 
Ladin Industries (Formerly 
Capital City Woolen Mills) X X X X X 

I 5. 1218 Indianola Avenue 
Clifton Heights United 

I 
Presbyterian Church (7.14) X X X X X 

6. Contributing structures 
to Sherman Hill Historic 

I District 31 27 31 27 23 

I 
X - Indicates that the structure would be within the right-of-way of 

the alternative. 

I Rep/Dm2/AF5-5 

I 
I 
I 5.87 



TABLE 5.20 

NOISE ABATEMENT CRITERIA/ACTIVITY RELATIONSHIPS 

Lil 

CX) 
CX) 

Activity 
Category 

A** 

B** 

C 

D 

E 

Design Noise Levels - dBA* 

57 
(Exterior) 

67 
(Exterior) 

72 
(Exterior) 

52 
(Interior) 

60 
(Exterior) 

70 
(Exterior) 

75 
(Exterior) 

55 
(Interior) 

*Either Lio or Leq (but not both) design noise levels may be used on a project. 

Description of Activity Category 

Tracts of land in which serenity and quiet are of extraordinary significance and serve an 
important public need and where the preservation of those qualities is essential if the 
area is to continue to serve its intended purpose. Such areas could include amphitheaters, 
particular parks or portions of parks, open spaces, or historic districts which are dedi
cated or recognized by appropriate local officials for activities requiring special 
qualities of serenity and quiet. 

Picnic areas, recreation areas, playgrounds, active sports areas, and parks which are not 
included in Category A, and residences, motels, hotels, public meeting rooms, schools, 
churches, libraries and hospitals. 

Developed lands, properties or activities not included in Categories A or B above. 

For requirements on undeveloped lands, see Paragraphs lla and c. 

Residences, motels, hotels, public meeting rooms, schools, churches, libraries, hospitals 
and auditoriums. 

**Parks in Categories A and B include all such lands (public or private) which are actually used as parks. 

Rep/Dm2/AF8-l 
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TABLE 5.21 

SUMMARY OF NOISE ANALYSIS 

Proposed Reason 
No Preferred Impact** Abatement For No 

Site Description Existing Action lA lB 2A 2B Alternative Rating Measure Abatement 

1 St. Ambrose Catholic Cemetery 63 63 63 63 63 63 63 Moderate --- Minor Benefit1 

2 Church - 19th and Crocker Streets 49* 50* 50* 50* 50* 50* 50* Moderate Not Effective2 

3 Edmunds School 45* 45* 45* 45* 45* 45* 45* Minor Minor Impact 
4 Woodland Cemetery 64 64 65 65 65 65 65 Moderate Minor Benefit1 

5 19 Residences - Center Street 64 65 66 66 66 66 66 Moderate Noise Wall 
6 Woodland Cemetery 64 64 63 63 63 63 67 Moderate --- Minor Benefit1 

7 Tech High School Track 67 67 67 68 63 63 68 Serious Minor Benefit1 

8 Chamberlain Park 65 65 68 69 64 65 65 Moderate Aesthetics 
9 Commercial Area 62 62 67 67 67 67 67 Moderate Not Effective2 

10 Des Moines Tech High School 55* 55* 50* 50* 50* 50* 50* Moderate --- Not Effective2 

11 Des Moines Water Works 62 62 68 68 68 68 70 Serious Cost 
12 Des Moines Water Works 60 60 65 65 65 65 67 Moderate Cos·t 

13 Flood Levee - Near Raccoon River 48 48 48 48 48 48 48 None No Impact 
14 Riverside Park 66 66 69 69 69 69 69 Serious --- Cost 
15 North Bank - Raccoon River 48 48 65 65 65 65 65 Serious Minor Benefit1 

16 South Bank - Raccoon River 48 48 67 67 67 67 67 Serious Not Effective2 

V, 17 Church - Indianola Avenue 47* 48* 48* 48* 48* 48* 48* Moderate Not Effective2 

00 18 4 Residences - S.W. First Street 63 63 67 67 67 67 67 Moderate Not Effective2 

\D 19 East Levee - Des Moines River 45 45 67 67 67 67 67 Serious --- Minor Benefit1 

20 Church - S.E. 4th Street 35* 35* 40* 40* 40* 40* 40* Moderate --- Minor Benefit1 

21 Allen Park 66 66 69 69 69 69 69 Serious Aesthetics 
22 Church - Allen Street 36* 36* 43* 43* 43* 43* 43* Moderate Minor Benefit1 

23 Church - Scott Avenue 43* 43* 47* 47* 47* 47* 47* Moderate Minor Benefit1 

24 Sam Cohen Park 62 62 68 68 68 68 68 Serious --- Not Effective2 

25 Church - S.E. 14th Street 44* 45* 49* 49* 49* 49* 49* Moderate Minor Benefit1 

26 Church - E. 15th Street 39* 41* 45* 45* 45* 45* 45* Moderate --- Not Effective2 

27 4 Residences - near E. Vine Street 68 70 66 66 66 66 66 Moderate Not Effective2 

28 Church - S.E. 15th Street 38* 39* 48* 48* 48* 48* 48* Moderate --- Displaced 
29 Church - S.E. 14th Court 41* 43* 52* 52* 52* 52* 52* Serious Displaced 
30 1 Residence - S.E. 14th Court 60 62 66 66 66 66 66 Moderate Not Effective2 

31 Hawthorn Park 67 68 69 69 69 69 69 Serious Most Park 
Activity is Far 
From Roadway 

32 4 Residences - 20th Street 65 66 68 68 68 68 68 Serious Not Effective2 

33 3 Residences - 19th Street 67 69 70 70 70 70 70 Serious Displaced 
34 5 Residences - Leyner Street 64 64 66 66 66 66 66 Moderate --- Cost 
35 23 Residences - Pleasant Street 64 64 65 65 65 65 68 Serious Noise Wall 
36 18 Residences - 19th Street 60 61 64 65 58 58 58 Minor Minor Impact 
37 Industrial Area - Elm Street 67 67 68 68 68 68 68 Moderate Minor Benefit1 

38 4 Residences - S.W. Second Street 53 53 61 61 61 61 61 Moderate --- Not Effective2 

39 4 Residences - South of Indianola Avenue 51 52 55 55 55 55 55 Minor Minor Impact 
40 3 Residences - S.E. Second Street 53 53 61 61 61 61 61 Moderate Cost 
41 Industrial Area - S.E. Fifth Street 54 54 64 64 64 64 64 Moderate Minor Benefit1 

42 1 Residence - S.E. Fifth Street 57 57 61 61 61 61 61 Moderate Cost 
43 2 Residences - S.E. 10th Street 57 57 66 66 66 66 66 Moderate --- Cost 
44 2 Residences - Scott Avenue 61 62 64 64 64 64 64 Moderate Cost 
45 Commercial Area - S.E. 14th Street 71 72 70 70 70 70 70 Moderate Not Effective2 

46 4 Residences - S.E. 14th Court 64 66 68 68 68 68 68 Serious Not Effective2 

47 8 Residences E. Vine Str.eet 67 69 67 67 67 67 67 Serious Not Effective2 

48 3 Residences - E. 15th Street 62 63 69 69 69 69 69 Serious --- Not Effective2 

49 6 Residences - E. Court Avenue 68 69 69 69 69 69 69 Serious Not Effective2 

All Noise Levels are in dBA, Leqth)· 
*Interior Noise Level (Category ) 
**See Table 5. 5 for Impact Rating Scale. 
1 - Limited usage does not justify the cost of noise abatement. 
2 - Not effective in reducing noise levels significantly (by 8 decibels or more). 

Rep/Dm2/ AF8-2 



TABLE 5.22 

NOISE BARRIER SUMMARY 

Noise 
Description/ Unshielded Reduction/ 

Nearest Existing Noise Level/ Barrier Barrier No. of Homes Barrier Barrier 
Site Noise Level Impact Rating Length Height Affected Type Cost Cost/Home 

31 Hawthorn Park 69/ 850' 10' 10 dBA/ Wall $85,000 
67 dBA Serious Berm $34,000 

Evergreen $170,000 

47 E. 14th and Vine Street 64-66/ 1,100' 14' 3-5 dBA/ Wall $154,000 $19,250 
64 dBA Moderate 8 Homes 

27 E. 15th-North of Court 66-68/ 450' 6' 1 dBA/ Wall $27,000 $6,750 
Avenue Mod-Serious 4 Homes 

66 dBA 

24 Sam Cohen Park 66/ 550' 12' 4 dBA/ Wall $55,000 
61 dBA Moderate 

V1 
18 Dunham Street 63/ 400' 14' 3-6 dBA/ Wall $56,000 $14,000 

58 dBA Moderate 4 Homes 
I..O 
0 

16 Jackson Street 56-59/ 500' 10' 2-4 dBA/ Wall $50,000 $3,571 
48 dBA Moderate 14 Homes Berm $170,000 $12,143 

($150,000 ROW) 

32 20th Street - North of 66/ 250' 12' 3-5 dBA/ Wall $30,000 $7,500 
Cottage Grove Moderate 4 Homes 

65 dBA 

35 20th Street - South of 65-68/ 2,000' 10' 4-6 dBA/ Wall $200,000 $8,696 
Cottage Grove Mod-Serious 23 Homes Berm $380,000 $16,522 

64 dBA ($300,000 ROW) 
Evergreen $400,000 $17,391 

16' 5-8 dBA/ Wall $320,000 $13,913 
23 Homes Evergreen $640,000 $27,826 

Rep/Dm2/AF8-3 
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I 
I TABLE 5.23 

PREDICTED 1-BOUR CO CONCENTRATIONS (PPM) 

I 
Preferred No 

Site Description 1A 2A 1B 2B Alternative Action Ex. 

I 3 Edmunds School 2 2 2 2 2 2 2 
7 Tech High School Track 3 3 3 3 3 3 3 

I 
8 Chamberlain Park 3 4 5 5 4 3 3 
9 Conmercial Area 3 3 3 3 3 4 4 

10 Des Moines Tech High School 3 4 4 4 4 5 7 
11 Des Moines Water Works 4 4 5 6 7 5 6 
13 Flood Levee - Near Raccoon River 2 3 2 3 3 4 5 

I 14 Riverside Park 6 6 6 6 6 4 5 
16 South Bank - Raccoon River 4 4 4 4 4 3 3 
18 Residence - S.W. First Street 5 5 5 5 5 4 4 
25 Church - S.E. 14th Street 4 4 4 4 4 4 5 

I 
34 Residence - Leyner Street 2 2 2 2 2 2 2 
35 Residence - Pleasant Street 3 3 3 3 3 3 3 
36 Residence - 19th Street 3 3 3 3 3 3 2 
37 Industrial Area - Elm Street 5 5 5 5 5 4 4 
39 Residence - South of Indianola Avenue 3 3 3 3 3 3 3 

I 42 Residence - S.E. Fifth Street 7 7 7 7 7 3 3 
43 Residence - S.E. 10th Street 6 6 6 6 6 3 4 
44 Residence - Scott Avenue 5 5 5 5 5 5 7 
45 Comnercial Area - S.E. 14th Street 7 7 7 7 7 12 16 

I 
46 Residence - S.E. 14th Court 5 5 5 5 5 6 7 
49 Residence - E. Court Avenue 5 5 5 5 5 5 7 

I TABLE 5.24 

PREDICTED 8-HOUR CO CONCENTRATIONS (PPM) 

I Preferred No 
Site Description 1A 2A 1B 2B Alternative Action Ex. 

I 3 Edmunds School 2 2 2 2 2 2 2 
7 Tech High School Track 2 2 2 2 2 2 2 
8 Chamberlain Park 2 3 3 3 3 2 2 

I 
9 Comnercial Area 2 2 2 2 2 3 3 

10 Des Moines Tech High School 2 3 3 3 3 3 4 
11 Des Moines Water Works 3 3 3 3 4 3 3 
13 Flood Levee - Near Raccoon River 2 2 2 2 2 3 3 
14 Riverside Park 3 3 3 3 3 3 3 

I 
16 South Bank - Raccoon River 3 3 3 3 3 2 2 
18 Residence - S.W. First Street 3 3 3 3 3 3 3 
25 Church - S.E. 14th Street 3 3 3 3 3 3 3 
34 Residence - Leyner Street 2 2 2 2 2 2 2 
35 Residence - Pleasant Street 2 2 2 2 2 2 2 

I 36 Residence - 19th Street 2 2 2 2 2 2 2 
37 Industrial Area - Elm Street 3 3 3 3 3 3 3 
39 Residence - South of Indianola Avenue 2 2 2 2 2 2 2 
42 Residence - S.E. Fifth Street 4 4 4 4 4 2 2 

I 
43 Residence - S.E. 10th Street 3 3 3 3 3 2 3 
44 Residence - Scott Avenue 3 3 3 3 3 3 4 
45 Comnercial Area - S.E. 14th Street 4 4 4 4 4 5 7 
46 Residence - S.E. 14th Court 3 3 3 3 3 3 4 
49 Residence - E. Court Avenue 3 3 3 3 3 3 4 

I Rep/Dm2/AF9-1 

I 
I 5.91 



Alternative 
System 

No Action 

Alternative A 

Alternative B 

Preferred Alternative 

Parameter 

Estimated Number of People Displaced 

Housing Units Displaced 

Single-Family Dwellings Displaced 

Businesses Displaced 

Churches Displaced 

Historic Structures Displaced 

Parks Where Right-of-Way for Project 
is Required 

Rep/Dm2/AF9-2 

TABLE 5.25 

PROJECTED PUEL CONSUMPTION 

Vehicle-Miles 
Per Day 

373,729 

367,859 

381,755 

381,755 

---

TABLE 5.26 

SUMMARY OP MAJOR ADVERSE IMPACTS OF 
CBD LOOP ALTERNATIVES 

Alternatives 

lA 2A 1B 2B 

592 514 564 486 

244 219 221 196 

80 75 80 75 

63 55 56 48 

5 5 5 5 

3 3 ~ 3 

3 2 3 2 

5.92 

I 
I 
I 

Total Annual 

I 
Puel Consumption 
(Million Gallons) 

12.64 

10.73 I 
11.21 

11.21 I 
I 
I 

Preferred I 
466 

181 I 
71 

41 I 
5 

2 I 
2 

I 
I 
I 
I 
I 
I 
I 
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I PLATE 2 PREFERRED ALTERNATIVE NORTH-SOUTH SEGMENT 





PLATE 4 PREFERRED ALTERNATIVE 
DES MOINES WATER WORKS AREA 
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SCALE IN FEET -----~ 0 100 200 300 

PLATE 5 PREFERRED AL TERNA Tl VE EAST-WEST SEGMENT 
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PLATE 6 PREFERRED- ALTERNATIVE EAST-WEST SEGMENT 





PLATE 8 PREFERRED ALTERNATIVE - INDIANOLA A VE. CONNECTION 
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PLATE 10 PREFERRED ALTERNATIVE EAST-WEST SEGMENT 



PLATE 11 PREFERRED ALTERNATIVE EAST-WEST SEGMENT 
AND E. 15TH. ST. EXTENSION 
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LEGEND 

111111111111111111 ROADWAY ON BRIDGE STRUCTURE 

ROADWAY NEAR GROUND LEVEL 

ROADWAY BELOW GROUND LEVEL 

----- PARK BOUNDARIES 

GENERIZED 67dBA NOISE CONTOUR LINES 

I I I I RAILROAD RELOCATION 

STREET CONNECTION OR RELOCATION 

• STREET TURN AROUND 

• DIRECTION OF TRAFFIC FLOW 

SCALE: 1 "= APPROX. 300' 

NOTE: THE ABOVE SYMBOLS REPRESENT APPROXIMATE 

LOCATIONS ON THE FOLLOWING AERIAL PHOTOGRAPHS 

AND ARE NOT TO SCALE 
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I PLATE 1 SUBAL TERNA TIVES 1 A & 1 B 





&.· ,ffl ~ 

... ~? .,:" . ·: ... ·~ .. 

PLATE 3 SUBAL TERNATIVE 1 A 
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PLATE 7 SU BAL TERNA TIVES 1 A & 2A 



PLATE 8 SUBAL TERNATIVES 1 B & 28 
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PLATE 11 ALTERNATIVE B 



PLATE 12 ALTERNATIVE B 
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APPENDIX E 

COMMENTS AND COORDINATION INDEX 

Page 

PART 1. Agency Review Comments----------------E.l 

PART 2. Coordination Prior to Final EIS-------E.36 

PART 3. Location Public Hearing---------------E.38 
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COMMENTS ON DRAFT EIS 

Agency 

Federal Agencies: 

Federal Aviation Administration-------------------
Federal Emergency Management Agency---------------
Federal Railroad Administration-------------------
u.s. Department of Agriculture--------------------
u.s. Environmental Protection Agency--------------
u.s. Department of the Interior-------------------
U.S. Department of Transportation------------------

State Agencies: 

Iowa Arts Council----------------------------------
Iowa Conservation Commission----------------------
Iowa Department of Environmental Quality----------
Iowa State Historical Department, 

Office Of Historic Preservation------------------

Local Agencies: 

City of Des Moines - Historic District Commission-
Des Moines Public Schools-------------------------
Des Moines Water Works----------------------------
Polk County Physical Planning Department-----------

Rep/Dm2/AC8-l 
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Page No. 

E.2 
E.3 
E.4 
E.8 
E.9 
E.12 
E.17 

E.18 
E.20 
E.21 

E.23 

E.24 
E.26 
E.29 
E.32 



u ~ Oepatmenl 
~ lcmponotlon 

f.-al~ 
Admlnl,troNon 

MJ.Y \ 3 1983 

nr . Janw:o; A. n,ompson, Oin· <.: tt'r 
Trafflt· and Transporlatfon O,•p;in.m,· nt 
City of De !' Holrws 
City ll,11 l 
lies ~lo l nrs, I ow;i '.,() )(I 7 

l>c :11' Hr. Thompson : 

Cen1u1 Ae .. o,. 
Jo-•. Ma,tw\0 

,.,,.,..u,t , ,...o,e~•• 

Ocs Hoines, i,,w.-i llraft F:l~ 
Cl\!> Loop An,•1· 1.,1 

601 I. . 12th SU••I 
K,,.u, City . M•on"'', •• 1 OtJ 

This prn\r·c l shoulc1 lmprov,· acces!I to tlw Des !'ioin,•s M,inlclp.11 Airp,>rt 

hccausl· Fleur Ur lvr ls lh<' main ,,cc e:-i; tP thl' .a I rp,•rt f rnr.i l iw_ north. 

t-t:I l'h,: Ol•!; Hoine:; Municipal Airport is the only alrporL providing cu111111crd11I 

N service for the Des Hoines region, and the need for a better surface 

access to the airport can br expected to increase vith time, We, thrrrforc, 

support any and all projects which will improvr acccs:- to the Des Hoine:

Airpnn. 

Sincerely, 

'--- --~ ~ ~~~ 
~ lvin J. f'lschcr 
tl;1na~rr, rt.,nnlnf: :. Pro~rnmniln~ llran.-1, 

No response necessary. 
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tx:I 

l;.J 

- - - - - - -
Federal Emergency M_anagcmcnt Agency 
Region VII 911 WaJnut Street 

r~.r. Ju.:.,c:s ;. . Thc,np!-nr. 
lli n:<· t,,,., 1'ru r :· i c a::•~ '::'rar.5~1ur-

tn ti 0n li\:J>lffl:::t:r:: 
Cit:.- of Dt.'3 ,.:,Jir.c:; 
Ci •.y tioll 
T'l,:z :-'.oi:-wz, Io,.•:: 50·1".J': 

11,•n ~ Xr. 1'horr.pzon: 

JiJI•: 2 3 i~:.;. ! 

Kansas City, Missouri 64106 

'n1c ri.::,;:c,w~: Of~:cc c.:· tht· Fcdt::·~l ~:::~r~c::1c:; ~-'.a:-.~,:c:~c::,:. At;cncy 11,.:.
rev ic:wcd t.hc llr~,r-.. ?:n~·:::-0:1.-::cntul Irr.pact. !"'.tate:nent for ~~1e Clll.J Io,,;. 
/,rtt·rinl :'IP.:; :-:oinez, Polk County, iow11. 

ln Sec-..io:, 5,100 .)'Ol. ::•we :iJ,:rcscet: :he i!'.':.pucts of thir. proJt·ct ,~:', 
both the l!i,c(>on ~i·1cr and !>cs 1-loint:s i::i·,cr flood plains. The:-c·:"o:·c, 
thir. o:·:·ic:c !11,:; nc• cOl:'.ments. 

R[CllVlO 
-a;wnc,. 11t.11.:~ 

our. 

- - - - - - - - - - -

No response necessary. 



US.Oeporlmcnl 
ot \'t7uportotion 

federal Railroad 
Administration 

Mr, James A. Thompson 
Traffic .-ind Trans portation 1>,ip ,1rtn11:11t 
C1r.y o[ Ue s ~'.01111.! s 
City llall 
Des Moine s , I0\.'3 Sfi )07 

[)c ar Mr. Thompson : 

.lum• 29, 198) 

«x>S.-"' s, . sw 
w ........... 0 c. :llr.,90 

1807 federal Building 
911 Walnut Street 
Kansas ...C ity, no 6410(., 

Th e purpos e of thi s l e tter is to pruvi,lo.: 1:0111mcnts concerniur, th l· p ropo!a·J 
De s Moin e s Cllll l.oop ArtHi.11 N-2787(1)-81-77. 

111 this day .,nd a g e ..,hen consideration Is given to cxpeditint; the oovemcnt of 
traffic and modcrn idn& the rail-hi.:h..,ay lr,1nsportation system, grade scp.ua
tion projects arc es s ential to the uninterrupted flo.., of traffic an~ lt is 
necessary to pre vent trains from occupyJnK the same spac~ at the same time 
with vehicul3r tr,,ffJc . The proposed pn,Ject should not perrnJt ,,ny ,,dditlon .-11 
rail-hlgh..,ay cro s sings at grade. 

Alt houg h it is the int<'nt of r:ill-hihh\o.'ay r,r.,de !lcp.:uatlon projects to s.1fcly 
expedite tr.i!flc, the cnginccrJnr, Jesi ►:11 frequently overlook!! irnportanl .train
a f,e and clcaran.:<' f eatures ..,hich directly ,,ffccts railroad safety .111d ln,lir,:c tly 
affcc l!: hlr,hway ~.-1f c ty . 

Drili nar,•• i s css<'nl i.11 fo r f.Ol•J lr,1ck .,s track ballast is displayed by the \." :t slt
l nc action of .... ,t c r ;111d le t,cc o mcs 11ns 11pport.1livc to al(lC loaJ s vht•n cont ;1min;11, ·d 
wi th n,uJ anJ wa tt: r . Go od tr ;11: k i s o f cuorst• needed to keep tht• tr,1in c,11 th ,· 
t r,,clc.. 

Good clc.,r,1ncc I~ lrnpo rt .1nt i11 the t· vc11t of .1 dcr,,ilmcnl .,s it m.1y pcrrnll ., 
1.lt·ral led car to rn<WC throur,h L he ov •· q1a ss ,irca vlthc,ut d ,im;••~e to the ov..-q, ;i ss 
s tructure. ll thcr~fort· t>c1:on!l'i, pr11dt•11t to 1irovidc as much clc,,ram:l· .1~ 1•<• i;-
!< lblc to prevent ,l;,r.1.,r.c to the ovt•rp;1s ~ sl rue turc 111 the evt'nt of a dcr .tl lint·nt. 

