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An artist's “bird’s eye” view of St. Paul in 1888. (Minnesota
Historical Society.)
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Tangled mess of High Bridge wrought iron
after the 1904 windstorm. (Photo: Haas and
Wright. Minnesota Historical Society.)

“Not a rod nor brace was left hanging .. .”
1904 windstorm destruction of spans 25-28
of the High Bridge. (Minnesota Historical
Society.)




Falsework used in the 1904-05
reconstruction of the High .
Bridge. (Photo: Albert Munson. i .
Minnesota Historical Soclety.)

Reopening of the High Bridge in June of 1905. (Minnesota Historical Society.)




In 1915, a request was made of the St. Paul City
Bridge Engineer to determine if the High Bridge could
withstand the extra loading of a street car line. Several
reasons were given as to why this was not feasible, mainly
because of the bridge’s inherent structural limitations.
The loading and unit stresses of 1889 were considered ef-
ficient for a wagon bridge of that day. Heavier traffic was
allowed if it moved across the bridge at slow speed. How-
ever, 40-ton street cars, in addition to the vibration they
would generate in moving across the structure, would
greatly overstress all of the floor members, creating ex-
ceedingly dangerous conditions. In correspondence con-
cerning this issue, the city engineer stated, “‘this bridge
was built [26] years ago and was designed for a loading
considerably lighter than would be the case if the bridge
were built today.” It is interesting to note that as early as
1915, 70 years ago, state and local officials and engineers
realized that the bridge was underdesigned for the mod-
ern vehicle speeds of that era.

In 1933, the bridge was passed from the jurisdiction of
the City of St, Paul to that of the Minnesota Highway De-
partment (MHD), now the Minnesota Department of
Transportation (Mn/DOT). As a part of this change,
Smith Avenue was designated Trunk Highway 49 and

Flared and widened approach of
reconstructed span 1. (Don
Stevens, Mn/DOT.)

When the river flats on the north side of the river would flood, access
to the flats was blocked; consequently, Northern States Power
Company (NSP) employees needed a stairway from the bridge deck
to near the plant, which was located immediately west of the bridge.
This steel stairway was financed by NSP and built by the city of St.
Paul alongside piers 19 and 20 in 1924, (David Gonzales for HAER.)




part of the state’s arterial highway system. In that same
year, MHD began work to reconstruct the northernmost
span of the bridge where smoke from coal burning
Chicago, Milwaukee and St. Paul Raiload trains passing
beneath the spans was presumed to be the cause of accel-
erated deterioration of the bridge’s wrought iron. In addi-
tion, there was a sharp east turn in Smith Avenue at the
north end, northbound vehicles had difficulty negotiating
the turn while descending the rather steep four-percent
grade. The reconstructed span, which was built of rein-
forced concrete at a three-percent grade, also provided a
west turn onto Cliff Street where no access had previously
existed. After spending over $550,000 in repairs, the
MHD reopened the bridge on May 24, 1934.

The periodic and expensive maintenance process of
scraping, the sand-blasting and repainting the High
Bridge was discontinued after 1958, by both the city and
Mn/DOT, when officials determined that it was more im-
portant to be able to regularly observe the effects of corro-
sion and pack rust between hidden structural members
and the bare outside surfaces than it was to keep the
bridge painted. Preserving all possible visual clues to the
actual condition of the aging bridge was considered vital
at this stage. In addition, because of the inherent weak-
ness in the design of the bridge, it was no longer possible
to inspect, clean or repaint many structural members.
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Furthemore, there was concern that the sandblasting pro-
cess may have been contributing to accelerated section
loss. *

The High Bridge was closed again for four months in
1958 for inspection and extensive repairs. Repairs com-
pleted by the Whiting-Turner Company of Baltimore,
Maryland included replacement of the deck structure and
cedar block roadway with a concrete-filled steel grid deck
covered with bituminous overlay, placement of new steel
guardrails which reduced the sidewalks to seven feet, re-
placement of the original wood plank sidewalks, again
with wood planks, and the addition of new street lighting.

