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I. INTRODUCTION 

Location: 

Quad: 

UTM: 

Date of Construction: 

Present Owner: 

Present Use: 

Significance: 

Historian: 

Bitterroot River Bridge 
(Silver Bridge) 
Spanning the Bitterroot River at 
U.S. Highway 93 
Hamilton vicinity 
Ravalli County 
Montana. 

Hamilton North, Montana (1967) 

11/718640/5128875 

1940 

Montana Department of Transportation 
Helena, Montana 

Highway Bridge 

Constructed in 1940 at the end of the New Deal 
years of the Great Depression, the Silver Bridge 
was one of only eight continuous span through truss 
structures designed and built by the Montana 
Highway Department. The bridge is associated 
with Montana's program to upgrade its 
transportation infrastructure during the 1930s by 
using the most modern and up-to-date bridge 
designs. The bridge is also associated with the 
socio-economic development of the scenic 
Bitterroot River. The Silver Bridge is an excellent 
example of a relatively rare bridge type in Montana, 
that was constructed in the state from 1933 to 1946. 

Jon Axline, Montana Department of Transportation 
September 2005 
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The Lewis and Clark Expedition passed through the site of the Silver Bridge in the Bitterroot 
Valley enroute to the Pacific Ocean on September 8, 1805. The snow on the Bitterroot 
Mountains, which dominate the landscape to the west, was a constant reminder to the captains 
that time was running out on them for getting across the Rocky Mountains and then on to the 
Pacific Ocean. William Clark wrote in his journal about the present Hamilton area, 

Set out early and proceeded on through an open vallie [sic] for 23 miles passed 4 Creeks 
on the right. Some runs on the left, the bottoms as also the hills stoney [sic] bad land. 
Some pine on the creeks and mountains, an [sic] partial on the hills .... 

Far from being impressed by the scenery of the Bitterroot Valley, Clark noted several times the 
"stoney land" that characterized the valley.1 

When the Corps of Discovery traversed the Bitterroot Valley it was foreign territory, claimed by 
Great Britain, Spain, and Russia. The United States had only a tenuous claim to what would 
later become known as Oregon Territory. In 1818, however, the British and American 
governments agreed to joint tenancy of Oregon Territory. Thirty years later, in 1848, the 
territory south of the 49th parallel officially became the property of the United States. Montana 
west of the continental divide became part of Washington Territory in 1853. During the fur trade 
era in the Pacific Northwest in the 1820s and 1830s, the Hudson Bay Company, with a trading 
post near the mouth of the Columbia River at Fort Vancouver in present Washington State, 
mounted a campaign to keep American mountain men out of the region by trapping out the' 
beaver, thereby removing the temptation for the Americans to "invade" what they considered 
their territory. 2 

The Lewis and Clark Expedition opened the Bitterroot Valley for the mountain men, Catholic 
priests, and traders. Although beaver in the valley were present, the Bitterroot functioned more 
as a travel corridor than a fur-bearing bonanza. During the Spring of 1824, heavy snow in the 
surrounding mountains trapped North West Fur Company trapper Alexander Ross and 137 
trappers and Indians in the southern end of the valley near where the Corps of Discovery met the 
Salish in 1805. Evidence suggests that American and Canadian trappers and traders were 
frequent visitors to the Bitterroot Valley during the 1820s and 1830s.3 

Responding to what was popularly known as the "Macedonian Call" by the Salish and Nez Perce 
Indians in 1831, Jesuit priest Pierre-Jean DeSmet and five companions journeyed to the 
Bitterroot Valley in 1841 to instruct the tribes about Christianity and the nuances of farming. 
DeSmet selected a site for a mission about eighteen miles north of the existing Silver Bridge and 
built a crude log church to begin his instructions. In 1844, DeSmet left the valley and was 
replaced by several other Jesuit priests, including Father Anthony Ravalli in 1845. Ravalli 
significantly expanded the mission so that by 1846 it included "twelve houses ... a church, a 
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small mill, and other buildings for fann use." At its height, the mission produced 7,000 bushels 
of wheat and around 4,500 bushels of potatoes and vegetables. It is unclear how much of this 
bounty was produced by the Indians, who consumed it or where it was sold. By 1850, 
recalcitrant Salish and belligerent Blackfeet Indians forced Ravalli to close the mission. He sold 
the mission's buildings (with the exception of the church) to John Owen for $300 in 1850.4 

