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HISTORIC AMERICAN ENGINEERING RECORD 
MILLTOWN BRIDGE 

I. INTRODUCTION 

Location: 

Quad: 

UTM: 

Date of Construction: 

Present Owner: 

Present Use: 

Significance: 

Historian: 

(BONNER BRIDGE) 

Spanning the Blackfoot River at 
Anaconda Street 
Benner Yieinil¥ /vf1IHDw'<"\ 
Missoula County, Montana 

Southeast Missoula, Montana (1974) 

12/280380/5194880 

1921 

Missoula County 
Missoula, Montana 

Pedestrian Bridge 

The Milltown Bridge is associated with the early 
20th century development of Montana's highway 
system. The bridge provided an important 
vehicular connection across the Blackfoot River on 
a state highway in western Montana. The bridge 
was a component of the Yellowstone Trail, an early 
interstate highway that later became known as U.S. 
Highway 10. The bridge is an excellent example of 
riveted Parker through truss, the first built under a 
standardized design developed by the Montana 
Highway Department in 1915. Bypassed by the 
Montana Department of Transportation in 1950, the 
bridge has not been modified or altered in any way 
and is a good representative example of a riveted 
Parker through truss. 

Jon Axline, Montana Department of Transportation 
March2007 



II. HISTORY 

Milltown Bridge 
HAER No. MT-134 
(page 2) 

The first recorded Euro-American account of the Milltown Bridge area occurred in September 
1805 when several hunters from the Lewis and Clark Expedition entered the Missoula Valley 
from their camp (Traveler's Rest) at the mouth of Lolo Creek. During the expedition's return 
east the following year, it again camped at Traveler's Rest in early July 1806. After a four-day 
layover there, Lewis and his co-captain, William Clark, split the Corps of Discovery into three 
groups, each detailed to explore as much territory as possible between the Bitterroot Valley and 
the confluence of the Missouri and Yellowstone rivers, about 565 miles to the east. On July 3, 
1806, nine expedition members and five Salish Indians under Meriwether Lewis's command 
descended the Bitterroot River to its junction with the Clark Fork at present-day Missoula. After 
camping overnight at the mouth ofHellgate Canyon at the east entrance to the Missoula Valley, 
the party left the valley and passed through the Milltown Bridge area on July 4th. Lewis wrote: 

We then entered the mountains with the East Fork of Clark's river through a narrow 
confined pass on it's N. side continuing up that river five ms. further to the entrance of 
the Cokahlahishkit [Blackfoot] R. which falls in on the NE side, is 60 yds wide deep and 
rapid. 

Lewis's command then proceeded up the Blackfoot River, eventually rendezvousing with the 
remainder of the expedition at the confluence of the Missouri and Yellowstone rivers in August 
1806.1 

The British claimed the territory west of the continental divide in Montana until the Convention 
of 1818 designated the area between the 49th parallel in the north and the Spanish possessions in 
the south as a territory of joint occupation with the Americans. Consequently, the Bitterroot and 
Missoula valleys were frequented primarily by trappers working for the Hudson Bay Company 
(HBC), the North West Company, or, infrequently, one of the American fur companies. In June 
1846, the British relinquished its claims to the area south of the 49th parallel and Oregon 
Territory became territory of the United States. The HBC, however, was reluctant to relinquish 
its lucrative trade network in northwest Montana. It was not until 1871 that the Canadian 
company closed its last remaining trading outpost in the United States, Fort Connah, located 
about fifty miles northwest of the Milltown Bridge. 2 

When Jesuit Father Pierre Jean DeSmet passed through the Bonner area western Montana in 
September 1841 on his way to establish St. Mary's Mission in the Bitterroot Valley, he traveled 
on a well-worn aboriginal trail that was well-known to British and French-Canadian trappers. 
They called the area the Porte d'Enfer, the Gates of Hell, for the bones of the dead that littered 
the ground there. The Blackfeet Indians frequently ambushed Salish, Pend d'Oreille, and 
Kootenai Indians in the canyon who were on their way to or from the buffalo hunting grounds to 
the east. By the early 1850s, the French name for the canyon had been corrupted by American 
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trappers and traders to Hellgate or Hell's Gate Canyon. In 1853, surveyors under the command 
of Washington territorial governor Isaac Stevens made the first of a series of surveys through 
northwestern Montana in search of a route for a transcontinental railroad. The Stevens 
Expeditions laid the groundwork for the establishment of the nearby Missoula valley as an 
important transportation center for northwestern Montana. Importantly, Stevens's aide, 
Lieutenant John Mullan extensively explored and mapped the Bitterroot and Clark Fork 
drainages in western Montana. 3 