Mn/DOT closed the bridge in March of 1977 follow-
ing an in-depth inspection to repair the superstructure
and substructure. This inspection revealed severe and ir-
reversible deterioration in many structural members,
Some primary structural members were replaced, others
were reinforced with steel, the total cost nearly $200,000.
This inspection also brought to the local neighborhood’s
attention the fact that the High Bridge was not going to
last forever.

Mn/DOT conducted in-depth investigations of the
structural condition of the bridge again in 1980 and 1983-
84. Extensive maintenance and repairs costing $100,000
were required in 1980 to attempt to insure that the bridge
would stay open until the replacement bridge was 90%

* Section Loss—wearing away or eroding of the structural materials of wrought iron and steel.

Span 1, reconstructed in concrete
in 1933-34. (Don Stevens,
Mn/DOT.)




completed. In 1983-84, in-depth inspections were con-
ducted, with the help of newly developed ultrasonic
sounding test equipment. This procedure inspected the
pin and eyebar connections and determined that they
were free of section loss. This was especially important to
know because these connections were the critical points
in the design of the river spans. However, these tests
could not reveal the condition of the material, nor
whether stress cracking was occurring in either pins or
eyebars.

The 1983-84 structural inspection also revealed
severe deterioration in the major members of the truss be-
cause of section loss and stress fatigue. * The average sec-
tion loss of primary truss members recorded in the 1980
inspection ranged from 28 % to 38 %. In 1984, the section
loss ranged from an average of 37 %to 48%. Thisincrease
indicated that section loss had been advancing at an
alarming rate. In stress fatigue, the effects of stresses on
the bridge from 95 years of weather and use are cumula-
tive. The result was a gradual weakening of the structure
over time, Unfortunately, this loss of structural strength
isn’t measurable until stress cracks are visible. If fracture
occurred due to overstressing, a sudden failure would oc-
cur,

In addition, it was found that the sixteen roller and
sliding bearing assemblies which were designed to take
up naturally occurring expansion and contraction move-
ment within the truss system had, in effect, “frozen’ in
place and no longer worked, due to corrosion and the

1958 removal of the woodplank
deck of the High Bridge to replace
it with a concrete-filled steel grid
covered with bituminous overlay.
(Photo: St. Paul Dispatch.
Minnesota Historical Society.)

force of gravity associated with the four percent grade. As
a result, the additional stresses created by the lack of
properly working bearing assemblies were absorbed by
the structural members and ultimately forced tension
members (thin, usually flat components designed to hold
the truss together) into compression and compression
members (thick, beam-like components designed to be
load-bearing) into tension. The stresses of modern daily
traffic and structural deterioration presented consider-
able doubt as to whether or not the bridge could reliably
withstand these stresses in its already weakened condi-
tion, adding to the likelihood of the sudden failure of ma-
jor spans. The inherent weakness of the long-since
outdated pin and eyebar method of construction pre-
sented the added concern that the failure of one single pin
could mean the sudden collapse of an entire 250-foot
span.

With the results of this last structural evaluation, Mn/
DOT officials were forced to conclude that they could no
longer guarantee that the bridge could safely serve the
motoring public. Too many uncertainties concerning the
structural aspects of the bridge were involved. The pro-
jected date for the completion of the new bridge was too
far away—1987. Unfortunately, Mn/DOT had to close
the bridge permanently on Wednesday, July 25, 1984, a
year before any construction on the new structure was to
begin.

* Stress Fatigue—wearing out of the structural members resulting in fracture and eventual failure.
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View showing “section loss” in a principal truss member.
100% section loss has occurred where the holes are, and
varying degrees of section loss above and around the holes.
(Don Stevens, Mn/DOT.)

View showing warp of vertical tension
members which were forced into
compression, showing the shift of forces
within the truss system that had
occurred. (David Gonzales for HAER.)




This is how a bearing assembly would
look when it was working properly. The
open space between assemblies shows
the amount of movement necessary to
accommodate naturally-occurring
contraction and expansion. This
assembly was the only one in the entire
length of the bridge that worked properly
at the time of the bridge’s closing. (Don
Stevens, Mn/DOT.)

This boit anchored a bearing
assembly, but the amount of
force that was working on the |
bridge bent it completely out of
place. (Don Stevens, Mn/DOT.)