.M l '83 NA 

~ 
J 

-., 

Alternatives ~o avoid rail-h ighway crossings at-g ra de we re examined but 
were no~ fea~1ble because they resulted in signi f ica nt impacts to adjacent 
pr~pert1es. _ increased costs, would have steep grades. would encroach upon 
adJacent railroads, or affected access to ad jacent properties . 
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Page 2 

The followinc good des1Gn considerations are essential at roil-hi&hway grade 
separ~tion projects: 

• provide space for adequate track ditches or provide for an 
underground storm drainage system. 

• control tlw flow of rainfall from the higli•.,ay structur:e. Avoid 
dumping the w;,t r,r onto the track or into the track ditches .. 

• concrete thc nhutmcnt slopes to control vegetation .tnd prevent 
erosion of the slopes and silting of the tr.1ck ditches. 

• provJdc as much cl<~,1rance as possibll' for railroad opcr.1tion to 
prcvcn•. Jam.,gc tc, the overpass in the event o( a der:11 lment. 

A drawin~; of ., typical overpass bridge is attached sho\ling proper track ditches 
.1ml clC'.aranc,·. l'hotc,gr.,phs nre also att.ichcd to show problems encountered with 
droin.,gc and c l<.•.1r.1ncc at existing o\'erpass structures. 

n,._.,..,. C<•r.1ment,; conct·ruinG the proposed CBD l.oop Arterial at Oes Hoines arc 
!:l:11lc in tl11· int,·r.•,,t of r;1ilro.id and highw.,y s.,fcty. 

t:nc I 0,.11 rt·s 

li(/6L~~ 
II. R. Bird 
Regional Director 

- - - - - - - - - -



,, . 

1r\1t,~lf lil 
.;,
~

.--,
,
~

~
 ?-:''..,;;~~-~·-~-:.. 

ft"ll!¼
I, .... ~.;.>'!"···· 

T
· -~-~-:, .. ·. -

.· 
. 

. 

~>. ··' .>> .. _,, 
,:, 

-
-

E
.6 

0 5 M
 

C
l) 

C
l) 

M
 



---

..,: ·--. 

,. 

NOll03S 30\ft1E>t13AO 7\f lOldAl 

--

h I 
I 

-

·""·•~ ... ••.&.~~"." 
.o • ,'Z 'I 

·.·, .. -• ... ,._. ,·.•··. 

I 

---

~ 
I 
I 
I 
I •• 

-

, . . 

·~, •• u:,.ioa1:,, U~D4U~DW o. 11:>,ia. 

-aq ,+\."""' ... v,.. ,,...... • .. t,ot .. ns ~ ..... ,.,. ·z 
'"'""'t"~"' • .,. -.z·o 

!,O •pv..1& o~ !i••~I' \llt:>.Pd'S +-:>t'l.q,-.uo> 
i,.tsi•o uo144 'lo-.a, 4\ -;,po.aG '4,4tP "ll:,11,1"-":lliM •1 

~-..LON 

-----

r-... 

-



SoJ 
Conae,vet,or, 
s.,,,;c~ 

~-1 r . J,lnl(•\ r, . 1,,,. ,:,:1 ··.n, 1 

Di ,·er to,· 
1raffic and r ran soo•· t,11 , , ,, , 11,. p ,11 · 1 ,, , ,,r 

~ity of Des ~o i nr s 
City Ha 11 
Des Hoines. low,, c;n3r 7 

Dear Mr. Thompson : 

693 Federal Bldg. 
210 Walnut Street 
Des Moines. Iowa 50309 

,Junr ? , 19Hl 

The draft environr.•~ntal i ~11',1ct st,1tc1:l('nt for Ult' (P,[) loop drterial ir- Des 
'1oines, Iowa wJs rcfc,·red lP lh l' \oil Consprv,1tinn Srrvicr· for review and 
c omoent. 

oo \J~ have reviewed this imp..1ct stiltt'ment dnd have no cor,1nent<, at this time. 

ihe Polk County Soil Conservation District would ~e 9lad to provide 
assistance with any site problems during construction such JS erosion 
control. drainage or related subject~ . 

~P. appreciate the opportunity to review ,rnd comn~nt on this proposed worl. 

Sincerely, 

/JI&/£ cl, . .,,1tl :-
:Ji 11 iam J . Brune 
State Conservationist 

'"'• '°' c ..... ., ... ..,. s ... --<• 
•• ~ •v,.nc, • ,.__ 
O•o--•-~~, el •.,cv'lw,• 

No response necessary. 
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UNITED STATES ENVIRONMENT ~L PROTECTION 

nEGION VII 

July S, 198) 

;"U'. II.A. WI llcud 
Oiv is ion N!;ninistnt<Jl 

32• EASI ELEVENTH STREET 
1'.ANSAS (IIY MISSOURI• 64106 

fe-.l<?ral Highw,1y ht"-linii;tr<ition 
P. O. I.bx 627 
/'fxs, Io,.,a S00 l 0 

l)_·.ir ~r. Willard: 

CBO Loop Arterial1 ~s l'\Jincs, Polk County, lCM.J 

-

'M! h,Ne r':!v1c--...1 tJ-ie Draft Fnvironrental .Lmpact Sutesrent (EIS) for tJ-ie 
~•rn;ect h1cntifi1.."I .1bwc. Tho projt?ct and st.aterent have been rated 
Ut-2, rt:spectively. I11is catirq rreans our l<jency has environnental 
re5'.•=-vations witJ-i Uie project as described, and we request additional 
proJect reL:itc,J intorm.,t1on bo included in the final environnental sute
rrw..'nl. C).ir principal concerns are the potential air a.nd noise impacts 
tJ-iat could result tran t.he planned arterial. '11lese concerns, and our 
requcsL~ for additional infonnation, arc discussed in deuil in the 
fol lo,.,in-J conrents. 

The caroon 1TOnoxidc (0)) impacts of ~ proposed Arterial hAvo not been 
~k-qu.=,tely evalu.3tcd. Cne-hour CO concentrations were not provided, Md 
h.lckgro .. md co concentrations wcro not oonsidered in ~lculatlrx] the 
estilll<.1ted emission levels. 

/'Ure infontl.ltion r~uds to bo provided on the air quallty models thllt wero 
u~"'-1 to est imdte the 8-hour CO values. 111c CALINE 3 and HIWAY models 
lJ ive only 1-hour CO c:onccntratlons. The final st.aterent should explain 
he..., the 1-hom CO d<Hd '-'!re converted to 6-hour values. Input data such 
as cJU1ct line St..~Jlrcnt.s, ,1s!'-.oclated anlssions, otc., should bo made avail
dt>lo to OJr staff to run c:arparativo COTp.Jtcr rroclcls. [»t.., !ran K:>OIU: 2 
(crnissions rn::xjcl) and IIIWJ\Y 2 (dispersion nodel) should be used for the 
CU dJl.llyses. n,cy arc the curnmt versions of tile ~ILE 1 and HIWAY l 
rro.1cls. 

,\ 1ort 1on ot thl• project drca i& currently in nonattainnont for toul 
suspt!ndc\1 p.1rticulJtes (TSP). l~ver, 1"SP levels wore not considered in 
•!valuatinJ U10 roa,.,._,ay's effects on thu Des Hoines air quality. 1be TSP 
cuntributions, lnclu.lirYJ thoso <Jencratcd durirxJ construction, rrust be 
considered in detenninirtJ the ~s Moines air quality. 

- - - - - - - - - - -

Refer to revised section on Air Quality Impacts in Section 5. 
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~ ~e S.94, the st .,t•.m!nt i~ 11~1<1.· Lh,ll, " spt:cific concentration ~ 
and hi9hway-r~l.1te<I ,1ir pollution '-"'-'11,:l!11trat1,,os in gcnl!ral r.:sulting 
fron CBD Loop traftic i\re not .:xp.:ct'-~J to exceed the national arroiant .iLr 
quality standards." That statancnt is not supportt!d t)f the limited data 
presented in the dr;ift statonent. currently CO and TSP 5tandi\rds arc 
wing vinlatcd within :.he tx?s Hoi~s C~>. As wo inlP.rpn:t the ddtc.'I in 
tabh.!S S.23 through ">.26, the prndicted 8-hour CO value!': for th.: propoSl'll 
:trtcri,,l would contritxil•: Jn .,,1ditlnn,1l om.• to six p"rts ~r 1:iill11m r r· 
.. ,ni~sions. 111\5 inturm.1tion SU.)(Jl!Sts t.ht.• D!!; ~.Jines l11U would ron.1in 1 ·, 

..-, ,,1.,t icvi of the .,ir •;,,al it;· st.md.,r,b. 

tv1 111 q,1,,lity .1~scs:.1~int should I,.• ... unclucl e ,! !or , i' !t.l,r1ti.>i CO iJf -..1:,l u ·. 
".::, .lt the intlt?t"SCl.:t i•x: of ln..J~•r~.>11 Alll!n\H: .md Lh,: 1, ruios1.•J ,):1-0! t' 
r.i.'T';,:, (Subaltcrnatcs lA ,,nd lBl. ru ,1111.:ray,_. daily trc1Uic proj•:ction :~ 
w..:r,: provided for the intersection, but WI! dnticip..itc a hiyh traffi c: 
volu~ \.IOU\d exist with eiU,er altl.!rnatc. A larl_Je nunbcr o( v•~hi c le r, , 
c <n.'•: n,•,1 with a st.,rl-stop lraffi,: (le...,, coul,I ,;,·r,•1ro,lc d r-ii,;t, CU 
,;.,n .:,_. ntr.,t ion . 

t·: ,r your 1nfonrJtion, ...,..! .:tr.: curn.•ntly ..:0<1!j1tl.:?ri1~J ,, c...-c~ue:;t 1,, tll.: !,.;,,.·.i 

n:-r-u-~~nt of W.1tcr, Air, and w.istc H.lnagcrrcnt to rnclassit1 the ~s M>ines 
.ll'i:J dS .lttaim-cnt for CO and to reduce t.hc siz<! o( t.h.? TSP non.attai~!nt 
arc,,. Please cont;1ct our offico for a clarification of the status of tllis 
rl'q\lt!Sl. 

llle ilr.1ft stattm!nl rcJl istically dt!scribes the µotentl.11 roisc impacts to 
structures adjacent to the pla~--d arterial. D?pending on th! alternate 
~~lcctL-d, Sl'J'l"C structures (residences, sctools, churches, etc.I would 
rc~,:ivc as rruch ~s a l4dB noise level inccedse. K.lny struct.urc~ wo.,ld t,,: 

su.~jectcd to nois~ levels in excess of Ll0 70dB, the maxisnun level which 
sho•Jld not bo excc ... '\.icd. 

:''lp; iropr iate noise .,t>.Jtl.3.1"1:nt mo.:,1sun::; .1rl! to h.! cv.iluatc-<1 for c[ (,:ct iwm,:~r, 

,r1-1 cr:-sl durirq t1'-! proJ~ct <~1siyn phase. 1h'!~ mo?asurcs incl,Jdc L"'1Crete 
,_,r ~ barriers, berms, elevating or ,io:prcssira:J the roadway, and insul,H
in.; or ronovirq tile i\ffccl'---d structures. ~ arc concerned l»l•?cif ic noisu 
,·ontrr,l rredsurcs for l.',,ch u,,p,,ctt.-d 01'\?a wo1·c not included in t.hc draft 
-.t ,,tonent. Without providir9 tho pl,uvlCd ah.:it~nt procc-<.lurcs in the 
1c(.JOrt, it l!I, iinpo::;sible f•lc out· "Yl' ncy ,md others to l.!Vuluat.,• the suit.1-
bi lily of c.:ich iltldtc.,,,,ml tN.:hniquc. ~rnfor~, Wl! rc<;UcSt tJ1e f in,11 
:;t,,turcnl i,fontify lhl.! noise control 1rr.,1:;urci; lh,\t woul<1 IJe installed 1: 
ih.• loop artcrii'll is l.'Onstruct<.'<.1. IM.! .ilso reserve the rlght lo ,1l.k1rc:;s 
the ,ldcqu.1cy of the noise l'untrnl ~.,sun!S wh~n th,?r arc i,1-:ntifi<."II, 

t-l.l noise mitigation rrci\sun~s ar•! ticiniJ recon~n<1cd at c•:rt.iln structures 
(scto)ls, churches) bcCdusc the ti111il'l(J of .snticip,Jt.:.-d ~<,k. noise levels 

Refer to revised section on Air Quality Impacts in Section 5. 

Refer to revised section on Noise Impacts in Section 5~ 
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'-')Old not '-"Oinci<le with normal u~ !A"C iods fur tho~ structures. ~ldting 
only· the peak noise levels to these stnxtures iynorcs the pott.•11t ial for 
non-peak level ~cts on the use ot thcs~ facilities. ~.\:? request the 
final statanent include an expard.-d nois.~ an.ilysis that evaluates the 
entire noise increase on the use of the facilities. 

:~~1se contour distances provide<1 in r.,til,_• ~.il (µcllJ•! ').'WI du nut priNii!,... 
!Tlo.!,mirv;[ul information. As indic.it._ ... 1 on µ.i·.i-· '1.1n, th•! noiSc cuntnur 
<1itit3nC\!S c1re yent?ralized and do ,,.,t cons;d-~, •;!;il!ldirq el fccts or 
n)d,1..,.Jy configerations. 1'0 avoid coofus:un ,., to t..tw mni!>'~r ,lr locat1<.,:·. 
of l.'-:li)aCte,1 structures, ..,..: s1.9ye:.t tJ,'-. ! irul ·,t,Hlli,!nt cith._-r provide LIL' 
70dS..\ contours that refl~ct ex1>!.:te.1 0•11.lit1,,1; r;r tile t,,bl~: 1;1: ,.,ithdrc1'-1l. 

General Cotments 

~ suPl.ort the Alternate A alignna!nt th1·,11.1;h ~11,• l·l.lll·r w..>rks rark ,uc;,. 
1his al igi,nent would .Jllo., future onsi tc 1!x..-111s1<,,, o! the D.!s ~bin,~s 
water systen. F\Jrt.hemort?, Alternato• 1.1 -...uul<I ,;er'l<.?ratc J hiCJher noise 
level .,net create a m:>rc ,'ldvcrse imp,h·t ~,, th,• ',J.1ter W..>rks Park. 

1'he l1iscussio, of deicing salts on u1._. ..... ,tcr ~-u,1lity o! th•.! D.:s /"\.:)incs 
.ind RacCCXX\ Rivers docs not consido.?r when th4: salt is applied. Streo.?t 
deici~ salts are usually applied durioJ the winter rront.hs when flo,,,s 1n 
toth rivers are nonn.-illy low. Consequently, a more conc.?ntnitcd runoff 
loOUld enter the rivers with the potenti.,l for d.:tMlJC to the aquatic 
system. \.A] SlXJ91?St a more corprchcns ivf? ,!ist:us!':ion of str~t runot f an,1 
the ~cts on water quality be include,! in the final st.JteD:?nt. 

n,.,nlc. you for the opportunity to revic..., <11lll t.·nran.>nt on this draft stc1t~
m.?nt. If you wish to discuss the pn>jcct or our cunrcnt~, plc«'lse cont,)ct 
me. ~ rnernber of my staff who is nost f,uni l iJr wit.ti th,: project 1s 
~1-,,_,n renm-orc. He can bc reacht.'-.1 ,,t (R!f,) JH-',~'ll or f1~ ·158-559). 

- - - - - - - - -

Refer to revised section on Noise Impacts in Section 5. 

Table 5.22 has been deleted. 

The Preferred Alternative has a revised interchange layout in the Des Moines 
Water Works area. This alternative was developed using input from repre
sentatives of the Water Works to minimize impacts to this area. 

-
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United States Dcpa_rtme~t of the Interior 
NATIONAL PARK SERVICE 
WASHl~GTO:-;. n.c. 202-40 

In ~ply Refer Tu: 
F:R 83/617 

r--.r. l!u.~ rt ,\. l·:i l lard 
Uivi s i c~1 ,\clm.inistratoc 

-F\.: cli : t·;d lliqliway l\tlmini~tr.-ition 
I' .0 . Box 627 
,.r.e~, 10..'il 50010 

D::ar ~x. Willard: 

''JUL 0 \983 

.AA ] ] 'R3 p_; 

Thi s is in rcs p:mc.e to the rcqlrst for the ~p..1rt1rent o( th<' Interior' s 
c,:-.rrrc nLc; on the dC'aft environrrcnt.itl/Section 4 ( fl stat~nt for can u::q) 
ArteC'iol (I-235/Hardin<J lb.xi to US-65/69), D::.>s 1-'0inc-s, Folk COU1ty, 
lo..•a. 

srx..·riori 4 ( r l srA'IU1l-Nr aM-1ENrS 

S.."'l.-n Cohen Park. We concur that there are no feasible and pnxlcnt 
,il l e rn,Hi ves tD the pt"oposed use of Sam Cohen Park. ►leasUC'es to minimize 
harm shoJld include a controlled intersection in the vicinity of the 
p.3ck to assure safe pedestrian access fron the northeast, arleqlklte . 
10::-c~s trian walkways, and aP(Xopriate landscapincJ in both the OC'\ol highway 
ri gh t~f-..iay and adjacent ~rk Meas, Since noise aP{::'ears to be a scriour, 
pr oolcm in this p.1rk, ~ rCC'Olll1l?nd that a special eff'ort t-.c made to 
r educe pi:ojcct relate<l noise levels in the vicinity of Sam Cohen Park, 
consis tent with otheC' U"Cb.ln design considerations. 

11,,'-' tt.orn P.1rk. Since no avoid .. 1nce alternatives arc dixus!",C<I in the 
~:;; f t s ta t e-rent , -e cannot conc11r at this tine that there are no feil s ib)c, 
,mcl ir.u&.:-nt al t<:rn.1tivcs to the rxqx,sed u~ of llawttnm r,1rit. \-le 
r eect11TCn<l that s ~cial consincratioo be given to minor no<li !icatioos in 
h i<Jh'-'ay gcorctr ics and/or minor al iql'llf(?nt shifts to avoid use of this 
i:,.:irr.. IC avoidance cannot be ach ic·vccl, rrca5ure5 to minimize haem sho.1lci 
i ncl udc aptXq,r i a te landscaping in t-,oth the riqht-of..,.,ay a~ acijacent 
1"1,Jr.-. areas. ln ilny case, ~ recon,rcnci the (Xovisions of noise walls or 
oenns t.o rcd\x:e ixoject relate<! noise irrpacts on llawttorn Park. 

Riverside Pad:. We concur that there are no feasible and JXudent 
alternatives to the JXq:osed use of Riverside Park. However, 1o.c? 

recx::.mrcnd that arldi tion.11 attention be given to slight ITOdi fications in 
hi')trway <JCC'11Ctrics an<VoC" slight ,1lignr.-cnt shifts to minimize US(.' of 

~oise ab~tement measures were analyzed for this park but were found to be 
ineffective and visually intrus)ve up?n the park. ft is proposed that this 
park be re~ocat~~ to an appropriate site elsewhere in the neighborhood as 
part of this proJect . 

An _avoidance alternative was examined after thP Ora ft [IS was distributed . 
This Preferred Alternative woulrl narrow the project r ight -of-way adjacen t 
to the park and would not require the taking of any park land. No ise 
abatement measures were •nalyzed for this site and would be effect i ve in 
reducing noise level:.. However, because this area of the park i s not 
heavily used, these measures are not considered cost-effective. 
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this parkland (or use of tJJC ,,djacent \-:est Water Front Park). Measures 
to minimize harm shJuld incllYlc aPt-XqJriat,! landscapin<_l, rraintenance of 
access bet'ween Riverside P.11·k and \-.est Water ~'rant Park, and SP?Cial 
desi<]Tl tD fully uti lizc the Sf'1CC benr•atJ1 the µ-q:oscd bridge structure 
for pat"k P..11:.""fOSCS. 

-

Ql<11'1t)crlain Park. Based on infonMtion in the draft st.:itCITCnt, it does 
not ap,X'ar tl1tlt there is illlY n!X"<"l to ao.1ui re l,1nd fron Char.t.>er la in Park 
fot" hjgh....,ay use. Alternative~ 2A an<l 2!1 (the intersection alternatives) 
totally avoid the cHn.•ct taking of lanci !rm1 th~ P,)t"k, 1,,hile minor chancw~; 
in the georetrics and/ot" tll<.' alignJTent of ,\lternativcs lA and lD (the 
intet"Chilfl9e altC'm,1tives) co.1lcl also avoid 5UCh direct t_.--udrq of lard. 
Measures tD minimize h<lrm, if fJtcrnativc.- 1,\ or 1B is selected, stoulrl 
include aP{Xopc iatc lan<lscapilYJ in the r ight-of-....ay and adjacent p:irJ.: 
areas, the replacerrent of parkin(J sr,.:icc loct tD the ~eject, and the 
provision of safe redestrian .icces5 for p,ar;. u~.en;. In addition, ~ 
recomcnci that a special effon be made to reduce .xoject related nofr.c 
levels in the vicinity of Ch,"\ITIIJcrlain Pad:, consistent with ot~r urb.1n 
design considerations. 

Riverfront ~veloarent Areas. We concur that there are no feasible and 
prudent alternatives tD the rcq::oseo use of lane! fron the Riverfrc:rit 
~vclq:r.cnt Areas. Measures to n,Jni:nize h,1rm shouln include appr-opr iate 
landscaping and restoration 1o."Ork, the maintenance of access along the 
river front, sr:ecial designs to fully utilize the sp.'lce ~neath bl"i.dqc 
structures for park p..rp:>ses, ,ind _the relocation an<l restoration of the 
bike path and hikirq trails, inclu<lin:i provisions tD acconnodatc µ-cµ:,scd 
future p.lths and trails. Speci,11 at tent ion sh:>uld t,e given to the 
redlJCt ion of traffic noii;c fron the bdd•r crossings, consistent with 
other 1.rban design considerations. 

~ \obrk..c; Park. \•Je concur that there are no foasilile and prudent 
alternatives tD the µ-0p05erl use of ~.- I.1no frc.rn \-:,.Her \..'brks Park. 
Based oolely on the alternatives t,·esentco in the draft st.atcrrent ~ 
p1:eCct" i\ltern.:itiv~ ,\ in this c1re,1 because or lesser iflli..1cts to the p.1rk 
area. tlc~ver, in our opinion a si(Jnific,1nt urh.'ln dcsi(JTI opp:>rtmity is 
being o~rlooked. \~ stron']ly t"Ccormt:nd tl'.at all concerned parties 
cxqx,rate in the dcvelopnrmt or an innovative ct.:-si<Jn in this p.lrt o( the 
Water \\bt"ks Park that wi 11 acconr.n.:l'lte cx1x1nsion of the water tream~nt 
facilities and n(.'('<N tr,1nr;p,t·t,1tion ir.;x:M!rrent..s, .,~ '-P.ll as f'"lt"k/ 
recrc,,tion areas and activitic·s in tl1is miquc river ,1rea. We sug(J:'st 
that such design n.."lximi .. e tl1<.• USP. of the cxistir).J rlrur Drive cot"ridor 
for transronation µ.rposes, ancl that considcrntion he given to the u!:".c 
of Section 147 of tl1e Federal Aid Hiqt-,.,ay Act of 1976 in the revelq,ncnt 
of water-oriented recrc,1tion.:il facilities. 

In bddi ticn to th<.' above, ireasixes to minimize ham shJuld inc lune 
DPfrqJr iate landscaping and restoration wot"k, tht! rMintenance of pedestrian 
and bicycle access alonq ttx- river bank, sp:?cial attention to Ult? utiliza
tico of Sp.lee beneath bricl,F r.tructurc!. fot" fAlt"k pur·roses and noise 

- - - - - - - - -

Alignment variations were evaluated and found to be unfeasible because of 
impacts these shifts would cause in other segments of the alignment. 
Landscaping is proposed as part of the project adjacent to this pdrk. 
The project will not affect access between Riverside Park and West River 
Front Park. 