A native of Pennsylvania, Owen came west in 1849 as a civilian sutler for a military detachment 
based at Fort Hall on the Oregon Trail. By 1850, he had worked his way eastward into the 
Bitterroot Valley when he purchased the St. Mary's Mission site from the Jesuit priests. Almost 
immediately, Owen erected a wooden stockade around the buildings and built a log trading post. 
Most of his trade was with the Salish Indians; the stockade was meant to keep out the Blackfeet. 
Unlike many of his contemporaries, Owen maintained a progressive attitude toward the Indians 
and dealt fairly with them for his entire tenure at the post. Within a few years, he had expanded 
his operations at the fort to include a flour mill, sawmill, and, eventually, a large gristmill. He 
cultivated grain, oats, and barley in addition to hay raised for the small cattle herd and sheep 
flock he drove to Montana from Oregon. In 1866, one of his employees, Thomas Harris planted 
the first orchard in Montana, making the Bitterroot Valley an important fruit-producer in the 
Pacific Northwest.5 

Fort Owen was one of three non-Indian population centers in Montana in the 1850s and was, 
according to most accounts, the most luxurious. Within a few years of his purchase of the 
mission site, John Owen replaced the wooden stockade with a substantial adobe enclosure. ' 
Many of the buildings in it were also built of adobe. The fort was large enough to garrison 150 
men within its walls. Owen's reputation for hospitality at his post was almost legendary in the 
northern Rockies. In October 1853, Lieutenant John Mullan established his winter quarters, 
Cantonment Stevens, on the Bitterroot River about ten miles south of Fort Owen. During the 
years of the railroad surveys in the 1850s, Fort Owen boomed as the supply depot for project. In 
1856, the federal government appointed John Owen as the agent for the Salish Indians. Jesuit 
priest Lawrence Palladino said of Owen that he was "esteemed and trusted by the Indians as well 
as by the whites. His word was always good." Perhaps seeing the future, Owen worked hard to 
teach the Salish the principles of farming (not always with successful results).6 

Fort Owen continued to be an important trade and social center in western Montana into the 
1860s. The discovery of gold at Grasshopper Creek in 1862 and Alder Gulch in 1863 drew 
thousands of pilgrims to the new gold camps of southwestern Montana. Although Fort Owen 
was not located on any important road (it was bypassed by the Mullan Military Road in 1860), 
the fertile soil of the valley attracted many would-be fanners who sold their goods in the mining 
camps southeast of the Bitterroot. In 1860, C. P. Higgins and Frank Worden established a 
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trading post on the Mullan Road at the mouth ofHellgate Canyon about 45 miles north of Fort 
Owen. The new trading post coupled with the death of Owen's common-law wife in 1868 
initiated a decline in the fort's fortunes. Owen began to drink heavily and lost interest in 
managing his many operations in the valley. Eventually, the fort was sold at public auction and 
Owen committed to an insane asylum in Helena. Importantly, though, John Owen accomplished 
his task of bringing permanent white settlement to the Bitterroot Valley.7 

Although the Bitterroot Valley was slowly filling up with non-Indian farmers, the real impetus 
for settlement of the valley arrived with the Missoula & Bitter Root Valley Railroad in 1888. 
The railroad was also responsible for the government's final disposition of the Salish Indians 
living in the valley and for the establishment many towns that sprang up in its wake. The 
Hellgate Treaty of 1855 established the reservation for the Salish in the Jocko Valley north of 
present Missoula. A few bands under the leadership of Charlo, Arlee, and Adolf continued to 
occupy the Bitterroot Valley. By 1872, increasing pressure from ranchers and farmers in the 
valley compelled President Ulysses S. Grant to send James A. Garfield to the Bitterroot to 
negotiate the removal of the hold-outs to the Jocko Valley. Both Arlee and Adolf acquiesced, 
but Charlo refused to move. Garfield even forged Charlo' s mark on the articles of agreement in 
an effort to legally force the removal of the remaining tribal members to the Jocko Valley. Grant 
and Garfield's efforts failed and Charlo and his people remained in the Bitterroot until 1891 
when near-starvation forced the band out of the Bitterroot and onto the reservation.8 