All other bearing assemblies on the High
Bridge were ‘‘frozen” in place—the gaps
between the assemblies were permanently
closed and no longer working. This forced
the now-rigid structure of the bridge to
unnaturally absorb the movement, which
created considerable stress on the bridge.
(Don Stevens, Mn/DOT.)




1897 veiw of the St. Paul
skyline. (Minnesota
Historical Society.)
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The Smith Avenue High Bridge was closed for six weeks
in 1977 for major structural repairs. This repair period
made the people who lived near it and who depended on
it daily realize that this bridge simply could not serve them
safely forever, A public meeting sponsored by the West
Side community was held during the repair period to air
and discuss the problems the closure had caused each
neighborhood, a meeting that attracted over 500 local
residents and business operators from both sides of the
river. The main problems discussed at the meeting in-
cluded: increased traffic through local neighborhoods,
traffic congestion on the nearby Wabasha and Robert
Street bridges, inconvenience and loss of time to drivers,
the West Side’s loss of a direct link to the United Hospitals
and emergency services located on West Seventh Street,
and a marked negative impact on West Side local busi-
nesses.

Following the reopening of the bridge, Mn/DOT offi-
cials began to meet with local officials and citizens con-
cerned with the future of the river crossing. These first
meetings revealed some strong local dfferences of opin-
ion and divergent views of the situation. The West Sev-
enth Street neighborhood’s representatives were at first
skeptical of any reconstruction proposal, seeing it as per-
petuating traffic through their neighborhood with little di-
rect benefit. The West Side’s representatives, however,
were strongly in favor of maintaining the crossing, it being

Replacing a St. Paul Landmark

vital to the economic life along Smith Avenue and an im-
portant transportation route into the downtown St. Paul
area. There were also differing opinions surrounding the
structure itself—some advocated preservation of the his-
toric bridge through rehabilitation, others supported
preservation of sections of the bridge for use in a com-
memorative park or landmark, and others wanted re-
placement of the bridge with increased community
amenities such as parks and scenic overlooks at each end
of the new bridge.

To respond to these concerns and opinons, Mn/DOT
suggested that representatives from each neighbor-
hood’s planning council form a High Bridge Task Force
so that the overall community surrounding the bridge
might more effectively become a part of the project’s de-
velopment process and participate in the study of project
alternatves. Aided by the Mn/DOT High Bridge project
manager, who acted as a technical advisor and informa-
tion source to the group, the task force studied the options
available concerning the feasibility of both rehabilitation
and replacement of the bridge. To ascertain the local resi-
dents’ feelings concerning the bridge, the task force de-
veloped a ‘“‘High Bridge Concerns Survey” to be used as
an information source for the task force. The results of this
survey identified five major areas of concern to the com-
munity: that the bridge be replaced, that the replacement
bridge be built adjacent to the existing bridge to reduce




The 14 alternate bridge types first

developed by the consuiltant,
Strgar-Roscoe-Fausch, Inc.
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closure time during construction, that the cohesiveness
between the two neighborhoods be strengthened
through the use of pedestrian sidewalks and bicycle ac-
cess, that the replacement bridge maintain the unique
and special image of the existing bridge by being one of
“landmark quality”” design, and that there be provisions
for scenic overlooks at each end of the bridge. Through
the results of this survey, considerable discussion, and the
help of structural and planning studies provided by
Mn/DOT, the task force concluded that not only was re-
habilitation not practical—because rehabilitation would
be an expensive and temporary measure to extend the
life of the bridge but a few years—it was also undesirable,
because of the narrowness of the roadway that made

driving difficult. The task force therefore recommended
to Mn/DOT that the bridge be replaced. With the aid of a
design consultant hired by Mn/DOT for preliminary stud-
ies, the task force and Mn/DOT jointly identified 14 possi-
ble replacement bridge design alternatives, and then
narrowed these alternatives to six. The task force eventu-
ally recommended a steel deck-tied arch design that was
the least costly of three alternatives that were considered
to meet aesthetic and landmark quality criteria. Mn/DOT
supported this recommendation.

