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The Los Angeles Bureau of Engineering 
embarked in the mid-1920s on one of the 
most ambitious bridge building programs 
ever undertaken by an American 
municipality and produced some of the 
most beautiful and substantial historic 
bridges to be found in California.

- Steve Mikesell, Historian

“

“
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This book has been written to appeal to multiple 
audiences. Whether you are an engineer, historian, 
or a citizen with an interest in the history of Los 
Angeles, we hope you find value in this publication 
about the history of the Los Angeles River bridges. 
This is the first comprehensive book written on 
the subject matter, which makes this an exciting 
project. 

The book is separated into two halves. Since this 
book covers the history of a large collection of 
bridges over the Los Angeles River, the first half is 
organized to provide context into multiple themes 
that are shared by all of the river bridges, such 
as the events leading up to their construction, 
the funding sources and their construction and 
design elements. The second half of the book 
dedicates several pages to each bridge, featuring 
their unique architectural features and individual 
histories. 

The book is not a comprehensive chronological 
history of all of the bridges; rather, the book has 
been written thematically to provide a background 
on the general historical events that are relative to 
the construction of the thirteen concrete bridges 
over the Los Angeles River. As each bridge is 
unique, and to avoid redundancy of concepts 
throughout the book, the pages that are dedicated 
to each bridge highlight one or two related themes 
that are specific to that bridge (or shared with only 
a few other bridges). 

The design of the book was a leading factor in 
the selection of images and text. To keep the look 
and feel of the book clean, citations and image 
captions are provided at the end of the book. 
References to images are provided in the main 
body of the text in parentheses. The numbers and 
letters within the parentheses refer to the image’s 
location on the page.  A photo reference guide for 
the image locations is provided on page vii. More 

information about each image is provided in the 
Image Captions & Credits section on page 125. 
For example, if the image is located on the lower 
right hand side of the page, it would be indicated 
as (LR); if the image is located in the middle left-
hand side of the page, it would be labeled as 
(ML), and so on.  If a reference is provided within 
the body of the text that refers to an opposing 
page or a page before or after the text, then it 
will be identified first by page number and then 
by its location on the page within the parenthesis. 
For example, if an image reference is discussed 
on page 15 within the text and the image is on 
the upper half of the opposing page, 16, then the 
reference citation would be (16U).
 
A map key is provided on page VIII showing the 
location of each bridge and the page to which one 
can turn to learn more about that specific bridge. 
The first two pages for each individual bridge 
provides a feature image of the bridge along with 
some quick statistics on the bridge such as the year 
it was built and its construction cost. Therefore, this 
book could be read from cover to cover, or it can 
be used as a quick reference guide for the history 
of individual bridges. 

This book was written and compiled by GPA 
Consulting, under contract to the City of Los Angeles 
Bureau of Engineering as partial mitigation for the 
demolition and replacement of the Sixth Street 
Viaduct. Under agreement with the California 
State Historic Preservation Officer (SHPO) and the 
Caltrans, the City was responsible for producing 
a book and preparing a companion documentary 
film on the history of the Los Angeles River bridges. 
Both the book and the documentary film are titled 
“Bridging Los Angeles.” The project was partially 
funded by the Federal Highway Administration 
(FHWA) as part of the funding for a new viaduct 
across Sixth Street. 

Preface
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Bridging Los Angeles is an important pictorial and 
literary gift to Angelenos and to all with an affinity 
for beautiful and iconic bridges. Published by the 
City of Los Angeles, Bureau of Engineering, it 
serves as a tribute to the rich, connective history of 
the Sixth Street Viaduct and the related Los Angeles 
River bridges over the past 80+ years. 

Over 100 pages, this book visits the history of early 
Los Angeles and explores the role river bridges 
played in the city’s structure and development. 
Readers will walk away with a profound 
understanding of the Sixth Street Viaduct’s history, 
the bridge’s structural decline, and the future 

“ribbon of arches design” that will transform 
and reignite the Arts District and Boyle Heights 
communities in Los Angeles.

Please enjoy the journey of Bridging Los Angeles 
and its invaluable information on construction, 
engineering, and bridge design. An added bonus 
includes a pictorial overview of some of Los 
Angeles’ most captivating bridges.

We are very proud of this work and look forward 
to sharing this useful, enjoyable resource for 
generations to come.

Forward

UL  Upper Left
UM  Upper Middle
UR   Upper Right
ML   Middle Left

MR  Middle Right
LL  Lower Left
LM   Lower Middle
LR   Lower Right

U   Upper
C   Center
L   Lower

Photo Reference Guide
The following abbreviations are used to reference photos throughout the document text.
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When Spanish explorers arrived in the eighteenth 
century, the area that would become Los Angeles was 
a grassy valley inhabited by small villages of Native 
Americans clustered along the length of the Los Angeles 
River (UR). The Spanish explorer Gaspar de Portola had 
first observed the river during an expedition in 1769. 
The expedition’s priest, Juan Crespí, named it El Río de 
Nuestra Señora de Los Ángeles de la Porcinúcula. 

In 1781, Pueblo de Los Angeles was founded at the 
direction of the Spanish Governor of Alta California, 
Felipe de Neve. The pueblo grant included four square 
leagues, or approximately thirty-six square miles, and 
extended from present-day Hoover Street to Indiana 
Avenue and from Fountain Avenue to Exposition 
Boulevard. 
  
One of the primary factors in determining the location 
of the pueblo was the proximity to the Los Angeles River. 
Los Angeles, like all Spanish cities in the Americas, was 
laid out according to the Law of the Indies, a set of 
decrees that attempted to regulate social, political, and 
economic life in the New World. This diverse set of laws 
dictated that settlements be located on high ground 
near land suitable for planting and near a river (L, 2UL). 

FOUNDING OF LOS ANGELES

On High Ground 
and Near a River
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The ground selected for the pueblo, however, was not 
high enough, and it was moved several times: once in 
1792 and again in 1815 due to heavy rains or floods. 
During most of the year, the river remained dry as water 
was diverted upstream to irrigate crops that lined the 
riverbed. Though the river was dry in the summer, it 
transformed into a dangerous moving wall of water 
in the winter during flood years. It often changed its 
course during high water, creating a wide channel 
along its path. The present location of the city was 
finally established between 1825 and 1830 (L).

During the eighteenth century, the city grew slowly from 
an original group of eleven pioneer families to about 
three hundred people in 1800. By the time the city was 
incorporated in 1850, the population of Los Angeles 
had risen to 1,610. Yet the river still formed the eastern 
limit of the settled area, and the city did not have a single 
graded street, water pipe, public building, or bridge.1 

Proximity to water became a crucial factor in the city’s 
initial expansion under United States rule. Irrigation 
ditches established by the Spanish were eventually 
expanded, and a domestic water distribution system 
was created. Because the river formed the eastern limit 
of the settled area, no bridges had yet been built across 
it to the east.2
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In 1869, the Transcontinental Railroad connecting 
the east coast to the west coast was completed 
when the Central Pacific from San Francisco joined 
the Union Pacific in Utah at Promontory Summit. 
Seven years later, the Southern Pacific Railroad 
connected Los Angeles and San Francisco with 
the completion of the San Fernando Tunnel in the 
Newhall Pass. This transcontinental connection 
marked a pivotal moment in the history of Los 
Angeles. It not only linked Los Angeles to the rest 
of the country, but it prompted the construction of 
railroad lines to towns around Los Angeles such as 
Anaheim, Pasadena, Santa Monica, and Pomona. 
In 1885, the Santa Fe Railroad formed a second 
transcontinental connection, spurring a vicious 
rate war between the two railroads that brought 
people west from Kansas City for only one dollar 
(4UL). Throngs of immigrants took advantage of 
the special offer and moved to Southern California. 
A subsequent land boom that lasted until 1887 
transformed Los Angeles into a bustling American 
town. 

The railroad companies transformed the character 
of Los Angeles in the last two decades of the 
nineteenth century by building bridges, laying 
tracks, and constructing freight yards and stations 
along the Los Angeles River (4UR, 4C, 4LL). The 
Southern Pacific Railroad built its Arcade Station to 
serve as its city terminal, while Union Pacific built 
the La Grande Station (4LR). By 1910, the Santa 
Fe Railroad and the Los Angeles and Salt Lake 
Railways joined the group of railroads establishing 
routes and terminals in the city. All lines converged 
in downtown Los Angeles through a web of rail 
lines. 

Industrial development soon sprung up near the 
riverbed in close proximity to the railroads, as 
the area was not desirable for other uses.3 The 
water upstream had been diverted for agricultural 
purposes and carried little water near downtown 
except in extremely wet winters, during which the 
riverfront was prone to flooding. The rail lines 
within the riverbed would soon prove to be an 
obstacle as the city began to spread east of the 
riverbank.

TRACKS ALONG THE RIVER 

An Obstacle to Cross
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The development of Los Angeles has, since the 
population boom set forth by the railroad rate 
war in the 1880s, been shaped by its methods of 
transportation. Small, local railway lines sprung 
up to serve city residents in the 1880s and 
1890s, but the population was not significant 
enough to support a large local railway until 
after the turn of the twentieth century (U). 

Commuters within Southern California seldom 
used railroads despite their early arrival and direct 
routes. Rather, local commuters used streetcars 
if they didn’t own a horse-drawn carriage. The 
City used these streetcars to help shape and 

build the transportation infrastructure. While 
the streetcars were privately owned, franchisees 
awarded by the City operated them. As such, 
the streetcar companies helped to pay for the 
improvement of the streets on which they had 
lines, as well as the bridges that they crossed.4

Several horse car lines opened in 1874 and 
converged on the Los Angeles plaza (presently 
located between North Main Street and North 
Los Angeles Street, just north of Aliso Street). 
Electricity did not wholly replace horses as a 
source of power until the turn of the twentieth 
century. While the Los Angeles Railway operated 

the first electric streetcar, developer and railroad 
baron Henry Huntington consolidated the 
electric lines into a single company in 1901, 
the Pacific Electric Railway. The company later 
passed into the hands of the Southern Pacific 
Railroad. 

Proximity to the streetcar lines largely determined 
the direction of the development outside of 
downtown Los Angeles (6UL). While Lincoln 
Heights and Boyle Heights were founded in 
1873 and 1876 respectively, they did not 
develop into fully formed suburbs until they 
were linked to downtown by streetcar lines. 

EARLY RAILWAY SYSTEM

Connecting Communities Across the River
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Until the 1920s, the streetcar was the primary form 
of transportation in Los Angeles. As the city grew 
in the first decades of the twentieth century, the 
demands on the streetcar system increased. The 
system, however, could not keep up. Streetcar 
companies operated conservatively and for profit, 
only constructing lines and running cars where they 
knew they would be utilized. This resulted in a public 
transportation system that did not keep up with 
demand. Residents were faced with slow service, 
crowded cars, and high fare prices.5 To overcome 
these obstacles, travelers turned increasingly to the 
automobile, which had become largely affordable 
and available with the development of Henry 
Ford’s mass production and assembly line. This 
trend continued until the post-World War II era, 
when the automobile became the dominant form 
of transportation in Los Angeles. 

The increasing use of the automobile led to 
congestion in downtown Los Angeles, where 
streetcar traffic had long been a problem even 
before the addition of the automobile. Railroad cars 
ran down the middle of streets while automobiles 
and streetcars fought for space.6 In addition, until 
the completion of Union Station in 1939, each 
railroad had its own station downtown where all 
lines converged, resulting in a tangle of railroad 
lines and dangerous crowding.7 The narrow 
bridges over the river could not accommodate 
the railroad, streetcar, and automobile traffic all 
at once, which caused long delays in crossing 
the river, worsened the traffic and posed a safety 
hazard for crossing motorists and pedestrians (L).

As the automobile gained in popularity after the 
1920s and 1930s, the Pacific Electric Railway 
Company in Los Angeles stagnated. Companies 
with an interest in the success of the automobile 
also contributed to the decline of railway lines.8 The 
coming of the Great Depression and the financial 
difficulties that accompanied this era did not help 
circumstances for the streetcar. By the early 1940s, 
a majority of people in Los Angeles traveled by 
automobile.9 The first part of the twentieth century 
ushered the development of several new bridges 
over the Los Angeles River to accommodate the 
increased traffic demands and the automobile.  
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VULNERABLE RIVER CROSSINGS 

ugly Truss Structures
Through the 1870s, the area east of the river 
served primarily agricultural purposes. As the river 
remained dry most of the year, farmers and early 
residents forded it in wagons. During the rainy 
season, they simply turned around and returned 
another day if the water was too high or strong to 
cross. The first permanent bridge was constructed 
in 1870 at Aliso Street (present-day Hwy 101). 
The construction of this bridge garnered wide 
attention for its contribution to the City of Los 
Angeles, and people across Southern California 
traveled to witness its opening.10 A covered bridge 
that crossed the river at Macy Street (present day 
César Chávez Avenue) soon followed (7U). The 
City and the County shared the expense, as the 
bridge provided an important connection between 
the city and the countryside beyond the emerging 
neighborhoods on the east bank of the river.11 
Other early bridges were constructed across the 
river at Downey Avenue (present-day Spring Street) 
and First Street. 

The streetcar and railroad companies constructed 
these early bridges that spanned the narrowest 

points of the river where roads and pathways 
already existed. The city and the county partially 
shared the cost of constructing the bridges. 
Historic maps and nineteenth century photos of Los 
Angeles reveal that most of these were wood truss 
bridges that were characterized by their triangular 
unit structures connected at joints. However, 
some of the bridges constructed by the railroad 
companies were prefabricated metal truss bridges, 
often shipped by rail and installed on site, whereas 
the streetcar crossings were smaller wood trusses 
(7L, U). Truss bridges were common during this 
era, because they were economical to build and 
required little craftsmanship. There were a wide 
variety of truss types, and the road bed could sit at 
the top, middle, or bottom of the truss. However, 
due to the construction materials and design of 
these early river crossings, the wood truss bridges 
were particularly vulnerable to collapse during 
seasonal river flooding. Though these early bridges 
connected the urban and agricultural areas of 
Los Angeles, it was not until after the turn of the 
century that stronger and more reliable bridges 
were constructed.   
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Recurring floods routinely washed away some of 
the first river crossings (11UL, 11UR). Although 
seasonal flooding was common along the banks 
of the Los Angeles River, especially heavy floods 
came to Los Angeles in 1884 when three major 
storms in two months led to a deluge that destroyed 
forty-three homes, severed railroad and telegraph 
lines, and washed away all bridges over the river 
except one. A major flood in January 1886 all but 
destroyed the wooden truss bridge at First Street 
(UL). Martin Aguirre became a local hero when 
he waded into the rushing waters to rescue two 
men trapped in a streetcar teetering on the broken 
bridge.12

The lack of rainfall most of the year limited 
the flow of the river, which prevented it from 
establishing a well-defined course. While the 
river originally flowed west from the San Gabriel 
Mountains, through downtown Los Angeles, and 
into San Pedro Bay, it periodically flooded during 
the winter months as rainfall increased and flowed 
south from the mountains (11ML). This resulted in 
frequent road closures or caused the early wooden 
bridges to collapse under the pressure and weight 
of the rushing waters (11C, 11MR, 11LL).

The railroad development along the riverbank 
exacerbated flooding. In 1886, debris collected 
behind the northernmost bridge on the river 
constructed by the Southern Pacific Railroad 
(11LR). This bridge eventually collapsed under the 
weight, and the bridge’s own structural members 
were added to the debris, setting off a chain of 
events that caused the river to overflow (LL)13.

As the racing debris flow traveled past the city, it 
swamped the railroads’ earthen causeways and 
tore down the wood trestle bridges, taking them 
along for the ride to the Long Beach Harbor, leaving 
the river impassible from west to east. Continual 
flooding of the river severely damaged the wooden 
bridges constructed by the railroads and streetcar 
lines across the river to the east, which increased 
the public’s demand for sturdier bridges across the 
river into the 1910s and 1920s.14

AN UNRULY RIVER 

Collapsed Bridge 
Connections
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The web of railroad and streetcar lines allowed Los 
Angeles to expand and established the economic 
dominance of downtown. However, the web also 
resulted in traffic congestion. As early as 1886, the 
Los Angeles Times advocated for the construction of 
an elevated iron bridge over the river and over the 
Southern Pacific and San Gabriel Valley Railroads 
at Buena Vista Street (present-day Broadway 
Street). The Times stated: “There is no dodging the 
fact that the time has come when a better means 
of communication must be furnished between the 
east and west sides. The San Fernando street route 
along the ganghon [web] of railroad and streetcar 
tracks is now hazardous, and with the constant 
increasing traffic, is often next to impassable for 
country teams. The Buena Vista street route would 
furnish the safe and easy means of communication 
that is imperatively demanded.”15

Automobiles shared the road with heavy freight 
cars, railroad cars, and the electric streetcars. This 
traffic often caused delays at the river crossings, as 
motorists were forced to wait for trains to pass on 
the same grade where points on the road crossed 
the railroad tracks. Sharing the roads with heavy 
freight lines or streetcars posed safety problems 
for pedestrians and vehicles (UL, 14UL, 14LL). 
The tracks along the river made them susceptible 
to collapse from river floods, further impeding 

traffic flow across the river. As early as 1910, 
neighborhood groups proposed a two-part traffic 
plan to the City to eliminate traffic and dangerous 
grade crossings. Their plan recommended the 
consolidation of railroad traffic in a central 
union station as well as the construction of grade 
separations by way of new viaducts, or bridges that 
crossed the river, land, and railroad tracks.16 Three 
bridges were already in construction or recently 
completed at Buena Vista Street (present-day 
Broadway Street), Main Street, and Seventh Street, 
all of which shared vehicular and streetcar traffic. 
Of the three, however, only Buena Vista Street 
(present-day Broadway Street) was constructed 
over the intersecting railroad line below. Main 
Street and Seventh Street crossed the railroad lines 
at the edge of the river. 

In 1915, an accident on the Aliso Street Bridge 
(present-day Hwy 101) further highlighted the 
urgent need for the elimination of grade crossings 
and for the separation of automobile and streetcar 
traffic from railroad traffic. The accident between 
a Pacific Electric streetcar and a Santa Fe Railroad 
car killed five people and injured thirty-four others. 
Grade crossings near the river and the resulting 
dangerous traffic conditions constituted one of the 
greatest impetus for constructing new permanent 
bridges over the Los Angeles River in the 1920s. 

A PLEA FOR SAFER CROSSINGS 

Accidents & Railroads
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The remaining permanent bridges were not 
actually constructed until the 1920s and early 
1930s, as legal proceedings delayed construction 
of permanent river crossings. In the first decades 
of the twentieth century, railroad companies had 
claimed right-of-way along both sides of the river. 
Soon after the Aliso Street accident, civic groups 
urged the California State Railroad Commission to 
take immediate action to eliminate the dangerous 
grade crossings. The groups presented a plan 
that involved the construction of bridges across 
the river, the movement of railroad tracks to 
the land adjacent to the river underneath these 
bridges, and the construction of a centralized 
passenger station to concentrate railroad traffic 
to one area. The railroad companies challenged 
the role of the Commission and its power to 
resolve these issues.17 The City of Los Angeles, 
though it recognized the Commission’s jurisdiction 
regarding the construction of a centralized union 
station, did not actualize the Commission’s power 
to make decisions about the removal of grade 
crossings, since the City itself would shoulder the 
bulk of the expense. 

The issue was suspended during World War 
I, when all railroad resources were rerouted 
toward the war effort. Hearings concluded after 
the resumption of peace, though the railroad 
companies and the City of Los Angeles still did not 
agree on the construction of new bridges. In 1921, 
the Commission ordered the City, County, railroad 
companies, and transit companies to cooperate 
in the construction of grade separations and to 
share the cost of constructing viaducts equally.18 
It was only after this ruling that the design and 
construction of more permanent bridge crossings 
would begin again.
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The Los Angeles City Council held its first meeting 
on July 3, 1850 and soon appointed fifteen 
committees to perform most of the infrastructural 
functions necessary to operate the city. The City 
contracted with local businesses in an attempt 
to create infrastructure for water supply and 
distribution, street cleaning, garbage disposal, 
sanitation, and bridges.19 While some franchises 
were successful in distributing water, the City 
obtained a loan for remaining infrastructure 
improvements to be repaid by property taxes or 
assessed properties directly benefiting from the 
improvements.

The City Council established the Board of Public 
Works in 1872 to take over responsibilities 
that were previously handled by the fifteen 
committees and private franchises. The Board 
supervised the activities of two City department 
heads, the Street Superintendent and the City 
Surveyor, both of whom the mayor appointed. 

In 1886, the City passed an ordinance 
requiring that no bridge across the Los Angeles 
River could span less than 300 feet in length, 
and any plans for bridge construction first 
needed approval from the City Engineer and 

the Board of Public Works. A violation of the 
ordinance was considered a misdemeanor, 
which was subject to a daily fine of $500.20 By 
1930, the Council, Boards, and Commissions 
were well established in local government and 
proved influential in constructing a magnificent 
collection of new concrete arch bridges over the 
Los Angeles River (U).

BRIDGING POLITICS 
Public Works Boards & Commissions
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BRIDGING PROGRESS

Progressive Los Angeles
Between 1880 and 1900, the population of Los 
Angeles rose from 11,183 to 102,479, and the 
area of the city grew to twice its original size through 
annexations and consolidations.21 The intense 
urbanization over this twenty-year period coincided 
with the rise of a progressive movement to reform 
the nation’s cities. This progressive movement 
sought to revitalize the unsightly and unsanitary 
urban conditions that resulted from the Industrial 
Era in the previous decades. In 1889, the City of 
Los Angeles passed a new charter to facilitate the 
development of the city’s infrastructure, so it could 
continue to grow physically and economically 
(UR). The new charter established the City’s legal 
authority to condemn property for public use, 
raised the debt limit to $2,000,000, guaranteed 
municipal ownership of the water supply, and 
enhanced the City’s ability to improve streets and 
construct sewers and bridges.22 

Still, city politics were susceptible to corruption, 
especially from the all-powerful Southern Pacific 
Railroad. A number of government groups 
formed in response to amend the City charter. 
After several failed attempts, the voters approved 
thirteen charter amendments in 1902. (UR) The 
changes focused on a requirement for competitive 
bidding on City contracts and civil service reforms. 
Subsequent amendments in 1904, 1906, and 
1909 strengthened the Board of Public Works and 
gave it broad powers to facilitate the construction of 
the Los Angeles Aqueduct, the Los Angeles Harbor, 
and the Los Angeles River bridges. Influential 
groups like the Automobile Club of Southern 
California, founded on December 13, 1900 in Los 
Angeles, lobbied for safer roads, streets, and river 
crossings (LR). It was one of the nation’s first motor 
clubs dedicated to the improvement of overall 
driving conditions and today serves over twenty 
states in the United States.
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Homer Hamlin served as City Engineer during 
the period when the first permanent bridges were 
constructed over the Los Angeles River (UL). 