The fertile valley drew the interest of several Missoula businessmen beginning in 1880. Helena 
entrepreneur and Northern Pacific Railway agent Samuel Hauser was able to garner funds and 
support from the businessmen led by Andrew Hammond, owner of the Missoula Mercantile 
Company. In January 1887, the men formed the Bitter Root Valley Railroad Company as an 
operating subsidiary of the NPRR. The company hired C. F. Reardon as the chief engineer and 
contracted with the Helena-based Green, McKeen, & Company to construct the line. Grading on 
it began in May 1887 and laying the rails initiated in September 1887. The company completed 
the line to Grantsdale five miles south of the Silver Bridge in August 1888. The NPRR paid the 
owners of the line $693,079.30 for the railroad and formally absorbed it into its system a month 
after it was completed in September 1888. The Missoula & Bitter Root Valley Railway was 
classified a common carrier and intended by its builders to ship agricultural products and timber 
to Missoula sawmills. The picturesque qualities of the Bitterroot Valley was also not lost on its 
parent company: the NPRR called the branch line "The scenic route of Montana."9 

The settlement of the area surrounding the Silver Bridge coincided with the General Land Office 
survey in 1872 and the completion of the Bitterroot Valley branch line in 1888. Most of the 
homesteads in the vicinity of the Silver Bridge were filed on between 1885 and 1890. All were 
160-acre parcels taken out under the 1862 Homestead Act. The land encompassing the bridge 
was filed on by James T. Jones in June 1890; he converted the homestead to cash entry in 
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December 1891. James died sometime between 1895 and 1900. His wife, Emma, a Swedish 
emigrant, continued to live on the parcel with their two children. She listed her occupation in 
1900 as a farmer. By 1910, she and her children had sold the property and relocated to Butte 
where she worked as a hairdresser.10 

The central Bitterroot Valley's most famous resident, Butte copper king Marcus Daly, first 
toured the valley in 1884. Impressed by the scenic grandeur of the valley and its agricultural 
potential, he purchased Anthony Chaffin's 320-acre homestead one mile southeast of the Silver 
Bridge in Section 19, T6N, R20W in 1886. From that small beginning, Daly expanded his 
holdings in the area to include several ranches encompassing 26,000 acres in the central valley. 
He divided his property into several operations headquartered at the Bitter Root Stock Farm 
located about a mile east of the present city of Hamilton. Daly employed around 300 people in 
his operations, which consisted primarily of caring for his thoroughbred race horses and the 
facilities and feed to support them. The copper king also improved roads in and around his 
holdings and landscaped them with cottonwood trees, many of which still thrive in the Hamilton 
area. Upon Daly's death in November 1900, his wife, Margaret, assumed control of her 
deceased husband's Bitterroot Valley property. She expanded their residence east of Hamilton 
into its present configuration. Even after Margaret's death in 1941, her descendants have 
continued to maintain the Daly presence in the valley. 11 

In 1883, Marcus Daly established a smelter in the Deer Lodge Valley about twenty miles west of 
his mining properties in Butte. Daly also platted a company town, called Anaconda, adjacent to 
the new smelter to house and provide services to the miners and their families. The process 
repeated itself with the expansion of Daly's operations in the Bitterroot Valley. In the late.· 
1880s, Daly directed his engineer, James Hamilton, and lawyer, Robert A. O'Hara to organize a 
town adjacent to his headquarters ranch. Hamilton purchased 160 acres from several adjacent 
landowners and platted the new city in September 1890. A model community, Hamilton was 
"generously laid the town out with amply wide, eighty-foot streets, forty-nine square blocks, and 
1,032 building lots." Buyers purchased the lots through Hamilton's Bitter Root Development 
Company. Christened "Hamilton" after its founder, the new community obtained a post office in 
1890. Although many of Hamilton's residents were employed by Marcus Daly in some capacity 
or another, it was the sawmill business that initially supported the town's economy. The 
Anaconda Copper Mining (ACM) Industry took over Daly's logging and milling operations in 
1894. Four years later, in 1898, Hamilton became the Ravalli County seat. The ACM scaled 
back on some of its logging operations in the Bitterroot Valley after Daly's death in 1900. The 
economy, however, soon rebounded because the area's had diversified its economy to include 
agriculture, logging, and mining.12 

Shortly after Daly's death, Bitterroot Valley orchardist Sam Dinsmore "hatched a plan to plant 
hundreds of small apple orchards on irrigated land east of the Bitterroot River." After interesting 
some of his neighbors in the scheme, Dinsmore approached Chicago capitalist W. I. Moody to 
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provide the financing. Moody and some of his associates toured the valley in 1905 and became 
interested in Dinsmore's idea. Moody and his partners formed the Bitterroot Valley Irrigation 
Company to construct irrigation ditches, purchase property, and promote the plan. Most of the 
advertising for the project was directed at academians at eastern universities. The company 
began construction of a massive canal, called the Big Ditch, in 1906 and had completed 56 miles 
of the facility by 1910. That same year, it had sold 15,000 acres, planted thousands of McIntosh 
apple trees, and had begun to divert water to the irrigation system. In 1910, the comp Moody 
also hired a young architect named Frank Lloyd Wright to plat and design two communities to 
serve the valley's burgeoning apple tycoon population. In the end, however, the apple boom 
failed. Along with bad weather and tree diseases, the Bitterroot's apple growers discovered that 
they could not compete with the Washington apple industry. The high cost of the irrigation 
system and the collapse of the apple boom bankrupted the Bitterroot Valley Irrigation Company 
in 1916. Thereafter, those who hung on in the face of adversity began to raise livestock, 
vegetables or wheat. 13 

