
INTRODUCTION 

Bridge bu i lde r s  seem to  have been an anonymous group. Their  products are  
described a s  f in ished objects ,  a r t i f a c t s  of industry and commerce, symbols 
i n  our c i t i e s  and landscapes. The bridges might have appeared without the 
agency of man. Most s tudies  are d i rec ted  to  the s t ruc tu res  - and general 
h i s t o r i e s ,  descr ip t ive  l i s t s  of those i n  a p a r t i c u l a r  area,  and in-depth 
analyses of individual  projec ts .  Perhaps t h i s  i s  the r e s u l t  of the nature 
of the business, fo r ,  when the construction was f in ished,  the crews 
departed for  the next job, the equipment was hauled away, and the only 
reminder of the bui lder  was h i s  nameplate, which of ten  has been removed or  
destroyed. Perhaps t h i s  i s  why the completed bridges now seem t o  have 
appeared overnight. There has been l i t t l e  study of the men, the companies, 
and the methods of f abr ica t ion  and erect ion.  This guide i s  concerned with 
the organizations tha t  signed the contrac ts ,  coordinated a l l  the p a r t s  of 
the job, took the r i s k s ,  and produced the spans. It i s  intended t o  be of 
ass is tance  to  the surveyors of old bridges, to  those who study the h i s t o r y  
of technology, and t o  the students of nineteenth-century industry.  

Until  the expansion of the ra i l roads  and the in t roduct ion of the Howe 
t r u s s  i n  the ea r ly  1840s, timber bridges were constructed by t r ave l ing  
master bu i lde r s  such as Lewis Wernwag and Theodore Burr or by loca l  
craftsmen who a l s o  erec ted  f a c t o r i e s  and m i l l s .  Most, i f  not a l l ,  of the 
mater ia l  was obtained close t o  the s i t e ,  and the f a b r i c a t i o n  was done 
there.  The guide begins a t  tha t  time, the ea r ly  1840s, and ends with the 
close of the nineteenth century. The Howe t russ ,  with i t s  small but  v i t a l  
amount of i ron,  began the move t o  i n d u s t r i a l i z a t i o n  as  f irms such as 
Boody, Stone i n  Massachusetts and Stone and Boomer i n  Chicago es tabl ished 
shops for  f abr ica t ing  the mater ia ls ,  which were shipped t o  the e rec t ion  
s i t e .  The next s tep,  i ron bridges, required foundries and fabr ica t ing  
shops to  form, d r i l l ,  assemble, and r i v e t  the pieces before shipment. This 
of f - s i t e  work i n  turn necess i ta ted  designs, drawings, and obtaining the 
mater ia ls  from r o l l i n g  m i l l s  and other suppliers .  These new a c t i v i t i e s  
marked the progression from a c r a f t  t o  an industry.  The guide covers the 
most dynamic period of the indust ry ' s  h is tory .  The changes included the 
replacement of wood by i ron and then the use of s t e e l ,  development of 
ana ly t i ca l  methods of design, emergence of the independent p rac t i ce  of 
bridge engineering, the growth of the domestic i ron  industry,  and the 
evolution of business organizations. This l a s t  was climaxed with the 
formation of American Bridge Company i n  1900 with i t s  control  of half  of 
the nat ion 's  f abr ica t ing  capacity. With the exception of American Bridge's 
l a t e r  acquis i t ions ,  no e f f o r t  has been made t o  record any a c t i v i t i e s  of 
the twentieth century. 

The Directory shows tha t  there was no s ingle  p a t t e r n  fo r  the companies or  
the propr ie tors .  Some concerns were s t ab le ,  continuing operat ions such as  
Keystone Bridge, which l a s t e d  for  t h i r t y  years, or  De t ro i t  Bridge and 
Iron,  which ran for  fo r ty ,  while o thers  exis ted  only a shor t  time. Some 
men spent t h e i r  working careers  a t  one place,  and others ,  a s  shown i n  
Appendix D, made many moves. There was an equal d i v e r s i t y  i n  operat ions,  
with some firms performing a l l  the functions,  extending sometimes t o  the 
foundations, and others  subcontracting much of the work. Some of the 
companies had t h e i r  own propr ie tary  designs fo r  bridges. Often the 
patentee of such a design had formed the company t o  s e l l  and bui ld  h i s  
idea of a  proper t russ .  The demands of the expanding economy, the ease of 
ent ry  in to  the business, the moving about of managers and engineers with 



the r e s u l t i n g  d i f f u s i o n  of information, ana LUG ~ ~ c a ~ c i :  a v a i l a b i l i t y  of 
ma te r i a l s  a l l  cont r ibuted  t o  the development of the indus t ry  and i t s  g rea t  
d i v e r s i t y .  