The Preferred Alternative will avoid Chamberlain Park. As it will be 
located over 600 feet from this park, no indirect impacts are expectell 
to result from the project. 

The existing bike path will be relocated under the roadway as part of 
this project. The design of the project will allow sufficient clearance 
for future bikeways and trails to pass underneath each of the proposed 
bridges. 

-
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Mr. H\bert A. Willard 

abatenent ireasures on both the hdd~ structlCcs and at--qr.-lde r0ra.lw.Jy 
sections. ~ are especially concerned about the p:>tentia l loss of t.hc 
Technical High School athl e tic pcactice fields, and strOIY.Jly rCCOt\lll:'nd 
that they be functionally replaced ilt irojcct c>_xpcnse, either in Water 
~rks Park or at SO!C nearby locution. 

3 

Additional Parkland Mitigation. In addition to the a~ site-specific 
neasures to minimize harm to park and recreation areas, your resp:>n::;c to 
the second pcoviso of Section 4(f) should inchxle, at rx-ojcct expen:.c, 
replacerrent land, in-lieu mitigation to rest.0re ilnd up:rrirle anY?nitic~; on 
remaining parkland, and/or nonetary conpensation, for all parklanci lost 
to the prop:,scd highway. All neasures to minimize harm should he 
ooordinated with and aP(X'oved by the Des Moines Park ~partnent, and 
resolutions reached should be described in the final st.-.tement. 

Architectural/Historic Resources. Since no avoidance alternatives are 
discussed in the draft statem?nt, we cannot ccocur at this tine tha t 
there are no feasible and pcudent alti:?rnatives to the ?,·qx,scd derroli tion 
of sore five or six historic pcq,erties p'.)tentially eligible for inclus ion 
on the National Register of Historic Places. We recoriv-rcnd that sr-ecial 
consideration be given to site-specific nodifications in highway gearetrics 
ancVor alignment to avoid the need for dem:>li tion. If avoidance cannot 
be achieved, neasur~ to minimize harm should include relocation, 
recocdation, ancVor architectural salvage, as aPIX'q>riate. 

'lbe draft statement indicates that sate 31 additional pcq:>erties of 
historical/architectural significance that contribute to the values of 
the Sherman Hills Historic District will also be dertolishcd. These 
pr-operties, however, are not located on arrt of the maps, nor is their 
relationship to the i:rcposed project depictec'I in the statenent. We 
strongly urge that these pr(l)erties be treated as Section 4 ( f) re9'.)U["ces, 
and that special consideration be given to avoidance alternatives, as 
well as to neasures to minimize harm. Decisions reached about all 
architectural/historic reoources should be dis:ussed in the final 
Section 4(f) stateJrent. 

IOI'ENI'IAL S~ION 6 ( f) INV'OLVE"1ENI' 

Luld and Water Conservation f\Jnd (L&t~F) assistance was involved in the 
developrrent of a bike path along both sides of the D?s Moines River. 
Because the prqx>sed project will require that part of the bike path be 
relocated fran it.s existing location, conpliance with Section 6( f) of 
the L&~F Act as well as with Section 4(f) may need to be accarpli!;hed. 

Section 6(f) provides that no prq)erty acquired or develcped with 
assistance lnder this section shall, without the aPIX'oval of the 
Secretary of the Interior, be oonverted to other than P',blic outrl()O(' 
recreation uses. It also requires the substitutiqn of converted lands 
with other recreation pr(l)erties of at least equal fair market value 

Noise abatement measures on the bridge structure are being considered. 

The use of this athletic f ield has been discontinued. 

Coordination with the Des Moines Park Board has been done as part of this 
project . A letter from the Board regarding measures to minimize harm 
appears in Appendix B of the attached Sec t ion 4(f) Statement. 

The Preferred Alternative will displace two structures considered potentially 
eligible for the National Register of Historic Places. Avoidance alternatives 
were analyzed but were not feasible because of poor geometrics or impacts to 
other adjacent historic properties . Measures to minimize harm appear in the 
MOA in Appendix B of the attached Section 4(f) Statement . 

The Preferred Alternative will displace 23 of these contributing s t ructures. 
They are discussed in the Section 4(f) Statement for this project. Measures 
to minimize hann appear in the HOA of Appendix B of the attached Sec t ion 4(f) 
Statement. 
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and of reasonably equivalent usefulness and location. The National Park 
&>rvice is cicsignated by the Secretary of the Interior to consider 
appt"oval of Section 6(0 conversion requests ul,X)n swmission thrwqh the 
State Liaison Officer (SID) for Outdoor Recreation. To determine 
specifically whether Section 6(f) applies to the particular p;>rtion of 
the bike path to be relocated, the Iowa SID soould be consulted. This 
official is Mr. Larry J. Wilson, Director, Iowa Conservation Commission, 
Wallace State Office Building, East Ninth and. Grand, res Moines, Io..o 
50319. 

ENV]JQ,,."'1f:NfAL Sl'ATEMEf:r CCM£1\'l'S 

'lhe final environnental statenent soould provide additional information 
on types and anounts of vegetation to be renoved, specific i.Jrpacts on 
wetlands and rivers, and use of ptblic lands for activities such as bird 
watching jnd fishing. 

It> Federal threatened or endangered species, or species prqx>sed for 
su:h classification, are knCMn to occur in the highway corridor and 
there is no designated critical habitat in the p:-oject area at this 
ti.me. 'fflis precludes the need for further action on this p:-oject as 
required by the 1973 Endangered Species Act, as anended. Should the 
project be nodified or new information beca'res available that indicates 
listed or JXqx>sed species may be affected, consultation srould be 
.initiated. 

FISH AND WilDUFE CXX>RDINATIOO ,er <nHNl'S 

The draft staterent identifies the anticipated need for a Section 404 
permit to place fill in a wetland. However, the statenent lacks 
adequate informatioo oo anticipated inpacts to fish and wildlife and 
their habitats. The need for mitigation neaStres is identified but no 
mitigation alternatives are JXovided for review. Accordingly, our 
comrents do not ireclude separate evaluation and cament by the Fish and 
Wildlife Service (F\-S) when reviewing the permit application(s). Based 
on available information, the fl-6 advises that its tentative p:,sition 
"°'-!ld probably be to coocur to permit issuance sl.bject to stipulations 
which will provide adequate mitigation for the filling of the wetlarrl, 
for the renoval of vegetation, and for arr:1 alteration of ptblic access 
to and use of river bank areas. 

When apprq:ll"iate site-specific inpact information and mitigation neasures 
are available, the fltS would be pleased to C00r'dinate with )'OU to 
preclude delay and to ensure that any permit stipulations or cooditions 
are understood and included in the final stat:eroont. Please consult with 
the FielcJ Supervisor, U.S. Fish and Wildlife Service, R:x:k Islarrl Field 
Office, 1630 Second Avenue, R:x:k Island, Illirois 61201 (Teleph:>ne: Pl'S 
366-5800 or Connercial (309) 793-5800). 

- - - - - - - - -
A description of this impact has been submitted to the Iowa SLO. His 
response appears in Appendix B of the attached Section 4(f) Statement. 

This infonnation appears in Section 5 of the Final EIS. 

-

An avoidance alternative was developed after the Draft EIS was distributed. 
This alternative involved bridging, rather th~n f~lling, ~he wetland and 
has been coordinated with the U.S. Fish and W1ldl1fe Serv1ce {refer to 
letter in Part 2 of this Appendix). 
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The Oepartm?nt of the Interior docs not coi1cl.ll· with Sect ion 4 ( f) aP{:t"oval 
of the (Xqx>sed pcoject at this turc. \.Je 1.0Uld be willing t,o reconsider 
this p:>sition uµ:>n receipt of revised docuncnti\tion that addresses the 
points rrentioned in cur comcnts at-ovt>. 

11,e final Section 4 ( f) st.1tcrrcnt stould include a t.roro..1e1h di ocussion of 
other alt~rnatives to the use of Section 4(!) lanc.l5 anci prqJCrties, .-ind 
spcci fie l'l?asure~ to ~ included in tlie !XOj~ct to minimize hilnn tn 
Section 4 ( f) resources, incluclint:] replc:iccncnt .::in<Vor other a&..>qu.1tl.'.! 
COT\)Cnsation for tl)e lancls to be taken. 

In the nt?antim?, our bureaus at the field level arc willing to C(X){)er,'lte 
and coordinate with you on a technic,,l cls~isti\nce t.:isis in flrtJ-1er 
pc-eject evaluation and c'.lsses~m?nt. F'or 1Mtter~ pcrtainirq to cultu-.:il, 
park, and recreational resources, please cont,,ct U1c ~~ional Director, 
Mi~st ~ion, National Pad•; S<-rvice, 1709 Jackooo Strl'\?t, O!Mha, 
Nebraska 68102 (Tclcptonc: F,-S 864-3431 or CCJMT!t·cial (-'02) 221-3431). 
For natters pertaining to fish and wilclli fc re!"ources, please contact 
the f'-S off ice referenced under FISII NJO WI U)l,lff. OJOHDIW\TION /I.CT 
roll-ENTS ato~. 

~ aprXcciate the opp::>rtu, i ty tp pcovide these COMCnts. 

cc: 

Sincerely, 

Mc. C. I. H.lcCillivary 
Directoc, Pl.:inning .:inci Resr..:irch Division 
1()1.0 Oepartm?nt of Transr:ortation 
800 Lincoln w.,y 
Anos, IOIJa 50010 

Mr• Jam?S A. 'llY.)mJ."!'Oll 
Dirc-ctor, Traffic c'lnci n ·ansp;>rtation 

Division 
City Hall 
Des Moines, lo.ra 50307 
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~~Cl Draft EIS/Section 4(f) Evaluation 
CBD loop Arterial, Des Moines, Iowa 
FHUA-IA-ElS-83-01-0 

June 14, l 983 

'f,om Eugene l. Lehr, Chief (f_.t . 
Environmental Division, P-37 

To Harter M. Rupert, Chief 
Jnvironmental Division, Fl!l·/A/IIEV-11 

Flepiy lO 
A.It/'\ 01 

RCrecco, P-J7 
X-64298 

He appreciate the opportunity to review this dr~ft EIS. lie have no 
corrrnents. 

flECllV[I) 
IIIW'nc " r,wa,. 

D(l'T. 

- - - - - - - - - -

No response necessary. 
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·~ay 19, 1983 

.\. Thomas Ha 11 ace 
)ffice for Planning and Prograr:min9 
Iowa State Clearinghou~t• 
1£'3 [ast 12th Street 
>e s Moines, IA 50319 

Jear Hr. Wallace: 

si.,. CipolQI eo,,,~ • 
0.,> '-'c,.ne>. IOwi ~)19/(~I ~I ie I - U ~ I 

RE: I tern 4 l A 830509- 268 
Oraft [nvironmental lm~ect 
Statcn~nt, CDO Loop Ar:erial, 
City of Des Hoines 

I am writing in regard to the Draft Envi r~n~l(•r,ta 1 Impact Statement for :~e Central 
iusiness District Arterial Highway, City of Des Moines. 

'articular emphasis should be placed on .t..rts Council interest in preS£:' vi n9 buildings 
1f architectural significance in the project area. Our primary concer~ is focused 
1n structures whose over-all design or ornamental detailing~ may serv£: !S good 
~xamp)cs of architectural styles which were practiced in the City of Des Moines as art 
.. onns; during the nineteenth and twentieth centuries. 

,he Draft Statement is a conmendable document in that eligible and act~al National 
:egister of His,oric Places structures are described as falling within or near the 
1roposcd right-of-way. We note that from four to six eligible proper: :e s would be 
!isplaccd by the project, depending on the alternttc selected, but tht: six actual 
•roperties (including a neighborhood designated as a district) would bf spared . 

f the S'tate of Jowa is convinced that such a11 arterial l00p ~ necessa:-y, I entreat 
:ou to consider the following: 

Efforts should be made to move the singh• ftmily dwellings located ii!. 940 19th Strei 
and 2015 PleJsant Street ont~ v.-icant lut!. ir. the Sh,::rr.1an Hill Hist~ric District. 
Such efforts should be coordinated with or by the Shc-r~an Hill As s~ ciation, a 
non-~rofit oroanization seebng to ;>reserve and £-nhM1 cc- the rc•sid f~.: ;a l integrity 
of the neighborhood in question. 

Efforts should be made also to r:iovr or in sorr~ way pre- ser ve elemcn·., of other 
such i mp~rtant structures as th~ Green lnternational ~uilding loca: ed at 
201~ r.rand Avenue. 

Environmental considerations should be comprehensive enough to avoid compromis1n~ 
the essential residrntial quallties of the Sherman Hill area . Lowering grade levels 
for the right-of-way is much more desirable to a hi~toric district and its sight
lines thannoisewalls and other such devices considered to be a·cceptable solutions 
in regular neighborhoods. Sight-lines, and noise vibration levels affect historic di~ 
tricts more severely than mos'. , and wC'igh morC' heavily .-is a burden aoains t lt1e 
gen.,ral public good cla in,cd as J r.itio11,1l(' fo,· rt-Cllri ~lruction of highwJy~ . 

The Men~randum of Agreement regarding cultural resourcef for this project 
specifies the mitigation for historic home ~ in the Sherman Hill area that 
will be displaced by the project. The residence at 2015 Pleasant Street 
was moved intd the district several years ago . 

The Preferred Alternative will not impact th i s property. 

Two alternatives that would depress the roadway were analyzed i~ th~_Droft 
[IS but were not selected because they would impact more homes in this . 
area, would be closer to the historic di~trict and _woul d be more _expensive . 
An earth berm or wall would be included 1n the design of the proJe~t . The 
aesthetics of the berm or wall would be a major element of the design . 
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4. LaHly, sine~ the Sherman Ht~l di,,trict h.:~ en unusually large concentrdtlOn of 
mandated, ne1ghborhood-organ1zed ano nat1onalh-cffiliat~d CDIWllS'io, . ~ity-
and groups co ·tt d t h" t • • · • J n~, associations 

rrrn1 .c o 1s or1c ;>rcserviltic,n and Victorian JifC'stylc•s unusuill 
efforts should be_made to enlist public comnentary throu~h indigenous ~hannels 
l suggest contacting the Sr.ennan '-i1ll /,,-,ociatlon for a li•• of lo ·1 · · 
likely to be interested in the public he;,·i110.s yet to hr ti;lrJ. ca on1iln1z.~t:~•r.s 

Thank you for the oppor-tt:nity :o ri:·,i(.,..· t~c rlr-,1ft ..r,vi,·c,,::·,:·n:al ~tate:r-~r.t. 

Sinc;!r,ily, /,/ I ;,:__.., 
/ ;-- :. <-. __ ,.__•~- ,'r -cY-Yi'\ ~J- / ·-,: .,~- - -- . ·-• 

/ 

Or. Sam W. Grabarski 
Executive Direct0r 

SWG/clb 

cc: Mr. H. A. Willtrd, [)ivision ,".d;r,inistrc:tor, r!'C:c,·ill Hie:!:·.,,:\ ;,dministr,Hion 
Mr. Har01d C. Schli:·1, !lr~,H! ~,ystems Enc_,inr•(•r !o..-2 [Jc-:,:,, .•.. :.,., ci' ·r'n<r·o·•-•·· Mr J A T . . - • -' ....... '. ' , " .• ' , ,..: 1l111 

• amcs . hompH,n, D1rc·ctor, iraff1c ,Hie! irar1~•1c,rta•"1r, [•·pa•·•-.cr·: r 1·t· f 
Des Moines • ·' · '- · •--• " , ~ 'i o 

Guy Rot•erts. President, Sherrr.c:n Hill :,~sC1ci.-ition 
Elaine Estes, Ch.-iirperson, City of Des ~nines Cumni~~ion on Historic Districts 

- - - - - - - - -
Coordination with the Sherman Hill Association has been maintained throughout 
the project. 
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,o .... ,,,-c, .. , •• Lo1rry J . Wilson ~ 011ec: o , 
11,c ... a•o• ., .. ~,,. , ..... - ... .. ...... . .. _ .. 

Wallau· Stat~ 011,ce Builc,,n9 . De~ Mo, nH Io wa ,0319 
!,l!,/281 -!,14!, 

,I(._.., C' ,,. "n • ◄ • · C.•• ·• -•"' - __ , .,, , 
c, ..... , ••• , ""°''••- r_ .. , ....... _, ..... , .. ,.,,,.. - ... .. -... 
oo,...•~:' 1 •-vc--s, .. - , •>·• c. , ... ~ 

A. Thu111 .1:·. 1.·.,ii ., r t: 
Offi r ,· o l 1·1 .,1111:tof. 

l'r o i: r : ,111:111 !I ~ 

L Cl C " l. 

Dear Hr. ~a l lace: 

An EQUAL OPPORTUNIT Y A9en c y 

, I -
I 

The IC'\,'" Coni:cn:ation Commission h.is rcvit·\.·cd the draft env i ronmental 
irap .. ct st.:oit e ment !or the cso· loop arterial, · Des Moines, · Polk Couuty, 
Jo\.·,, . From our prelimi11,n·y !ook a t this statement, ""<' \.'ould support 
Alt c rttat e A with appropriate mi~igatioo for wetland losses on the Ea s t 
Fiftrt•nth St r eet cxten!<ion . Ho,.,cvc~ . as this project progresses in th e 
s c lt·ct i u11 c, ! th t alt.-rnJlt' r out<· !< J :id ocs i p1 . \.'e \.'ould ;,p prcciate l1c1nr. 
infe>nw <l ,, f tlat' St dec i sion s f o r furth e r revi(•\,' and comm<·nl . 

Tha11k y1111 f e>r llu· urpo rtunity t o revic1-· ;in<l Cvl!llnt·nt on th is st.Hcment . 

The wetland impact described in the Draft EIS has now been minimized by 
changing the_design concept from a roadway on fill to a bridge in thi s 
a~ea. Coo~d1nation with the Iowa Conservation Comnission and the U.S. 
F1s~ and Wildlife Service regarding this wetland has been conducted 
during the planning for this project . 
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iowa department of environmental quality 

June 10, 1983 

A. Thomas Wallace 
State Clearinghouse 

reply 10 Stephen W. Ba1lou - Main Office 
phone 515/281-8854 

Office of Planning & Prograrrming 
L O C A L 

RE:. Item 4 IA 830509-268 
·t Draft Environmental Impact 

Statement, COB Loop Arterial 
City of Des Hoines 

Dear Hr. Wallace: 

-

The Draft Environmental Impact Statement (EJS) for 'the Central Business District 
Loop Highway has been reviewed by my staff. We have several concerns with this 
proposed project, which should be addressed before this project is approved. 

WATER CONCERNS 

Water Supply. The proposed routes pass over or near the Des Moines Water Works. 
T~~ EIS addresses this, starting on page 5.43. We would encourage further 
cooperation between the applicant and the Water Works to ensure that any 
construct.ion does not degrade water in either the Raccoon River or the gallery 
system at the Water Works. 

Oredqe & Fill Permits. Pa9e 5.105, paragraph 1, mentions that a Section 404 
permit may be needro from the Corps of Engineers for river crossings and filling 
of wetland areas. The applicant is reminded that 401 certification from this 
Department is also required if a 404 permit is needed. 

AIR CONCERNS 

Open Burning. Page 5. 109, paragraph 2 states that open burning "of landscape 
wastes shall 6e limited to areas located at least one-forth mi le from any inhab
ited building.• Section 400--4.2(4) Iowa -'dministrative Code, specifically pro
hibits the open burning of landscape wastes in Des Moines. The applicant is 
reminded that open burning of wastes is not permitted and an alternative method 
of disposal must be found. -

Particulate Matter. This area is classified as a secondary non-attainment area 
for total suspended particulates (TSP). Furthermore, part of this area is 
classifil'd as a primary non-attainment area for TSP. For these reasons, special 

Sl.'B: bl b 

- - - - - - - - - -

Refer to revised section on Construction Impact~ in Sections. 
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A. Thomas Wallace 
Office of Planning & Progranning · 
June 10, 1983 
Page 3 

OICO is on the EPA national priority list respective to superfund. Essentially, 
this site is an uncontrolled hazardous waste dump. No construction or excava
tion should occur in this area. Any construction that increases water run-off 
to, or public contact with, this site must be avoided. 

The proposed route also passes through or near the old Tuttle Street Landfill 
site. This landfill is a potential superfund site, and EPA is currently con
ducting tests there. No excavation or construction should occur in this area. 
Any construction that increases water run-off to, or public contact with, this 
area must be avoided. The City of Des Moines Office of Planning and Zoning has 
~etailed maps showing the exact location of this site. 

S¥ill Prevention. The proposed routes also pass over, or near to, the north end 
o the gallery system of the Des Hoines Water Works, and over the Raccoon and 
Des Hoines Rivers. Any new road or fncrease in traffic flow increases the 
·potential for transportation related spills of hazardous materials. Spill pre
vention plans, including physical iaeasures to protect this gallery system and 
the rivers, should be included in this project. 

Thank you for providing the opportunity to c011111ent on the Draft Environmental 
Jmpact Statement. 

Sincerely, 

<~\.,....~ 
Stephen W. Ballou 
Executive Director 

SWB:blb 

The U.S. EPA initiated remedial action at the OJCO site in 1987. Coord ination 
has been initiated with EPA representatives to ensure the compatabil ity of the 
CBD loop Arterial design with this remedial action . 
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IOWA STATE HISTORICAL DEPARTMENT 

OFFICE OF HISTORIC PRESERVATION 
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ADRIAN 0. ANOEASON. Ei:t-cu11-ve Director 
STATE HIST0n1c PRESERVATION OFFICER 

Jue., 3, l 9R) 

Hr. A. Thon,.1~ 1,,,'Jl l,oce 
fed~~al funds Coordinator 
O!f1c..:- fc.,r 'Planning .1nd Prof,r.-11r.m1~1t-'. 
~23 [as, 12th Strc•t 
De, .'1oin"'"!. 1 lov.1 ~0319 

n: Dra(L Environcmntal lmpaCl ~: .. ,,. '.o, , c.: , ,,rtn,,.i ,, 0,,.,.,,cr.,t,v,· 
Action; City of t>c~ Hi:-qnl."s. Co:.11 1:~:·c-: !'vlr, :.:·-..· . .\ 

Thr Archaeologist, Architectur.1: :! 1 s.c0:- 1.n1 2 r..::: Hl'.'.tori.Hi in our offic<
havt: ~evie-..·e~ ~he Dr~ft Environm~nt;J! :1:1;;:,c:. S:..,,rt~::--~n:. for the CBO Loop 
Arte~1al Adm1n1s.trac1ve Action. •..:t• concu:- th.Jt thi' !.:!S rull)' t:tkcs into account 
th~ 1n.pact th«" project will have- on c.oltu:.11 rf'~ci.::ces.. The EIS notes thdt 
any furchitr arch.'h""ological vork_ ,._1 ll bt· don,_. ir: rht- design stage of th<.· project. 
and propose$ adequate mitjgativt' me~~~!'"~, ! 0 r archi!c-ctural and historical ' 
re,scurces. 