The Bitterroot Valley had been a significant aboriginal travel corridor for centuries. By the mid-
1860s, a wagon road between Fort Owen and the mining camp ofBannack in southwestern had 
been established and was an important supply route for the camp. That road had been extended 
from the trading post northward to the Hell gate (Missoula) Valley by the late 1860s but was not, 
apparently, a toll roads. In 1872, all toll roads in Montana Territory became county property. 
The road through the Bitterroot was designated a state highway by the Montana State Highway 
Commission in 1913. There were, however, no state-funded improvements made to the road 
until 1919. In 1922, the state began construction of a road between Hamilton and Anaconda 
across the rugged Sapphire Mountains and over Skalkaho Pass. The road had been advocated by 
Bitterroot Valley farmers and ranchers (including copper king Marcus Daly) since the late 19th 
century. The road would provide a shortcut to Anaconda and Butte, the state's most populous 
city. When completed in 1924, the road failed to meet the expectations of its promoters. It was 
too narrow, steep, rugged, and was only open during the late spring through the early autumn. In 
1922, the Highway Commission designated the road from the community of Sula at the south 
end of the valley to Missoula as a component of U.S. Highway 93. The state and federal Bureau 
of Public Roads improved the road between 1929 and 1940. By World War II, Highway 93 was 
an important interstate and farm-to-market road and was, like the railroad, advertised heavily for 
its scenic qualities.14 

The Silver Bridge 
The Montana State Highway Commission let the contract for this bridge to Billings, Montana
contractor William P. Roscoe on 19 October 1939 for his low bid of $98,974.90. In addition to 
the bridge, the project also included the construction of a reinforced concrete bridge over the 
Corvallis Canal. The Virginia Bridge Company of Memphis, Tennessee supplied the 263.59 
tons of structural steel for the project, while the Seattle branch of the Bethlehem Steel Company 
provided the reinforcing steel for the bridge. Work on the project apparently proceeded 
smoothly and without incident. Roscoe completed the bridge on 12 July 1940 - fully three 
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months ahead of schedule. The bridge received its nickname the "Silver Bridge" because of the 
silver paint used by the contractor to coat the structure.15 

III. THE BRIDGE 

A. DESCRIPTION 

The Silver Bridge is a steel four-span, riveted continuous Warren through truss structure. The 
structure rests on concrete abutments. The bridge is 392-feet long and 24-feet wide with a 
roadway width of 20-feet. It consists of two 17 6-foot steel truss spans and two 20-foot 
reinforced concrete T-beam spans approach spans. The bridge has a 15-foot vertical clearance 
on the deck. 

Substructure 
The bridge ends rest on concrete abutments, two reinforced concrete tower bents and a single 
reinforced concrete pier. 

Abutment No. 1 (south) is comprised of a columnar-type structure. It is 32-feet in height from 
the base of the concrete footings to the base of the concrete deck. The footings are 6' x 6' x 6'. 
The columns are 23-feet in height, 2-feet wide, and 2-feet deep. Four-feet from above the top of 
the footing there is a transverse concrete diaphragm that is 4-feet deep, I-foot wide and 
chamfered where it connects with the columns. The columns are spaced 15-feet apart. The head 
of the abutment supports the south end of Approach Span No. 1. The transverse diaphragm at 
the top of the columns is chamfered where it connects with the columns. It is 4-feet deep and 17-
feet in length. 

Bent No. 1 is 29'1" in height from the bottom of the footings to the top of the back wall. The 
concrete footings are 9' x 6' x 9' and rectangular in configuration. The two columns are 9'9" in 
height, 2'4" wide and 3-feet deep. The reinforced concrete backwalls is 24-feet wide and 13'2" 
deep. 

