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It is with deep sadness that we inform our readers 
of the death of our colleague and friend, James Louis 
(Jim) Cooper, Sr., who passed away on August 19, 
2021. 

Jim was a professor emeritus of history at DePauw 
University and a widely recognized expert on the 
study and preservation of Indiana’s historic bridges. 
His books on Indiana’s historic bridges include Artistry 
and Ingenuity in Artificial Stone: Indiana’s Concrete 
Bridges, 1900-1942 and Iron Monuments to Distant 
Posterity: Indiana’s Metal Bridges, 1870-1930. Jim 
also served on the Board of Directors for the Historic 
Bridge Foundation from 2006-2011.

The historic bridge community is forever indebted 
to him for his successful efforts to inspire the 
preservation of historic bridges in Indiana, and to 
document those that were not preserved. 

In honor of Dr. Cooper, the Historic Bridge 
Foundation is releasing this special edition of our 
newsletter containing a compilation of all the articles 
he contributed to the Historic Bridge Bulletin over the 
years. 

James Cooper: December 
24, 1934 - August 19, 2021

James L. Cooper, bridge historian 
and professor emeritus of history at 
DePauw University
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“A new iron bridge has been completed this week....  This 
makes the 4th structure of the kind in Jasper county....  They will 
be enduring monuments to the enterprise and sound judgment of 
the commissioners under whose administration they were built.”

         – editor, “Local Matters,” The Rensselaer Union, 
                 26 September 1872.

Structural Form: Bowstring
“Bowstring” is the name used for a tied and trussed 

arch.  The top chord or “bow” is arched and the 
bottom chord or “string” keeps the upper arched 
chord from flattening by tethering its ends.  Members 
between the two chords help to carry the roadway 
and to resist the effects of moving loads over the 
superstructure. 

Bowstring arch bridges of cast and wrought iron 
were constructed in America in large numbers from 
the mid-1850s through the 1880s.  Only six bowstring 
bridges – including that now located in Potawatomi 
Park in Rensselaer – remain in some kind of service  
in Indiana.

Structural Style of Bowstrings 
There were a good many styles of iron bowstrings 

designed, fabricated, and erected in the United 
States during the mid-19th century.  The Hoosier 
extant bowstrings represent six different styles.  The 
Potawatomi Park bridge is the only one built to the 
W. B. Rezner patents of 1867 and 1872 focused on 
an arched upper chord composed of two near semi-
circular wrought iron sections riveted together and 
tethered to the lower chord through cast iron foot 
blocks.  Indeed, there are fewer than a half-dozen 
Rezner-style bowstrings remaining in the whole 
nation.

Jasper County’s Contracting for Iron 
Bowstrings

As the Rensselaer Union’s editor noted in 
September 1872, the Jasper county commissioners 
had just erected their fourth metal truss bridge – 
all were iron bowstrings.  They did not contract for 
another metal bridge for more than a decade, by 
which time the popularity of bowstring design and 

Potawatomi Park’s Enduring 
Monument
By James L. Cooper

The general form of the bowstring is illustrated here as the bridge is restored for reuse at Potawatomi Park. Photo by 
Jim Cooper.

Bowstring drawing from the Rezner bridge patent.

Bowstring details as shown in the Rezner bridge patent.
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construction had passed its zenith.  
On the whole, the county relied 
throughout the period on timber 
beam and low-truss bridges for its 
crossings.

The First Bowstring
In March 1869, the commissioners 

determined that the old Bedford 
Bridge over the Iroquois River 
just east of Rensselaer needed to 
be replaced with an 80-100 foot 
structure.  In April of that year the 
board adopted John Lefler’s plans 
for a five-span timber pile, or beam, 
bridge to be erected on sandstone 
abutments and piers.1  

For the June 1869 letting, however, 
the commissioners were attracted 
to a proposal for an iron bowstring and contracted 
for its construction.  For $2,200 the Wrought Iron 
Bridge Company of Canton, Ohio, offered to erect a 
single 100-foot span on “Hammond’s Patent double 
T beam arch” across the Iroquois River.  The county 
would provide the stone abutments.2  While the iron 
superstructure was far more expensive than Lefler’s 
timber beams would have been, the commissioners 
did save the cost of three stone piers.  Construction 
was satisfactorily completed and the bridge accepted 
by early January 1870.3

The Second and Third Bowstrings
In April 1871, the Jasper county 

commissioners sought proposals 
for two more iron superstructures 
on “solid stone abutments.”  Both 
sites were on the Rensselaer and 
Remington Road – one at 60-feet 
over Big Slough at Alfred Hoover’s 
and the other at 50-feet over 
Carpenter Creek at “Lipprant’s 
crossing” about half a mile north of 
Remington, each to be 12- or 14-feet 
wide.

William Rezner apparently came 
to Rensselaer in June to present 
the commissioners with the Ohio 
Wrought Iron Bridge Company of 
Cleveland’s proposal.  Theirs was 
the lowest and subsequently the 

successful bid for these bridge superstructures.  
William Hartshorn of Grant County won the 
contract for the two sets of stone abutments.  The 
commissioners accepted both sets of abutments by 
late August, and Hartshorn received $2,309 for his 
stone work.  In early September, the commissioners 
also accepted the two superstructures and paid 
the Ohio Wrought Iron Bridge Company $1,636.47 
for the spans.4  The exact lengths of these two 
bowstrings remain approximate.  The commissioners 
had advertised for a 50-foot span over Carpenter 
Creek and a 60-foot span over Big Slough, but the 
Union reported “the contract price for these bridges 
is $900 each” – a figure inconsistent with spans of 
unequal length.5  Unfortunately, the Auditor did not 
record the Ohio Bridge Company contracts in the 
“Commissioners Record.”

The Fourth Bowstring
In April 1872, the commissioners sought proposals 

“for building abutments and iron bridge across the 
Iroquois River, where the Rensselaer and Winamac 
Road crosses the same at or near the residence 
of John Groom” (S16-21/T29N/R6W).  At the 
June letting, the board rejected as too high all the 
proposals they had received for the stone abutments.  
New proposals filed on the spot led to a stonework 
contract with Grant county’s Hartshorn, Crampton 
and Company.  The superstructure contract went to 

Potawatomi Park’s bridge before it 
was moved and restored. Photo by 
Edward Windhorst.