Even though the public’s involvement in these High
Bridge studies was encouraged and supported by
Mn/DOT, the level of that involvement was far from typi-
cal. Because the issues surrounding the High Bridge were
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so complex, and because the bridge was so important to
the community, a high degree of involvement from the
community was necessary. Task force members worked
hard at achieving a delicate balance of a complexity of
state and federal regulations and policies, funding pro-
grams and eligibility requirements, and communty needs
and concerns. After years of studies, meetings, discussion
and compromise, the task force proposed a responsible
solution which appropriately met the transportation and
community goals that had been defined. In turn, state and
federal officials observed that extensive public involve-
ment in decison-making, although challenging, can pro-
mote a spirit of cooperation and result in mutually-
satisfying conclusions to very difficult problems, and can
avoid costly delays which benefit no one.

As mentioned earlier, the issues which dictated the
course of the High Bridge replacement project were ex-
tremely complex. The crossing is of major local and na-
tional importance, and the substantial federal cost
involved in replacing a bridge of the height and length of
the High Bridge turned this seemingly simple task into a
very involved project. The magnitude of the project
brought together several policies and programs which
normally do not coincide on projects of a smaller scale,
and so added to the complexity of issues present. The
story of these issues and how they were resolved provides
a modern-day parallel to the controversy which sur-

Downtown St. Paul
through the bridge
railing. (Don Stevens,
Mn/DOT.)
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rounded the building of the original bridge in 1887,
nearly a century ago.

Special funding for the rehabilitation or replacement
of the significant number of deteriorating bridges built in
the 19th century across the country was created following
the collapse of a wrought iron bridge in West Virginia in
the late 1960s. This tragedy forced the realization that
thousands of these bridges built before the turn of the
century were in need of extensive rehabilitation or re-
placement. [t became a.national transportation priority to
repair or replace as many of these deficient bridges as
possible. A part of this special rehabilitation and replace-
ment funding program provided $200 million nationally
in discretionary funding, to be distributed at the discretion
of the United States Secretary of Transportation, that was
earmaked for use by states with high-cost bridges such as
the High Bridge. (Bridges eligible for this discretionary
funding are those which cost over $10 million to replace
or rehabilitate, or those which cost more than half of the
state’s annual apportionment of federal bridge funds.)
Nationwide competition for this discretionary funding
source has been very intense. The Federal Highway Ad-
ministration is responsible for administering these funds
and has made special efforts to keep project costs to a
minimum to enable as many states as possible to benefit
from these funds.
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Artist’s conception of the chosen bridge type, the steel deck-tied
arch. (Strgar-Roscoe-Fausch, Inc.)

Not only is there a national objective to replace or re-
habilitate as many of these deficient bridges as possible,
but there are national environmental, historical and aes-
thetic objectives which also influenced the High Bridge
replacement project. There are several parklands adja-
cent to the bridge, which are protected by the National
Environmental Policy Act from negative impacts that new
construction could cause. This Act also serves to protect
the visual environment. In 1981, the original bridge was
placed on the National Register of Historic Places. This
designation recognized the significance of the High
Bridge’s engineering and transportation characteristics
and also created another level of review of the decision to
replace the bridge as well as the design of the replacement
structure to assure that it appropriately replaced the his-
toric landmark which was Jost. Also, two programs that
place an additional emphasis on the aesthetics of the river

\

and all its sights are the Great River Road program, which
stretches the length of the entire Mississippi River; and the
Mississippi River Valley Critical Area plan, which includes
the St. Paul area.

There is an inherent conflict between these national
economic and environmental priorities, and this conflict
came to bear on the High Bridge replacement project.
Concern for constructing the lowest-cost replacement
bridge came face-to-face with concern for good environ-
mental design and appropriate mitigation of the loss of
this important historic structure.

While the efforts of the High Bridge Task Force were
successful in identifying a replacement bridge type, a steel
deck-tied arch, which presented an acceptable compro-
mise of cost, aesthetics and landmark quality design, one
more policy hurdle remained—the federal Alternate
Bridge Design Policy. This policy, which is intended to
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save money by maintaining a high level of competition
between bridge builders and/or the concrete and steel in-
dustries, requires that two bridges be designed and pre-
pared for bidding on major projects. In order to comply
with this policy, the task force attempted to identify an-
other acceptable bridge design. However, only the steel
deck-tied arch design adequately met all of the project
criteria. Although preliminary cost estimates on the steel
and concrete versions of the deck-tied arch suggested
that the steel alternative would cost significantly less,
Mn/DOT began to design both versions in order to meet
the policy’s requirements, anticipating that steel would, in
fact, be bid lower than concrete. The only alternative that
both the community and Mn/DOT now had was to wait
for the results of the bidding process, taking the chance
that the lowest bid would be in steel.