As new bridges were needed, he argued that the 
new ones should be “designed with three objects 
in view—namely to make it permanent, adequate 
for possible future needs and, at the same time, 
sightly.”23  Hamlin, like many of Los Angeles’ early 
engineers, was largely self-educated. Hamlin 
moved to Los Angeles in 1894 and worked for the 
County Surveyor and City Engineer. He rose to the 
position of principal deputy to the City Engineer, 
Frank Olmstead until he left the position, in 1901 to 
join the United States Geological Survey. Although 
Hamlin was in charge of a large reclamation 
project on the Colorado River in Arizona, he 
continued to reside in Los Angeles. In August of 
1906, Hamlin was appointed City Engineer and 
served in that position until 1917.24

During Hamlin’s tenure with the Bureau, he 
managed some of the largest infrastructure projects 
in Los Angeles’ history. In addition to overseeing 
the first phase of permanent bridges constructed 
over the Los Angeles River, he supervised the 
construction of the Third Street Tunnel and the 
Outfall Sewer, campaigned for the annexation of 
the Shoe String Strip and the consolidation of San 
Pedro for development of the Los Angeles Harbor, 
and directed the construction of the Los Angeles 
Aqueduct.25

CITY ENGINEER 1906-1917

Homer Hamlin
Major John C. Shaw was City Engineer for the City 
of Los Angeles Bureau of Engineering from 1925 
to 1930 (UM). Originally from West Virginia, he 
arrived in Los Angeles in 1919.26  

While serving in World War I, Shaw served as 
an engineer overseeing railroad construction 
work.27  In Los Angeles, he served as Assistant 
Harbor Engineer, was appointed to the Board of 
Public Utilities and Transportation, and supervised 
the steel construction work on the Hall of Justice 
Building in Los Angeles.28  

As City Engineer, Shaw supervised projects that 
included street widening and paving, installation of 
storm drains, layout of a never-realized civic center 
downtown, and the construction of several Los 
Angeles River bridges, including the North Spring 
Street Viaduct, Macy Street Bridge, Glendale-
Hyperion Bridges, and Fletcher Drive Bridge. 

Shaw faced controversy while at the Bureau of 
Engineering. In 1926, the City Council’s Board 
of Public Works Committee investigated a project 
where the cost of the project came to more than 
double the contractor’s original bid. The extra cost 
was discovered after construction was complete.29 
Shaw remained in office until 1930 but faced 
public resentment as a result. Opponents 
attempted to investigate him and remove him 
from his position, but the City Council rejected 
their petition. After retiring from his position, Shaw 
served as an engineer for the Los Angeles County 
Flood Control Department.30  He passed away in 
1943 at the age of 66. 

CITY ENGINEER 1925-1930

John C. Shaw
Merrill Butler served as Division Engineer in the 
Bridge and Structural Design Division of the Bureau 
of Engineering during one of the most active 
periods of bridge construction in Los Angeles’ 
history (UR). He attended Los Angeles Polytechnic 
High School and learned civil engineering from 
correspondence courses from the University of 
Wisconsin. Butler began working for the Bureau of 
Engineering in 1912 as a draftsman and eventually 
rose to Assistant City Engineer. After participating 
in World War I and working for a time in Arizona 
as a bridge engineer, he returned to the Bureau 
in 1923.31  From 1924 to 1932, he served as 
Division Engineer in the Bridge and Structural 
Design Division. During this period, he designed 
or supervised the design of eleven bridges over 
the Los Angeles River. Remaining with the Bureau 
until 1963 he also designed the Hyperion Sewage 
Treatment Plant and the Elysian Park tunnels that 
are part of the Pasadena Freeway.32  

In 1933, after the completion of the Sixth Street 
Viaduct, the City Council honored Butler with a 
resolution, stating that “the beauty of design and 
unique engineering ingenuity developed therein is 
a credit, not only to the Engineering Department 
of the City, but especially to the Engineer in direct 
charge of its design.” The Council “tender[ed] 
Engineer Merrill Butler the thanks and appreciation 
of the people of the City of Los Angeles for his 
valuable services in [the] most recent engineering 
feat as well as those other wonderful structures 
designed under his direct supervision, and 
commend[ed] him for his ability and efficiency in 
public service.”33 

BRIDGE DIVISION ENGINEER 1924-1932 

Merrill Butler
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When the Bureau of Engineering was first 
established, its responsibilities included the 
preliminary planning for construction of bridges 
and special structures, plus the preparation 
of designs, plans, specifications, and detailed 
construction estimates. 

When the engineers at the Bureau of Engineering 
began to design the first permanent bridges 
over the Los Angeles River in 1908, they were 
charged by the Municipal Art Commission 
to make them not only functional, but also 
beautiful.

At the beginning of the twentieth century, 
the Bureau of Engineering had a staff of 
approximately two hundred people. The team 
eventually grew to nearly twelve hundred in 
1920.34 One bridge historian, Steve Mikesell, 
has claimed that the staff of the Los Angeles 
Bureau of Engineering “embarked in the mid-
1920s on one of the most ambitious bridge 
building programs ever undertaken by an 
American municipality and produced some 
of the most beautiful and substantial historic 
bridges to be found in California.”35 Ultimately, 

the City of Los Angeles became the leader in 
bridge construction throughout the state under 
the direction of Merrill Butler (U).

By 1928 the total of the bridge program budget 
amounted to $17,000,000, which covered not 
only the cost of bridge construction but also the 
costs associated with right-of-way acquisitions 
and railroad tract changes.36

BUREAU OF ENGINEERING 

Leading Concrete Bridge Construction in the 1920s
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In addition to reforming municipal government, 
Progressives in Los Angeles also aimed to reform 
the look of the urban environment. The Municipal 
Art Commission was created by City ordinance 
in 1903 and formalized in a charter amendment 
in 1911 (LR). The Commission originally focused 
on cleaning streets, planting trees, and installing 
street lights but was eventually given the authority 
to comment on the design of all public buildings 
and structures, including bridges. The Commission 
paid particular attention to the design of bridges 
constructed in the first part of the twentieth century, 
as the truss bridges had fallen out of favor as a 
bridge design.

The Municipal Art Commission discussed the art 
of bridge building at a meeting in 1904. One of 
the commissioners, Mrs. W.J. Washburn declared, 
“Our bridges resemble the skeleton of a box car. 
No attention is paid to art in their construction. 
They are neither ornate, grand, nor imposing. It is 
deplorable that they are not more artistic in their 
construction.”37 Although the wood and steel truss 
bridges over the Los Angeles River would remain 
for another six years or more, the Commission set 
in motion a new era of bridge design. By 1930, 
the Commission had been influential in the design 
of the new concrete viaducts over the Los Angeles 
River and reported to the Public Works Board on 
annual accomplishments in an Annual Report 
(UR). Specifically, that Municipal Art Commission 
influenced the design of the Buena Vista Street 
(later renamed Broadway Street) Viaduct; the 
City’s Engineering Bureau had designed the new 
viaduct with animals such as birds, bears and lions 
in its design, but the Commission recommended 
against it. An article in the Los Angeles Times from 
March 21, 1911, titled “Cement Columns for New 
Bridge: Birds and Beasts of Prey Are Taboo,” stated 
that the Municipal Art Commission recommended 
that neither birds nor beasts be used but instead 
large monumental columns, which exist today at 
either end of the viaduct.

RETHINKING UNSIGHTLY BRIDGES 
Municipal Art 
Commission
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By the time discussions were held regarding 
the construction of new permanent bridges 
across the Los Angeles River, a national 
beautification movement had surfaced. 
The movement, known as the City Beautiful 
Movement, emerged from the 1893 Chicago 
World’s Fair, which presented an image of the 
potential American city free of the crowding 
and poor conditions that had become 
increasingly widespread in large cities like 
New York and Chicago. Daniel Burnham and 
a team of leading architects and landscape 
architects transformed the south lakefront 
of Chicago into a fairground with wide 
boulevards, lush gardens, reflecting pools, 
and classical buildings. 

After the Chicago World’s Fair, cities across 
the country began to develop comprehensive 
plans to control growth, build civic centers, 

and create park systems. In 1907, the Los 
Angeles Municipal Art Commission hired 
Charles Mulford Robinson, one of the leading 
proponents of the City Beautiful movement, to 
make recommendations for the beautification 
of Los Angeles.

Robinson included both large- and small-
scale projects in his plan to beautify Los 
Angeles. The City eventually followed his 
suggestion to purchase the site of the Normal 
School for the construction of the Central 
Library, a site that later became the University 
of California, Los Angeles. However, the lack 
of detailed cost estimates and impracticality 
of his plans stymied the large-scale 
improvements Robinson suggested. These 
included constructing a union train station 
and civic center, creating a parkway system, 
and transforming Fifth Street into a boulevard 

nearly two hundred feet wide (UL, UR). 
Robinson viewed the Los Angeles River as an 
unattractive object and did not include it in his 
grandiose plans for the city. He did however 
suggest clearing the sand and rubbish from 
the river’s bed, planting trees along its banks 
to shield it from view, and replacing the 
bridges with more handsome structures. 

By the time Robinson’s plan was published 
in 1909, the City had already laid the 
groundwork for the construction of four 
reinforced concrete arch bridges: Buena Vista 
Street, Seventh Street, Main Street, and Macy 
Street (present-day César Chávez Avenue).38 
As such, Robinson’s plan was more of an 
endorsement of a project that had been in 
the works for years, rather than the genesis 
for the idea of monumental bridges.

CIVIC MONUMENTS 

Los Angeles City Beautiful
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Apart from the aesthetics of the City Beautiful 
Movement, the City needed a comprehensive way 
to address the ongoing issue of traffic congestion 
and the dangerous collisions resulting from 
vehicles, pedestrians, and streetcars crossing 
the railroad tracks. The Council formed the Los 
Angeles Traffic Commission in 1923 to confront 
these issues. The Commission soon approved 
a Major Traffic Plan to solve the growing traffic 
congestion in the city, part of which called for the 

construction of larger viaducts and bridges over 
the Los Angeles River (21C). Articles ran in the 
local newspapers in support of a $5,000,000 
bond to fund the new traffic plan, which was 
approved by voters in 1924 (LL). Although four 
previous traffic plans had been submitted to the 
City since 1910, this was the first to move forward 
to construction. The plan relied on construction 
of safer crossings over the Los Angeles River to 
move people safely toward the east of the city.

Planners Harland Bartholomew, Fredrick Law 
Olmstead, Jr., and Charles Cheney prepared the 
Major Traffic Plan for the entire city. According 
to a Los Angeles Times article published on 
April 19, 1925, the multi-part plan provided for 
the construction of tunnels, bridges, viaducts, 
extensions, and the widening of streets to 
“afford adequate outlets to the downtown 
district and to aid the movement of traffic in the 
outlying sections” of the city.39 The plan would 
also improve safety and ease traffic with the 
straightening of streets that were designed as 
through arteries connecting the eastern portion 
of the city to the coast to the west. 

The traffic plan exemplified the government’s 
desire to enhance the city as well. The ultimate 
goal was “beautifying Los Angeles hand-in-
hand with the Major Traffic Plan and other great 
civic projects to make this city one of the most 
attractive in the West to the tourist and home-
seeker.”40 It envisioned wide, straight boulevards 
planted with trees and bridges that would be 
attractive and functional. The construction 
of bridges was an integral part of the traffic 
plan, and the construction of each bridge often 
complemented nearby street improvements.

EXTENDING STREETS ACROSS BRIDGES

the City’s Major Traffic Plan 
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Plans for the first permanent concrete bridges over 
the Los Angeles River commenced in the spring of 
1905 when a wood truss bridge at Seventh Street 
washed away in a flood.41 In 1906, the City placed 
a bond for more than $1,000,000 on the ballot. 
The bond proceeds were intended to complete 
the outfall sewer and storm drain system, to buy 
land for parks, to build fire and police stations, 
and to construct four bridges over the Los Angeles 
River. The four locations selected for new bridges 
included not only a replacement bridge at Seventh 
Street (UR) but also one at Buena Vista Street (now 
Broadway), Main Street, and Macy Street (now 
César Chávez Avenue).  However, voters rejected 
the bond measure with the exception of the 
sewer improvements. Thus, the City and streetcar 
companies continued to construct temporary 
wood and steel truss bridges. The City then 
resolved to raise the funds to build the bridges 
from a direct tax levy.42 Instead of the vulnerable 
and aesthetically outdated truss bridges, concrete 
arch forms were the preferred design for the new 
permanent bridges.

The Buena Vista Street Bridge, later renamed the 
Broadway Bridge, received the top priority. The East 
Side Improvement Association, a group of property 
owners in Lincoln Heights, had been advocating 
for the construction of a more permanent bridge at 
this location since 1904. After failing to convince 
the City Council to fund bridge construction in 
previous attempts, the president of the Association, 
Reuben W. Dromgold, ran for and was successfully 
elected to the City Council. During his tenure on 
the Council, Dromgold became the chairman of 
the Committee on Bridges.

The project gained momentum in 1907 when the 
Los Angeles Railway Company offered to partner 
with the City to build a new bridge at Buena Vista 
Street. A new single monumental bridge would 
replace the old Buena Vista Street Bridge, a bridge 
at Downey Avenue, and the Los Angeles Railway 
Company Bridge that had been deemed unsafe. 
To facilitate the construction of the new bridge, the 
major landowners along the river and the Southern 
Pacific and Salt Lake railroads exchanged the 
land needed to build the bridge. In 1909 the City 

THE FIRST PERMANENT BRIDGES

Earthen Fill Structures
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Council approved the plans for the bridge and 
solicited bids. Construction commenced at the 
beginning of 1910 and was completed in 1911. 

Although the bridges at Seventh Street and Main 
Street were planned, designed, and constructed 
at approximately the same time as the Buena 
Vista Bridge, the Seventh Street and Main Street 
Bridges were completed one year earlier, perhaps 
because they were significantly smaller than the 
Buena Vista Bridge. They were financed under 
a similar arrangement whereby the City paid for 
two-thirds and the railroads one-third, but the City 
retained full ownership and responsibility for the 
structures.43

The Seventh Street Bridge was a single level, 
earthen fill, closed spandrel arch structure that was 
built at the same grade as the crossing railroad 
tracts. Spandrels are the rectangular sections on 
the face of the structure located between the arch 
and the deck. A closed spandrel arch has a solid 
triangular face, whereas an open spandrel has 
multiple smaller arches within the triangular space 
that creates a lighter, open appearance. Like the 
Seventh Street Bridge, the Main Street Bridge was 
also an at-grade, earthen-filled arched structure, 
but it was designed with open spandrels above the 
arch.

The Buena Vista Street Bridge, later renamed the 
Broadway Bridge, was designed in the French-
influenced Beaux-Arts style and set the standard 
for bridge designs that followed (L). It, too, was 
earthen filled, but it utilized both open spandrels 
across the river spans and closed spandrels at the 

abutments. Unlike the Main Street and Seventh 
Street Bridges, however, this structure was built with 
spans far above the railroad tracks, separating the 
vehicle and streetcar traffic from the heavy rail lines 
below. At its completion in 1911, the Buena Vista 
Street Bridge was the longest and widest concrete 
bridge in California. 

City engineers Homer Hamlin and Harry Parker are 
credited with the overall design and engineering 
of the bridge. However, an architect, Alfred 
Rosenheim, designed the majority of the decorative 
elements including the pylons, or decorative 
towers. Rosenheim, a member of the Municipal Art 
Commission, was a noted Los Angeles architect 
who designed several Beaux-Arts style buildings 
in Downtown Los Angeles, including the Hellman 
Building in 1903 and the A. Hamburger and Sons 
Department Store in 1907.

The fourth planned bridge, the Macy Street Bridge 
(now César Chávez Viaduct) was not constructed 
until 1926. Although neighborhood groups 
advocated for construction of a bridge at Macy 
Street as early as 1910, pushback from the railroad 
companies that owned right-of-way in the areas 
along the river stalled its construction. Despite the 
railroad companies’ opposition to paying for new 
grade separations, they would remain involved 
during the next phase of bridge construction.
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The City of Los Angeles underwent an aggressive 
and comprehensive bridge construction 
program in the 1920s and early 1930s in 
response to public demand for safer and more 
permanent river crossings. However, the question 
of who was to pay for the construction of the 
bridges had been vetted by the State Railroad 
Commission after years of disputes between the 
City, County, and private railroad companies. 
In 1921, the Commission ultimately voted to 
construct new viaducts over the Los Angeles 
River and railroad tracks. All parties with a stake 
in this construction would share the expense. 
In response, the City issued a series of bond 
measures throughout the 1920s to fund their 
share of the expense (U). Together, the series of 
bond measures aimed to fund the construction 

of ten new permanent concrete bridges across 
the Los Angeles River and improve a few existing 
river bridges. The bonds also covered other 
necessary infrastructure improvements ranging 
from street improvements to the repair or 
replacement of other failing bridges throughout 
the city. 

The City issued four separate bond measures 
annually from 1923 to 1926, putting the 
residents of Los Angeles in $5,400,000 of debt. 
Despite the funds made available by the bond 
measures, in all, the bridge program would 
eventually amount to roughly $17,000,000 
after considering the cost of all expenses 
including property damages, the purchase of 
right-of-way, and the relocation of railroad 

track required to construct the viaducts.44 

The public passed a bond measure for 
$2,000,000 in 1923 to fund five bridges 
including Macy Street (present-day César 
Chávez Avenue), First Street, Fourth Street, 
Sixth Street, and Ninth Street (present-day 
Olympic Boulevard). This bond measure also 
covered the cost to construct a second level on 
the existing at-grade Seventh Street Bridge to 
separate vehicle traffic from the railroad lines 
running below. 

A second measure in the amount of $1,000,000 
passed in 1924, covering the cost of replacing 
two obsolete wooden bridges: one at Riverside 
Drive and Dayton Avenue (present-day Figueroa 

FUNDING NEW CONCRETE BRIDGES 

Bridge Bonds
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Street) and a second at Fourth Street over Lorena 
Street. The measure also funded construction of 
a new viaduct at North Spring Street to alleviate 
traffic congestion on the nearby Broadway 
Street. Although not a river bridge, the Fourth 
Street Bridge at Lorena Street was considered 
a major bridge construction project, as it was 
expressly addressed in the Major Traffic Plan of 
1923.

The following year, a bond passed for $500,000 
for the construction of a bridge at Fletcher 
Boulevard and for a series of structures at 
Glendale-Hyperion.  Although the 1923 bond 
measure included funds to cover construction 
of the Sixth Street Viaduct, additional funds 
were later required to complete the structure. 

Therefore, a fourth and final bond measure 
passed in 1926 in the amount of $1,000,000 
to cover the completion of the Sixth Street 
Viaduct and fund the construction of a crossing 
at Washington Boulevard in the industrial area 
of the city. 

Public campaigns for and against new, 
permanent river crossings accompanied 
these bridge bond measures. Banners were 
hung over the bridges slated for replacement 
(U).  Propaganda in the local papers played 
on the fears and concerns of the public for 
intersection safety and traffic delays crossing 
the river. Newspaper headlines in support of the 
measures read: “Viaduct Need Serious; What 
the Viaduct Bonds (No. 4 on Tuesday’s Ballot) 

Will Do Toward Traffic Speed and Safety.” “City’s 
Wobbly Bridges Furnish an Election Issue for the 
Throttle Pushers,” read another Los Angeles 
Times headline, also stating: “Bridge Bonds 
of Paramount Importance.”45 Public fliers and 
pamphlets also made bold statements: “Your 
life or some friend’s life may depend upon the 
adoption of Proposition No. 10-the $1,900,000 
Bridge Bond issue which is on the ballot April 
30th” and “If you believe our children should be 
given the best possible protection, vote YES on 
Proposition No. 5, June 2nd.” The information 
fliers also addressed voters’ pocketbooks: 
“Three New Bridges at Half Price” and “Six New 
Bridges for the Price of a Cigar.”
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Concrete was a relatively new building material 
for bridges when the first permanent bridges were 
constructed over the Los Angeles River. Unlike 
other applications of this new material, the bridges’ 
arched form required the use of reinforcing bars to 
strengthen the concrete. (UL, 28UL, 28UR) While 
the most common form of concrete, Portland 
cement, was invented and in use as early as 1824 
in England, reinforced concrete had only been 
in use since the 1860s. Joseph Monier invented 
reinforced concrete in 1849 but did not patent 
it until 1867, when he revealed his invention at 
the Paris Exhibition.46 In the 1890s, engineers in 
Europe designed innovative, reinforced concrete 
bridges that would later inform construction in the 
United States. The first reinforced concrete bridge 
constructed in the United States was the Alvord 

Lake Bridge in San Francisco, designed in 1889 
-1890 by E.L. Ransome. Robert Maillart, one of 
the most well-known European bridge designers, 
pioneered the use reinforced concrete combined 
with a three-hinged arch technique for bridge 
construction, which is a technique that stabilizes 
the concrete arch with three pins, or hinges; one 
located at the apex of the arch and two at the 
spring or each base of the arch. 

After the turn of the twentieth century, American 
engineer W.M. Thomas popularized the 
engineering ideas of Maillart. Thomas designed 
the first three-hinged reinforced concrete arch 
bridge in California, the Santa Cruz Bridge, in 
1907. It was only the third such bridge in the 
country. He patented a system of construction that 

involved the pouring of the concrete elements at 
ground level and then raising them into place, 
as well as a reinforcement design of straight steel 
members that made a bridge act as a rigid form 
around its three arch hinges.47 Thomas’ design 
and construction ideas would greatly influence 
the design of the Los Angeles River bridges in the 
following decades.

Although arches had been used for constructing 
bridges since the Roman era, they were 
constructed out of stone and brick; concrete 
allowed the bridge designers to apply the ancient 
building form to a new material. Concrete was 
an inexpensive material as compared to steel in 
California, and the materials to produce concrete 
were readily available. Sand and aggregate were 

REINFORCED CONCRETE

A “Plastic” Bridge Material
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often removed from the riverbed over which the 
bridges were being built, and a batch plant was 
established on-site (LM).

Because concrete is a pliable material, liquid in 
its unset form, construction of concrete bridges 
required first the construction of a wooden form 
into which to pour the concrete (27UR, LL, LR). 
Therefore, the bridge builders would essentially 
build the bridge twice. First they would build the 
wood formwork, or false work. Next they would 
pour the concrete into the forms and wait for the 
cement to set (27LL). They would then remove the 
wood forms surrounding the concrete to reveal the 
bridge in its full grandeur (27LR). The wood forms 
would inherently leave an imprint on concrete, 
leaving evidence of its construction technique (LL, 

LR). This method of construction, however, would 
not easily allow for mass production like the metal 
truss bridges. Unlike the metal workers and welders 
that mass-produced the earlier river crossings, 
the heroes of concrete bridge construction were 
the carpenters, who would have to expertly build, 
bend, and form an exact negative of the bridge, 
taking into account the necessary loads and joints 
to prevent collapse. 

Historically, diesel-driven cranes and pulleys were 
used to maneuver some of the larger construction 
members of these concrete bridges. Most of the 
wood construction and pouring of concrete, 
however, was completed by hand. Once the wood 
forms and the concrete footings were placed, the 
contractors would install reinforcing metal bars to 

help strengthen the concrete (UR). These bars were 
placed at uniform intervals vertically, and more 
concrete was poured into the form.  Not surprisingly, 
the reinforcing material used on the construction 
of the Los Angeles River bridges amounted to only 
a fraction of the standards required for earthquake 
safety today.  In the last three decades, several of 
the bridges have undergone seismic upgrades 
including the addition of reinforcing bars to the 
historic bridges and strengthening of their pins and 
connections to prevent the bridges from potentially 
collapsing in a major earthquake.

As a testament to the efficiency of this new bridge 
building technique, arch bridges today still utilze 
reinforced concrete that is poured in place in the 
same manner as in the 1920s. 
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With their innovative use of concrete arch 
structures to span the Los Angeles River, the 
engineers for the City of Los Angeles remained at 
the forefront of bridge construction techniques. 
The Bureau of Engineering designed each 
bridge or viaduct for its particular crossing, 
as the unique characteristics of each crossing 
required an equally unique design. A bridge is 
a structure that spans a body of water, typically, 
or connects two sides of a ravine, whereas 
a viaduct is a structure that spans multiple 
features such as a river and railroad tracks or 
roads crossing under the viaduct. The City of 
Los Angles has a combination of bridges and 
viaducts, although the majority of the structures 
across the Los Angeles River are viaducts to also 
clear the railroad tracks below. 