Both Stevens and Mullan noted that although the Missoula area was the aboriginal territory of 
the Salish Indians, the region was also frequented by Kootenai, Blackfeet, and Pend d'Oreille 
Indians. Realizing the strategic importance of the area, Stevens induced the Salish, Kootenai and 
Pend d'Oreille Indians to sign the Hellgate Treaty at Council Grove about eleven miles west of 
the Milltown Bridge area in July 1855. The treaty established the Flathead Reservation in the 
Mission and Jocko river valleys to the north, provided an annuity to the tribes, and gave the U.S. 
government the right to construct railroads and roads across tribal territory.4 

A wagon road was exactly what Lieutenant Mullan wanted to build in the Pacific Northwest and 
the treaty helped him achieve his goal. A firm believer in Manifest Destiny, Mullan trusted in 
the civilizing force of railroads. He knew, however, that they could not succeed without 
customers along the lines to keep them prosperous. Wagon roads, in Mullan's estimation, were 
critical to the success of the railroads and, thereby, promoted his vision of Manifest Destiny. 
Consequently, he and Stevens convinced Congress in 1858 to fund the construction of a military 
wagon road between the head of navigation on the Columbia River at Fort Walla-Walla, and Fort 
Benton, the "world's innermost port" on the upper Missouri. Beginning in July 1859, Mullan, a 
military escort, and ninety workmen began construction of the road, crossing the rugged 
Bitterroot Mountains into Montana in December 1859. Mullan completed the road in August 
1860 and spent the next two years making improvements to it. One improvement in particularly 
sparked Mullan's interest- the construction of a substantial and reliable bridfe across the 
Blackfoot River near its confluence with the Clark Fork in Hellgate Canyon. 

In late November 1861, a Lieutenant Marsh established a camp near the current location of the 
Milltown Bridge. Called Cantonment Wright after General Horatio Gates Wright, the camp 
consisted of a collection of a half-dozen log cabins located in proximity to the company's 
grazing camps in the Bitterroot Valley. Mullan later described Cantonment Wright: 

Though a cold and bleak place it nevertheless proved a suitable point for our purposes. 
The camp was situated on a high flat in the forks of the Blackfoot and Hell's gate rivers, 
where timber was abundant and close; but exposed to the bleak winds that at times came 
down the valley of the Blackfoot, it was found an abode of not over much comfort. 

It was from this camp that Mullan, his work crew, and three men serving a sentence for horse 
theft began construction of the first substantial bridge in Montana.6 
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Construction of the 4-span, 235-foot bridge began the last week of November 1861 after the 
Blackfoot River had frozen over sufficiently to allow work on the ice. Like the toll bridges that 
would come later, it was supported by log crib piers filled with rocks. Unlike the simple log 
bridges Mullan built over the St. Regis River, the Blackfoot River bridge's superstructure was 
built of hand-sawn lumber. The work crew began construction of the structure in November 
1862 after the river had frozen over: 

The stream had already become frozen at its edges; and when all the timbers were cut, 
hauled, hewn, and ready to be put together, we threw a boom across the river .... By 
means of this boom we dammed up the floating ice, which in a single night became 
sufficiently frozen to allow horses to cross. Taking advantage of this ice, we cut an 
opening large enough to hold the piers and commenced their construction, sinking them, 
by means of rock placed in the bottom ... until they rested on the river bed. They were 
leveled by making a profile of the bottom and adjusting blocks under the larger set of 
ties. Rock for filling them was gathered from a bluff ... on the left bank and by means 
of hand sleds run over the ice to the piers, where thus rapidly filled. Each was thus built 
and the entire framework and superstructure erected before the ice broke up. While this 
was being done the whipsawyers were at work sawing out plank seventeen feet long and 
three inches thick ... ; and by the 1st of March we had completed the entire bridge. 