This advertisement for the Ohio Bridge Company 
featured the Rezner bridge patent.
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the “Ohio Bridge Company of Cleveland, Ohio,” at 
$19.70 per lineal foot.6 Work on the “Groom Bridge” 
proceeded quickly.  The county received the stone 
abutments in August, paying Hartshorn, Crampton & 
Co. $935 and to others for excavation and timbers for 
sub-base for an additional $69.12.  William Rezner 
notified the commissioners in early September that 
the fabricated iron members for the bridge had 
arrived by train in Francesville.  Rezner was present 
in late September when the commissioners accepted 
the completed superstructure and authorized 
payment of $1,674.50 for “85-foot span linear 
measure @ $19.70 per foot.”7     

The End of the Beginning
In September 1875, the commissioners ordered 

the county auditor to advertise an October letting 
for “two stone abutments and a 50-foot span, 14-
foot driveway Iron Bridge [known as Rawles Bridge] 
over Carpenter’s Creek about one-half mile south 
of Remington.”  Six days later, the board rescinded 
its order for the Rawles Iron Bridge letting.  In mid-

October, the commissioners named Frederic Hoover 
as the board’s agent to let a contract to repair “the 
old ‘Rawles Bridge’ south of Remington or to build a 
new bridge at this site on same plan as the Thomas 
and Bullis [timber pile] Bridges.”  In December, 
Decoursey and Thompson received $432 “for building 
Rawles Bridge across Carpenter’s Creek.”8  This 
appears to have closed the chapter on Jasper  
County’s contracting for iron bowstring bridges.

Why did the county decide not to build more 
“enduring monuments”?  Cost was surely one motive.  
If the county had proceeded with its originally 
expressed intent to rebuild the Rawles Bridge with 
stone abutments and a 50-foot iron span, the cost – 
assuming a cost equivalence with the 50-foot bridge 
over Carpenter’s Creek just north of Remington 
– would have been approximately $1,150 for the 
stonework and $900 for the bowstring for a total of 
$2,050 as compared with the $432 paid for the new 
timber pile structure.

A second motive concerned recycling county 
revenues within Jasper County.  The county appears 
to have lacked an adequate supply of stone masons.  
The Bedford Bridge abutments, whose construction 
was let to county residents, proved so insufficient 
that the north abutment had to be repaired within 
five years.  By 1883, the Bedford Bridge abutments 
as a whole were in such bad shape that the county 
declared an “urgent” need for “repair” and  
contracted “for the erection of wooden bents for 
support of the iron bridge.”9  The stonework for the 
other three bowstrings was subsequently contracted 
out to masons from Grant County.  The iron 
superstructures all came from Ohio.  On the other 
hand, the timber pile and combination (timber with 
iron rods) bridges for which Jasper County regularly 
contracted could be designed “by practical engineers” 
at hand and constructed by local carpenter builders.

Drawing from the Ohio Bridge Company showing a 
Rezner patent bowstring and its details. Courtesy Ohio 
Historical Society Archives.

Details of the Potawatomi Park Bridge prior to its relocation and restoration. Photos by Edward Windhorst.
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The cost comparison suggested above omits several 
significant countervailing factors.  First, timber 
pile bridges required frequent repair and typically 
decayed within 15 years.  Second, a 50-foot timber 
pile structure would consist of at least 3 timber beam 
spans seated on timber piles in the stream, not a 
single iron bowstring atop stone abutments at the 
stream banks.  The timber structure would be far 
more subject to collecting drift and to washout from 
flooding than the iron one, thus possibly limiting its 
life until replacement to even less than 15 years.  
Thus initial costs are not the only relevant ones.

Third, the Ohio Bridge Company of Cleveland, 
upon whom the Jasper County commissioners had 
depended for their lower-cost bowstrings, had been 
merged into the somewhat more expensive Wrought 

Iron Bridge Company of Canton somewhere between 
mid-1872 and 1874.10  The closest cost comparison 
we have between these two companies is between 
the Bedford Bridge by Wrought Iron for $22 per linear 
foot and the Groom Bridge by Ohio Bridge at $19.70 
per linear foot.

The commissioners did not again consider metal 
truss bridge construction through the 1870s into 
the 1880s.  In September 1879, for example, Charles 
Hopkins agreed to examine and tighten the bolts and 
then sand and paint the county’s four metal bridges.  
Hopkins enumerated the bridges as Bedford, Hoover, 
Carpenter Creek at Remington, and Groom – all of 
Jasper County’s potentially enduring monuments.11

Of the four iron bowstrings, only the one relocated 
in 2012-2013 to Potawatomi Park in Rensselaer 
survives. 

Notes
1Jasper County, “Commissioners Evidence of 

Destroyed Records,” I: 15, 163, 170-171.
2David Hammond, Canton, Ohio, U.S. Patent 

#56,043 (3 July 1866); reissue #3,433 (11 May 1869).
3Jasper County, “Commissioners Evidence of 

Destroyed Records,” I: 198-199, 206, 263-264, 269, 
276, 278-279, 362.

4Jasper County, “Commissioners Record,” 4: 37, 53, 
57-58, 61, 67, 69, 77, 84, 86-89, 127.

5“Proceedings in Commissioners Court,” The

This photo shows a model of a Rezner bowstring created as part of the patent process. Courtesy Smithsonian 
Institution, Negative NO. 48660-D.

The Potawatomi Park Bridge after its relocation and 
restoration. Photo by Edward Windhorst.

http://www.google.com/patents/US56043
http://www.google.com/patents/USRE3433
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 Rensselaer Union, 15 June 1871, p3 c5.
6Jasper County, “Commissioners Record,” 4: 180, 

195-196, 209-210.
7Jasper County, “Commissioners Record,” 4: 211-

212, 216, 226-227, 229.
8Jasper County, “Commissioners Record,” 5: 22, 33, 

46, 52.
9Jasper County, “Commissioners Record,” 4: 326, 

328, 342; 7: 208-209, 219.
10Victor C. Darnell, Directory of American Bridge-

Building Companies, 1840-1900 (Washington, D.C., 
1984), 50.  Darnell cites 1874 as the ending date for 
Ohio Bridge.  David Simmons of the Ohio Historical 
Society reported in an email message that Robert 
Newberry of Wisconsin Department of Highways 
documented a January 1872 Ohio Bridge Company of 
Cleveland contract that had become a Wrought Iron 
Bridge Company of Canton project by July 1872.

11Jasper County, “Commissioners Record,” 6: 91. 