After the turn of the twentieth century, the 

Municipal Art Commission aesthetically 
disfavored the wood and metal truss bridges that 
spanned the Los Angeles River of the nineteenth 
century. Metal truss bridges as a type had fallen 
out of favor throughout the United States with 
the influences of the City Beautiful movement,48 
so engineers and designers turned to concrete 
as a building material. They perceived it as a 
more permanent material, and it allowed them 
to apply ornamentation to bridges in a way that 
was not feasible with metal truss bridges. 

Concrete bridges have fewer discrete members 
and are, therefore, simpler than truss bridges. 
There are four major forms of concrete bridge 
construction: closed spandrel arch, open 
spandrel arch, concrete girder, and concrete 
slab. The earliest form for the concrete bridge 
was the closed spandrel, earth-filled arch, also 

known as the closed spandrel arch. The closed 
spandrel arch includes a solid barrel form of 
rigid material- the arch itself- with vertical 
sidewalls, or spandrel walls. The cavity created 
by the arch and spandrel walls is filled with dirt 
or whatever material is available.49

Construction of a concrete arch requires 
a process of first setting the footings, then 
constructing the wood form work for the 
arches, filling the forms with concrete until set, 
removing the forms to expose the concrete, and 
then adding the deck to the top of the concrete 
arches (UR). Once the wood forms are removed, 
the decorative features of the bridge or viaduct 
are exposed. 

Careful surveying and planning for the bridges 
in the 1920s were done by hand, without the 
assistance of modern computers (UL). The 

Bridge Construction & Engineering Techniques
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carpenters were the real craftsman, essentially 
constructing a “reverse” image of a bridge out 
of wood to create the forms (29ML). Once 
completed the concrete arch bridges could span 
very long expanses, making this new building 
material preferable to more historic methods of 
arch construction (UR).

Although arch bridges had been utilized since 
the Roman era, the historical arch forms had 
been constructed from stone or brick. Applying 
a new material like concrete to the ancient arch 
form required ingenuity of the engineers and 
designers in order to prevent bridge collapse; 
they often integrated hinges or pins to help 
support the arch. 

Though a new construction medium, concrete 
also proved to be a versatile material. Structures 
could be assembled over forms, and designers 

were able to add decorative ornaments 
reflecting Classical ideals such as columns, ribs, 
turned balustrades, large pylons, scrolls, and 
animal motifs. 

The majority of the Los Angeles River bridges 
utilize the open spandrel arch, a design 
characterized by the open triangular space 
between the arch and the bridge deck. The 
open spandrel arch reduced the weight of arch 
bridges that had previously used the closed 
spandrel. Bridges utilizing the open spandrel 
also appeared visually “lighter,” so the open 
spandrel was used for monumental-scale bridges 
that were also intended to be attractive.50The 
use of the open spandrel ribbed arch dates to 
1906-1908 in the United States.51 The Main 
Street and Broadway Bridges, constructed in 
1910 and 1911 respectively, were innovative in 

their use of this new element of bridge design. 

When constructed, the Main Street Bridge was 
the only reinforced concrete three-hinged arch 
bridge west of the Mississippi River. The term 
“three-hinged arch” refers to the methods of 
securing the arch. A fixed hinge arch is only 
fixed at its base. A two-hinged arch is pinned at 
the base and the supports, and a three-hinged 
arch is pinned at the base, supports, and the 
apex of the arch. 

The use of the hinged arch for bridge construction 
dates to the early twentieth century and was 
not widely used until the 1920s and 1930s. In 
addition to the Main Street Bridge, a number 
of the later Los Angeles River bridges use the 
three-hinged arch, including the Broadway 
Viaduct, first level of the Seventh Street Bridge, 
and Fourth Street Viaduct.52

Viaduct
A bridge composed of several small spans that crosses multiple topographical 
features (e.g., rivers, canyons) and man-made features (roads, railroad 
tracks). 

Pier A vertical supporting member.

Deck The horizontal roadway.

Span The distance on a bridge or viaduct between two supporting members.

Arch A curved structure than can support weight.

Pylon A large decorative tower at the entryway to a bridge.

Balustrade The railing along the bridge’s deck.

Spandrel The triangular section on the top right or top left above an arch.

Closed Spandrel An arch that has the triangular portion filled in or solid.

Open Spandrel An arch that is open in the spandrel area; often with spandrel columns.

Spandrel Columns Small columns located in the spandrel section of an arch that helps to support 
the weight of the structure.

Rib Arch A narrow arch or series of arches under the span of a bridge that run 
perpendicular to and support the bridge deck.

Bridge Vocabulary
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The majority of the river bridges constructed 
between 1910 and 1928 were designed in the 
Beaux-Arts style that was showcased at the 1893 
Chicago World’s Fair and was promoted by the 
advocates of the City Beautiful movement as the 
preferred architectural style for civic projects.

Beaux Arts refers to architectural design 
principles and teaching methods that the École 
des Beaux Arts, the French school of fine arts 
located in Paris, developed and perpetuated. 
The school based its design principles on 

orderliness, symmetry, and the use of significant 
architectural styles from history (UL, UR, LL, LM, 
LR). Sources of inspiration ranged from works 
of architecture of the Classical to Renaissance 
eras and even the Baroque era. 

The Beaux-Arts style became the style of choice 
for city halls, libraries, and office buildings 
across the United States, as it was viewed as 
most appropriate for civic and commercial 
architecture. From 1900 to 1930, Beaux Arts 
buildings dominated downtown areas in nearly 

every American city. Downtown Los Angeles has 
one of the largest and finest concentrations of 
Beaux-Arts buildings in the country outside of 
New York and Chicago. 

The Beaux-Arts style was enthusiastically 
embraced in California for both design and 
professional reasons. The design principles 
of the École offered a legitimate alternative 
to the exuberant but chaotic English-derived 
architecture of the 1870s and 1880s. In the 
absence of any schools of architecture in 

CIVIC ARCHITECTURE

The Beaux-Arts Style
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California, an École education became a 
standard for professional accreditation. John 
Galen Howard, supervising architect for the 
Master Plan of the University of California, 
patterned the curriculum of the school’s 
architecture program on the one he learned as a 
student at the École. Other California architects 
who studied at the École include Carleton 
Winslow, Julia Morgan, Bernard Maybeck, G. 
Albert Lansburgh, and Stiles O. Clements. 

The typical Beaux-Arts facade composition 
incorporated the three-part division of an Italian 
palazzo, a structural element reminiscent of a 
classical column. The articulated ground level 
represented the base of a column, while the 
middle stories, which could be stretched out to 
form a skyscraper, represented the shaft. The 
upper section, usually elaborate and capped 
with an overhanging cornice, represented 
the capital. This form could be adapted to 
multiple stories, thus proving useful for high-

rise buildings. The model of the Italian palazzo 
and classical column was adapted for multi-
story edifices such as commercial buildings, 
financial buildings, and hotels. The same three-
part principal was applied to the collection of 
permanent concrete arch bridges over the Los 
Angeles River in the first two decades of the 
twentieth century. These two pages illustrate 
some of the Beaux-Arts details of a number of 
the Los Angeles River bridges (UL, UR, LL, LM, 
LR).
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Spanning the Los Angeles River between North 
Spring Street and East César Chávez   and 
connecting Chinatown to the San Antonio Winery 
lies the Main Street Bridge (U). It is the earliest 
and one of the shortest of the Los Angeles River 
bridges. It sits on two slightly bantered and rounded 
concrete piers, and it is simple in form yet designed 
in the Beaux-Art aesthetic. The bridge exemplifies 
the grandeur of the Classical principals despite its 
modest size. With its colonnade of rounded arch 
open spandrels, keystone nestled at the apex of 

each supporting arch, and the cadence of simple 
arched balustrade, or railings, across its deck, 
the symmetry of the bridge’s three segmental 
arch spans is its strongest visual asset. The piers 
themselves embody the classical order with a 
heavy base pier supporting an unadorned column 
topped with a simple block cap and modest 
denticulation. The rough formwork markings that 
are a visual testament to the bridge’s early poured-
in-place concrete construction technique augment 
its simplicity in form. 

Main 
Street 
Bridge
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Name Main Street Bridge
Former Name None
Bridge No. 53C1010
LA HCM No. 901
Year Constructed 1910
Designed By H.G. Parker and Hugo 

Eckardt, Homer Hamlin
Builder/Contractor Carl Leonardt
Construction Cost $96,500
Length 311 feet
Style Beaux-Arts

Construction Technique
Open spandrel arch; earthen fill; three-hinged 
arch. The seven arch ribs were designed with 
varying widths to correspond to their traffic load: 
the central rib was thickest for trolley traffic, the 
outer rib was thinnest and for pedestrian traffic, and 
the remaining ribs accommodated automobiles. It 
is the shortest of all the Los Angeles River bridges.

Significance
One of the earliest bridges constructed under 
the City’s bridge program of 1909-1932; when 
constructed, it was the only reinforced concrete 
three-hinged arch bridge west of the Mississippi 
River. 
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The Main Street Bridge, the shortest of the Los 
Angeles River bridges at 311 feet long, was 
completed in 1910. It was one of the earliest Los 
Angeles River bridges, constructed at roughly the 
same time as the Buena Vista (now Broadway Street) 
Viaduct and the original (single level) Seventh Street 
Bridge. It is located between present-day Wilhardt 
and Albion Streets in Downtown Los Angeles. The 
modern bridge replaced an earlier truss bridge, the 
East Main Bridge, that had been deemed unsafe 
and inadequate to carry both street railway and 
vehicular traffic. In 1907, a councilman for the 
District, Bernard Healy, lobbied for a new bridge. 
To demonstrate his concern over the safety of the 
old bridge, Healy took the City Engineer Homer 
Hamlin and members of the Board of Public Works 
on a tour to see the rotten stringers, beams, and 
flooring that he considered dangerous.53 Bids for 
its construction were received on September 14, 
1908, with an expected construction schedule 
of twelve months.54 As a result, the design of a 
replacement bridge was soon authorized, and 
construction was underway by 1909. Harry G. 
Parker and Hugo Eckardt designed the new bridge, 
while the City of Los Angeles and the Los Angeles 
Railway Company jointly paid for it at a cost of 
$96,500. A Los Angeles Times article credits the 
bridge construction to Carl Leonardt.55  The bridge 
opened for use on March 30, 1910, the same day 
as the Seventh Street Bridge.56

The Main Street Bridge is a 70-foot wide, reinforced 
concrete open spandrel bridge with three 87.5-
foot arches spanning over the river. The piers are 
hollow and measure two-feet three-inches thick at 
the top of each pier where the spring of the arch 
begins. The abutments, the end of the structure 
constructed against the edge of the riverbed, extend 
21 feet below the surface of the channel. When 
originally designed, the bridge was adorned with 
concrete light posts faced in marbelite, a mixture 
of crushed marble and crushed lava resembling 
granite.57 Because the rise of the deck from east to 
west changed six and a half degrees, the engineers 
adjusted the arches so the thrust of each would be 
balanced on the piers.58  The original railings were 
replaced at one point in its lifespan and recently 
restored (UR, MR, LR). 

MAIN STREET BRIDGE

Oldest Remaining 
Concrete Bridge
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The Main Street Bridge consists of three equal 
concrete arch spans. It has eight arch ribs 
supporting the deck that were designed at varying 
widths to accommodate different traffic loads. 
The central two ribs are the widest in order to 
support the weight of streetcars in each direction, 
and the two outer ribs are the thinnest to support 
the pedestrian portions of the bridge. The ribs of 
medium width are devoted to automobile traffic 
(UL).

Varying Rib Supports

Although rail cars no longer traverse the Main 
Street Bridge, it remains the only bridge over the 
Los Angeles River that still contains an at-grade 
crossing where the vehicle traffic is not separated 
from the intersecting railroad lines (LL). On the east 
side, the Union Pacific rail lines run perpendicular 
to the bridge deck along the riverbank, while the 
Metrolink commuter rail runs along the west bank. 
Vehicles must stop for freight and commuter trains 
before crossing the bridge. At-grade crossings 
historically led to accidents, which prompted the 
City and railroad companies to construct taller, 
longer viaducts over the intersecting rail lines 
below.  

Last At-Grade 
River Crossing
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When originally constructed, the Main Street 
Bride design was considered innovative; it was 
described in Southwest Building and Contractor 
as “a type, known as the three hinged ribbed 
arch, never before used in the Southwest and 
rare in the United States, though in somewhat 
common use in Europe.”59 Development of the 
three-hinged technique is credited to Hugo 
Eckhardt, a German engineer, and to contractor 
Carl Leonardt.

When constructed, the Main Street Bridge was 
the only reinforced concrete three-hinged arch 
bridge west of the Mississippi River (U). The 
term three-arched hinge refers to the method of 
securing the arch whereby each arch is pinned 
with joints at the support base, or arch spring, 
and at the apex, or center, of the arch. In the 
case of the Main Street Bridge, a keystone hides 
and acts as the third hinge. Each hinge is a 
3/16-inch steel shaft that presses against cast 

iron shoes. 

The use of the hinged arch for bridge 
construction dates to the early twentieth century 
and was not widely used until the 1920s and 
1930s. In addition to the Main Street Bridge, a 
number of the later Los Angeles River bridges 
use the three-hinged arch, including the 
Broadway Street, original level of the Seventh 
Street Bridge, and Fourth Street Viaduct. 

Three Hinged Arch: An Innovative Design 
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Although considered innovative when initially 
constructed, the three-hinged design is not 
currently considered acceptable in a maximum 
credible earthquake event. While the hinges might 
provide more flexible movement and tolerate 
shear forces during an earthquake, engineers in 
the City’s Bridge Improvement Program within the 
Bureau of Engineering have stated that “the plane 
of movement offered by the hinges was designed 
for vertical direction to accommodate settlement 
and shrinkage along the arch, not to counteract 
lateral or transverse forces.”60 

The Main Street Bridge was recently retrofitted. As 
part of the planned construction to upgrade the 
bridge, the rib arches will be thickened with a six-
inch concrete jacket around each rib. The City also 
restored the original 1910 railings, that had been 
previously replaced and replicated the ornamental 
light posts that had been removed in the past. 

Retrofitting a bridge comes with many challenges. 
In the case of the Main Street Bridge and its at-
grade railroad crossings, the retrofit project 
requires close coordination with the railroads 
during construction and careful identification of 
utilities that run across the bridge. During the initial 
stages of the Main Street Bridge Retrofit Project,  
the project encountered a one and half year utility 
delay due to the emergency discovery of a high-
voltage Department of Water and Power (DWP) 
utility line embedded in the bridge deck that was 
not specified in the as-built plans.  Because the 
encountered power lines were a main feeder line 
into the downtown area, it took DWP over a year 
to relocate the power lines before construction on 
the bridge could continue.61 

Today, when bridges are under construction, project 
contractors must follow current environmental 
laws as part of the construction process. National 
and California environmental laws require that 

contractors use best management practices while 
working within the riverbed to keep debris from 
falling into the river below, so the project engineers 
and contracting company designed a custom 
hanging scaffolding system that is suspended 
from below the bridge deck (LL). This scaffolding 
not only provides a safe working surface for the 
construction workers to comfortably reach below 
the deck level, but it also provides a drop screen to 
catch debris from falling into the water below (LR).

This is the first time that the hanging scaffolding 
system had been used on a City of Los Angeles 
bridge, though it could be used as a prototype for 
future bridge work.  Prior to design of this innovative 
hanging scaffolding system, scaffolding and drop 
screens were constructed within the riverbed, and 
work within the river was limited to only six months 
out of the year. 

SEISMIC UPGRADE

Innovative Scaffold Design
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With its magnificent Doric columns and the massive 
pairs of fluted columns topped with Corinthian 
capitals and denticulated entablature at each deck 
entry, the Broadway Street Viaduct conjures the 
grandeur of the Greek and Roman eras (U). Yet the 
intricacy of the spandrel arches supporting the main 
span coupled with the delicate texture of its pebble 
surface and the splendid pedestrian belvederes 
give play to a more theatrical appearance. The 
Broadway Street Viaduct is not only one of the 

earliest of the permanent river bridges but one of 
the most ornate. It was designed with the intent 
of being a gateway to Los Angeles as seen from 
the railroad tracks below. Famed architect Alfred 
Rosenheim designed the detailing of this glorious 
bridge that balances both his Beaux Arts training 
with the ideals of theater design. Pedestrians 
can experience the river through the octagonal 
balusters, or railings, from one of the many 
belvederes above.

Broadway
Street 

Viaduct
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Construction Technique
Closed spandrel arches on sides and central open 
spandrel arch; three arch spans over the river; reinforced 
concrete; earthen filled structure.

Significance
When it was completed, the viaduct was the longest 
and widest concrete viaduct and one of the first open-
spandrel arched viaducts in the state; features 12 
balconies for pedestrians to rest; the balconies were 
designed with columns and intended to be seen by rail 
passengers entering the city.

Name Broadway Street Viaduct

Former Name Buena Vista Street Bridge

Bridge No. 53C0545

LA HCM No. 907

Year Constructed 1910, opened 1911

Designed By Homer Hamlin and Alfred Rosenheim

Builder/Contractor Union Iron Works 

Construction Cost $375,000

Length 968 feet

Style Beaux-Arts
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The Broadway Street Viaduct, originally known 
as the Buena Vista Street Bridge, was opened 
in 1911. Plans began as early as 1901 for a 
replacement of the earlier wooden bridge, which 
was constructed in 1893 and condemned in 
1905 and again in 1907.62 Each time the prior 
wooden bridge was condemned, it was repaired 
and reopened, highlighting how badly a more 
permanent replacement bridge was needed. In 
1901, the Southern California Railway Company 
submitted plans to the City Engineer for a new steel 
truss bridge at Buena Vista Street with two 100-
foot spans and two 90-foot girders.63 By 1905, the 
Southern California Railway Company Bridge had 
not been built.

A new bridge at the location of Buena Vista Street 
was greatly needed and was intended to replace 
both the nearby San Fernando Street Bridge and 
Downey Avenue Bridge (present-day North Spring 
Street Viaduct). With separate and dedicated areas 
for trolley, automobile, and pedestrian traffic, the 
new bridge would alleviate congestion and stop 
deadly accidents (UR). Whereas the old Buena 
Vista Street Bridge had only a single track for 
trolley cars, the new bridge was designed with two 
trolley lines to alleviate traffic64 (UL).

Plans dictated that a new Buena Vista Street 
Viaduct pass over the Salt Lake Railroad and Santa 
Fe Railroad tracks as well as the railroad yards of 
the Southern Pacific (L). The Y-shaped structure 

would connect Pasadena and Downey Avenues 
and would begin near the entrance to Elysian 
Park (44L). The widening and improvement of 
Buena Vista Street on the east side of the river was 
planned concurrently with the construction of the 
new viaduct, as was the improvement of Pasadena 
Avenue. This was partly a result of pressure from the 
Garvanza, Highland Park, and San Rafael Heights 
Improvement Association and the Pasadena Board 
of Trade who pushed for the beautification of the 
boulevard through Arroyo Park via Pasadena 
Avenue and Buena Vista Street.65

By March 1907, the Los Angeles Railway 
Company threatened to construct its own railroad 
bridge across the river after becoming tired of 

From Buena Vista to Broadway Street Viaduct
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waiting for the City to begin construction on the 
new bridge.66 This would have prevented the City 
from constructing the more attractive viaduct that it 
wanted in the same location and may have spurred 
the City into action. The project gained momentum 
once the Los Angeles Railway Company joined 
forces with the City, and the Southern Pacific and 
Salt Lake Railroads exchanged the land needed to 
build the viaduct. 

The City raised funds through a tax levy for the 
construction of the new Buena Vista Viaduct, 
and the construction of the first Seventh Street 
and Arroyo de Las Posas bridges.67 The City had 
attempted previously to raise the funds through a 
bond measure, but the measure didn’t pass the 

vote. Construction costs were initially estimated 
at $250,000. The viaduct’s funding was shared 
by the City of Los Angeles and the Los Angeles 
Railway Company. The Los Angeles Railway 
Company agreed to cover $120,000 of the cost of 
viaduct construction, while the City would provide 
$130,000.68 Plan estimates allotted eighteen 
months to two years for the completion of the new 
viaduct.69

The Board of Public Works began taking bids for 
work on the new viaduct in June 1909.70 Union 
Iron Works was selected as the contractor, and 
construction began by December of the next year. 
The concrete spans of the viaduct varied in length, 
the shortest measuring 105 feet and the longest 

119 feet.71 The piers were sunk thirty-six feet 
below the river bed. Approximately 36,855 tons of 
concrete were used in the bridge’s construction.72 
Upon completion in September 1911, the cost of 
the viaduct was approximately $375,000; the Los 
Angeles Railway Company paid $81,702, and 
the City was responsible for the remainder.73 The 
viaduct was officially opened on September 24, 
1911, connecting Buena Vista Street on the east 
side of the river to Downey Avenue on the west side 
of the river (UL, UR). Both streets and the viaduct 
were changed to Broadway Street.74
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City Engineer Homer Hamlin and architect 
Alfred P. Rosenheim designed the Broadway 
Street Viaduct. The viaduct features seven 
arches over the Los Angeles River: four closed 
spandrel arches on the outer portions and three 
open spandrel arches over the river. The Beaux-
Arts style viaduct is constructed of reinforced 
concrete and is one of the earliest remaining 

viaducts constructed under the City of Los 
Angeles. Its main span is an open- spandrel, 
fixed, elliptical, six-ribbed arch, measuring 119 
feet in diameter75 (U). When completed, it was 
the longest concrete viaduct in California at 968 
feet. It was the first of the permanent concrete 
river bridges to be constructed as a viaduct; 
meaning it spanned not only the river, but also 

the railroad tracks. It spans approximately 
forty feet over the railroad tracks in addition to 
the riverbed. As with many of the Los Angeles 
River bridges, the Broadway Street Viaduct was 
designed to be admired from below, where 
people entering the city on the railroad cars that 
passed underneath could admire the bridge.

BROADWAY STREET VIADUCT

Gateway to Los Angeles by Rail
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A crucial figure in the construction of the 
Broadway Street Viaduct was Reuben Wiger 
Dromgold (LL). In 1904, Dromgold, president of 
the East Side Improvement Association, sought 
a better connection between the east side of Los 
Angeles and the downtown business district. He 
became a driving force behind the construction 
of a new bridge across the Los Angeles River as 
he promoted the improvement of bridges with 
streetcar lines and freight traffic movement below 
along the river. When he was subsequently elected 
to City Council and became chairman of the 
Committee on Bridges, he continued to push for 
the construction of the Buena Vista Street Bridge. 
Dromgold conferred with officials of the Los 
Angeles Railway who agreed to fund about one-
third of the construction cost and all of the paving 
and improvement of their right-of-way.76 With the 
approval of the remainder of the Council and 
City Engineer Homer Hamlin, the City’s budget 
included money for the bridge, as well as three 
other new reinforced concrete bridges: the Macy 
Street (present-day César Chávez Avenue), Seventh 
Street, and Main Street Bridges. Dromgold’s 
advocacy work began a trend of concrete bridge 
construction that would continue into the 1930s. 

Reuben W. 
Dromgold 

Alfred P. Rosenheim was a prominent Los Angeles 
architect in the early twentieth century as well 
as a member of the Municipal Art Commission 
from 1909-1921 and the Building Ordinance 
Commission from 1911 to 1913 (UL). He was 
born in St. Louis, Missouri and studied at the 
Massachusetts Institute of Technology (MIT) from 
1879 to 1881. He moved to Los Angeles in 
1903 after receiving a commission to design the 
Hellman Building, which was the largest steel-
framed building in the city at the time. In addition 
to the Hellman Building, his other significant works 
in Los Angeles include the Second Church of 
Christ Scientist (1910) in West Adams; the Cameo 
Theater (1910), originally known as Clune’s 
Broadway Theater; the Hamburger Department 
Store (1908); the Globe Theater (1913), originally 
known as the Morosco Theater; and numerous 
residences such as the Eugene Britt House and 
Doheny Residence. His Beaux Art training and 
influence is apparent in the delicate Classical 
design of the Broadway Street Viaduct, which is 
more elaborate than many of the others. 