Unfortunately, the bridge was unable to withstand the spring run-off in 1862 when it was 
"thrown out of shape" by high water. With the completion of the Blackfoot Bridge and the Clark 
Fork bridges, Mullan proudly proclaimed that the "entire line to the Deer Lodge Valley [was] in 
a practicable condition."7 

The Blackfoot River Bridge was an important landmark on Mullan Road in western Montana and 
is frequently mentioned in travelers' accounts of the route. In September 1862, Randall Hewitt, 
his uncle, and several others traced their way westward along the road to Idaho Territory. In 
1906 he described Cantonment Wright as being located in an "ideal place for either a summer or 
winter residence"; the bridge was a little more problematic. Hewitt called the bridge a 
"substantial structure," but lamented the fact that it was already looking dilapidated. Francis 
Thompson utilized the bridge in 1862 after local rancher Sam Hugo had repaired it. Instead of 
the whipsawed lumber Mullan used, Thompson called it a "picturesque piece of architecture" 
and commented on the log superstructure and split saplings deck. The bridge apparently did not 
survive much past Thompson's visit. When the vigilantes descended on the nearby settlement of 
Hellgate in January 1864, there is no mention of the bridge in contemporary accounts. General 
William Tecumseh Sherman toured western Montana during the summer of 1877, noting in his 
journal that Mullan's bridge was gone and that his party had to ford the Blackfoot River. He 
does, however, suggest that there was a toll bridge somewhere in the vicinity of Hell gate 
Canyon.8 
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Shortly after Mullan completed his road and had led a detachment of soldiers back over it to Fort 
Walla-Walla, entrepreneurs began to take advantage of the route's presence. In late1860, Fort 
Walla-Walla traders Frank Worden and Christopher Higgins established a trading post adjacent 
to the Mullan Road at the mouth ofHellgate Canyon near the confluence of the Clark Fork and 
Blackfoot rivers. By 1864, the post complex included the Worden & Company Store, Van 
Dome's blacksmith shop, a saloon, several cabins, and 72 people. Travelers, Mullan asserted, 
should consider resting their animals at the trading post where "supplies of all kinds can be 
obtained."9 In July 1861, the settlement hosted the first election in what would become 
Montana. With the discovery of gold at Grasshopper Creek in 1862 and the even bigger strike at 
Alder Gulch the following year, the Hellgate settlement became an important outfitting stop as 
prospectors fanned out across the territory in search of new placer mines. 10 

The Hellgate settlement was not, however, a particularly healthy place to live. In January 1864, 
the Montana vigilantes caught up with and lynched Cyrus Skinner and three other suspected road 
agents at the settlement. After a three hour interrogation by the vigilantes at Worden's store, the 
men took the suspected road agents out into the numbing cold behind the building and hanged 
the suspects from a beam hastily set up in the establishment's corral. George Shears, though, 
was not sure how to be hanged: "Gentlemen, I am not used to this business, never having been 
hung before. Shall I jump off, or slide off." Gambling altercations also proved lethal to at least 
five of Hellgate's residents during the four years of its existence. Journalist Arthur Stone later 
wrote that Hellgate's "people were strong and healthy. Those who died, died quickly and 
without the preliminary of being sick." In 1864, Worden and Higgins closed their trading post 
and established a flour mill and saw mill about four miles west of Hellgate in the more secure 
and open environs of the Missoula Valley. 11 