Pier No. 1 is a solid reinforced concrete structure with an extended cap. The pier is rounded on 
the downstream end (north) and tapered to form an ice breaker on the upstream end (south). It is 
29-feet in height from the bottom of the footing to the top of the cap. The footing is rectangular 
in plan and is 43-feet long, 15-feet wide and 8-feet deep. The pier is centered on the footing. It 
is 19-feet in height, 30-feet in length, and 3'6" wide. The cap is 36'5W' long, 4'6" wide and 2-
feet deep. Two cast steel rocker bearings are bolted to the top of the pier and are connected to 
the steel truss. 
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Bent No. 2 is 33'9" in height from the bottom of the footings to the top of the backwalls. The 
concrete footings are 9' x 6' x 9' and rectangular in configuration. The two columns are 11 '9" in 
height, 2'4" wide and 3' deep. The reinforced concrete backwalls is 24-feet wide and 16' deep. 

Abutment No. 2 (north) is comprised of a columnar-type structure. It is 32-feet in height from 
the base of the concrete footings to the base of the concrete deck. The footings are 6' x 6' x 6'. 
The columns are 23-feet in height, 2-feet wide, and 2-feet deep. Four-feet from above the top of 
the footing there is a transverse concrete diaphragm that is 4-feet deep, 1-foot wide and 
chamfered where it connects with the columns. The columns are spaced 15-feet apart. The head 
of the abutment supports the north end of Approach Span No. 1. The transverse diaphragm at 
the top of the columns is chamfered where it connects with the columns. It is 4-feet deep and 17-
feet in length. 

Superstructure 
The Silver Bridge is a steel four-span, riveted continuous Warren through truss structure. The 
structure rests on concrete abutments. The bridge is 392-feet long and 34-feet wide with a 
roadway width of 24.4-feet. It consists of two 176-foot steel truss spans and two 20-foot 
reinforced concrete T-beam approach spans. The bridge has a 15-foot vertical clearance on the 
deck. 

Approach Span 1 ( south) is 20-feet in length and consists of a reinforced concrete T-beam tower 
span. The span is comprised of four lines of chamfered reinforced concrete T-beam girders 
supporting a concrete deck. The space between Abutment No. 1 and Bent No. 1 is encased by 
reinforced concrete side and backwalls. The tower span is filled with rubble and dirt in the, space 
enclosed by the walls. The outside of the walls are decorated with pilasters incised by three 
vertical grooves The sidewalls are ornamented with three sets of inverted n's that are 2'5" wide. 
The concrete deck is flanked by a reinforced concrete guard walls anchored at the south end by 
decorative concrete endposts. The guard walls are 2'3" in height and is beveled along the top of 
the walls. On the side facing away from the bridge, the wall is decorated by eight vertical 
grooves that are 1 '4" in length. On the side facing the roadway, the walls have three 3'5" x 1 '5" 
bush-hammered panels that are recessed three-quarters of an inch. The endposts are 2'1 O" in 
height, 4-feet long, and 2'6" wide. Bush-hammered recessed panels decorate both sides of the 
endposts. The ends of the posts have paired grooves incised into the concrete. 

The Main Span is 352-feet in length and is 30'4" deep at the center pier tapering down to 24-feet 
deep at the ends. The bridge is comprised of sixteen panels; each panel is 22-feet wide. The 
lower chords of the span consist oflaced channel sections with batten plates riveted to the lower 
flanges. The upper chords are continuous steel plates riveted to the top flanges of two laced 
channel sections with batten plates riveted to the bottom flanges. The chords are 1-foot wide and 
I-foot deep. The inclined endposts are continuous steel plates riveted atop two channel sections 
with lacing bars and batten plates; the inclined endposts are 30-feet long, 18" wide and 15" deep. 
The verticals are steel I-beams. The hip and alternating diagonals are two channel sections with 
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batten plates riveted to the top and bottom flanges. The remaining diagonals are laced channel 
sections with batten plates riveted to the top flanges. The chords, verticals, and diagonals are 
riveted together at the panel points with steel gusset plates. 

The top portal struts are laced angle sections chamfered at the ends. The lower portal struts are 
channel sections with gusset plates. The portal braces are laced angle sections riveted to the 
struts with gusset plates. The top struts are channel sections and the sway braces are angle 
sections riveted to the top struts and verticals with gusset plates. The top lateral braces are laced 
angle sections. 

The deck is supported by sixteen steel I-beam floor beams that are riveted to the verticals and 
rest on top of the bottom chords. The floor beams are 2' x 1 '. Six lines of 1' x 1' steel I-beam 
stringers are riveted to the floor beams. The beams and stringers support the reinforced concrete 
slab deck. The deck is 7-inches thick and flanked by curbs raised IO-inches above the deck. The 
deck is also flanked by sidewalks that are 1'10" wide. The deck is overlain with asphalt. The 
bottom lateral braces are angle sections. 

