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CITY ENTRANCES:


 AN ILLINOIS CENTRAL EXPERIENCE FOR CHICAGO


by Elias Samuel Saltz  


This thesis examines entry as an architectural phenomenon through the experience of entering a city.  The basic premise follows the idea that individual people mentally place themselves in their environment based on their prior experiences and knowledge.  As such, they perceive their surroundings based on a conditioned state of being caused by their feelings about a place, and the images that the place contains for them.  I chose to focus on Chicago and to solve a design problem that would demonstrate that city entry can provide a powerful statement in the experience of motion.
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INTRODUCTION


THE PRESENTATION OF THE PROBLEM





I


n the context of the greater city environment, entrance ordinarily goes unappreciated and unnoticed.  Architectural entrance—the process of entering buildings—dominates in the minds of people in terms of what entrance means in the scheme of movement or process.  An extremely noticeable change-of-state occurs as a process of entering a building.  In this case, and as referred to throughout the latter portions of this thesis, change-of-state means both a physical change (in climate, aural or olfactory as well as visual and tangible conditions) and emotional or intellectual change, one which provides a new or totally familiar set of overall feelings about being in a place. Entrance, however, really exists in the greater context of occupied environments.  We move through space in a haphazard fashion, almost always under the control of the power of one of the many kinds of man-made systems.  Any instance of encounter which causes us to take notice or question as to who really controls our movement can lead us to realize an entry experience and a change-in-state.  This frequently occurs at junctions of two or more movement systems where the level of control always changes.  


The junction  point between railroad and city provides the prime example throughout this work.  Railroads act to move people in such a linear and regimented manner that the act of riding a train necessitates a mental separation from the surrounding context (taken to be urban for this discussion).  The yellowed train windows create an additional level of detachment, casting a tint of non-reality on the outside world.  For those moments of travel, the only real, sensible world consists of the environment of the railroad coach and the people within it.  The moment of disembarkation reveals several layers of reality inherent to the spaces beyond the train walls that rush upon the passengers.  The larger rail depots mitigate the effect of entrance by providing sequences of spaces; passengers begin by leaving the train in a dark shed, move via a passageway system to a large interior space, such as a great hall waiting room and then go out into the city.  When the passenger actually reaches the street, the process has shaken the experience of riding the train from the mind. 
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Figure � SEQ Figure \* ARABIC �1� - Edward Hopper, Approaching a City.  (1946: The Phillips Collection, Washington DC).


I choose to focus on these ideas for one railroad terminal in one city and the way in which the architecture of  the entry experience makes statements towards issues of control.  I will lead up to this discussion in several ways.  I will invent the idea of the micro-entrance, in which movement through cities results in many changes-of-state based on the pattern language found within an area, and later this relates to ideas contained in the design portion of this work.  


Prior to this discussion, however, I will take a detailed look at the city of Chicago, the backbone to the subject for this thesis, including its developmental and planning history towards realizing the attitudes of Chicagoans towards their city and their railroads.  The Illinois Central Railroad terminus, now owned by METRA and the Chicago, South Shore and South Bend Railroad,� in particular, needs architectural attention to bring it up to a level of entrance that jibes with its extremely important and prominent location.  
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Figure � SEQ Figure \* ARABIC �2� - View of the Chicago lakefront looking north, 1941. From Joan E. Draper, “Paris By the Lake: Sources of Burnham’s Plan of Chicago.” In Zukowsky 72-22.








Introduction to Chicago and the Illinois Central Railroad


Since 1852, just nineteen years after Chicago became incorporated as a city, the Illinois Central Railroad’s steam powered freight and passenger trains arrived and departed along the Lake Michigan shore.  Since then  the appearance of Chicago and of its ‘front face’ has undergone an unbelievable metamorphosis. Of all the elements that shaped Chicago’s downtown lakefront, only Lake Michigan was more constant than the Illinois Central (IC).  Almost every citywide and central area plan devised for Chicago included those trains.  Currently, the City of Chicago denies this consequential portion of its history; the location of the IC terminal at East Randolph Street and Michigan Avenue occupies the most ignominious of possible spaces in what ought to be a stunning location in Chicago.   It serves only a limited portion of  the total arriving or departing population on any given day, but because of the position at the front steps of the city, it requires adept attention more than any of the others.  


The current process of arriving by METRA Electric train is nowhere as organized as the arrivals of the non-lakefront lines.  Whereas the others occupy majestic terminal buildings with well planned sequences to move passengers from trains to street,  the IC terminal occupies a basement under the Prudential Plaza at Randolph and Michigan Avenues.  Until the final forty seconds of the rail journey, trains are out of doors, but in a gap twenty feet below the level of the city.  Trains pass underneath the Art Institute of  Chicago.  Immediately thereafter, it disconnects from the city altogether by shifting slightly west into a cutout embankment and begins to descend to its underground terminal beneath 1 Prudential Plaza.� The terminal space occupies a modernistic nightmare of a room which offers no evidence to its prominent location just above it.  Clearly marked exits lead to the city streets, but many pedestrians choose an underground maze designed in a 1973 city plan entitled Chicago 21. Once in the Pedway people can reach many Loop offices or shopping centers without ever seeing the city, at the same time avoiding the dilapidated steel and concrete exit from the train station.
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Figure � SEQ Figure \* ARABIC �3� - View of Randolph Street  station looking north.  Notice METRA tracks disappearing under the ground to reach their final destination under Prudential Building in background.  Photo by the author.





I describe the very real experience for an arriving train and passenger on what I consider an incredibly important city entrance.  Herein lies the problem.  The environment for transformation exists. For an architecture of location and place and of flow to appear, for this location to obtain the identity and image it richly deserves, exploration into the experiential and historical aspects of downtown transportation philosophy, and into different issues of urban form and place-identity, must first take place. 


The overall aim of  this thesis is to reach for and to ultimately make a concise determination on the nature of the city entrance and on how Randolph Street Station can provide the proper entry experience.  To reach a decision of this delicacy and potency, I must begin by looking back at how this location became a place.  It is necessary, therefore, to explain the importance that the IC has on Chicago’s physical appearance.  I will discuss the various Chicago plans and how they still affect the experience of arriving by train in Chicago.  Following that, I will explore the opportunities that the excitement inherent in downtown Chicago provides to enhance the entry experience to the Randolph and Michigan terminal.  Concurrently, I intend to examine the problem so that the resulting station will re-invigorate the commuter every day and will become the central experience of the commute.   �









CHAPTER 1 �A LOOK AT CHICAGO





Chicago has two dominant natural features: the expanse of Lake Michigan, which stretches, unbroken by islands or peninsulas, to the horizon; and a corresponding area of land extending the north, west and south without hills or any marked elevation.  These two features, each immeasurable by the senses, gives the scale.  Whatever man undertakes here should be actually or seemingly without limit.


Daniel H. Burnham, Plan of Chicago (Chicago: 1909)


C


hicago was first destined to be an important city as the obvious location for the end of a canal between the Great Lakes and the Mississippi River.�  This it became, in 1848 when construction of the Illinois and Michigan Canal finished.  The canal, and therefore the ability to transport materials, brought significant industry and shipping facilities as well as notoriety to Chicago.  When the canal became a reality, the population of  Chicago stood at twenty thousand.  Just twenty years later, even before the railroads ‘hit town,’ 300,000 people lived in Chicago, earning it the appellation “Lightning City” due to this rapid growth.�  Chicago’s secured  its role as a center of commerce and transportation, though it did not gain its railroad identity until 1869, when the Union Pacific Railroad, a cross-continental line, began operating through the city.  Prior to this time, the railroads primarily transported livestock to Chicago from local farms. 


All of this comes from a single fort on the banks of a river in a place that native inhabitants named after a variety of wild onions.  Chicago was first legally recognized as a town in August of 1830, when its land area was less than one half of a square mile.  It officially became a city in March of 1837.�  At this time, and until October of 1871, the predomi�nant building construction method was the wooden balloon frame, especially for residential construction, though used for warehouse and light industrial building as well. 


The wooden houses at this time were not particularly durable, but they were portable.  Property owners followed the practice of moving their houses to the backs of their long, narrow lots, constructing new houses at the fronts, and then renting out the former dwelling.  This effec�tively doubled the building density in certain areas, so when those older buildings deteriorated, they left whole territories as horrible wooden slums.� Without these construction and land use strategies, Chicago could never have grown the way that it did, nor covered such a vast area with flammable materials.  


From one of these slums, as the Mrs. O’leary’s cow fable goes, on October 8, 1871, The Great Chicago Fire began.  It was not the first big fire in Chicago, but it burned into the city’s memory as the only fire.  Approximately 2,000 acres burned, containing 18,000 destroyed buildings and 90,000 people rendered homeless.�  In his eloquent essay, “Chicago’s Secular Apocalypse: The Great Fire and the Emergence of the Democratic Hero,” Ross Miller writes of Chicago after the fire, 


The Chicago Fire was a one-and-a-half-day apocalypse: an enormous event that instantly confirmed the city’s importance to both its citizens and to all outsiders who watched or heard about its trials.  Although some compared the event to the destruction of Rome, Babylon and Troy, this was a particularly American apocalypse.  Instead of leveling the city and destroying forever man’s vainglories this act of magic, Devil, or God was decidedly latitudinarian.  The Kingdom of God to which Chicagoans awoke the next morning was not among the angels in heaven, but back in Chicago.�





Chicagoans immediately began rebuilding the city with incredible intensity; builders labored by torchlight during the night and heaters kept the curing concrete warm
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	Figure � SEQ Figure \* ARABIC �4� - photograph of Chicago after the great fire. From Ross Miller, “Chicago’s Secular Apocalypse: The Great Fire and the Emergence of the Democratic Hero.”  in Chicago Architecture, 1872-1922: Birth of a Metropolis, ed. John Zukowsky (Chicago and Munich: The Art Institute of Chicago and Prestel-Verlag, 1987).





all through the next winter.�  The Fire, as an incredibly important incident, set many architectural and legal precedents.  For obvious reasons the City Council began passing fireproofing ordinances.  One such prohibited balloon frame structures within certain boundaries in the central areas of Chicago.  This, in turn, presented architects with the problem of finding other building materials and methods that would meet the new codes.  Several important developments emerged and dominated the building scene for some time. One was the system of surrounding an iron frame with a hollow tile fireproofing envelope.  This technique and the invention of the elevator, steel construction, and the pre-drilled concrete caisson foundation led to the skyscraper boom that lasted clear through the 1920’s.�


Charles Butler, one of the first settlers to Chicago, in 1833 wrote, “The experienced observer saw the germ of a city, destined from its peculiar position near the head of the Lake and its remarkable harbor formed by the river, to become the largest inland commercial emporium in the United States.”�  Mr. Butler was almost forty years ahead of his time.  In the period just preceding the Fire, Chicago overtook St. Louis as the West’s pre-eminent center for commerce.  With the opening of the Michigan and Illinois Canal in 1848, the Galena Railroad in 1850, the Illinois Central Railroad in 1851, the Michigan Southern and the Michigan Central Railroads in 1852, Chicago’s markets changed from just retail to a giant center for wholesale.�  These and the other railroads led to the founding of the Union Stockyard in 1865, essentially a city within the city. Chicago became the meat packing capital of the world for more than a century, and the need to transport livestock in and produce out perpetuated the growth of the railroad economy.� 
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Figure � SEQ Figure \* ARABIC �5� - Illinois Central trains arriving and departing along trestle on Lake Michigan, dated 1864.  Reprinted from Alan R. Lind, Limiteds along the Lakefront: The Illinois Central in Chicago. (Park Forest, IL: The Transport History Press, 1986).


In 1856, a developer named Paul Cornell owned a parcel of land at 53rd Street in what is now Hyde Park, Chicago.  At that time, no one lived at 53rd street; it was essentially in the middle of nowhere.  A persuasive individual, Cornell convinced the Illinois Central, then a short-run commuter railroad (as well as a long-haul freight carrier), that he would trade a right of way through his property for a series of commitments to build a new station there, to name it Hyde Park, to purchase sixty acres at thirty dollars per acre, and to begin regular passenger service to Hyde Park “in due course.”  Cornell insisted on the investment so that the IC had an incentive to help him develop the area.  In June of 1856, a ceremonial train, filled with city officials and IC top brass, stopped at Hyde Park.  Regular service commenced on the Fourth of July of the same year, running with empty trains for some time.�  This anecdote points to the faith that people had in the power of the railroads to invent a new center of economic opportunity, a belief which still persists in some corners.  The other important instance of railroad-originated economic development, namely Pullman Town (1879), will be discussed in Chapter Two, since it is more relevant as a town planning experiment than a direct investment by the railroad industry in Chicago. 


Enormous piles of debris from the Chicago Fire placed in Lake Michigan filled it out from the shore for a distance of over one hundred yards in front of Downtown. This area later became Grant Park; recreational land displaced the trestle where the Illinois Central arrived over Lake Michigan.  Eventually, this newly created bit of real estate would become the most intensely considered, sought after, and planned in the city; separately, Burnham and Saarinen created two of the most visionary of these plans and the City of Chicago planning boards created the less visionary conglomeration that now occupies the lakefront.  From McCormick Place (possibly the worst planning mistake that Chicago ever made—acres of public land named after Burnham transformed into vast expanses of asphalt) at 22nd Street to the Monroe Garage (an excellent idea poorly executed); the dynasty of civic improvements and “progress” lives on.  


The next important event that shaped Chicagoans pride in their city following the Great Fire took place in 1893;  the World’s Columbian Exposition brought worldwide attention to Chicago.  1993 being the centennial of that event, Chicago pride again swelled at that event which occurred a century ago.  During the centennial year, the Chicago Historical Society, the Art Institute, and the Harold Washington Library all exhibited art, photographs and memorabilia from the World’s Fair. They showed subjects from the architecture and planning of the fair to the giant wheel by George Ferris to the singing groups and burlesque acts that performed on the Midway.  The 1893 World’s Columbian Exposition’s success initiated the interest in planning Chicago’s future; it was shortly thereafter that the Merchant’s Club, later renamed as the Commercial Club, came to Daniel Burnham to commission his now-famous plan.  Burnham had gained notoriety for being the chief architect for the Fair, although Burnham also received criticism for the Fair designs.  Some commented that it was “strange that Chicago, a city known for its innovative architecture, would stage an exposition in such retrogressive buildings.”�  The architecture was white, horizontal and classical; the Fair grounds became referred to as the “White City”. 


