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Editorial

Robert Broshar

Traditionally the architectural profession, osten-
sibly the designers of our man-made surroundings
(or at least in part), has assumed a hands-off attitude
in those sectors of public life which actually control
the shape of our environment: the political, the socio-
logical and the economic.

It appears this is about to change. Early in 1971,
the American Institute of Architects, recognizing the
many problems facing our country—rapid population
growth, urban decay, highway congestion, industrial
pollution, housing inadequacies, money shortage,
etc.—committed itself to a national research project
to attempt to develop some practical solutions.

The National Policy Task Force of the AIA was
created, a blue chip group of leading architectural
thinkers and planners of today. Architects Archibald
Rogers, FAIA; I. M. Pei, FAIA; and Jaquelin Robert-
son, AIA; along with William L. Slayton, executive
vice president of the AIA, former commissioner of
Urban Renewal, HHFA; and Paul N. Ylvisaker, profes-
sor of public affairs and urban planning, Princeton
University; formed the highly accredited and talented
Task Force. A large group of distinguished con-
tributors gave additional expertise in specific fields.
The goal: a total re-examination and restructuring of
national policies which would enable the nation to
overcome the urban growth problems facing it now
and provide a viable concept for development in the
foreseeable future.

In brief, their first report, released in January of
this year, urges three things:

A. That changes be made in the “‘ground rules’ (tax
policy, governmental organization, etc.) which

presently shape the development of American
communities.

B. That the nation develop the capacity to build and
rebuild at neighborhood scale, ensuring open oc-
cupancy, environmental integrity and a full range
of essential facilities and services.

C. That federal, state and local governments in part-
nership set the pace and standards for growth
policy through a special impact program affect-
ing 60 of the nation’s urban regions and a third
of the nation’s expected growth between now and
the year 2000.

Ho hum—another blue chip committee has filed a
report. But wait! There is something different about
this report. It includes some very specific and real-
istic ways that these policy changes be set up and
implemented and financed.

First and perhaps most important is the idea of
directing all future planning at a neighborhood scale
which the committee has referred to as a “Growth
Unit.” A flexible element, the Growth Unit is defined
as perhaps 500 to 3,000 families, enough in any case
to require an elementary school, day care, commun-
ity center, convenience shopping, open space and
recreational facilities. It would be large enough, too,
to encourage the use of new technology and building
systems, innovations in public services and, finally,
large enough to realize the full economies of unified
planning, land purchase and development, and the
coordinated design of public spaces, facilities and
transportation.

Growth Units of this size provide a scale small
enough to be planned and judged as a package. Its
application is as valid in lowa and Nebraska as in
the heart of New York City or Los Angeles; in rebuilt
or rehabilitated neighborhoods within the cities, or
new neighborhoods on undeveloped land. Emphasis
would be placed on quality of environment rather
than quantity; less affluent standards of individual
housing should be considered in favor of higher
standards of neighborhood environment, facilities
and services. ‘“Much of what is now done in the
name of housing ‘quality’ is translated into grandiose
quantitative requirements for floor space, lot sizes
and building materials; the results are pernicious,
wasteful and ultimately self-defeating, and the result
is exclusion—of the poor, the Black, the young and
the old families.”

cont'd on page 18
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editorial:
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new policies that sharply
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des moines situation:

An overview of Des Moines
transportation concerns and
their effect on the Metro-
politan transportation plan
are reviewed by the Central
lowa Regional Planning
Commission.
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raymond d. crites, FAIA:

Mr. Crites will be recognized
by the National AIA Con-
vention this spring for
achievement in design and
named a Fellow in the Amer-
ican Institute of Architects.

a critical view of urban
transportation:
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documentary entitled “Take
Des Moines Please,” con-
cerned with Des Moines’
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problems was presented on
lowa Educational Broad-
casting Network some
months ago.

We would like you to again
have the opportunity to
experience the impact of
that event and consider
anew the questions it raises.
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ARCHITECT: Smith-Vorhees-Jensen Assocs.

GENERAL
CONTRACTOR: Ringland-Johnson-Crowley Co

ST JOSEPH EDUCATIONAL CENTER
Dowling High School
Des Moines, lowa

“EAST TRACK" CONCEPT IN NEW HIGH SCHOOL
INCORPORATES ALLIED’S WALL AND CEILING SYSTEMS

In the new Dowling High School, design and construction time,
cost, and flexibility were dominant in the Architect/General Con-
tractor decision to use Allied’'s KAISER 500 DEMOUNTABLE
WALL SYSTEM and a specially designed 30" x 60" integrated
ceiling.

Custom designed, vaulted, air return troffers by LUMINOUS
CEILINGS/LITECRAFT Division of CELOTEX CORP. and LOK
PRODUCTS PLENUM-T-DIFFUSERS provide the required en-
vironmental comfort.

Ask Allied for installed cost and application information on all
types of building finish material.

DES MOINES

ALLIED CONSTRUCTION SERVICES, INC. DAVENPORT




Computing savings accounts
for 641,000 people is a

rugged job.

The real-time computer at the Fed- I
eral Home Loan Bank, a Federal )
Reserve Institution, in Des Moines
collects and disseminates savings in- !
formation for more than 641,000 .
accounts in a six-state area. Accuracy 1
and speed are essential. So is depend- %«
tability. Yet power outages, even the
flicker of a light bulb, can cause
unreliable operation: erroneous infor-
mation might be inserted, computer
components may be damaged and |
costly, non-recoverable time can be lost.

To insure dependable operation,
regardless of the quality of incoming |

a five-minute battery power source pro-
duces a perfect sine wave signal. The
Il entire system is backed by a reliable
diesel generator. It is simple, straight-
forward and rugged.

When it came time to select a
generator to back up the system, a
Caterpillar 250 KW generator set was
§ chosen to extend the continuity of
power indefinitely. Gibbs-Cook Equip-
ment Company supplied all system
components. And, we have continued
to provide complete follow-up service
— competent, professional, expertly

RN : qualified. At Gibbs-Cook that's the
power, an uninterruptible computer power system was de- way we do all our business. And it's the only way we can call
signed by Smith-Voorhees-Jensen Associates, architects and ourselves a complete engine house.
engineers, Des Moines. The rotating filter system, including Gibbs-Cook Equipment Company, Des Moines, Fort Dodge,

: Mason City and Postville, lowa,

&) GIBBS-COOK

EQUIPMENT COMPANY

-




COTA INDUSTRIES INC.