The data can be used t o  loca te  the bu i lde r  of a  p a r t i c u l a r  br idge ,  t o  
analyse the growth of the indus t ry  i n  terms of number of companies and 
geographic d i s t r i b u t i o n ,  and t o  examine the p a t t e r n s  of company formation, 
growth, and longevity.  It a l s o  suggests o the r  quest ions t h a t  could be 
addressed only i n  a  more complete study. Why d id  Ohio have such a l a rge  
number of small t o  medium s i z e  f ab r i ca to r s?  Why was New England's capaci ty  
so small? How d id  companies ob ta in  work so f a r  from t h e i r  shops - D e t r o i t  
Bridge and I ron  b u i l t  i n  every s t a t e ,  and Ber l in  (Connecticut) I r o n  Bridge 
Company s e n t  four  bridges t o  Indiana and seven t o  Texas? Why were branch 
p l a n t s  unsuccessful? Zenas King made two attempts, and Union Bridge f a i l e d  
t o  keep both of i t s  shops operat ing.  

The Directory includes companies t h a t  b u i l t  br idges or  adver t i sed  t o  do 
so, and those concerns t h a t  e rec ted  a t  l e a s t  one major bridge even though, 
a s  i n  the case of John Roach, i t  was not  t h e i r  usual  a c t i v i t y .  It a l s o  
l i s t s ,  u n t i l  the mid-1880s, the engineers who adver t i sed  a s  br idge  
bui lders ,  s igning con t rac t s  f o r  complete p r o j e c t s ,  making the designs,  and 
subcontract ing the ac tua l  construct ion.  Some l a rge  bridges were b u i l t  i n  
t h i s  manner, but  gradually the p r a c t i c e  disappeared as  the engineering 
profess ion  developed. Another group i s  composed of the companies l i s t e d  i n  
na t ional  d i r e c t o r i e s  a s  'br idge bu i lde r s '  . Undoubtedly t h i s  included some 
t h a t  had no shop f a c i l i t i e s  or  b u i l t  only minor s t r u c t u r e s  and those t h a t  
d id  only foundations or  masonry, but  there i s  no f e a s i b l e  way of e d i t i n g  
those l i s t s  a t  t h i s  time. The coverage of the business d i r e c t o r i e s  was 
uneven and seems t o  have var ied  with the d i l igence  of t h e i r  l o c a l  agents.  
I n  some ins tances  well-establ ished companies were omitted and i n  o the r s  i t  
i s  most doubtful  t h a t  so many r e a l  br idge b u i l d e r s  could have e x i s t e d  i n  
the area covered. The American I r o n  and S t e e l  Associat ion d i r e c t o r i e s  of 
the 1890s were more s e l e c t i v e  and a l s o  provided f a b r i c a t i n g  capac i t i e s .  
The companies included i n  the AISA publ ica t ions  a re  marked with an 
a s t e r i s k  (*), and the capaci ty  da ta  are  given i n  Appendix A. 