James L. Cooper, professor emeritus of history at DePauw 
University, was a bridge historian who specialized in the 
history of Indiana’s bridges. He authored several books 
about historic bridges, and was a consultant for the 
Indiana Division of Historic Preservation and Archaeology, 
Historic Landmarks Foundation of Indiana, and past board 
president for the Historic Bridge Foundation. 

In 2009, the City of Goshen hired the Troyer Group 
of Mishawaka to design the repair of the extant 
pedestrian bridge over the Mill Race Hydraulic Canal 
at the end of Murray Street.   Maryo Pasarel of Troyer 
contacted the narrator, among others, for advice on 
historically-sensitive applications within the city’s 
budget.  Neither the city nor its consulting engineers 
apparently knew when the bridge was erected over 
the canal, who commissioned construction, or quite 
how the city became responsible for the structure.  

The narrator and local history detectives began the 
sleuthing on which the following interim report is 
based.  

The Mill Race Hydraulic Canal and its Early 
Crossings

Having defeated the efforts of the southern 
confederacy to secede from the union, the industrial 
barons of the northern states focused their 
burgeoning production on the wide and deep civilian 
markets of a reunited nation.  In 1866, eight Goshen 
entrepreneurs invested $100,000 for the construction 
of about two miles of hydraulic canal adjacent to 
the east side of the Elkhart River.  By 1874, the canal 
powered four mills –  two flouring, a faxseed oil mill, 
and a sawmill – plus a pair of wood manufacturers, 
a door, sash & blind factory, and two furniture 
manufacturers with a combined total annual product 
of at least $1,000,000.  Even then, less than half the 
water power available was being used.1 

No economic development comes without 
consequent disruptions:  Progress has its costs. 
Digging and watering a canal to the east of the Elkhart 
River along much of the western edge of Goshen 
added a second watercourse obstruction to east-west 
transportation into and out of town.  Since township 
and county governments were responsible for most 
of the local public roadways in Indiana, the hydraulic 

Murray Bridge:
An Orphaned Span Adopted in 
Goshen, Indiana
By James L. Cooper, narrator with the assistance 
of Earlene Nofziger and Dale Garber of the Goshen 
Historical Society

1874 Atlas Map of Goshen.
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canal burdened government budgets by adding some 
new bridges to its roadways on the western side of 
Goshen.  The 1874 atlas map of Goshen shows three 
public roadway crossings of the canal:  Market Street, 
Madison Street, and Plymouth Avenue.2   

For those living, farming, or manufacturing between 
the river and the canal who also lacked easy access to 
one of these public roadway crossings, the location 
was isolating enough to spur the construction of a 
number of private timber-beam bridges across the 
canal.  In 1905, the Hawke Brothers, who were major 
promoters and users of the canal for their flour mill 
and furniture manufacturing, pushed the envelope for 
private bridges.  They replaced the timber bridge they 
had built earlier to connect their factory on the west 
bank with Jefferson Street on the east with heavy-
duty, stone-arch spans.3 

Murray Timber-Beam Bridge
 
About a mile south of the Hawke Brothers 

operations, F. & L. Murray owned and worked a 
15-acre farm between the canal and the river.  
Extended family members also lived on the east side 
of the canal along what was appropriately called 
Murray Street.  In 1901, the Murrays negotiated the 
construction of a canal crossing here. 

According to the contractual terms agreed to by the 
Murrays,  Benjamin F. Daehl (the mayor of Goshen), 
and the Hawks Electric Company (owner/manager of 
the canal), Frank Murray, donated $75 “towards the 
construction of the bridge” on the understanding that 
“the city would forever keep the bridge in repair.”5

Since inexpensive, uncovered timber bridges were 
standard for local Hoosier roadway crossings across 
Indiana, the mayor should have known the nature of 
the commitment he made for the city.  Uncovered, 
untreated, timber does typically rot within one to two 
decades.  Replacement of a rotted or broken board 
here and there is a frequent, periodic, and necessary 
maintenance activity.  Rotting of the timber-pile 
foundation typically led to replacement of the whole 
structure.  In 1924, Frank Murray approached the 
Goshen Board of Public Works about the deteriorated 
condition of the Murray Street canal crossing.  “The 
Murray Bridge is unsafe having been badly damaged 
by ice and current and,” the Goshen News-Times 
reporter noted, “is said to be badly in need of repair.” 

At first, the city authorities denied responsibility for 
the Murray Bridge.  But after Frank Murray produced 
a copy of the 1901 contract, the Board of Public 
Works ordered Charles L. Kinney, the City Engineer, 
to inspect the bridge and to recommend what action 
to take.   Apparently Engineer Kinney recommended 
replacement rather than repair of the bridge, for 
when Frank Murray was back before the Board in 
November, he “asked for action by the street [city] 
in replacing the bridge over the hydraulic canal” 
[emphasis added].  The Board referred Murray to the 
City Council.6  In early December, City Councilman 
Leroy I. Baker reported that the contract Murray had 
referenced earlier had been located in the city’s files.  
The Council then instructed the city engineer “to 
prepare an estimate of the cost of a new bridge.”7 

The scanning of Goshen newspapers for information 
on the Murray Bridge has not yet extended beyond 
1925 to uncover the terms of its replacement.  Some 
useful contextual information has, however, been 

The Jefferson Street Bridge. Photo by James L. Cooper.
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gleaned.   In mid-1925, for example, the Elkhart 
County Surveyor did reportedly condemn “an old 
wooden bridge [which was] probably the last of 
its kind in the county.”8  It had apparently become 
unfashionable to replace a county or – by extension 
– a city bridge in timber.  Indeed, James Murray, 
grandson of Frank Murray, recalls that the metal-
truss Murray Bridge was in place when the onset of 
the Great Depression in 1929 prompted his family to 
move from Elkhart back to the farm in Goshen.9  

The Identity of the Extant Murray Bridge
Although information on the City of Goshen’s 

contracting for the pinned Pratt pony-truss span has 
yet to be located, we are, fortunately, not altogether 
dependent on the written record to help us identify 
the mysterious stranger off Murray Street.  The 

structure itself provides – at first glance – seemingly 
contradictory evidence of its paternity appended to 
the end-posts. The nameplate – now gone but shown 
on the east end in a 1998 inspection photograph 
– revealed that the Elkhart Bridge & Iron Company 
fabricated and erected this superstructure in 1909.  
But the erection couldn’t have been over the canal 
just off Murray Street then, since a timber-beam 
structure provided the crossing at that date.  