The fair caused an enormous demand for increased transportation to Jackson Park on Chicago’s South side. Of all of Chicago’s railroads, the IC went nearest the park; none of the other lines came close, so the brunt of the transit demand fell on the IC.  In 1893 they built Central Station on the east side of Michigan Avenue at 11th Place, one mile south of what was not yet known as the Loop, to respond to the fair traffic.  They also rerouted a number of trains, on tracks built on embankments to Jackson Park, and purchased special


� INCLUDEPICTURE C:\\PSP\\THESIS\\THESIS19.BMP \* MERGEFORMAT \d ���


Figure � SEQ Figure \* ARABIC �6� - Photograph of workers building Illinois Central embankment to carry passengers over streets to Jackson Park for the 1893 World’s Fair.  From Lind.


rail cars that had nine doors on each side to handle passengers more efficiently.� Central Station was not a terminal, however.  It was the rare instance of the grand train station building in Chicago that trains passed through. While most intercity trains ended at Central Station, commuter trains actually terminated at Randolph Street, as they do today.  This element of the IC’s history becomes important in chapters five, six, and seven as an issue of comparison to the entry experiences of the other train lines, all of which occupied palatial depot buildings.  The Illinois Central demolished the Central Station in 1974 after their intercity service was taken over by Amtrak; they had no further use for the building.�  


The next major step for the Illinois Central was the electrification of its lines, beginning in 1919 and lasting until 1926.  The Lake Front Ordinance of 1919, based on re�commenda�tions of the Burnham Plan, convinced but did not order the IC to undertake wholesale improve�ments, including replacing its station at Roosevelt Road (never done), placing in service a new passenger terminal at Randolph Street (opened 1931), and, especially, electrifying all of its operations within city limits.�  Along with eliminating the smoke from the coal-burning locomotives, a major benefit in itself, this action, more than any other, opened up the possibility for air rights developments over IC property, as Saarinen in his plan pointed out.  In 1920, the concept of air rights was not new, and could be roughly defined as an air space above railroad tracks and facilities, or as defined in 1927 by Joshua D’Esposito: “The space above a plane of clearance over railroad tracks and facilities, capable of utilization for the construction of streets and buildings in the same manner as if the railroad facilities did not exist.”�  The legal definitions have become more complex, mainly because of zoning restrictions and the addition of the concept of air rights over non-railroad property.�  The most important air rights building in Chicago is the Merchandise Mart, designed by Graham, Anderson, Probst and White and completed in 1931, though it follows Saarinen’s proposals for air rights hotels, office buildings and residences over the IC at the riverfront by seven years.  The architects conceived and designed the building directly from recommendations from the Burhnam Plan.  The Merchandise Mart, Marshall Field & Company’s four million square foot wholesaling center, was the last major project in Chicago at the time of the crash and depression of 1929, which almost killed it.�  


The mid-twenties, besides being a time of tremendous growth, saw several transit related developments.  Two were street improvements following Burnham’s doctrine. The double deck Michigan Avenue Bridge and Wacker Drive improve�ments reached completion during this time.  The addition of the lower roadway eased traffic congestion and created a useable bypass road within the downtown area.  This work made the former Water Street one hundred feet wide on the upper level and 135 feet wide below.�  In railroad developments, Chicago’s Union Station opened in 1925, and immediately began serving almost 400 trains per day.�  Also important and transit related, in 1926 intercity bus service began in Chicago by a company called the Motor Transit Corporation.  It used as its slogan , “Ride the Greyhounds.”  It was originally funded as a Public Works Administration project, but during the thirties, under the name Greyhound Corp., was kept alive by several railroad companies.  It attracted customers during the depression by offering rock bottom fares, a good safety record, and flexibility.�


In his book, Chicago, 1930-1970, Carl Condit writes about the effects that Chicago felt during the Great Depression.  He does so in rote fashion, elucidating the utter starkness of the time.  Chicago’s loss in property values was greater than any other city in the United States.  By February of 1932, the overall value of the city declined to half of the levels of six years earlier.  New construction in 1926 was $366 million; in 1932, only $3.8 million.  Only 161,150 square feet of office space opened in the entire decade from 1931 to 1940.  More importantly, the depression shut down a vast program of public works intended to implement the Burhnam Plan.�  


Chicago until the 1930’s kept a hectic pace of almost uninterrupted pace of  growth due to the constant invention of new industries which it could latch on to.  Chicagoans considered their city not only as a tremendous economic success, but as an urban success story as well.  It had hosted an unimaginably successful World’s Fair and was busy planning another.  It had adopted and begun implementing a most ambitious improvements endeavor in the Burnham Plan.  Unprepared for the disastrous depression, Chicagoans nevertheless maintained an ambitious pride and forward looking demeanor during the downturn, and had a major accomplishment to show for it. 


Thus the  [1933-34 World’s] Fair was conceived in a time of prosperity and unlimited optimism, but it was to be opened at the very bottom of the worst depression, an unfortunate circumstance that failed to divert the intrepid [Mayor Lenox Riley] Lohr, who discovered among other things that economic disaster turned architects into energetic salesmen.�


Aside from the extreme economic woes that Chicago suffered during the depression, the city had much to offer a second world’s fair.  Its geographical location as
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Figure � SEQ Figure \* ARABIC �7� - Crystal House by George Keck for 1933 Fair. From George Larson and Jay Pridmore, Chicago Architecture and Design (New York: Harry N. Abrams, Incorporated, 1993).


the nation’s transportation hub, its unrivaled supply of hotel rooms, and its memory of happier times all recommended Chicago as a fair site.  Chicago held the World’s Fair in 1933, the Century of Progress Exposition. Economically, it attracted substantial revenueto Chicago.  In 1933, it held 71 percent of all conventions in the United States  Over four million fair patrons arrived in Chicago by train during that season.  The fair caused so much economic growthto the city that officials decided to keep it open for another year.  The 1934 fair season proved just as successful as the previous year.  Arch�itecturally, it was an important contributor to the acceptance of Modern architecture in Chicago and in the United States during the thirties and forties,� an acceptance that likely was motivated by the economy of the modern building materials used for cladding over the stone masonry that was the standard during the twenties. 





The architecture of the buildings and grounds of the Exposition of 1933 will illus-


trate . . . the art of architecture since the great Fair of 1893, not only as in America


but the world at large. New elements of construction,, products of modern invention


and science, will be the factors of the architectural composition. Artificial light, the


tremendous progress of which has astonished all designers in recent years, will be-


come an inherent component of the architectural composition. The extraordinary


opportunities of the site for the use of water as an intrinsic element of the composi-


tion will be developed to the maximum. 


  The architecture of the world is undergoing a great change. It has shown those


signs that indicate the birth of a great fresh impulse. The architects of the Chicago


World's Fair of 1933 intend that the buildings of the Fair shall express the beauty


of form and detail of both the national and the international aspects of this creative


movement.� 





 It took until well after the Second World War for Chicagoans to begin to expand the available office space again. The Prudential Building, designed by Naess and Murphy, and constructed on air rights over the IC, became the first major office tower built in Chicago’s central business district since 1934.  It opened in 1955.  For an air rights project, the negotiations between the developers and the IC took an arduous eighteen months.  In the end, Prudential obtained a “378 foot by 377 foot block of air,” plus 550 small lots for its caissons.  Additionally, the Illinois Central retained ownership of the portion of each lot that ran underneath a train girder.  Finally, IC allowed no interference with train operations during construction.�  Normally, benefits from air rights projects, are three fold: the railroads benefit from increased revenue from lease of space; the developer benefits from acquired property in an easy fashion (not the case, here); the city benefits from the elimination of trains and yards from view.


The primary incentive for the Prudential Building was not so much a shortage of office space, but rather a perceived demand for deluxe, high quality facilities.  The Prudential building offered this in its high-speed elevators (in its time the fastest in Chicago), and high light intensity from troffer lighting in a hung acoustical ceiling.  Prudential’s central air conditioning, not found in any other building in the city, was supplied by forcing air through the Chicago Tunnel Company’s tunnels to the river.  The building also featured a high number if indoor parking spaces, and allowances for tenant improvements.�  Prudential’s success in leasing the spaces above their own third of the building served to convince developers all over Chicago to begin building again, a trend which lasted, though with predictable fits and starts, to the present; this growth brought many notable buildings by the world’s best architects to Chicago.  The increase in the heights of buildings in Chicago points directly to that growth.   


The architects who adopted the Chicago they found after the 1950’s moved to eliminate the disarray that the depression left behind.  The movement towards overall city planning and the goal of alleviating all of the social ills became politically popular.  But throughout all of the plans and building projects, the vision of Daniel Burnham continues.  All of the recent planing efforts have reincarnated the Plan of Chicago.  Buildings grew along lines that Burnham laid on paper fifty, sixty, even eighty years earlier.  The questions of where Burnham came from and how the Plan of Chicago took form mean a lot to the morphology of Chicago; I believe it necessary to take an in depth look at issues surrounding the city’s various planning attempts.�
  





CHAPTER 2 ��THE CHICAGO PLANS AND PLANNERS


Early Town Planning


T


he very first notion of planning for the Chicago area came in the suburban town of Riverside, Illinois, right after the conclusion of the Civil War.  The town founders decided to take advantage of expanded commuter rail systems, of speculators’ hopes, and of the fears of city dwellers of crime and disease.  The original investor, Emery Childs envisioned Riverside with a philosophy of amenity and pleasant, welcome living;  Riverside was a town developed in the Garden City movement.  He pictured broad, gently curving streets lined with trees and parks.  He hired Frederick Law Olmsted to prepare the Riverside Plan, and William LeBaron Jenney as the architectural director.�  Olmsted himself said about Riverside’s planned public spaces: they are





for the purpose of easy, friendly, unceremonious greetings, for the enjoyment of a change of scene, of cheerful and exhilarating sights and sounds, and of various good cheer, to which the people of a town, of all classes, harmoniously resort on equal grounds, as to a common property�


The most unusual feature of the Riverside Plan, a feature especially ahead of its time, was a proposal for a special nine-mile drive into Chicago.  “Complaining that the growing popularity of the railroad had been responsible for the deteriorating condition of ordinary roads, Olmsted envisioned a limited-access highway.  The central lanes were to be reserved for carriages and horse-back riders, while the outside lanes would handle freight and provide access to nearby houses.”�  This roadway was never built, simply for the reason that Riverside planners could not extend their influence beyond their own border, but it is almost shocking to think that the predecessor of the modern limited access highway conceived in the 1860’s so resembles the expressways of today.


At about the same time, George Pullman made his initial fortune by inventing a scheme to lift buildings on jacks while underpinning their foundations, thereby allowing the streets to be raised over a new sewer system.  Pullman went on to become very famous for his manufacturing company.  He invested in a firm that constructed rudimentary sleeping cars for trains, took control of it during the late 1870’s and changed its product into “rolling palaces.”  His cars became so popular, that it drove his competitors out of business.  He needed to expand his enterprises, so, like any sensible man, he decided to build his own self-contained city to house his sleeping car empire, all of its laborers and executives, and to name it after himself.  � INCLUDEPICTURE C:\\PSP\\THESIS\\THESIS12.BMP \* MERGEFORMAT \d ���


Figure � SEQ Figure \* ARABIC �8� - Rendering of the town of Pullman.  From Thomas J. Schlereth, “Solon Spencer Beman, Pullman, and the European Influence on and Interest in his Chicago Architecture.” in Chicago Architecture, 1872-1922: Birth of a Metropolis. ed. John Zukowsky (Chicago and Munich: The Art Institute of Chicago Press and Prestel-Verlag, 1987).


Pullman purchased 3600 acres of land, fifteen miles south of  the Loop and began construction in 1879, following the plans of his architects, Solon Beman and Nathan Barrett.�  These two “shared Olmsted’s concern about the town’s public areas, and . . . had control over every building.”�  Beman and Barrett followed a modified traditional grid layout, with some special features.  They separated the residential district from the manufacturing plant, creating an atmosphere of neighborhood and “bringing to town
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Figure � SEQ Figure \* ARABIC �9� - Plan of Pullman, 1882.  From Ann Carter, “In Perspective: Pullman: 'Utopian' Company Town.” 	Progressive Architecture 58 (October, 1977)


planning the same pace-setting concepts of human comfort, efficiency, beauty, and elegance that revolutionized the railroad industry.�  The Pullman Company even maintained all of the trees.�  


Pullman (the town and the man) had a very unusual (and self interested) conception of railroads. “In most cities, the worst housing fronted the railroad tracks, . . . but in Pullman the opposite was true.  Beman situated his most ornate buildings in full view of the Illinois Central; passengers stared in amazement.”�  Whereas in most cities, then as well as today, the urban condition forces railroads to see only a city’s back.  “Nearly all of them descend into hidden tunnels and narrow cuts through zones of discard.”�  A man with the ego (and perhaps also business guile) of George Pullman would still not miss the irony of facing his better buildings on the railroad, especially because he recognized Pullman as a less than substantial city.  He used the tactic to make his town seem more important to passengers who normally experience only the doldrums that the urban waste areas have to offer.  I’m certain that the presentation of dignified frontage on the IC shocked some passengers; whether they knew it or not, their image of the commute (and of Chicago) altered on the day that Pullman opened.


The Burnham Plan


Much can be (and already has been) written about the Burnham Plan.  I believe it prudent to begin by pointing out that Burnham and Bennett created the most far-reaching and visionary, not to mention best presented, plan for an American city.  For all of this, its stated aims sound deceptively simple:
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Figure � SEQ Figure \* ARABIC �10� - Chapter heading from the published form of the Plan of Chicago. Note the design for the dropped capital letter.  Daniel Burnham and Edward Bennett, Plan of Chicago (New York: Princeton Architectural Press, 1993; repr., Chicago: The Commercial Club of Chicago, 1909).