Alfred P. Rosenheim 
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Though it looks like a double-decker bridge, the 
Seventh Street Viaduct has only one navigable 
roadway but two distinct periods of construction 
(U).  Although one of the simplest of the permanent 
river bridges when originally constructed in 1910, 
aesthetically it is one of the most eye-catching of 
all the bridges due to its second-tier “add on” from 
1927. Today, the bridge exhibits a juxtaposition 
of simple form and decorative addition, and it 
embodies a creative construction solution that 
melds the two. Three unadorned, earth-filled fixed 

arches support the Seventh Street Viaduct with 
two piers positioned within the riverbed below. 
The 1927 portion of the bridge sits directly atop 
the original bridge, and a series of intermediary 
supports give the appearance of a squared 
colonnade from a distance. Stylistically, the bridge 
features abstracted “oil lamp” shaped balusters, 
or railings, and decorative three-part lamp fixtures 
at the top of a sequence of concrete bases in 
alignment with the piers below.

Seventh 
Street 

Viaduct
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Name Seventh Street Viaduct

Former Name Seventh Street Bridge

Caltrans Bridge No. 53C01321

LA HCM No. 904

Year Constructed 1910 (1st Level) 1927 (2nd Level)

Designed By H.G Parker (1910); Merrill Butler & H.P. Cortelyou, Construction Engineer (1927)

Builder/Contractor (1910) Robert Byerle; (1926) Lange and Bergstrom of the local chapter of the 
Associated General Contractors; A.M. Croxson, Contractor Superintendent

Construction Cost $115,000 (1910); $475,000 (1927) 

Length 1,580 feet

Style Beaux-Arts

Construction Technique 
Three-arch span (1910), earthen fill, closed spandrel 
arches; T-beam addition (1927); reinforced concrete.

Significance 
Unique design among the Los Angeles River, reflecting 
two periods of construction; first level is a 1910 
streetcar bridge, second level was constructed in 
1927 for automobile traffic to clear the railroad 
tracks below. Piers had to be sunk 10 feet deeper 
than originally planned because the level of the river 
bank had sunk (1910). The bridge was retrofitted in 
the 1990s; the decorative balustrade that had been 
removed was restored.
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The Seventh Street Viaduct uniquely represents 
two phases of transportation and bridge 
construction history in Los Angeles (U). 
Historically, there had been a river crossing at 
Seventh Street since the 1890s providing an 
outlet to Whittier, Downey, and the southwest 
regions; however, this was a three -truss wooden 
bridge vulnerable to river flooding. In 1910, 
the Bureau of Engineering constructed a new 
concrete bridge to replace the former wooden 
bridge. This bridge was a three-span, earthen- 
filled, reinforced-concrete bridge that belonged 
to the first group of permanent concrete bridges 
in Los Angeles. This group also included the 

Main Street Bridge and the Buena Vista Street 
(Broadway Street) Viaduct. 

Construction on the first level of the concrete 
Seventh Street Bridge began in 1908. The cost 
of the structure was reported in 1908 in the Los 
Angeles Times at an estimated $100,000, of 
which the City was responsible for $66,000.77 
Work hit a temporary snag when fluctuations 
in the conditions of the riverbed necessitated 
that two of its piers be sunk ten feet deeper 
than originally planned. The riverbed had sunk 
approximately sixteen feet over the course of 
ten years between 1898 and 1908 due to the 

excavation of sand and gravel from the river’s 
channel for use in construction.78 

After more than two years of construction, the 
first level of the Seventh Street Bridge opened in 
March 191079 (50UL). The piers of the bridge 
were 20 feet wide and 80 feet long at their 
bases. The bridge was a reinforced-concrete 
closed-spandrel arch bridge with three arched 
spans over the river constructed for use by 
horse-drawn carriages and streetcars. The 
Seventh Street Bridge proved an important 
east-west route to areas outside the city. Traffic 
counts from 1927 estimated over 16,000 

SEVENTH STREET VIADUCT

First Period of Construction (1910)
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vehicles passing in twenty-four hours, and the 
Los Angeles Railway operated 600 cars daily 
over the bridge.80 Although this bridge was 
constructed of a more durable material than its 
predecessor, the crossing was still level with the 
Salt Lake and Union Pacific Railroad tracks that 
ran along the riverbed and perpendicular to the 
Seventh Street crossing. Constant traffic delays 
at the railroad crossings persisted; the crossing 
gates over the three grade crossings were down 
an average of nine minutes out of every hour, or 
15 percent of the total time81 (ML).

By 1915, pressure from the community stopped 

the Salt Lake Railroad from obtaining right 
of way along the river unless provisions were 
made for the construction of an elevated 
viaduct over railroad tracks and river.82 This led 
to a movement to design a taller structure over 
Seventh Street to create this separation between 
the railroad tracks and street traffic above.  

In May 1915, Councilman Bryant presented a 
resolution to create a special assessment district 
to construct a viaduct over the Salt Lake and 
Santa Fe railroad tracks at Seventh Street. The 
City Council adopted the resolution, providing 
that the City, the County, and the Salt Lake, 

Santa Fe and Los Angeles railways, plus a 
special assessment district of property owners 
directly benefited by the improvement, help pay 
for the new viaduct at Seventh Street.83

Instead of tearing down the existing concrete 
bridge, the City saved money by simply 
designing a second level to the top and utilizing 
the 1910 earthen-filled arch structure as a base 
(UR, LR).



51

Merrill Butler designed the plans for the second 
level of the Seventh Street Bridge, which was 
approved in 1925. Construction was estimated 
at $405,494.84 The State Railroad Commission 
mandated that the railroads each pay 25% of the 
cost of construction, the City and County each 
pay 18% of the cost, and the Los Angeles Railway 
Company pay 14% of the cost.85 The City’s cost 
was covered by a $1,000,000 bond passed 
in 1923 that also covered the cost of five other 
viaducts across the Los Angeles River. The Board of 
Public Works opened bids on May 3, 1926. Lange 
& Bergstrom, members of the local chapter of the 
Associated General Contractors, were awarded 
the construction contract. 

Construction workers drilled into the deck of the 
original bridge and used it to support the bents, or 
vertical supporting members, of the new bridge, 
which is a reinforced-concrete T-beam bridge (UR). 
Because the bridge was already on site, supports 
for the reconstruction of the arches were hung from 
a truss instead of built up from the river bottom, 
as would be necessary with a new arch bridge 
(MR). The contractor cut into the concrete with a 
jackhammer, removed the road deck, the dirt infill, 
and the old reinforcement rods, and he laid new 
ones. Since there was limited open space around 
the viaduct for construction, the contractor used 
a steel cable stretching across the River to move 
materials, equipment, and forms.86The new top 
portion of the bridge had a 56-foot wide roadway 

SEVENTH STREET VIADUCT  
Second Period  
of Construction (1927)
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and 6-foot sidewalks, and it cost $475,000 
to construct.87 The railings of the 1910 bridge 
were filled to hide electrical wiring for the new 
bridge’s lighting elements. The Los Angeles 
Times reported in September 1927 that the 
Santa Fe had to lower its tracks seven feet and 
that the Union Pacific lowered its tracks eleven 
feet to permit the construction of the viaduct.88 

While construction was underway, traffic was re-
routed across the Ninth Street Bridge (present-

day Olympic Boulevard Viaduct). 

The new two-level Beaux-Arts style Seventh 
Street Viaduct opened on September 19, 
1927 (51LR). By the time the second level was 
complete, streetcars used overhead electrical 
cables as their source of power, and automobiles 
replaced carriages as the most popular means 
of personal transportation. Although it appears 
to be a double-decker bridge, the first level is 

no longer accessible to the public, and vehicles 
only traverse the top level over the railroad 
tracks (U). The entire cost of the second phase 
of the project, including lowering the railroad 
tracks, engineering work, and other expenses, 
was estimated at $1,500,000.89 The estimated 
savings by utilizing the old structure as a support 
for the viaduct was $100,000.90
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The beauty is in the details on the Olympic 
Boulevard Viaduct, originally known as the Ninth 
Street Bridge.  Its massive ornamental pylons and 
stylized railings artfully dress up its simple arch 
form below (U). Each pier and abutment supports 
a blocky cantilevered pylon topped with a four-
lantern light post and a tall, narrow globe finial. 
The lantern arms are intricately carved with delicate 
scrolls, dentils, and Classical motifs. The pylon is 
designed in the traditional tripartite form; though 
square in shape, it’s adorned with cast scrolls and 

shell motifs at the base and a Greek modillion 
frieze at the crown of the base cap. Two unadorned 
curved brackets support each cantilevered pylon. A 
uniquely designed balustrade runs the length of the 
bridge between each set of pylons and lanterns. 
The stylized balustrade exhibits an elaborate 
combination of elements including curved acanthus 
leaves placed in an open rondel and separated by 
planted balusters. Its oval openings unintentionally 
suggest the “O” from the bridge’s name.

Olympic 
Boulevard

Viaduct
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Construction Technique 
T-beam approaches, open spandrel arches; three 
arch span. Constructed with a thicker bridge deck 
to support trolleys that traveled across it. The bridge 
was retrofitted in 1995; the balustrade, which had 
been previously removed in the mid-century, was 
reconstructed.

Significance 
Construction of the bridge and improvements of 
nearby streets allowed for the opening of a new 
industrial district close to the Los Angeles business 
section. It was the first of the bridges constructed after 
the 1923 bond measure passed. It was renamed 
Olympic Boulevard in 1932 after the Olympic Games 
that were held in Los Angeles. 

Name Olympic Boulevard Viaduct 

Former Name Ninth Street Bridge

Bridge No. 53C0163

LA HCM No. 902

Year Constructed 1925

Designed By City Engineers John A. Griffin and Merrill Butler

Builder/Contractor North Pacific Construction Co

Construction Cost $855,425

Length 1,420 feet

Style Beaux-Arts
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John A. Griffin and Merrill Butler designed 
a new viaduct at Ninth Street to replace an 
existing wood post and beam bridge (UL). 
It was the first of the bridges built after the 
passage of the 1923 bond measure that 
funded bridge construction in the 1920s. The 
State Railroad Commission approved plans for 
the bridge in March 1924, and the Municipal 
Art Commission approved the plans the same 
year. The initial estimated cost was $855,425. 
This cost was divided between the City, County, 
Salt Lake and Los Angeles Railway, and Santa 
Fe Railway.91 Plans were completed by the City 
Engineer’s office in December 1923, and work 
contracts were awarded in July 1924. The work 
was set to be completed in 400 working days.92 
The bridge opened in September 1925. It was 
later renamed Olympic Boulevard Viaduct in 
1932.

The Olympic Boulevard Viaduct is a T-beam, 

open -spandrel arch with a three-arch span 
over the river. It is designed in the Beaux-Arts 
style and features elements from classical 
architecture, such as Doric and Corinthian 
lampposts and balustrade. The bridge spans 
the river and the railroad tracks of the Atchison, 
Topeka, and Santa Fe Railroads. It is comprised 
of one abutment and 20 bents in the west side, 
two abutments and two piers over the river, and 
one abutment and 12 bents on the east side. 
The arches over the river consist of two 88-foot 
arches and one 90-foot arch.93 The viaduct is 
1,420 feet long and 66 feet wide including its 
sidewalks (UR).

Like a number of the Los Angeles River bridges, 
the Ninth Street Bridge originally carried the 
streetcar line down the center of the road and 
consists of a thicker bridge deck with a special 
girder to support the weight of the trolley. The 
bridge connected what was a burgeoning 

industrial district in the Boyle Heights 
neighborhood within the western portion of the 
city; improvement of nearby streets furthered this 
progress. In September 1925, the Los Angeles 
Times wrote that “the opening of the viaduct is, 
in its peculiar nature, like the annexation of a 
new territory, for it will connect the east side with 
the west side of the city in such an efficient way 
that the former will move figuratively fifty miles 
closer to the latter.”94

City officials and residents of the east and west 
sides celebrated the opening of the bridge with 
a Spanish-themed celebration, including horses 
and Spanish garb (ML, MR). The new viaduct 
was dedicated to Gaspar de Portola, who led an 
expedition through Los Angeles on his way from 
San Diego to Monterey in 1769. Two plaques 
located on two of the four columns set above 
the river abutments were erected to honor the 
commemoration. 

Fete Celebrating Viaduct
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The 1932 Summer Olympics were held in Los 
Angeles. The Los Angeles Memorial Coliseum 
that still stands near Exposition Park was 
enlarged and renamed Olympic Stadium (UL, 
UR). The 1932 Olympics, held during the 
Depression, saw decreased participation; less 
than half of participants in the 1928 Olympics 

attended the Los Angeles games due to the 
economy.95 Nevertheless, the City promoted the 
games enthusiastically. Olympic flags adorned 
city streets (LL, LR), and different communities 
hosted different sporting events; the rowing 
events, for example, were held in Alamitos 
Bay in Long Beach.96 Ninth Street (east of 

Main Street) and Tenth Street (west of Main 
Street) were renamed Olympic Boulevard in 
honor of the 1932 summer games. Along with 
street widening and straightening, this was one 
component of the streets’ larger improvement 
as part of the Major Traffic Plan. 

Ninth Street Named After the 1932 Olympics
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One of the most magnificent features of the Olympic 
Boulevard Viaduct is the ornamental oval shaped 
balusters, or railings, with their open rondel that, 
to some, look like two intertwined dolphins. In the 
years following the bridge’s original construction, 
the balusters slowly began to degrade and break 
apart, or spawl (UR). Concrete spawling occurs 
when metal reinforcing bars are placed too close 
to the surface of the concrete member, and water 
penetrates the concrete. When the salts and water 
reach the metal reinforcing bars, they cause the 

metal to corrode and expand, breaking apart the 
surrounding concrete. Because of this severely 
damaged concrete, the City eventually replaced 
the original decorative balusters in 1985 with 
metal horizontal tubular railings and substituted 
the lighting fixtures with modern metal lanterns 
and poles. 

In 1995 as part of a bridge retrofit and rehabilitation 
project, the City restored the railings to their 
previous elegance. Due to the unique design and 

limited artisans who possessed skill in the required 
cast concrete construction technique, the railings 
were cast in Mexico in specially made forms and 
shipped to Los Angeles for installation. The City 
engineers worked with an architectural historian 
to ensure that the proposed restoration design 
did not remove too much of the original historic 
design features or materials. As the designers 
used the historic design drawings as a guide, the 
newly fabricated railings and light poles looked 
identical to the original railings and light standards 

Olympic Boulevard Viaduct Restoration
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(57UL, 57LR). The new features were designed to 
be stronger than the originals, as required by the 
federal engineering standards and specifications 
in the 1990s. Additionally, to help protect the 
railings from future vehicle impact damage, the 
City added a high curb at the edge of the roadbed 
to deflect wayward vehicles from crashing into the 
new balusters.   

In addition to the railing and light pole restoration, 
the City conducted a seismic retrofit of the bridge 
(57LL). The City installed sheer walls to strengthen 
movement in one direction, and they inserted 
restrainers to contain movement in the opposing 
direction. Additional restrainers were also installed 
on the expansion joints because the original seats, 
(“L” shaped members where the deck sits on top 
of the piers), were so shallow that the deck might 
have slipped off the seat in a major earthquake 
prior to the retrofit. Any work that was completed in 
conjunction with the retrofit effort had to be clearly 
differentiated from the original historic materials, 
so it was evident what portions of the bridge 
were original and which portions were added to 
seismically strengthen the bridge. The City made 
great efforts to match the original color and false-
work patterns on the concrete so that the new sheer 
walls did not detract from the bridge’s original 
design. The contractors tested the concrete mix 
multiple times to identify the appropriate concrete 
recipe, and afforded additional time and expense 
to ensure that the new concrete was a similar color 
and composition to the original (L).
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As a historical piece of El Camino Real, the César 
Chávez Viaduct conjures the feeling of Spanish 
explorers and missionaries with its Spanish Baroque 
architectural design (U). The massive pavilion-
style pylons paired at each end give this bridge 
an iconic presence despite its short span. The 
pylons not only support the structure’s main span 
but serve as decorative lamp posts reminiscent 
of old Spanish cathedral entryway surrounds. Its 
ornamentation is elaborate, particularly with the 

helical, or spiral-like, columns flanking the paired 
pylons that support an embellished entablature, 
curved crown, turned finials, and abstracted sea 
shell above. A cast replica of the City’s seal is 
centrally embedded within the crown of the paired 
pylons. The elaborate decoration extends to 
eight individual four-lamp light posts that connect 
several hundred feet of turned balusters with the 
chamfered spandrel arches below deck. 

César
 Chávez 

Viaduct
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Construction Technique
Two-hinged, open spandrel arch; single arch span; 
reinforced concrete.

Significance
Constructed as part of the historic El Camino Real; 
decorated with Spanish Baroque style elements to link it 
to the El Camino Real and Spanish history in California. 
The four pilings feature street lights inscribed with the 
City’s emblem. Contractors served a luncheon under 
the bridge to celebrate its opening.

Name César Chávez Viaduct

Former Name Macy Street Bridge (until 1994)

Caltrans Bridge No. 53C0130

LA HCM No. 224

Year Constructed 1926

Designed By City Engineers Merrill Butler

Builder/Contractor Atkinson-Spicer Company

Construction Cost $750,000

Length 1,270 feet

Style Spanish Baroque
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The César Chávez Viaduct, originally known 
as the Macy Street Bridge, was completed in 
1926. Macy Street converged with Mission 
Road (El Camino Real), which linked the 
Spanish missions during the 18th and early 
19th centuries. Merrill Butler designed this 
Spanish Baroque style bridge and included 
the unique design elements to link the bridge 
with the Spanish history of California (U). Butler 
utilized motifs such as colossal porticos and 
spiral columns with embellished capitals. Other 
architectural features include a finely articulated 
cornice with abstracted seashells.

The bridge piers measured 20 feet wide at the 
base and 20 feet long; they rested on 15 feet 
of piling. The bridge was 71 feet wide with a 
215-foot span across the river. The Los Angeles 
Railway used the bridge for its yellow car 
trolleys, and two tracks ran along the length of 
the bridge. 97  

The César Chávez Viaduct was constructed to 
eliminate the dangers of grade crossings after 
a collision on the nearby Aliso Street Bridge 
(present-day Hwy 101) and was part of the 
larger improvement of Mission Road on the 

east side of the Los Angeles River. The Eastside 
Improvement Association also pushed for the 
construction of the bridge in order to connect 
East Los Angeles with downtown. The State 
Railroad Commission and the Municipal Art 
Commission approved plans in 1924.98

The estimated cost for construction was 
$750,000. The City, the County, and property 
owners on either side of the bridge were each 
responsible for 1/6 of the total cost, while 
the Southern Pacific, Santa Fe, and Salt Lake 
Railroads plus the Los Angeles Railway paid for 

From Macy Street Bridge to César 
Chávez Viaduct in Spanish Baroque
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the remaining half.99 A $2,000,000 bond measure 
passed in 1923 provided the City’s portion of the 
construction cost for the Macy Street, Ninth Street 
(present-day Olympic Boulevard), Aliso Street 
(present-day Hwy 101), Second Street, Fourth 
Street, and Seventh Street Viaducts.100

The Board of Public Works opened bids for the 
construction work in September 1924.101 The 
selected construction company, Atkinson-Spicer 
Company, had to complete the bridge in 350 
days (UL). To accomplish the daunting task, they 
hired construction crews of 135 men working two 
shifts.102

To celebrate the opening of the bridge in April 1926, 
the construction contractors organized a luncheon 
held underneath the approach to the bridge for 
City officials. Films showing the construction 
process played during the celebration.103

The Macy Street Bridge was dedicated to Father 
Junipero Serra in 1931, though both Macy Street 
and the bridge were renamed in 1994 after the 
Mexican American labor leader César Chávez (LL). 

Father Junípero Serra was the founder of the 
Missions of Alta California. He was born as Miguel 
José Serra in Spain on the island of Majorca, 
on November 24, 1713. At the age of sixteen, 
he became a Monk of the order of St. Francis, 
then studied to become a Doctor and lecturer 
of philosophy. In 1749, Junípero crossed to the 
ocean to the New World to become a missionary 
at the age of thirty-six. 

In 1767, at fifty-four years of age, he was appointed 
to establish Missions in Alta (Upper) California. He 
arrived at San Diego, California in 1769 and spent 
all the remainder of his life establishing missions 
throughout California until he died at the Mission 
[San Carlos Borromeo] of Carmel, near Monterey, 
on the August 28, 1784, aged seventy-one years.

Dedication to 
FAther Junipero 
Serra
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The César Chávez Viaduct crosses the Los Angeles 
River near the old Mission Road, also known as 
El Camino Real. Translated to mean “the king’s 
highway” in Spanish, the road ran between Baja 
California and San Francisco, linking the Spanish 
missions along the way (UR). The trail spanned 
over 600 miles, and the distance between each 
mission measured approximately one day’s 
journey on horseback. El Camino Real started as 
a highway to connect outposts in northern and 
southern California and was eventually widened 
to a roadway. After the decline of the missions 
in the 1830s, stagecoaches utilized the route 
until the 1850s when railroad travel replaced 
the stagecoach for long distance travel.104 The 
route largely remained, though much of it was 
incorporated into other streets and roadways. 
From the 1890s to the 1910s, El Camino Real was 
marked with iron bells to highlight its significance. 
U.S. Hwy 101, constructed in the 1960s, utilized 
portions of the historical route. In Los Angeles, 
the El Camino Real ran along Mission Road and 
crossed over the Macy Street Bridge (later renamed 
César Chávez), which connected the San Gabriel 
de Archangel Mission located in the present-
day San Gabriel Valley to the Ex-Mission de San 
Fernando near present-day Mission Hills area of 
Los Angeles, through to the old Pueblo de  Los 
Angeles Plaza. Because this viaduct was located 
near the El Camino Real, its design was inspired 
by the Spanish Baroque style of architecture with 
turned columns and Spanish finials (63C).

El Camino Real
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Macy Street Bridge was renamed after César 
Chávez in 1994 (U). César Chávez worked as 
an agricultural worker and founded the National 
Farm Workers Association, later renamed the 
United Farm Workers (LR). He was born near 
Yuma, Arizona in 1927 and grew up in a working 
-class family; his father was a farmer, then a 
migrant farm worker. After his father was injured in 
an accident when Chávez was in the eighth grade, 
Chávez also became a migrant farm worker to 
support his family.105 

The writings of Ghandi and the ideas of nonviolence 
as a means to affect change influenced Chávez 
later in his life. In the early 1950s, Chávez 
became an organizer for the Community Service 
Organization (CSO), a group founded in 1948 to 
assist Mexican Americans in the face of inequality 
and discrimination. His work with the CSO 
proved invaluable for his later efforts on behalf of 
agricultural laborers.106 He founded the National 
Farm Workers Association in 1962. Throughout 
the 1960s and 1970s, Chávez brought attention 
to the problems faced by agricultural workers, 
focusing on nonviolent protest methods such as 
strikes and marches. He fought for better pay and 
improved working conditions for the farm workers. 
Chávez passed away in his sleep in 1993 near 
Yuma, Arizona at the age of sixty-six.107 

THE BRIDGE’S NAMESAKE 

César Chávez
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The Eastside Improvement Association, one of 
several improvement associations that began 
under the umbrella of the Federated Improvement 
Association around 1910, advocated for 
improvement projects in various areas of the city.108 
The Eastside Improvement Association actively 
promoted the improvement of east Los Angeles 
from the 1910s through the 1930s and was 
influential in the construction of the Macy Street 
Bridge (later renamed César Chávez Viaduct) (UL, 
UR, LL). 