(Manufacturer of Vise Glaze Products)
and

ALLIED CONSTRUCTION SERVICES INC.

COMBINE

their individual talents in integrating both the
manufacturing and skillful application of any
product in coatings, painting, plastering and
floor covering areas, that you specify in the spe-
cialized coating field.

for further assistance:
Allied Construction Services, Inc.
Des Moines, Davenport and Peoria, lllinois

Cota Industries Inc.
Des Moines, lowa




The Des Moines Situation

Central lowa Regional Planning Commission

CIRPC’s involvement in transportation planning
dates back to 1966, shortly after the agency was
formed. At that time, CIRPC was requested to de-
velop a study design for comprehensive land use and
transporation planning in the Des Moines Urban Area.
During the ensuing five years, an exhaustive analysis
of land development needs, demographic and eco-
nomic projections, and computer modeling of trip
behavior was carried out. During 1971, an Initial
Metropolitan Land Use Transportation Plan was
finalized and is now being reviewed by local officials
and citizens in the Transportaton Study Area which
includes Des Moines, West Des Moines, Urbandale,
Clive, Windsor Heights, Pleasant Hill and part of unin-
corporated Polk County.

Because the location of new streets and highways
and the improvement of existing streets and highways
determines, to a large extent, how and where an
area will develop, a primary part of the transporta-
tion planning process is deciding how and where
future development should occur. Based on local
comprehensive plans, regional and metropolitan
goals and policies, projected future and economic
growth, and the availability and adequacy of public
utilities (water, sewer, electric, gas ,etc.), it has been
recommended that the future growth of the Des
Moines Metropolitan Area take place in a more “bal-
anced” pattern than it has in the past.

Historically, growth in the Des Moines Urban Area
area has taken place to the north and west due to
strong social and physical forces. The “prestige’ of
the west side stimulated rapid suburban growth and
this growth was reinforced by the location of Inter-
states 35 and 80 which opened vacant land to intense
promotion. As a result, the industrial, commercial,
and residential development which has taken place
during the last 10-15 years is straining public facili-
ties. School taxes are high and water and sewer
systems are being stretched to their limits. Future
growth should be re-directed and encouraged to the
south and east parts of the urban area, centering on
the Des Moines Central Business District, in order to
“balance’ out the growth patterns and to relieve the
potential pressure of continuing future growth to the
north and west.

Based on a future ‘“‘redirected, balanced” growth,
an initial transportation system for the Des Moines
Urban Area was developed.

The amount of travel or “‘trips’” in a given area is

determined by a number of factors. In general, the
greater the population, school enrollment, occupied
dwelling units, labor force, employment, auto owner-
ship, and retail floor space, the greater the volume of
trips on the transportation system.

In Des Moines, the most significant of all factors
was the amount of automobile ownership. Current
automobile ownership is 1.3 to 1.4 cars per house-
hold. It is expected that by 1990, auto ownership
will have increased to 1.8 cars per household. As
auto ownership continues to increase, there will also
be an increase in the number of automobile trips. In
1965, average daily trips made in the Des Moines
Urban Area numbered 743,633. It is projected that
by 1990, an average of 1,426,720 trips will be made
daily. This is a 92% increase in trips.

In a nutshell, the reason why the Des Moines area
is faced with a major future transportation problem
is that the amount of traffic (trips) in the area will
double by 1990.

The role of bus transit in the Des Moines Trans-
portation System is a minor one. Buses carry only
2.2% of the average weekday person trips, and in
spite of cutbacks in unprofitable services and peri-
odic fare adjustments, the number of people riding
buses continues to decrease.

Other forms of transportation besides the automo-
bile and the bus are insignificant. Non-motorized
travel such as walking or hiking just have no impact
in the face of the automobile and its use in the Des
Moines area.

In order to determine a suitable transportation sys-
tem for handling the future automobile-oriented traf-
fic demands of the Des Moines area, five alternate
highway and street systems were developed and
tested. The results of each testing were evaluated
by the CIRPC staff, the transportation consultant, and
technical persons from each of the local governments
involved. The alternate systems were evaluated on
the basis of:

— greatest efficiency (least miles of vehicle travel)

— least amount of traffic deficiency by major routes

— highest average travel speed throughout the

system

— the greatest use of existing streets

— least environmental impact and disruption of ex-

isting land use

— local cost feasibility

The |Initial Metropolitan Transportation Plan is
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based upon the greatest practical use of the existing
street system without such major widenings as to
cause extensive displacement of adjacent uses. Im-
provements recommended in the plan include 44
miles of new freeway type routes, 71 miles of new
major arterials, and 142 miles of widening and re-
surfacing of existing streets. The total cost of these
improvements is in the magnitude of 300 to 410 mil-
lion dollars.

Although the cost figure may seem astronomical,
it should be kept in mind that this figure is a measure
of the total expenditure required, if and when the
traffic demand on the street and highway system
becomes double the present demand. These costs
would also be spread over a twenty to thirty year
period or even longer.

Throughout the development of this plan, there
has been much discussion of policy, environmental
impact, and costs. There has been particularly strong
opposition to the whole idea of a freeway, as well as
objection to the general location of the freeway cor-
ridor. This opposition has been based on grounds
rarely heard before:

— perpetuating the use of the automobile, now seen

by many as the “bain’’ of modern living

— destroying natural environments

— disrupting social communities
There has also been a growing concern about the
fate of public transit in the Des Moines area and
many people have seriously questioned its exclusion
from the transportation plan.