Sincuely, 

()v--- ... 1 {2.,,_ f}u,)c,:-t~ /_,_ __ 
I 

Adriar1 O. AnC<.:~:c;r,n. Ei,:l'cu~1ve r1rf'c:,~• 
St•te Historic ~1rt-~~rv~tiQn Offtc~r . 

cc: Harth~ h"h1cson; Bric"• J't·trid, '., 

- - - - - - - - - -

No response necessary. 
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June 21, 198) 

James,\. Tho .. pson, Director 
Traffic 3nd Transportation O~partmcnt 
City of Des Hoines 
City Hall 
~s Hoines, Iowa ~0307 

RE: CBD Loop Arterial 

Dear Hr. Thompson: 

The Historic District Co111111ission has received and rt!viewed the llr ;tfl 

Environmental Iapact State111ent for the CBD Loop Arterial. 

At their aeeting on Hay), 1983, the Historic District Co .. ission 
endorsed the general concept of the CBD Loop Arterial but reque~ll•d 
that it be designed t~ have minimal i■pact on the Sher-n Hill 
Historic District. It was suggested that this could be acco111p Ii sh,•,! 
by lovering the grade of the roadway alon~ Harding Road and by 
exploring the possibility of burying the roadway und('r Cr;and ;mrl 
tniersoll. 

The Coanisi.ion' s subcoanittee to investigate th<' loop 3rtcrio1l h.1d 
the following s uigestions on lowering the ~radt• of the hiRhwav : 

The level of the highway is low enough at its inter
sect ion vith Woodland Avenue to have mini111o1l i111pact 
on thr Sheriaan Hill Historic District. llovever, tht• 
level of the highway should be lover at the inter
section with Pleasant and also at the intersection 
vjth Center. The lover r,rade vill offer ~n unimpeded 
view of the Woodland Cemetery fro111 the Sher-.,n Hill 
~rea ~nd should reduce the noise iapact. 

Th~ Co111111ission vould alaK> request that a decision be ude quickly on 
the highway. The Sherman Hll l area h.u been negatively iapacte,t t.v 
tht• lack of a decision on the hi&hw~y. Properties 11long llardln1~ 
Road and 20th Street have declined as owners have been unvillin~ 
to ..-,kc l ■provemcnts because of the p~opo~ed hi&hvay. These poor!~ 
kcrt propc•rt le~ r,·flc('t b~dly on alt of the neighborhood as tho:;,• 
propcrt it-s .-.Jon~ 11:er,ltnr. Ko.:id an• so- of the 1110st vii1ible in tlu
Sher•~n Hill ~rea, 

The. Preferred Altern1ttve was partially selected because ft ■fniafzed 
impacts to ·the Sheraan Hfll area, Although ft does riot involve lowering 
the gr1de 1long Hlrdtng Rold north of Ingersoll Avenue, it fs shifted 
further to the.west thin IWIY froa the are1 thin were either Alternatives A 
or B. It also ,._sults fn the dtspl1caent of fewr hoaes that are con
sidered contr1buttng to the st .. f ficance of the Shenun Hil 1 Historic 
District. The roa-, ·wtll still underpass Grand Avenue. This alternative 
was reviewed with .....,,.._~ttNS of the Shel'llln Hill Associat ion prior to 
its selectfOII~ A Jtnil~ ~ or wll is proposed along the eastern 
edge of the CBD toop ·'flltli CNcllr Street to MoocU•twf Avenue to sat-ve as a 
buffer for the district Mid to reduce noise levels. · 
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Hr • .)im Thompson 
June 21. 198] 
r,-.gl' l\,o 

- - - - .. 
The Co111111ission would .-,lso niqul'st th.H the City 1nv(•st fgatc moving hom,l's 
to be displace~ by the hir,hw.ty projl'ct that ar<> ,uchltectur.-,1 ly or 
historically s1r,nifJcant to vacant lots in Sherm.1n 11111. · This will rl'sult 
in infill dt•velopmcnt in th<> Sh<>rman 11111 n«dghhorhood and .-ilso save 
signH leant bui I dings. 

Sincerely, 

~ ~~ 
Elaine Estes. Chairp'::1~ 
Historic District Commission 

EE/HN/lh 

- - - - - - - - -
This 111itigt1tive 111edsu1·e for these hrn1ses is provided in the Me11101·t1ndu111 of 
A111·ee111ent fo,· this project (see Aµµendix B of the dttached Section 4(f) 
Statement). It p,·ovides fo1· moving these structures. 

-
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June 21, 198) 

James,\. Tho .. pson, Director 
Traffic 3nd Transportation O~partmcnt 
City of Des Hoines 
City Hall 
~s Hoines, Iowa ~0307 

RE: CBD Loop Arterial 

Dear Hr. Thompson: 

The Historic District Co111111ission has received and rt!viewed the llr ;tfl 

Environmental Iapact State111ent for the CBD Loop Arterial. 

At their aeeting on Hay), 1983, the Historic District Co .. ission 
endorsed the general concept of the CBD Loop Arterial but reque~ll•d 
that it be designed t~ have minimal i■pact on the Sher-n Hill 
Historic District. It was suggested that this could be acco111p Ii sh,•,! 
by lovering the grade of the roadway alon~ Harding Road and by 
exploring the possibility of burying the roadway und('r Cr;and ;mrl 
tniersoll. 

The Coanisi.ion' s subcoanittee to investigate th<' loop 3rtcrio1l h.1d 
the following s uigestions on lowering the ~radt• of the hiRhwav : 

The level of the highway is low enough at its inter
sect ion vith Woodland Avenue to have mini111o1l i111pact 
on thr Sheriaan Hill Historic District. llovever, tht• 
level of the highway should be lover at the inter
section with Pleasant and also at the intersection 
vjth Center. The lover r,rade vill offer ~n unimpeded 
view of the Woodland Cemetery fro111 the Sher-.,n Hill 
~rea ~nd should reduce the noise iapact. 

Th~ Co111111ission vould alaK> request that a decision be ude quickly on 
the highway. The Sherman Hll l area h.u been negatively iapacte,t t.v 
tht• lack of a decision on the hi&hw~y. Properties 11long llardln1~ 
Road and 20th Street have declined as owners have been unvillin~ 
to ..-,kc l ■provemcnts because of the p~opo~ed hi&hvay. These poor!~ 
kcrt propc•rt le~ r,·flc('t b~dly on alt of the neighborhood as tho:;,• 
propcrt it-s .-.Jon~ 11:er,ltnr. Ko.:id an• so- of the 1110st vii1ible in tlu
Sher•~n Hill ~rea, 

The. Preferred Altern1ttve was partially selected because ft ■fniafzed 
impacts to ·the Sheraan Hfll area, Although ft does riot involve lowering 
the gr1de 1long Hlrdtng Rold north of Ingersoll Avenue, it fs shifted 
further to the.west thin IWIY froa the are1 thin were either Alternatives A 
or B. It also ,._sults fn the dtspl1caent of fewr hoaes that are con
sidered contr1buttng to the st .. f ficance of the Shenun Hil 1 Historic 
District. The roa-, ·wtll still underpass Grand Avenue. This alternative 
was reviewed with .....,,.._~ttNS of the Shel'llln Hill Associat ion prior to 
its selectfOII~ A Jtnil~ ~ or wll is proposed along the eastern 
edge of the CBD toop ·'flltli CNcllr Street to MoocU•twf Avenue to sat-ve as a 
buffer for the district Mid to reduce noise levels. · 
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In addition to the parking for the Tech building, there 
are presently 62 residential students in the area. The 
proposal has a bridge at the Ingersol 1 intersection 
between 19th and Harding Road over which students could 
walk, so it does not appear that additional safety 
measures would be necessary. It was indicated that the 
Arterial Project would go under Woodland and Grand Avenue 
so access to the Tech facility should not be a problem 
for students living in the area. 

The influence of a new project on Edmunds Elementary 
School at 17th and Crocker, north of the freeway, is 
not clearly disccrnable, but more safety precautions 
could be necessary. There arc currently 120 students 
affected by the project and there presently are crossir 
guards at the corner of Cottage Grove and 19th, as well 
as at the Harding Road intersection just south of the 
freeway. 

There are 22 children in the area of S.E. 7th and 
Railroad Streets that arc presently transported to 
Longfellow School who would be affected. Bus transpor
tation cannot be provided at a dead end street so some 
provision will be necessary for these students. 

A considerable number of students in the area of S.E.5th 
and Indianola Road go to Weeks and Howe Schools. An 
additional traffic light is already proposed for S.E.5th 
to ensure additional safety for those students affected. 
The overpass at the Howe facility for students east of 
Indianola Road seems suf f ic•ient to accommodate them. 
A pedestrian overpass is suggested on the east-west 
segment of the Arterial Project for students who live 
north of the segment between S.E. 7th and the river. 

I bcl~eve th7se concerns cover all of the remaining 
questions which were left following your presentation. 
Other items mentioned at the meeting seem to have been 
rcsolv~d in your pl~nning so it would be appreciated 
if you would consider these specific areas. If we can 
be of any assistance in providing additional information 
or explanation, please let me know. It would be 
appreciated if we could be made aware of the Planning 
Department's reactions and recommendations on each of 
the areas of concern listed. 

. .. 

- - - - - - - - -

The Preferred Alternative underpasses Grand Avenue but not Woodland Avenue. 
This is not expected to impact school pedestrian access in this area. 

Traffic signals. including pedestrian signals, will be installed at the 
intersection of the CBO Loop and Cottage Grove Avenue to acconmodate 
this school pedestrian traffic. 

The City staff will work with the School Board to develop a solution for 
this area before the project is in operation. 

This area is out of the project corridor for this project. There are 
very few residences between the CBO aligrvnent and the Raccoon River. 

-
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Hr. J.im Thom11son 
June 21, 198) 
rage lvo 

The Commisslon would ;1lso n iquest th ;lt thl· City lnvl· i,ti~at<! moving how.cs 
to be displaced by the hir,hw,1y project that arl' ,irc hltecturally or 
historically sir,nificant to vacant lots in Sherm.in 11111-. · This wlll result 
in lnfil l 1.lt-vclopmenl in th<' Sh<'rman 11111 n,d~hhorhoud ;111d .,lso s.1ve 
sl&ni!icant b11ildi111~s. 