Missoula quickly became the primary trading and agricultural center in western Montana and the 
Hellgate settlement all but disappeared. Missoula's strategic location at the confluence of the 
Clark Fork and Bitterroot rivers, its proximity to the confluence of the Blackfoot River, and its 
location on the Mullan Road virtually guaranteed its prosperity in the late 19th century. The 
arrival of the Northern Pacific Railway (NPRR) in 1883 gave the community a connection to 
national markets for agricultural, mining, and timber industry products produced in the region. 
In 1882, Missoula entrepreneurs Edward L. Bonner and Richard Eddy purchased property at the 
confluence of the Blackfoot and Clark Fork rivers encompassing the site of the Milltown Bridge. 
The following year, Andrew Hammond joined Bonner and Eddy in the venture. In 1883, they 
partrlered with copper king Marcus Daly and the Northern Pacific Railway Company to form the 
Montana Improvement Company (MIC). The company agreed to provide the NPRR with all its 
wood products for the line in Montana, northern Idaho, and eastern Washington. With access to 
the NPRR's land grant, the company quickly moved to meet the demands placed on it by the 
railroad. By 1886, it had constructed the "largest mill between Wisconsin and the west coast" at 
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the confluence of the two rivers. In addition to providing wood products to the NPRR, MIC also 
supplied timbers to Daly's Anaconda Copper Mining Company (ACM) operations in Butte. 
Workers in the Bonner Mill lived in several communities surrounding the plant, with most living 
in Milltown, which had become a sizeable company town by 1912.12 

The Montana Improvement Company reincorporated as the Big Blackfoot Milling Company in 
1888. Ten years later, in 1898, Marcus Daly purchased the company's holdings. His acquisition 
of the Bonner mill redirected much of its output to his mines in Butte and to smelters in 
Anaconda and Great Falls. Shortly before his death, Daly sold out to the Amalgamated Copper 
Company in 1899, which also acquired the Bonner Mill in the deal. It was largely under 
Amalgamated's (ACM again after 1910) ownership that Bonner and Milltown reached their 
peaks in population and as company towns. The company employed around 900 people: "A visit 
to the town of Bonner reveal[ed] a settlement of contented workmen, practically one big family." 
A review of the Sanborn fire insurance maps for 1912, 1921, and 1932 reveals an orderly 
assemblage of dwellings and boarding houses in proximity to the Milltown Bridge. It was under 
ACM's tenure that the Bonner and Milltown boomed. In 1912, the communities claimed a 
population of 400, while in 1921 that number had risen to 1,250 people. In 1908, William A. 
Clark established a sawmill just west of Bonner called the Western Lumber Company. The 
company's complex was just off the west approach of the Milltown Bridge, while the ACM's 
extensive lumber yard bordered the residential neighborhood off the east end of the bridge. The 
ACM acquired the Western Lumber Company in the wake of Clark's death in 1928. 13 

Bonner and Milltown, separated only by the Bonner Mill's lumberyard, were effectively one 
community dominated by the ACM's lumber operations. Its economy and the company's 
economy were inextricably intertwined. Most of its residents worked at the mill, lived in 
company houses, and traded at company stores. Residents of nearby East Missoula, Finntown, 
and Piltzville traded Bonner/ Milltown, with most of the men employed at the mill. 
Bonner/Milltown was the economic and social center of the Hell gate Canyon throughout the 20th 
century. In 1939, Bonner was described as a 

... collection of neat company houses that vary only slightly in construction, but are 
painted according to individual taste; in them live the families of men who work in 
Montana's largest sawmill. The town lies mostly south of the mill buildings; the lumber 
yards filled with great piles of newly sawed lumber extend eastward. Around the mill the 
air is charged with the fresh, keen smell of the cut logs .... 