These questions and concerns about the trans-
portation plan are valid ones. However, they need
to be directed not so much at the transportation
plan—which is a projection of future street and high-
way needs based on trends which seemingly will
continue—as at the basic cause of transportation
dilemmas — the use of the automobile.
A transportation plan can and should change to
meet the current needs and desires of the residents
it is intended to serve. If, in fact, the residents of the
Des Moines area decide that the “costs” of using the
automobile are greater than they wish to pay and
begin to use and demand public transit, the plan can
change to reflect that desire. However, if the use of
the automobile continues to increase, there must be
streets and highways to serve that increase in order
to insure safe and efficient travel.
It should be kept in mind that the Initial Metropol-
itan Land Use/Transportation Plan is just a “starting
point’’ from which an acceptable plan for handling
future transportation needs of the metropolitan area
should be developed. As the individual local govern-
ments—elected officials and citizens—review the pro-
posed plan, it is hoped that:
1. an Initial Transportation Plan agreeable to the
7 local governments will be developed, and

2. that there is establishment of a continuing plan-
ning process to refine, update, and change any
transportation plan so that it meets the needs
and desires of the residents it is intended to
serve.
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Raymond D. Crites, FAIA

The National AIA Convention this spring will have
a moment of special significance to lowa Chapter
members. Raymond D. Crites will be recognized for
achievement in design and named a Fellow in the
American Institute of Architects.

Fellowship in the AIA is the latest achievement in
a distinguished career. Mr. Crites was originally
from lllinois but attended lowa State University where
he obtained his degree in architecture. Graduating
in 1953 with honors, he had already shown prowess
in design by winning the Indiana Limestone Institute
competition.

Mr. Crites was first registered to practice in the
state of Kentucky where he was a partner in the firm
of Crites and Johnson. In 1955, however, he returned
to lowa to pursue graduate studies and join the staff
of the Department of Architecture at lowa State
University.

In 1957, after obtaining his lowa registration, he
became a partner in the firm of Crites and Peiffer.
Located in Cedar Rapids, this was to be the basis of
the firm we know today. Richard D. McConnell be-
came the third partner a year later and by 1961 the
firm had become simply Crites and McConnell as it
is now.

Architectural Forum cited this new firm in an article
entitled “New Talent for the Sixties”. This forecast
proved accurate when in 1962 they received the first
of many awards for excellence in design. That par-
ticular year saw three lowa Chapter AIA awards, three
House & Home awards, and a special citation from
the American School Administration.

Life Magazine must have been impressed because
the next year they titled him one of the “Ten Qutsand-
ing Young Men’ in America. Coe College granted
him a Honorary Doctor of Fine Arts that same year.

Recognition of Mr. Crite's abilities has kept pace
with the years. Some high points of note include; a
1965 Natonal AIA Merit Award for his own residence;
an AlA - AAMC First Honor award for the McFarland
Clinic; a 1968 National AIA Honor Award for the
Covenant Presbyterian Church and last but not least,
a second place in the YMCA Handball State Singles
meet of 1970. Along the way the firm has picked up
an impressive total of twenty-eight lowa Chapter AIA
awards and nine House & Home awards.

Mr. Crites’ design has continually shown an ability
to capture the atmosphere and character of feeling
in the overall design of the building. His work ex-
presses the character and function of the building
without being ostentatious. Finally we must admire
his bold use of a full vocabulary of materials, from
wood to concrete.

Congratulations to Raymond D. Crites, FAIA.

Exterior, Covenant Presbyterian Church, Danville, Illinois




HAYDITE

“THE ORIGINAL LIGHTWEIGHT AGGREGATE"

LIGHTWEIGHT — approximately Y3 lighter than ordinary blocks
made with sand and rock. Reduces deadload without sacrificing
strength or other desirable qualities

STRENGTH—in excess of Federal and ASTM specifications and
local building code requirements.

FIRE RESISTANCE —Underwriters Laboratories Standards for
Safety UL 618, August 1958, tests rate 8" Haydite block, with a
114" face shell, at 2 hours. A 134" face shell is rated at 4 hours.

UNIFORMITY —in size, texture and color foraccuracy and beauty.

ACOUSTICS —are improved by the cellular structure of the
aggregate and the texture of the block. Approximate noise
reduction coefficient of a medium textured, unpainted Haydite
block is 0.45.

For complete information
see your local block
producer or contact us direct.

CARTER-WATERS
KANSAS CITY ‘t

2440 Pennway

Producers of Haydite aggregate at
Centerville, lowa, and New Market, Missouri.

THERMAL INSULATION —the U factor (average) on 8" Haydite
blocks is 0.32 and on 12", 0.29.

DURABLE — exceeds Federal and ASTM specifications for hol-
low, load-bearing masonry, above and below grade. Laboratory
tests show 100 cycles of freezing and thawing without visible
damage or loss of weight

NON-STAINING & NON-CORROSIVE—the chemically inert
composition of Haydite eliminates discoloration of the block.
or to paint or plaster applied to the block

ATTRACTIVE —a pleasing texture and natural gray color suit-
able for many applications without further treatment




A Crifical Look at Urban Tronsportation

On January 25 and February 5, 1972 KDIN-TV
aired a ‘special’ on the Des Moines transportation
system, “Take Des Moines Please,” produced by
John Beyers. Following is a condensed portion of
that broadcast. Edited for publication

The definition of the “Urban Transportation Crisis”
depends on your perspective. For instance, if you are
embedded in Chicago rush hour traffic the most con-
spicuous element of the problem is the lack of public
buses and trains. The supposition being that with
more public transit, idiots clogging up the freeway
would be reduced, thereby making your trip infinitely
more pleasant.

There are obviously other points of view. To an
urban planner, transportation is a tool for shaping a
city. To a businessman it creates and modifies real
estate value and business potential. To an urban
traffic official, it is a chess game with cars; and to a
politician transportation is surefire election stuff since
it always borders on crisis and is perpetually incom-
prehensible to the voter. It is becoming increasingly
evident that transportation problems in the U.S. cities
differ by degree, not kind. And super size is not
always a liability. For example, many experts say
that Chicago’s transportation network is, compari-
tively, well-integrated and efficient. On the other
hand many smaller cities are floundering. Take Des
Moines. Please.

Des Moines is a nice town. The people are proud
of the art center, and there is a legitimate theater
that holds four-thousand people. The air is still pretty
clean and it is the capitol of lowa. It's a great place to
be raised if your under twenty or to retire if you're
over sixty. According to the 1970 census, half the
people are in that group. Moreover, the ones in be-
tween do alright. The average annual income in Des
Moines $8700—in the top twenty nationally. And hang
in there, by 1990 it will be in the top seven—$12,500.
In Des Moines the living is easy, and if you put stock
in projections, there ought to be twenty or thirty years
more of the same. Extrapolation between Des Moines
and Chicago would seem to be a little dubious at best.
The entire population of metropolitan Des Moines is
less than half the number of cars alone that enter
Chicago’s loop in a twelve hour workday sample.
That does not even include the 140,000 people who
ride mass transit during the same period.