First, to make the careful study of the physical conditions of Chicago as they now exist;


Second, to discover how these conditions may be improved;�Third, to record such conclusions in the shape of drawing and text which shall become a guide for the future development of Chicago.�


Burnham wrote the first draft for Plan of Chicago with a complicated social agenda which his final published version lacked.  I can fathom two main reasons for the elimination of the social idealism from the text.  First, I surmise that the Commercial Club, the organization that commissioned the plan, would frown on Burnham’s social agenda for the reason that as a group of businessmen, they supported spending civic money on improvements that would benefit them directly.  Second, Burnham probably wished to keep his text as close to the drawings as possible, especially the outstanding renderings done for the Plan by Jules Guérin, so that his ideas would have a better likelihood of adoption.
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Figure � SEQ Figure \* ARABIC �11� - View looking west of the proposed Civic Center from Bennett and Burnham.  Rendering by Jules Guérin.


The Commercial Club, a group of progressive Chicago businessmen, came to Burnham hoping for a scheme to rationalize and improve the city.  Despite their supposed progressiveness, they limited their desires: “for the City of Chicago and its environs a comprehensive and logical plan, indicating those lines of convenience and beauty along which the city should develop in the decade to come.”�  Burnham, enthused by the project, offered to volunteer his own time in the creation of the plan.  He employed Mr. Bennett, as well as two tracers and four assistants.  The Commercial Club paid for Burnham’s rent, materials, assistants, and the commis�sioning of the perspective render�ings.�


The first draft prepared by Mr. Burnham for the Plan of Chicago attempted to lay out solutions for a myriad of social ills afflicting Chicago at the turn of the century.  It included passages about providing for human biological functions as an essential part of accommodating life in the city.�  Public health in general attracted Burnham’s musings: 


In short, the ‘Hospital,’ especially as now publicly maintained, should not be only for alleviating individual suffering, but still more for the general advantage of man’s knowledge of his own body and the cure of his weaknesses and ills.  The hospital service should have ever in view the betterment of citizenship.”�


He also made a progressive statement by suggesting that the city provide day care facilities and foster homes away from the city; children would benefit from the natural environment.  In another passage related to children in the first draft, Burnham discusses the location and design of schools, passages he later omits from the final draft.  His recommendations include locating schools in the neighborhoods they serve,  providing light and air in all classrooms, building from fireproof materials, and providing from ten acre to sixty acre playgrounds.�


Whereas Ms. Shaffer muses on what Burnham left out of Plan of Chicago, and while these are interesting points that clearly allow contemporary scholars to get a grasp on Burnham’s attitudes, it better serves this thesis to discuss what he did include, what of that came to fruition, and how it affects the IC corridor.  


Burnham provides his lasting legacy and most important contribution in the lakefront park.  He concisely states:


First in importance is the shore of Lake Michigan, which shall be treated as park space to the greatest possible extent.  The lake front by right belongs to the people.  It affords their one great unobstructed view, stretching away to the horizon, where water and clouds seem to meet. . . . These views of a broad expanse are helpful alike to mind and body.�


The now-famous lakefront park plan, briefly stated, since pictures are more helpful here, calls for a parkway along the shoreline following the right-of-way of the Illinois Central from downtown to South Chicago. 
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Figure � SEQ Figure \* ARABIC �12� - Plan of Chicago.  Bennett and Burnham.


A lagoon lies east of the parkway, then a strip of filled-in land, then a beach and the lake; this park completely constructed at low cost of waste materials.  From Chicago Avenue north, Burnham proposed the same treatment, though with narrower lagoons and less land; he also suggests yacht harbors in lagoon areas and others just west of his proposed new islands.� 


Had the Burnham Plan come along sixty years earlier, it may have prevented the Illinois Central from building their tracks along the lake.  As it turned out, the Plan of Chicago proposed the means to reorganize the city’s railroads,  the centralization of railroad services and the beautification of the city through the elimination of excess rail yardage.  According to Plan, in 1908, twenty-two rail trunk lines entered Chicago.
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Figure � SEQ Figure \* ARABIC �13� - North side parks from Plan of Chicago.  From Bennett and Burnham.


Burnham had as an objective to handle the rail traffic with the greatest ease and speed and at the lowest cost.  He suggests developing one common system for freight traffic; but he realized the necessity of persuading each of the twenty-two companies to concede some of their facilities to the common good.  The city would require improved terminals to keep freight moving and the railroads must improve their main line and freight storage houses or set up remote operating centers.  If Chicago or the railroads ignored these recommendations, Burnham predicted the city will “be hopelessly left behind in the struggle for commercial advancement.”�   Burnham’s railway plan calls for a system of “circuits and radials,” meaning first, a loop of service following the lines along Michigan Avenue, Kinzie Street (400N), Canal Street (500W) and 16th Street. Second, the plan calls for three tangent zones of freight service surrounding this inner loop.  He writes, “By means of these circuits a complete system of distribution of passengers and freight may be secured.”�  
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Figure � SEQ Figure \* ARABIC �14� - Plan of Chicago. View looking northwest at the proposed civic center. Alternate railway station scheme west of the river between Canal and Clinton Streets.  From Bennett and Burnham.


 The other freight proposal in Plan of Chicago calls for two docks in Lake Michigan, one at the Chicago River and the other at the mouth of the Calumet River.  The conjunction of lake, river and rail facilities at two zones includes dock, warehouse, platform and unloading facilities.  The rail facilities should be non-steam powered, either underground or overhead, and should tie into the Chicago Tunnel Company, already in place before 1909.�  Most of these proposals did not come to fruition anywhere near the way he envisioned them, which should not cause surprise.  As Burnham himself pointed out, the reorganization required “careful study of men expert in such matters.”�


The Plan of Chicago had more influence in changing passenger rail service.  A main precept of his planning was the elimination of grade crossing for all passenger trains.  Today, most all commuter and long distance trains travel on embankments or in deep reveals, allowing automobile traffic unhindered movement.  Additionally, “terminal stations in the city should be either above or below the street levels.  They should be centrally located but always arranged so as to avoid the closing of streets.”�  Railroads and streets are co-dependent in economic ways as well.  Burnham points out that the economic difference between commercial streets and residential streets begins when a street railroad (streetcar) takes over a residential street.  That street then becomes a commercial street, thereby causing the street to be widened.  Planning in advance could eliminate this problem.�  


I will give a miss to Burnham and Bennett’s plans for the street grid and the park system.  Their appearance is well known, but has little bearing here since much of it did not get built and does not relate directly to the transportation images of Chicago.  The lakefront parks were created, their appearance loosely based on the drawings in Plan.  Chicago carefully preserved its existing parks and added forest preserves in Cook County.  Expressways that the city built roughly followed the plan, though less conservatively than envisioned by Burnham and Bennett.  The grid of city streets was interrupted by diagonals; some streets, such as Michigan Avenue, Congress Parkway, Roosevelt Road were widened.  The upper level of Wacker drive and the through passage of Western Avenue both came to pass.�  More monumental changes failed to occur.  The great harbor with its two grand arms at Roosevelt and Chicago Avenues does not exist, nor does the small inner harbor from Lake Street to 12th.  Instead, Chicago built the Filtration Plant and Navy Pier on the north and Solidarity Drive and Northerly Island (Meigs Field) to the south.  The unification of rail services remained a dream.  Great tree-lined boulevards connecting the park system failed to materialize, nor did the great boulevard arc.  Many of the lagoons envisioned for the lakefront do not exist, and thankfully, neither does the horrendous Great Civic Center planned for the city square at Congress and Halsted.  One additional incorrect prediction by Burnham and Bennett, (rather than a plan element): the South Loop did not become the central business district.  Businesses moved north across the river and up Michigan Avenue instead.�


Despite these shortcomings, the Burnham Plan succeeds on its own.  


What makes it Burnham’s masterpiece and has secured its place in history is its presentation.  Executed largely by talented specialists, not by Burnham himself, the book still remained firmly in Burnham’s hands. The result was a volume which stressed large, human issues, firmly subordinating the technical means.  It is accessible to lay people as well as specialists in great part because Burnham conceived of it a essentially a picture book.�


Eliel Saarinen’s Plan for a Cityfront Park
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Figure � SEQ Figure \* ARABIC �15� - View of Randolph Street Freight Terminal in the 1930’s.  From Lind.


In 1923 Eliel Saarinen came to Chicago and found it lacking.  He especially thought it necessary to point out that the traffic congestion in the central business district became unbearable every day, for all the automobiles that arrived and left downtown, there was remarkably little place to put them.  He devised an ingenious plan for an underground Grant Park parking garage.  His scheme offers remarkable efficiency at the cost of extreme complex�ity.  His above-ground treatment, however, and his vision for the park, rate closer attention.  Saarinen tendered several notions for Chicago’s municipal leaders to follow.  First of all, he endorsed the Burnham Plan and admonished the city to adopt it in its entirety.  The Burnham Plan so impressed Saarinen, in fact, that he expected the widened Congress Parkway and Grant Park finished, or at least under construction, when he arrived in Chicago.  In this he was  disap�pointed, but intrigued.  He decided to offer his hand at designing an alternative.  He gave himself a starting point stemming from the ideas of the possibility for monumental development, and the possibility for picturesque development, as well as to solve the problem of planning the city heart based on the goal of alleviating traffic problems.�


� INCLUDEPICTURE C:\\PSP\\THESIS\\THESIS5.BMP \* MERGEFORMAT \d ���


Figure � SEQ Figure \* ARABIC �16� -  Saarinen’s Plan for an automobile terminal, Grant Park.


Saarinen had the most confidence in his traffic solution, which he drew and wrote in great detail.  He offered a plan to locate a new traffic channel running underground the axis of Grant Park, at what is now Columbus Drive.  A high speed thoroughfare, this road would act as a bypass for drivers wishing to miss the downtown traffic.  Additionally, the Grant Park garage acts as an access road for his proposed automobile terminal which diverts traffic destined for the Loop.  Michigan Avenue under the Saarinen plan would only serve as an intermediary step between the Loop and this new road.� 


Saarinen worked with the basic above-ground premise that Grant Park would not expand to the west or north, due to his prediction that the completion of the IC electrification process would open up the land that now called Illinois Center to commercial development.  He knew of Illinois Central’s agreement to release the tracks east of their main line, north of Randolph Street.  Saarinen predicted that after the IC electrified,  the depression or covering of the tracks would occur, and designed thusly.�  He HHHHHHHproposed a concert hall
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Figure � SEQ Figure \* ARABIC �17� - Saarinen Plan for Grant Park


 built across the park from the Art Institute, a new hotel built on the axis of the park at Randolph, and a monumental tower on the axis at the south end.  In front of the hotel Saarinen placed the underground Illinois Central station; a monumental entrance marks the spot above the ground.  He acknowledged the law in place even then prohibiting new structures in the park, but claimed that his own scheme justified the trouble of changing the legislation.�  “Why then,” Saarinen writes, “hesitate to create in the heart of Chicago a
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Figure � SEQ Figure \* ARABIC �18� - Rendering of Saarinen Plan for Grant Park.  The road shown is his new axial traffic channel.


place consecrated to the arts and to cultural interests, and at the same time strive to make it a monumental whole that with its surroundings will in the future become to Chicago and America what the Louvre with Place de la Concorde and Champs Elysées is to Paris and Europe?”� 


Below the ground, Saarinen developed a new concept for Central Station.  He proposed to locate all of the tracks under Grant Park, and to electrify all of the trains.  Central Station should be located in what he dubbed Central Plaza.� 
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Figure � SEQ Figure \* ARABIC �19� - Saarinen Plan for linking Illinois Central and Northwestern trains to one terminal under Grant Park.


Under Saarinen’s plan, Chicago and North Western commuter trains would also have terminated here; tunnels under the river would connect the two lines.  The whole conglomeration he called a subterranean station with “a promenade park surrounded by arches” in the “Central Plaza proper.”�  In fact, Saarinen predicted for large cites that underground rail terminals would dominate as an overall rule for the building type, an eventuality that, with notable exceptions such as Penn Station in New York City, did not occur.  Of Saarinen’s ideas, only that for underground garages in Grant Park came to exist, but in such a wildly different form that it is nearly impossible to credit him with the inspiration for their construction. 


Four later plans: 1966-1991


Following Saarinen’s proposal, which he created primarily for the purpose of publication, Chicago embarked on a series of optimistic and ambitious planning projects.  Two efforts appeared before 1966, the year in which the Central Area Committee submitted the Comprehensive Plan of Chicago.  The first was the Comprehensive City Plan of 1946, which included proposals for an expressway layout and for parking garage locations, as well as urban renewal ideas for post-Depression Chicago.  Following that, in 1958, City Hall published its City’s Development Plan for the Central Area of Chicago.  This plan proposed expanding the central business district west of the Chicago River and east of Michigan Avenue in what is now Illinois Center.  This plan first proposes a lakefront convention center to the citizens of Chicago.  It also proposed that the campus of the University of Illinois at Chicago locate on a parcel of property east of the Chicago River and south of Congress Parkway.�


At the heart of the 1966 Comprehensive Plan of Chicago had the alleviation of social ills, rather than the physical beautification of the city.  Its first challenge to Chicago demands freedom from poverty, ignorance, and discrimination for all Chicagoans.  It called for financial investment in public and private enterprises to improve neighborhoods, for making more opportunities available to the underprivileged, and for public accessibility to a variety of jobs and educational choices.�  It intended to guide Chicago in its development decisions until 1981, focusing on its six “Strategic Objectives.”  They contained, in order of importance, ideas for: family life and the environment, expanded opportunities for the disadvantaged; economic development and job opportunities; moving people and goods; proper allocation of land; unified city development.�  


The Comprehensive Plan’s policies for transportation improvement centered around the development of high-accessibility corridors, which would locate high demand districts along heavily traveled corridors.  This would alleviate traffic volume in residential neighborhoods, allow accessibility to concentrations of activity, and promote economic development by grouping commercial enterprises along heavily traveled corridors.  These corridors include expressways and major roads, some primary bus routes, rapid transit and commuter rail adjacencies.  The 1966 plan strongly advocated efficiency in transit systems, hoping to reduce congestion by limiting automobiles in the central area. It proposed expanding the system of central area subways, replacing the elevated loop, and adding a distributor subway to link commuter facilities.�  It projected increased freedom of movement for citizens by coordinating various transportation nodes so that the entire system could operate as a unified whole.�  The writers of the plan also expressed concern for the transportation environment;  they proposed landscaping streets and providing street furniture to improve the quality of the environment.  


Some of the philosophies behind the ideas for transportation included in Comprehensive Plan take on and directly contradict earlier edicts.  