When the kaleidoscope is turned and the context 
shifted, the apparent signs supplement rather than 
contradict one another and point to a pony-truss 
span orphaned from its original home.  The date 
on the nameplate suggests that the superstructure 
had to have been erected on a county road, and the 
stenciled route number tells us (a) the county road 
was later incorporated into the state highway system 
and (b), later still, the pony-truss span was moved 
to its current location.  Scanning early state highway 
maps identifies a State Route #25 starting at the Ohio 
State line and heading westward through Angola, 
LaGrange, Elkhart, and South Bend.  S.R. #25 had 
been elevated to U.S. #20 by 1927.10 

On Becoming an Air Line

Indiana state highways were by and large formed 
from segments of county roadways. The state typically 
undertook careful and detailed surveys of these 
county road segments and their structures, including 
bridges.  Deeply committed to designing their own 
roads and bridges, engineers within the federal-
state highway alliance systematically removed the 
considerable diversity of structures that the counties 
had constructed largely to bridge company plans on a 
case-by-case basis.  

Historical photos showing the Murray Farm and the Murray Timber-Beam Bridge. 4

The notation of “State Road 25” painted within a 
bordering outline of the state on the west end-post may 
also seem contradictory when taken together with the 
1909 nameplate, since, first, there were no state roads 
until 1917-1919, and, second, there is no State Route 
[S.R.] #25 within Elkhart County today. Right photo by 
Nathan Holth, left photo by James Cooper.
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S.R. #25 occupied an especially high priority.  It 
was marked early for automobility, i.e., refurbished 
with straight, wide, and concrete-paved surfaces and 
bridges to safely accommodate fast-moving, heavy, 
motorized vehicles.  “Motorists can now [by the fall 
of 1925] travel from Elkhart to LaGrange on concrete 
pavement” except for a detour in Middlebury around 
an incomplete overhead rail crossing.  When soon 
completed, S.R. #25 will be “an air line between 
Chicago and Toledo – the official route of the United 
States government for military purposes.”11  Old 
county bridges on this route would be very high on 
the state’s list of priority replacements.

Scanning the state highway survey books for S.R. 
#25 produced a quick and persuasive identification 

of the likely original home of the soon to be adopted 
Murray Bridge.  In October 1924, a state road survey 
party documented a bridge over the East Fork of 
the Little Elkhart River in Middlebury township close 
to the LaGrange County line and recommended its 
replacement:12

In addition to the state surveyor’s report that the 
bridge was built by the Elkhart Bridge & Iron Company 
in 1909 – likely from a nameplate – the span-length 
and all the truss member sizes of the sentenced 
structure match those of the Murray Bridge.  The 
trusses did sit 16-feet apart and were on a very 
considerable skew over the Little Elkhart, while the 
Murray Bridge deck is 12-feet wide and the trusses 
are set square.  Relocation to Goshen would have 
required some alteration in the floor-beams and 
lateral bracing.  Even then, original materials could 
have been adjusted and reused.

In late March 1925, the state highway commission 
announced a letting for the replacement of the 
Little Elkhart River’s East Fork bridge on S.R. #25.  
The new pony-truss span of state design would be 
slightly shorter, a little less skewed, and – with a 20-
foot deck – considerably wider.  At the end of April 
letting, the Elkhart Bridge & Iron Company secured a 
combination contract for this and two other bridges.  
The state allowed $8,805.70 for the new Little Elkhart 
bridge.  Construction was successfully completed by 
December 1925.13

A sketch of the East Fork of the Little Elkhart River Bridge 
in an October 1924 S.R. #25 state road survey.

The Murray Bridge. Photo by James Cooper.
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The Elkhart Bridge & Iron Company took ownership 
of the superstructure it had designed and fabricated 
for the county in 1909.  As the state surveyors had 
noted, the superstructure was in good condition.  Not 
surprisingly, Elkhart Bridge dismantled and carried off 
the discarded superstructure to its shop yard about 
15 miles away.  The company would not have to wait 
long before it could sell the quite serviceable used 
superstructure for a profit to the City of Goshen.

Back to the Beginning...at the End

In March 1909, the Elkhart County Board of 
Commissioners had, indeed, received and approved 
a petition for the construction of a bridge over the 
Little Elkhart River at D. D. Miller’s on a road “now 
being opened” in Middlebury township.  In April, 
the Board ordered plans and specifications for nine 
new bridges and three repairs and set the letting for 
May.  Specifications for the Little Elkhart structure 
at Miller’s called for a span of 65 feet and a deck 
width of 16 feet.  The Elkhart Bridge & Iron Company 
brought in the lowest and therefore ‘the best’ bid at 
$1,700.14

And so the paternity of the extant Murray Bridge is 
now essentially established, although the terms of its 
adoption remain to be documented.

Notes
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11

With revenue and prospects high, the executives 
of the Big Four Railroad (Cleveland, Cincinnati, 
Chicago & Saint Louis) decided at the beginning of the 
twentieth century to improve its “Chicago Division” 
across Indiana.1  The improvement (1902-1909) from 
Dearborn through Vigo Counties would widen the 
line from a single to a double track, reduce curves 
and track grade levels, promote grade separations 
with intersecting roadways, and shift from timber and 
metal to concrete bridging.  In short, the goal was to 
turn the line into an expressway.2  

The railroad’s engineers aimed to standardize 
their new bridge design, an aim worked easily for 
most grade separations.  T-beam style roadway 
“overheads” or overpasses of the tracks (figs. 1, 2, 3) 
and semi-circular arches for where the roadway or 
small streams crossed below the rail-bed (figs. 4, 5) 
followed essentially standard plans.  

The reduction of curves and track grade levels 
confronted designers with a number of valleys or 
depressions which in a previous era would either 

have been skirted or crossed with trestles.  Besides 
long stretches of fill, the railroad engineers now 
introduced several forms of concrete arches for use, 
especially where large streams crossed the rail line.  
In the eastern part of Indiana, these arches tended to 
be of filled-spandrel design with old rails used for a 
significant part of the ring reinforcing (figs. 6, 7, 8).

W. M. Dunne, the chief engineer, relied on an open-
spandrel arch form for four structures he designed 
for construction in Hendricks and Putnam Counties in 
1906 (figs. 9, 10, 11, 12).  H. G. Tyrrell called attention 
to Dunne’s design by featuring it in his 1912 volume 
on artistic bridges.3  Each of the four open-spandrel 
structures have solid rings with spandrel columns 
each extending upward to a concrete deck which

Intended and Unintended 
Design Uses of Open-
Spandrel Reinforced 
Concrete Arches
By James L. Cooper

Figs. 2, 3. These photos are an example from Putnam 
County in western Indiana of the plan for an “overhead.” 
Photo by James Cooper.