Still there are some fundamental comparisons.
Both cities were built on rivers: both were originally
forts; and both cities had a plan.

Ever since the Bernham Plan of 1909 which was
one of the first major planning documents for any
city, we had the objective of maintaining a very strong
central city. As Bernham well stated, the plan was
to emphasize those things that should be emphasized
and diminish the things that should be diminished,
and one of the things he felt that needed to be
emphasized and maintained was the central city
[Chicago].

Consequently, since 1909 we have followed all
through our years of planning this philosophy and to
that end, all of our transportation routes and all of
our major highways have centered on the downtown
or Chicago central city.




It was 1925 and Cal Coolidge was President. ...In
1925 Des Moines was treated to its first Bartholomew
Report. Harlan Bartholomew was a St. Louis engineer
who was commissioned to develop a city plan for
Des Moines. His summary of recommendations was
downright unfriendly.

“The present arrangement of streets which Des
Moines is required to use was not devised to meet
the circulation requirements of the community. Ever
since Des Moines was incorporated its streets have
been planned by men who were more interested in
selling land than in laying out the highways and traf-
fic arteries of a great city. The result is that the city
today finds itself in possession of a somewhat faulty
equipment of thoroughfares. There are nearly 1500
unnecessary jogs and terminations in its street system.
Numerous streets are too steep to be useable. Impor-
tant thoroughfares are too narrow and often end
abruptly. The fact remains, however, that much of the
cost of making Des Moines a first class city is charge-
able to lack of foresight. Correcting mistakes has
become an absorbing interest; prevention is scarcely
considered. Meanwhile, things are done everyday
that will require more costly corrective action in a
few years.”

Talk is cheap, and besides, according to historians
the surveyor who laid-out Walnut Street used a rope
instead of a chain. The rope sagged and so, conse-
quently, did Walnut Street. It is conceivable that the
surveyor did not stop there.

In 1940 Des Moines commissioned another Bar-
tholomew Report. The city had changed in 15 years;
there were only 1486 jogs and deadends. The central
business district of Des Moines is very congested.
The majority of the streets within the area are nar-
row. With the exceptions of Grand Avenue and
Court Avenue, the streets have widths of only 66 feet.
The blocks are short: the many intersections cause
delay and congestion. Contributory causes of con-
gestion are the loading and unloading of streetcars
with the consequential blocking of traffic movement
. . . double parking which is not properly controlled,
and the use of too much of tthe narrow street space
for parking purposes. The transit company has en-
deavored to reduce operating costs on certain lines
and has increased the route mileage in an attempt
to increase partonage.

Use of the automobile for local transportation can
be expected to increase in the future.

1960 found Harlan Bartholomew back in Des
Moines. This time the city meant business, or more
accurately business meant the city. A group of down-
town merchants calling themselves ‘the committee
of 100" hired Harlan, who by this time was almost a
legal resident.

The central business district of Des Moines covers
far too large an area for the amount of business and
activity conducted with it. The second major defect
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is the generally poor quality of buildings. The third
defect is the intermixture of building quality through-
out the downtown area. Fourth major problem is
poor access. There has been virtually no change in
major street and highway access in and out of the
business district in 20 years. Fifth, parking in incon-
venient. And the final defect is the generally medi-
ocre character and appearance of the downtown.
The downtown does not constitute a real attraction
that will bring people into it from beyond the metro-
politan area.

The third and final Bartholomew Report proposed
beefing-up retail activity downtown by making the
surroundings more pleasant. Specifically it called for
the addition of amenities such as pedestrian malls,
and the shift of parking facilities to the periphery of
the business district. One of the Bartholomew plan-
ners predicted that if the plan were not energized
within six months it never would be. It is not known
whether he stayed around for the hatchet job.

The Des Moines River is sort of a natural Maginot
Line between the sovereign and independent nations
of the East and West sides of the city of Des Moines.
By the time they had concluded the sitzkrieg there
wasn’t much left of the Bartholomew Report; and
what was left was polished-off when Younkers De-
partment Store built a multi-level parking ramp in the
center of the business district. The plan was dead
before the ink was dry.

Today there is a fragmentary evidence of the
Bartholomew plans, but fundamentally very little has
changed. The narrow street and tall buildings still
provide a lock for car emission and noise. The blocks
are still short, and there is still no through access
North and South. East 14th is the major North-South
thoroughfare but it is out of the central business
district, while 2nd, 6th, 9th, and Fleur Drive all end
in the loop—one way or another.




And when Fleur Drive ends, it really ends. With
this — the climax of Ad Hoc traffic planning with
three major traffic in-flows and four outflows all
occurring at one spot. Mix-in about 1300 high school-
ers, a gas station and almost permanent street con-
struction, and one begins to understand why the
lowa Commission for the Blind uses this mess as the
final exercise of its students. It seems that Des
Moines has hardly suffered a paucity of city plans.
There have been eight transportation plans alone in
the last 15 years. Further, today two planning agen-
cies—The City Planning Department and the Regional
Planning Commission—are both engaged in simul-
taneous and unrelated planning that will affect trans-
portation. The difficulty, apparently, in Des Moines is
not making plans, it's following them.

Chicago cheated . . . not only have they operated
under basically one plan, but the city was obviously
empowered to carry it out. These are basic elements
in coordinating a city’s transportation modes.

There is yet another parameter for comparison —
suburban development. Both Chicago and Des
Moines have suburbs, and must face the proposition
that the way we live often determines the way we
travel.