While the steel bridge bid was expected to be lowest,
thus satisfying the community consensus on the choice of
the bridge material achieved by the task force, the results
of this gamble taken by the community will never be
known. The premature and permanent closing of the
High Bridge in July of 1984 mandated an opening of the
new bridge as soon as possible. The impacts of the closing
felt by the local communities were dramtic, and particu-
larly affected the businesses on the upper West Side. The
delays that could be caused by designing two bridges for
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bidding now became unacceptable. If only one bridge
had to be designed, then the design process of this bridge
could be staged so that construction on the replacement
bridge could begin several months sooner. With one
bridge design, the possiblity also existed that the com-
pleted bridge could be opened to traffic up to a year ear-
lier.

The community, seeing no alternative to this
dilemma, approached Minnesota Senator David Duren-
burger after the closing, and requested that he sponsor
legislation which would grant an exception to the Alter-
nate Bridge Design Policy for the High Bridge project. On
October 11, 1984, an exception to the policy was in-
cluded in an amendment to the 1984 Federal-aid High-
way Act.

It can be seen that the significance of the original High
Bridge was irrevocably connected to the fate of the re-
placement bridge due to its designation as an historic site
and the “landmark’’ status it acquired throughout its life.
Nothing short of another landmark structure seemed ap-
propriate for the replacement. The project combined
community involvement, negotiation and compromise
on a local, state and federal level, that should result in a
new bridge that is a credit to all who were associated with
the project.




1889 photo of the newly constructed High Bridge and the upper
levee flats. (N.W. Photo Co., St. Paul. Minnesota Historical Society.)

Romanticizing the High Bridge

Ever since the idea of building a bridge connecting the up-
per landing river bluffs to provide access to the sparsely
settled Cherokee Heights was first conceived in 1885, the
High Bridge had been the subject of great controversy
and emotion. Even before construction was completed,
journalists were singing the praises of the bridge far and
wide, and gave it the name that endured for 95 years. For
example, in 1888, the Pioneer Press said this about the
bridge:

“The High Bridge will in some respects be one of the

most remarkable specimens of bridge architecture in

the world. It will not only be a very high bridge, but also

a very long one, and with one exception—the famous

Poughkeepsie Bridge over the Hudson River—there is

no bridge in the world with equal or greater elevation
that has such a length as this.”

As the construction of the bridge was nearly completed
and the bridge’s last spans were about to be putin place to
reach the high bluff near the south end, speculation and
excitement about the fine new structure grew. Viewing
the progress of the work from the south end became a
popular activity, according to this account in the St. Paul
Daily Globe:

“A large number of people interested in the completion
of the uptown bridge repaired to the south end of the
structure yesterday afternoon to examine the progress
made on the work, Some thought it too narrow, others
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too high, and still others found it just perfect. The con-
sensus of opinion was evidently in favor of the bridge as
itis, as many an airy vision of summer drives across the
new ‘outlook’ were indulged in by the fair sex.”

However, not all news was positive concerning the
bridge, and its construction held high expectations for

‘those living and owning property on the West Side, along

with some doubts.

“As the completion of the high bridge draws near, there
is increased anxiety among the residents on the hills of
West St. Paul that the grading of Smith Avenue be at
once proceeded with, such grading being absolutely
necessary before the opening of the new structure. The
new bridge will be a bonanza for would-be suicides, un-
less protected in some manner more effective than the
ordinary rail.”’ (St. Paul Daily Globe)

The grading of Smith Avenue was begun just after this
plea was made. The Daily Globe reported on May 23 that
the opening of the bridge, plus the grading of Smith Av-
enue, then in progress, would have a marked influence
on the value of property on the West Side.

Finally, the bridge reached its long-anticipated open-
ing. But even this was not without flaw.