In 1930, the Association conducted a survey of 
road and bridge construction work in east Los 
Angeles. It also sponsored a development program 
for east Los Angeles.109 The Association acted 
as a liaison to the public and as a spokesman 
to the Los Angeles Times about construction 
and improvement projects in east Los Angeles, 
including the construction of several Los Angeles 
River bridges. The Association participated in the 
opening ceremony for the Sixth Street Viaduct in 
1933 and organized the opening ceremonies 
for other bridges, including the Fourth Street and 
Olympic Boulevard Viaducts. 

EASTSIDE IMPROVEMENT ASSOCIATION 

Advocates for 
Bridge Improvements
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With a dramatic ninety-degree angle on its western 
embankment, the Riverside Drive-Figueroa Street 
Bridge exhibits two distinct phases of construction 
in its design (U). The replicated top deck, 
electroliers, and balustrade reflect the elegance 
of its original 1920s-era Beaux-Arts concrete 
design. The industrial-looking replacement metal 
truss below embodies the ideals and engineering 
prowess of large public works projects from the late 
1930s, consistent with the channelized riverbed 
that serves as its supporting structure. Though 
partially destroyed by a devistating flood in 1938, 

portions of the original 1927 colonnade were 
replicated as a vestige of its once graceful, open 
spandrel concrete design. The spandrel arches 
are now gone, though a round crest cantilevered 
over two small arched brackets remains on the 
abutment wall at the inside of its tight curve. The 
angle of the roadway crossing the river creates a 
daring transition from Figueroa Street to Riverside 
Drive, while the Golden State Freeway (Interstate 
Highway 5) is sandwiched between the bridge and 
the Elysian Park hillside on the bridge’s western 
bank.

Riverside 
Drive -

 Figueroa 
Street 
Bridge
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Name Riverside Drive-Figueroa Street Bridge 

Former Name Riverside Drive-Dayton Avenue Bridge

Caltrans Bridge 
No.

53C0160

LA HCM No. 908

Year Constructed 1927; replacement span, 1939

Designed By Merrill Butler

Builder/Contractor North Pacific Construction Company

Construction Cost $243,000

Length 451 feet

Style Beaux-Arts

Construction Technique
Reinforced concrete and single-arched Warren-type 
metal truss bridge. Original design was open spandrel 
single-arch bridge. Similar in design and form to Spring 
Street Bridge. Eastern and part of western approach 
piers with arched spans from original 1927 construction.

Significance
Belongs to two periods of City bridge construction; the 
initial bridge construction ties it to the original LA City 
bridge program, and the replacement work ties it to the 
1935-1943 bridge construction period. The use of a 
metal truss as structural components signaled the return 
of the previously unpopular steel bridge construction.
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The Riverside Drive-Figueroa Street Bridge, 
originally called the Riverside Drive-Dayton Avenue 
Bridge, was completed in 1927 in the Beaux-Arts 
style. It crosses the river between Cypress Park and 
Elysian Valley. Merrill Butler originally designed 
the open spandrel, single-arch bridge that shared 
design and form elements with the Spring Street 
Bridge, which was completed the same year. 

Local residents began pushing for the construction 
of a new bridge at Dayton Avenue in 1925. A 
wooden bridge constructed in 1903 existed at the 
location but was in such poor condition that it had 
to close for repairs in the winter of 1925 (UR)110. 
Construction began in the fall of 1926. At the 
time, it was the second longest bridge in the city, 
shorter only than the Macy Street Bridge (present 
-day César Chávez ) (MR, LR) 111.

In November 1937, reports surfaced that the 
mountain in Elysian Park adjacent to Riverside 
Drive was moving; it had shifted 1 5/8 inches in 
a period of twenty-four hours. Over the course 
of approximately three weeks, the mountain 
had moved more than seven inches. Minor 
landslides occurred, spilling onto Riverside Drive 
and prompting evacuations of the area  (70UL, 
70UM, 70UR, 70LL, 70LR)112. The area’s geologic 
conditions over thousands of years, as well as 
changes in the landscape due to the construction of 
Riverside Drive, heavy traffic, and erosion caused 
by the river, all contributed to the land’s movement 
in 1937.113 Heavy rains and flooding in the Los 
Angeles River in the winter of 1938 exacerbated 
this problem and led to a landslide, heavily 
damaging the Riverside Drive-Dayton Avenue 
Bridge. The damage, which included the cracking 
and collapse of the bridge deck, necessitated the 
complete replacement of the deck and arch span. 

AN EVOLUTION OF BRIDGES

Dayton Avenue to 
Riverside Drive- 
Figueroa Street 
Bridge
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In the winter of 1937-1938, the Los Angeles River 
experienced one of its most severe and damaging 
floods to date. Some areas in the San Gabriel 
Mountains received thirty-two inches of rain 
between late February and early March 1938. 
Floodwaters invaded and washed away homes, 
bridges, railroad lines, and roads.114

There had been previous attempts at regulating 
the river, but the 1938 floods heavily damaged 
the concrete sheeting meant to control the rush 
of water.115 The floods highlighted the need for a 
large-scale effort to control the river and prevent 
such damage in the future.

Land Slides & 
River Floods
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The United States Army Corps of Engineers 
removed the bridge arch as part of the 
channelization of the Los Angeles River, a massive 
effort to control flooding in the river. The bridge 
span, originally 200 feet long, was replaced with 
a larger 238-foot long bridge span in 1939.116 
The bridge formally re-opened in February 1940. 
The City reconstructed the deck and stylistic details 
utilizing designs similar to the original Beaux-Arts 
style, though the selected supporting replacement 
structure was a single-span, Warren-type metal 
truss (U). The original 1927 approaches to the 
bridge remained in their original form and were 

reutilized in the rehabilitated structure. 

The use of metal truss components in the 
replacement span heralded the return of steel in 
bridge construction. Steel had fallen out of favor 
as a bridge construction material in the early 
twentieth century, as it was considered unsightly, 
especially when compared with the versatility and 
beautiful stylistic details possible with reinforced 
concrete. 

The Warren truss utilized for the bridge is a metal 
truss bridge that originated in the nineteenth 

century. Rather than using vertical members 
to connect the two chords, the Warren truss 
has diagonal members. The Warren truss was 
widely used in the twentieth century for short and 
intermediate span bridges.117  In 2015, the City 
of Los Angeles once again started construction on 
yet another replacement structure for the Riverside 
Drive-Figueroa Street Bridge to create a shallower 
curve, lessening the ninety-degree turn. The image 
on the following page shows the bridge under 
construction once again (72C).

Steel Warren Truss Replacement Structure
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With its regular cadence and slim-line piers, the 
Fletcher Drive Bridge is the least ornamental yet the 
most sophisticated of all the river bridges (U). It is 
supported on six narrow, poured-in-place concrete 
piers that align with the river’s flow as opposed 
to perpendicular to the bridge’s deck. Each pier 
supports a sleek marbelite light post with a single 
metal lantern on top; the skewed orientation of 
the light posts creates a staggered experience to 

the driver when crossing over the bridge. Other 
than the simple vertical arched piercings within the 
railings and a single dentil line imbedded along 
the girder of the bridge deck, this bridge exhibits 
very minimal decoration. Fletcher Drive Bridge is 
one of only two river bridges that is not supported 
on an arched substructure but rather dons an 
uncomplicated T-beam construction technique.

Fletcher
Drive 

Bridge
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Construction Technique
T-beam bridge; seven spans, reinforced concrete.

Significance
Part of the Fletcher Drive Improvement Project, which 
planned a grand boulevard for Northeast Los Angeles. 
The Bureau of Engineering stated that it was “considered 
an outstanding achievement in reinforced concrete 
construction.”  It was one of the first Los Angeles River 
bridges to be seismically retrofitted (1992).

Name Fletcher Drive Bridge 

Former Name N/A

Caltrans Bridge No. 53C0096

LA HCM No. 322

Year Constructed 1927

Designed By City Engineer Merrill Butler

Builder/Contractor Lance-Cannon Engineering Company

Construction Cost $350,000

Length 469 feet

Style Beaux-Arts
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The Fletcher Drive Bridge, designed under the 
direction of Merrill Butler, was completed in 1927, 
a year after the Board of Public Works opened bids 
for construction.118 It connected Atwater Village to 
Silver Lake across the Los Angeles River. The bridge 
is a Beaux-Arts style, T-beam reinforced concrete 
bridge with seven spans. It was constructed as part 
of the Great Fletcher Drive Improvement Plan, 
which planned a grand boulevard for northeast Los 
Angeles. This concrete bridge replaced a wooden 
bridge at Glendale Avenue and a wooden railroad 
trestle in the vicinity119 (LL).

The construction of the Fletcher Drive Bridge gave 
motorists a route to avoid traffic in downtown Los 
Angeles and helped relieve traffic congestion on 
the nearby roads.120 The bridge was one of three 
bridges that the 1925 bridge bond measure 
authorized. It measured 469 feet in length with a 
56-foot wide roadway and two 5-foot sidewalks.121 
The bridge opened in April 1927; the paving 
and improvement of Fletcher Drive between San 
Fernando Road and Glendale Boulevard was 
conducted soon after the completion of the bridge. 
At the time, the Bureau of Engineering called it “an 
outstanding achievement in reinforced concrete 
construction.”122 

The Great Fletcher Drive Improvement Plan 
involved creating a boulevard under the Pacific 
Electric Railroad Trestle over the ravine and 
extending the boulevard over the Los Angeles River 
to the east side (UR, MR, LR).

The Great Fletcher 
Drive Improvement 
Plan
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Most of the Los Angeles River bridges constructed 
between 1909 and 1932 were open spandrel 
arch bridges. The Fletcher Drive and Washington 
Boulevard Bridges are exceptions and are simply 
supported concrete T-beam bridges. The T-beam 
reinforced concrete bridge became widely used in 
the 1920s and 1930s. It replaced the deck girder 
bridge in which the bridge deck is cast on top of 
the girders.123 The T-beam bridge utilized T-shaped 
beams as the support structure and required less 
concrete material than girder or slab bridges.124 
An interesting feature unique to the Fletcher Drive 
Bridge is that the girders supporting the deck are 
actually fanned in an outward pattern instead of 
parallel to the bridge’s deck (UL). 

The Fletcher Drive Bridge also exhibits simple 
Classical pylons and lamp posts. When retrofitted, 
the contractors diverted water under the bridge to 
reduce environmental impacts.

Fletcher Drive Bridge was one of the first of the Los 
Angeles River bridges to be seismically retrofitted. 
It first underwent a retrofit in 1992 and again in 
2011 through 2013. Though work and machinery 
were kept in the river during the bridge’s original 
construction, today environmental laws require 

that the City consider environmental impact during 
the planning process. As part of the most recent 
retrofit of Fletcher Drive Bridge, the construction 
contractors implemented special precautions to 
minimize effects on the wildlife and environment. 

As a result of the National Environmental Policy 
Act (NEPA) enacted in 1969 and the California 
Environmental Quality Act (CEQA) enacted the 
following year, any work conducted on bridges 
today requires compliance with federal and state 
environmental laws. As part of the planning process 
for retrofitting the Fletcher Drive Bridge, the City 
needed permits from the United States Army Corps 
of Engineers and the California Regional Water 
Quality Control Board to work within the riverbed 
in compliance with Sections 401 and 404 of the 
Clean Water Act. The City was also required to get 
a 1602 Streambed Alteration Agreement from the 
California Department of Fish and Wildlife to work 
within the river. 

These permits and agreements disclose any 
potential impacts to the public resulting from the 
project, and they establish conditions to minimize 
impacts to the water, fish, and wildlife in the river 
during construction. 

During the retrofit of the Fletcher Drive Bridge, 
the City coordinated with these agencies to avoid 
impacts to the water quality within the project 
area during construction. These agencies required 
special measures called Best Management  
Practices (BMPs) to minimize or avoid contaminating 
the water by storing construction equipment or 
conducting activities within the riverbed. Leaking 
oil from trucks and machinery or construction 
debris that might kill fish or other wildlife were 
several environment hazards the BMPs aimed to 
prevent.  

Some of the special measures that the bridge 
contractor employed included construction of a 
concrete diversion to allow the river to bypass the 
construction area (UR), the use of silk fencing and 
hay bales around the construction area to contain 
any construction silt or runoff from flowing into the 
river, and the placement of drip pans under the 
machinery and equipment to catch any potentially 
leaking oil. The contractor also limited work in the 
river to the summer and fall months when the water 
levels are the lowest, refrained from stockpiling or 
storing construction materials in the riverbed, and 
removed construction machinery from the riverbed 
during rainy days.

FLETCHER DRIVE BRIDGE CONSTRUCTION

T-Beam Technique & ENVIRONMENTAL WATER DIVERSION
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The Fletcher Drive Bridge connects the communities 
of Silver Lake and Atwater Villiage (U). Land in what 
would later become Atwater Village was initially 
devoted to strawberry cultivation and poppy fields. 
The area was first known as Riverdale due to its 
location directly adjacent to the Los Angeles 
River.125 The area became increasingly populated 
with the opening of the Glendale and Los Angeles 
Electric Railway in 1903, which was incorporated 

into the Pacific Electric system the next year. 

Residents voted for annexation to Los Angeles in 
1910. The area’s development boom began in 
the late 1910s when Glendale Boulevard was 
extended into the area. Land was subdivided for 
residential tracts in the 1910s and 1920s. One of 
the developments was named Atwater Park after 
early pioneer Harriet Atwater Paramore.126 Many 

residents of the area worked at the Gladding, 
McBean/Franciscan Pottery and Tile Factory, which 
moved into the area in 1921, acquired an older tile 
company on the same site, and became a leading 
manufacturer of tiles and ceramics for much of 
the twentieth century.127 Commercial development 
occurred along Glendale and Los Feliz Boulevards 
in the early 1920s just prior to the construction of 
the Fletcher Drive Bridge.

CONNECTING COMMUNITIES 

Atwater Village
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The community of Silver Lake is located on the west 
side of the Los Angeles River, northwest of downtown. 
Its landscape is one of many green trees, rolling 
hills and glens. The area was known previously 
as Edendale and Ivanhoe during different periods 
of its history. The Department of Water and Power 
created two contiguous reservoirs in the area, the 
Ivanhoe and Silver Lake Reservoirs, in 1906 and 
1907, respectively.128 The latter, originally named 

for the first City Water Commissioner Herman 
Silver, gave the neighborhood its present name.129

The Pacific Electric line operated in the area by 
1904, increasing its accessibility and driving 
development. Small cottages lined the hills of Silver 
Lake, overlooking the reservoir. The area became 
a popular location for film studios in the 1910s, 
particularly for western and sylvan sets, because 

of the large amounts of open land along the Los 
Angeles River in nearby Echo Park. By the 1920s, 
residential development was in full swing in the 
hills around the reservoir.130 The construction of 
the Fletcher Drive Bridge in late 1920s connected 
the community to those on the east side of the Los 
Angeles River

CONNECTING COMMUNITIES

Silver Lake
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The North Spring Street Viaduct over the Los Angeles 
River epitomizes Beaux-Arts design principals 
as applied to the concrete arch construction 
technique (U). Unlike early stone and masonry 
arch construction, the use of concrete as a new 
construction material in the early twentieth century 
allowed the North Spring Street Viaduct designers 
to use smaller spandrel columns to help support 
the main arch spans, giving the viaduct a “lighter” 
look. Unlike some of the preceding river bridges, 
the North Spring Street’s spandrel columns are 
plain, unadorned square columns topped with a 

simple segmental arch, giving the viaduct a sturdy 
appearance. The deck cantilevers out several feet 
from the edge of the substructure, or arch base, 
and is supported by heavy curved brackets aligned 
with each spandrel column below. The railings, too, 
are simple and sturdy with modest arched pierced 
openings, similar in feel to the spandrel arches 
below. The electroliers, or lanterns, illuminate the 
viaduct from the regular, fluted light posts and 
single acorn globes. This viaduct is simple, sturdy, 
and symmetrical, yet it is stylistic in its execution.

North 
Spring 
Street 

Viaduct
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Name North Spring Street Viaduct

Former Name Downey Avenue Bridge

Caltrans Bridge No. 53C-0859

LA HCM No. 900

Year Constructed 1927-1928

Designed By Merrill Butler and John C. Shaw

Builder/Contractor Western Construction Company

Construction Cost $233,259

Length 700 feet

Style Beaux-Arts

Construction Technique
T-beam, open spandrel arch; two-arch span; reinforced 
concrete.

Significance
Eased traffic congestion on the North Broadway Bridge 
and provided a more effective connection between 
the neighborhood of Lincoln Heights and downtown 
Los Angeles. Designed to blend stylistically with the 
Broadway and Main Street Bridges, even though it was 
completed 18 years after these two bridges.
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One of the earliest river crossings was located 
across Downey Avenue (81U). An aerial photo-
graph from the early twentieth century shows a 
long timber structure crossing the marshy river 
where North Spring Street Viaduct is currently 
located.  The present concrete viaduct was desi-
gned by City Engineers Merrill Butler and John 
C. Shaw to replace the earlier wood bridge 
that had been deemed unsafe. Completed in 
1928, the bridge is a reinforced concrete, open 
spandrel arch bridge with two arch spans over 
the river (81C). It measures 49.6 feet wide and 
spans the river at 145 feet in length; it has 13 
spans in total. The remainder of the bridge 
features T-beam construction. Like a majority 
of the Los Angeles River bridges constructed 
under the City’s bridge construction program of 

the first decades of the twentieth century, it was 
designed in the Beaux-Arts style. 

The North Spring Street Viaduct (orginally 
Downey Avenue Bridge) is situated between 
the Broadway Street Viaduct and Main Street 
Bridge, both of which were constructed in 
1910. Although the North Spring Street Viaduct 
was completed 18 years after its neighbors, 
it was designed to complement them (81L). It 
has railings, light features, and river spans that 
coordinate with the Broadway Street Viadcut. 

The estimated cost of construction for the North 
Spring Street Viaduct was $233,259.131 The City 
raised its portion of the construction cost through 
the 1924 bridge bond measure.132 Contracts 

for construction were awarded in 1927133 and 
the viaduct opened in 1928. It was constructed 
in order to provide a bypass route across the 
Los Angeles River for automobile traffic utilizing 
Santa Fe and Alameda Streets.134 The bridge 
also provided a more effective, safe connection 
between the community of Lincoln Heights on 
the east side of the river and Downtown Los 
Angeles on the west side. Its opening also eased 
traffic congestion on the Broadway Bridge to the 
north. 

The North Spring Street Viaduct was seismically 
retrofitted in 1992. The retrofit included the 
repair and replacement of damaged portions of 
the balustrade and the restoration of the lights 
on the bridge (L). 

From Downey Avenue to 
North Spring Street Viaduct
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The North Spring Street Viaduct is currently being 
retrofitted and widened to alleviate its geometric 
deficiencies in lane width and sight distances and 
to eliminate seismic vulnerabilities. As a major 
arterial into and out of downtown from the Lincoln 
Heights neighborhood, many pedestrians and 
bicyclists also use the North Spring Street crossing 
(UR). In the late 1990s, the City began considering 
solutions to widen the viaduct, as the narrow 
roadway did not accommodate sufficient lane 
widths for large vehicles or designated pedestrian 
and bicycle lanes. The narrow width of the bridge 
had historically been a challenge, as the southern 
sidewalk had been previously removed to create 
an additional lane across the deck (MR).

The process of determining an appropriate design 
for the widening of North Spring Street Viaduct was 
given thoughtful attention in 2010, extending the 
project’s approval. The City’s initial proposal to 
widen both sides of the viaduct by approximately 
20 feet, effectively doubling the width of the 
bridge, went before the Transportation Committee 
for approval in June 2010. However, members of 
the public and preservation organizations such 
as the Los Angeles Conservancy expressed their 
dissatisfaction with the proposed design, claiming 
that the widening of the viaduct on both sides would 
diminish its historic significance by encasing the 
historic bridge within a vastly larger, newer-looking 
bridge.  Because the bridge had been deemed a 
City of Los Angeles Historic-Cultural Monument, 
the Cultural Heritage Commission expressed 
concern before the Board of Public Works that the 
viaduct would lose its historic monument status. 
The initial proposal had called for the replication 
of the existing historic features on either side of 
the bridge, creating a wider bridge that looked 
nearly identical to the existing. Some members of 
the public offered a concept to build a separate 
bike and pedestrian bridge adjacent to the historic 
bridge to keep the original intact. However, federal 
guidelines tied to the funding for the bridge would 
not cover the cost of a separate pedestrian/bicycle 
bridge.

In response to public input, the City Council 
directed the City’s Bureau of Engineering staff to 

COMMUNITY INPUT

From Double- 
to Single-Sided 
Widening 
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redraw their plans and partner with the concerned 
parties to design a plan that would protect 
the viaduct’s historic status, if possible, while 
addressing the seismic and geometric needs for 
the bridge. After several months of hard work 
and collaboration between the design engineers, 
an architect, preservation professionals, and the 
interested groups, the design engineers proposed a 
minimized single-sided widening to the south. They 
provided three new design options. These designs 
were then presented before the public, the Mayor’s 
Design Advisory Board, and the Cultural Heritage 
Commission at various meetings; the pubic was 
allowed to vote on their favorite design. The three 
design options included a replicated singled-sided 
option and two differentiated single-sided options. 
The City’s focus on differentiating the addition 
was based on principals adopted from the United 
States Department of the Interior’s Secretary of the 
Interior’s Standards for Rehabilitation, which is a 
set of preservation design standards that guide 
responsible preservation projects. 

After consideration of design constraints, the 
public’s opinion, requirements tied to the funding 
source, and environmental approvals for the 
widening project, the City selected an addition to 
the south of the viaduct that was independently 
supported on separate piers and attached to the 
historic portion of the bridge only at the deck 
level. This design was compatible with the historic 
features of the viaduct but differentiated enough as 
to avoid the false impression that the addition was 
historically part of the original bridge. The resulting 
design was a stylized duel concrete arch structure 
with no spandrel columns so that the historic 
bridge could be viewed from the south through 
the new arches (83LR). The northern elevation 
of the historic portion of the bridge closest to the 
Broadway Bridge would remain untouched (UL). 
Ultimately, the City Council approved this design, 
and the Los Angeles Conservancy praised it in 
their monthly newsletter. The new addition to the 
North Spring Street Viaduct is currently under 
construction with plans for completion in 2017 (L).
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The grandeur of the First Street Viaduct is found in 
its massive triumphal arches, conjuring the splendor 
of the Roman era. Each river abutment dons a pair 
of prodigious rectangular river pylons of masonry 
block set on short concrete bases like a pair of 
bookends (U). Inside the projecting facade is an 
open, round, compound arch with a scroll keystone 
and circular projecting balconies with benches on 
which one may contemplate the dignity of the 
structure. Its neoclassical inspiration is evident in 
the simple arcade railings, its rhythm of brackets, 

the plain frieze finished with an architrave cornice, 
and its entablature with a wide panel bearing plain 
incised rectangles surmounted by stepped rows 
of narrow horizontal blocks. The luminescence 
created at twilight highlights the lattice of spandrel 
columns and rib arches that provide support for the 
roadway and cantilevered walkways above. At just 
the right hour, the spandrel columns disappear in 
the shadows, giving the appearance that the deck 
is floating above the arch ribs unsupported.

First 
Street 

Viaduct
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Name First Street Viaduct 

Former Name None

Caltrans Bridge No. 53C1166

LA HCM No. 909

Year Constructed 1929

Designed By Merrill Butler

Builder/Contractor Mittry Brothers Construction Company

Construction Cost $643,000

Length 1,300 feet

Style Beaux-Arts

Construction Technique
T-beam, open spandrel arch; two-arch span; reinforced 
concrete.