Diagonal streets are a chief cause of congestion of major intersections and their value as major traffic arteries will continue to be reduced by the development of the major street system.  Portions of some diagonals would be converted to pedestrian malls in business centers or used for non vehicular purposes�


While not classifiable as a philosophy of the plan, per se, this statement does take on Burnham, a vocal proponent of the diagonal street system, who envisioned diagonal streets as the primary traffic arteries for the entire city.  Obviously, Burnham did not foresee the exponential growth of automobile use in American cities.  


The Comprehensive Plan briefly addressed the issues of city entrances and of urban legibility in its philosophies.   


The city’s greatness must be clearly perceptible and understandable to the people who live, work and visit there.  The entrances to the city by highway, rail, or air must be distinctive.  The City’s central area, large parks, and other major activity centers must convey their importance through visual impact.�


The clean visible expression of each functional part of the metropolitan area is a key principle for improving the physical environment at the regional scale. . . . To the person traveling through the city by car, train, or foot, legibility is especially important.  For the individual to relate himself to a vast and complex metropolis, he needs to know what kind of area he is in, what he is approaching and where he is relative to the total area.�


These two passages are important for defining physical characteristics of Chicago.  As an individual travels from one point to another in the city, indications of the clarity of the destination point rest on the immediate and broader surroundings, and while the planners saw this as a problem on a regional scale, encompassing grand vistas and entire neighborhoods, I believe that architects can center attention on very localized spaces within an overall plan, and still contribute to this sense of legibility.  


Carl Condit offers concise criticisms of the Comprehensive Plan, pointing out its weaknesses.  He quotes contemporary critics, including the American Institute of Architects who view it as highly optimistic, placing tremendous faith in land-use arrangements to heal racial divisions, and as a plainly political document, with no real research in social issues: 


The most serious inadequacies are, first, the failure to recognize the extent of Chicago’s social problems and hence what must be done to initiate solutions, and, second, the failure to understand the extent of the housing crisis and to realize that only radical means can deal with it.  Finally, the plan reveals an indifference to the assets that give the city its unique greatness—its ethnic neighborhoods with their clubs and restaurants, its lakefront, riverfront, Loop, forest preserves, expressway-rail corridors, its architectural heri�tage—and a casual attitude toward their preservation and enhancement.� 


More than twenty-five years after its publishing, the Comprehensive Plan remains largely uninitiated; the social health it tried to promote is nowhere to be seen.  


In 1973 the Chicago Central Area Committee again commissioned a plan, this one entitled Chicago 21.  They raised $300,000 and hired the architectural firm of Skidmore, Owings and Merrill to prepare the document.  Mayor Richard J. Daley unveiled the plan in June of 1973 with great fanfare but little firm commitment.  Focused solely on the Loop and surrounding communities, Chicago 21 did not present a social agenda as  the Comprehensive Plan did; rather it concentrated on the physical beautification and commercial development for Chicago.  As its main tenets, it re-proposed a distributor subway to link the edges of the central business district, a South Loop New Town on 650
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Figure � SEQ Figure \* ARABIC �20� - Birds Eye view of scheme for Chicago 21. From Chicago Plan Commission, Chicago 21 (Chicago: 1973).


acres of reclaimed railroad land for 100,000 residents, expansion of the central business district, improvements in public housing, the replacement of the Loop Elevated rapid transit rail with subways, a combination skywalk and underground pedestrian corridor, and more recreational open space along the riverfront.�  The proposal of the underground and overhead pedestrian systems marked a move towards a vision for a more accessible downtown, where people can walk unhindered by the harsh climate.   


In terms of its ideas for rail transportation, Chicago 21 had ideas that contradicted those of the 1966 plan.  It canceled the call for a central hub for commuter trains, saying, “Insufficient demand and current feasibility do not warrant development of a Transportation Center at this time.”�  It also strove to reduce the use of private vehicles downtown for an entirely new reason: the reduction of pollution and the saving of fossil fuels.  In this way the 1973 plan certainly appears to be a product of its time.  For Grant Park, Chicago 21 proposes the following improvements: build a deck over the Monroe Parking Lot with landscaping, improve Columbus Drive to alleviate traffic on Lake Shore Drive, deactivate Meigs Field and reopen the land as Northerly Island Park, and build underground parking at the south end of Grant Park, primarily for the use of patrons of Soldier Field and the museum campus.  This last parking garage would also connect to the proposed distributor subway.� 


The State Street Mall proposal, which Chicago 21 also contained, set up a condition of antagonism between outdoor street malls and above or below ground walks as two different kinds of pedestrian retail environments.  Constructed in the 1980’s, the State Street Mall eliminated non-commercial vehicles from the street, widened sidewalks and landscaped some vacant lots to appear as small parks.  The city commissioned public Pedway, downtown’s underground pedestrian system, also derives its existence from Chicago 21.  The plan proposed links between Illinois Center on the east, Union Station on the southwest, and Northwestern Station on the northwest. It has faired better economically, and is expanding.�  


Fundamentally, I believe the Chicago 21 planners miscalculated the effect that underground and overhead pedestrainways have on a downtown’s character.  The act of diverting the population underground, which the plan refers to as developmental prototypes,� has the effect of eliminating the scale and the recognizability of the city.
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Figure � SEQ Figure \* ARABIC �21� - Plan of Grant Park from Chicago 21.


A population uses visual cues to place itself in the environment; long underground corridors, devoid of architectural quality, causes the multiplicity of the urban experience to dwindle to a single, controlled pathos.  Skywalks, which Chicago lacks, have similar experiential deficiencies.  They limit pedestrian views to street crossings and to the interiors of select buildings.  The skywalk buildings accumulate image strength at the expense of the city fabric as a whole.  With these proposals, I believe the creators and the implementors of Chicago 21 wreaked ill on Chicago. 


Ten years later, Chicago Mayor Harold Washington investigated a new plan, the Central Area Plan.  The primary feature of this effort was its intended culmination in another World’s Fair for Chicago, this one in 1992.  The planners expected fifty-five million people to visit the fair on Northerly Island, the same location as the 1933 Fair.  City Hall hoped the fair would activate the city with a “vigorous new spirit.”�  When the fair evaporated, so essentially did the Central Area Plan.  Nevertheless, several important ideas appeared in its pages.  Interesting was its extremely pragmatic, even cautious approach to redevelopment:  “Assess the Central Area’s assets and liabilities, to determine how the Central Area might be improved and how opportunities might be utilized, and to graphically document a framework for the future development of the Central Area.”�  It takes no great leaps, incorporating much of previous plans, especially ideas first seen in 1909.


Even the proposals in the Central Area Plan that came to pass derived from earlier ideas.  In addition, its basic tenets read as ideals and not as concrete directions.  As its objectives and goals, it lists supporting and encouraging economic growth first.  The ‘92 Fair would accomplish this, but failing that, it calls for financial institutions and other critical industries to expand in Chicago.  Second to this, the plan requests that developers provide a high quality urban environment.  It promotes rehabilitation and construction of buildings, downtown plazas, and green spaces at the river banks.  Providing for supporting and enriching land uses is its next priority, meaning the creation of diverse housing and neighborhood amenities, as well as cultural opportunities.�  Its final objective seeks to
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Figure � SEQ Figure \* ARABIC �22� - Chicago Central Area Plan, view looking north.  Rendering by Carlos Diniz Associates.


provide linkages between major activity centers within Chicago:





Those linkages that define urban space include the Michigan Avenue wall and the LaSalle Street Canyon.  State Street is identified as a major retail corridor, LaSalle Street and the Clark/Dearborn pair are identified as major business corridors, and the Ontario/Ohio corridor and Congress Parkway are identified as gateways that draw motorists to the heart of the city.�


The Central Area Plan is especially explicit about its views for Chicago’s downtown lakefront.  Especially poignant is sculpture and provided permits and facilities for sidewalk food vendors.  Ten years later, economic realities have deemed State Street Mall a failure.  City Hall now has a new plan: they will install a street railroad or trolley and re-open the street to private vehicles.  The its description for what it calls Lakefront Gardens:





Located north of the Art Institute, Lakefront Gardens will create a formal park setting for a permanent bandshell.  The strong geometric pattern of walkways, landscaping and other design elements will complement the formal arrangements of Grant Park. . . One goal of the plan is to consolidate the Illinois Central rail corridor to a narrow, below-grade area through the Park.  By consolidating this rail corridor through the lakefront park system, the landscaped ‘front yard’ of the city can be extended south from Lakefront Gardens to the Near South Side.”�   
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Figure � SEQ Figure \* ARABIC �23� - Chicago Central Area Plan, view looking south.  Rendering  by Carlos Diniz Associates.


Although a way to open a link between Illinois Center and Grant Park, this solution does not present a robust overall scheme for the recreational and festival function of this part of the city.  Their ‘Lakefront Gardens’ is still too separated from both the city and the park.  It cannot match the real scale of the Michigan Avenue/Prudential wall as an open formal green space, nor does it have a solid connection to Grant Park, being divided and separated  by the IC and Columbus Drive. 


The plans outlined in this chapter have had a profound effect on the thinking of Chicago architects, but more than that, they represent the philosophy of architecture and planning of their eras.  Some of their ideas, such as Burnham’s diagonal streets, proved to be incorrect for Chicago to function in a different and more technologically oriented way; each passing year changed more than the planner could have possibly envisioned.  The plans as a group are extremely ambitious, beautifully drawn and presented, and well-meaning.  It seems impossible, then, that with all of the gung-ho efforts and ballyhoo receptions these Chicago plans have received, that certain projects are never completed, no matter how constantly they appear in the plan.  One such project is the IC terminal.  While improvements go on all around it, this hole in the ground and gap in the city remains.  Columbus Drive has extended to connect Wacker Drive and Monroe.  A new bandshell just east of it now exists.  Illinois Center became a successful development just north.  Pedways and street malls wreaked their doubtful benefits on the downtown that the IC helps support.  It remains my premise that something can exist at the IC terminal site that will enhance the image and experience of Chicago.�






CHAPTER 3  ��A CRITICAL LOOK AT CHICAGO’S DOWNTOWN�PRESENT AND FUTURE





Fortunate is the visitor whose first view of Chicago is from the deck of a steamer.  Approaching the city by water, one obtains a breathtaking idea of Chicago’s greatness from its famed skyline.  Michigan Avenue and Grant Park are seen against a backdrop of lofty towers, symbols of Chicago’s energy and achievement.  To the North and South stretch mile after mile of shining boulevards and parks.  At night the twinkling lights, the great Lindbergh Beacon, the harbor signals,  and the great glow of the gigantic city against the sky form picture of unequaled beauty.�


C


hicago today serves as more of a transportation mecca than ever before.  Seven expressways and twenty rail transit lines converge on Chicago’s central area.  The city already has two public airports; a third airport in the controversy stage may yet be built in Chicago’s Lake Calumet area on the far South Side.  Altogether, the transportation system brings over one million people downtown every day.  The during-the-day population density of the Loop is astonishing: fifteen thousand persons per acre (9.6 million per square mile).�  The central area contains about one hundred million square feet of office space, thirty thousand hotel rooms and  240 banks.  Whereas only one-percent of the total city lies within the central area, it provides 34% of the city’s jobs, 23% of its real estate taxes, and thirteen percent of its retail sales.�  These statistics show us that downtown Chicago still has exemplary vibrancy.  It continues to provide a livelihood and residence for a tremendous population.  


Chicago is at an architectural crossroads.  It feels the burden of its architectural heritage, and it struggles with the contradictory issues of postmodern Classicism.  Stanley Tigerman’s photo�montage of Mies’s Crown Hall sinking into Lake Michigan, which he created in 1978, marked the point at which people started associating new architecture in Chicago with the Postmodern Movement.  The Illinois Center project in particular, exemplifies this conflict.  Since the first scheme for development of this air-rights property came about, each ensuing proposal has taken into account the most forward-looking architectural theories of its time.  
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Figure � SEQ Figure \* ARABIC �24� - Holabird & Root scheme for Illinois Center, 1929.


	


Even more noteworthy is that, for every proposal, the Illinois Center� architects have presented a unified whole—plan�ned and designed for the entire property.  As the Illinois Center property has actually been developed, however, some parcels steered away from the unified schemes envisioned by earlier architects from Holabird and Root to Ludwig Mies van der Rohe.  Three buildings are not part of any of the early master plans: the (original) Prudential Building, Amoco (formerly Standard Oil) Building, and Outer Drive East Apartments.  Of those, only 1 Prudential Plaza, as discussed, is built on air rights. 
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Figure � SEQ Figure \* ARABIC �25� - View looking northwest at the Prudential Plaza from the IC terminal site.  Photo by the author.


In Loebl, Schlossman and Hackl’s 2 Prudential Plaza, also built on air rights, we see a building in conflict with its surroundings as the only postmodern structure amidst everything else—from 1920’s (and earlier) skyscrapers along Michigan Avenue to 1950’s and 60’s towers (1 Prudential and Amoco) to the Miesian Illinois Center towers begun in 1967.  2 Prudential Plaza, constructed in 1989, dwarfs its companion to which it acts as the addition.  We see a building over nine hundred feet tall (compared to 1 Prudential’s 660), with a glass curtain wall which steps back in triangular ridges to form a needle point at the pinnacle.  The architects designed the curtain wall with blue, white, and reflective glass.  It has some specially designed entries that contain formal marble plazas with fountains: a normal conglomeration of classicist elements.  The 2 Prudential Plaza succeeds in one element: it resists denying the Illinois Center organization, or alternately, it is sufficiently innocuous as to not disturb the movements of the architecture around it.  As a square on a footprint plan, we can see 2 Prudential Plaza as a part of the overall Illinois Center scheme, though it becomes the only square among rectangles (except Amoco, which is not a part of the scheme) envisioned as Illinois Center buildings.
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	Figure � SEQ Figure \* ARABIC �26� - Plan by Ludwig Mies van Der Rohe for Illinois Center, 1974. From Suzanne Stevens "Chicago Frame Up." The Architectural Forum. 140 (Jan - Feb, 1974)
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Figure � SEQ Figure \* ARABIC �27� - Section looking north of Illinois Center by Mies. From Stevens.  