“The new High Bridge across the Mississippi River,
which was very recently opened to foot passengers, was
thronged with curious sightseers throughout the day
yesterday and at no place in the city did more people
gather. At any hour during the afternoon over a thou-




sand people could be found there viewing the beautiful
scenery surrounding and inhaling the unpleasant odor
from the Bohemian Flats.” (St. Paul Daily Globe)
But even unpleasant odors from the Flats were not
enough to dissuade the romantic-hearted from waxing
poetic about this new lofty structure. In this article, enti-
tled “The Lovers’ Promenade. High Bridge, the resort of
the Loved and Forlorn Alike,” the attraction seems clear.

“ “The Lovers’ Promenade.’ Thus the new High Bridge
has been fitly designated by those whose business calls
them that way ‘twixt dusk and dark... There is some-
thing strangely attractive about the High Bridge—either
the altitude—for Love loves to dwell in high places—the
weirdness of the surrounding shadows with their appar-
ently fathomless depths, or, looking back, the twinkling
lights of the city spread out in grand panoramic display
for the especial benefit of lovers.” (St. Paul Daily
Globe)

By 1892 the bridge was still enough of an issue to cause
quite a stir in the city elections of that year, the first held
after the completion of the bridge. Republicans charged
that the expensive bridge was hardly used, except as a
suicide bridge, and that the angle of the bridge conve-

41

niently pointed it toward property owned on the West
Side by “the gang”’ of Democrats on the City Council
which had approved the bonds for its funding.
Democrats, on the other hand, charged that the bridge
was the first site Republicans proudly took their visitors
from the East to see, but then criticized it otherwise.
Mayor Smith, a Democrat “‘of the old school’” was not re-
turned to the mayor’s office that fall, thus losing an elec-
tion for the only time in his active political career. Some
attributed this defeat to the controversy about the ‘“‘ex-
travagant cost’”’ of the “remote’’ bridge, stirred up by
campaigning Republicans. Despite that, Smith regained
the Mayor’s office in 1894.

Strong feelings about the bridge did not wane
throughout its 95 years, and evidence of this was brought
to light when the bridge was closed for the last time in July
of 1984. The people who lived near it and used it daily let
it be known that the bridge had been an integral part of
their lives by conducting a funeral for it at its closing, com-
plete with hearse, dirge and flowers. A small memorial to
the bridge was written by two of its long-time neighbors,

St. Paul skyline from the High Bridge. (Don Stevens, Mn/DOT.)




relating the feelings of those involved with it for so long.
| “Unlike most impersonal bridges that are merely links
| serving utilitarian purposes, the High Bridge was in the
midst of us. It literally touched the core—the very lives
of those who walked it, drove it, jogged it, and generally

The Josiah B. Snelling and
Jonathan Padelford
paddieboats saluted the
bridge, and procession
participants tossed flowers
into the Mississippi River.
(St. Paul Pioneer Press and
Dispatch.)

West Side residents conducted
a mock funeral procession at
the closing of the bridge to
symbolize their feelings about
losing such an important
transportation route. (St. Paul
Pioneer Press and Dispatch.)

claimed it as an extension of our communities. For 95
years.

To romanticize an enduring relationship with an inani-
mate object, a bridge, may seem odd. But there will
never be another one like ours.”




The bare skeleton of the bridge stood ready for !
demolition. (David Gonzales, Mn/DOT.)

The history of the 96-year old High Bridge completed
it final chapter at 3:55 p.m. on Sunday, February 24,
1985. As many as 25,000 spectators gathered around
dozens of vantage points up and down the river. Four
hours after the expected detonation time at 12 noon, de-
molition crews completed the precise task of setting and
wiring the explosives and made safety checks, and the
High Bridge’s four river spans came tumbling down in a
spectacular 31/2 seconds. 76 pounds of plastic explosives
were placed where the spans were joined together, and
also at the bases of the bents and towers. When deto-
nated, these charges actually “‘cut’” into the metal, (as op-
posed to blowing it apart) forcing the spans to drop
straight into the water. The bents and towers fell up-
stream.