Through good times and bad, Bonner continued to play a significant role in the economy of 
western Montana. In 1972, the ACM sold the mill to Champion International's US Plywood 
Company. By 1976, the mill was among the largest producers of plywood in the United States. 
Champion sold the mill to its current owner, the Stimson Lumber Company, in 1994.14 
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Since ancient times the confluence of the Blackfoot and Clark Fork rivers was also at the 
junction of two important travel corridors. The Salish Indians called the Blackfoot River, 
Cokahlahishkit, the Road to the Buffalo, as it provided an easy and direct route to the bison 
hunting grounds on the Great Plains. Meriwether Lewis discovered in July 1806 that the 
Cokahlahishkit provided a shortcut between the Clark Fork and Missouri rivers that would have 
significantly changed the course of the Corps of Discovery in 1805 had it known about the route. 
When John Mullan constructed a wagon road in 1860 between Fort Walla-Walla and Fort 
Benton, he followed a well-worn aboriginal trail through the Hellgate Canyon that had been used 
extensively by trappers, traders, and missionaries for over half a century. The Mullan Road 
became the foundation for the roads built afterwards. In 1869, the Fifth Montana Territorial 
Legislature made the Mullan Road a public highway and in 1872 turned administration of the 
territory's roads over to the counties. Counties could charter toll companies at their discretion 
and that appears to be the case for a toll bridge across the Blackfoot River in Hellgate Canyon 
reported by General Sherman in 1877. The arrival of the Northern Pacific Railway in 1883 
resulted in the development of network of county roads to serve the railroad, including the old 
Mullan Road. The establishment of the Bonner sawmill at the confluence of the rivers 
necessitated significant improvements in the transportation system in the Hellgate Canyon. One 
included the construction of a three-span, pin-connected Pratt through truss at the existing site of 
the Milltown Bridge in 1896. By 1914, the route through Hellgate Canyon was incorporated into 
the Yellowstone Trail, a 4,000-mile interconnected series of county roads connecting Plymouth 
Rock, Massachusetts with Seattle, Washington. 15 

The Milltown Bridge 
Although the steel bridge across the Blackfoot River was severely damaged in the 1908 flood, 
the county had only minimally maintained the structure since then. Consequently, the Montana 
State Highway Commission made the replacement of the old bridge one of its top priorities in 
1918 and began making plans to replace the old bridge in 1919. Because the old bridge was 
located on the Yellowstone Trail and was part of the state's Federal Aid system, it was critical to 
the Commission's long-range plans for the state to replace the decrepit and unsafe structure 
before it failed. Commission bridge engineer Howard W. Holmes estimated that the new bridge 
would cost nearly $84,000 to build and would contain roughly 201 tons of structural steel and 
1,017 cubic yards of concrete. The Bureau of Public Roads (BPR) approved the project on 
October 11, 1920. The BPR committed to paying for half of the bridge, while Missoula County 
raised the other half through the sale of bonds. Both the Commission and the County placed a 
high priority on this project because of the significance of the crossing to local industry and 
tourism. The highway commission and the Missoula County awarded the contract for the new 
bridge to the Security Bridge Company on January 11, 1921. The construction of the bridge 
began in March 1921. 16 

Within weeks of the initiation of construction, however, the commissioners received complaints 
from Missoula County regarding the poor condition of the detour. The Security Bridge 
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Company also reported a change of plans which required a substantial increase in the tonnage of 
steel needed to build the bridge, which was not included in its original bid to construct the 
structure. The detour issue was easily resolved when the highway commission determined that 
the county had greatly exaggerated the issue. The commissioners directed the company to make 
the detour passable and authorized it to adjust its bid and order the additional steel needed to 
complete the bridge. The material source for the foundation concrete was obtained from a pit 
located about one mile east ofBonner. 17 

By early October 1921, Missoula County forces began construction of the approaches to the 
bridge. The final cost of the bridge was just under $110,000, making it the most expensive steel 
bridge built for highway use in Montana up to that time. The dedication plates at the bridge's 
portals were fabricated by the Maclean Foundry and Machinery Company of Great Falls. The 
bridge remained in service until 1950 when a new steel girder structure (24MOI363) just 
upstream of the old bridge was completed. Since then it has functioned primarily as an 
unofficial and un-maintained pedestrian crossing of the Blackfoot River for residents in Bonner 
and Milltown. 18 

In 1922, the American Association of State Highway Officials, the Bureau of Public Roads, and 
the state highway commission designated the Yellowstone Trail as Federal Aid Route No. 2; four 
years later it was known as US Highway 10. The bridge functioned well during the Great 
Depression and into the 1940s. Although well-maintained by the Montana Highway 
Department, by 1948 it had become functionally obsolete and "quite dangerous," requiring 
"immediate replacement." Consequently, in December 1948, the Highway Commission awarded 
a contract to the Hansen & Parr Construction Company of Spokane, Washington to build a new 
bridge (24MOI363) on a new alignment. Unlike the old through truss, the steel girder structure 
did not have the poor alignment and height and width restrictions that made the old bridge 
obsolete. Interstate 90 bypassed this segment of US Highway 10 in 1966.19 

III. THE BRIDGE 

A. DESCRIPTION 

The Milltown Bridge is a steel two-span, riveted Parker through truss structure. The structure 
has two reinforced concrete T-beam approach spans. The bridge is 412-feet long and 24-feet 
wide with a roadway width of 18-feet. The bridge has a 14-foot vertical clearance on the deck. 
The approach spans are each 40-feet in length. 