The most exciting feature of the Illinois Center as planned in 1974, is the fifty-three foot high multi-layered podium that the entire project sits on.  This allowed the architects to connect all of their buildings and other public spaces with indoor walkways lined with retail spaces.  This podium also created the armature for the multi-level drives that surround and penetrate Illinois Center, and provide some of the confusing edges to the IC terminal site.  The top road level provides executive access to all of the buildings; their main entrances come off of these streets.  
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Figure � SEQ Figure \* ARABIC �28� - Photo looking southwest of uncompleted portion of Illinois Center. Note multilevel roads at lower center of picture.  Photo by the author. 


This level connects to upper Wacker Drive on the north, and descends to meet Michigan Avenue to the southwest.  These are the only entrances to the upper level.  The middle level provides through access via Columbus Drive north and south, connecting to the lower level of Wacker Drive.  Randolph Street connects Lake Shore Drive with Michigan Avenue on this level.  In addition, the main parking entrances are located on the middle level.  The lower level, which sits on grade, contains the service access, additional parking, and a police auto pound.  Only indirect access exists to this level, a ramp leads from Lower Michigan Avenue to the streets at grade.  
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Figure � SEQ Figure \* ARABIC �29� - Photograph of Illinois Center looking west.  Building entrances are on plaza level where author is standing .  One level below serves circulating traffic and bottom level contains service entrances.


This confusing assemblage of levels and entrances continues to provoke interest in the problem of designing this type of project.


Illinois Center’s outcome has introduced questions about the kind of planning approach needed for a project of this size—open-ended or explicit and closed; the sort of development that should occur on a lake front parcel adjoining downtown; the type of project that would best serve the city; and the kind of density justified by this site and its location.�


A million and a quarter square feet were allowed for retail space in the original plan, along with nine million square feet of office space, 4,500 hotel rooms, and other uses, including many residential units.�  Many acres of IC’s property east of Columbus Drive remain undeveloped today; The Illinois Center project has proceeded conservatively, and though extremely successful (over ninety percent leased in this soft market), it has not been added to for quite some time.  In fact, construction has begun to turn the aforementioned land into a nine-hole golf course, temporarily, until the markets appear solid enough for commercial building to resume.  
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Figure � SEQ Figure \* ARABIC �30� - View of Grant Park looking north taken in the 1930’s. From Lind.


This conglomeration commands an impressive view.  No other tall buildings sit so close to Lake Michigan anywhere south within the city limits.  Industrial buildings are seen in the distance, abutting the lake on the Indiana shoreline.  Nearer by, Chicago’s museum campus and McCormick Place intrude on the lakefront vista; these landmarks have grown not only to acceptance by Chicagoans, but to use as points of demarcation or boundary between the Central Area and the Near South Side.  The same landmark and demarcation value can also be seen in the Main Post Office Building on Congress Parkway, where beyond the tunnel through the structure lies the West Side.  In both of these cases we see a tangible entry experience occurring for drivers and passengers of automobiles.  


The views on the approach along South Lake Shore Drive consists of under-used lakefront park land, housing projects, and rail yards.  The adrenaline charged portion of the drive begins as the driver passes between the McCormick Place buildings.  Soldier Field and the Field Museum obstruct the view of the skyline, but for most Chicagoans, these buildings contain emotional value enough to spark anticipation for the next portion of the arrival.  Therefore, this passage marks the point of entry into Downtown Chicago.  But necessity postpones the moment!  An automobile’s driver becomes distracted by a treacherous stretch of road in which five lanes of traffic traveling forty miles per hour—legally: fifty-five is more common—curve forty-five degrees west and immediately face north again.  Could the driver look up from the road he or she would obtain a broad view of Grant Park with the entire city beyond, all dead ahead.  It seems fortunate that circumstance (or the traffic engineer) has denied drivers the finest view.  I see no need to reward automobile users with the best portions of cities.  Excellent  views do follow this maneuver, but they reward only partial satisfaction due to the necessity for the driver to turn his head, focus his vision on something, then quickly turn back and face the highway.  For passengers the entry loses potency simply due to the passivity of riding in a car (A similar passivity may require attention when this thesis addresses the state of mind of rail passengers).  A driver experiences a heightened excitement due to the power and control inherent in driving an automobile; the feeling becomes enhanced by the energy infused through the power of the place.  


The Eisenhower Expressway/Congress Parkway entrance is perhaps too obvious, but effective nonetheless.  It would not exist at all, however, if the Civic Center envisioned in the Burnham Plan had been built.  The Post Office Building, under which the expressway begins and ends, forms a tremendous wall that completely blocks the sight of Chicago’s skyline for a short but critical moment.  The Eisenhower approach, which serves as a dual arrival for both automobiles and rapid transit trains, features the gradual enlargement of the skyline as a huge wall in the distance, a wall that dwarfs the Post Office.  Just before automobiles arrive downtown, they are thrust through the long, low tunnel and emerge not against a wall, but in a space.�  At this point the driving mode changes, as well, since the expressway abruptly ends and street by street travel commences.  This entry experience encompasses a wider realm of changes than the Lake Shore Drive approach, but lacks the Chicago image that is the city’s front face. 


Another kind of city entrance study conducted for the Chicago River mouth led to the submission, publication, and official acceptance of a proposal for a new turning basin.  In “Gateway to Chicago,” her aptly titled article in Inland Architect, Miriam Gusevich advocates a design to formalize and beautify the area surrounding the mouth of the Chicago River.  The design “is geometric in plan, with a circle inscribed in a square and a line running tangent to it.  The turning basin is reshaped as a circle framing the water as a
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	Figure � SEQ Figure \* ARABIC �31� - Turning Basin for Chicago River mouth from Miriam Gusevich, “Gateway to Chicago” Inland Architect. 34 (July-August, 1988).


 figural space on axis with the center of the locks and the Lake Shore Drive bridge.”�  The turning basin as designed would serve as a formal gateway to the city, since the most dramatic front of Chicago does face Lake Michigan.  The gateway would actually be experienced by few people; the number of boats arriving via the river limits the effectiveness of the turning basin as an experiential entry.  Despite this limitation, Gusevich writes that without the proposed turning basin,  the “entire area is marginal.  It does not have a presence and is experienced as one of the psychological black holes of the City of Chicago.”� The project’s real strength lies in its unifying capacity within the Lakefront park.  The stretch of land from Navy Pier to the Illinois Center now exists as a gap in the park system, at the joining point of Lincoln Park on the North Side, and Grant Park downtown.  Officially public, this stretch of land is stark, utilitarian and unreasonably inaccessible to pedestrian and vehicular traffic.  The new turning basin would add recreational land to both sides of the river and to the Navy Pier front, enclosing the river in the park, thereby linking Lincoln Park to Grant Park.  Chicago needs the turning basin for this land management and formal reason.  It needs a true gateway for those who need to experience entrance as they arrive by land every day.  


I have now examined several successful, existing city entrance sequences and one formal city entrance without a sequence.  My examination of The Illinois Center remains important because this project serves as a major destination point for arrivals downtown, and for some, it serves as a home base.  The relationship between destination and entry has significance as well, and will receive attention later in this thesis to ascertain its real importance.  As the City of Chicago actively pursues increasing transportation capacity to bring more people downtown,  countless vehicular approaches exist, including three more expressways which lead to the central area that I have not described in detail.  In addition, the Chicago Transit Authority provides transport for numerous people daily, yet constantly needs to improve efficiency to save money.  It recently reorganized two train routes, connecting through the subway two heavily ridden lines and over the elevated, two less traveled lines. 


Meanwhile, the existence of elevated rapid transit provides Chicago with a unique opportunity to set up some potent experiences; a few businesses have made some interesting modifications which enhance the rider’s experience.  One restaurant, which occupies a brick building next to the Ravenswood Elevated, recently attached two faux human figures to the side of their building.  A male and a female statue,  each in business attire (presumably this establishment’s primary clientele) scale the side of this building and are remarkably lifelike when seen in passing at twenty plus miles per hour,.  I have heard passengers exclaim at the sight.  The addition of humor to just one portion of a run-of-the-mill commuting experience can have profound effects on travelers.  Other such experiences can replace or exist in dialog with a more typical urban entry experience, which may
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Figure � SEQ Figure \* ARABIC �32� - Map of Central Area including locations of Illinois Center, distributor subway.  From Dennis McClendon, “In (and Out) of the Loop.” Planning 59 (April, 1993).


simply consist in the passage of a barrier, and instead create a fun, easy arrival that commuters appreciate day-in day-out.  


�






CHAPTER 4  ��MICRO-ENTRANCES AND TRANSFORMATIONS





Suddenly the blue-green leaves of the trees changed to a purple hue, and Trot noticed this and said:


“I wonder what make the colors change like that?”


“It’s because we have left the Munchkin Country and entered the Gillikin Country,” explained the Glass Cat.  “Also it’s a sign our journey is nearly ended.”


L. Frank Baum, The Magic of Oz


Crossing borders . . . an undisguised pleasure: conventions bypassed, limits transgressed.


Bernard Tschumi, Questions of Space


L


 . Frank Baum, the visionary author of the famous “Oz” books, understood the importance of the images contained in places.  He wrote these images as extremely obvious and deliberate transformations, of both the characters and the places themselves. This made his imaginary creations very vibrant.  Baum created his places as fantastical literary fairylands which allowed each different place in the stories to have a unique experience involved in both its entrance and in whatever whimsical character or adventure he decided to place there.  In his most famous book, The Wizard of Oz, he created as his entrance to the Emerald City a gate where a soldier stopped everyone arriving, requiring them to don green sunglasses, purportedly needed, since “the brightness and the glory of the Emerald City” caused blindness in humans, scarecrows, and tin men alike.�   When Dorothy and her group of protagonists put on the spectacles at the gateway to the Emerald City, the image and experiential quality of the world instantly changed for them from clear and robust to filtered and narrowed, allowing patent untruths, such as the humbug Wizard, to appear as totally reasonable realities. This action of deliberately adding to or changing one’s person, either physically or mentally, at a specific moment, forms the keystone for realizing entrance as transition and transition as entrance.  Examples from Baum’s books represent the extreme in troublesome experiences; I include them for their intriguing premise that control of the image and information contained in a place can lie with the (author) architect.  I also include them because they point out the problematic side of giving wholesale control of places to one all-powerful individual, whether planner, architect or wizard.  Often, the creators, while meaning well, exaggerate their concept, deciding that they have the right idea for the greatest benefit.  Architect Le Corbusier presents a fine case in point with his City for Three Million.  Despite his agenda of social betterment, the City for Three Million would have subjected its residents to an extremely rigid and dictatorial life.  Baum, too, wrote a socialist (yet dictatorial) political agenda into his books, and prescribed in detail the architecture for different regions of Oz.  These examples show men attempting to impose experiences on populations.


Entrance, as an end in itself, should really be viewed the other way around: the way that people move into and out of a place has a lot to do with the character and history of that place; the presence and flow pattern of people form the experience rather than having it forced on them.�  Baum also left the aspect of time out of his considerations.�  The barriers Baum invents cause momentary frustration to the characters but does not cause real change to occur.  Similarly, one wonders about Corbu’s city.  As a complete and sudden change to a city, it does not allow any period of acceptance, and does not allow any change once acceptance does or does not materialize.  Real change in attitudes towards a place comes not by a mandate, but by slow infiltration of ideas and the gradual increase in image presence.  Steven Holl writes on this point, “More than anything, the conception and development of architecture takes time.  Arch�itecture likewise has the capacity to measure time, and to adjust to the programmatic flux of a society in dynamic change.”�  In this sense, the flow of humans, their machines and their society over time infuse in a location a meaning-of-place.


A neighborhood like Chicago’s Chinatown serves as the very obvious example of this point.  Chinatown had its identity form gradually at first, as Chinese immigrants began to congregate their residences and businesses at Cermak and Wentworth Streets on Chicago’s Near South Side.  Over time, recognition for the unusual character of the area increased.  Later still, the city government proclaimed the district as Chicago’s Chinatown and built a huge Pagoda-style gateway over Wentworth Street and added Chinese language street signs.  This last move was clearly overkill by the city (speaking of the Pagoda; the street signs are a nice touch).  Despite their Chinatown address, residents there are Chicagoans.  They built their unique neighborhood successfully, starting and maintaining businesses both specialized and of general interest.  Their competing storefront signs and garish window displays full of dead chickens inform the passersby and the visitors of the nature of the community, even before they experience the pagoda gate that does not form an edge at all.  Chicago has pride in its Chinatown which results from the natural growth of its character.  A new oriental community growing on Chicago’s North Side at Broadway and Argyle Streets still lacks the cohesiveness of Chinatown, primarily due to its proximity to poorer Non-Asian families.  But, over time, it has an identity that will cause it to become established as ‘Chinatown North,’ a label that neighbors already have applied to it, despite the predominance of immigrants in this locale who actually come from Vietnam.  Once this district becomes instantly recognizable, it no longer needs self conscious civic interven�tion; its entrance points and its boundaries will be evident.  


Unfortunately, parts of Chicago dominate the cityscape which have a image-language recognizable only to residents.  For a North Side resident, a drive through parts of the West Side of Chicago feels like watching countless instant replays through the windshield.  The buildings tend to be either two-to-three story storefront apartments with currency exchanges on the street level, or ‘50’s brick-clad wood-frame ranch homes.  The 1966 Comprehensive Plan sought to alleviate this monotony by introducing some sort of civic pride program to give each individual neighborhood a prize of sorts, something which requires the attention and cooperation of natives for proper enjoyment.  Ideas in the plan included building schools, health care centers and parks all over the city.  Admittedly, Chicago needs parks, schools (with funding) and health care centers, but more than this, it needs a studied pattern-language of micro-entrances which respond subtly to minute local characteristics, and which change with the evolution of the city.  


I define micro-entrance as a demarcation between two neighborhoods that both share, yet provides a separate image for each.  I am inventing the pattern-language of micro-entrances following several precepts, one of which states that while the micro-entrance should be architectural in nature, it must follow a critical-regionally based image, ensuring the easy installation in established neighborhoods.  Banners draped from streetlight standards do not create a successful image alone: they are simply too temporary.  Specially designed street signs or lights as very simple (or simplistic) suggestions come closer to affecting some desired recognition; planting majorities of a certain species of tree helps as well, but falls more easily into an urban beautification mode.  Another precept prohibits using barriers to exentuate differences between neighborhoods.  Whereas train track crossings often demark points of passage, I do not advocate creating an ‘other side of the track’ syndrome.  As another example, in St. Louis, Missouri, xenophobic affluent whites have walled off their streets, allowing but one hard-to-find access to their homes.  Even sidewalks are non-accessible.  This has the result of segregating the city visually, eliminating any chance for a cohesive urban image to emerge.  Another idea for an effective micro-entrance would require it to be mutually created by residents and accepted by an overall city-image planner rather than collectively designed by a bureaucrat or an architecture student.