The contractor was given 96 hours to clear the main
navigation channel of debris from the bridge before the
shipping traffic on the river was allowed to resume. It was

necessary to enact the demolition at the end of February
when the river traffic is lowest to accommodate the ship-
ping industry so vitally important to the area. The demoli-
tion general contractor was D. H. Blattner and Sons from
Avon, Minnesota. The demolition subcontractor was
Controlled Demolition, Inc. from Phoenix, Maryland.
Before the demolition, the contractor had been work-
ing for approximately one month to remove the heavy
deck from the structure’s river spans. One week before
the demolition, Span 18 over Shepard Road was re-
moved by crane so that the north half of the bridge would
not be pulled down with the river spans. Span 1 to Span
17 were taken down by cranes, piece by piece. That pro-
cess was completed in the spring of 1985. Construction
on the bridge began in the summer of 1985 with the two
river piers. The projected opening date of the new Smith
Avenue High Bridge is November, 1987, at a cost of

-$19.6 million.

After removing the deck from the High Bridge, the
demolition contractor removed this span over
Shepard Road so that the demolition of the river
spans would not affect the rest of the bridge. (Doug
Wilke.)




Demolition spectators on Shepard Road, Wabasha
Street Bridge, and Harriet Island. (David Gonzales,
Mn/DOT.)




Say T eS R MY AN
ATV e ZANVAN U
AV AREANT

(David Gonzales, Mn/DOT.)




Pier 21, before and after demolition.
Where the bent has been diagonally
and neatly sheared off is where
workers had strategically weakened
the wrought iron to aid the “‘cutting”
force of the charges. (David Gonzales,
Mn/DOT.)

Braced tower at piers 19 and 20,
before and after demolition. The white
packs on the base of the tower
contained the plastic charges. (David
Gonzales, Mn/DOT.)




il

Demolition worker cutting apart
the wreckage at the south end.
(Doug Wilke.)

The remaining half of the High
Bridge after the river spans had
been demolished. (Doug Wilke.)

Where the High Bridge was.
Only span 1 (on right) remained
after the rest of the bridge was
removed. (Terry Zoller.)
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The history of the life of the High Bridge wasn't really
the history of the structure itself, although that was cer-
tainly a part of it. Its history included its city, the people
who built the city and also the bridge, the people who
used it, those who admired it and those who condemned
it, and those whose well-being depended on it. Through
the story of the High Bridge one heard the story of St.
Paul, whose development set the stage for the building of
the bridge. The structure itself literally represented the ex-
pansion and growth of St. Paul. Its daily users throughout
its 95 years were the people who with their families, came
to this city by way of the river it spanned, to work and who
then permanently settled near it. These people flavored
the High Bridge’s life with their ethnic traditions, and

(Photo: C. P. Gibson, 1915, Minnesota Historical Society.)

cared for it as the one structure that was collectively so
much a part of their lives,

The importance the High Bridge held is reflected in
the intense concern its neighborhoods have had in what
replaced it. Their involvement with the process since the
earliest discussions of replacing it was a valued compo-
nent in the entire project, unique to that extent for con-
struction projects, as a rule. But the effect this particular
bridge had on so many lives was not allowed to be consid-
ered lightly, and the local neighborhoods let their feelings
be known. The result is a new landmark that captures the
significance of the old, yet at the same time is a product of
today.




Appendix

The High Bridge Neighborhood. (Steve Anderson, Mn/DOT.)
Profiles of the High Bridges. (Mn/DOT, District Nine.)

49




TTTTTTTTTTTT

Wer

i

7

i

AL ;/’A

'A Yobin
ot
B / I‘ 4 24
o
et/ X

West St. Paul




SMITH AVENUE HIGH

WARREN DECK TRUSS (OR'GINAL)

T 4.0% GRADE

191’

.
Braced
Tower
sl i R o —a =

Normal ——— Stairway
River Elevation

oo oor—t70—o—s0——f——zso ot -——+————-1+=—
Piers 29 28 27 26 25 23 22 20 19
South Abutment