Approach Span 2 (north) is 20-feet in length and consists of a reinforced concrete T-beam tower 
span. The span is comprised of four lines of chamfered reinforced concrete T-beam girders 
supporting a concrete deck. The space between Abutment No. 2 and Bent No. 2 is encased by 
reinforced concrete side and backwalls. The tower span is filled with rubble and dirt in the space 
enclosed by the walls. The outside of the walls are decorated with pilasters incised by three 
vertical grooves The sidewalls are ornamented with three sets of inverted rYs that are 2'5" wide. 
The concrete deck is flanked by a reinforced concrete guard walls anchored at the north end by 
decorative concrete endposts. The guard walls are 2'3" in height and is beveled along the top of 
the walls. On the side facing away from the bridge, the wall is decorated by eight vertical 
grooves that are 1 '4" in length. On the side facing the roadway, the walls have three 3'5" x 1 '5" 
bush-hammered panels that are recessed three-quarters of an inch. The endposts are 2'1 O" in 
height, 4-feet long, and 2'6" wide. Bush-hammered recessed panels decorate both sides of the 
endposts. The ends of the posts have paired grooves incised into the concrete. 

Material 
The Silver Bridge utilized 263.59 tons of structural steel for the truss spans and 1.145 tons of 
structural steel for the approach spans. The reinforced concrete components of the bridge 
utilized 53.65 tons of reinforcing steel in its construction. Just over 3.75 tons of cast steel was 
also used on the bridge, as well as 1,048.6 cubic yards of Class A and Class D concrete. There is 
79 lineal feet of reinforced concrete guardrails. The steel was supplied by the Virginia Bridge 
Company of Memphis, Tennessee, while the Three Forks Portland Cement Company of Trident, 
Montana provided the cement for the abutments, bents, deck, guardrails, and pier. 
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Other than the periodic maintenance of the bridge and the alteration of the portal bracing to 
increase the vertical clearance, there have been no significant modifications to the bridge since 
its construction in 1940. 

C. OWNERSHIP AND FUTURE 

The Silver Bridge is currently owned and maintained by the Montana Department of 
Transportation (MDT). The MDT programmed this on-system bridge for replacement in the 
mid-1990s. Mitigation for National Register of Historic Places-eligible bridges are treated under 
the terms of a Programmatic Agreement (PA) that was implemented in October, 2001. The 
Silver Bridge was offered for adoption in 2002 and again in 2005. No potential new owners of 
the bridge were located by the MDT. It will be demolished in 2006. 

IV. BIOGRAPHICAL MATERIAL 

William P. Roscoe 
Few men have had as big an impact on Montana's construction industry as William P. Roscoe. 
For thirty years from 1926 to 1956, Roscoe built more bridges in Montana than any other 
contractor employed by the Montana Highway Department. Although he specialized in the 
construction of large steel bridges, Roscoe also built reinforced concrete and timber bridges all 
over the state. Bridges built by his company include the Missouri River Bridge near Wolf Creek, 
and Yellowstone River bridges at Reed Point, Forsyth, and Glendive.16 

Born in Wadena, Minnesota in February, 1886, William P. Roscoe dropped out of school in 1902 
and worked in South Dakota as a cowboy for several years. In 1905, he returned to Minnesota 
and went to work for William and Arthur Hewett's Security Bridge Company. Unlike 
Montana's bridge engineers, who learned their trade in colleges and universities, the state's most 
successful bridge contractors learned their craft in the field from other bridge-builders. Roscoe 
went to work for the Hewett's as a laborer. Within a few years, he worked his way up to 
foreman and, by October, 1915, was the company's vice president when the Hewett's moved 
Security's headquarters to Billings. Roscoe continued his association with the Security Bridge 
Company until 1925, when he formed the W. P. Roscoe Company in Billings. William and 
Arthur Hewett dissolved the Security Bridge Company in 1926.17 

During his thirty year career, the Roscoe company built bridges throughout Montana and was 
one of only contractors from which the highway department bridge engineers sought advice on 
construction problems. Bill Roscoe died in 1956. Soon after his death, Roscoe's family 
reorganized the company and formed Roscoe Steel and Culvert Company. Although the 
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company no longer builds bridges, it still provides components for steel bridges in Montana and 
United States.18 
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