Kevin Lynch, in his book Image of the City stated his standards for the contents of city images, and I believe that these elements, when perceivable, create micro-entrances.  Briefly, paths are channels which observers customarily  or potentially move along and can perceive.  Edges are those linear elements not considered paths.  They manifest themselves as boundaries, linear breaks in continuity, or seams.  Railroad tracks can form strong edges.  Districts are sections of city that observers perceive that they are “inside of;” they necessarily have identifiable character.  Nodes are strategic points which one enters as foci to and from, during a journey.  Finally, landmarks, a type of point-reference, are external to the observer which are seen as a well defined physical object.�  These elements form the basis for the language of existing city structure: the given strengths that must be exploited to make visible micro-entrances.


Two groups must be able to recognize the micro-entrance: daily commuters and infrequent visitors.  For a daily commuter who may drive or otherwise transverse the same path every day, what causes her to prepare for arrival at her home or work destination?  People often break down a long commute into parcels of distance, manageable by their minds so as to make the trip bearable.  One of these parcels always represents the “almost there now...” or “finally the last leg...” portion.  Others, in between origination and destination, manifest as “I hate this part...” or “Oh yeah, there’s [some interesting sight] again...,” causing a change in parcel-of-journey, and therefore, in mindset as well.  Surely, for every different commuter along a similar path, unless something stands out against the background as an extremely recognizable landmark or other type of node, there will exist a different point at which that change of state clicks in.  The micro-entrance has the effect of similarizing the change of state so as to intensify the power of the image that the city portrays.  


For the infrequent visitor along a pathway, such provided images emphasize location-image in terms of the unique character that all neighborhoods inevitably already possess, but do not always show.  As such, the micro-entrances add appeal and interest for the traveler, if not to stop and experience the offerings of a neighborhood, at least to gain a sense of the emotion of being there and living there.  One desired emotion could be described as highly volatile enjoyment, followed by disappointment (or possibly relief) at moving past the next micro-entry.  I find it very troublesome, however, to prescribe emotions to these experiences.  Whereas environments suggest what exists, individual observers, each with his or her own bias, along with the conditioning of society, endow meaning and emotion on the surroundings.  


A new pattern-language for micro-entrances may stress the variety of neighborhoods inherent in cities, and identifiable in Chicago in particular, so long as it has legibility.


Just as this printed page, if it is legible, can be visually grasped as a related pattern of recognizable symbols, so a legible city would be one whose districts or landmarks or pathways are easily identifiable and are easily grouped into an overall pattern. . . . The need to recognize and pattern our surroundings is so crucial, and has such long roots in the past, that this image has wide practical and emotional importance to the individual.�


The issue of the roots of an image cannot be stressed enough, I believe.  The longer the incubation period of the character or image of a city or a district within a city, the better the interaction and bond between observer and observed.  “A highly imageable city would seem well formed, distinct, remarkable; it would invite the eye and the ear to greater attention and participation.”� Alternately, benefit can be gleaned from creating some sort of conflict between places or formal elements within a place.  Conflict causes the effort to find a resolve or resolution for the conflict, automatically involving people in the experience of the place.�  Bernard Tschumi also endorses this idea, in an architectural context.  He states that shifts in use are not without meaning or merit, since they represent a change in expectations.  This can be an individual or cultural phenomenon, depending on the scale of the change in use.  The change in the State Street Mall, built as designed in the Chicago 21 plan, may show us an example of this kind of shift in use.  When the traffic was changed as described earlier, the general populace’s expectations for the atmosphere of State Street may not have shifted accordingly, causing the mall to fail.  A piece of a building (or city) that represents a different use than its surroundings can cause a conflict to arise, forcibly changing the behavior of the occupants.�  This action reminds us of the hand (pen) of Baum, however.  As I stated earlier, the natural development of cities presents a far more interesting subject for possible experiences than someone’s omnipotent hand putting things aright could ever do. 


Another dissenting view, this by Milton Webber, on the need for a city’s architectural pattern-language states that “the essence of the city is not place but interaction [between people],”� presumably leading us to believe that once technology allows us to avoid direct contact with one another we will have no need for cities.�  Supporting Webber, then, this last statement assumes that the human species desires avoidance of contact, a condition we know to be false: human beings are social creatures.   Webber leads us to believe, that as a result of this ruminating, cities exist so that people can see one another.  


Another problem faced by those concerned with city entrances, whether local or not, involves the issue of subjective perception.  Humans orient to their environment, but emotional and social attitudes will always skew the perception of ‘reality.’ This makes it difficult to intervene with a purely logical solution and still succeed.�  This problem shocked the designers of the ‘object in a landscape’ urban blocks, who could not understand why their ‘perfectly designed’ housing schemes, with their nice open spaces and up-to-date kitchens, became deteriorated war zones.  For a modernist designer, the process for logically figuring out what people liked and disliked in a home or neighborhood miscalculated several points.  They may have neglected to realize that people view their lot in comparison with their neighbors; if one group of people lives in a substantially different kind of environment than the immediate surroundings then they may decide that their isolated condition sets them apart from the rest of society, giving them the idea that their enclave has no need for the rules that their civilization provides.  Where cities mix different ages, races, classes, ways of life and abilities, civilization thrives, for this sets the ideal for city life.  When groups separate but maintain the cohesion of the city fabric, as generally does occur, nobody really feels isolated, as all areas appear accessible.  As soon as a block of housing appears that wipes out an area of city, maybe sitting forty-five degrees off the grid, the residents there become something else in the perception of the rest of the city, whether or not the project people who are different.  Such a project feels disjointed;� the people there, in effect, are made to wear green spectacles.  The question arises, then: do we re-incorporate these parcels into the city fabric, and if so, how? 


Miriam Gusevich, in her essay “Meaning and Means in Urban Design,” takes the position that any unpleasing or unsuccessful portion of a city may be replaced with something that matches her criteria for city design.  Her criteria for successful urban space make sense on a fundamental level.  Rather than over-analyze a condition to decide what people like, she claims that architects should recount the historical and morphological aspects of a site and then create public spaces as public: open to all and to the gaze of all; the spaces should have a coherent strategy  to maintain order, yet have flexibility to engage the idiosyncrasies of a site.  She goes on to make a statement in which I believe she has taken this concern for historical aspects too far.  She writes that we, as architects, require:


a need for restraint, for good manners in the public world . . . when we acknowledge the ultimate longevity, the permanence of the public world, which transcends our lifetimes.  The public world needs to be permanent to be comprehensible, to be accessible and to be meaningful, since without a common permanent world open to communion with previous generations our lives would have no meaning and no depth.�


She states her case so strongly that we feel she believes in logical backward-stepping by constantly referring to precedent.  Over-historicizing eliminates the possibility for thoughtful interaction between current ideas and individual conceptual direction, on the one hand, with ideas and concepts which developed over time and manifest in physical conditions, on the other hand.


Having explored all of these issues, I wonder what architectures and strategies make successful micro-entrances, and how  I can create them so that they have the desired effect over the long term.  Also, what about a successful micro-entrance helps us discover a successful macro-entrance in the greater urban landscape, whether the discovery occurs in real life or in theoretical writing and thought.  Many of Chicago’s neighborhoods are endeavoring to create upgraded images for their streetscapes, ostensibly for social reasons, but inevitably for the real reason of community pride.  “Around Chicago, the joke is that when two people are mad about something, they form a community organization.”�  In several cases, these organizations take action.  One Hispanic neighborhood on Chicago’s North Side acted to take over a strip of run down liquor stores and install a day-care center in its place.  In Englewood, an impoverished South Side community has convinced developers to construct a shopping mall and to rebuild a fire station.�  These relatively small-time activities (when compared with Mayor Daley’s stalled Lake Calumet Airport proposal) embody the potential for community or micro-level improvements to improve the imageability of small parcels of urban fabric; this type of development, while containing the possibility for economic liberation of Chicago’s poorer communities, also offers the entire city an increased air of competence.  “Such programs ‘are the nuts and bolts of the city.  But, at the same time, you have to have some vision’ for the future, [Chicago Mayor Richard M.] Daley says.  His motivation for creating an omnibus planning and development department was to improve communications with the neighborhoods.”�  To be accurate in the terms set down in this thesis, actual nuts and bolts are more imageable than the improvements that the Mayor and the communities are implementing one by one, but I grant him the use of the analogy: as nuts and bolts hold things together, so he tries to hold together political alliances.  


I have seen what I now believe to be micro-entrances in certain cities.  Many of Washington, DC’s neighborhoods developed a certain look that visitors can recognize, simply due to artistic additions to the scene or to architectural characteristics which change frequently.  In general, Washington, a densely populated town,  has very narrow side streets and very broad main streets, so the architecture that points out the shifts in character must occur on main roads for most people to notice.  The micro-entrances seem perceivable in the treatment of the places that can be seen from the main roads.  What can be seen when travelers look into a side street really sets up the visual pattern language.  Narrow streets that have character attract attention, whether you want to visit these streets or not, and help to make their place in the city.   


San Diego, California uses natural geographic features to establish a version of the micro-entrance.  My experience of that city on numerous visits included the impression that no matter where in San Diego I went, I was located inside a bowl.  When I stood on the top of a tall hill, I could only see a limited distance in any direction (unless one view included the Ocean) because there was always a taller hill not far away.  These bowls, while not necessarily containing a distinct community of any social sort, do bind their occupants by matching their perception of their surroundings.  Cincinnati, Ohio also uses topography in a manner that serves to separate neighborhoods, but the effect takes on different form, due to the higher level of population density when compared to the Southern California city. Communities such as those on Mount Adams or Tusculum Street may have these qualities.  They consist of any of the groups of streets within city limits which are characterized by fairly dense population and separation from nearby neighborhoods by intervening hillsides.  Over time, these areas adopted a certain characterizing look to offer identification clues and to increase local civic pride.  The houses on Tusculum Street provide a strong example.  The residents of this unusually steep street all painted their homes in wild and greatly varying colors.  When someone enters this neighborhood, he immediately realizes that something extraordinary has occurred. 


Having looked at several different examples of successful local phenomena which can be viewed as micro-entrances of various classes, I have reached a point where I can explore the effect that railroad infrastructure and rolling equipment has had on the development of communities, especially those in Chicago.  I believe that while most people view the “other side of the tracks” prejudice as inevitable, the opposite effect can be created.  Trains are a common component to nearly all Chicago neighborhoods.  Chicagoans, while not overlooking the importance of railroads to the city’s history, revile the railroads for simply existing.  A more productive attitude would lead city residents to realize the potential for interconnectedness, not just using the railroads for the obvious feature of their function as a Lynchian path, but to view their crossings as opportunities as well.  On the same token, the importance of railroads as paths must not be overlooked.  Chicago possesses an extremely fortunate system of rail approaches to its central area, many of them quite dramatic.  The experience of arriving by train through a city rather than under it carries special meaning in Chicago.  The sheer variety of trains and the communities they pass through provides a potent and unique image structure that leads to the possibility for transforming approach into entrance.  


�






CHAPTER 5  �RAIL APPROACHES AND CITY ENTRANCES


T


he development of rail corridors in American cities, especially those cities built primarily after the arrival of trains, follows a pattern of urban development based on the positioning of rail infrastructure in the landscape.  In the instance of the Illlinois Central downtown, the railroad seems oblivious to changes which occurred around it.  The right-of-way of the IC has remained essentially in the same location since its construction—except then it existed on a trestle over the waters of Lake Michigan.  During the intervening one hundred forty years Chicago has grown to envelop the IC, placing its tracks several hundred meters from the edge of the Lake.     


This happenstance forms the precedent for the predominance of high accessibility corridors sought after in the 1966 Comprehensive Plan of Chicago.  Where the trains existed, communities formed around the convenience for business, manufacturing and warehousing, as well as the easy access for residents to get into the central areas of nearby cities.  The upshot for cities like Chicago which experienced tremendous growth brought on by the railroads was that, for a long time, the railroads occupied land in a manner contrary to the pattern of growth that the city underwent.  Railroad companies built tracks attempting to use the shortest possible distance between two destinations, a practice which meant forcing uneven diagonal or curving cuts to slice through the otherwise regular city grid.  This produces forms that Kevin Lynch argues have the potential of city images.  Railroads create divisions when viewed from a location perpendicular to the line of the right-of-way in a manner that currently has negative social effects on a city.  This results primarily due to the image of railroads as a separator of one major zone into two or more areas possibly containing different ethnic, economic, or racial groups.  These divisions can, over time, become distinct districts, a welcome eventuality to the clarity of the pattern language, just so long as the districts are identifiable as such and each has a positive attitude towards itself, brought about by having its properties owned, cared for, and loved by the residents and business community of the district under consideration.�  Many neighborhoods do not meet this positive (ideal—green eyeglasses) condition for community image and pride.  Instead they may feel left out of some other facet of city life occurring on the far side of the tracks—a seemingly impossible barrier.  In truth, barriers exist as powerful visual manifestations, but not usually as physical barricades; passages go through them as frequently as city blocks traverse them.


Most areas of Chicago have eliminated grade crossings of railroads, preferring viaducts in their stead.  The earth berms which carry tracks create a solid visual barrier all of the time, and visual edges of areas result from the imposition.  At the underpasses, however, micro-entrances are most easily perceivable and most probable.  The break in the continuous barrier formed by the berm opens for the width of a street, forming a doorway.  “The visual recognition of a door is matted together with its meaning as a door.”�  The door clearly identifies an entry or exit: which one perceived depends on the individual making the crossing.  It will also signify a change in perceived locale—an overturning of one parcel of journey into another, or an opportunity to change glasses.