Substructure 
There are three reinforced concrete piers numbered consecutively from east to west. All three 
piers are column-type structures with solid web walls and both abutments are open column-type 
structures. 
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There are two badly deteriorated concrete piers under the bridge that are remnants of the 1896 
structure. Both piers had been underwater until the drawdown of the Milltown Dam Reservoir 
revealed them in 2006. Neither pier was recorded for this document. 

Pier No. 1 ( east) is a tapered reinforced concrete column pier with a solid web wall. It has a total 
height of 36' 6" with the footing (22' 6" without the footing) and is 29' 6" wide and 9-feet deep. 
The columns taper to 27' 6" wide at the top of the pier. The pier columns are 6' 9" in diameter at 
the bases and taper to 5' 8" in diameter at the tops. The extended caps of the columns overhang 
the piers by 6 inches and are 1' 6" deep. The columns are also set in 8 inches from the edge of 
the footing. The footing is 14-feet in height, 29' 6" in length and 9-feet wide. The web wall fills 
the space between the columns. 

Pier No. 2 is a tapered reinforced concrete column pier with a solid web wall. It has a total 
height of 36' 6" with the footing (22' 6" without the footing) and is 29' 6" wide and 9-feet deep. 
The columns taper to 27' 6" wide at the top of the pier. The pier columns are 6' 9" in diameter at 
the bases and taper to 5' 8" in diameter at the tops. The extended caps of the columns overhang 
the piers by 6 inches and are l' 6" deep. The columns are also set in 8 inches from the edge of 
the footing. The footing is 14-feet in height, 29' 6" in length and 9-feet wide. The web wall fills 
the space between the columns. 

Pier No. 3 (west) is a tapered reinforced concrete column pier with a solid web wall. It has a 
total height of 36' 6" with the footing (22' 6" without the footing) and is 29' 611 wide and 9-feet 
deep. The columns taper to 27' 6" wide at the top of the pier. The pier columns are 6' 9" in 
diameter at the bases and taper to 5' 8" in diameter at the tops. The extended caps of the columns 
overhang the piers by 6 inches and are 1' 6" deep. The columns are also set in 8 inches from the 
edge of the footing. The footing is 14-feet in height, 29' 6" in length and 9-feet wide. The web 
wall fills the space between the columns. 

Superstructure 
The Milltown Bridge is a two-span riveted steel Parker through truss structure with two 40-foot 
reinforced concrete T-beam approach spans. Each truss span is 166-feet in length and 24-feet 
wide with a roadway width of 18-feet. The spans are numbered consecutively from east to west. 

Approach Span No. 1 (east) is a reinforced concrete T-beam structure. It is 40-feet in length and 
24-feet wide with an 18-foot driving surface and a raised concrete sidewalk along the south side 
of the span; the sidewalk is 6-feet wide and is raised 5Yz'' above the level of the roadway. The 
sidewalk is supported by seven concrete brackets. The deck is supported by five lines of 
reinforced concrete girders. The girders are l' 6" wide and 2-feet deep. The concrete deck is 8" 
thick. The east end of the approach span is supported by two square reinforced columns with 
chamfered openings. The columns are 3' x 3'. They each rest on concrete footings that are 6' 6" 
wide and 2' 6" deep. The deck is flanked by reinforced concrete guardwalls. Each guardwall has 
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two baluster posts and are anchored on the ends by reinforced concrete endposts. The posts have 
corniced caps and there are three recessed panels between each post on the wall. The wall has a 
corniced balustrade. The posts are 3' 7" in height and 1' 8" x 2' 1" in dimension. 

