






































necting the bottom webs of the floor-
beams and longitudinal girders by
means of gusset plates. The pier cap
beams are laterally tied to the fascia
girders of the superstructure with cross
bracing.

Open-Grid Steel Deck Design

The bridge designers decided to use
the open steel grid deck primarily
because it was less costly than a rein-
forced concrete slab design and was
much lighter. The steel grid weighs 20
pounds per square foot (psf) as com-
pared with 54 psf for a concrete filled
steel deck or 100 psf for an eight-inch
reinforced concrete slab deck. The
Highway Department had used open
grating floors on three smaller bridges
between 1937 and 1939. They felt that
those bridges had performed well and
they had received few complaints from
drivers, except from drivers of the occa-
sional horse-drawn vehicle. Another
anticipated advantage of the open grid
steel deck was that snow would not
accumulate and, in theory, ice would
melt off quickly as vehicles crossed the
grid and their tires created friction.
Therefore, the expense of snow removal
could be saved and the surface of the
bridge should have remained safer for
vehicle travel.

As the bridge was being completed,
an unexpected problem arose. Smoke
from the New York, New Haven and
Hartford trains, which passed beneath
the bridge on the Milford shore (current-
ly the Metro North line), presented an
unexpected problem. The smoke pene-
trated the open grid deck, potentially
obscuring drivers’ vision, and over the
long tun, could be detrimental to the
structural steel. In response, William G.
Grove, the bridge’s primary designer,
incorporated a smoke barrier into the
design of the eastern end of the bridge,
although this was subsequently
removed.

Bridge Construction Technology
Foundation work was simple and

without notable incident (Grove 1940).

The east abutment and piers eight and

nine were set on rock while the remain-
der of the piers were founded on steel H
piles. A pneumatic caisson was used for
pier 8, but pier 9, which was not as deep,
was put down in an open cofferdam.
Because of the railroad tracks under
span 11 on the east bank of the river,
American Bridge elected to start work
on this end of the bridge where steel
could be brought in on a siding. Spans
11 and 12 were thus built using a loco-
motive crane in combination with a trac-
tor crane. With these two spans in place,
a starting platform was available for a
deck traveler which rode on the center
and north line of girders. As the deck
traveler moved westward, it was assist-
ed on the river spans by a derrick boat.
While most of the steel came in by rail-
road, the steel for bents 6, 7, 8, and 9,
and the girders for spans 7, 8, 9, and 10
were delivered by barge.

Erection of the river spans was the
most difficult part of the project (Grove
1940). After spans 8, 9, and 10 were
erected, operations shifted to the west
end of the navigation channel where a
derrick boat, unaided, raised bent 7 and
the three girders of span 8. These bridge
elements, including the 32-foot long
cantilever arms into the channel span,
were 192 feet in length. The girders
came to the job in two sections and were
the heaviest pieces erected, although the
longest single girder on the bridge is 160
feet long. The two girder sections were
connected on the barge and lifted as one
piece weighing 76 tons. The derrick boat
set bent 6 and that operation completed
its use. The deck traveler, standing on
the cantilever of the span 7 girders that
extended out into span 6, was able to
place the bent at pier 5. The remainder
of the steel to the west was erected using
the deck traveler with the same can-
tilever construction procedure.

The Current Scenario

Traffic volumes on the Route 15
Bridge have increased many-fold since
its construction, and presently exceed
capacity during peak periods, creating
considerable rush hour congestion. In
addition, the on and off ramps located at
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both ends of the bridge necessitate
merging and lane shifting at the already-
constricted ends of the bridge. In previ-
ous years, the toll booths at the east end
of the bridge, part of the original bridge
construction, served to slow traffic and
dampen volumes. Since the toll booths
were removed in 1988, traffic conges-
tion has intensified, as operating
speeds and traffic volumes have
increased. These travel conditions, com-
bined with the physical condition of the
aging bridge structure, have produced
the impetus for the removal and subse-
quent replacement of the historic Igor
Sikorsky Memorial Bridge across the
Housatonic River.
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NEW MEMBERS
SOUGHT

Both the Southern & Northern
New England Chapters
are eagerly seeking

NEW MEMBERS

MEMBERSHIP APPLICATION

To apply for membership in either
the Southern or Northern New England
Chapter of the Society for Industrial
Archeology please fill out the following
form. Membership in either Chapter
automatically includes a subscription to
the Newsletter.

Announcement

The Director of the Pasold Research
Fund in England, that publishes Textile
History (in which Richard Candee’s arti-
cle on home knitting machines just
appeared) is compiling an international
directory of textile historians which
will, in due course, be available on-line.
This will include scholars working in
such fields as economics and business
history, costume and clothing, fashion,
fabrics and textile related archives but
also technology, machinery, and mill
architecture. That makes it fair game for
many SIA members. Those who wish to
be listed should provide:

Northern New England:

Regular $10.00 U.S.

Student $3.00 U.S.

Make checks payable to: Northern New
England Chapter, Society for Industrial
Archeology, and mail to:

Name

Address

Telephone

Fax

e-mail

Textile interests

Country of interest

Period

to:

Dr. Mary B. Rose

Director, Pasold Research Fund
Dept. of Economics

Lancaster University

Lancaster LAT 4YX

UK

or e-mail: m.rose @lancaster.ac.uk

Southern New England:

Regular $10.00 U.S.
Student $5.00 U.S.
Life $100.00 U.S.

Make checks payable to: Southern New
England Chapter, Society for Industrial

itce By Archeology, and mail to:
Tresurer, NNEC ‘ :
PO Box 1321 Michael Steintz
Claremont, NH 03753 SIA-SNEC
167 Willow Avenue
Somerville, MA 02144
Name:
Address:
Telephone:
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