I acknowledge the divisional properties of railroad tracks in cities, and realize that for the non-passengers and  inhabitants who are forced into a state of disjoint from their neighbors (along with tolerating the noise and pollution), railroads can constitute a genuine nuisance.  I believe, however, that their role as formers of micro-entrances should be investigated by the neighborhoods which adjoin the railroads, especially those of commuter and rapid transit lines.  The railroads typically will not change or disappear; their role as a permanent fixture in the urban landscape becomes a tremendous advantage.  As I stated earlier, the conception and development of architecture takes time.  The presence of a permanent fixture in the landscape offers the opportunity to concentrate on the architectural and community-development possibilities without worry of the sudden loss of the design base.  As one fine example, the city of Evanston, Illinois, a prominent Chicago suburb, recently held a public design competition to turn a busy intersection of three streets that cross under a commuter rail viaduct into a work of functional art.  The resulting design statement takes advantage of transportation infrastructure to express the character of the city.  It exhibits a vision of a future incorporating railroads and automobiles into a comprehensive scheme of public art as expressing identity.  A larger city like Chicago, which contains many, many different train lines and crossings going through countless neighborhoods can use this concept strategically to create a city-wide system of micro-entrances involving the inevitability of transportation infrastructure to create connections instead of breaks.  The flow of all sorts of vehicles within the city creates an overall perceivable pattern, offering a delightful experience for children growing up among the ruckus, becoming acclimated to the images of their environs as related to the romance of the trains.�  


The opportunity exists to emphasize the way that public transit vehicles are distinguished from vehicular traffic by inventing the visual language which combines the public’s perceptions of rail infrastructure with that of the readable district.  The connectors, such as viaducts, bridges, and even grade crossings join the perceptions of automobile drivers and residents of either side of the tracks to a common genuine idea about the nature of the connections—those between the districts on the two sides of the railroad and those between the pattern of rail infrastructure and the unstoppable vehicular grid.  


Having decided that such connectors can bring separated communities into a dialog about their common edges, it becomes possible for the next step, that of addressing the perception of rail commuters to the nature of an area, to come to the forefront of a community’s attention.  The town of Pullman, as previously mentioned, stands out as one example of this from Chicago’s past.  George Pullman realized the importance of rail passengers and how the way  they experienced his town created their attitudes towards him and his products.  Pullman deliberately placed principal buildings in such a way that passengers really felt as though they were traveling through Pullman’s front door in a very welcoming way.


Nowadays, the same opportunity for welcome cannot be easily found.  Many passengers cannot glean the positive from the commuting experience.


I have my usual spot on the platform to position myself in the rear car, giving me the shortest walk to the platform exits.  This applies both directions.  I usually sit in the rear section of the car where the seats face forward, and on the upper level where the seats are single and not double. . . 


. . . Despite your encouragement, I still see a daily commute basically as something to be taken for granted�


Bill Vandervoort, the author of this statement, rides the Metra Electric train to get to work and back daily.  He continues, “I’m not sure people decide where to live based on which route into downtown Chicago gives them the best experience.  Maybe you architects are capable of looking at things in a way that’s different from most people.”�  Through his statement, he emphasizes the need for commuters to become more aware of the social or physical surroundings of their trains, especially those trains which interact closely with their environs.  Whereas I agree with Mr. Vandervoort’s statement that people do not decide where to live based on entry experience, they do decide based on convenience to reliable transit options; I suspect that having experienced all different rail and auto routes into downtown, a commuter will choose the route which offers not only the most convenience but the best experience as well.  This experience, in order to be worthy of consideration must transform over time, continuously incorporating images to make up visual identity.  


� INCLUDEPICTURE C:\\PSP\\THESIS\\THESIS23.BMP \* MERGEFORMAT \d ���


Figure � SEQ Figure \* ARABIC �33� - South Shore train traveling north towards Chicago.  Note how much width the IC right of way occupies.  From Lind.


Truthfully, for a large portion of its journey within Chicago, the Metra Electric land cuts a wide swath, and does not come too close to nearby neighborhoods, partially due to its lake shore hugging path, so Mr. Vandervoort  may miss the opportunity to integrate his perceptions into those of any neighbor�hood entry-image developers.  Of the group of Metra lines, this constitutes the exception.  Most of the lines create the districts and form their paths where people live and work.  One would reach the conclusion, therefore, that Metra rail corridors would logically be surrounded by interesting potential experiences and financial lures—and so some are.  Unfortunately, however,  the Metra trains do not effectively interact with Chicago city residents.  They focus on their suburban passengers and do not offer many station stops within city limits.�   Commuter trains therefore offer a far different challenge than do the more recognizable and celebrated transit rail system in Chicago: the Chicago Transit Authority’s rapid transit system.  


The elevated and combination elevated-subway-highway median rapid transit trains offer accessibility to the central area for commuters differently than do the commuter lines.  As their advantages, they offer a lower, standard fare which does not increase with distance traveled, unlimited free transfers within the rapid transit system, and low-cost transfers to city or suburban buses.  The Rapid transit system in Chicago also provides twenty-four hour regular service with very frequent, high volume service during the daily rush hours.  Another distinction lies in the fact that rapid transit has always functioned solely within the bounds of Chicago and its very closest suburbs� serving local communities closely, responding to their needs.  Its identity and usefulness evolved as a result of this local, home town attitude.  In fact, many people are served so closely that their bedroom windows or back porches are mere feet from passing trains.  In Chicago, however, only the homes directly adjacent to the elevated suffer a negative stigma.  Aside from this first buffer layer, where the noise and lack of privacy cause the unfavorable attitude, personal status and pride increases the closer to the elevated a person resides.  In very few cases does the train form a division in community.  I view one reason for this as such: most elevated tracks are constructed of steel framing, giving the benefit of transparency that piled earth lacks.  Therefore, the resultant high accessibility corridor takes on a different image.  Under commuter or highway transit the actual accessibility is limited to infrequent exits or stops, the visually recognizable areas clump around points of especially heavy local-to-express traffic.  Pertaining to the rapid transit, accessibility comes from the visual connection of rail, commerce and the desire of the populace to have access to a convenient transit system.  Also, station stops are very frequent, ranging in most cases from two blocks to about a mile, and where few areas lack rapid transit service, none lack C.T.A. bus service.  


The rapid transit trains play a strong social role.  They permit the mixing of Chicagoans with the only filters being the requirements of a dollar and fifty cents and of somewhere to go.  Anyone riding the rapid transit trains, no matter where or why they travel, can become subjected to strange experiences such as shysters with shell games or children improvising rap songs to get money.  Passengers put up with this type of shenanigan because the C.T.A. cannot control or prevent them; alerted conductors can only warn passengers, in the case of the illegal shell games especially, not to participate in the scam.  Unless an occurrence on a train car causes extreme consternation or harm, passengers empathize and reminisce over any recent experience good-naturedly.  Occurrences out of the ordinary imprint on the overall remembered impression of the character of rapid transit travel, and add a measure of  emotional color to them, to express a metaphor referring to image.  These shared experiences bind Chicagoans together, so images for cities may now be convincingly shown to be emotional as well as visual phenomena, where similar (except for the people who lose money to the shell games) emotional or memory landmarks connect people together.  


Despite these benefits of rapid transit railroading in Chicago, the system fails to provide a definitive statement of completion.  The Elevated Loop, for example, by its very definition as a loop or circle, does not furnish the requisite experience of arrival; it merely enters downtown, circles around it, and then leaves, either back where it came from or to some other outlying destination.  It offers interesting views, but contrary to the neighborhood reverence for the trains, the Loop acts oblivious, or maybe patronizing, since it feels it created the trains, but doesn’t really need them.  The subways through downtown, I believe, offer a stronger experience.  The placelessness of traveling underground denies the existence of everything about the Loop.  In this way, the trains, for once, are able to make a statement of independence.  The moment of experience for the passenger arrives at the point of emergence from the subway.  The emergence offers an exhilarating moment of disorientation and overwhelming sense of awe.  The myriad tall buildings present themselves in direct contrast to the last outdoor scene surveyed, three miles north (in the case of the southbound Howard-Dan Ryan Train) at Fullerton and Sheffield, a neighborhood dominated by three-story buildings.  The in-between zone, above the tracks and below the street causes the disorientation, turning passengers around before spitting them out into the daylit or brightly lit street.  The passenger’s experience lasts only a short time, however.  Bearings are quickly gained, and for lack of evidence of its existence, the subway fades into the back of the mind.


The Metra Commuter trains, save for the Metra Electric, all have (and always have had) palaces which celebrate arrival with significant architectural gestures.  The focus of these gestures, however, expresses the importance an era of transportation over the importance of the city through time and space.  The language of the architecture used consists of grand gestures, huge spaces, and multiple entrances and exits.  


An immense rail terminal like Union Station . . . is more than a device designed simply for the movement of people; it is at the same time a thoroughly urbanistic element that constitutes an essential visual and working part of the urban fabric, a great structural fact of the city core that was a conspicuous feature of public life in the days of rail ascendancy.�  


The resulting buildings, while well considered for its specific program of accommodating, feeding, and moving as many people as possible, lack the experiential feeling of arriving at the entrance to the city. 


The grand terminal buildings are simply too self-reverential and wish to become the end in themselves rather than the means to experience Chicago as the city arrived in.  This condition, along with the definite lack of any designed arrival sequence for the Metra Electric, begets the process of determining the ultimate statement of the gateway to Chicago.  It involves intelligent use of morphology—in terms of the elements of Chicago already examined in this thesis—and architectural and urban theory.
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Figure � SEQ Figure \* ARABIC �34� - Photograph of Chicago’s demolished Grand Central Station from Ira Bach, A Guide to Chicago’s Train Stations (Athens, OH: Ohio University Press, 1986).


The results will be program, where before none existed, and a recognizable believable entrance to downtown Chicago.


�









CHAPTER 6  �A CITY GATEWAY AT RANDOLPH STREET STATION


T


he study that Eliel Saarinen prepared for Grant Park in 1923 still makes a lot of sense, and indeed, holds quite a bit of appeal as well.  Of all the plans studied above, his effort concentrates the most attention onto the train station site and its immediate surroundings and it proposes the most relevant idea of entrance.  He envisioned a terminus for automobiles and trains that acted functionally below ground and appeared above ground as monumental architecture.  Still, the monuments, he conceded, were important only to formalizing the space into what he felt to be an appropriate cityfront attraction.  The real life of the idea grew from the inner workings of the design.  He pictured hundreds of trains arriving and leaving daily from all over the country; he foresaw the thousands of automobiles arriving and parking under the ground of Grant Park.  In Saarinen’s scheme, the architecture above ground served to bring all the arrivees from the depths to the street, presenting them with an initial transitional space.  He did not hinder their progress into the city in any direction, nor suggest a direction in which to proceed.  In this facet, Saarinen failed to meet the criteria for providing a strong experience of entrance.  His proposed building intended to set up a frame of mind in the user, suggesting arrival at a monumental space, a destination, while causing the traveler to let go of the below ground building.  It may have succeeded in this, but would not begin to play a role in orchestrating the motion of Chicago, for which positive architectural pressure acts to set people in the directions deemed most relevant. 


This project’s decisive formal issue is the movement of people: the process of arrival and departure.  No other possible feature or programmatic building use carries the architectural implications or form-producing power that simply focuses on human movement.  (Movement implies a myriad of potential meanings, as the development of dance demonstrates.  Dance pulls form directly out of movement, but architecture can impart movement into form.)  Movement suggested by architecture has forms that may appear as areas, volumes, lines, or complex geometries.  This movement also involves the physical attributes of people, where the decision to move involves a decision regarding the purpose of the movement.  Newton’s first law of motion (that any object in a state of rest or of uniform linear motion tends to remain in that state unless acted upon by an unbalanced external force) considered architecturally� might state that any occupant of a space tends not to move in a meaningful manner unless acted upon by visual clues creating sufficient force to move that occupant.  Architecture provides signs or forces that give expression to certain aspects of “reality,” exchanging hard scientific knowledge for experience of human behavior, given social values and individual situations.�  


The specific movement of arrival and departure, when combined with the morphology of the Chicago site, suggests that the IC terminal take on a linear, energy-imparting architecture with the element of the edge playing an important role.  Saarinen ignored the edge in his scheme and concentrated on the center, which weakened his scheme.  Other more recent schemes, such as Chicago 21, ignored both edge and center, imparting functionalist ideas to their solutions.  The functonalists explored the physical needs, following the belief that life is function.� They moved all transitional and functional spaces spreading out from the Illinois Central station underground; they believed that convenience reigned supreme over all other considerations while projecting decisions into elements that effected the city’s image.  Both Chicago 21 and the Comprehensive Plan introduced distributor subways for downtown which if implemented would exist so much within the central area that the experience of city entrance would be compromised.  Creating a train which carries passengers underground only within the central area eliminates distinctions between current entrances.  The differences between surroundings of the subway exits lack real distinction from one another.  This causes a compromise between the true entrances to the central area—those from the outside—and entrances between two downtown points.  This deflates the experience of the center and the edge. 


The Randolph Street train station site itself comprises the element of edge in several unmistakable ways.  The wall on the west of Michigan Avenue forms the strongest edge at the site, forming a wall that vision cannot penetrate.  At the intersecting east-west streets, the intrusions into the wall are again edged by buildings, forming paths within narrow canyons.  To the north, the lines formed are predominantly vertical. The space beyond Randolph Street becomes less congealed, but fails to offer an unobstructed passageway to the river.  The vertical elements offer opportunities to address the sky from the ground, fully offering expecting people the opportunity to realize and understand the intent of the design of the Illinois Center.  


Lines flow to and from an in-between zone that makes up a train yard, but at this site, these lines flow out to the south; the nature of trains necessitates linear movement.  The same yard can become an originating point for lines in many directions; the organization of those lines into concise statements of architectural experience puts the meat on the bones of this thesis.  


The inevitable intrusion of bodies into the controlled order of [spatial or linear] architecture.  Entering a building [or city]: as an act that violates the balance of a precisely ordered geometry; bodies that carve unexpected spaces through their fluid or erratic motions.  Architecture, then, is only an organism passively engaged in constant intercourse with users, whose bodies rush against the carefully established rules of architectural thought.�


Tschumi, with this thought, expresses some of my intentions for a major urban entrance that provides an experience of spatial transformation while at the same instant acting as a change in place-character the way that micro-entrances supposedly do.  In this way, the IC terminal site can seem as tangible as the tunnel entrance through the Post Office, or Baum’s colored countries of Oz.  