Fig. 1. The sample plan above is for Shelby County in the eastern part of the state.  Note that the T-beam reinforcing is 
continuous over the spans.  From Engineering News-Record, 16 May 1907: 538.
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Fig. 4. The semi-circular arch carries the railroad over Decatur County road 850E. 
Photo by James Cooper.

Fig. 5. This arch carries separates the railroad from Putnam County Road 800W and 
(under the metal grate) Snake Creek. Photo by James Cooper.

Fig 6. Plan for crossing Tanner’s Creek at Weisberg in Dearborn County. From  Engineering News-Record, 16 May 1907: 
538.
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 carries fill for the tracks above.  The substantial 
piers are hollow above the springing line, or bearing 
area, of the arch rings, thus reducing the quantity of 
concrete required by tens of tons per structure.  The 
chambers also connect from one span to the next the 
segments of an interior central passageway which 
crosses atop the arch rings (figs. 13,14). 

These four artistically-designed structures are now 
more than a century old, and their uses are by no 
means limited to carrying today’s CSX rail freight.  
Three of the four open-spandrels cross a roadway and 
a creek.  The other crosses a creek only.  Where there 
is informal on-site parking as well as relatively easy 
access to the interior arch passages, a considerable 
number of adolescents amongst others have climbed 
through the arches over the years, and many have 

experienced the howling reverberations which occur 
when trains pass overhead.  The reverberations have 
generated a variety of responses.

The Hendricks County open-spandrels - primarily 
the one at Avon and secondarily at Danville - received 
extended public notice as “Haunted Bridges.”  Reports 
of the various haunts would ultimately spread widely 
enough to enter the more formal realm of Indiana 
Folklore and Hoosier Folk Legends.4   One story-line 
follows a construction worker who reportedly fell 
into and was buried in the wet concrete.  Reportedly 
his spirit can now be heard crying out in pain when a 
train crosses overhead.  Other story-lines concern the 
screams of a young man or of a mother and baby who 
jumped or were thrown off the bridge to their

Left: Fig. 7. Filled-spandrel arches over Tanner’s Creek and Konradi Road in Dearborn County. Right: Fig. 8. Filled-
spandrel arch over Tanner’s Creek and Bonnell Road in Dearborn County. Photos by James Cooper.

Fig. 9. Avon Bridge over White Lick Creek and Hendricks County 625E.  From H. G. Tyrrell, Artistic Bridge Design (1912), 
208-209.  
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 deaths when a train caught them at mid-structure 
while crossing.  The number of young folk climbing 
through the Avon arches to witness a haunt became 
so pronounced that the successors to the Big Four 
Railroad authorities, worried about their liability, 
fenced off the main “entrance” area adjacent to the 
county roadway (fig. 15).

Countless teenagers continue to climb through 
the“Big Four Arch” in Putnam County and 
memorialize their visits in different ways.  Reports of 
haunting have been limited here to riders in vehicles 
claiming to have seen a “goat man” in one of the 
spandrel arches over the roadway.  More often, 
visitors - mostly teenagers - have created mural-like, 
often macabre, or ethereal art inside and outside the 

structure (fig. 16).  The Danville bridge has also served 
as a gallery for this youthful visual expression (fig. 17).  

While W. M. Dunne must have been pleased to have 
seen his open-spandrel design recognized nationally 
as artistic, he undoubtedly did not anticipate that his 
arches would also become homes for other-worldly 
spirits or function as youthful art galleries.  The stately 
structures continue these collateral services while 
meeting the fundamental needs of more than one 
hundred years of rail transport.

Notes
1.  The CCC&StL became a part of the New York Central 

system by 1900, although it continued to operate 
separately until about 1930.

2.  “Line Improvements Between Indianapolis and 
Cincinnati, C.C.C. & St. L. R. R.,” Engineering News-Record, 

Fig. 16. A collage of some of the art found on the Big Four 
Arch, including some on the outside of the southwest 
pier, which required the artist to crawl through the 
interior passage over two spans.  Photos by James Cooper.

Fig. 17. Art on a spandrel column of the Twin Bridge, 
Danville. Photo by James Cooper.
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Fig. 10. Twin or Danville Bridge over W. Fork of White Lick Creek and Hendricks County 150E. 
Note, in front of the arch, the stone abutments which had carried a through metal-truss 
superstructure when the railroad was single-tracked. Period post card in possession of author.

Fig. 11. Big Four Arch over Little Walnut Creek and Putnam County 500W. Photo by James 
Cooper.

Fig. 12. Big Walnut Creek Bridge. Note that this crossing in Putnam County did not include a 
roadway. Photo by James Cooper.
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16 March 1905: 275; “Improvements on the Chicago 

Fig 13. Interior passage. Big Four Arch. Photo by James Cooper.

Fig. 15. Pedestrians “entrance” between the abutment 
and the first spandrel column fenced off on the Avon 
Bridge. Photo by James Cooper.

Fig. 14. View from arch ring and spandrel column. Twin 
Bridge, Danville. Photo by James Cooper.
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Division of the Cleveland, Cincinnati, Chicago & St. Louis 
Ry,” Engineering News-Record, 16 May 1907, 57: 535-539.

3.  Henry Grattan Tyrrell, Artistic Bridge Design (Myron C. 
Clark Publishing, Chicago, 1912), 105, 208-209.

4.  Linda Degh, “The Haunted Bridges Near Avon and 
Danville and Their Role in Legend Formation,” Indiana 
Folklore, II (1969), 54-89; Ronald L. Baker, Hoosier Folk 
Legends (Indiana University Press, Bloomington, 1982), 
62-66; Larry L. Hanson, “Hoosier ghosts who haunt 
Halloween,” Indiana Rural News, October 1975: 6-7; 
“Halloween sparks talks of supernatural,” The Guide, 29 
October 1980: 9; Robin Bland, “Avon’s Famous Bridge Has 
Haunted Generations of Youth,” Hendricks County Flyer, 20 
October 1991;  J. W. Williams, “Downtown Diary,” Nuvo, 
6-16 March 2005: 7.

James L. Cooper, professor emeritus of history at DePauw 
University, was a bridge historian who specialized in the 
history of Indiana’s bridges. He authored several books 
about historic bridges, and was a consultant for the 
Indiana Division of Historic Preservation and Archaeology, 
Historic Landmarks Foundation of Indiana, and past board 
president for the Historic Bridge Foundation. 