Significance
Falls within the period of construction 1909-1932; 
follows the Beaux Arts design and the City Beautiful 
principals. Used new engineering and technical 
innovations for bridge construction; the lampposts were 
integrated into the structural design process and the 
electrical conduits were run through the railing or deck 
up to the light posts.
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The First Street Viaduct, completed in 1929, 
connects the neighborhood of Boyle Heights 
with Downtown Los Angeles. Designed under the 
direction of Merrill Butler, it is a Beaux-Arts style 
open spandrel bridge constructed of reinforced 
concrete with two arches over the riverbed. It 
replaced an existing wooden bridge that had been 
constructed in 1889 (87U). As were a number 
of the Los Angeles River bridges, the First Street 
Viaduct was constructed to eliminate grade 
crossings at railroad tracks that resulted in fatal 
automobile accidents. It utilized funds from the 
1923 bond measure for bridge construction. The 
City, the County, Los Angeles Railway Company, 
Union Pacific Railroad, and Santa Fe Railroad 
shared the cost of construction.135

Plans were completed in April 1927, and the Board 
of Public Works accepted bids for construction 
starting in August of the same year (87L). At the 
time it was constructed, it was the longest of the 
Los Angeles River viaducts.136 The bridge features 
five pairs of large arches and projecting balconies 
with benches for pedestrians behind the arches. 
The arches are designed to look like Roman 
triumphal arches.137 The viaduct measured 71 
feet in width with a 56-foot wide roadway and two 
streetcar tracks running along its length.138 It had 
two 125-foot arch spans across the river.139

The First Street Viaduct opened in 1929 and 
provided a route between Downtown Los 
Angeles and Glendale to the northeast (UL, LL). 
It was constructed as part of the improvement 
and widening of First Street.140 The viaduct was 
designed to pass over Santa Fe Avenue, eliminating 
traffic congestion at this intersection. The viaduct 
was dedicated to Henry G. Parker, Bureau of 
Engineering employee and designer of the Main 
Street Bridge who was killed in an accident in 
1909.

FIRST STREET VIADUCT 

Connecting 
Boyle Heights to 
Downtown
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The First Street Viaduct was seismically retrofitted 
in 1992 and widened between 2007 and 2011 
as part of the extension of the Metro Gold Line to 
the eastern communities of Los Angeles. The First 
Street Viaduct is an integral connection to eastern 
Los Angeles, carrying over 18,000 vehicles a 
day.141 Once the streetcars ceased operation, 
the original streetcar lines that had run down the 
street were buried with asphalt concrete, and the 
roadway was striped with only vehicle lanes. When 
the City decided to widen the bridge in 2007 to 
accommodate the Metro Gold Line extension, they 
moved the tracks to the center of the viaduct so 
that there could be two separate lanes in either 
direction flanking the reintroduced rail lines. 

During the retrofit, the City installed light fixtures 
resembling the original fixtures, which had been 
previously removed (R, 90UR). On the deck, there 
are five pairs of square piers that support a classical 
style keystone arch with inset panels above. These 
piers had to be moved and reinstalled using large 
cranes on the widened sections of the viaduct 
(90UL).

The widening project cost roughly $46,200,000 
and took nearly three years to complete. Although 
the viaduct was not fully operational to vehicle 
traffic until 2011, the Metro Gold line was opened 
in 2009.142  The new Metro Gold Line now runs 
down the center of the widened viaduct, much like 
the trolley cars did in its earliest days (90L).

First Street 
Viaduct Widening 



90



91

The Glendale-Hyperion main viaduct span wistfully 
bounds over the Golden State Freeway (Interstate 
5) and the Los Angeles River through an intricacy 
of crossings that facilitate a web of complex traffic 
flows (U). Designed as seven separate structures, 
the Glendale-Hyperion Bridges are monumental 
structures incorporating not only seven segmental 
arch spans over the river, but also two massive 
open spandrel parabolic arches over the freeway 

that once shaded a formal garden park named 
in tribute to the memory of World War I veterans. 
Six massive octagonal-shaped pylons segment a 
slight bend in the roadway of the nearly 2,500-
foot crossing. Connecting structures converge with 
Glendale Boulevard. The primary bridge’s sloping, 
curving connectors with their open, turned balusters 
conjure the feel of a medieval castle.

Glendale-
Hyperion

Bridges



92

Name Glendale-Hyperion Bridges

Former Name Victory Memorial Bridge

Caltrans Bridge # 53C1881, 53C1883, 53C1884

LA HCM No. 164

Year Constructed 1929

Designed By Merrill Butler

Builder/Contractor Lange and Bergstrom

Construction Cost $1,068,000

Length 1,152 ft (river segment); 2,600 ft (Hyperion Segment); 2,500 ft (Glendale Segment)

Style Beaux-Arts

Construction Technique
Closed spandrel arches on sides and central open  
spandrel arch; two-arch span; reinforced concrete.

Significance
Utilized the latest construction machinery and 
technology and was completed quickly; improved 
Glendale Boulevard, which was a major traffic arterial 
between Glendale and Los Angeles. The viaduct was 
widened to accommodate increased traffic; Hyperion 
Avenue became an important link between Glendale 
Blvd and Santa Monica Blvd.
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The primary Glendale-Hyperion Bridge, also known 
as the Victory Memorial Bridge, was designed by 
Merrill Butler in the Beaux-Arts style. It replaced 
an earlier wooden structure that was vulnerable 
to river flooding (UL). It was the longest of the Los 
Angeles River bridges when it was completed in 
1929. The entire viaduct is comprised of multiple 
individual bridges. 

The bridge was dedicated to soldiers who served 
in World War I. It originally had a memorial park 
beneath it, but the park was largely eliminated 
with the construction of the Interstate 5 freeway in 
the mid-1950s. The north side of the bridge has 
a commemorative facade located in what remains 
of the memorial park. 

The Glendale-Hyperion Bridges are the most 
complex of the Los Angeles River bridges. With 
seven separate bridges connected visually into 
one structure, it permits complex traffic flow. The 
viaduct is a reinforced concrete bridge with closed 
spandrel arches over the river and two open 
spandrel arches along Hyperion Avenue. The 
immense bridge consists of 13 arches varying in 
length from 48 feet to 135 feet. Support for the 
structure’s abutments and piers came from 3,200 
concrete piles. An estimated 35,000 cubic yards 
of concrete and 4,000,000 pounds of reinforcing 
steel were needed to construct the bridge.143 To 
complete a viaduct of this magnitude, the latest 
in construction machinery was also necessary, 
including the latest electric concrete mixer, a steam 
propelled pile driver, and aerial trams to convey 
materials from one end of the project site to the 
other, a distance of nearly half a mile144 (UR).

GLENDALE-HYPERION BRIDGES 

A Victory Memorial 
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The bridge was constructed as part of the 
improvement of Glendale Boulevard and 
Hyperion Avenue, which connected Glendale 
with Los Angeles. The two streets were widened at 
the same time. The 1925 bridge bond measure 
partially funded the project. At $1,068,000, the 
Glendale-Hyperion Bridges was the costliest 
bridges constructed in the city until that point145 

(UL).

The Board of Public Works opened bids for 
construction in March 1927,146 and contracts 
were awarded in May of that year.147 The 
structure consists of four grade separations and 
was completed in stages (93ML, 93LL, UR). 
The Hyperion-Waverly, main river crossing, and 
Pacific Electric undercrossing were completed 
first in 1927.148 The Victory Bridge and Memorial 
Park portions were constructed in 1928; they are 
located southwest of the river and span Riverside 
Drive and the Memorial Park (MR). The Glendale 
Boulevard-Riverside Drive portion was completed 
in 1929 and constitutes the southeast portion of 
the structure. The formal opening ceremony was 
held in May 1930.

The main span of the Victory Bridge portion of 
the structure allowed for the widening of Riverside 
Drive to a width of 100 feet.149 The construction 
of the bridge also made Hyperion Avenue 
an important connection between Glendale 
Boulevard and Santa Monica Boulevard, and the 
improvement and widening of Glendale Boulevard 
that occurred concurrently reportedly “complete[d] 
the most important cross-town artery connection 
of the Major Traffic System”150 (LR).
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The construction of the Glendale-Hyperion 
Bridges connected downtown Los Angeles 
to the City of Glendale. The bridge’s eastern 
approach is located in the Los Angeles 
neighborhood of Atwater Village. The earliest 
development in the vicinity of what would later 
become Atwater and then Atwater Village was 
due to the establishment of a railroad depot 
in the 1870s (the area was renamed Atwater 
Village in 1986). The area had been developed 
with ranch and agricultural land in the 1870s, 
and residents began referring to the area as 

Tropico, after the Southern Pacific’s Tropico 
Depot, established in 1883. By the late 1880s, 
Tropico was an established town adjacent to the 
growing city of Glendale. The area was home 
to strawberry farms, and became well known for 
its production and distribution of the fruit. The 
area experienced a development boom after the 
arrival of the Pacific Electric streetcar line, also 
known as the “Red Cars,” along a strip of land 
located on Brand Boulevard in 1904 .151 TThe 
impact of the Pacific Electric rail line was so great 
that downtown Glendale shifted east to Brand 

Boulevard after originally being along Glendale 
Avenue to the east. The subsequent growth of 
the area encroached onto neighborhoods that 
had previously been used as agricultural land. 

The City of Glendale developed concurrently 
with Atwater alongside the Union Pacific 
Railroad tracks. Settlement had begun in earnest 
in the 1880s when rail transportation reached 
Tropico. With the arrival of the Pacific Electric 
line after the turn of the twentieth century, 
the pace of development further increased. 

Connecting Glendale to Los Angeles
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Agricultural land was subdivided for house lots.

When Glendale incorporated as a city in 1906, 
some Tropico residents wanted to be annexed 
by the growing and new City of Glendale. Still 
others wanted to be annexed by the City of 
Los Angeles. The southern portion of Tropico 
became today’s Atwater Village, which was 
annexed by Los Angeles in 1910. The northern 
portion of Tropico was annexed by the City of 
Glendale, which continued to grow through 
annexations in the 1910s152 The entire area 

experienced a development boom as land was 
subdivided for home lots and sale. Areas closest 
to the Los Angeles River remained largely free 
of development due to the periodic flooding 
the area experienced.  Areas along the railroad 
were developed into an industrial corridor. 

Glendale thrived and became a bedroom 
community by the early twentieth century as 
a result of its close proximity to Los Angeles. 
This was initially made possible by the highly 
accessible public transportation provided by 

the Pacific Electric Railway, but the increasingly 
popular automobile also contributed to the 
growth of Glendale. The area continued to grow 
throughout the 1920s and the construction of 
the Glendale-Hyperion Bridges was therefore 
a crucial and more effective link between Los 
Angeles and the communities of Atwater Village 
and Glendale than the previous, narrower 
wooden bridges over the river. 



97

Connecting Boyle Heights to downtown Los 
Angeles, the Fourth Street Viaduct is executed in 
the Gothic Revival style of architecture. Its detailing 
is one of the most ornate of the river bridges, yet its 
arch over the river is one of the shallowest (U). Its 
single span over the river has a low profile, which 
is mimicked in the more than one dozen approach 
spans that bound over the railroad tracks on 
either side. Four massive pointed pylons frame 
the central span like a crown, each with pointed 

arches and square balconies overlooking the river. 
The tapered, open spandrels and rib arches paired 
with the delicate trefoil railing give the bridge a 
lattice-like effect. Each open spandrel column is 
topped with a segmental arch, which carries to 
the approach spans. Other unique features of this 
viaduct include the split deck on the western end 
and a pedestrian stair leading to the street level 
below. The deck is topped with pointed lamp posts 
with dual Gothic inspired hanging lanterns.

Fourth
Street

Viaduct
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Name Fourth Street Viaduct

Former Name Fourth Street Bridge

Caltrans Bridge # 53C0044

LA HCM No. 906

Year Constructed 1931

Designed By Merrill Butler

Builder/Contractor Fisher, Ross, MacDonald & Kahn, Inc.

Construction Cost $2,800,000

Length 1,890 feet

Style Gothic Revival

Construction Technique
Central open spandrel arch span with a fixed hinge 
design and closed spandrel arches to either side; 
combined arches and girders; single-arch span; 
reinforced concrete.

Significance
Represents an experimentation in bridge design that 
occurred in the early 1930s; it was constructed using 
temporary hinges, an innovation in bridge design at 
the time intended to reduce the stresses of the finished 
structure.
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Plans for a new river crossing over the Los 
Angeles River at Fourth Street began as early as 
1923 with the issuance of the first Bridge Bond 
Measure. There was an existing wooden bridge 
located at Fourth Street that had been in use 
since 1904, but it was considered unsuitable 
due to its vulnerability to river flooding and 
because traffic had to cross the Union Pacific 
and Santa Fe Railroad lines154 (U). The old 
bridge only accommodated pedestrian and 
private vehicles; streetcars had to cross a 
separate adjacent wooden trestle.155 The new 
Fourth Street Viaduct would not only consist 
of a more permanent material, concrete, but 
it would also accommodate automobiles and 
streetcars on a single structure.

An article ran in the Los Angeles Times on April 
25, 1927 with a headline stating that “Work on 
Improvement of Fourth Street Will Begin This 
Summer.” City Engineer Major Shaw stated that 

plans for the viaduct were developing rapidly: 
“The structure would be 3,800 feet long, with 
an overall width of seventy-one feet and a 56-
foot roadway.” 156 The approach for the new 
viaduct from Downtown on the west would sit 
near Fourth and Alameda Streets with a second 
600-foot approach ramp entering from Mateo 
Street and connecting to the main span just 
before crossing the river. 

Bids for the demolition of the old Fourth Street 
Bridge began in early April 1929. The cost of 
the new structure, including demolition, was 
planned at roughly $1,500,000. The City’s 
assessment district (25 1/2%), the County (25 
1/2%), Union Pacific Railroad (13%), Santa Fe 
Railroad (21 1/2%) and Los Angeles Railway 
Corporation (14 1/2%) shared the total cost. 
The 1923 Bridge Bond issue paid for the City’s 
share.157 

The cost-share agreement included a provision 
that the new viaduct would alleviate risks 
associated with the at-grade railroad crossing 
by constructing a new structure over the 
railroad tracks.158 The Los Angeles Railway 
would construct streetcar tracks across the new 
viaduct. On May 27, 1929, the State Railroad 
Commission approved the funding agreement 
outlining the division of costs among all parties 
just in time for construction to begin on the piers 
before the following rainy season.159 

City Engineer Shaw opened five bids for the 
construction of the new viaduct on April 2, 
1930. The Board of Public Works awarded the 
contract to the lowest bid from Fisher, Ross, 
McDonald and Kahn a month later with an 
estimated cost of construction at $1,246,635.160 
The overall estimated project costs including 
demolition, reconstruction, paving and right-of-
way, however, was estimated at $2,264,000.161

FOURTH STREET VIADUCT

The Longest span of Its Time
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Construction of the new Fourth Street Viaduct 
began on May 10, 1930 with the demolition 
of the old wooden structure by E. L. Holster 
& Co.162 Two hundred and fifty men poured 
approximately 75,000 barrels of cement and 
90,000 tons of rock and sand onto “iron 
hooks, deep holes, [and] queerly shaped 
wooden molds” to construct what was touted 
as “the longest poured concrete-steel span in 
America”163 (UL). Headlines in the Los Angeles 
Times read: “Fourth-Street Bridge to Set World’s 
Record.” With its 254-foot span over the Los 
Angeles River, the Times claimed it was “the 
largest concrete arch in the world”164 (Inset). 
Construction of the viaduct was expected to 
take twelve months. 

The new Fourth Street Viaduct was completed 
two months ahead of schedule. An article in the 
Los Angeles Times on July 26, 1931 announced 

the completion of the viaduct with a headline: 
“Fourth Street Bridge Finished: Celebration to 
Observe Completion of River Span,” which 
featured two photographs of the newly finished 
structure, including the multiple expanses across 
the railroad tracks.165 The final total cost of the 
project totaled roughly $2,400,000, and the 
length of the viaduct measured at approximately 
2,730 feet of roadway with a 425-foot ramp to 
Mateo Street. The total bridge width was 61 feet 
with 5-foot sidewalks and a 56-foot roadway 
that extended from Anderson Street on the 
east to Molino Street on the west and passed 
over Mission Road, Santa Fe Avenue, the Los 
Angeles River and the Union Pacific and Santa 
Fe tracks. The grade separation to Mateo Street 
was designed at a width of 40 feet. At the time 
it was completed, the Fourth Street Viaduct was 
the longest of the Los Angeles River bridges. The 

Sixth Street Viaduct surpassed it a year later with 
a span measuring nearly double the length of 
the Fourth Street Viaduct.

The opening ceremony for the Fourth Street 
Viaduct was held on July 30, 1931. W. L. 
Brent, president of the Eastside Improvement 
Association, one of the neighborhood 
organizations influential in advocating for 
the construction of several Los Angeles River 
bridges, organized the event.166 The public 
ceremony included Mayor Porter, Councilman 
Baker, members of the Board of Public Works, 
and other notable individuals from chambers of 
commerce of many cities in the eastern portion 
of Los Angeles County. The festivities included 
strings of ornamental lighting, music performed 
by the Los Angeles Fire Department Band, and 
other entertainment.167 
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Fixed Hinge Design
The Fourth Street Viaduct represents experi-
mentation in bridge design of the early 1930s. 
The viaduct was innovative in its use of temporary 
hinges, a construction technique in which that 
reduces the stress of the finished structure. It is 
designed with an innovative fixed hinge central 
arch. The use of temporary hinges makes the fixed 
hinge arch act like a three-hinged arch, or an 
arch with pins at the supports and the apex. This 
technique eliminated the stresses resulting from 
creep and shrinkage of the concrete (UR).

Fourth Street 
Viaduct Retrofit 
The Fourth Street Viaduct was retrofitted in 1995 
at a cost of 5.2 million dollars due to a weakening 
in the structure and seismic vulnerability. Today, 
the viaduct now rests on rollers, which allows 
movement longitudinally and laterally and is useful 
in a seismic event. The retrofit of the viaduct proved 
challenging, however, for a number of reasons.  
First, the Fourth Street Viaduct carries traffic over 
numerous railroad tracks, as one of the larger 
railroad yards is adjacent to the viaduct.  Also, 
the continual movement of locomotives under 
and around the viaduct had deposited a layer of 
lead-containing material under the bottom of the 
structure; this layer had to be remediated during 
the seismic repairs (LR).
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The Gothic Style 
The Fourth Street Viaduct is designed in the 
Gothic style (UL). Gothic architecture refers to a 
style originally popular in Western Europe from 
the late twelfth through the sixteenth centuries. 
Its common features include the pointed arch 
and the flying buttress. It is highly decorative and 
was used widely for ecclesiastical architecture. A 
well-known example of the style is Notre Dame 
Cathedral in Paris, France.

The Gothic Revival style arose in the nineteenth 
century in the United States and utilized Gothic 
forms and stylistic details on contemporary 
buildings. The Fourth Street Viaduct features 
Gothic stylistic details such as pointed arches 
within the monumental pylons and an emphasis 
on verticality and trefoil balustrade cutouts (UR, L).
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An integral connection within the Los Angeles 
industrial area, the Washington Boulevard Bridge 
is a tribute to bridge engineering and construction 
with its terra cotta frieze panels (U). Unlike the 
springing concrete arch construction of its river 
bridge counterparts, the Washington Boulevard 
Bridge’s rigid, rectilinear T-beam piers and deck 
set a modest backdrop to four blocky entry pylons. 
Emphasis on this bridge lies in the terra cotta frieze 
banding in the upper third of the bridge’s entryways. 
The frieze illustrates stylistic detailing popularized in 
the 1930s. The geometrically narrow piers support 

a thin deck with narrow punctuated railings that 
hold polygon-shaped openings, through which 
one can view passing trains on the nearby railroad 
crossings. Simple, unadorned acorn globes top 
sleek lamp posts on each pier, paying tribute to 
the sparse economic resources of the early 1930s. 
In the essence of stripped modernism, the original 
designs articulated subtle indented panels within 
the concrete piers that have since been filled with 
horizontal wood planks to facilitate water flow 
through the channel. 

Washington 
Boulevard 

Bridge
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Name Washington Boulevard Bridge 

Former Name N/A

Bridge No. 53C1375

LA HCM No. 903

Year Constructed 1929-1931; opened to traffic, March 23, 1931

Designed By: Chief Engineer Merrill Butler, H.P. Cortelyou, Construction Engineer

Builder/Contractor General Engineering Corporation

Construction Cost  $204,320

Length 312 feet

Style Beaux-Arts

Construction Technique
T-beam bridge with four T-style vertical piers; reinforced 
concrete.

Significance
Features two monumental pylons at each end of the 
bridge that have decorative terra cotta panels. The 
panels have color relief depicting the design and 
construction of a bridge. This type of artistic relief 
became popular in future Works Progress Administration 
(WPA) civil projects in the late 1930s.
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Engineer of Bridges and Structures Merrill 
Butler designed the Art Deco style Washington 
Boulevard Bridge that was completed in 1931. 
The bridge is a reinforced concrete T-beam 
bridge with four piers supporting the river span. 

The construction of the Washington Boulevard 
Bridge was largely a result of the efforts of the 
Washington Boulevard Association. The bridge 
was planned in conjunction with improvements 
for the entire boulevard that would link the 
industrial section on the east side of the river 
with the residential areas on the west side of the 
river and the Venice district. The 1926 bridge 
bond secured the funded for this new crossing. 

The Municipal Art Commission approved the 
plans for the bridge in 1928, but construction 
work did not begin until 1930 (UL, UR). The 
City received bids for the construction of the 
planned $350,000 crossing toward the end of 
June 1930.168

The project was expected to employ up to 100 
men during the duration of construction, which 
was scheduled to be completed within 200 days 
after the contract was awarded. The structure 
was designed with five spans of 60 feet each.169 
It was to measure 310 feet long and 71 feet wide 
with a 56-foot wide roadway. It was estimated 
that construction would require more than 
7,000 square feet of concrete and 830,000 

pounds of steel reinforcement.170  According to 
a Los Angeles Times article, materials to be used 
included “6975 cubic yards of concrete, 2,390 
tons of asphaltic concrete, 830,230 pounds of 
reinforcing steel, 12,364 square feet of 4-inch 
rock and oil shoulders and 695 piles, each 16 
feet long.”171

Ceremonies marked the start of construction 
work and were held in July 1930. In attendance 
were the presidents of the Board of Public 
Works, Washington Boulevard Association, and 
City Council; Merrill Butler and other members 
of the City Engineer’s office; and property 
owners.172 

WASHINGTON BOULEVARD IMPROVEMENTS

A Plea from the Community
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Neighborhood groups were instrumental in 
advocating for the construction of the Washington 
Boulevard Bridge. The East Side Improvement 
Organization, which was involved in promoting 
the construction of several Los Angeles River 
bridges, also pushed for the construction of 
this structure. The Washington Boulevard 
Association had advocated for the improvement 
of Washington Boulevard since its formation in 
1922, including the construction of a bridge 
over the Los Angeles River.173 “Completion 
and opening of the new bridge is one of the 
most important improvements on the east side 
in the Washington Boulevard section in many 
years,” President of the Washington Boulevard 
Association Clarence Urban explained to the 

Los Angeles Times.174Washington Boulevard 
from Figueroa to Alameda Streets was widened 
and improved concurrently with the construction 
of the bridge. Other portions of Washington 
Boulevard on the west side of the river had been 
improved previously.175

The improvement of Washington Boulevard 
was important to the development of east Los 
Angeles’ industrial district. It allowed for the 
efficient flow of traffic between east and west Los 
Angeles, alleviating the traffic congestion that 
plagued the city’s streets prior to their widening 
and the construction of wider bridges over the 
river. It also established Washington Boulevard 
as a major cross-town thoroughfare in the city, 

especially for commercial and industrial traffic 
south of Downtown.176 The improvement of 
Washington Boulevard had already begun on 
the west side of the city, and the construction 
of the bridge was yet another step in the City’s 
Major Traffic Plan.