Part of a solution to the edge-related linear entrance that I propose includes placing a visual barrier between the train pit and the Michigan Avenue wall.  This addition does not constitute a dramatic shift from what exists already; the edge exists and projection of a forty foot high barrier follows the wings of the Art Institute in form. This begins to severely limit the direction in which human movement can flow, placing total control of movement finally in the hands of the architect.  Points where passages through the wall occur become very important, so that emphasizing or even overdramatacizing these points seems advantageous.  One especially climactic point could occur exactly where the passageway (in the form of a bridge over the tracks) splits the barrier.  At this point, the constricted passageways force people through a narrow crack.  This eliminates options, directing people  through a change-of-state zone towards the mindset of riding a train or entering a city.  The change-of-state zone itself can include program which mediates between commuter railroad support and downtown Chicago commerce.  


These musings lead to the ideas that Steven Holl refers to as spatial extension and spatial projection.  Spatial extensions come from beyond the interior of a space, in this case the entire railroad zone.  The site with the proper intervention lets what surrounds it engage and enhance it�; the interior, through intelligent machinations, takes up dialog with the exterior.  The achievement of this dialog comes from limiting knowledge, allowing only small pieces of information to pass through at any stage in an arrival sequence.  It also comes of the gestalt of adapted visual cues such as the edges and canyons described earlier.  


Spatial projection takes place when the interior of a space projects to the outside, affecting its surroundings in a perceivable way.�  The movement of people, if well organized, will achieve this type of projection.  The same idea of limited knowledge again applies. Telling pedestrians nothing of what lies beyond a wall does not project space onto them, but telling them very little creates negative pressure, sucking the space around the point of interest to move people to find out more.  I judge this movement as meaningful in terms of the forces that move people in meaningful ways.  This relates to the idea that the process of arriving, departing, or knowledge-gaining consists of a sequence of events or singular experiences. 


Any architectural sequence includes or implies at least three relations.  First, an internal relation which deals with the method of work; then two external relations, one dealing with the juxtaposition of actual spaces, the other with programme (occurrences or events).�


Sequence then, becomes as an important element of this thesis.  The process of arrival at downtown Chicago for commuters begins before they leave home; it includes the mental preparation for departure (an initial state of place-in-mind, i.e. Home Base) and progresses through steps including traveling to the local train station (Home Ground), to the platform, a micro-entrance passage to a separated and distinct zone of transit—the train itself.  This transit stage disposes the passenger toward accepting linear form; from this point the train tracks appear as a path juxtaposed to more familiar types of spaces.  The sequence then takes passengers along the line through a series of possible changes in parcel-of-journey (out the train window).  The Metra Electric already does a good job of concealing exterior characteristics of the final mile of its approach into Chicago.  A well considered sequence takes advantage of this condition, acknowledging that an entirely different type of space awaits beyond the wall.  The final parcel-of-journey begins as the commuter leaves  the train behind, but cannot yet see the city streets.  This last transition has the greatest  possibility for exclamation of the high contrast in the juxtaposed spaces—inside and out—and of the final arrival event, with its overwhelming scale change.  The final change of state will quickly impart, if nothing else, the energy of the downtown Chicago environment.  Again, I do not believe I can prescribe individual emotion to an architectural event; but instantly coming upon Michigan Avenue, seemingly out of nowhere must impart some feeling to this final moment in the sequence.  “Neither space nor concepts alone are erotic, but the junction between the two is.”�


Site, Program and Project


 Currently, the public demand for this kind of entry experience is conspicuously and disastrously absent.  Some of the blame for this rests on the reduced use of rail transit via the Illinois Central Corridor.  I argue, however, that reduced ridership breeds a lack of adequate facilities that, in turn, discourages commuters from riding.  The current station at Randolph Street offers only disconsolation and stagnation; no one that I have spoken to claims to enjoy using it.  I argue further that offering more than merely adequate building will enhance the expression and action of arrival enough to encourage growth in rail commuting better than media advertising can.  Currently, eighty-two Metra Electric Railroad trains arrive at and again depart from Randolph Street daily.  Chicago, South Shore and South Bend Railroad have eighteen daily arrivals and eighteen daily departures.  Six tracks and three platforms serve Metra’s current needs, all of these underneath the Illinois Center air rights developments (Prudential Building).  CSS&SB has three platforms and five tracks for its trains; all of its track facilities lie out in the open, south of Randolph Street.  The two companies share an indoor terminal facility beneath the Prudential Building.  Facilities there include a few rows of seats for waiting, men’s and women’s restrooms, a newsstand and tobacconist, a deli, a cocktail lounge, a photo lab, public telephones, and ticket agents. In addition to agents, Metra Electric uses automated ticket kiosks, of which four are placed within the Prudential basement terminal.  


The new proposed commuter station project will combine the tracks and platforms of the two companies outdoors, on the land occupied by the CSS&SB tracks.  This property occupies about twenty acres of downtown Chicago real estate, usurping Grant Park.  The borders of the site include Columbus Drive to the east,  Randolph Street to the north, Monroe Drive to the south and Michigan Avenue to the west.  The area measures roughly twelve hundred feet north to south and 1000 feet east to west.  From Michigan Avenue east for 250 feet lies a formal garden park.  At the edge of this park, a concrete wall marks the edge of the twenty foot drop down to the track level.  East of Columbus Drive lies the underground Monroe Drive Parking lot, upon which sits a portion of Grant Park.  East of this lies Lake Shore Drive and then Lake Michigan itself.  South of the site, the Art Institute occupies both sides of the tracks; its two-story bridge of galleries crosses the IC.  On the west side, the traditional Beaux Arts building with its famous lion statues faces across Michigan Avenue down Adams Street.  The building has two wings, each fifty feet wide and forty feet tall, which sit directly adjacent to the tracks.  To the east of the tracks sits the Walter Netsch and Hammond Beeby Babka additions to the Institute, as well as the Goodman Theater, an older structure. 


The platforms currently used by the South Shore occupy about two thirds of the length of the site.  In order to accommodate projected growth in ridership I propose to allow the new platforms to occupy more of the site.  Currently, the station accommodates over twenty thousand passengers, each way every day.  A new station must accommodate these, plus any additional projected riders for the future, and potentially provide each one with the entry experience described earlier in this chapter.  Accommodating the passengers, in terms of function alone, simply means providing access for any person wishing to travel by Metra Electric or CSS&SB rail.   The interior of the station house will include restrooms, news stands, waiting areas, ticket agents and support spaces as mandatory program elements.  The exterior will provide taxi stands adjacent to access points, and will provide significant architectural approach and city entry sequence experiences.


Any other program included falls under optional or discretionary use, all based on how well they fit into the search for the most potent experience.  Some optional spaces that I have considered include: dining facilities, art galleries, arcade shopping, speculative office space, cinemas, artist studios,  and child care centers.  Most of these uses are supported by a pattern of either short stays or a large draw of people leaving and arriving at all times.  Based on further study, as I state in my conclusion, some or none of these spaces will become incorporated into the design, and will be submitted to the primary program of arrival and departure.  


The design project following this chapter will result in exhaustive study of all of the above issues, from Chicago planning to the theory of the micro-entrance which I developed especially for this thesis.   I intend to demonstrate a great deal of design ambition, that it address the issues of arrival and departure in a new and challenging way, and that were it to be built, that I understand how its development could progress.�









CHAPTER 7


A DESIGN SOLUTION


F


ollowing this brief description of my ultimate design intentions the images present the design for a proposed commuter station at the Randolph Street site. This project intends to provoke emotional and intellectual reactions to the regiment of experiences to which it subjects commuters.  The most important architectural element appears to the immediate west of the rail zone.  A forty foot cast-in-place concrete wall erected upon the existing retaining wall blocks the view from the platforms to the city.  The wall derives its form and size from the recent wing additions to the Art Institute of Chicago.  After a gap to allow Monroe Street to pass through, the mass picks up where it left off, traveling the twelve hundred feet to Randolph Street, broken at the junctions of  Washington and Madison Streets.  This massive feature causes the change-of-state to be delayed until the commuter walks along the platform to one of the stair passages up to the bridge over the tracks.  At the point where the bridges and the stairs meet, the commuter has the option to walk towards or away from downtown. The greatest volumes of people will head towards the city, orienting them to the west.  They still have not experienced a view of the towers of Michigan Avenue.  The walk along the bridge offers alternating views to the north or south along the lines of the trains with the lack of a view, focusing the commuter on the destination.  To accommodate greater numbers of commuters, the passageway widens nearer to Michigan Avenue.  Commuters encounter the wall to find that it is more than a wall;  space appears between a previously hidden second wall and the visible wall.  The space for the final time, distracts the commuter from the freedom to choose of the myriad paths within the city fabric.  The strong axis to the north and south once again grabs the commuters’ attention before flinging them through the glass box serving as the final gateway and into the city proper.  


The glass boxes, of which there are two, also serve as nodes, mainly for the opposite commute.  They stand over one hundred feet high, and so are very visible from well down Madison or Washington Streets.  They enclose space but do not provide shelter from the outdoor air.  Their structure combines with the structure of the opaque wall, the only lines of support provided by two huge trusses cantilevered over the enclosed space.  


Within the double wall, thirty feet above the Michigan Avenue level, I placed a building dedicated to the services required by passengers, mainly food service.  Windows cut into the wall form a rhythmic band along the top edge of the west facing wall, offering a city view.  A gap runs along the east edge of the space, between the food service building and the west wall.  The gap allows a narrow band of light to appear in the ceiling, further emphasizing the north-south realignment of the attentions of the commuters.  


To the east of the tracks, I have filled in the gap in the Grant Park fabric by filling the site with an underground parking structure covered with grass and trees.  The access for parking comes off an extension to the Monroe Garage system.  An additional bridge links the east and west sides of Columbus drive along the lines of Madison and Washington Streets.  


To the north of the tracks, along Randolph Street, the building changes slightly.  The glass box continues along the Randolph edge, providing a different character for the experience.  Rather than block the view towards the north, I reflected the massing intent of the Illinois Center.  I filtered the views through the structure, but did not prevent them.  Likewise, I caused commuters to filter through the building, finding access along the lines of the platforms: these lines provide the strongest expression in the north-south direction due to the movement of people.


The sequence of images to follow will recapture the design process, beginning with the initial charette design model, indicating two early preliminary designs, and ending with a complete presentation of the final design.
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CHAPTER 8


CONCLUSION





E


xploration of the issues in this thesis has opened my mind to a new range of thinking about architectural subjects.  The wall in the park to the east of Michigan Avenue has so many implications based on the language of walls and the historical nature of walled cities that the question of its appropriateness in a twentieth-century American city arose during the discussion of the preceding design.  Since this paper has dealt with the  issue of the image of city elements, and the organizing power that movement systems within a city contain, the enclosing of the city with a new wall poses an adequate starting point for questioning of the design.  


The point that a wall creates references to medieval cities bounced between the critics at the final jury.  Human society is just beginning to eliminate barriers between different cities or countries, one view ran, so why am I building a wall around Chicago?  First, there is already a wall on the spot, both the wall of the current depression and the wall of the Art Institute wings.  Arriving  passengers on Metra Electric have no views out of the station now, so the differences of the experiences take place several ways.  First, the shortened and eased access to Michigan Avenue that the building gives offers the opportunity to approach Chicago in a methodical and powerful way.  Second, I first conceal the city, then give a view of it, all before I set commuters free to roam it at will.   I delay the point at which this freedom begins a moment after the wall is transcended, while the commuters move through the glass node spaces, where they can see in all directions but must move either in or out of the station.  


The alternate view held by some members of the jury was that the wall represents an attempt at architectural sculpture, and should only be viewed as such.  My views  sympathize more with this opinion, but I feel that as a work of architecture, the wall embodies more meaning than a sculpture has.  This results of the careful planning and programming the motions of the commuters to match my theory of city entry.  As sculpture the wall works as a kinetic system, where people form the kinetics; the object of art operates to turn people into sculptural components.  But is this not the essence of what constitutes Architecture?  The view that the wall is sculpture sells it short.


 The problem of the termination of the wall, as well as what to fill it with plagued me during the decision-making process throughout the project duration.  I feel that the north end, where the wall ends in the Randolph Street building is more provocative than the south end, where the slight turn serves to broaden the building to the width of the Art Institute wings.  This move attempted to blend an odd part of the commuter station into the fabric of Chicago’s morphology.  At the north end, however,  the urban fabric can be more easily studied.  The Illinois Center contains a fairly artificial feel to it, due to the elevation of the entire complex onto its pedestal.  The commuter station adopts that slight artificiality, placing itself on the same pedestal and also taking on a similar transparency and sparseness.  It makes use of the provided under-structure of lower Randolph Street for taxi and bus access, while not revealing this fact from the platform or plaza level.  


Mainly, the project succeeds in its manipulation of motion, always providing the motive or force to keep people moving in a meaningful way.  The building keeps their attention on the system of control without forcing them out of their way.  The building does not provide a different system of control, however.  It merely repeats and enhances the control already in place.  First, passengers unload from trains and move in along the lines which repeat the lines of the motion of trains.  The moment of crossing the tracks does not change the system of control, in fact it makes it more rigid.  Views of the trains focus attention on the perpendicular mode of transportation, but no other information becomes available for several minutes.  Finally, passengers receive the permission to go through the change-of-state as the view of Chicago appears.  But one last major hurdle remains.  The passengers stand fifteen feet above the earth in the bridge structure; their attention is needed to reach the ground by stair or by elevator.  They must put aside their desire to enter the city for a sobering moment.  During that moment they may look to either side of them, and there, as a reminder of the moment of the change-of-state, sits the space within the wall, the epitome of the linear system.  


This sequence, and the significance that it contains to the theory behind city entry, becomes the reason for the exploration of forms away from those of typical railroad arrival systems.  In most rail terminals, the trains arrive side by side and passengers walk in the direction of arrival to a large head house, from which they may disperse in all directions.  The problem with this, as I finally came to see it, lies in the fact that these buildings really are not about entry at all, but about arrival.  


Arrival has a much more final feeling attached to it, as if the only choice after arrival is departure.   Entry and entrance, on the other hand, have many other possibilities.  Entry begins an experience of a new space or time, an experience which then leads to more experiences branching out from the initial one.  Just as I place this idea in the conclusion of this thesis, I urge readers not to believe that they have arrived at the end of a work, but have rather entered into a new way of thinking about entry in the urban context.  
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