Span No. 1 (east) is 166-feet in length and 21-feet deep. It consists of nine panels; each panel is 
18' 6" wide. The lower chords of the span consists oflaced channel sections with batten plates. 
The diagonals and verticals are also laced channel sections with batten plates. The upper chords 
are laced channel sections with a continuous steel plate riveted to the upper flanges and batten 
plates riveted to the bottom flanges. The verticals and diagonals are connected to the upper and 
lower panel points by steel gusset plates. The upper struts and top lateral braces are paired 
riveted angle sections. The upper sway braces consists of paired riveted 3" x 2Yi" x W' angle 
sections placed in a diamond pattern. The bottom struts of the braces are riveted to the verticals 
approximately 6' 10" from the top of the verticals; the brace is 13' 4" in length. The sway braces 
and struts are riveted to the upper struts and verticals by gusset plates Paired angle sections are 
extended at 45° angles from the bottom struts to form a decorative chamfered opening. The 
portal braces are riveted paired angle sections riveted to the portal strut and inclined endposts by 
gusset plates; there are also gusset plates at each of the joints. A bronze dedication plate is 
bolted to the east portal. It reads: "Built by/ The Security Bridge Co./ Billings Montana/ 1921." 

The concrete slab deck is supported by 10 riveted steel I-beam floor beams at each of the 10 
panel points and five lines of steel I-beam stringers. Further support is provided by steel eyebar 
bottom lateral braces. The concrete deck is 10" thick and the curbs are raised 7-inches. A 
concrete sidewalk is attached to the south side of the structure. It is 4' 10" wide with a base 
thickness of inches. The sidewalk is extended out over the river and is supported by triangular 
steel brackets with angle section stiffeners riveted to them. The brackets are riveted to the lower 
chord and correspond to the ends of the floor beams. The sidewalk and the north side of the 
bridge are protected by steel lattice type guard fences that were standard to steel through truss 
bridges designed by the Montana Highway Department from 1920 to 1929. The fences are 
comprised of latticed steel straps mounted on angle section frames. Paired angle sections 
provided the mounting posts. At each of the brackets, there are angle sections functioning as 
brackets to support the guard fence. 

Span No. 2 (west) is 166-feet in length and 21-feet deep. It consists of nine panels; each panel is 
18' 6" wide. The lower chords of the span consists of laced channel sections with batten plates. 
The diagonals and verticals are also laced channel sections with batten plates. The upper chords 
are laced channel sections with a continuous steel plate riveted to the upper flanges and batten 
plates riveted to the bottom flanges. The verticals and diagonals are connected to the upper and 
lower panel points by steel gusset plates. The upper struts and top lateral braces are paired 
riveted angle sections. The upper sway braces consists of paired riveted 3" x 2W' x W' angle 
sections placed in a diamond pattern. The bottom struts of the braces are riveted to the verticals 
approximately 6' 10" from the top of the verticals; the brace is 13' 4" in length. The sway braces 
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and struts are riveted to the upper struts and verticals by gusset plates Paired angle sections are 
extended at 45° angles from the bottom struts to form a decorative chamfered opening. The 
portal braces are riveted paired angle sections riveted to the portal strut and inclined endposts by 
gusset plates; there are also gusset plates at each of the joints. A bronze dedication plate is 
bolted to the west portal. It reads: "Built by/ The Security Bridge Co./ Billings Montana/ 1921." 

The concrete slab deck is supported by 10 riveted steel I-beam floor beams at each of the 10 
panel points and five lines of steel I-beam stringers. Further support is provided by steel eyebar 
bottom lateral braces. The concrete deck is 1 O" thick and the curbs are raised 7 inches. A 
concrete sidewalk is attached to the south side of the structure. It is 4' 10" wide with a base 
thickness of 7 inches. The sidewalk is extended out over the river and is supported by triangular 
steel brackets with angle section stiffeners riveted to them. The brackets are riveted to the lower 
chord and correspond to the ends of the floor beams. The sidewalk and the north side of the 
bridge are protected by steel lattice type guard fences that were standard to steel through truss 
bridges designed by the Montana Highway Department from 1920 to 1929. The fences are 
comprised of latticed steel straps mounted on angle section frames. Paired angle sections 
provided the mounting posts. At each of the brackets, there are angle sections functioning as 
brackets to support the guard fence. 