Many times people have made the attempt to com-
pare Los Angeles and Chicago, two very distinct type
of cities. Los Angeles is a city of great area; it's
sprawled over many square miles, whereas Chicago

s

is highly concentrated within a 220 square mile area
and had a very high rate of concentration of popula-
tion; some better than 3% million people. True,
when the expressways and automobiles came into
being the outward movement of people and the settle-
ment of the suburban communities was accelerated;
however, all this acceleration and growth didn’t hurt
Chicago a bit. Over the years as they've developed
rapid transit and commutor lines, they've spent pub-
lic money and have done many many things to
encourage the growth and the use of public trans-
portation. Chicago hasn’t necessarily prohibited
automobiles from coming into the central city. But
fact remains that about 85% of the total come in
during the heavy peak hours of the morning. These
are the workers. The commutor rails bought new
cars, have stepped up their schedules, have built
extensions to the subways, and have bought new
subway trains and of much of this . . . particularly the
CTA the transit authority has public funds, and the
city has actually sponsored the extensions of many
of these lines.

How could Chicago sprawl? You can hardly build
suburbs on a lake. Des Moines, on the other hand is
a textbook example of urban sprawl; a littie over
200,000 people banging around in 180 square miles
of space. Our compulsion for lebensraum is even
seen in the downtown area; the central business dis-
trict, normally the most compact area of a city,




stretches from Tech High to the capitol East and
West; and from the railroad tracks to the urban
renewal area North and South. It is larger than the
business districts of San Diego, Minneapolis, Kansas
City and St. Louis.

In the suburbs, the census tells the story. During
the 60’s the population of Des Moines fell about 5%.
But Urbandale grew by 139%—the fastest growing
city in the state. West Des Moines averaged 500 new
residents a year between census’. Windsor Heights
grew by 1000. Clive went from 752 people in 1960 to
3000 in 1970; and the population of Ankeny quad-
rupled in ten years. They are suburban dormitories,
and in order to get into the city of Des Moines you
have two transportation options; drive your car or
your wife’s.

The cities tend to become spread out when you in-
sist on using the automobile as the major transporta-
tion mode. Cities tend to become compacted when
you use mass transit as a transportation mode.

Now in cities that have attempted to accomodate
the automobile we have seen the phenomenon of the
city spreading, that is, wherever you put traffic facili-
ties you tend to get new shopping centers for ex-
ample, you tend to get industry following the roads
that are created around the city.

This tends to spread cities so that we have at the
extreme a city like Los Angeles that is spread all
over Southern California almost. We see this in
smaller examples within the state of lowa, for ex-
ample, in Des Moines people find that the downtown
business district can’t accomodate the automobile
so business offices tend to move toward periphery
in order to get sufficient parking spaces for the
automobile.

Parenthetically, it is curious that the builders of
shopping centers have recognized what traffic mana-
gers and some downtown businessmen have not.
Namely that it is more functional to keep cars outside
of the area of retail activity.

Suburban living is also expedited by freeway. Free-
ways, as we have recently discovered in Des Moines,
not only affect travel but also blood pressure.

The “heavy” in the recent flap over a proposed
North-South freeway was the Regional Planning Com-
mission. They had the audacity to suggest that a
freeway should be built to accommodate the second
heaviest car flow in the city. Normally this sort of
thing is done by displacing a lot of black people, but
the North-South freeway was different. It was planned
so that a lot of bar-b-que pits would be replaced with
passing lanes. That brought suburbia out, with the
somewhat familiar revelation that cars pollute the
air, are noisy and dangerous to kids, and that free-
ways lower land value. And so the North-South Free-

way, though quite inevitable, has been quietly buried
until the heat is off. What was once a harbinger of
progress is now taking it on the chin. A freeway is
comprised of long strips of concrete, mainly funded
by the federal government. 90% of the time it does
its job rather safely and quickly. A freeway should
have ramps to get on and off, spaced so that the
traffic will flow. It should have pedestrian cross-
overs, and should not deteriorate the street frontage
near by. The question is, of course, if that is a free-
way, then what is a “McVicar?”
Most people who attempt to drive the expressway
through Des Moines feel it is a very hazardous task;
your accident rate is fantastic. This is due to some




poor planning obviously. The task that's provided
the driver transversing the expressway is an impos-
sible one. He's told to keep his car between 40 and
50 miles and hour and at the same time be able to
read all the directions that are presented to them in
center of Des Moines, a distance separation of 6/10
of a second. And it takes 2% seconds to observe a
direction and decide what he should do about it.
Then the pattern of on and off on alternative sides of
the freeway. A criss-cross mix-master that just has
to produce accidents. It was predicted that it would
produce accidents on the design table. The predic-
tion unfortunately has been fulfilled.

What Des Moines wants, Des Moines gets. In a
three mile span between the Harding Road and East
15th Street exit there are 13 entrances, 17 exit ramps,
and 9 dead end lanes. Further there is no through
lane either East or West bound on this stretch. Cer-
tainly keeps the average driver on his toes. It could
be a strong impetus to start taking the bus.

The present bus system was operated for profit.
The assumption was that there was a market for its
services. The fact is there is no market for its services
on a profitable basis. It is heavily in debt, it owns
really nothing other than a piece of land and some
equipment and has a tremendous bond outstanding
and they're proposing basically that we subsidize
the bond holders, that we bail them out. My position
is to hell with them!

In New York you have to let the subways deteri-
orate terrifically. That didn’t work, they were dirty,
they were messy, they were just atrocious but people

still road them, then they increased the fares and
this didn’t take enough people off so they made the
fares still higher . . . then the schedules have to be
reduced, the next thing to drive people out is to make
the schedules inconvenient. Finally, if nothing else
works, most cities and in most cities they found in-
creasing the fares to an exhorbitant degree, making
the schedules very inconvenient, and allowing the
equipment to run down didn’t work, so the last step
is always to completely discontinue it.

Another matter is the whole business of developing
a new attitude; | guess this is really the most im-
portant part—its really never been done in the coun-
try yet. And that is to develop an attitude on the part
of the residents that in effect it’s almost unpatriotic
to have your family drive 3 or 4 cars; the husband
driving to work, the housewife driving another car
shopping, maybe a teenager driving another car just
to sport around in. Almost like it was in WW |l be-
cause of gas rationing and tire rationing and so forth,
everytime you listened to the radio or read the paper
or talked to your friends, it came out that you really
shouldn’t drive your car because it was unpatriotic.

When transit planners discuss the people who will
actually ride their ideas, there are paviovian over-
tones—in reverse. In this experiment, the laboratory
patient drops a pellet into the fare box, and somone
else is rewarded.