The bridge cost $204,320 to construct.177 The 
bridge bond measure passed in 1926 paid for 
the City’s portion of construction costs. President 
of the Washington Boulevard Association 
Clarence Urban, the Mayor, members of the 
Board of Public Works and City Council, and 
other city officials attended the opening(UR)178.
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The structure was seismically retrofitted in 
1994 (R). The retrofit was intentionally flexible 
to reduce seismic shear; the outer layer 
of the pier walls was removed, while new 
reinforcement was added and six inches of old 
concrete removed. The rocker bearings were 
replaced with elastomeric bearing pads and 
concrete pedestals. Concrete bolsters were 
constructed on each side of the pier wall at 
the pier caps, and concrete slabs were placed 
between abutments and on top of the channel 
walls. A portion of the channel lining around 
the piers was removed to allow the formation 
of the plastic hinge above the channel lining. 

As part of the seismic retrofit on the Washington 
Boulevard Bridge, rocker bearings were 
removed and replaced with elastomeric 
bearing pads. Original wood infill walls and the 
outer layer of the pier wall were removed and 
replaced with reinforced concrete. Concrete 
bolsters confined their caps and functioned as 
seat extensions at each side of the pier wall. 

Seismic Retrofit

What separates the Washington Boulevard 
Bridge from the other bridges is a colorful terra 
cotta frieze, or band, at the top of the massive 
approach pylons (U). This frieze commemorates 
the completion of the Los Angeles River bridges 
in line drawings depicting the various activities 
related to bridge construction. A surveyor 
ponders his notes next to a tripod and level 
while standing in front of a bucket hoe, and 
a worker jack hammers the pavement nearby. 
Two contractors/engineers review project plans, 

and a mechanic works on the bucket of the hoe. 
Another worker offloads timber from a 1930s 
construction truck, and a foreman oversees an 
early pile driver pounding piles into the ground. 
Two masons pour concrete over reinforcing bars 
within wooden forms, while a carpenter carefully 
adjusts the wooden forms used to construct the 
false work. The frieze commemorates not only 
the construction workers, but also all those 
involved in the construction process, including 
three engineers taking note of the existing 

conditions and draftsmen that lay out the 
plans.  These monolithic figures are depicted 
in a colorful band atop four blocky pylons on 
either end of the bridge. The artwork reflects 
the commemorative sentiment of public works 
projects after a period in American history when 
jobs were scarce and when the government 
responded by creating jobs and constructing 
major projects of great public benefit.

PYLON FRIEZES

A Tribute to Bridge Construction 
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The Washington Boulevard Association 
formed in 1922 with the aim of transforming 
Washington Boulevard into a 100-foot wide 
corridor from Venice at the ocean to Telegraph 
Road in east Los Angeles.181 The organization 
was community-based, and it sought to bring 
improvements to Washington Boulevard, 
including the construction of a new concrete 
bridge over the Los Angeles River. Clarence 
Urban, president of the organization, noted 
that “completion of the [Washington Boulevard] 
bridge will give the East Side territory a new 
wide route to the beaches.”182 The Association 
intended, in part, to encourage the growth of 
a burgeoning industrial district on the east side 
of the city with these improvements.

The Association remained heavily involved 
with the bridge even after construction plans 
moved forward. Members participated in the 
commencement of construction ceremony in 
July 1930.183 The Association also acted as 
a liaison between the bridge’s contractor and 
the Los Angeles Times and, by extension, the 
public. It sponsored the opening celebration 
of the bridge in March 1931.184

Washington 
Boulevard
Association

The Washington Boulevard Bridge is unique in 
its feature of two pairs of monumental pylons 
with polychromatic terra cotta panels (LL). 
Each panel is decorative with reliefs depicting 
the process of building a bridge, from the 
design stage to construction. This type of low-
relief terra cotta panels depicting the process 
of construction later became popular with 
civic projects funded by the Works Progress 
Administration (WPA) later in the 1930s. 

Artists under the Federal Art Project, part of the 
WPA, were employed to create works of art 
around the country. The program employed 
sculptors, mural artists, art teachers, and poster 
artists.179 Well-known artists such as Jackson 
Pollock got their start with the WPA in the 1930s. 

Mural art, one of the most recognized and well-
known forms of WPA art, remains on walls in 
schools, post offices, and public buildings like 

city halls all over the country. WPA mural artwork 
has a distinctive style. It often features the 
working class, industry, and historical themes. 
Its subjects and topics include the history of the 
country or state, historical figures, the working 
class, and modern machinery.180 It sought to 
depict American subjects, to help the country 
make sense of itself, and to form a collective 
identity during the difficult times of the Great 
Depression.

WPA Art



109

Measuring at 3,546 feet long, the Sixth Street Viaduct 
was the longest and the most recognizable of all the 
river bridges (U). The bridge boasted 43 spans of 
varying lengths supported by concrete girders and two 
massive 150-foot, asymmetrical, steel through-arches 
over the river span that continued through the bridge 
deck on the inside. This massive bridge was unique 
among the river bridges with its Art Deco-Streamlined 
Moderne design and its metal arches above deck in 
place of the concrete arches of the earlier river bridges. 

The viaduct was so long that it had a bend in its 
alignment to carry traffic over an expansive industrial 
area and numerous railroad tracks in addition to the 
river. The extensive length and bend had resulted in a 
unique design and cross-section for each individual 
column and pier, some of which had irregular angles 
and triangular-shaped sections incised in cast concrete. 
Marking the entrance to downtown Los Angeles, two 
massive 40-foot high concrete pylons flanked the east 
portal from Boyle Heights.

Sixth 
Street 

Viaduct
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Name Sixth Street Viaduct

Former Name None

Bridge No. 53C1880

LA HCM No. 905

Year Constructed 1932

Designed By Merrill Butler, Louis L. Huot, and Louis Blume

Builder/Contractor John F. Knapp

Construction Cost $2,383,271

Length 3,546 feet

Style Art Deco/ Streamlined Moderne

Construction Technique 
T-beam bridge with steel arches and monumental 
pylons at approaches; only one remains.

Significance 
The first Los Angeles River Bridge to move beyond the 
Beaux-Arts and Period Revival design aesthetic. First 
bridge designed in the Art Deco-Streamlined Moderne 
style, which influenced later bridge designs in the City.
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The Sixth Street Viaduct was the last of the monumental 
concrete bridges constructed over the Los Angeles River 
as part of the City Engineering bridge construction 
program that occurred over a roughly twenty-year 
period between 1909 and 1932. It represents 
the culmination of the City of Los Angeles’ bridge 
construction program. The Municipal Art Commission 
approved the plans in 1927.  The same year, the Street 
Opening and Widening Committee of the City Council 
approved the widening of Sixth Street on the west side 
of the river from Alameda Street to accommodate an 
approach to the bridge, formally moving construction 
plans forward.  Construction began in June 1931186 
The viaduct was designed by Merrill Butler, Louis L. 
Huot, and Louis Blume; it was completed in 1932.

The Sixth Street Viaduct crosses the Los Angeles River, 
the Santa Fe and Union Pacific railroad tracks on 
both sides of the river, and multiple streets to connect 
Whittier Boulevard at Boyle Avenue with Sixth Street 
at San Mateo. At just over two-thirds of a mile long, 
the viaduct is the longest concrete bridge in California 
constructed before 1945.187 It is the longest of the Los 
Angeles River bridges and is constructed of reinforced 
concrete. The Sixth Street Viaduct features a design 
unique from the other Los Angeles River bridges. It was 
specifically designed to accommodate the automobile 
and to alleviate traffic congestion at the time. It is a 
T-beam bridge with two pairs of steel through arches 
along the central river span and a pair of forty-foot 
high monumental pylons with fluted and zigzag designs 

framing the eastern approach. Its unique asymmetrical 
steel through arches are each 150 feet in length.188 (U, 
112UL, 112ML, 112LL). The bridge originally had two 
pairs of pylons, one at each of the approaches, but the 
western pylons no longer remain. The bridge also had 
two pylons at the bridge deck level between the two sets 
of metal arches; these have since been removed. 

The bridge is designed with Art Deco and Streamlined 
Moderne elements and is simpler in style than earlier 
bridges. It was the first Los Angeles River Bridge to move 
beyond the Beaux Arts aesthetic of earlier years, and it 
influenced later bridge design. It is the only river bridge 
to feature steel arches. The viaduct’s supporting piers, 
which consist of three columns each, are each unique 

Two Through-Tied Arches
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in design and structure.189  

Construction of the viaduct and street widening were 
part of the Major Traffic Plan and were intended to 
alleviate congestion along Whittier Boulevard on the 
east side of the river. The cost of construction was 
divided to be paid by the City (37 ½ %), the County 
(37 ½ %), the Union Pacific Railroad (12 ½ %), and the 
Santa Fe Railroad (12 ½ %), and the Santa Fe Railroad 
(12 ½ %).190 The 1926 bridge bond measure paid for 
the City’s portion of construction costs.191

The Board of Public Works began accepting bids for 
the first phase of construction in June 1930.192 Work 
was nearly completed in 1932, and the formal opening 
ceremony was held in June 1933 after the street paving 
had been set. Residents of east Los Angeles, the mayor, 
and Merrill Butler attended the opening ceremony.193

The structure connected downtown Los Angeles with 
Boyle Heights, and the bridge curves slightly towards the 
southeast to accomplish this connection. Its piers were 
constructed at angles so that the bridge could curve in 
this manner. The west portion of the bridge consists of 
12 evenly spaced spans on the same skew; the east 
portion, on the other hand, consists of 31 unevenly 
spaced spans on different skews to accommodate for 
the curve.194 An industrial district was developing on 
the east side of the river in the late 1920s, and the 
bridge served as an important link between this area 
and Downtown, as well as between Boyle Heights and 
Downtown.195 

Its more modern design, tailored to the automobile, 
foreshadowed Los Angeles’s dedication to auto-
oriented development. Ironically, the Sixth Street Viaduct 
became one of Los Angeles’s most cinematic bridges, 
particularly known for being associated with some of 
the most famous car chase scenes. More popular films 
that capture the Sixth Street Viaduct are the 1951 film 
noir, Roadblock, the 1978 film Grease, the 1991 film 
Terminator 2: Judgment Day, and dozens of music 
videos such as Madonna’s 1983 hit “Borderline.”
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The Sixth Street Viaduct provided a new connection 
to the community of Boyle Heights (U, 114U, 114ML, 
114MR, 114L). Esteban Lopez, a member of the Lopez 
family who were important in the early development 
of Los Angeles in the mid-1800s, owned the land that 
later became Boyle Heights. Esteban Lopez named his 
land Paredon Blanco or “white bluffs.”

William Henry Workman acquired and subdivided 
the land in 1875. He named the new community of 
70-acre tracts after his father-in-law, Andrew Boyle.196 
The community declined slightly during the economic 
depression of the mid-1870s. The completion of the 
Transcontinental Railroad in 1885 connected Los 
Angeles more easily with the rest of the country, driving 

a development boom and allowing for the recovery 
of Boyle Heights and other neighborhoods.197 Boyle 
Heights grew as a direct result of the influx of new 
residents primarily from the East and Midwest. Its close 
proximity to Downtown made it a desirable area to 
live, and it attracted middle and upper-middle class 
residents.198

The community was known briefly in the 1920s as 
Hollenbeck Heights after John Edward and Elizabeth 
Hollenbeck who moved to Los Angeles in 1876. John 
Edward Hollenbeck became a real estate developer 
and was involved with William Henry Workman in 
subdividing Boyle Heights.199 By the 1920s, the 
community attracted working-class and immigrant 

families. The area became incredibly diverse as 
the neighborhood became home to sizable Jewish, 
Mexican, and Japanese American populations. The size 
of these populations increased into the pre-World War 
II period. 

The construction of the Interstate 5 and Interstate 10 
freeways after WWII cut through large sections of Boyle 
Heights, disrupting the community and separating it 
from Downtown and the neighborhoods of Los Angeles 
to the west.200 Today, the area is home to a majority 
Hispanic population. Efforts are underway to revitalize 
the area.201

New Connection to Boyle Heights
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Over the years, the City noted that the concrete on 
the Sixth Street Viaduct began to decay (115LL). 
In response, the City repaired cracks with epoxy 
injection, giving the viaduct a map-like appearance 
(115U). Subsequently, the City contracted a 
company to conduct materials testing to identify the 
root of the decay. In 2002, W. Koo & Associates and 
Wiss, Janney, Elstner Associates conducted thorough 
testing of the bridge, whereby they extracted over 
88 concrete core samples and six reinforcing bar 
samples in six locations on the bridge (115LR). Once 
they removed core samples from the bridge, the 
material scientists conducted compression strength 
testing, modulus (elasticity) testing, and tensile 
testing of the samples. 

The results of the material testing indicated that the 
bridge was experiencing significant cracking due to 

a condition known as alkali-silica reaction (ASR). 
Alkali silica reaction is a rare degenerative chemical 
reaction caused by a reaction between ions in the 
cement pour solution and the silica in the aggregate. 
Some refer to the condition as “concrete cancer.” 
The reaction produces a gel in the concrete, 
which causes expansion and damage. Although 
the severity of cracking varied by location on the 
viaduct, cracks were present throughout the structure 
on its deck, railing, girders, bent caps, columns, and 
foundations.  The studies indicated that the cracking 
was most severe in areas where there was the most 
moisture exposure. Additionally, the cracking on the 
interior of the structure was found even more severe 
than the concrete areas near the surface. (UL, UR).

The severe cracking on the bridge as a result of the 
ASR had compromised the compressive strength 

of the bridge. The City determined that the viaduct 
would need to be replaced.  Once this discovery was 
made, the City sought to research the condition of 
ASR to see if an alternative to wholesale replacement 
was viable. The City engineering staff consulted with 
many professional experts in the field, some of whom 
were from Europe, to identify feasible repair methods 
to save the Sixth Street Viaduct.  As this bridge was 
the longest and most iconic bridge within the series of 
bridges along the river, the public expressed interest 
in saving the structure, too. But after much testing 
and consultation, the city ultimately determined that 
the bridge required replacement. After much outcry 
from the public and preservation organizations, 
the City decided to hold an international design 
competition in 2012 to construct a new iconic Sixth 
Street Viaduct over the Los Angeles River.

SIXTH STREET VIADUCT’S DEMISE

Alkali-Silica Reaction (ASR)



117

Under the direction of City Engineer Gary Lee Moore, 
Chief Deputy City Engineer and architect Deborah 
Weintraub, and Program Manager Alfred Mata, the 
City of Los Angeles Bureau of Engineering held an 
International Design Competition for the replacement 
of the Sixth Street Viaduct. The City was looking for a 
“world-class, iconic piece of Los Angeles infrastructure” 
and have involved the public every step of the way. The 
City received eleven proposals and narrowed the pool 
to three: AECOM, HNTB, and Parsons Brinckerhoff. 
These three teams then produced more detailed 
designs that were widely presented to the public (UR, 
MR, LR). The winning design was selected by a panel 
made of members from the City of Los Angeles Bureau 
of Engineering and Caltrans with the guidance of a 
Design Aesthetic Advisory Committee. (118U, 118LL). 
On October 19, 2012, Mayor Antonio Villaraigosa and 
Councilmember Jose Huizar, in conjunction with City 
Engineer Gary Lee Moore, announced that the firm of 
HNTB and local firms Michael Maltzan Architecture, AC 
Martin partners, and Hargreaves Landscape Associates 
won the overall design competition for their whimsical, 
ribbon-like design. The budget for the construction of 
the new structure is estimated at $190,000,000. The 
groundbreaking ceremony for the new viaduct was 
held on February 20, 2015 below the viaduct, where a 
scale model of the new viaduct was featured next to the 
historic viaduct (118LR). 

Just as the design and construction of the original Sixth 
Street Viaduct was important as a cultural connector 
for the neighborhood of Boyle Heights to Downtown’s 
Business District in the 1930s, this new bridge has 
the important role of connecting Boyle Heights to 
the growing Arts District. The Sixth Street Viaduct 
Replacement Project will include many community 
features, making the area under and around the bridge 
more accessible than it has ever been before with parks 
and open space. Efforts to design and construct the 
project have brought the neighborhood community, 
elected officials, and the larger Los Angeles community 
together, just as the construction of the original 1930s 
Sixth Street Viaduct once had. 

Sixth Street 
International 
Design Competition
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Gracefully skewed over one of the last remaining 
sections of soft river bottom, Riverside Drive Bridge 
near Zoo Drive connects the City of Glendale to the 
Griffith Park Zoo over a lined concrete structure (U). 
Etched in Art Deco zigzag and Chevron motifs, this 
modestly arched bridge appears more like a T-beam 
structure than some of its concrete arched counterparts. 
The last of the series of concrete structures over the Los 
Angeles River, this bridge was designed in the height of 

the Art Deco era, where applied geometric ornament 
reigned. Its deck is supported on four smooth rounded 
river piers oriented at a skew to the flowing river below; 
each pier is topped with a singular stylized lamp post 
atop applied Chevrons. Pointed arched balusters with 
pointed arch openings run the length above a line of 
zigzag denticulation. A series of ten ribs can be seen 
supporting the segmental arches below.

Riverside 
Drive 

Bridge
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Name Riverside Drive Bridge 

Former Name Victory Boulevard Bridge

Caltrans Bridge # 53C0160

LA HCM No. 908

Year Constructed 1939

Designed By Merrill Butler

Builder/Contractor North Pacific Construction Company

Construction Cost $213,498 (PWA paid 45%)

Length 384 feet

Style Art Deco/ Streamlined Moderne

Construction Technique
T-beam closed arch bridge; reinforced concrete.

Significance
Part of a second phase of bridge construction from 
1935 to 1943 that resulted in the construction of several 
smaller or medium-sized bridges over the Los Angeles 
River. One of the few bridges that was not constructed 
in the Beaux-Arts style; bridge was financed in part by 
WPA funds; the construction of this bridge eliminated 
what was reported to be one of the most dangerous 
bottlenecks between Los Angeles and the San Fernando 
Valley at the time.
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The Riverside Drive Bridge near Zoo Drive, originally 
known as the Riverside Drive/Victory Boulevard 
Bridge or simply the Victory Boulevard Bridge, was 
designed by Merrill Butler and completed in 1938. 
The bridge, which has Art Deco and Streamlined 
Moderne stylistic elements, is a reinforced concrete, 
T-beam bridge with closed spandrel arches below 
the bridge deck. The bridge is one of the smaller 
river crossings at approximately 380 feet in length. 
It replaced an older, bridge and was one of the final 
improvements conducted on Riverside Drive/Victory 
Boulevard (UL, LL).

The structure was completed during a bridge 
construction period that ran from 1935 to 1943 and 
resulted in the erection of a number of smaller and 
medium-sized bridges over the Los Angeles River. 
This construction program was also responsible for 
the replacement work conducted on the Riverside 
Drive-Figueroa Street Bridge in 1939. The bridge 
was one of several projects partially funded by the 
Works Progress Administration (WPA) in Los Angeles 
in the late 1930s. 

The bridge was ultimately part of the improvement 

of Riverside Drive. Plans for the widening and 
paving the street began as early as 1924 when 
the Burbank Valley Boosters’ Association pushed 
for the widening of Victory Boulevard, which was 
a continuation of Riverside Drive just north of the 
Los Angeles River. The construction of a concrete 
bridge across the river was a key component of this 
desired improvement. The planned thoroughfare 
would connect Los Angeles and Burbank to cities 
in the San Fernando Valley.202 Improvement of 
Riverside Drive was projected to open a new, 
shorter route to the San Fernando Valley and help 

A DANGEROUS BOTTLENECK 

From Victory Boulevard to Riverside Drive Bridge 
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relieve traffic congestion.203 Cahuenga Pass and San 
Fernando Road were the main routes between the 
San Fernando Valley and Downtown Los Angeles, 
and both suffered traffic congestion.204 The widening 
of Riverside Drive, as well as its extension through 
Griffith Park, was part of the Major Traffic Plan 
and included the construction of a new reinforced 
concrete bridge across the Los Angeles River. 

Improvements to Riverside Drive from Los Feliz 
Boulevard through Griffith Park to Victory Boulevard 

did not occur until 1927.205 Improvements were 
delayed until the completion of flood control measures 
along the river near Griffith Park.206 Around the same 
time that improvements to Riverside Drive began, the 
Los Angeles Board of Park Commissioners advocated 
for the construction of a concrete bridge at Riverside 
Drive over the Los Angeles River to replace the 
existing wooden bridge. The wooden bridge at this 
location had been damaged by flooding during the 
winter of 1926-1927; the bridge was repaired that 
fall, but this damage likely created further impetus 

for replacement.207 The old wooden bridge became 
increasingly hazardous after the new roadway was 
constructed, as it was at nearly a right angle to the 
new alignment of Riverside Drive.208

Construction on the new concrete bridge had begun 
by spring 1937. The new Riverside Drive near Zoo 
Drive Bridge opened in 1938 (U).
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The Riverside Drive Bridge near Zoo Drive is designed 
in the Art Deco style (U, 124L). Art Deco architecture 
became popular in the United States in the latter 
half of the 1920s. Gaining ground in Europe in 
the first half of the 1920s, it was introduced at the 
international exposition in Paris in 1925 and became 
widely but briefly popular in the United States. It 
was simpler than earlier Beaux Arts architecture 
and lacked the elaborate detailing of classically 
inspired styles. It was seen as “expressing modernity 
and freedom from convention” with an “emphasis 
on glitz, glamour and theatrical atmosphere,” and 

thus was widely used for theaters and movie houses 
in addition to commercial buildings.209 The style is 
identifiable in its zigzag decorative features, smooth 
stucco surfaces, geometric ornament, and an 
emphasis on verticality. 

Streamlined Moderne architecture became popular 
in the 1930s as a response to the more austere 
times of the Great Depression. It also captured 
the country’s fascination with modern machinery, 
including automobiles, ships, and airplanes, which 
were designed in an increasingly streamlined 

and aerodynamic fashion.210 Rounded corners, 
simplified ornamentation, and an overall emphasis 
on horizontality characterize this style.  

Both styles were applied to structures as well as 
buildings, as seen in the Los Angeles River bridges. 
They were considered the most modern of styles of 
their time and conveyed progress. Elements of both 
styles were utilized on the Riverside Drive near Zoo 
Drive Bridge as well as the Sixth Street Viaduct.

The Art Deco and Streamlined Moderne Styles
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The Riverside Drive Bridge near Zoo Drive was partly 
funded by the Works Progress Administration (WPA) 
(LR). In 1935 President Franklin D. Roosevelt formed 
the WPA as an attempt to put the unemployed 
back to work in the midst of the Great Depression. 
Roosevelt created the WPA to replace the large-
scale relief efforts of the Federal Emergency Relief 
Administration (FERA) created in 1933, which 
employed people on public works projects like 
road building, road repair, and park construction. 
It also employed teachers. The WPA also replaced 
the earlier Public Works Administration (PWA) 
and Civil Works Administration (CWA). The new 
program went a step further than previous ones, 
as it included projects related to creative fields 
and provided work for artists, musicians, and 
writers. Numerous projects were created under the 
umbrella of the WPA for these professions, such as 
the Federal Writers’ Project (FWP) and the Federal 
Art Project (FAP). 