Approach Span No. 2 (west) is a reinforced concrete T-beam structure. It is 40-feet in length and 
24-feet wide with an 18-foot driving surface and a raised concrete sidewalk along the south side 
of the span; the sidewalk is 6-feet wide and is raised 5Yz'' above the level of the roadway. The 
sidewalk is supported by seven concrete brackets. The deck is supported by five lines of 
reinforced concrete girders. The girders are 1' 6" wide and 2-feet deep. The concrete deck is 8" 
thick. The west end of the approach span is supported by two square reinforced columns with 
chamfered openings. The columns are 3' x 3'. They each rest on concrete footings that are 6' 6" 
wide and 2' 6" deep. The deck is flanked by reinforced concrete guardwalls. Each guardwall has 
two baluster posts and are anchored on the ends by reinforced concrete endposts. The posts have 
corniced caps and there are three recessed panels between each post on the wall. The wall has a 
corniced balustrade. The posts are 3' 7" in height and l' 8" x 2' I" in dimension. 

Material 
Although the bridge's designer, Howard W. Holmes, estimated the amount of structural steel 
needed for the structure, the Security Bridge Company made significant modifications to the 
design of the bridge. There is no record of the total amount of structural or reinforcing steel 
utilized for the bridge in the existing records. 

B. MODIFICATIONS 

The bridge was bypassed by the Montana Department of Transportation when it constructed a 
new bridge across the Blackfoot River (24M01363) in 1950. When that occurred the State 
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ceased maintaining the structure and turned ownership of it over to Missoula County. There is 
no evidence that the county ever conducted any regular maintenance of the structure. 
Consequently, there have been no modifications or alterations made to the Milltown Bridge since 
its construction in 1921. 

C. OWNERSHIP AND FUTURE 

The Milltown Bridge is currently owned by Missoula County. The future disposition of the 
bridge is not known. 

IV. BIOGRAPHICAL MATERIAL 

The Security Bridge Company 
Cousins William Sherman Hewett and Arthur L. Hewett founded the Security Bridge Company 
in 1905. Born in South Hope, Maine, in 1864, William Hewett went to work as a clerk for his 
bridge-builder uncle, Seth M. Hewett, in 1887. William received his training in bridge and 
structural design from his uncle Maurice and a German employee. By 1895, William was the 
joint proprietor of his uncle Seth's company, while his cousin, Arthur, worked as the firm's 
traveling agent. In 1897, the cousins formed W. S. Hewett and Company, one of Montana's 
most active bridge-building companies in Montana until 1906.20 

The Tongue River Bridge (HAER No. MT-16) at Miles City was one of the first steel truss 
bridges built in Montana by the Hewett Company. In 1902 the firm built another Pennsylvania 
through truss structure across the Yellowstone River at Miles City. The Fort Keogh Bridge 
(24CR680) provided a valuable connection between Miles City and the farms and ranches north 
of the river. In 1905 William dissolved the company and, with his cousin Arthur as partner, 
formed the Security Bridge Company.21 

The Security Bridge Company was the most prodigious bridge-construction company in the state 
from 1906 until 1926. The new company's first project was the construction of a single-span pin
connected Pratt through truss across the Stillwater River at Kern's Crossing in Stillwater County 
in 1907. By 191 7, the company had constructed at least sixty truss bridges throughout central 
and eastern Montana. Most were simple pin-connected Pratt through structures or riveted 
Warren pony truss structures. 22 

In 1911 the Hewetts relocated the company headquarters from Minneapolis to Billings, Montana, 
and reincorporated with Arthur as president of the firm and fellow Minnesotan William P. 
Roscoe as vice-president. Though the creation of the Montana State Highway Commission's 
bridge department in 1915 ended the primary role of the bridge construction companies in 
Montana, the Security Bridge Company continued to build bridges under the auspices of both the 
highway commission and the counties until 1926. Arthur closed the company in 1926 to pursue 
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other interests in Billings. The company's successor, the William P. Roscoe Company, continued 
to build bridges in the state until 1956.23 
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