The word 'companies' i s  used i n  a  broad sense t o  cover the indiv iduals ,  
par tnerships ,  and incorporated bodies t h a t  f a l l  wi th in  the scope of t h i s  
work. When the parent  company and the shop bore d i f f e r e n t  names, the one 
o r d i n a r i l y  used i n  advertisements and d i r e c t o r i e s  has been fea tu red  and 
the o ther  included i n  the t e x t ,  and a l l  of the secondary names a re  
included i n  the index. Occasionally both names were equally prominent - 
Clarke, Reeves and Company and Phoenixvil le  Bridge Works; A. and P. 
Roberts Company and Pencoyd I ron  Works. I n  such cases each name has i t s  
own d i rec to ry  ent ry .  The index l is ts  a l l  the p r o p r i e t o r s  and o the r  names 
mentioned i n  the d i r ec to ry  and those i n  Appendix D, but ,  i n  general ,  i t  
does not cover the o ther  appendices. Companies t h a t  b u i l t  only f o r  
themselves, such as  the Pennsylvania, New York Central ,  and o the r  
r a i l roads ,  a re  not included. Agents f o r  f a b r i c a t i n g  companies a l s o  a re  
excluded, a s  a re  those companies t h a t  owned o r  promoted indiv idual  
s t ruc tu res  ( the  names of some are  misleading). The books by Richard Allen 
and George Danko include many names t h a t  were not  l i s t e d  i n  na t iona l  
d i r ec to r i e s .  A s  these men seem t o  have been on the f r inge  of the indus t ry ,  
bui lding bridges being only one of severa l  occupations, t h e i r  names have 
been omitted; t o  have included them would give a  f a l s e  impression of the 
a c t i v i t y  i n  some s t a t e s .  

v i i i  



The dates given for  each entry are those of known a c t i v i t y  or  d i rec to ry  
l i s t i n g .  These dates must be taken as  only approximations of when the 
company existed,  for  the time between gathering data  and i t s  publ ica t ion 
was a t  l e a s t  ha l f  a year, and i n  t h a t  period a company could change i t s  
name or close. Some firms were l i s t e d  f o r  severa l  years a f t e r  they had 
stopped operating. Def in i te  information i s  given i n  the t e x t  por t ion  of 
the e n t r i e s ,  and only the pos i t ive  statements should be considered as  
describing the company's period. The year 1901 i n  the da te  column 
s i g n i f i e s  only tha t  the company was ac t ive  or was l i s t e d  i n  t h a t  year. A s  
t h i s  study does not extend i n t o  the twentieth century, 1901 should not  be 
taken as  a terminal date.  

The author g r a t e f u l l y  acknowledges the ass is tance  of the following people 
i n  the preparat ion of t h i s  directory:  Richard S. Allen who has provided 
information over the years and David Simmons fo r  h i s  review and addi t ions  
t o  the Ohio sect ion;  Nanci Kostrub Batchelor fo r  producing the f i n a l  
copy from the manuscript and Helena Wright fo r  planning the  d i rec to ry ' s  
format; Matthew Roth for  h i s  encouragement and d i rec t ion ;  Richard K. 
Anderson, Jr., for  the layout and design; and Robert M. Vogel for  the 
suggestion t h a t  s t a r t e d  the p ro jec t  and guiding it in to  book form, 
including the se lec t ion  of i l l u s t r a t i o n s .  The author 's  thanks are  a l s o  
extended t o  the l i b r a r i a n s  and a r c h i v i s t s  who guided him t o  some of the 
sources and answered requests  for  information. P a t r i c k  M. Malone was 
President  of the Society when t h i s  publ ica t ion was approved, and the 
author thanks him for h i s  support and fo r  wri t ing  the Foreword. A l l  of 
those named a re  members of the Society for  I n d u s t r i a l  Archeology. 

This i s  a prel iminary study and a considerable amount of work remains t o  
be done. The author is, of course, reponsible fo r  e r r o r s  of f a c t  and 
in te rp re ta t ion ,  and he w i l l  be g ra te fu l  for  addit ions and correc t ions  so 
tha t  a more complete l i s t  of the nineteenth-century bridge bu i lde r s  can be 
made. 

LANE BRIDGE COMPANY, Hilrhtstowu, N. 1.. February 28, 18.i~ - . - .  
Painted Post, N. Y. 

Dear sir-The Fort -one foot span of your patent Railroad Iron Bridge We sold to Mercer and Middlesex counties 
i t ;  i s  duly.ereded, and, on the day appointed for the committees to meet and inspect it I had two of my 

largest traction engines out there and after they had examined it otherwise, I ad the two engines 
run across it side by side to the satisfaction of all Present and, to their astonishment the de res- 

sion was hardly perceptible even in center of span-and of course the bridge was accepted 
unanirnc.usly. 