As was their practice, the Pike County Board of 
Commissioners authorized two of its members – 
Patrick McNabb and Herman Henke – to build a 
bridge across the Patoka River on the Surphur Springs 
and Augusta Road in June 1875.  Within a month, 
the board adopted plans and specifications drawn up 
by A. H. Miller for “the Iron Arch Bridge No. 1, Smith 
Bridge Company, Toledo, Ohio.”1 

On the 5th of September, the board received 
construction proposals for the bridge “at or near SW 
of NE quarter of Section 2, Township 2 South, Range 
7 West.” The commissioners promptly awarded a 
construction contract to W. T. Washer of Troy, Perry 
County, for the stonework at $6.75 per perch2 “upon 
which is to be placed Smith Patent Wrought Iron Open 

Arched Bridge at $22 per [lineal] foot.”3  The County 
Auditor then transcribed detailed specifications 
for the substructure and superstructure along with 
the Articles of Agreement with Washer into the 
“Commissioners Record.”4 

The specifications for the bridge show quite a bit 
of collaboration between the parties.  “The rock to 
be used in the building and construction of the work 
aforesaid [i.e., abutments and wing-walls] shall not 
be less than twelve inches in thickness, to be well 
jointed, and the face of the abutments and wing-
walls are to be dressed the same as rocks are dressed 
on the Postlelhwait Mill Bridge on Patoka River in 
Dubois County.”  Washer is generally credited with 
constructing the referenced Postlewaite Covered 
Bridge in 1872.5  Furthermore, the commissioners 
acknowledged in the Articles of Agreement that the 
specifications for the superstructure were “submitted 
by the said W. T. Washer.”6  

Construction of the iron bridge was to be completed 
by January 1876.  In December 1875, Washer 
received a partial payment of $1,000 for work on 
the Patoka River Bridge.  In March 1876, he received 
another partial payment of $120 plus $2,943.50 as 
the “balance [of] compensation for building an Iron 
Bridge across Patoka River per contract.”7

The bowstring soon became a notable Marion 
township monument.  In June 1877, for example, 
when residents petitioned for a change in the road 
carrying the bridge, they had already informally 
renamed the Sulphur Springs and Augusta road 
as “the Iron Bridge and Augusta road.”8  The 
commissioners also kept a close watch on the 
bowstring.  In August 1889, they ordered the Marion 

The Making of “Iron Bridge” 
Road in Pike County, 
Indiana:
William T. Washer, the Smith 
Bridge Company, and Bridge #150
By James L. Cooper

Bridge #150. Photo by Nathan Holth.
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township trustee to give notice to the parties who 
built a dam across the Patoka River “at the iron bridge 
in said township” to remove same or suit would 
be brought by the county “so that the dam will not 
damage said bridge or its abutments.”9

The significance of the Patoka River iron bridge 
extends well beyond nineteenth-century Pike 
County, Indiana.  The county’s consulting engineers 
were correct to consider this “a unique structure 
of historical importance.”10  The bridge was also 
determined “SELECT” in the Indiana statewide historic 
bridge inventory.11  

This is the only surviving example of the Smith 
Bridge Company’s “Open-Arch” Bridge design 
in Indiana and possibly in the United States.  It 
was, furthermore, built by William T. Washer, “a 
celebrated contractor and bridge-builder” across 
southwest Indiana and north central to northwest 
Kentucky in the last half of the nineteenth century.12  
The Patoka River Bridge reveals ways in which 
both its designer and its builder each shifted 
efficiently and collaboratively between timber and 
iron as bridge materials and with production and 
erection increasingly mechanized and specialized 
concentrating on bridges.  

Robert W. Smith and the Smith Bridge 
Company

Bridge-building in the Midwest in the second half 
of the nineteenth century incorporated design, 
fabrication, and construction-erection in a very 
competitive process.  From the start, Smith relied 
on efficiency in design and production to generate 
least-expensive bids.13  As a young carpenter, he and 

his brother set up a woodworking machine shop and 
lumberyard in Tippecanoe City, Ohio, and reportedly 
invented a system of self-supporting roof trusses 
for barns.  When he focused on bridge work, Smith 
designed and secured a patent (1867) for a double-
intersection Warren truss in timber and two years 
later (1869) for roofing and lateral bracing systems.14  
Smith’s timber truss design was not frozen in his 
patents.  Indeed, he continued to develop his design 
into what some analysts have categorized as four 
types of Smith trusses.15 

First organized as the R. W. Smith & Company 
partnership, the business moved in 1867 to Toledo, 
Ohio, where better rail transportation was available 
both for supplies of timber and iron and for shipment 
of pre-fabricated superstructures.  In Toledo, it was 
formally incorporated as the Smith Bridge Company.16  
While many bridge designers and fabricators 
concentrated exclusively on the more traditional 
timber-truss patterns, others opened for business as 
exclusively iron designers and fabricators.  The Smith 
Bridge Company of Toledo and the Massillon Bridge 
Company of Massillon, Ohio, on the other hand, 
worked in both timber and iron.  Smith started in iron 
fabrication by 1870.17   

Much of Robert Smith’s success in both timber 
and iron was due to his inventiveness in industrial 
machinery, including “a gaining-machine, which 
does the work of 15 men,” “a process for making a 
steel eye-bar,” a “rotary saw, for making the joints of 
bridge-chords,” “and a multiple punch, by which six 
pieces of iron can be punched at one operation.”18

The Pike County Patoka River Bridge provides a 
relatively rare opportunity to detail some of the ways 
in which Robert W. Smith and his associates explored 
their way from efficient timber to efficient iron design 
and fabrication.

Smith’s Wrought-Iron, Open-Arch Bridge,  
No. 1

The Patoka River bowstring was to have a clear 
span of 90-feet and be 93-feet “full” with a 14-foot 
roadway built “in accordance with accompanying 
plans and following specifications”:

Robert W. Smith. Photo 
courtesy of Miriam Wood.
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Arched Top Chord

The chords were to be constructed “in straight 
sections of panel length, and when joined together, 
the ends of the sections will form a true segment of 
a circle.”  Each section was to consist of two pieces of 
7-inch channel bar “placed edgewise” and 10-inches 
apart with flanges outward.  By creating an arch from 
short, straight sections of rolled iron rather than 
heating and bending sections, Smith followed the 
straight-section principle he applied to his timber 
design.  In both cases, it simplified construction 
without sacrificing strength.  