(REPLACEMEN

27!
2156’ 3’ 215’ 8'"’ 282’ 38" 520’ 042’ 8"
SOUTH
ABUTMENT
== R e =1 == e
PIER 1 PIER 2 PIER 3 PIER 4




HIGH BRIDGE

IAL)

o 3.0% GRADE

“"‘;‘-===;§;i;= ........
2 =

4 ll%ﬁl 1

Normal
SHEPARD RD. River Elevation

—{s0’ |<—90+90-|-go-§40‘~eo—~|~eo+eo&-{4o'}~—ao-}-ao+80~|40'Ho+80+eo l40f-90>+-00">]
20 19 18 17 1615 14 43 1211 10 9 8 7 6 5 4 3 2 1
North Abutment

-2

EMENT)

2760’ : :
242' 3’ ! 225’ 225’ 225"’ . 225’ L 2256 160

/i)RTH

PIER 6 PIER 7 PIER 8 PIER 9 PIER 10 ABUTMENT




BIBLIOGRAPHY

PUBLISHED

Andrews, General C. C. History of St. Paul, Minnesota. Syra-
cuse, New York: D. Mason and Company, Publishers,
1890.

Brueggeman, Gary J. “‘Fort Snelling to Seven Corners: A Peo-
ple’s History Calendar of the Fort Road Community.” St.
Paul: COMPAS-Intersection, 1980.

Carnegie, Andrew. Autobiography of Andrew Carnegie. Cam-
bridge: Houghton Mifflin Company, The Riverside Press,
1920.

Condit, Carl W. American Building. The University of Chicago
Press, 1968.

Edwards, Llewellyn Nathaniel. A Record of History and Early
American Bridges. Orono, Maine: University Press, 1959,

Engineering News. Volume 18, August 13, 1887,

Hennessy, W. B. Past and Present of St. Paul, Minnesota.
Chicago: S. dJ. Clarke Publishing Company, 1906.

Kunz, Virginia, ed. Discover St. Paul. St. Paul: Ramsey County
Historical Society, 1979.

Kunz, Virginia B. St. Paul: Saga of An American City. Hills,
California: Windsor Publications, Inc., 1977.

Newson, Thomas M. Pen Pictures of St. Paul, Minnesota. Vol-
ume |, 1886. (Published by the author.)

Proceedings of the Common Council of the City of St. Paul,
1887. St. Paul: Globe Job Office, D. Ramaley and Son,
1888.

St. Paul Daily Globe. December 16, 1886; January 11, 1887;
March 2, 1887; August 7, 1887; March 25, 1889; April 20,

1889; April 30, 1889; May 23, 1889; May 27, 1889; June
23, 1889.




St. Paul Pioneer Press. November 11, 1888; August 21, 1904;
August 22, 1904; February 13, 1913; August 8, 1926; Oc-
tober 12, 1984.

Tyrrell, Henry G. History of Bridge Engineering. G. B. Williams
Company, printers, (Published by the author.) 1911.

Vadnais, Kathleen and Thune, David. High Bridge Highs: a
goodbye. St. Paul: The Low End Press, 1984,

Wall, Joseph F. Andrew Carnegie. New York: Oxford Univer-
sity Press, 1970.

Weitzman, David. Traces of the Past: A Field Guide to Indus-
trial Archeology. New York: Charles Scribners Sons, 1980.

Winkel, Max. ““The West Side.”” Junior Pioneer Association, St.
Paul: 1955-1961.

UNPUBLISHED

City of St. Paul, Department of Public Works, Bridge Depart-
ment. High Bridge files, nos. 1-5.

Minnesota Department of Transportation. ‘‘Request for Deter-
mination of Historical Eligibility,”” June, 1980; *‘Smith
Avenue High Bridge Study Report,”” August, 1983; “Struc-
tural Evaluation of the Smith Avenue High Bridge,” July,
1984; High Bridge files.

Murphy, Patricia and Granger, Susan. Historic Sites Survey of
St. Paul and Ramsey County. St. Paul: Ramsey County
Historical Society, St. Paul Heritage Preservation Commis-
sion. May, 1983.

Pierce, Lorraine Esterly. “St. Paul's Lower West Side.” Mas-
ter’s thesis, University of Minnesota: October, 1971.

Sickels, Alice Lilliequist. “The Upper Levee Neighborhood.”
Master’s thesis, University of Minnesota: March, 1938.

53