Sincerely, 

~~~ 
Elaine Estes, Chairp~~ 
Historic District Commiss ion 

EE/HN/lh 

lit i s miti gative medsu,·e for these hou s1!S i s provided in the Me11101·,rndu111 of 
/\g1 ·ee111ent fo1· thi s project ( see Aµµe11dix ll of the .ittached Section 4{f} 
State111ent). It p1 ·ovides for moving thes e s tructures . 
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C£Ar,i W JOHNSON 
,,c•aYA•Y Al'ltO Gl"'l••L IIIAhAf,f• 

July 11, 1911) 

DES MOINES WATER WORKS 
BOARD 0,- WATER WORKS TRUSTEES 

100) .:,,,,., suu,, 
,1(e wr,,,,L. ••)Vlf'• ,.,JO' 

Nr. Jame• A. Tbocapaon, Director 
Traffic aod Tr•o•portat1on Department 
~lty of Pea Moine• 
City Hdl 
Eaat rtr•t, Locuat St. 
Uc• Holnea, IA ~0)07 

SUIJ!CT, Central ~u•lnc•• Dt•trlct Loop Arterlal 

'' ·11 PM 

We appreciate tbi• opportunity to provide you vlth the coacero• of the Pea 
Nolne• Water Work• re1ardta1 the CBD Loop Arterial Project for the City of De& 
Ho1oea. If probl•- can be re1olved 1 it certainly appear, there are atgnlfl· 
cant l■proveaent• tu traffic flov vlth the propoaed improve-at. 

lt 1• of aoae concern tbat there "_-• no atte■pt to locate pbyeical facllitle• 
of the Dee Holne• Water Work• prior to tbe developaent of plan• for tbe 
propoecd l■proveacnt. We 1tron1ly believe aood co-unlcatioa aad rcaearch 
durtoa the inveatl&atlve 1ta1•• of tbla project could have •lnlal&ed or 
poaelbly ell■lnated -ny of our probl•- and concern•. Botb Alternative• A 
aod I have very •ianlficant, but varylna, lapact• on tbe fleur Drive Opera
tion• Center, and ultlaately, tbe coaeuaer• vho bear tbe co1t1 of facllltle• 
al tbc Dee Holne• Water Worka. 

Our flr•t c-nl• arc related to lapacta vhlch are addreaeed lo the Eov1rou· 
-otal l■pact Stateaent 1 but require further e■pbaeia. With the iatercbanae 
propoaed for Subaltea-DAte 11 ud 2B, in tbe area directly aoutb of tbe l.accooa 
llvcr and nortb of tbc curaent tr••t-Dt facllitlc•• any •d~ltlonal expanaion 
to tbe nortb of our tre•t-Dt faclllti•• vould be lapo11ible. With thl• area 
ell■ lnated, further plant expaneloa vould uve to be placed to tbe eoutb of 
our current operation• vbere foundation 1011• are unacceptable for coa1truc· 
tlon of faclllti•• 1lallar to tbo1e exlatina at our treai-nt plant. Tbua. ve 
vould uve no apace for expan1lon. Al10. tbl1 alternative vould require tbe 
dlaconaectloa aad 1bando1111ent oft►• aortb end of our a•llery iy1t ... Without 
tbl• vat1r re1ourc•• tbe avatlablllty of vater to tbe con•~r• 1D tb• Dea 
Holn•• are• vould be reduced b7 •• aucb a• 10 ■llllon aallon• of water per 
day. A red1ac,tio"-,~f .. tbh -aaltude would require tbe addlUoa of another 
veter rcaourc• ID order to -•t lb• water oeeda of tbe conauaera. Other 

- - - - - - -

Coordination·ineetings have been held with the Des Moines Water Works s1nce 
1983. Many revised layouts were developed for this areo in an atteapt to 
mfnfmfze illJ)acts to the water Works facilities (~ee Figure 3.12). The l•y
out of the Preferred Alter.nt-tive was reviewed with the Water Works staff 
prior to its selection·~·-•°'""thh alternative is located primarily to the east 
of Fleur Drive and away from the Water Works facilities (see Plate 4. 
Appendix c. and Figure 5.8). 

-
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acceptable aroundvater reaource, o( thia ~~gnltuJe are not •vailablc ln the 
plant area, and aa 1uch, additional surface water ~torage l■poundment• voul~ 
need to be conatructed. Thl1 addltlonal 1loragc would b~ quite coatly, •nd 
preau■ably vould h .. ve tu be funded totall)' 111 tht- cost of the water consu■cll' 

of the ..:tropolitan area. 

All alterna_tivea ·11ave _. algnlftcant l ■pact on the dlltrlbution of tu,at<'d 
vatcr froa the Operation• Center. Coutaln~d vi.thin the levee ayate■, at thl" 
northaaat corner, ia the 60" dla■eter diatrlbution header for tbe trcat■ent 
plant. Tbla header ha• ;a number of vll11l valve, vhlch are nece,a•ry !or 
operatloo of tbe treatM'nt plant, a• well•• distribution of the treated vater 
to the feeder -1• ayatr■, A• prupoaed with all altcrnativea, the ra■p on thr 
veat 1ide of tbe propoaed i■prove-nt would vo•• over the•e vital valve, and 
header a71te■ -kins the• i ■poaaible t~ operat~ . Thi• could be eliminated by 
ahlftlns the bridse and raa1• fro■ lt.rding lld. fun her to the ea1t and conncc
tlns to Fleur Dr . wlth a a-11 curve, lo a ■11nner al ■ llar to the preaent 
freeway ay1te■ throughout the Dea Moine, ■etropolltan area. 

The hvee ayate■ aurrouodlo, the Operation, Ceoter i1 eaaeotlal for fl<'od 
protection and vaa apeclfically d~•lsned to provide a pleaalos, aeathetlc 
entrance and aait froa the Dea Holoea dovutovn area to tbe aouth. With the 
propoaed lllproveaent, tbe levee would be replaced with a conc~eta vall ln lleo 
of th• ealatlns sr•a• and tree,. Depending on the dlatance the ra■p soc• to 
the . aoutb, tbere la alao a algnlflcaot l■pact, both vl1uall7 and audibly, to 
tbe i for-■al aardena and fountain area contained ln Water Work• Park. 

In addltlon to tbe Operatlooa Center lovolvc■ent, thl• project present• a 
-Jor affecl upon our dlatrlbutlon ayat••· It ·11 aaau-d our exlallng plJ>e
llDea whlcb are located wlthlc fill area• would not hive to be replaced. 
Hovever, lo area• vllere eatenalve cute lD exl1tlng grade arc pr opoaed, plpe
llnea and appurteDance• vo~ld b•v• to lie re located tn order to facllltale thl' 
l■prove-Dt, Jt Ma been e1tl-ted tMt aa ■uch aa $131,000.00, lo preaent 
da7 coat•• of water _,n adJu•t-Dte -y be nece11ary. We feel the coat• of 
the adJu•t-•t• ahould be lDcluded aa • part of the project coat, rather than 
beloa placed upoD the water uacr• of the are•. 

Our 1ecood ll•t of c~ut1 are addreaaed to area• of lnaccuracle1 or addi 
tion• to the Envlrooaental l ■pact State■ent, 

fage 1,3 - Under tbe aectlon entitled, •Arca, of controvera7 •nd public 
concerD1,• tbe Dea HolDea Veter Vorka vaa not ■entloned. We feel the S■pact 
of AlterDatl•• I for both choice• vlll tre■eudoualy affect our abllltJ to 
aupplJ tbe veter oeeda of tbe Dea Holne• ■etropolltao area . It la our oplnlc,11 
thl• Sa ao area of -Jor concern and ■uat be -nttoned, 

Paae 4.3 - We feel tba follovlns 1tate .. nt froa the aecond paraaraph la 
■1alead1na, •neae aaaple• have ahOVD that occa1lonally aOIN peatlcldea •nd 
••tale bave beeo 1D eace•• of lova Staedarda or National Acadc■7 of Scleoce 
rec-oded -•1-- levels.~ The Dea Moine, Water Worka haa no lofoniatlon to 

This feature has been deleted fro111 the Preferred Alterna ti ve. 

These costs have been included in the cost estimates for the project. 

These additions have been included in tN Fiul EIS. 
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lDdlcate the•• chcmlcah ire cootaJned in the \later. While it h po1elble to 
flnd pe1tJcide1 1nd metal• in• •-ple durlng tlme~ of heavy runoff, theec 
~ub1t1nce1 are cont1lncd lu the eu1pended 1olld1 partlcle• rather thon the 
v1ter. It l• uur feellna; thi• 1tatement •hould be 1emoved 01 revl1ed 10 

r<:ile.:t the true ,tat• cif the chcmlcah. 

l'agc 4.4 - The- f I rat l'ar1gr1ph l11 ml11lng Numc lnfor111,1t lon. We would pro;,u11· 
the follovlng 1ubUllutc paraa;uvh, "The Clt)' of D..-1 Holne, obulna lt1 
muolclpal vater 1up1•ly from an lnflltratlon gallery, 1 1urface vate, tntal1&: on 
the Raccoon liver, and • aurface vater intake on tt,e Dea Moine• R.Jvea·. The 
lnflltration &•llery and the Raccoon liver intake arc located ln Water Work~ 
l'ark. The Infiltration &•lhry 11 a long, horizontal veil vhlch collect• 
vatcr froe the •and ind gr,vel alluvial aquifer depo1it1 vithJn the R~ccoun 
River V1lley. Thll 1qutfer receive, lt• rech1rge prlaarlly froe the river aud 
local prcclpltatlon. However, the vater qu1lity 11 1ub1t•nti1lly different 
thin that of tbc river which indicate• p1rtl•l recharge fro■ 1ome other 
a;ource ... 

l'age 5.5 - Under the 1ection entitled, "Co-ercial Relocation Impact•," 
oothlug va• 11entlone~ regardln& alternate 11te1 to provide future treau,ent 
plant capacity 11 Alternative I 11 constructed. While tbe lapact of Alterna
tive I 1• placed upon future conetruction, the De• Holne1 metropolitan area 
would be 1ubJect to• 1ub1tantlal co1t burden If the Dee Holnea Water Work1 
vere uoable to exrand plant capacity at the current alte. It 1ee■1 appro· 
prl1te that• atatement be lo1erted Jn tbi• aectJon regarding co1t l ■pact or 
thi1 loat reeourcc. 

Page 11.1 • Under the ao:ctlon entitled, "ludlvlJual1 Conaulted," plcaae correct 
"Hr. L.D. NcHullen" to read Dr. L.D. He.Mullen, •• Dr. McMullen hulde a Ph.D. 
degree Jn EnvJronaiental Inglncerlng. 

loic greatly appreciate thJ• oppurtunUy to re1pond to the varloua altern•• 
,1ve• beln& conaldercd and to -ke kDovn the potential l■pact of thl1 project 
upon the dJ1trlbutlon •nd trcat-Dl facilltle• of the Dee Hoine1 Water Work,. 
We greatly encourage you to coualder Alternate A for adoption, alace it h•• 
the le11cr i■pact on the veter tre•t-nt factlltlea of the Dea Moine·• Water 
Work•. We alao 1trongly rec-end that you con1lder ahlftlng the location ol 
Alternate A to tbc ea•t •lightly to 1vold direct conflict vith the dlatrlbu• 
tlon header coeplea, flood protection levee, clear veil i;uct.ton connection, 
end uthcr vital facllJtle• around the treat ■ent plant. 

r1pectCully 1ub■~ttvJ, !/ 
_j)) ~-- (~,. ---

Dean W. Johnaoo 
Ceoeral Manager 
Dee Holnc• Water Work, 

IJ\JJ/crw 

- - - - - - - - -

This change appears fn the Final EIS. 

The Preferred Alternative contains a revised layout design that shifts the 
construction priaarily to the east of Fleur Drive, avoiding impacts to 
existing facilities and the future expansion area. This layout was developed 
in consultation with staff of the Des Moines Water Works. 

TM tntercha• layout of the Preferred Alternative was shifted to the east 
fn t~ts area (see above answer). 

-
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June 1(,, 1983 

"r • J.aaea A. Th0t11paon, Director 
Traffic and Tranaportatlon Oept. . 
City oC Dea Hoinea 
Clty Hall 
Dea Noinea, lova ~0)07 

Dear Mr . ThoapAon : 

The Dratt tnvlron111ental l•~ct State■ent (tlSI for the Central 8ualne11& 
Oiatrlct t.oop Arter\41 ha~ been revl-ed by thlA offlce. A list of 
concerns follow• whlch ahoul ,J be addressed prlor tn approval o f this 
project. 

Page 5.94 contaiM • atatetMnt that the project h•• been found by P'HWA 
to confore to the SIP. Thia atate-nt la aoaevhat ■1alead1n9 ln that 
the IIP actually contain■ no tranaporatlon plana. The SIP contain• an 
Append.ix a (Tranaportatlon Control Neaaurea for Dea Noln-) vhlc:h out
llnea auch thin9a aa chan9ea ln the al911al ayate■, the akyvalk ayate■, 
lnt.ereectlon de■ l9" and conat.ructlon, and atreet. vldenln9. Project• of 
thia ••911itude are n,,t <tir-ectly addr eaaed. 

Thia atateaent ahould be revlaed to reflect ■ore apeciflcally what coni
pliance with the SIP (Appendix RI actua l ly -ana. 

Pa9ea 5.108, Par•~r•ph 6, and 5.109, Pa r a 9raph t , refer to the burninq 
of 9rubbln9 and c:le a r\n9 vaatea and tn atlpulatlona contained in Chap
ter 400 Jo,,,a AdJainlatrative Code regardln9 hurnln9 of landaca~ 
wast.ea. 

Section 400 --4.2(41 lova Adainlat.ratlve Code, specifically prohlblta 
the open burnlnq of l•ndacape v•et.ea ln Dea Molnea. Therefore, an 
•lternate dlapoaal -tho<i ■uat be found and outlined 1n the propoaal. 

Page 5.108, Para9raph •• a1tea ahort-ran9• deterioration of alr quality 
aa a reault of 9rad1~ ..!if•naportatlon, anti handling of -t•rlal. 

Two Hl Volu.e TSP Sa■pler alt.•• are located very near the conatruction 
area. One alt• la at SI 18th and leott. and the other la at 9th and 
Mulberry. Preva111"9 vinda would carry particulate■ to both aldea. 
Tha IE 18th alt• la currently the alt• u-d to prO'f'1de ·· the dat• 

Refer to revised section on Air Quality Impacts in Section 5. 

These paragreptts h.w been revised accordingly. 
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reaultln9 ln that are• be1n9 cl•••lflec1 •s Primary non •tt•lnaent. The Mul
berry site le currently the ■ lte used to provlde the data re■ultln9 1n thAt 
ar~• beln9 claw■ lfled •• Secondary non attaln111ent. A.lso, the Mulberry site 
recently vent rr011 Pri-ry to !!_cof\dary non attalnment. Our concern 1a thAt 
forther air quality deterloratlon voul..J rt!sult ln t 11t! Mulberry site bein~ r'!
r.la ■ "'lf ied as Prl-ry non attall'Vllent. 

so TSP Background Conce11trat Lons cJata ls l11clu'1e'1 ln the Draft EIS. Anoth,!r 
concP.rn le the fact that 110 TSP predict lone h,tve been 111ade for the project 
either duri119 conetructlon or after COfflpletlon. P?wt-C0111pletion would include 
TSP as the result of normal trAfflc, erosion and sAltln9 and sandinq opera
t lons. 

A.rtlcle IX or the Polk County Boar'1 of Health Rules and Re9ulatlons provi•le"' 
t~at for the purpo■e of ~1ni•1zln9 Ablospherlc pollution, the health offlcer 
shall have the authority to require that reaaonable precaution■ be taken to 
prevent particulate -tter froa bec0111in9 airborne. 

TSP Concentration Prediction■ should be -d• and• detalled plan of fuqitive 
dust control au ■t be developed which dellneate■ •easurea to be used on con
struct ion haul roade, open bodied trucu and the prompt ret110val or iuterl•l 
fr0111 p•ved ■t.reeta in addition to •ny other applicable areas outllned ln the 
Polit County Bo•rd of Ke•lth Rules •nd Regul•tlnns. 

C A.RSON MONOX I DC: 

Page S.108 site• e■iasion■ frooa construction 111Achinery as a source of ahort
r•nge deterioration and Tables S.23 through S.27 estl•atP. CO Levels resulting 
fr0111 ro•d uuge. As noted, the Draft EIS contain• no CO B•clt~ound Data. 
Page S.91 states that both CO aonltoring sites (Tech High School at 19th •nd 
GrAnd and the YWCA at 8th and Grandi have 1110nitored conc~ntratlone of CO ex
ceedln9 the ■econdary standard of nlne p,,rt ■ Jll!r .. 111 ton I PPHI. 

rhe prliaary and ■econdary stAndar,Js for CO ar .. th,. eA111e, therefore, the st-1te
;aent on page 'S.91 ■ houl-1 reflect this. 

We h.sve requested that EPA. rede11 l•Jnate the ar~• ( repres••r,ted by the Tech Hi9h 
Schaul 1110nitor) •• attainln9 NA.QQS. The proxlMlty ~f this site to the pro
po ■ ed North-South Segaent -y well result ln further violation9 •• preJicte..J 
by the additional concentrations repre■ented ln Table s.2). Excursion■ lnto 
area ■ above the standar'1 would jeopardize our redeelqnatlon request. 

~ 

- - - - - - - - -

Refer to revised section on Air Quality Impacts in Section 5. 

Refer to revised section on Air Quality Impacts tn Section 5. 

Precautions are described in the section on Construction IIIIJ)acts in 
Section 5. 

Refer to revised section on Air Quality Impacts in Section 5. 

This statement has been revisc-d in Section 5. 

The construction 1lteruttves wil 1 lead to a reduction in co-concentrations 
at this site. 

-
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June 1(,, 1983 

"r • J.aaea A. Th0t11paon, Director 
Traffic and Tranaportatlon Oept. . 
City oC Dea Hoinea 
Clty Hall 
Dea Noinea, lova ~0)07 

Dear Mr . ThoapAon : 

The Dratt tnvlron111ental l•~ct State■ent (tlSI for the Central 8ualne11& 
Oiatrlct t.oop Arter\41 ha~ been revl-ed by thlA offlce. A list of 
concerns follow• whlch ahoul ,J be addressed prlor tn approval o f this 
project. 

Page 5.94 contaiM • atatetMnt that the project h•• been found by P'HWA 
to confore to the SIP. Thia atate-nt la aoaevhat ■1alead1n9 ln that 
the IIP actually contain■ no tranaporatlon plana. The SIP contain• an 
Append.ix a (Tranaportatlon Control Neaaurea for Dea Noln-) vhlc:h out
llnea auch thin9a aa chan9ea ln the al911al ayate■, the akyvalk ayate■, 
lnt.ereectlon de■ l9" and conat.ructlon, and atreet. vldenln9. Project• of 
thia ••911itude are n,,t <tir-ectly addr eaaed. 

Thia atateaent ahould be revlaed to reflect ■ore apeciflcally what coni
pliance with the SIP (Appendix RI actua l ly -ana. 

Pa9ea 5.108, Par•~r•ph 6, and 5.109, Pa r a 9raph t , refer to the burninq 
of 9rubbln9 and c:le a r\n9 vaatea and tn atlpulatlona contained in Chap
ter 400 Jo,,,a AdJainlatrative Code regardln9 hurnln9 of landaca~ 
wast.ea. 

Section 400 --4.2(41 lova Adainlat.ratlve Code, specifically prohlblta 
the open burnlnq of l•ndacape v•et.ea ln Dea Molnea. Therefore, an 
•lternate dlapoaal -tho<i ■uat be found and outlined 1n the propoaal. 

Page 5.108, Para9raph •• a1tea ahort-ran9• deterioration of alr quality 
aa a reault of 9rad1~ ..!if•naportatlon, anti handling of -t•rlal. 

Two Hl Volu.e TSP Sa■pler alt.•• are located very near the conatruction 
area. One alt• la at SI 18th and leott. and the other la at 9th and 
Mulberry. Preva111"9 vinda would carry particulate■ to both aldea. 
Tha IE 18th alt• la currently the alt• u-d to prO'f'1de ·· the dat• 

Refer to revised section on Air Quality Impacts in Section 5. 

These paragreptts h.w been revised accordingly. 
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United States Department of the Interior 

Ms. Martha A. Maxon 

FISH AND WILDLIFE SERVICE 

ROCK ISLAND FlElD OFFICE (ES) 
1830 Second Avenue. Second floor 

Rock Island, Illinois 61201 

IN RE.PLY klltPEk TO: 

COM: 309-793-5800 
FTS: 386-5800 

October 25, 1985 

Brice, Petrides & Associates, Inc. 
191 West Fifth Street, 
Waterloo, Iowa 50701 

Dear Ms. Maxon: 

This is in reference to your letter of October 17, 1985 conce_rning the 
Des Moines CBD Loop Arterial. You indicate that current plans are to 
bridge the wetland at the E. 15th.Street Extension instead· of filling 

· four acres as described in the draft EIS. · · · ... 

We have no objection to this change in plan. _ 

cc: FHWA (Kauffman) 

E.35 

Si ncere-1 y, 

~;:,Z.(<.<,.....,.-----

Jerry L. Rasmussen 
Acting Field Supervisor 



DES M·OINES 
._\\ ._\\ ::;:r:orksWATER 
.,,~ .,, Trustees WORKS 

2201 Valley Drive 
Des 11.10,nes. lowci 50321-1190 
(SIS) 283-8755 

L D. McMullen. Ph D .. P.E. 
Secretary ,md General Manager 

October 31, 1986 

Mr. James A. Thompson, Director 
Traffic & Transportation Dept. 
City of Des Moines ~ 

E. 1st and Locust 
Des Moines, IA 50307 

SUBJECT: Central Business District Loop Project 

Dear Mr. Thomps.on: 

We have reviewed the Draft Section 4(f) Statement for tne Central 
Business District Loop project and outline ·the following areas 
which will have some impact upon the Des Moines Water Works: 

1. The preferred alternative will require approximately 12.5 
acres of land from Water Works Park. 

2. The project will elevate noise levels in the area of our 
Pumping St~tion building. 

3. There are several large valves and valve vaults located 
on Water Works' property in the vicinity of the proposed 
north-south and east-west bridges over the Raccoon River. 

4. 

5. 

6. 

7. 

Vehicular traffic access underrieath the bridg~~will be 
required for our maintenance activities. 

Any pavement widening along Fleur Drive could impact the 
oeerability of existing valves. 

Future placement of the groundwater pumps required for the 
TCE remedial action may be affected. 

Our review of plates 1-19 'indicates there may be . significant 
involvement with existing Water Works' facilities along the 
loop, especially in the Sherman Hill area. Extreme grade 
cuts or fills may contribute to this involvement. 
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.Page Two 

8. With the new construction, our 30" main in Elm St., from 
s.w. 2nd to s.w. 5th, will be located in a high traffic 
area. 

9. To protect the new roadway and facilitate potential main 
repairs, the existing mains along Fleur Drive near our 
Pumping Station may need to be encased i~ steel encasement. 

During the design phase of this project, your attention to the 
following items would be appreciated: 

1. Our requirement to maintain vehicular traffic access beneath 
any bridges constructed on Water Works' property. 

2. Coordination of the placement of any groundwater wells on 
Water Works' and Dico's properties for the TCE remedial 
action with the arterial loop facilities. 

•3~ Coordination of any existing water main relocations or 
replacements which may take place concurrently with the 
project's grading operations. 

We appreciate the opportunity to review this phase of the Central 
Business District Loop Arterial project. Please keep us apprised 
of the project's status as it progresses. If you have any com
ments regarding the items mentioned above, please don't hesitate 
to contact me. 

Sincerely, 

L.D. McMullen, Ph.D., P.E. 
General Manager 

LDM/CRW/crw 
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SUMMARY OF LOCATION PUBLIC HEARING 

The Location Public Hearing for the Des Moines CBD Loop 

Arterial was held on June 30, 1983, in the council Chambers, City 

Hall, in Des Moines, Iowa. The hearing was conducted by the 

Traffic and Transportation Department, City of Des Moines. 

Approximately 91 persons attended the meeting, which lasted one 
hour and 37 minutes. 

There were nine persons who submitted oral statements at the 
meeting, one of whom represented two businesses. There were 13 
written statements that were received either before the hearing 
or during the 10-day time limit after the meeting that were 

included in the official record of the hearing. A transcript of 

the hearing and the comments received is available in the office 

of the City Clerk, City Hall, Des Moines, Iowa. Comments and 

questions received during this hearing process are summarized in 
the following paragraphs. Where appropriate, responses are pro
vided. 

The Des Moines Water Works expressed concern for the effect 

of the project on their current operations, water supply and 

future expansion plans. They requested coordination with their 

staff during design of the project. A preference for Alternative 
A was expressed because of its lesser impact on Water Works 
facilities. 

Response: Coordination meetings to receive input regarding 

future expansion plans were held subsequent to the public hear

ing. The Preferred Alternative contains a revised interchange 

layout in the Water Works that has minimal effect on these 
facilities and future plans. 

E.38 



Comments were received from seven businesses that would be 

affected by the project. Three of these businesses have facili
ties located in the industrial area to be served by the project: 

Dico Company, Inc., Carpenter Paper Company and Younkers. Dico 

Company, Inc., and Younkers expressed support for the project. 

Carpenter Paper Company expressed concern regarding the im
pact of the project on its loading docks and rail sidings. 

Response: The Preferred Alternative will impact these facili

ties and is an unavoidable impact of the project. 

The Meredith Corporation, adjacent to the proposed project, 
expressed a preference for Alternative A, as Alternative B would 
affect their proposed parking lot. 

Response: A coordination meeting was held with Meredith Cor
poration subsequent to the public hearing. The Preferred Alter
native is a variation of Alternative B that would have less im
pact on the Meredith property than B would have. 

Stew Hansen's Dodge City, Inc., M & M Sales Company and Nor
west Financial Corporation (businesses that would either be 
displaced or lose a significant part of their property) expressed 
opposition to these impacts of the project. 

Response: The Preferred Alternative will require the loss of 
part of the M & M Sales Company parking lot and a parking lot 
owned by Norwest Financial Corporation. These are unavoidable 
impacts of the project. 

One apartment owner, 1920 Cottage Grove Avenue, requested 

early acquisition of his property. 
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one owner of two commercial properties to be displaced by the 

project (1017 and 1021 S.E. 14th Street) requested information on 

this impact. 

The Sherman Hill Association expressed support for the pro

ject and a preference for an intersection rather than an inter

change at Ingersoll Avenue. They requested that funds for moving 

displaced historic structures into the Sherman Hill Historic 

District be provided as part of the project. Noise abatement 

measures, access to Woodland Cemetery and a buffer area was also 

requested as part of the project. It was requested that further 

study be made of depressing the roadway in the north-south seg

ment. 

Response: The Memorandum of Agreement regarding cultural 

resources for this project specifies that historic structures 

displaced by the project will be moved as part of the project. 

The Final EIS makes a commitment to a landscaped berm or wall 

adjacent to this area that will serve as a visual buffer and 

provide noise abatement. Pedestrian access to Woodland Cemetery 

will be provided by pedestrian signals at Woodland Avenue. The 

Preferred Alternative would be at-grade, not depressed, in this 

area. It is shifted further to the west away from the district, 

as compared with the concepts presented in the Draft EIS. This 

alternative was reviewed with representatives of the Sherman Hill 

Association prior to its selection. Alternatives that were 

depressed in this area would require the taking of considerably 

more right-of-way. 

A representative of the League of Iowa Bicyclists and the Des 

Moines Cycle Club asked that consideration be given to bicycle 

routes in association with the project. 

E.40 



Response: The project bridges will be designed to accommodate 
the underpassing of future bicycle paths that are proposed as 

part of the city's River Front Bicycle System. One existing bike 
path will be rerouted underneath the roadway as part of the pro

ject. 

One group of residents submitted a petition. This petition 
was from 12 residents in the vicinity of E. 15th Street and Court 

Avenue that would be affected by the project. They requested an 

alignment variation that would shift this segment slightly to the 

east to minimize residential impacts in this area. 

Res onse: Th'~;~~~ _li;~=-u~ vaLla~ion ~nat is still under 
consideration. It will be evaluated for engineering feasibility 
during the design of the project. 

Five residents submitted individual statements. Two of these 
residents were from the Sherman Hill area (1701 Woodland and 1920 

Pleasant). They requested mitigation for noise and visual im
pacts and moving of the historic houses in this area. Also, the 
need for pedestrian crossings for Woodland Cemetery and Edmunds 
School were pointed out. 

Response: See previous response to Sherman Hill Association. A 
school pedestrian crossing will be provided for Edmunds School as 
part of the project. 

One resident who would be displaced by the E. 15th street 
Extension (1447 E. Court Avenue) asked when acquisition would 
occur and expressed concern for the deterioration of his 
property. 
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Two residents from outside the project corridor asked ques

tions regarding traffic signals, railroad crossings and the I-235 

interchange. 

Rep/Dm2/AC8-2 

E.42 
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_Des Moines, Polk County, Iowa 
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SECTION 1 

SUMMARY 

The proposed project is a new four- to six-lane, divided 
highway that would be located in the central city area of 
Des Moines. The project is multipurpose, in that it would re
lieve major traffic congestion on many local streets as well as 
providing new connections to major traffic generators. It is 
also anticipated to enhance redevelopment of a large central city 
industrial area. 

Numerous alternatives were analyzed for this project, includ
ing new construction alternatives, street widening alternatives, 
No Action and a transportation system management alternative. 

The Preferred Alternative would have the least impact on 
Section 4(f) resources than would the other new construction 
alternatives that would meet the project needs. Table 1 compares 
the impacts of these major alternatives on Section 4(f) 
resources. 

The Preferred Alternative's impacts on Section 4(f) proper
ties includes: 

0 

Demolition or movement of two structures eligible for the 
Nat~onaLRegister of Historic Places. 

Demolition or movement of 23 contributing structures to a 
National Register historic district. 

Passage through one corner of a National Register historic 
district. 

Shifting the entrance gate to a National Register prop
erty. 

Movement of a National Register property to another loca
tion. 

Small amount of land required from a public open space 
area. 

Small amount of land from two public parks. 

Rerouting of a bike path that also comes under Section 
6(f) regulations. 

Avoidance alternatives were examined for all of these impacts 
and found to be not feasible and prudent. 
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TABLE 1 

SUMMARY OF SECTION 4(f) IMPACTS OF THE 
MAJOR ALTERNATIVES CONSIDERED 

Section 4(f) Impact 

Number of National Register 
Eligible structures 

lA 

Alternative 

2A lB 2B 

Displaced S 4 4 3 

Number of National Register 
Eligible Contributing 
Structures Displaced 31 27 31 27 

Shifts Woodland Cemetery 
Entrance Yes Yes Yes Yes 

Intrusion into Northwest 
Corner of Sherman Hill 
Historic District Yes Yes Yes Yes 

Requires Movement of One 
National Register Property Yes Yes Yes Yes 

Requires 1.2 Acres From 
the River Front Open Space 
Areas Yes Yes Yes Yes 

Requires .3 Acre From Sam 
Cohen Park Yes Yes Yes Yes 

Requires .8 Acre From 
Riverside Park Yes Yes Yes Yes 

Land Required From Hawthorn 
Park .1 Ac •• 1 Ac •• 1 Ac •. 1 Ac. 

Land Required From 
Chamberlain Park so Ft2 o so Ft2 o 

-3-

Preferred 

2 

23 

Yes 

Yes 

Yes 

Yes 

Yes 

Yes 

0 
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SECTION 2 

DESCRIPTION OF ACTION 

Desc~iption of Proposed Action 

This project proposes the construction of a four- to six
lane, divided highway (Figure 1). The project has two major 
segments, a north-south segment and an east-west segment. The 
north-south segment would begin at the existing Harding Road and 
19th street overpasses of Interstate 235 and extend along the 
Harding Road corridor to Fleur Drive (approximately 1.5 miles). 
The east-west segment would intersect with the north-south seg
ment near the Raccoon River and proceed to the east along the 
existing corridors of Market Street, Elm Street, Raccoon Street 
and Scott Street (approximately 2.9 miles) to the end of the 
project in the vicinity of S.E. 14th Street (U.S. Highways 65 and 
69). The project also includes connections to Fleur Drive, 15th 
Street, Indianola Avenue and E. 15th Street. The proposed align