One wonders if any of the guys who develop mass
transit plans would be caught dead on a bus them-
selves. In Des Moines only 22 % of the people who
come into town take the bus. Mrs. Marcie Tobin is an
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expert. She has ridden public transit in Des Moines
since 1925.

“Course the service was much better. Streetcars
ran all night, on the hour. Now | understand you
won't be able to get a bus after 9:00. They had
shelters on some of the corners in the outlying dis-
tricts. Three sides and a bench so you could sit and
wait for the streetcar.

And you could ride from West Des Moines to the
Fairgrounds for 10¢. And no charge for a transfer.
| forget when the first increase in fares came. It
wasn’t for a number of years but after the first in-
crease then the increases came closer together.
Until now we pay 45¢ and 5¢ a transfer.

| thinks it's a little high, but | don’t suppose the
drivers are overpaid. So | really don’t know what the
problem is. Where the revenue goes except perhaps
they just don’t have enough business.

| believe they will never be able to solve it. It's
just an insoluable problem. Everybody talks about
it but nobody can do anything about it. Because
what can you do about it? And sometimes | think
even if they did have buses in the outlying areas
people wouldn't use it cause they are so accustomed
to the car. People get in the car and drive two
blocks, so they are not going to walk two blocks to
the bus if they have a car available.

Oh, | have many people ask me “do you ride the
bus’ like you poor soul! How do you manage? Well
of course when | used to ride the streetcar, why that
was the method of transportation to go to work. Be-
cause not too many people, women that is, drove to
work. You took the streetcar downtown and there
was good transportation and you didn’t think any-
thing of it. But now it is a social liability not to drive.
You are really pitied. Can't you drive? You idiot! Can’t
you learn?"”

So much for mass transit.
Up to this point, the elements that seem to shackle ~ Never again exceed the supply.

The turn of the century and everything seemed
under control. A real seer of the times said that it
was “‘nothing less than feeble-mindedness to expect
anything to come of the horseless carriage move-
ment,” and six years later Henry Ford’s millionth
model T rolled off the assembly line.

“I'll tell you one thing, the cities are finished,” said
Ford in the early 20’s. Which is rather like Napoleon
predicting that someone would get hurt at Waterloo.

Ford hired a man named Walter E. Flanders who
introduced standardization. In another plant a few
years later two workers took a cue from a Chicago
meat packer and developed overhead hooks that
transformed the assembly line into a production
chain. The demand for American automobiles would

a viable transportation system are pretty familiar. Car production did fall off during the second
Afterall, Des Moines did not patent cobbled-up city World War (down to 610 passenger cars) but no one
planning, an unresponsive legislature, urban sprawl, could get gas or tires anyway. In 1946 the war was
or an anemic bus company. Besides, they are not the over and we got back, literally, into gear. There
real architects of the urban transportation crisis. But, were two million cars produced that year, and the
the real mephistos . . . you . . . and your car. ensuing four years would see the total output of the
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previous eleven exceeded. Twenty years later, we're
home free.

The United States is the largest banana republic
in the world, and our bananas are cars. Next year
there should be somewhere between 90 and 100 mil-
lion cars on the road. Four out of five American
families own at least one car, and that'’s half of them

. in the world. By tomorrow there will be 6,000
more. 81% of the American people travel to work
by car. The next closest is 45% in West Germany,
and if you walk to work you are in an elite minority
. . . 6% of the population to be exact. We do not
own cars to travel, we travel in order to own cars.
Passenger car miles traveled in the U.S. are in-
creasing six times faster than the population. It
you are average, you will buy, rent, or borrow
twenty to fifty cars in your life time. You will also
own a new car at least every three years. It was
the automobile industry that first taught us that some-
thing fun did not have to be terribly permanent,
There’s no doubt about it . . . we love those cars. And
when Americans love something they pay for it. A
fact that is not lost to every level of government.

For example, the highway trust fund nationally is
projecting its needs for the next 15 years at a figure
just below the national debt for fiscal '70. About 320
billion dollars. Of course, figures like that are non-
sense to most people.

Put another way, when you honk your horn in the
city of Des Moines, fourteen state agencies, seven
city agencies and the Polk County government hear it.

They would obviously like a hunk of the 120 million
dollars you spent on fuel tax alone last year. That is~
second only to the income tax, and after refunds
probably exceeds it.

Trying to determine exactly what happens to car-
related revenue is like trying to get a head-count of
the Viet Cong. Suffice to say that most of it goes to
the lowa Highway Commission,

In the 30’s lowa had a problem that they needed
to get the state out of the mud. That is provide roads,
farm to market roads primarily, and some roads
across the state. So we had developed within the
law of lowa and within the constitution of lowa the
concept of the road-use tax to self-finance the con-
struction of roads. Now this appeared to be a very
good method at the time to get the road building out
of politics. However, the result was we created a
commission, the Highway Commission which is the
dictator as far as road construction is concerned. In
order to keep it out of politics, we have no legislative
oversight over how they spend their construction
funds, nor do we have any executive oversight by the
executive branch of the government. The only con-
trol the Governor has for example is the appointment
of highway commissioners. But their time in office
is staggered so that no one governor can really
dictate a philosophy on the part of the highway
commission.

The lowa Aeronautics Commission spends 400,000
dollars annually, and has a staff of eleven. The lowa
Highway Commission spends 150 million dollars a




year and employs over 4300 people.

It should be no surprise to anyone that when an
agency like that is charged with building roads, that
is exactly what they are going to do.

Last year, they literally could not build them fast
enough.

still, the Highway Commission does what it is sup-
posed to do very well. The fact that in a given year,
the Highway Commission spills more money than
the cities will probably see is not their fault. And
besides, there are other ways to get a piece of the
action.

Everytime you drive into a town and you look for
a place to park and you find it you feed the parking
meter: this is a contribution to the automobile, to
make a place for it. Property owners within every
city are assessed on their property taxes for street
improvements for the automobile. This is a direct
subsidy for the automobile. Every city that creates
a municipal parking lot is creating a subsidy to en-
courage people to come to that lot. And that lot in
turn is taking money out of the tax base. When you
put parking lots, for example, in the downtown busi-
ness district of Des Moines you are taking the most
valuable property in Des Moines out of the tax base.
You can consider this as a direct subsidy to encour-
age the use of the automobile. You add up all these
subsidies and you’ll find that the automobile is a
very, very, very expensive and highly subsidized
mode of transportation.