The arched-chord channels were to be held apart 
and in line “by continuous trussing, consisting of 
a flat bar of iron ½ by 2.5 inches, placed edgewise 
between the channel bars, bent into zigzag shape and 
riveted firmly at its angles to the respective channel 
bar alternately.”  The ends of the sections were to be 
planed “to a perfect surface at angles corresponding 

to the radii of the arch, and when placed in position 
form tight perfect joints which are secured by plates 
firmly riveted.”19

The “continuous trussing” did require a fair amount 
of metal heating and bending, but was probably 
simpler to fabricate than a multitude of separate 
lacing bars and would require fewer rivets per foot of 
chord.  It was also likely quicker and cheaper to install, 
although it may be a bit less strong.  

Lower Chord 

Each lower chord consisted of two runs of “flat 
bars of iron 5/8 by 4-inch.”  “At all splices the ends 
of all the links are enlarged to receive pin holes and 
have [the] same sectional area of iron as elsewhere.”  
Round iron pins of 2-inch diameter join the four 
“links” of lower-chord eye-bar runs.20  

That pinning does not occur at panel points nor 
include truss web members is unique among Indiana’s 
metal-truss superstructures.  Smith may have carried 
over the practice of “splicing” lower-chord members 
between rather than in panel points from timber-
truss design where sections of a run were typically 
connected with blocks or fish-plates.

Smith Bridge Company factory . Photo courtesy of Miriam 
Wood.

View illustrating the arched top chord of the bridge. 
Photo by Nathan Holth.

Detail showing the “continuous trussing” in the chord. 
Photo by Nathan Holth.

Above: Red circles show where the pins on the lower 
chord occur. Below: Lower chord pin connection detail.  
Photos by Nathan Holth.
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Shown below are two examples of intra-panel 
splices in timber trusses.  In the top photo can be 
seen Smith’s use of spice blocks to connect a lower-
chord run on the Cataract Bridge in Owen County.  
The bottom photo illustrates J. J. Daniels’ use of fish-
plates for the same function in the West Union Bridge 
in Parke County.  Both employ intra-panel joints.  Also 
note Smith’s search for efficiency in the simplicity 
of his splice blocks compared with Daniels’ more 
elaborate fish-plates.

The specifications for the Patoka River Bridge do 
not describe the point of bearing where the top and 
lower chords meet.  At span-end, the lower chord 
plates have been shaped as round and threaded rods 
which pass through a cast-iron plate placed at the end 
of the top-chord channels.  The rods are then bolted 
for adjustment to keep the top chord’s designed 
circumference true.    

Posts

The specifications called for 2.5-inch “Star iron with 
thread cut on each end.” 

The lower end passes between the pairs of lower-
chord eye-bars and through a cast-iron shoe where 
secured by adjustable “jam nuts above and below.”  

The upper end passes though a “cast block placed 
between the channel bars of the arch with jam nuts 
above and below.”

Diagonal or Tie Rods

Round iron rods supplied the truss diagonals. Their 
dimensions varied by location.  The specifications 
called for “the upper ends” to be “looped round 
upper end of posts.”  The “lower ends” were to pass 
between the pairs of lower-chord eye-bars, “through 
cast shoe beneath and adjusted and secured by threat 
and nut.” [lower left]  In practice, the upper ends of 
the diagonal rods were also threaded, passed through 
cast blocks, and were secured with nuts. 

“Brace Beams” and Lateral Bracing

 A pair of “overhead girders” form “brace beam[s]” 
running perpendicular to the roadway and riding on 
the lower chord adjacent to lower panel points 4 and 
6.  The “brace beams” extend beyond the trusses to 
anchor sway braces.  According to the specifications, 
the girders consist “of two parallel flat bars of iron 
[½ by 3 inches], held apart and in line by continuous 
zigzag trussing [3/8 by 2 inches] riveted at its angles 
to each side alternately.”

A sway or “diagonal brace” of “Star iron” extends 
from each outer end of a “brace beam,” through 
which the Star’s threaded lower end is bolted [above, 
top] “up to the arch” where the Star iron end has 
been forge-welded into an eye and bent to enter a 
post and, through the post, the upper panel point’s 
cast-iron block [above, bottom].  

Top: Cataract Bridge under restoration in 2004. Bottom: 
West Union Bridge, Parke County. Photo courtesy Barker 
Engineering.

Detail of bridge shoe where top and lower chords meet. 
Photo by Nathan Holth.
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Round 3/4-inch iron rods with threaded ends 
originally supplied lateral bracing.  The rods extended 
diagonally between the lower panel points of the 
trusses, passed through the cast-iron blocks there, 
and were secured with nuts. 

Floor Joists

“To be of oak 3 by 10 inches laid on [the lower] 
chords 2-feet apart.”

Flooring 

“To be of oak lumber 2 1/4-inches thick and laid 
diagonally.”

From the bracing through the joists and the 
flooring, the specifications made no reference to 
floor-beams – members typically found on metal-truss 
superstructures.  In metal-truss structures floor-
beams provided some lateral stability and supported 
runs of stringers which in turn helped to carry the 
roadway above.  Smith’s “overhead girders” or “brace 

Top: Upper end of diagonals. Bottom: Lower end of 
diagonals. Photos by Nathan Holth.

Top: Upper end of vertical posts. Bottom: Lower 
end of vertical posts. Photos by Nathan Holth.

Perpendicular brace beams that extend beyond the trusses and anchor the sway braces. Photo by Nathan Holth.
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beams” did add some lateral stability but had nothing 
directly to do with supporting the roadway.  Instead, 
the oak floor joists which ran perpendicular to the 
roadway at 2-foot spacing picked up the floor-beam 
function in deck support – much as found in Smith’s 
and in many other timber-truss bridges.  Thus the 
Smith Bridge Company’s “Wrought-Iron, Open-Arch 
Bridge” design was transitional in that it incorporated 
a number of elements it regularly employed in 
timber-truss design as well.21 

Capacity of Bridge

“Per W. T. Washer,” the Smith Bridge Company 
“warranted” this Wrought-Iron, Open Arch Bridge “to 
sustain a test of 1,800 lbs. per lineal foot, exclusive 
of its own weight, without subjecting the iron to a 
greater strain than 1/5 of its ultimate strength.”22

The cast and wrought iron in the structure was “to 
be thoroughly painted with two coats of mineral paint 
and linseed oil.”