ment is more fully described in Section 3 of the Final EIS (pp. 
3.4-3.8) and illustrated in Appendix c of that document. 

Purpose of Proposed Action 

Segments of the proposed action have been part of the trans
portation plan for the city of Des Moines for a number of years. 
Planning reports since the 1930s have indicated the need for a 
major arterial in this corridor. This general corridor is also 
recognized in the 2000 Land Use Plan for the city of Des Moines 
(Des Moines Plan and Zoning Commission, March, 1986). 

The purpose of the proposed action is to improve the flow of 
traffic through and within the central portions of the city. 
Namely, the following improvements would be included: 

1. To carry east-west through traffic around, rather than 
through, the Central Business District. 

2. To improve accessibility to the Des Moines Airport from 
Interstate 235 and other areas of the city. 

3. To improve traffic flow between the downtown areas and 
the rapidly developing southeastern parts of the city. 

4. To provide better traffic service to and enhance redevel
opment of the central city industrial areas. 

Existing roadways are currently congested in several areas of 
the city in the vicinity of the proposed action. Areas include: 

-4-





After the circulation of the Draft EIS and the location pub
lic hearing for the project, five additional alternative varia
tions were analyzed at the request of the Des Moines City Coun
cil. A report entitled "Concept Evaluation of Additional Alter
nates," was submitted to the Des Moines City Council on December 
17, 1984. Additional public meetings were held in association 
with this report. Several other variations were also studied at 
the request of the Des Moines Water Works. 

As a result of these various studies and public inputs, the 
City Council selected a Preferred Alternative on February 4, 
1985. This alternative is a combination of elements of alterna
tives described in the Draft EIS and the new variations that were 
subsequently analyzed. This alternative is most similar to 
Alternative 2B in the Draft EIS, with alignment variations that 
are further from a historic district and are more compatible with 
the Water Works' operations than was Alternative 2B. 
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SECTION 3 

IMPACTS TO ARCHITECTURAL AND HISTORIC RESOURCES 

I~ntroduction 

During the early planning stages of this project, information 
was obtained on all properties in the project corridor that were 
already listed on the National Register of Historic Places. It 
was found that six such properties occurred in the general pro
ject area and included: 

Herndon Hall (2000 Grand Avenue) 
Hoyt Sherman Place (1501 Woodland Avenue) 
The Lexington (1721 Pleasant Street) 
Maish House (1623 Center Street) 
Old Southeast water Trough (S.E. 10th Street and Scott 

Avenue) 
Sherman Hill Historic District (Between Woodland Avenue, 

Cottage Grove Avenue, 15th Street and 19th Street) 

In accordance with the federal requirements regarding the 
identification and protection of potentially significant archi
tectural and historic resources, a comprehensive property-by
property survey was undertaken after the right-of-way require
ments for the project were established to identify all structures 
that had potential for being eligible for the National Register 
of Historic Places. The results of this survey are presented in 
Appendix Volume III to the Draft EIS, "Cultural Resources of the 
CBD Loop Arterial, History and Architecture." 

Two properties that occur within the project right-of-way 
were judged to be eligible for the National Register of Historic 
Places by the State Historic Preservation Officer (SHPO). These 
are the Capital City Woolen Mills and Clifton Heights United 
Presbyterian Church. The project also passes through the north
western edge of the Sherman Hill Historic District. Twenty-three 
contributing structures located in or adjacent to this district 
would be displaced by the Preferred Alternative. These are ones 
that individually do not qualify for the National Register of 
Historic Places but contribute to the significance of the dis
trict. The project also would require the movement of the 
entrance gate to Woodland Cemetery, another property eligible for 
the National Register of Historic Places. Although not within 
the project right-of-way, another National Register property, Old 
Southeast Water Trough, would be moved as an indirect impact of 
the project. 

The locations of these properties are shown on the aerial 
plates in Appendix c of the Final EIS. The decimal form number 
used to identify each property corresponds to the numbering 
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system used in the survey. 
first by survey tract number 

This number identifies the property, 
and then by property number within 
paragraphs briefly describe each that tract. The following 

structure. 

Sherman Hill Historic District 

Description and Project Impacts 

This district is one of Des Moines' oldest residential sub
urbs and today contains the . city's highest concentration of late 
19th and early 20th Century residential architecture. The devel
opment of Sherman Hill can be traced to 1850 when Hoyt Sherman, 
Postmaster of Des Moines and brother of General Sherman, pur
chased a five-acre tract for his home, which is now the major 
architectural landmark in the area. It is used for a number of 
public functions. The district and three of its residences are 
listed on the National Register of Historic Places, and a number 
of others have been identified as contributing structures. The 
dwellings range from modest cottages to elegant mansions to 
apartment houses. The boundaries of this district adjacent to 
the project alignment are depicted on Plates 1, 2, 3 and 4 in 
Appendix A. This same area has also recently been declared a 
local historic district, with similar boundaries, except between 
Center Street and Woodland Avenue where the local designation 
extends westward to 20th Street (refer to above plates in Appen- · 
dix A). There are no plans to expand the National Register 
district boundaries westward (personal communication, Iowa SHPO, 
April, 1987). 

The Preferred Alternative would pass through approximately 
650 feet in the northwest corner of this historic district 
(Plates 1 and 2, Appendix A). This would result in the isolation 
of approximately one acre of land in the northwest corner from 
the remainder of the historic district. This corner contains 
five structures which would remain after the project is in place. 
None of these structures were found to be eligible for the 
National Register of Historic Places, although three of them have 
been identified as contributing structures (contribute to the 
significance of the district). 

Contributing Structures - Sherman Hill 
Historic District 

The Preferred Alternative would displace 23 structures within 
or adjacent to this historic district which were found to be 
eligible for the National Register of Historic Places as contrib
uting structures. Seventeen of these structures occur adjacent 
to the district and six occur within the district. Coordination 
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with the SHPO has indicated that all of these structures are 
eligible for the National Register, regardless of their inclusion 
within the district boundaries. 

These structures are identified on Plates 2, 3 and 4 (Appen
dix A). 

1 Ll Single-Family Dwelling.~ ~9~4-.19t~h~Street 

This house was constructed around 1892. It is located within 
the Sherman Hill Historic District. 

1.2 s~ngle-Family Dwelling - 940-19th Street 

This house was constructed around 1900 and is a typical late 
19th century Victorian house. It is located within the Sherman 
Hill Historic District. 

1.3 Apartment Building - 934-936 19th Street 

This duplex was constructed sometime between 1882 and 1921. 
It is located within the Sherman Hill Historic District. 

1.4 Apartment Building -924-926 19th~Street 

This apartment building was constructed between 1905 and 
1930. It is located within the Sherman Hill Historic District. 

1.~13 ~ Apartment Building - 1920 Cottage Grove~AYenue 

This building was originally used for commercial purposes. 
It was constructed in 1903. 

1.15 commercial~ Building - 1909 Cottage Grove Avenue 

This structure was built between 1905 and 1915. It is locat
ed within the Sherman Hill Historic District. 

1.16 Single-Family Dwelling - 1919 Crocker. Street 

This house was constructed around 1903. 

1.18. Single-Family Dwelling - 860 Harding~Road 

This house was constructed around 1892. 

Ll.~~Single-Family Dwelling - 856 Harding .Road 

This house was constructed in 1918. 
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1.20 Single-Family Dwelling - 836 Harding Road 

This house was constructed around 1900. 

1.21 Single-Family Dwelling - 832 Harding Road 

This house was constructed around 1889 . 

1.22 Single-Family Dwelling - 828 Harding Road 

This house was constructed around 1890. 

1.23 Single-Family Dwelling - 814 Harding Road 

This house was constructed around 1890. 

1.24 Single-Family Dwelling - 810 Harding Road 

This house was constructed around 1890. 

1.26 Single-Family Dwelling - 1936 Crocker Street 

This house was constructed around 1888. 

1.27 Single-Family Dwelling - 855 Harding Road 

This house was constructed around 1885. 

1.28 Single-Family Dwelling - 835 Harding Road 

This house was constructed around 1914. 

1.29 Single-Family Dwelling - 2005 Leyner Street 

This house was constructed in the 1890s. 

1.30 Single-Family Dwelling - 2008 Leyner Street 

This house was constructed around 1883. 

1.31 Single-Family Dwelling - 2004 Leyner Street 

This house was constructed around 1889. 

1.39 Single Family Dwelling - 2019 Woodland Avenue 

This house was constructed around 1889. 
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I 
I 

1.40 Single-Family Dwelling - ~2015 Woodland Avenue 

I This house was constructed around 1888. 

1.46 Commercial Building - 1905-1907 Cottage GrClve A'Lenue 

This structure was constructed around 1910. 
within the Sherman Hill Historic District. 

Avoidance Alternatives 

It is located 

All new construction alternatives that were examined in depth 
would have passed through some part of the Sherman Hill Historic 
District and displaced some of the contributing structures for 
this district. These alternatives include lA, lB, 2A, 2B, C and 
D. Likewise, all of the construction alternatives that were 
partially evaluated and deleted because they did not meet the 
project need or because of more severe impacts than the Preferred 
Alternative would have impacted the Sherman Hill Historic 
District. These are illustrated in Figure 3.7 of the Final EIS 
and include Alternatives 1, 2, 3, 4, 6, 8, 10 and 11. 

Because the major purpose of this segment of the CBD Loop 
Arterial is to provide a direct connection between the north
western area of the city (including I-235) and Fleur Drive, an 
alignment in the vicinity of Harding Road was necessary. Any 
alignment between 15th Street and 20th Street would have passed 
through some part of the district, and any alignment between 20th 
Street and Harding Road would have displaced contributing struc
tures to the district. Another National Register property (Wood
land Cemetery) is located between Harding Road and 24th Street 
(refer to Plate 1, Appendix A). 

Thus, an alignment that would avoid all Section 4(f) re
sources in this corridor would have to be located essentially 
west of 24th Street or east of 15th Street. Either of these 
locations would also have to interchange with I-235 using exist
ing connections at Cottage Grove or 31st Street (for a western 
alignment) or Keosauqua Way (for an eastern alignment). Neither 
of the existing interchanges at Cottage Grove Avenue or at 31st 
Street are located to adequately serve traffic generated by the 
corridor along the existing Harding Road/19th Street corridor to 
the north of I-235. The use of either of these interchanges 
would require a portion of the traffic generated to travel out
of-direction routes to the west, resulting in additional vehicle
miles of travel and increased associated costs. The Cottage 
Grove connection would still involve some impacts to the district 
and its contributing structures. The 31st Street connection 
would be located too far from the corridor to make a direct con
nection with Fleur Drive and would result in traffic congestion 
at the Fleur Drive-Grand Avenue area very similar to what now 
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exists. In addition, t h is connection to I-235 would require 
modification of the existing overpasses and ramps. South of 
I-235, 31st Street is located west of and adjacent to Smouse 
Opportunity School, while to the north of I-235 it is located 
west and adjacent to Drake University . Thirty-first Street would 
route traffic to Ingersoll Avenue and Grand Avenue, thereby in
creasing traffic congestion on these two arteries between 31st 
Street and the 18th Street/Locust Street area. No direct connec
tion is possible between 31st Street in the vicinity of Grand 
Avenue and Fleur Drive, thereby resulting in increased congestion 
in the 18th Street/Locust Street vicinity. The routing of traf
fic along 31st Street would require its widening, with adverse 
impacts being expected on existing residential properties and to 
commercial properties along Ingersoll Avenue and Grand Avenue. 
It is estimated that improvements to 31st Street, Ingersoll 
Avenue and the I-235 interchange for this alternative will cost 
in excess of $10 million to construct. 

The routing of Harding Road corridor traffic easterly to 
Keosauqua Way and its interchange with I-235 would result in 
additional traffic being funneled into the downtown area. It is 
not economically or socially feasible to provide a transportation 
corridor from the Keosauqua Way interchange at I-235 to Fleur 
Drive due to the highly developed area in this vicinity, which 
includes the Iowa Methodist Hospital, federally funded low-income 
housing areas, commercial developments and other high density/ 
high use facilities. It is estimated that it would cost in 
excess of $30 million to provide a new transportation artery from 
the Keosauqua Way/I-235 interchange to Fleur Drive, which would 
include the construction of roadway and interchange facilities 
and right-of-way and relocation costs. 

A more reasonable solution would be to modify the overpasses 
and ramp connection at I-235 for the Preferred Alternative to 
allow the eastern leg of the one-way couplet to be moved west
ward, thus avoiding passage through the historic district. This 
alternative would necessitate the construction .of a new overpass 
over I-235 and the relocation of approximately 500 feet of 19th 
Street to the north of Day Street on new alignment, the latter 
resulting in the need to acquire approximately eight residential 
properties and the relocation of· the existing residents. It is 
estimated that this alternative will increase the cost of the 
arterial by approximately $2.5 million. This alternative would 
not eliminate the need to displace at least 21 of the contribut
ing structures to the historic district that are located outside 
the district boundaries and east of Harding Road. The provision 
of noise walls on the east side of the proposed action between 
Crocker Street and Woodland Avenue would . result in the displace
ment of additional contributing structures. 
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Three street widening alternatives were also examined that 
would have widened existing streets to accommodate projected 
traffic rather than providing a new roadway. Because many of the 
traffic deficiencies were in this north-south segment, several 
streets within the historic district would need to be widened, 
including: 

1. 19th Street, Center Street to I-235. 
2. Crocker Street, 19th street to 16th Street. 
3. Center Street, 19th Street to Harding Road. 

These widenings would require the removal of sidewalks, on
street parking, landscaping and, in some cases, buildings. In 
addition, they would have resulted in the routing of increased 
traffic through the district with attendant traffic noise, con
gestion, pedestrian impacts, etc. These alternatives would also 
have required the widening of Harding Road between Center Street 
and Woodland Avenue, with impacts on Woodland Cemetery and con
tributing structures very similar to those of the Preferred 
Alternative. These alternatives are illustrated in Figures 3.8-
3.10 in the Final EIS and discussed on pages 3.28-3.34. 

The No Action Alternative was also examined and would have 
avoided direct impacts to the historic district (refer to 
pages 3.14-3.15 in the Final EIS). This alternative was rejected 
because it would not meet the needs of the project and would 
result in increased traffic congestion and accidents on many 
local streets. These include residential streets within the 
Sherman Hill Historic District. Projected traffic volumes indi
cated that streets within the district would experience increases 
in traffic of up to 3,000 vehicles per day more for the No Action 
alternative as compared with the Preferred Alternative (refer to 
Table A.l, Appendix A, of the Final EIS). 

The Preferred Alternative in this segment was selected be
cause it was the furthest removed from the the historic district 
and impacted fewer contributing structures than did the other 
alternatives that were considered in depth (Alternatives lA, 2A, 
lB, 2B). 

Measures to Minimize Harm 

Throughout the planning for this project, coordination was 
maintained with the Iowa SHPO, the Sherman Hill Neighborhood 
Association, Inc., and the Des Moines Historic District Commis
sion regarding impacts to this district. Early in the project, 
many alternatives were dropped which would have passed through 
more of this district and had considerably more impact on the 
district. As a result of this coordination, mitigation was 
developed for this impact to the district, including: 
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0 A landscaped buffer area along the eastern edge of the 
roadwa y adj acent to the Sherman Hill Historic District, 
with landscaping and grading to be developed in consulta
tion wit h the Iowa SHPO and the Des Moines Historic 
Preservation Commission. 

Recording of all National Register eligible properties 
according to HABS/HAER standards. 

Provisions to make these National Register eligible pro
perties available for public purchase and relocation into 
the Sherman Hill Historic District or other sites approved 
by the Iowa SHPO. 

These measures are specified in the Memorandum of Agreement 
for the project (Appendix B). 

Several design modifications are included in the Preferred 
Alternative which will reduce the overall impacts to the historic 
district and contributing structures. These include: 

A shift of the alignment from 30 to 110 feet to the west 
between Pleasant Street and Woodland Avenue to be further 
away from the boundary of the historic district (compare 
Plates 3 and 4, Appendix D, with Plate 3 in Appendix c of 
the Final EIS). 

An intersection solution rather than an interchange solu
tion at Ingersoll Avenue (compare Plate 3, Appendix c, and 
Plate 5, Appendix D, in the Final EIS). 

An at-grade intersection rather than an underpass at Wood
land Avenue (compare Plate 3, Appendix c, with Plate 4, 
Appendix Din the Final EIS). 

All of these modifications were selected in response to comments 
from the Sherman Hill neighborhood representatives and the SHPO's 
input. 

Conclusion 

Based upon the above considerations, it is determined that 
there is no feasible and prudent alternative to the passage 
through the Sherman Hill Historic District and that the proposed 
action includes all possible planning to minimize harm to Sherman 
Hill Historic District resulting from such use. 
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Woodland Cemetery (1.25) 

Description and Project Impacts 

Woodland Cemetery was designed in 1864 by Civil Engineer 
J.B. Bausman to be a rural, romantic cemetery. Its design re
flects principles of romantic cemetery design: lush greenery: 
uneven, rolling topography: a variety of elaborate monuments: and 
narrow, curving lanes. The cemetery is large enough and with 
sufficient tree cover to create the impression of isolation from 
the surrounding urban area. Some of the city's most influential 
and historically significant residents are interred at Woodland. 
This cemetery was designated a local landmark in late 1985 by the 
city Council of Des Moines and identified as having potential for 
eligibility to the national Register by the architectural/ 
historical survey for this project. 

The proposed project would be located to the east of this 
cemetery within the existing Harding Road right-of-way (Plates 1, 
2, 3, and 4, Appendix A). To improve safety at the intersection 
of the project and Woodland Avenue, the entrance to the cemetery 
would be relocated to the west at a point about 50 feet from its 
current location. No net loss in property would occur at this 
site (Plate 4, Appendix A). The relocation of this entrance 
should be accomplished to improve capacity and safety of this 
intersection regardless of whether or not the proposed project is 
constructed. A separate project to relocate the entrance gate 
could be advanced under the programmatic Section 4(f) which was 
approved for minor involvement with historic sites. 

Avoidance Alternatives 

Early in the planning for this project, Alternative 10 (15th 
Street Alternative) was examined (refer to Section 3 and 
Figure 3.7 in the Final EIS). This alternative would have 
avoided impacts to Woodland Cemetery but would have cut through a 
large part of the Sherman Hill Historic District. It would also 
have separated a school and open space area from a residential 
area. This alternative would also have required considerable 
residential property and increased traffic and noise levels on 
many residential streets. Because of these impacts, this alter
native was strongly opposed by the neighborhood and by the 
Sherman Hill Neighborhood Association, Inc. 

Many of the avoidance alternatives previously discussed for 
the Sherman Hill Historic District would also apply to Woodland 
Cemetery. These include: alternatives west of 24th Street or 
east of 15th Street, Alternative 3, the No Action alternative and 
Street Widening alternatives. The reasons they were not selected 
are discussed in this previous section. 
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In addition , des i gn modifications were considered that would 
have lessened t h e impact to Woodland Cemetery. These are present 
in Alternativ es lA, lB, 2A and 2B. These a lternatives would have 
been from 30 to 110 feet further f r om Woodland Cemetery south of 
Pleasant Street than is the Preferred Alternative. They would 
also have required that the southeast entrance gate be moved only 
12 feet rather than the 50 feet that the Preferred Alternative 
will require. However, these alternatives would have had greater 
impacts to the Sherman Hill Historic District and would have 
required that from 27-31 contributing structures to the historic 
district be displaced. The Preferred Alternative requires that 
only 23 of these contributing structures be displaced. 

Measures to Minimize Harm 

Coordination regarding impacts to this cemetery has been 
maintained with the SHPO and with the Des Moines Park and Recrea
tion Board who manage this property. In accordance with the 
latter's request, this entrance gate will be reconstructed to 
appropriate historical and architectural detail and landscaped 
accordingly (refer top. B.18 in Appendix B). 

Because there have been high accident rates at this location 
(intersection of Woodland Avenue and Harding Road), it is antici
pated that the movement of this entrance away from this intersec
tion will facilitate vehicular entrance and exit from the ceme
tery. 

Conclusion 

Based upon the above considerations, it is determined that 
there is no feasible and prudent alternative to the movement of 
the entrance gate of Woodland Cemetery and ·· that the proposed 
action includes all possible planning to minimize harm to Wood
land Cemetery resulting from such use. 

Capital City Woolen Mills (5.13) -
113 s.w. Eighth Street 

Description and Project Impacts 

This property occurs within the right-of-way for the project 
and would be demolished or moved as a result of the project. 
This complex is identified on Plate 6 in Appendix C of the Final 
EIS and illustrated in Figure 2. It originally housed the 
Capital City Woolen Mills. There are five distinct sections to 
the complex, ranging in age from 1877 to 1970. Part one of the 
complex was a livery or Wells-Fargo station, according to the 
present occupants. Part two housed the Capital City Woolen Mills 
which went into operation in 1882. Parts three and four were 

-16-



additions to the mill in 1914. 
1970. 

Part five was constructed in 

This mill is historically significant for its role in both 
Jewish immigration to Des Moines and as a major industry in the 
city. The mill was owned by Abraham and Leopold Sheuerman who 
were both leaders in the Jewish community. They often aided 
newly arrived immigrants by giving them jobs at the woolen mill 
during the period of rapid Jewish settlement of the city (1882-
1895). 

By 1888 the Capital City Woolen Mill was the sole woolen mill 
in the city and remained the only one throughout its existence. 
They employed between 300 and 680 people, depending on the source 
consulted, and was described as "one of the city's largest manu
facturing concerns." 

The oldest parts of the building are considered to have some 
architectural significance as well, although the later additions 
(in 1914 and 1970) detract from the building's integrity. 

Avoidance Alternatives 

Four construction alternatives were examined that would have 
avoided the displacement of this structure. These were Alterna
tives 2, 7, E and F described in the Final EIS, Section 3, and 
illustrated in Figures 3.7 and 3.11 (Final EIS). 

Alternative 2 (Harding Road-Fleur Drive-Raccoon River-Scott 
Avenue Alternative) was deleted from further consideration be
cause of its adverse impacts on parks, including Water Works 
Park, Riverside Park, the River Front Development Open Space 
Areas, Sec Taylor Stadium and Frank Depuydt Woods. It would have 
had greater impact on all of these parks than would the Preferred 
Alternative. This alternative would also have had severe impact 
on the facilities of the Des Moines Water Works and on the 
Raccoon River flood plain in this area. It would have been in
consistent with the future land-use planning for this area and 
would not have met several of the major goals of the project, 
including relieving traffic congestion in the CBD area. 

Alternative 7 (Tuttle Street Alternative) was deleted from 
further consideration because it would have crossed numerous 
railroad tracks between the Raccoon River and s.w. Ninth street. 
The numerous at-grade crossings would greatly reduce safety and 
traffic movements, and the cost of overpassing all of these 
tracks would be prohibitive. In addition, this alternative would 
have required nearly all the land from Riverside Park. 
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Alternative E (Mulberry and Cherry Street Extensions to 15th 
Street) was not s e lected because of its severe impact on commer
cial properties and its inc onsistency with f uture land-use plan
ning and revit alization plans for the CBD area. It would not 
relieve traffic congesti on in the CBD and would not serve the 
industrial area to the south, two of the major purposes of the 
project. This alternative would also have displaced a National 
Register eligible property at 1440 Locust (Apperson Iowa Motor 
Company). 

Alternative F (16th Street/Cherry Street and 15th Street/ 
Mulberry Street Connections) was not selected for the same 
reasons listed for Alternative E. However, it would not displace 
any National Register eligible properties. 

Several variations of the Preferred Alternative which would 
avoid this structure were also analyzed. One variation would 
have deleted the ramp connection to s.w. Eighth and s.w. Ninth 
Streets. This variation was not selected because it would result 
in increased traffic diversion to s.w. 11th Street, s.w. Fifth 
Street, s.w. Third Street, s.w. Second Avenue, s.w. First Street, 
Court Avenue and other CBD streets rather than directing traffic 
to this one-way couplet. Thus, one of the major goals of the 
project, reduction of traffic congestion in the CBD, would not be 
met. 

Another variation was examined which would leave the ramp at 
s.w. Ninth Street but would delete the ramp at s.w. Eighth Street 
and replace it with a ramp at s.w. Seventh Street. This would 
avoid the impact to the Capital City Woolen Mills but would pro
vide very poor traffic service in this area, as s.w. Seventh 
Street is a two-way street between Indianola Avenue and Mulberry 
Street. This alternative would necessitate·· the acquisition of 
buildings on the east side of s.w. Sixth Street between Elm and 
Market Streets. 

A similar alternative which would include the ramps at the 
s.w. Ninth Street viaduct but delete the ramp at s.w. Eighth 
Street was also examined. As part of this alternative, traffic 
on the arterial could use s.w. Fifth Avenue to the north of the 
arterial to get to the CBD area. Routing of traffic along this 
street would result in numerous at-grade railroad crossings and 
street intersections within an existing industrial area for an 
estimated 3,740 vehicles per day. This alternative would there
fore have deficiencies related to traffic safety and accessi
bility. Traffic could also use s.w. Fifth Avenue south of the 
arterial and then use Tuttle Street to intersect with s.w. Eighth 
Street. Westbound traffic would thereby have to turn left onto 
s.w. Fifth Avenue, cross s.w. Seventh Street at Tuttle Street and 
then turn right onto s.w. Eighth Street and thereby gain access 
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to the CBD area via the s.w. Eighth Street viaduct. For west
bound traffic on the arterial, this would involve 3,480 vehicles 