As long as we're going to get soaked for using
cars it follows we may as well use them with a
vengeance—and we do. We landscape with them

. we sleep in them. We do business in them.
We are interested in them. We are entertained by
them . . . most peculiarly at times, paying money {0
watch cars run into each other. We eat in them. We
take them on vacations. We pamper them. About
two million Americans have put their homes on
wheels. So in a sense, we live in them. And most
certainly . . . about 65,000 times a year, we die
in them.

It's like wiping out the city of Council Bluffs over
the next year. There are some things about driving

your car that you ought to know. Last year there
were 22 million wrecks on American roads. Aside
from keeping a lot of insurance men and lawyers
employed, it also injured over four million people. If
you drive a car with any degree of regularity, you are
almost doomed to an accident. Fifty-five percent of
you will have it within the next three years, and 94%
will pile up sometime in the next ten years. Those are
obviously not red hot odds. There must be a reason
short of death wish that we cling to our cars.

At the moment Des Moines is facing considerable
problems looking ahead. Although not as severe or
intense as those that inflict the larger metropolitan
areas. | think the saving grace for the smaller metro-
politan areas such as Des Moines . . . that is if they
look back, listen to their research properly, they can
by various forms of judicious planning avoid the most
acute problems which face our larger and older
metropolitan areas. This is a question of whether
human beings can learn from experience, and it re-
mains to be seen what the answer will be.

The prognosis is this . .. By 1990 you will be making
more money . . . There will be about 200,000 cars in
Des Moines—two for each family. There will be little
if any public transportation, and what there is will
utilize buses in some yet undefined way.

But in 1972 the salient point about Des Moines trans-
portation crisis is this . . . there is no transportation
crisis. And if Des Moines’ economic base and popu-
lation remain static there won't be one in the foresee-
able future. Remember, the city has been rather
adept at avoiding great change in the past.

But with all of the vagaries of the future, there is
one certainty and its got something to do with supply
and demand. You and | will drive our beloved cars
until we approach psychic collapse or bankruptcy or
both. When we are finally forced to spend inordinate
periods of our workday in traffic jams—or shell out
$65.00 a month to park downtown—or find it im-
possible to move or breathe in the city, then and
only then will we rise up in splendid indignation
demanding that our elected officials do something
about that damned transportation in the city. Until
then, I'll see you on the freeway.




LOOK AT ANY
CONSTRUCTION WHERE
OUR PROTECTIVE MAINTENANCE
AND SAFETY COATINGS

ARE AT WORK

« STORES « OFFICE BUILDINGS

* APARTMENTS « SCHOOLS « WAREHOUSES

* HOSPITALS « NURSING HOMES

YOU'LL AGREE — THESE ARE ESSENTIAL
MANAGEMENT PROCEDURES FOR PRESERVATION OF
THE BUILDING, FIRE RETARDANCE, ACCIDENT PREVENTION

PROTECTIVE MAINTENANCE

The best time to initiate IOWA PAINT'S pro-
tective maintenance program is when a building
is in the early planning stage. But you can start
any time—so long as the building is serviceable.

Protective coatings by IOWA PAINT add years
to the useful life of a building. The earlier this
type of maintenance is started, the greater the
protection.

It's a complete program, including interior and
exterior protective primers and coatings for foun-
dations, floors, walls, ceilings, roofs.

FIRE RETARDANT COATINGS

Fire retardant properties can greatly increase
the safety of any construction — not to mention
greater safety for people. IOWA PAINT fire retar-
dant coatings are Underwriters’ Listed. Their

higher cost is often offset by reduced insurance
rates.

COLOR CODING FOR SAFETY

We strongly recommend color coding as ap-
proved by the American Standards Association and
the National Safety Council. Briefly, it uses bright
colors to define and identify hazards, safety equip-
ment, fire protection units, etc. A complete color
coding chart is in your IOWA PAINT SPECIFICA-
TIONS MANUAL FOR ARCHITECTS.

We invite you to consult with us without
obligation regarding protective mainten-
ance, fire retardant coatings and safety
color coding.

LONW/A, 127\

MANUFACTURING COMPANY, INCORPORATED

17th & GRAND AVENUE DES MOINES, I0WA 50305
TELEPHONE 515 283-1501
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editorial cont'd

Growth Units of the size and quality proposed
cannot become reality without a continued flow of
credit at stabilized rates of interest, subsidized hous-
ing for low and moderate income groups at a level
equivalent to housing subsidies now provided higher
income group home owners in the form of tax reduc-
tions, and state governments regarding sufficient
control over local building, zoning and health regu-
lations. These requirements and means by which to
realize them are all included in the Task Force
proposal.

One of the most bold parts of the plan is the public
acquisition of over one million acres of private land
in and around the 60 metropolitan areas with popula-
tions over 500,000, where 80 percent of American
growth is now taking place. Emphasizing that public
control of land in order to guide development is not
a new concept, but was followed by the founders of
our nation in shaping the growth of Washington, D.C,;
Philadelphia, Pennsylvania; Savannah, Georgia; and
other cities, the Task Force recommended that we
return to this old American principle (estimated cost
at $5 Billion).

The land purchased now would appreciate in value
in a few years to the point where its original cost
would be recovered along with much of the cost of
preparing the land for development.

A series of tax incentives should be instituted to
promote building and rebuilding at the neghborhood
scale. This would be part of a recommended tax
structure which would move away from property tax
toward a broad based taxation at state and federal
levels. Present Internal Revenue codes encourage

the quick buy-and-sell posture for the developer, dis-

couraging his staying around to make certain that the

costs and concerns of management and upkeep are
given equal consideration to the cost of construction.

Major governmental changes are proposed:

1. At the federal level, a national development cor-
poration to handle federal grants and consents;
dealing with counterpart state, local and private
agencies; and tapping national money markets.

2. At the state level, development corporations emul-
ating and going beyond the pioneering example
of New York State.

3. At the local level, public and public-private cor-
porations subject to area-wide planning and
participation.

We've listed just the highlights of a very compre-
hensive and detailed report and plan. As stated in
the introduction: “This report is about America at its
growing edge. It outlines a set of policies that can
enable this nation, as a responsible member of a
threatened world of nations, to shape its growth and
improve the quality of its community life.”