William T. Washer

Although Washer was a well-known bridge-
builder in southwestern Indiana and in north-central 
and northwest Kentucky in the last quarter of the 
nineteenth century, his reputation rather quickly 
faded from view after his death in 1901.  He has 
been best remembered in covered bridge circles.  
But even the dean of Hoosier covered bridge history, 
George Gould, reported that “little is known about 
William T. Washer, except for the covered bridges he 
built in southwestern Indiana.”  “He built at least 20 
covered bridges which, I believe, included the eight in 
Evansville over Pigeon creek.”23  Gould was, however, 
sure of Washer’s paternity for only nine of the 20 
bridges he noted.24

Like Robert W. Smith, Washer began his career as 
a carpenter and soon moved into bridge-building.  
Both understood the benefits of efficiency for 
successful contracting in the second half of the 
nineteenth century. Smith focused on design and 
fabrication.  Washer, on the other hand, concentrated 
on contracting – i.e., on the building of bridge 
substructures and the erection of superstructures–  
and depended on others for their design and 
fabrication.  In this increased specialization of 
function, Washer moved ahead of most nineteenth-
century builders of timber bridges and towards 
twentieth-century practice.   

Born in June 1829, William T. Washer by age twenty 
worked as a carpenter in Troy township of Perry 
County, Indiana, and quickly became a community 
leader.  When Troy was reincorporated in 1859, 
Washer was named trustee.  In the same year, 
he became an officer at the founding of the local 
masonic lodge.25 

As the bridge under consideration illustrates, 
Washer did not always work in timber.  That the Smith 
wrought-iron bowstring was erected within a year or 
two of the three Smith timber-truss superstructures 
Washer is credited with erecting in Gibson County is 
more than coincidence.  Washer’s relationship with 
the Smith Bridge Company during the second half 
of the 1870s was, indeed, close.  He allied himself 
with Smith’s design and productive efficiencies in 
fabrication.  

Washer’s versatility, extended marketplace, and 
relationship with the Smith Bridge Company were also 

Details of the sway bracing connections on the 
bridge. Photos by Nathan Holth.
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noted in passing in two court cases that reached the 
U. S. Supreme Court.26  Washer received a contract 
from Bullitt County, Kentucky, to build a stone arch 
bridge over Pond Creek on the Jefferson County line in 
July 1878, and he went to court to secure pay for the 
construction.27  According to the court decisions, the 
Smith Bridge Company reportedly supplied materials 
valued at $340.75 for the Pond Creek Bridge.

Washer did a fair amount of bridge masonry along 
with the erection of superstructures.  His name can be 
found along with date (1874) on a nameplate on the 
stone abutments of the Dry Run Bridge on Wyandotte 
Avenue in Crawford County.  He is also known to have 
received contracts for stone work in Vanderburgh 
County.28  Son Edward, who rose to virtual partnership 
in the family business, was designated in the 1880 
federal census as a “stone mason.”29

Washer was by no means tied exclusively to the 
Smith Bridge Company.  In the 1890’s after Smith 
sold his company, and it was transformed into the 
Toledo Bridge Company,  “W. T. Washer & Son of Troy, 
Indiana” switched his informal partnership to the 
Indiana Bridge Company.   He signed 21 contracts for 
metal bridge superstructures and parts with Muncie 
metal designers and fabricators.  These included 
from 1892 through 1898 a couple of through-truss 
structures, a number of ponies, a “cantilever leg,” 
some “beam girders,” and a few sets of metal 
caissons.30  

Not surprisingly, Washer had expanded the 
definition of his work from “carpenter” to “bridge-
builder” by the time the1900 census-taker arrived 
on the family doorstep.31  Still, we know only a 
piece of what this builder constructed.  His work in 
Kentucky remains largely unknown, and his erection 
of timber, stone, and metal bridges in Indiana 
only partly documented.  Fortunately, Pike County 
Bridge #150 remains as a testament to the invention 
and fabrication of the Smith Bridge Company, 
the craftsmanship of William T. Washer, and the 
efficiencies of each in and through their specialization.

Recommendations

Pike County Bridge #150 has survived due to the 
repairs and rehabilitations undertaken over the years 
by the county authorities. In December 1908, for 

example, the commissioners decided to refloor “The 
Iron Bridge” over the Patoka River near Survant.  John 
Survant received a contract to lay new oak joists 
(12-inches wide by 2-inches thick by 16-feet long) on 
centers 12-inches apart.32

The major rehabilitation occurred in 1978 when the 
original stone abutments were encased in concrete, 
some rolled steel stringers added, and more external 
sway braces welded on.  The county also built a 
timber structure above steel beams seated on raised 
abutment ledges.  Placed inside and somewhat above 
the old iron superstructure, the new one reduced the 
roadway to a width of 10 feet and 2 inches.

Not surprisingly, Pike County finds Bridge #150 an 
issue for contemporary traffic and wishes to replace 
it for vehicular use.  The best preservation alternative 
would be to remove the whole assemblage from 
the Patoka River, recycle the 1978 additions, repair 
the original cast and wrought iron, relocate the 
superstructure to an appropriate pedestrian trail 
location, and rebuild the timber deck and roadway 
to the original specifications.  As James Barker 
has suggested, the old superstructure restored to 
original strength should meet AASHTO standards for 
pedestrian loading.  And, without modern add-ons, 
the superstructure will fully display the special and 
rare Smith Bridge Company design, originally erected 
by the once highly respected builder,  William T. 
Washer.

A view on the roadway of the bridge. Photo by Nathan 
Holth.
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James L. Cooper, professor emeritus of history at DePauw 
University, was a bridge historian who specialized in the 
history of Indiana’s bridges. He authored several books 
about historic bridges, and was a consultant for the 
Indiana Division of Historic Preservation and Archaeology, 
Historic Landmarks Foundation of Indiana, and past board 
president for the Historic Bridge Foundation. 

This photo shows Pike County Bridge #150 restored in its new location at Petersburg, Indiana, with deck installation in 
progress in the summer of 2021. Some of the unsightly modern additions on this bridge were removed as part of the 
restoration. The restoration of the iron bowstring was undertaken by Bach Steel of St. Johns, Michigan. Photo by Nels 
Raynor, Bach Steel.

As of 2021, Pike County Bridge #150 has been relocated 
and restored for pedestrian use at Old IN-56 over Prides 
Creek in Petersburg, Indiana. This photo shows the bridge 
disassembly. Photo by Nels Raynor, Bach Steel.
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