per day to turn left at s.w. Fifth Avenue, across an opposing 
volume of 6,940 vehicles per day, then cross s.w. Seventh Street 
which is estimated to carry 4,730 vehicles per day in the future 
(12,100 existing) and then turn right onto s.w. Eighth Street 
which is estimated to carry 13,160 vehicles per day. This rout
ing would result in approximately 380,000 vehicle-miles of extra 
travel per year in lieu of the provision of the ramp at s.w. 
Eighth street and is expected to result in numerous accidents due 
to the routing of traffic across other major traffic routes. 
This alternative is therefore not feasible because of traffic and 
safety concerns. 

Another alternative was investigated which would provide a 
loop ramp in the southeasterly quadrant of the junction of the 
s.w. Eighth Street viaduct and the arterial. This alternative 
was developed in order to permit westbound traffic on the arte
rial to turn left in the vicinity of the s.w. Seventh Street 
viaduct and then proceed via a 90-foot radius, 20 mph clockwise 
curve movement along a loop ramp to gain access onto the existing 
northbound, one-way s.w. Eighth Street viaduct. Due to the 
presence of s.w. Seventh Street viaduct piers in the vicinity of 
the arterial, the development of a left-turn lane for westbound 
left-turning traffic would result in unconventional and poten
tially dangerous traffic movements. The loop ramp itself would 
be very close to the west side of the s.w. Seventh Street viaduct 
between Elm Street and Tuttle Street, resulting in insufficient 
horizontal clearances between the two roadways. In addition, 
this alternative would require the acquisition of two industrial 
buildings at a cost in excess of $500,000, including relocation 
assistance. This alternative would not accommodate the transfer 
of northbound traffic on s.w. Eighth street to the arterial due 
to the restrictions imposed by the presence of the two viaducts. 
Had this alternative been feasible, a ramp could have been con
structed so as to avoid the Capital City Woolen Mills site. 

In addition, the No Action alternative and three Street 
Widening alternatives were examined and found to be inadequate to 
meet the project need. These were discussed under a previous 
section on the Sherman Hill Historic District. 

Measures to Minimize Harm 

A Memorandum of Agreement has been developed for the project 
which provides for the documentation of this structure and the 
opportunity for relocation to a site approved by the Iowa SHPO 
(refer to Appendix B). 
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Conclusion 

Based upon the above considera tions, i t is determined that 
there is no feasible and prudent alternative to the use of the 
Capital City Woolen Mills and t hat the proposed action includes 
all possible planning to minimize harm to the Capital City Woolen 
Mills resulting from such use . 

Clifton Heights United Presbyterian Church (7.14) -
1218 Indianola Avenue 

Description and Project Impacts 

This church, built in 1923, is a highly distinctive example 
of church architecture of the 1920s (refer to Plate 8, Appendix c 
of the Final EIS, and Figure 2). It is the third church the 
congregation built. It is the primary reminder of settlement in 
the area that dates to at least 1879, the year the congregation 
first organized as the Presbyterian Church of South Des Moines. 
Settlement in this area was greatly accelerated in 1887 when the 
Clifton Heights Land Company bought and began developing large 
tracts in the area. The presence of a Presbyterian Church indi
cates that the area has not always been an exclusively Italian 
enclave. 

The church currently includes over 
gregation. These members come from 
than the local neighborhood. 

The proposed project would result 
ment of this structure. 

200 families in its con
throughout the city rather 

in the demolition or move-

Avoidance Alternatives 

Three alternatives were examined that would have avoided the 
displacement of this structure. These were Alternatives I-1, I-2 
and Alternative G described in Section 3 of the Final EIS and 
illustrated in Figures 3.7 and 3.11 (Final EIS). 

Alternative I-1 (S.E. First Street Alternative) was deleted 
from consideration because it would require property from Colum
bus Park, a major neighborhood park; would displace a number of 
residential and commercial properties; would have negative im
pacts on existing residential land use in the area; and would 
require more property from Riverside Park than would the Pre
ferred Alternative. 

Alternative I-2 
was deleted because 

(S.W. First-S.E. 
it would isolate 
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between two one-way roadways; would require land from Columbus 
Park; would have negative impacts on pedestrian and school pedes
trian traffic; and would have noise and other negative impacts on 
residential land use. 

Alternative G (S.W. First/S.E. First Street Connection to 
Indianola Avenue) was examined in depth. It was found to have 
much more disruptive effects on the neighborhood than would the 
Preferred Alternative. It would displace 12 single-family dwell
ings (compared to five for the Preferred Alternative) and create 
a barrier in the midst of this well-established Italian neighbor
hood. In contrast, the Preferred Alternative would pass on the 
western edge of this neighborhood and serve to buffer it from the 
industrial area to the west. Besides the loss of homes along 
S.E. First Street, a number of homes would remain that would lose 
yard space, landscaping and parking and be exposed to increased 
traffic and noise levels. Pedestrian crossings to the west to 
st. Anthony's Catholic Church and School would be more difficult. 
Likewise, pedestrian crossings to the east and to Columbus Park 
would be hampered by this alternative. 

This alternative would also have displaced 11 commercial 
structures (compared to five for the Preferred Alternative) and 
the headquarters building for two Italian benevolent organiza
tions (Stemma D'Italia and Garibaldi Society). This headquarters 
building has been identified in the city-wide architectural sur
vey as being a possible candidate for the National Register of 
Historic Places. This alternative would have more negative 
impacts on the archaeological and historic resources associated 
with Archaeological Site 13PK61 (described later in this state
ment). It would also require the moving of the cabin in River
side Park which serves as a monument to the early settlement of 
Des Moines. It would require more land from this park than would 
the Preferred Alternative and would remove part of the parking 
lot for Sec Taylor Stadium. 

Another alternative that was preliminarily analyzed involved 
routing the four-lane segment of the proposed Indianola Avenue 
connection to the west of s.w. Second Street in the vicinity of 
its junction with Indianola Avenue. The reason this alternative 
was developed was to shift to the west the pavement width transi
tion area that is needed to the east of the intersection. In 
effect, this results in providing the narrowest possible pavement 
width at the location of the two churches. As a result of this 
alternative, the clear distance from curb to each church is 
approximately 12 feet, which distance is deficient relative to 
safety for this type of roadway. Furthermore, the project would 
require the acquisition of one or more major industries that are 
located on the west side of s.w. Second Street. This alternative 
is therefore not feasible or prudent. 
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The best alignment variation that would meet the project need 
and avoid the displacement of the Presbyterian Church was con
sidered which would move the project further to the north in the 
vicinity of the S.E. First Street intersection. However, it 
would require relocating St. Anthony's Catholic Church. This 
church is an integral part of the surrounding Italian neighbor
hood and is a focal point for community activities. It was built 
in 1906 at about the same t i me that a number of Italian families 
began to settle here and has served as the focal point of Italian 
culture in the area ever since. It serves over 2,000 members and 
consists of the church and adjacent school. The displacement of 
st. Anthony's Church and school would result in disruption of 
extraordinary magnitude to this community. Therefore, for this 
reason, shifting the alignment to the north to avoid the 
Presbyterian Church is not feasible and prudent. 

Measures to Minimize Harm 

A Memorandum of Agreement has been developed for the project 
which provides for the documentation of this structure and the 
opportunity for relocation to an eligible historic district 
within the city (refer to Appendix B). 

Conclusion 

Based upon the above considerations, it is determined that 
there is no feasible and prudent alternative to the use of the 
Clifton Heights United Presbyterian Church and that the proposed 
action includes all possible planning to minimize harm to the 
Clifton Heights United Presbyterian Church resulting from such 
use. 

Old Southeast Water Trough (8.27) -
S.E. 11th Street and Scott Avenue 

Description and Project Impacts 

This is a six-foot granite structure composed of a rectangu
lar shaft, a bowl about six feet across and four small cups at 
the base. It was erected in 1906 at this site by the Des Moines 
Humane Society. It is an artifact from an earlier period of 
public utilities technology, before indoor plumbing and the 
exclusive use of motorized transportation. A small pipe filled 
the circular trough and served as a drinking fountain for people; 
the large bowl was for horses and the small cups for cats and 
dogs. Originally, there were 15 such troughs in various parts of 
the city, and this is the only one that remains. It is located 
within the street right-of-way for Scott Avenue and is part of 
Sam Cohen Park (refer to Plate 11, Appendix A, for location). It 
is listed both on the National Register of Historic Places 
(since, 1976) and as a Des Moines Local Landmark (since, 1985). 
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The CBD Loop Arterial project would not directly impact this 
structure. However, the Des Moines Park and Recreation Board has 
requested that Sam Cohen Park and its related facilities be moved 
to another location to avoid the visual and noise impacts from 
the CBD Loop Arterial project (refer to their letter in Appendix 
B). This will include the movement of the water trough. This 
move will automatically result in the structure being removed 
from the National Register of Historic Places. Discussions with 
the Iowa SHPO have indicated that this structure may be rein
stated to the National Register after the move if certain condi
tions are met. The new location, site plan and movement proce
dures must be submitted to the SHPO and National Park Service. 
These agencies will determine if the structure still retains its 
architectural and/or historic significance at the new location. 
If so, it may be reinstated to the National Register. In either 
case, the structure will remain a Des Moines Local Landmark after 
the move. · 

Avoidance Alternatives 

Several avoidance alternatives that would not require the 
relocation of Sam Cohen Park were examined. These are discussed 
in the subsequent Section 5 "Impacts to Parks and Open Space 
Areas." 

Measures to Minimize Harm 

Prior to its, relocation, this structure will be documented in 
accordance with HABS/HAER standards. Because it will remain 
within the same neighborhood in a similar context, it is 
anticipated that the structure will continue to serve the same 
functions that it now does. 

Conclusion 

Based upon the above considerations, it is determined that 
there is no feasible and prudent alternative to the relocation of 
the Old Southeast Water Trough and that the proposed action 
includes all possible planning to minimize harm to this structure 
resulting from such relocation. 

Addi t~io~nal ~~Impacts~of~~ther~A~ terna ti ves 

The Preferred Alternative would not impact the following 
structures, although they would have been displaced by either 
Alternatives A or B. The SHPO has determined that the Preferred 
Alternative would not intrude upon or have other secondary im
pacts to these structures. 
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Hillside Apartments (2A.2) - 1902 Woodland Avenue 

This structure would be displaced by Alternatives lA and lB 
(Plates 3 and 5, Appendix D, Final EIS). The Preferred Alterna
tive would be located approximately 500 feet to the west of this 
structure. It is a brick apartment building that was constructed 
around 1910. It is a good example of early apartment architec
ture and is well preserved. rt represents a combination of 
Georgian and late Italian neoclassical style. 

Apperson Iowa Motor Company (2A.18) -
1440 Locust 

This structure would be displaced by Alternatives lA and 2A 
(Plate 9, Appendix D, Final EIS). The Preferred Alternative 
would be located approximately 700 feet to the south of this 
structure. This building is considered to be architecturally 
significant as an example of a commercial structure of the period 
that was built specifically to house the new automobile trade. 
The address is first listed in 1919; and in 1920, the Apperson 
Iowa Motor Car Company and the Iowa Truck and Tractor Company 
were installed in the building. A. c. Miller was president of 
the firm which distributed Sterling, Rainier, Apex and Packard 
trucks, Yankee tractors, and Elgin and Studebaker motor cars. 
The structure is one of the many in this area that comprised the 
first area devoted to motor car sales in Des Moines. 

Great Western Insurance Company (3.9) -
2015 Grand Avenue 

This structure would be displaced by Alternatives lA, 2A, lB 
and 2B (Plates 3-6, Appendix D, Final EIS) . The Preferred Alter
native would be located approximately 100 feet to the west of 
this structure. Built around 1928, this structure was the second 
home office for Great Western Insurance Company, an accident 
insurance company. Henry Brown Hawley founded the company in 
1901. It was one of the first successful health and accident 
insurance companies in the state. Hawley was known as the "Dean 
of Iowa accident insurance men." Also a philanthropist, he 
established the Hawley Welfare Foundation for constructive wel
fare work and research. 

The structure is also architecturally significant with its 
classical detail, moorish-type window arches and other features. 
It is a good example of architecture from the 1920s that combines 
the requirements of a modern office with subtle references to 
classical design. 
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Contributing Structures - Sherman 
Hill Historic District 

These structures occur within or adjacent to the Sherman Hill 
Historic District and contribute to the significance of this 
district. They consist of eight residential structures located 
along High Street, Woodland Avenue and 20th Street. Four of the 
structures would be displaced by Alternatives 2A and 2B. All of 
these would be displaced by Alternatives lA and 1B. The Pre
ferred Alternative would not displace these structures. 

conmarison _ _0f_ Al t_ernatives 

All of the other construction alternatives would have greater 
impact to historic and architectural resources than would the 
Preferred Alternative. Table 2 compares the impacts of these 
alternatives. 
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SECTION 4 

IMPACTS TO ARCHAEOLOGICAL RESOURCES 

Introduction 

Although the majority of the project corridor is urbanized, 
an archaeological study was warranted because of the historic and 
prehistoric occupations that were known to occur in the area. A 
Phase I Cultural Resources survey was conducted in 1982, and 
indicated the need for further investigations. A Phase II study 
was conducted in 1985. 

These studies revealed that there was a large archaeological 
site, site 13PK61, in the project area that was eligible for the 
National Register of Historic Places. Precise boundaries of this 
site cannot be confirmed until the completion of all archaeo
logical testing after th~ right-of-way is acquired. For the 
purposes of the National Register determination of eligibility, 
they were defined as: between Fifth Street and the Des Moines 
river for the east-west boundaries, between Walnut Street and the 
northern half of Riverside Park for the north-south boundaries on 
the east, and between Vine Street and Elm Street for the north
south boundaries on the west (refer to Figure 3). This site was 
determined eligible by the Keeper of the National Register in a 
notification dated April 9, 1986 (in Appendix B). The site was 
determined to be eligible for data recovery but not for preserva
tion in place. Therefore, under current FHWA policy, it does not 
require Section 4(f) protection. However, Section 106 procedures 
and 36 CFR 800 regulations will be adhered to during project 
development. This site consists of three components which are 
discussed in the following sections. 

Fort _Des _Moines No. 2 

Fort Des Moines No. 2 was a frontier military post occupied 
from 1843-1846. The fort was established to protect the Sauk and 
Fox (Mesquakie) from white settlers trying to claim lands ceded 
to the Indians. The fort was the first settlement in central 
Iowa and, after abandonment, became the nucleus of the city of 
Des Moines, which in 1855 became the capitol of Iowa. No stand
ing structures of the fort remain and it had long been assumed 
that it was totally obliterated by the ensuing urbanization of 
Des Moines. 

The CBD Loop Arterial archaeological study concentrated on 
the area that was known to be the site of old Fort Des Moines 
(Fort Des Moines No. 2) and the site of early Des Moines. The 
objectives were to determine the potential for remains of the 
Fort and early Des Moines to be preserved in the vicinity of the 
proposed highway alignment. 
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PrehistQ_ric Resources 

The geomorphology of the area was studied during Phases I and 
II to assess the potential for prehistoric cultural material to 
occur here. The landscape history and the soil profiles in the 
project area were evaluated. Of particular interest were buried 
land surfaces which could have been occupied by humans, as many 
of the prehistoric sites in this region of Iowa occur in buried 
paleosols (ancient soils). Thus, the geomorphic study attempted 
to determine if such paleosols occur in the project area and if 
they dated from a time period when prehistoric Indians occupied 
this region of Iowa. Many locations on the terraces above the 
Raccoon and Des Moines rivers were studied. This study identi
fied only one area in the project alignment that would have the 
potential to contain prehistoric sites. This was in the vicinity 
of Riverside Park in the same area where the Fort and old dump 
occur. Phase II test units that were dug in this area uncovered 
prehistoric materials associated with the Oneota period (A.D. 
1000 to historic times). 

P~roj ect Impacts 

The Preferred Alternatives would pass to the south of the 
predicted locations of the old Fort buildings, except for the 
commissary building which is predicted to occur near the south
west corner of Elm and s.w. First Streets (see Plate 18, Appendix 
A). The proposed alignment would pass over this location. A 
hand-dug trench in this area in Phase II did not uncover any 
remains of the Fort, however. 

The project would lie approximately 300 feet to the south of 
the hearth structure that was found and is thought to be part of 
the Fort (Plate a, Appendix A) and from 10 to 350 feet south of 
the area predicted to be the location of a row of barracks 
(Raccoon Row). However, railroad relocation associated with this 
project would occur along this Raccoon Row location. 

The proposed alignment would pass over the old dump site. 
Both the s.w. Second Street and s.w. Third street extensions of 
the project could cross the dump from near Elm Street to the 
Raccoon River (see Plate a, Appendix A). The Phase II studies 
confirmed the existence of the dump in Riverside Park and the 
potential for it to occur over a much larger area extending from 
near Elm Street south to the Raccoon River and from s.w. First 
Street to west of s.w. Third Street (Plate a, Appendix A). Based 
on an intermediate size for the dump, the project would be over
lying approximately eight percent of this dump. 

As the top of the dump was found to be buried beneath 6-1/2 
feet of overburden in the vicinity of s.w. Second Street, it is 
anticipated that the construction of this roadway will not 
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infringe upon the dump. RQadway construction is anticipated to 
be no deeper than two feet; associated storm sewers may go four 
to six feet deep. In the vicinity of s .w. Third Street, however, 
remote sensing data indicated an overburden layer of from 3-1/2 
to 4 feet deep. As no test trenches were dug in this area, the 
existence of the dump below this overburden has not been veri
fied. If it does occur here, storm sewer construction would be 
deep enough to infringe upon the dump. 

There is potential for prehistoric material to occur beneath 
the project alignment between s.w. Seventh Street and s.w. First 
Street. This material would occur in the buried A horizon, which 
was found to occur from 1.7 to over 5 feet below the existing 
ground surface. Roadway and storm sewer construction could in
fringe upon this original soil surface at many locations in this 
area. 

Avoidance Alternatives 

All alternative alignments that were examined that would meet 
the traffic needs would have required passing through a corridor 
in the general vicinity of Elm Street. Any alternatives that 
would avoid this area would have to be located to the north with
in the CBD area or to the south of the Raccoon River. 

Four alternatives were examined that would pass through the 
CBD area. These alternatives were Alternatives 2, 7, E and F and 
were described in Section 3. They were found to be incompatible 
with the future land-use planning goals and the goals of this 
project. These goals are to reduce traffic in the CBD area and 
provide a pedestrian-oriented area. These alternatives would 
result in increased traffic congestion in the CBD and would not 
improve accessibility to the downtown industri~l area. 

An alignment to the south of the Raccoon River was considered 
but was dropped because it would have been too far removed from 
the project area to be effective in reducing traffic in the CBD 
and would not serve the downtown industrial area. 

The No Action alternative and three Street Widening alterna
tives would also have avoided this area but were deleted because 
they did not meet the project needs. These are further discussed 
in a previous section on the Sherman Hill Historic District. 

An alignment variation was originally considered for this 
area and was the only alternative described in the 1983 Draft 
EIS. As a result of the Phase II study, however, the city of Des 
Moines directed that this alternative be dropped and a new one be 
developed that was further removed from the predicted location of 
the Fort buildings. The original alternative was located from 10 
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to 70 feet to the north of the Preferred Alternative and would 
have been closer to the predicted locations of the Raccoon Row 
barracks and to the city dump. 

Measures to_Mi_nimiz_e H_arm 

A Memorandum of Agreement that specifies mitigative measures 
for the impacted cultural resources has been developed by FHWA in 
consultation with the SHPO. It appears in Appendix B. This 
Memorandum specifies that after right-of-way has been acquired 
and/or demolition has occurred, additional archaeological testing 
will be conducted in accordance with the professional standards 
identified in the Advisory Council's Manual on Mitigation 
Measures, and in consultation with the Iowa SHPO. If 
archaeological sites are identified which, in the opinion of the 
Iowa SHPO, may be eligible for inclusion in the National 
Register, a data recovery plan will be developed in accordance 
with the Advisory Council's handbook, Treatment of Archaeological 
Properties, and in consultation with the Iowa SHPO. Data 
recovery plans will be forwarded to the Iowa SHPO for review and 
approval. 

Conclusion 

Because preservation in place has not been required as a 
condition of the Memorandum of Agreement for this site, the Sec
tion 4(f) regulations do not apply. Data recovery in accordance 
with Section 106 procedures will be followed during project 
development. Although current investigations have not indicated 
the potential for any resources that would require preservation 
in place, this will be continually evaluated with the SHPO as the 
project progresses. 
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SECTION 5 

IMPACTS TO PARKS AND OPEN SPACE AREAS 

Sam Cohen_Park 

Description 

Sam Cohen Park is a one-acre park located on Scott Street 
between S.E. 10th and S.E. 11th Streets in a residential area. 
The park is owned by the city of Des Moines and managed by the 
Des Moines Park and Recreation Board. 

The land was acquired by the city in 1978, and the develop
ment of a park at this site was approved by the Des Moines City 
Council in 1979. It was conceived as a minipark to improve the 
recreation facilities for senior citizens. Through the efforts 
of the Southeast Neighborhood Priority Board, the park was named 
after Sam Cohen, a local grocer who was raised in the neighbor
hood. The park was officially dedicated on June 12, 1981. 

The focal point of the park is a structure in the west end 
which has been placed on the National Register of Historic 
Places. This is the Old Southeast Water Trough which is 
described in the preceding section on "Impacts to Architectural 
and Historic Resources." The Elizabeth Yaw Memorial Planter was 
constructed in the east end of the park in 1983. The other 
facilities at the park are benches around the water trough, fenc
ing and landscaping. No off-street parking is provided. 

Project Impacts 

The Preferred Alternative would require the acquisition of 
approximately 0.3 acre of land from the northeast corner of the 
park (Plate 11, Appendix A, and Plate 10, Appendix c, Final EIS). 

The project will also result in increased noise levels within 
the park. The park is already subjected to high noise levels 
during peak traffic hours. The existing Leq noise level was 
measured to be 61 dBA. With the project in place, this level 
would be raised to a year 2000 Leq of 66 dBA. This noise level 
increase is rated as a moderate impact using the FHWA impact 
rating system. 

Pedestrian and vehicular access to the park from the east and 
north will be adversely affected by the project, although the 
roadway will connect with S.E. Sixth and Ninth Streets in this 
area. Because very few residences occur to the east and north of 
the park, this impact is expected to be minimal. Access from the 
areas to the south and west of the project will not be affected. 
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Avoidance Alternatives 

During the preliminary location study for the project, 
several alignments were considered and eliminate d for reasons 
presented in the following discussion. 

Five alternatives were considered which would have avoided 
impacts to Sam Cohen Park. These are Alternatives 8, 9 and three 
Street Widening alternatives. Alternative 9 would follow exist
ing Maury Street in the vicinity of S.E. 12th Street rather than 
following existing Scott Street (Figure 3.7 in Final EIS). This 
alignment would diagonally cross six residential blocks of 
properties and would require the relocation of approximately 15 
households (approximately five more than the Preferred Alterna
tive). In addition, the ramps at S.E. 14th Street and E. 15th 
Street extension at Maury Street (in lieu of the ramps provided 
at the Scott Avenue location of the Preferred Alternative) would 
require additional right-of-way acquisition and relocations, 
additional bridge structures and paving. It is estimated that 
this alternative would cost in excess of $1.5 million more than 
the Preferred Alternative and would include the dead-ending of 
many streets because of the diagonal crossing of city blocks. It 
would also have run through the center of this neighborhood, 
isolating residents, churches and parks on either side. The 
Preferred Alternative runs along the northern edge of the neigh
borhood and would separate the residential area from an indus
trial area to the north. Alternative 8 was similar to Alterna
tive 9, following existing Maury Street (Figure 3.7 in Final 
EIS). It was deleted for the same reasons as was Alternative 9. 

The three Street Widening alternatives would have widened 
existing streets to accommodate projected traffic rather than 
providing a new roadway. They would have required the removal of 
sidewalks, on-street parking, landscaping and, in some cases, 
buildings. In addition, they would have resulted in increased 
traffic through many residential areas with increased noise, 
congestion, pedestrian impacts, park impacts, etc. These alter
natives are illustrated in Figures 3.8-3.10 in the Final EIS and 
discussed on pages 3.28-3.34 of that document. 

The No Action alternative was also considered (refer to pages 
3.14-3.15 in the Final EIS). This alternative was rejected be
cause it would not meet project needs and would result in 
increased traffic congestion on many local streets. This alter
native, as well as the street widening alternatives, were also 
previously discussed in section 3 under the section on the 
Sherman Hill Historic District. 
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In order to avoid taking any land from Sam Cohen Park, three 
design modifications of the Preferred Alternative were also con
sidered. The first alternative investigated was designed to 
avoid both the park and the industrial property. This resulted 
in a horizontal alignment with a curve radius of approximately 
358 feet or less in the vicinity of Sam Cohen Park and concave 
northeasterly. This sharp curve would have to be located imme
diately west of the designed 819-foot radius curve, which curve 