The challenge is clear. The report has the unani-
mous approval of the Board of Directors of the AlA.
In the time since its release in January, Board repre-
sentatives from the AlA’s 18 regions have been con-
ducting discussions around the country about the
report—its goals and implications—in preparation for
the National AIA Conventions in May.

We're confident that the report will be approved—
probably revised or added to or improved after much
discussion and debate—but approved as a back-
ground for action by the architects of America.

GF 40/4 Stacking Chair

m KOCH BROTHERS 325 Grand Des Moines, lowa 50308 (515)283-245
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J. F. Clarke House, Fairfield, lowa

Wesley |. Shank

This article presents the findings of one historical
study of lowa architecture, funded by a grant from the
lowa Arts Council and lowa State University.

Edited for publication

The Clarke house, its overall outline, long hori-
zontal eaves, bands of windows, plainness of wall
surfaces, and excellent condition do not suggest a
house designed in 1915.

Advanced spacial planning can be seen in the
interrelationship of the entrance hall, living and din-
ing rooms; all subdivisions of one large space. The
volume of the freplace and chimney, with the two at-
tached screen walls, pierced by a wide opening
extending from the door and window heads to eye
level, provide privacy and visual continuity into the
adjoining spaces. The prototype of open planning
is Frank Lyoyd Wright's Willits House of 1902 and
Mies Van der Rohe’s Brick Country House of 1923
and the German Pavilion at Barcelona in 1929.

The circulation is efficient, the main rooms are
oriented to sunlight and the garden. For summer
comfort cross ventlation is proivded in most of the
rooms. The sun porch projects into the garden to
take advantage of summer breezes. Window screens
and storm sash are mounted on the inside of the
windows, allowing easy and safe removal. The door
and window trim and baseboards are flat and simple
flush planes, unusual in 1915.

Working drawings were executed comparable to
contemporary work and are indicative of quality pro-
fessional service. The architect, Francis Barry Byrne,
trained for six years in the office of F.L.W. His work
is simple and refined in detail. He collaborated
closely with Alfonso lanelli on the interior glass
windows with a few small squares of colored glass to
enliven the linear pattern. Unlike Wright, he used
simple decorative treatment, ceilings free of linear
patterns and wood, bas relief sculpture above the
fireplace and natural earth colors.

The exterior fence and gate screening the kitchen
entrance and the balcony above the front door are
ultramarine blue which harmonizes with the dark red-
brown brick walls.

The client, Dr. James Frederic Clarke, a doctor of
medicine, received his medical education shortly
after some of the most important discoveries of med-
ical science. He lectured on hygiene at the University
of lowa, was first in the county to use X-rays, per-
formed the first appendectomy there, served two
years in WWI, organized a medical unit which served
in France, and assumed public responsibility instru-
mental in the construction of the county hospital. He
also served as mayor and state legislator.

The owner and the architect were men with pro-
gressive ideas, each in his chosen profession. The
house stripped of nostalgic design, is as progressive
as the men who created it.
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HELP THE INDIANS

HELP THEMSELVES
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G\\U% david bear inc.
| construction components

8450 HICKIVIAN ROAD DES MOINES, IDWA 50322 PHONE 515/278-1621

Adobe-crete
the block

with
bulging
waistline!

Adobe-crete’s
pleasingly plump
profile lends itself
to all design
phases of
architecture

For commercial
buildings - as well
as homes-
Adobe-crete comes
in a modular size and
a variety of colors.

MARQUART CONCRETE BLOCK COMPANY

110 Dunham Place Phone 233-8421 Waterloo, lowa
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e HALSEY TAYLOR ELECTRIC COOLERS
AND FOUNTAINS

e IN-SINK-ERATOR GARBAGE DISPOSALS
e SLOAN FLUSH VALVES
e ALUMINUM PLUMBING FIXTURES

e SYMMONS SHOWER VALVES
e DAVIS

EFFICIENCY
KITCHENS

L. J. SWEENEY
& ASSOC.

"Buck’ Sweeney

518 - 35th St.
Des Moines, lowa 50312
Phone: 515/274-2050

lowa City, lowa © 1-319-338-9172
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80 colors ranging from white to black/lﬂ textures from smooth -
to rough/10 sizes from paver to Saxon from the Midwest’s AN * TE
largest manufacturer of brick, building tile, and drain tile. 1 %
Write for color literature, individual products folders and SRR

design counseling. BRICK & "I.E DIVISION

DIVISION OF CORPORATION

DES MOINES SALES OFFICE « 101 ASHWORTH ROAD ¢ WEST DES MOINES, IOWA 50265
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o ROCKS *

* That's right . . . aggregate rocks to be exact. As
a matter of fact we have rocks on our minds a great
deal of the time because aggregate rock is essential
in the production of our precast concrete panels.
We may have rocks in our head but then we have

good reason to.

m n MIDWEST CONCRETE INDUSTRIES HI ADS
WEST DES MOINES, IOWA

lowa Agents: Swanson Gentleman, Inc. Des Moines
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members of IOWA CONCRETE MASONRY ASSOCIATION

Clinton Block Co Rock Valley Block & Tile Co Burlington Block Co Concrete Products Co.

Clinton, lowa Rock Valley, lowa Burlington, lowa Dubuque, lowa
Cedar Rapids Block Co
Lake View Concrete Prod. Co. Concrete Products Co Cedar Ra{nds lowa Concrete Products Co
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Oskaloosa, lowa West Des Moines, lowa Products Co.
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Marquart Concrete Block Co
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‘Load Bearing
‘Electrified
‘Finished to Receive
Paint or Vinyl

Wall Panels By...
Prestressed Concrete of lowa
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Compare The Difference

Electric heating. Compare the difference. For your
clients. Your customers. Yourselves « Compare is the
big thing this year. And we’re talking about com-
paring cost ... convenience ... flexibility ... cleanli-
ness...and all the rest« Give us a chance to look over
your plans and share our ideas. Let us help if
we can e Call Duke Fulton—Iowa Power’s il |

Electric Heating Specialist. 1-515-281-2552 . G