is concave southerly and is located west of S.E. 14th Street. 
The resulting sharp reversal of the alignment (S-curve) is objec
tionable from traffic safety and traffic efficiency standpoints 
(the Preferred Alternative would have horizontal curves with 
radii of 716 feet or more, based on a design speed of 45 miles 
per hour). The design speed of the proposed roadway would have 
to be lowered to 25 miles per hour or less due to these factors. 
Therefore, this modification is not reasonable from an engineer
ing or safety viewpoint. This alternative would also require the 
crossing of an additional railroad track, which serves the adja
cent industry. 

The second design modification to avoid Sam Cohen Park was 
designed to comply with horizontal curvature criteria for the 
design speed c! 45 miles per hour. In order to avoid the park, 
this alignment would begin to curve northwesterly immediately 
west of S.E. 14th Street. As a result, curve radii ranging from 
716 feet and 1,273 feet could be provided; but the resulting 
roadway would intrude into the buildings of an industrial 
property located at the northwestern corner of Scott Avenue and 
S.E. 14th Street, necessitating its acquisition and relocation to 
another site. The value of the land and buildings alone is esti
mated to be in excess of $500,000.00. The estimated cost for 
moving Sam Cohen Park to another location in this neighborhood is 
$57,000.00. This includes the acquisition cost, relocation of 
the water trough, fencing, surveying, landscaping and staff time. 

The third design modification was to locate the arterial to 
the north of the site and north of the previously described 
industrial property. In order to pass to the north of this 
building, the arterial would have to cross under the S.E. 14th 
street viaduct approximately 340 feet north of Scott Avenue and 
in doing so would cross the trackage of the Chicago & North 
Western Transportation Company (CNW) at the point the Burlington 
Northern Railroad (BN) track joins the CNW trackage. The BN 
track crosses under the S.E. 14th Street viaduct approximately 
420 feet north of Scott Avenue and then curves southeasterly, 
crossing Scott Avenue approximately 1,210 feet east of s.E. 14th 
Street. The arterial must either stay south of the BN trackage 
and require the acquisition of another industrial building in the 
northeasterly quadrant of the S.E. 14th Street-Scott Avenue 
intersection or cross the BN trackage easterly of S.E. 14th 
street, resulting in yet another at-grade railroad crossing. 
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Locating the arterial even further to the north would require the 
crossing of two railroad trackages and an undercrossing of the 
S.E. 14th Street viaduct. It is estimated that this alternative 
would cost in excess of $500,000.00 more than the Preferred 
Alternative in this vicinity. All railroad crossings involved in 
this alternative would involve high degrees of skew and thus be 
very undesirable. 

Measures to Minimize Harm 

Noise abatement measures were considered for this park but 
were found to be unfeasible. A 12-foot noise barrier would be 
required along most of the north and east sides of the park 
(about 550 feet long) to reduce the noise 4 dBA. Besides being 
ineffective, the barrier would be a significant visual intrusion 
on the park and was not favored by the Park and Recreation Board. 

In lieu of noise barriers and replacement land being pur
chased adjacent to the park, the Des Moines Park and Recreation 
Board has asked that the park be relocated and reconstructed at 
another location in the neighborhood (refer top. B.24 in Appen
dix B). Expenses involved in the location and acquisition of a 
comparable property, moving of the watering trough, Yaw memorial 
and associated facilities, and landscaping would be eligible 
project costs. The intended use of the park to serve senior 
citizens will not be affected by relocation to another site in 
the neighborhood. Senior citizens are located throughout the 
neighborhood rather than being concentrated in one place. 

The neighborhood and the Southeast Neighborhood Priority 
Board will be consulted by the Des Moines Park and Recreation 
Board regarding the new location for the park. The SHPO and the 
National Park Service will be consulted regarding relocation of 
the water trough (refer to previous discussion in Section 3). 

Conclusion 

Based upon the above considerations, it is determined that 
there is no feasible and prudent alternative to the use of land 
from Sam Cohen Park and that the proposed action includes all 
possible planning to minimize harm to Sam Cohen Park resulting 
form such use. 

Riverside Park 

Description 

Riverside Park is a 16.3-acre park located south of Elm 
Street between s.w. First and Second Streets. It is owned by the 
city of Des Moines and controlled by the Des Moines Park and 
Recreation Board (see Plates 9 and 10, Appendix A). The land in 
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the northern half of the park was the site of the earliest 
settlement in the city, being occupied in the early 1840s by Fort 
Des Moines No. 2 and subsequently by the original town of Fort 
Des Moines (refer to previous discussion on "Impacts to Archaeo
logical Resources"). This land was set apart and devoted to park 
purposes by the City Council in 1901. Prior to that time, it was 
referred to as public ground and was owned by the city of Des 
Moines. 

The southern part of the park was originally the channel of 
the Raccoon River and was created when the city, in 1913, under
took to change the course of the Raccoon River to a point further 
south where it still flows today. on completion of the new 
course, the old river channel was abandoned and gradually filled 
with ashes and dirt and made available for park development. The 
river channel was originally owned by the state of Iowa. In 
1924, the State Board of Conservation created a state park on the 
site, and the city of Des Moines accepted the custodianship of 
the park. ownership was subsequently turned over to the city. 
The western part of the park is used for storage of street main
tenance materials by the city of Des Moines. 

The park has been the site of several efforts to commemorate 
the old Fort and the early settlement of Des Moines. In 1908, 
the Daughters of the American Revolution (DAR) erected a granite 
monument to Fort Des Moines just south of Elm Street and about 
100 feet west of the Des Moines River bank. This monument is no 
longer present. In 1965, a log cabin was moved from its original 
site in Richmond, Iowa, and rebuilt on the site in memory of the 
birthplace of Des Moines. The Birthplace of Des Moines Associa
tion, affiliated with the Polk County Historical Society and 
partially funded by the DAR, was responsible for this memorial. 
The cabin dates from the mid-1800s and was thought to be quite 
similar to the storehouse that was built at Fort Des Moines No. 2 
in 1843. It was erected at what was believed to be the site of 
the original storehouse. At that time, it was viewed as the 
first step in the restoration of the old Fort Des Moines area. 
However, no subsequent efforts to restore the Fort have been 
made. The cabin still stands in the northeast corner of River
side Park and is maintained by the Des Moines Park and Recreation 
Board. 

The only recreation facility in Riverside Park is the Sec 
Taylor Stadium, located in the southeastern portion of the park. 
The remainder of the park consists of an open, grassy area to the 
north and parking lots for the stadium to the north and west of 
the stadium. Sec Taylor Stadium was constructed in 1946 by a 
private organization and turned over to the city for operation. 
It was originally named Pioneer Memorial Stadium. It has served 
as the home for a major league farm team during most of its 
existence and is currently the home of the Iowa Cubs, the Triple 

-36-



A Minor League Fa rm Club of the Chicago Cubs. The stadium is 
used by many other groups, including government, civic organiza
tions and charities. Examples of functions recently held there 
include charity softball games, rock concer ts, dog shows and 
church services. 

Project Impacts 

The Preferred Alternative 
approximately o.s acre of land 
(Plate 9, Appendix A). The 
approximately 70 feet from the 
that this will have a negative 
for occasional civic functions. 
rently exist in this area. 

would require the a cqui sition of 
from the northern area of the park 
project alignment would be located 
log cabin. It is not anticipated 
effect on this cabin or its uses 

No other park facilities cur-

The project will also result in increased noise levels within 
the park. Existing noise levels in the northeast corner of the 
park were measured at 66 dBA (Leq). The predicted peak noise 
level (year 2000) is 69 dBA (Leq) with the project in place in 
this area. 

Access to the park will not be impaired by the project. 
Existing accesses are on s.w. First and Second Streets and Elm 
Street. The project will maintain the s.w. First street access 
and provide an access from the west along s.w. Second Street. 
Thus, the project will greatly improve accessibility to stadium 
events from the eastern, western and southern areas of the city. 
Access to overflow parking areas will be affected by the project. 
The northwest corner of Riverside Park is currently used for 
overflow parking for stadium events. The Park and Recreation 
Board has a long-term agreement with the Iowa Cubs to make this 
area of the park available for parking. Access to this lot would 
be cut off by the project. Another overflow parking area that is 
frequently used occurs to the west of s.w. Third Street. Vehicu
lar and pedestrian access to this area would be adversely 
affected by the project. 

Avoidance Alternatives 

All alternative alignments that were examined that would meet 
the traffic needs would have required passing through some por
tion of Riverside Park. Any alternatives that would avoid the 
park would have to be located to the north within the downtown 
area or to the south of the Raccoon River. 

Two new construction alternatives were considered that would 
avoid Riverside Park. Alternative E (Mulberry and Cherry street 
Extensions to 15th Street) was not selected because of its severe 
impact on commercial properties and its inconsistency with future 
land-use planning and revitalization plans for the CBD area. It 
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would not relieve traffic congestion in the CBD and would not serve the 
industrial area to the south, two of the major purposes of the project. 
This alternative would also have displaced a National Register eligible 
property at 1440 Locust (Apperson Iowa Motor Company). Alternative F 
(16th Street/Cherry Street and 15th Street/Mulberry Street Connections) 
was not selected for the same reasons listed for Alternative E. However, 
it would not displace any National Register eligible properties. Both of 
these alternatives and the reasons for their deletion are described in 
more detail in Section 3 of the Final EIS and illustrated in Figure 3.11 
(Final EIS). 

The best alignment variation that would meet the project need and 
avoid Riverside Park would shift the roadway to the north intruding onto 
the Younkers Warehouse site located just north of Elm Street. The 
Warehouse is eligible for the National Register, and this alternative 
would result in taking land from this historic site. A reduced roadway 
cross-section to avoid both the Warehouse and the park would not provide 
sufficient capacity for the projected traffic demand; would compromise 
the safety of the facility by having a short section of a narrow roadway 
in the four-lane facility; and would not meet the project objectives. 
For these reasons, alternatives to shift the alignment to the north or to 
reduce the roadway section are not feasible and prudent. 

Alternative locations for the Indianola Avenue connection were 
investigated at s.w. Sixth and s.w. Seventh Street locations. These 
routes are 0.3 mile west of and parallel to the proposed northerly 
extensions of the Indianola Avenue connection that are located at s.w. 
Second and s.w. Third Streets. Existing s.w. Seventh Street is a two-way 
street which crosses the Raccoon River and then crosses numerous railroad 
tracks and streets between Tuttle Street and Mulberry Street by way of a 
viaduct. This alternative would require the widening of the existing 
s.w. seventh Street bridge over the Raccoon River, the construction of a 
new two-lane viaduct between Tuttle and Mulberry Streets (overpassing 
numerous railroad tracks, Cherry street, Elm Street and other streets), 
the construction of a new pavement connection between s.w. seventh Street 
and s.w. Sixth Street north of the Raccoon River, the reconstruction of 
s.w. Sixth Street from north of the Raccoon River to Tuttle Street and 
the widening of Indianola Avenue at the intersection with s.w. Seventh 
Street. This alternate would result in the construction of the northerly 
approach to the viaduct on s.w. Sixth street in front of the Polk County 
Courthouse, with resulting adverse aesthetic impacts on this historic/ 
architectural structure. Other impacts of this alternative include the 
increase in traffic congestion in the core CBD area in the vicinities of 
s.w. Sixth and Seventh Streets due to increased traffic, the crossing of 
the open space areas along the Raccoon River at s.w. Seventh Street and 
negative impacts on businesses along the west side of s.w. Sixth Street 
between Cherry and Mulberry Streets. The intention of this segment of 
the project is to connect with s.w. Second and Third Streets which are on 
the edge of the CBD rather than to s.w. Fourth to s.w. Eighth which are 
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Fourth to s.w. Eighth which are in the 
estimated that this alternative would 
million. 

core of the CBD. It is 
cost in excess of $10 

The three Street Widening alternatives that were considered 
for the project would also have avoided taking land from the park 
but would have had severe impacts on other parks and residential 
areas. These are discussed in Section 3 of the Final EIS and 
illustrated in Figures 3.8, 3.9 and 3.10 of that document. The 
No Action alternative would not have met the need for the project 
and would have resulted in increased traffic and noise adjacent 
to several other city parks. 

An alignment to the south of the Raccoon River was considered 
early in project development but was dropped because it would 
have been too far removed from the project area to be effective 
in reducing traffic in the CBD and would not serve the downtown 
industrial area. Furthermore, such an alternative would include 
an additional crossing of the Raccoon River with a long, highly 
skewed bridge, and northeasterly of the subsequent crossing of 
the Des Moines River would involve additional right-of-way due to 
its diagonal alignment while proceeding to a northerly junction 
with the Preferred Alternative in the vicinity of Scott Avenue 
and S.E. 12th Street. 

Measures to Minimize Harm 

In lieu of replacement land, the Des Moines Park Board has 
requested monetary reimbursement for the acquisition of this 
land. They have also requested landscaping in the vicinity of 
the log cabin (refer top. B.21, Appendix B). 

During final design of the project, design features, such as 
retaining walls, will be evaluated in an attempt to avoid or 
minimize the amount of land required from this park. 

Noise walls at this site would block the motorists' and park 
users' view of the Des Moines River and would detract from the 
scenic quality of the area. They would also isolate the area 
from the downtown district. Therefore, no noise abatement mea-
sures are being considered for this area. A landscaped buffer 
along the roadway will be developed in the project right-of-way 
to be compatible with the park environment. 

During the design of the project, designs to provide vehicu
lar and pedestrian access to the overflow parking lots in River
side Park will be developed. Pedestrian safety features, such as 
fencing, will also be considered at that time. Design concepts 
will be reviewed with representatives of the Des Moines Park and 
Recreation Board prior to their incorporation into the project. 
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Conclusion 

Based upon the above considerations, it is determined that 
there is no feasible and prudent alternative to the use of land 
from Riverside Park and that the proposed action includes all 
possible planning to minimize harm to this park resulting from 
such use. 

River~Front Open Space Development Areas 

Description 

The River Front Open Space Development Areas are owned by the 
city and maintained as open spaces by the Park Department. The 
area encompasses the entire length of the Des Moines River and 
part of the Raccoon River within the city limits for approxi
mately 11.8 miles and includes about 1,400 acres. The city of 
Des Moines has owned much of the river front land in the city 
along the Des Moines and Raccoon rivers since the early 1900s. 
In 1975, the city proposed to acquire the additional land needed 
to complete the river front corridor and to develop the corridor 
as an open space and recreation area. 

In 1975, the city requested federal funding for this project 
from the Land and Water Conservation Fund. A Final Environmental 
Impact Statement for the project was distributed by the Bureau of 
Outdoor Recreation, Department of Interior in 1977 (Final Envi
ronmental Statement, Des Moines River Front Development, Land and 
Water Conservation Fund Project No. 190581, Des Moines, Iowa). 
In this statement, the boundaries of the project reflected the 
land needed for the CBD Loop transportation route (referred to at 
that time as "South Loop Expressway"). It was stated that 
"access for the bike path and hiking trail will be provided 
across the expressways either below the bridge or with over
passes" (p. 4). To date, land acquisition for the project has 
been completed; and the asphalt bike path has been constructed on 
the east side of the Des Moines River. Federal funds (U.S. 
Department of Interior Federal Grant No.: (HCRS) N.P.S. #19-
00581.4 (Iowa)) were used for bike path construction. However, 
no federal funding was used to acquire the properties in the CBD 
Loop Arterial project corridor. 

Project Impacts 

The Preferred Alternative will require the acquisition of 
2,000 square feet from this open space area along the west bank 
of the Des Moines River (West River Front Park) in the vicinity 
of Elm Street (Plate 9, Appendix A), 0.75 acre on the east bank 
of the Des Moines River (East River Front Park) in the vicinity 
of Raccoon Street (Plate 8, Appendix A), 0.3 acre on the south 
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bank of t he Rac coon River in the v icini ty of Jackson Avenue 
(Plate 10 , Appendix A) , and 0 .13 acre on t h e north bank of the 
Raccoon River in this area (Plate 10 , Appendix A). 

The project would cross t h e asphalt b i ke path along the east 
side of the Des Moines Ri v er (Plate 9 , Appendix A). A Sec
tion 6(f) determi nati on request wil l be submitted to the Iowa 
State Liaison Off i cer, Iowa Department o f Natural Resources , for 
the crossing of the existing bike path as i t was c ons tructed with 
U.S. Department of Interior funds (r efer to letter from Iowa DNR 
in Appendix C). Dis cussions with Iowa DNR have indicated that no 
problems are anticipated with the rerouting of this bike path. 
The land was not purchased with federal funds. It will also 
cross three other river front areas where future pedestrian 
trails and bike paths are proposed (see Map 7 in the 1977 Final 
EIS for the River Front Development project). Those paths would 
parallel the Des Moines or Raccoon Rivers (see Plates 9 and 10, 
Appendix A) . 

Avoidance Alternatives 

All alternatives that were evaluated for this project crossed 
these open spaces at various points. Because these open spaces 
border the entire length of the Des Moines River within the city 
limits, it would be necessary for the east-west segment of the 
arterial to be located outside the city to avoid crossing these 
open spaces at some point. These open spaces border the Raccoon 
River from s.w. First Street to near 18th Street, which would 
require the Indianola Avenue connection to be located west of 
18th Street, where it would no longer be functional. 

Lengthening bridge approaches and spans were also considered 
as a measure to avoid any taking of these lands. This was found 
to raise the construction cost of the project by $650,000.00 for 
the two bridges that would be involved. In addition, considera
bly more right-of-way would be required. These bridges would 
also have been much more visually intrusive to the surrounding 
area than the less elevated ones that are planned. 

The No Action and Street Widening alternatives were also 
considered and deleted because of inability to meet the project 
need and/or severe residential impacts. These were discussed in 
more detail in the section on Sherman Hill Historic District. 

Measures to Minimize Harm 

In lieu of replacement land, the Des Moines Park Board has 
requested monetary reimbursement for the replacement of this 
land. They also requested landscaping, fencing and relocation of 
the bike path to the "dry" side of the Des Moines River levee 
(refer to page B.23 in Appendix B) . 
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As part of the project, the existing bike path will be rerouted from 
its existing location on top of the Des Moines River flood control levee 
to a new underpass structure on the "dry" side of the levee under the 
CBD Loop Arterial (shown in Figure 4 and on Plate 9, Appendix A). Where 
proposed future trails and bike paths are crossed, the project bridges 
will be designed to allow sufficient clearance and widths for these to 
underpass also. Figure 5 depicts a typical cross section under these 
bridges. 

Conclusion 

Based upon the above considerations, it is determined that there is 
no feasible and prudent alternative to the use of land from the River 
Front Open Space Development areas and that the proposed action includes 
all possible planning to minimize harm to these areas resulting from 
such use. 

Des_HQJ.nes Water Works 

Description 

This property is owned by the board of the Des Moines Water Works. 
Its primary function is as water collection, water storage and water 
treatment facilities for the city's water supply. It consists of over 
1,500 acres along the Raccoon River, much of which is in its natural 
state of woods, meadows and wetlands. Most of the Water Works' property 
south of the treatment facilities (Plate 4, Appendix c and Figure 5.8) 
is used for park and recreation activities. The area to the north of 
the treatment facilities where the proposed project is located has no 
discrete recreation area. No formal or organized recreation occurs 
there, although some passive use, such as bird watching, fishing from 
the banks of the Raccoon River and jogging, is occasional. 

An important recreation feature south of the treatment facility is a 
large crabapple arboretum which attracts thousands of people during the 
spring blooming season. Other facilities located here include pedes
trian and bike trails, picnic areas and a fountain and formal garden 
area. Fishing also occurs from the banks of the Raccoon River. 

The area north of the treatment facility (Figure 5.8) contains water 
intake lines, the North Gallery System, and maintenance access roads for 
the property's facilities. The long-range plans also call for the area 
north of the treatment facility and west of the proposed project to be 
the major expansion area for the water treatment and other related 
facilities. It is also possible that a bike or hiking trail may be 
developed along the Raccoon River. If it is developed, such a trail 
could easily pass under the highway bridges planned for this area. 

Project Impacts 

The Preferred Alternative would require approximately 12.5 acres in 
this area; Alternative A would require seven acres; and Alternative B 
would impact 17 acres. The project will introduce noise levels into 
this area that are predicted to be higher than the existing levels or 
those for the No Action alternative. A landscaped buffer area will e 
provided adjacent to the project in this area. Noise abatement measures 
are not feasible and practical (see noise analysis section). 

Although the Des Moines Water Works is commonly referred to as a 
park, it serves as a multiple-use area for the city's municipal water 
facilities with the public using portions of it for recreation purposes. 
Based on its use as described above, FHWA has determined that Section 
4(f) does not apply to the portion of the property used by the proposed 
project. However, even if Section 4(f) would apply, there are no feasi
ble and prudent alternatives to using land from the property and all 
possible planning to minimize harm has been incorporated into the pro
posed project. The alternatives and measures to minimize harm analysis 
are provided below. 
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Avoidance Alternatives 

No major alternatives were examined that would avoid Water 
Works Park. There were no feasible routes that could avoid this 
large area and still meet the project needs. Alternative designs 
for the project were considered in this area. The two major 
alternatives that were described in the Draft EIS for the project 
would have required land from the Water Works. The selected 
alternative in this area was developed after the Draft EIS was 
reviewed and was in response to input from the staff of the Des 
Moines Water Works. The other two alternatives would have 
required from 7 to 17 acres of land in this area. 

Alternative 6, which would avoid the site of the Des Moines 
Water Works, was preliminarily evaluated but dropped from con
sideration early in the planning process. Some of the impacts of 
this alternative are discussed in the Final EIS (pp. 3.20-3.21). 
In addition, this alternative would overpass Fleur Drive and 
thereby no direct traffic service would be provided between the 
north-south and east-west segments of the arterial and Fleur 
Drive itself. 

A modification of Alternative 6 to provide an at-grade inter
section with Fleur Drive could be provided, although it would 
require the shifting of the alignment of Alternative 6 further to 
the northeast. The provision of such an at-grade intersection 
would necessitate the general reconstruction of streets in this 
area, including portions of Locust Street, Grand Avenue and 18th 
Street. This alternative would also require the acquisition and 
relocation of Meredith Publishing Company property that is 
currently located in an area bounded by 18th Street, Fleur Drive, 
Locust Street, S.W. 16th Street and the railroad tracks north of 
Market Street. It is estimated that the value of this property 
is close to $1 million. Other acquisitions would include the 
Des Moines Technical High School and several commercial proper
ties, some of which are ot historic or architectural signi
ficance. It is expected that extreme traffic congestion would 
continue in this area even with a revised at-grade intersection. 

Measures to Minimize Harm 

A landscaped buffer area will be provided in the project 
right-of-way to minimize the visual intrusion upon this area. 
Noise abatement measures would not be effective in this area 
because of the elevation of the roadway on bridges and fill. The 
three-foot high barrier rails planned for the bridges will reduce 
noise levels slightly. Bridges will be designed to allow for 
future trails or bike paths to pass beneath them. 
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Conclusion 

FHWA has determined that the portion of the Water Works 
property used for the proposed project is not protected under 
Section 4(f). However, even if Section 4(f) would apply to the 
use of the portion of the property, there are no feasible and 
prudent alternatives to using the land, and all possible planning 
to minimize harm has been done. 

Additional ImRacts of Other Alternatives 

Two other parks would be impacted by other major alternatives 
considered for the project. Alternatives lA and lB would require 
approximately 50 square feet from Chamberlain Park. This is a 
two-acre neighborhood park located adjacent to the Sherman Hill 
Historic District. Alternatives lA, lB, 2A and 2B would have 
required 0.10 acre from Hawthorn Park, a 15.5-acre neighborhood 
park located in the southeast corner of the project area. 
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SECTION 6 

COMMENTS AND COORDINATION 

Cultural Resources 

Throughout the planning stages of the project, the state 
Historic Preservation Officer (SHPO) was consulted regarding the 
evaluation of impacts to cultural resources in the project area. 
The scope of services for the Phase I and Phase II archaeological 
surveys and for the historic architectural survey was reviewed 
with the SHPO prior to the initiation of field work. From 1981 
until the present, many field reviews of the project have been 
conducted with various staff from the SHPO office. The comments 
of the SHPO regarding the project's impacts on cultural resources 
appear in the letters in Appendix B. The Memorandum of Agreement 
regarding cultural resources also appears in Appendix B. 

P~rks~and Open Spa~~es 

The comments on park impacts by the U.S. Department of 
Interior on the Draft EIS appear in Appendix c. Coordination 
meetings were held with the staff of the Des Moines Park and 
Recreation Department in the fall of 1985 and in early 1986. 
The impacts of the project on parks were reviewed, and input 
regarding mitigative measures was requested from the staff and 
Park and Recreation Board. The response of the Park Board 
appears in the letter in Appendix B. 

Agency Response to Draft 4(f) Statement 

The Draft 4(f) Statement was circulated to the appropriate 
federal, state and local agencies on December 22, 1986. comments 
were received from seven agencies and are included along with 
responses, where appropriate, in Appendix c. 

Rep/Dm3/AA3 
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