The WPA was responsible for numerous projects 
in Los Angeles including murals, buildings, and 
public works projects. These included schools 
and post offices all over the city and murals within 
these buildings, the Astronomers Monument on the 
lawn of the Griffith Observatory, the sculpture at 
the entrance to the Hollywood Bowl, and the Aliso 
Street Viaduct (present day Hwy 101). The Riverside 
Drive Bridge near Zoo Drive, completed in 1938, 
was financed in part by WPA funds. 

Works Progress 
Administration 
Fund Riverside 
Bridge
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Cover C View of the Glendale-Hyperion Bridges under construction, looking east, 1928. City Archives, Office of the City Clerk

viii C Map of Los Angeles River Bridges and bridge profiles. Map derived from “Route Map Los 
Angeles Railway Electric Car and Bus Routes,” 1934.

Los Angeles Public Library Photo Collection

1 UR A drawing of Indian water carriers in the early pueblo of Los Angeles in the 1800s. Drawn by 
Orpha Klinker Carpenter, and appeared in the book “The City That Grew” by Boyle Work-
man,” ca. 1800s.

Los Angeles Public Library Photo Collection

1 L View of Los Angeles looking east toward the river, 1854. Los Angeles Public Library Photo Collection

2 UL Plan De la Ciudad de Los Angeles, Surveyed and Drawn by E.C.O. Ord, August 29, 1849. Los Angeles Public Library Photo Collection

2 L Bird’s Eye View Drawing of the Los Angeles Plaza and City, 1857. Los Angeles Public Library Photo Collection

4 UL Group photo was taken in the Arroyo Seco area. In the background is the California South-
ern Railroad (now the Santa Fe), locomotive #13, built in 1882, ca. 1888.

Los Angeles Public Library Photo Collection

4 UR Construction of a wooden trestle for Pacific Electric Rail service, 1904. Los Angeles Public Library Photo Collection

4 C Los Angeles and San Gabriel Valley Railroad, 1887. Los Angeles Public Library Photo Collection

4 LL San Gabriel Railway gets laid in Highland Park, 1885. Workers stand posed with a piece of 
railing hoisted on their shoulders. 

Los Angeles Public Library Photo Collection

4 LR The Southern Pacific Railroad built the Arcade Station in 1885 in competition against Santa 
Fe Railroad. It replaced the adobe house of William Wolfskill and its surrounding orange 
grove, the largest in Southern California. The station was demolished in 1914 and replaced 
with the Central Station, a larger and more modern railroad passenger depot. It, too, was 
later demolished. 1891.

Los Angeles Public Library Photo Collection

5 U Map of The City of Los Angeles Showing Railway Systems issued by the Travel and Hotel 
Bureau, 1906.

Library of Congress Geography and Map 
Division. 

6 UL The Boyle Heights and Downey Avenue Streetcar lines and horse-drawn carriages run down 
Broadway at Fifth Street, ca. 1908.

University of Southern California on behalf of 
the USC Libraries Special Collections, Califor-
nia Historical Society Archives Collection

6 L Macy Street Bridge showing streetcars, vehicles, and pedestrians sharing the same river cross-
ing (this bridge was later replaced with the César Chávez Avenue Viaduct), 1925.

Courtesy of The University of Southern Califor-
nia, On Behalf of USC Libraries, Dick Whit-
tington Collection.

7 U “View of Los Angeles from the East, Brooklyn Heights in the Foreground, Pacific Ocean and 
Santa Monica Mountains in the Background.” Image shows two of the first river crossings 
at Macy Street (now César Chávez) and Aliso Street (now Hwy 101 crossing), drawn by E.S. 
Glover, 1877.  

Library of Congress, Geography and Map 
Division

7 L A view from the site of the second wood trestle Macy Street Bridge over the Los Angeles River 
(this bridge was later replaced with the concrete arched César Chávez Viaduct), 1925.

Los Angeles Public Library Photo Collection

8 U Trains passing under the wooden Fourth Street Viaduct; a streetcar crosses above, ca. 1910s. University of Southern California on behalf of 
the USC Libraries Special Collections, Califor-
nia Historical Society Archives Collection

9,10 C Map of Los Angeles, California: Northern Part of Los Angeles, from the Corner of Wilder 
Street and Central Avenue, looking north. Drawn by B.W. Pierce, 1894. 

Library of Congress, Geography and Map 
Division, No. 8272, G4364.L8A3, 1894. P5

11 UL River bridge washed out by flooding, n.d. Los Angeles Public Library Photo Collection

11 UR Original wooden truss at First Street flooded, 1886. Los Angeles Public Library Photo Collection

11 ML Collapse of Dayton Avenue Bridge (later renamed Riverside Drive-Figueroa Bridge), looking 
upstream from east bank, 1927.

City Archives, Office of the City Clerk

11 C Bridge Out sign, 1930. Los Angeles Public Library Photo Collection

11 MR Officials inspect collapsed Dayton Avenue Bridge (later renamed Riverside Drive-Figueroa 
Bridge), looking toward the west bank, 1927.

City Archives, Office of the City Clerk

11 LL Boat washes down muddy Los Angeles River during a flood event, 1938. Los Angeles Public Library Photo Collection

11 LR A railroad bridge over the Los Angeles River destroyed by flood, 1914. Los Angeles Public Library Photo Collection
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12 UL Onlookers view the wooden Seventh Street Bridge over the Los Angeles River destroyed by 
flood, 1914.

Los Angeles Public Library Photo Collection

12 LL Santa Fe Railroad Bridge destroyed by Los Angeles River flood, 1930. Los Angeles Public Library Photo Collection

13 UL Pacific Electric car falls into wash, 1943. Los Angeles Public Library Photo Collection

14 UL Union Pacific train wreck, 1927. Los Angeles Public Library Photo Collection

14 LL Pacific Electric streetcar accident, 1949. Los Angeles Public Library Photo Collection

15 U Los Angeles City Council, 1930. Los Angeles Public Library Photo Collection

16 UR Original “Richardsonian Romanesque“ designed Los Angeles City Hall, 1925. Los Angeles Public Library Photo Collection

16 LR First Automobile Club of Southern California, ca. 1920. Los Angeles Public Library Photo Collection

17 UL Portrait of Homer Hamlin, City Engineer, 1906-1917, n.d. City of Los Angeles Bureau of Engineering

17 UM Portrait of Major John C. Shaw, City Engineer, 1925-1930, n.d. City of Los Angeles Bureau of Engineering

17 UR Portrait of Merrill Butler, 1924-1932, n.d. City of Los Angeles Bureau of Engineering

18 U Merrill Butler under the recently completed Dayton Avenue Viaduct (later renamed Riverside 
Drive-Figueroa Avenue Viaduct), 1928. 

City Archives, Office of the City Clerk

19 UR Bridge Division design for Macy Street Bridge (later renamed César Chávez Viaduct) from the 
Municipal Art Commission Annual Report, 1927.

City Archives, Office of the City Clerk

19 LR Municipal Art Commission, (Fielding J. Stilson, Secretary, Mrs. Sumner Pl. Hunt, Maj. E.F.C. 
Klokke, President, John Parkinson, Mrs. W.J. Washburn), ca. 1905. 

City Archives, Office of the City Clerk

20 UL City Beautiful-Inspired Plan for the Los Angeles Civic Center, 1937. Los Angeles Public Library Photo Collection

20 UR Los Angeles City Hall, 1939. Los Angeles Public Library Photo Collection

21 C Map showing the Major Traffic Street Plan for Los Angeles prepared for the Committee on 
Los Angeles Plan of Major Highways of the Traffic Commission of the city and county of Los 
Angeles, 1924.

Los Angeles Public Library Photo Collection

22 LL Los Angeles Times Article “Bridge Bonds on Ballot” March 19, 1926. Los Angeles Times Reprints

23 ML Los Angeles Times Article “Bridge Building to Begin Soon: Three Large Projects to be Rushed,” 
April 6, 1907.

Los Angeles Times Reprints

23 UR First level of Seventh Street Bridge looking north prior to the addition of a second level over 
the intersecting railroad tracks, ca. 1910.

City Archives, Office of the City Clerk

24 L View of Buena Vista Street Bridge (later renamed Broadway Street Viaduct) over the Los An-
geles River, looking northwest, 1918.

City Archives, Office of the City Clerk

25 U Bond Measure pamphlets, “Help Put Major Traffic Street Plan Into Effect: Vote YES Proposi-
tion 4,” “Make Streets Safe for our Children: Vote Yes Proposition 5” ca. 1926; “2 New 
Major Traffic Street Plan Bridges: Vote Yes Proposition No. 10” 1926; “For Your Safety and 
Your Family: Vote Yes Proposition No. 10,” 1924.

City Archives, Office of the City Clerk

26 U The Traffic Commission encouraged residents to vote for Viaduct Bonds on April 9th by hang-
ing banners across Macy Street Bridge (later renamed César Chávez). Photograph taken 
looking west from Mission Road, 1923.

Automobile Club of Southern California 
Archives 

27 UL Construction of the concrete deck on the Riverside Drive (Formerly Dayton Avenue) Bridge 
looking east from Riverside Drive (this bridge was later washed out in 1938), 1927.

City Archives, Office of the City Clerk

27 UR The Fourth and Lorena Bridge under construction, looking at northerly side of arches, 1923. City Archives, Office of the City Clerk

27 LL Forms for hand rail ornamentation on Monterey Road retaining wall, 1919. City Archives, Office of the City Clerk

27 LR Finished hand rail on Monterey Road retaining wall, July 11, 1919. City Archives, Office of the City Clerk

28 UL Removal of the deck and earthen fill of the first level (dated 1910) Seventh Street Bridge to 
stabilize a second level viaduct over the railroad tracks, 1927.

City Archives, Office of the City Clerk

28 UR Fourth and Lorena Bridge, filling north sidewalk with concrete, 1924. City Archives, Office of the City Clerk

28 LL Glendale-Hyperion Bridges under construction. Once the wooden falsework has been con-
structed, the forms are filled with reinforced concrete, ca. 1928.

City Archives, Office of the City Clerk
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28 LM Concrete hopper used to construct Sixth Street Viaduct, ca. 1932. City Archives, Office of the City Clerk

28 LR North Spring Street (formerly Downey Avenue) Viaduct, view of westerly pier and arch under 
construction, 1927. 

City Archives, Office of the City Clerk

29 UL Engineers taking levels at the crown of the Fourth Street Viaduct’s arch, 1930. City Archives, Office of the City Clerk

29 ML Fourth Street Viaduct, lowering arch centers with jacks, 1930. City Archives, Office of the City Clerk

29 UR Drawing of the First Street Viaduct’s construction technique, (constructed 1929), drawn by the 
Heather Larson, Historic American Engineering Record (HAER CA 175), 2000.

Historic American Engineering Record, Na-
tional Park Service, Heather Larson, 2000. 

30 UL Drawing of the First Street Viaduct’s construction technique, (constructed 1929), drawn by the 
Heather Larson, Historic American Engineering Record (HAER CA 175), 2000.

Historic American Engineering Record, Na-
tional Park Service, Heather Larson, 2000. 

30 UR View of the deck of the main span of the Glendale-Hyperion Viaduct under construction, 
1929. 

City Archives, Office of the City Clerk

31 UL Detail view of the Classically-derived fluted entrance columns on the Broadway Street Viaduct 
(formerly the Buena Vista Street Bridge), 2013.

James Sanderson, photographer

31 UR Detail view of the Ninth Street Viaduct (later renamed Olympic Boulevard Viaduct) rondel 
railings, 2013.

James Sanderson, photographer

31 LL Detail view of a pylon and dual lamp post on the Olympic Boulevard (formerly Ninth Street) 
Viaduct, 2013.

James Sanderson, photographer

31 LM Detail view of the Beaux-Arts styled urn railing on the Broadway Street (formerly Buena Vista) 
Viaduct, 2013.

James Sanderson, photographer

31 LR Oblique aerial view of the entrance pylons on the Glendale-Hyperion Bridges, 2013. James Sanderson, photographer

32 UL Oblique aerial view of bicyclists crossing the Broadway Street (formerly Buena Vista) Viaduct, 
2013.

James Sanderson, photographer

32 UR Oblique view of the Beaux-Arts-styled Fourth over Lorena Bridge, ca. 1925. City Archives, Office of the City Clerk

32 LL Detail view of a lamp post and lantern on the Fletcher Drive Bridge, 2013. James Sanderson, photographer

32 LM Detailed view of the railings on North Spring Street (formerly Downey Avenue) Viaduct, 2013. James Sanderson, photographer

32 LR View of original central pylons on the Sixth Street Viaduct, ca. 1932. Los Angeles Public Library Photo Collection

33,34 C Illustration from a Los Angeles Times article, “Viaduct Need Serious: Various Railroad Lines 
Will Unite with County in Defraying Cost of Bridges Over Tracks,” illustrating the traffic 
congestion at rail crossings in 1923 and how the new viaducts would cross over the railroad 
tracks, saving drivers time. Article dated June 3, 1923.

Los Angeles Times Reprints

35,36 U Main Street Bridge, looking north from east bank, 2010. GPA Consulting, Laura O’Neill, photographer

37 UR Detail view of damage to original Main Street Bridge railing, n.d. City of Los Angeles Bureau of Engineering

37 MR Detail of non-original replacement railings on Main Street Bridge, 2010. GPA Consulting, Laura O’Neill, photographer

37 LR Detail of restored railings on Main Street Bridge, 2015. GPA Consulting, Andrea Galvin, photogra-
pher

38 UL Detail view of substructure of Main Street Bridge showing varying widths of rib arches after 
rehabilitation, 2015

GPA Consulting, Andrea Galvin, photogra-
pher

38 LL Aerial view of Main Street Bridge showing the at-grade intersecting railroad lines, 2013. James Sanderson, photographer

39 U Drawing of the three-hinged arch on the Main Street Bridge (constructed in 1910) drawn by 
Jason Currie, Historic American Engineering Record (HAER CA 276), 2000.

Historic American Engineering Record, Na-
tional Park Service, Jason Currie, 2000.

40 LL Main Street Bridge showing unique hanging scaffold system, looking north, 2013. James Sanderson, photographer

40 LR View of workers ejecting epoxy into the substructure of the Main Street Bridge to secure iron 
tie rods during rehabilitation. An additional layer of concrete was poured around each rib 
arch to increase seismic stability. The workers are standing on an innovative scaffold that 
hangs from the bridge, 2012.

James Sanderson, photographer

41,42 U Broadway Street (formerly Buena Vista Street) Viaduct looking north, 2013. James Sanderson, photographer

43 UL Illustration from Los Angeles Times article, “Proposed Viaduct: To Reach from Gate of Elysian 
Park on Buena Vista Street to East End of Downey Avenue Bridge,” Oct. 1, 1905.

Los Angeles Times Reprints
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43 UR View of the Broadway Street (formerly Buena Vista Street) Viaduct showing overhead electric 
lines and streetcar tracks, looking east, ca. 1925. 

University of Southern California on behalf of 
the USC Libraries Special Collections, Califor-
nia Historical Society Collection

43 L View of Broadway Street (formerly Buena Vista Street) Viaduct over the Los Angeles River, 
looking northwest, 1918.

City Archives, Office of the City Clerk

44 UL View of a plane flying by the massive Corinthian columns on the Broadway Street (formerly 
Buena Vista Street) Viaduct, 2013.

James Sanderson, photographer

44 UR Oblique view of the Broadway Street (formerly Buena Vista Street) Viaduct, looking southwest 
toward downtown Los Angeles, 2013.

James Sanderson, photographer

44 L Aerial view of the Broadway Street (formerly Buena Vista Street) Viaduct showing “Y” intersec-
tion, looking south, 2013.

James Sanderson, photographer

45 U View of Broadway Street (formerly Buena Vista Street) Viaduct Viaduct looking east from the 
entrance to Elysian Park, 1927.

City Archives, Office of the City Clerk

46 UL Portrait of Alfred Rosenheim, Architect for the Broadway Street (formerly Buena Vista Street) 
Viaduct, n.d.

Los Angeles Public Library Photo Collection

46 LL Portrait of Reuben W. Dromgold from the Los Angeles Times article, “Four New Bridges Will 
Bring City Together as One Unit,” Aug 16, 1908.

Los Angeles Times Reprints

47,48 U View of the Seventh Street Viaduct, looking north, 2013. James Sanderson, photographer

49 U Drawing of the Seventh Street Viaduct showing the construction technique of adding a sec-
ond level to the original 1910 structure in 1927. Drawn by Jason Currie, Historic American 
Engineering Record (HAER CA 175), 2000.

Historic American Engineering Record, Na-
tional Park Service, Jason Currie, 2000.

50 UL View of the original earthen-filled closed spandrel arched concrete bridge over the Los Ange-
les River at Seventh Street, showing the intersecting at-grade railroad tracks, ca. 1926.

City Archives, Office of the City Clerk

50 UR Contractors elevate the original 1910 Seventh Street Bridge by adding a second level, 1927. City Archives, Office of the City Clerk

50 ML View of vehicles, trolley, and horse-drawn carriage waiting to cross intersecting railroad 
tracks on the first level of the Seventh Street Bridge (originally constructed 1910) before it was 
elevated in 1927. Note the banner in the background advertising Bridge Bonds on June 5th 

that would pay for a second level to the bridge to make it a viaduct over the railroad tracks. 
Photo taken ca. May 1923. 

Automobile Club of Southern California 
Archives

50 MR Seventh Street Bridge under construction. The City utilized the original 1910 bridge as the 
substructure for the existing second level viaduct by constructing T-beam piers between both 
levels, ca. 1926.

City Archives, Office of the City Clerk

51 UR Contractors remove the deck on the original 1910 concrete arched Seventh Street Bridge to 
create a viaduct over the intersecting railroad tracks, 1926.

City Archives, Office of the City Clerk

51 MR View of the nearly completed second level on the Seventh Street Viaduct, 1927. City Archives, Office of the City Clerk

51 LR View of the second-level on the Seventh Street Viaduct after completion, 1927. City Archives, Office of the City Clerk

52 U Aerial view of the Seventh Street Viaduct, 2013. James Sanderson, photographer

53,54 U Oblique view of the Olympic Boulevard (formerly Ninth Street) Viaduct, 2013. James Sanderson, photographer

55 UL Original wooden crossing at Ninth Street (later renamed Olympic Boulevard) and pouring 
footings for the new concrete arched structure, 1924.

City Archives, Office of the City Clerk

55 UR Completed concrete arched viaduct over the Los Angeles River at Ninth Street (later renamed 
Olympic Boulevard Viaduct), 1925. 

City Archives, Office of the City Clerk

55 ML Los Angeles Times article, “Fiesta to Mark Bridge Opening,” September 13, 1925. Los Angeles Times Reprints

55 MR The City celebrated the opening of the Olympic Boulevard Viaduct with a Spanish-themed 
celebration, November 1925.

Los Angeles Public Library Photo Collection

56 ML Olympian jumps over high jump, 1932. Los Angeles Public Library Photo Collection

56 UR 1932 Olympic Games closing ceremony at the Coliseum, 1932. Los Angeles Public Library Photo Collection

56 UL 1932 Olympic Games information office, in the National City Bank Building (810 S. Spring 
Street), 1932. 

Los Angeles Public Library Photo Collection
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56 MR Spring Street, looking north from Fifth Street, decorated with Olympic flags and banners, 
1932.

Los Angeles Public Library Photo Collection

57 UL Detail view of the lanterns on the Olympic Boulevard (formerly the Ninth Street) Viaduct, 
2013.

James Sanderson, photographer

57 UR Gaping fissures in Olympic Boulevard Viaduct’s railings, 1936. Corbis (later Getty Images), Los Angeles Ex-
aminer Collection

57 LL Oblique view of the Olympic Boulevard (formerly Ninth Street) Viaduct, 2013. James Sanderson, photographer

57 LR Detail of the shell and scroll motif at the base of the massive lantern pylons on the Olympic 
Boulevard (formerly Ninth Street) Viaduct, 2013.

James Sanderson, photographer

58 ML Oblique view of the cantilevered massive pylons and lamp posts on the Olympic Boulevard 
(formerly Ninth Street) Viaduct, 2013.

James Sanderson, photographer

59,60 U Aerial View of the César Chávez (formerly Macy Street) Viaduct, 2013. James Sanderson, photographer

61 U Drawing of the César Chávez Avenue (formerly Macy Street) Viaduct (constructed 1926), 
drawn by Jason Currie, Historic American Engineering Record (HAER CA-278), 2000. 

Historic American Engineering Record, Na-
tional Park Service, Jason Currie, 2000.

62 UL View of Macy Street (later renamed César Chávez) Viaduct, looking northwest, ca. 1930s. Los Angeles Public Library Photo Collection

62 LL Statue of Father Junipero Serra Mission San Gabriel, 1931. Los Angeles Public Library Photo Collection

63 C Oblique view of the César Chávez (formerly Macy Street) Spanish-Baroque pylon, 2013. James Sanderson, photographer

64 UR A horse drawn carriage along the El Camino Real, ca. 1900. West Valley Museum

65 U View of Macy Street (later renamed César Chávez) Viaduct, looking northwest, ca. 1930s. Los Angeles Public Library Photo Collection

65 LR The bridge’s namesake, César Chávez, walks with picket sign, ca. 1970s. Los Angeles Public Library Photo Collection

66 UL Detail view of the turned railings on the César Chávez (formerly Macy Street) Viaduct, 2013. James Sanderson, photographer

66 UR César Chávez (formerly Macy Street) Viaduct pylon detail, 2013. James Sanderson, photographer

66 LL Oblique view of Macy Street (later renamed César Chávez) Viaduct, ca. 1930s. Los Angeles Public Library Photo Collection

67,68 U Aerial view of the Riverside Drive/Figueroa Avenue (formerly Dayton Drive) Bridge at the 
commencement of its demolition to make way for a new structure to correct its sharp curve 
and structural deficiencies, 2013.

James Sanderson, photographer

69 UR Original Dayton Avenue Bridge (near present-day Riverside Drive-Figueroa Street Bridge) 
across the Los Angeles River (constructed 1903) prior to its replacement with a concrete 
arched structure, looking southeast September 27, 1926. 

City Archives, Office of the City Clerk

69 MR The nearly completed concrete arched Dayton Avenue Bridge looking southeast from pres-
ent-day Riverside Drive-Figueroa Street, 1927. (This bridge has since been replaced twice.) 

City Archives, Office of the City Clerk

69 LR Completed single-span concrete arched Dayton Avenue Bridge (later replaced with the River-
side Drive-Figueroa Street Bridge in 1938), photo taken 1928.

Los Angeles Public Library Photo Collection

70 UL Flooding of the Los Angeles River near Dayton Avenue Bridge (later replaced with Riverside 
Drive/Figueroa Street Bridge), 1938.

Los Angeles Public Library Photo Collection

70 UM Elysian Park landslide sign on the Riverside Drive-Dayton Avenue Bridge, 1937. Los Angeles Public Library Photo Collection

70 UR Riverside Drive is split by the Elysian Park landslide, 1937. Los Angeles Public Library Photo Collection

70 MR Dirt covering the ruins of Riverside Drive after the Elysian Park landslide, 1937. Los Angeles Public Library Photo Collection

70 LL Damage to the Riverside Drive-Dayton Avenue Bridge (later replaced with the Riverside 
Drive/Figueroa Street Bridge) caused by Elysian Park landslide, 1937.

Los Angeles Public Library Photo Collection

70 LR City engineers survey the damage done by the Elysian Park landslide, 1937. Los Angeles Public Library Photo Collection

71 U Close-up view of the Warren steel truss substructure on the Riverside Drive-Figueroa Street 
(formerly Dayton Avenue) Bridge (constructed 1938), 2013.

James Sanderson, photographer

72 C Aerial view of the Riverside Drive/Figueroa Street replacement bridge under construction, 
2014. 

James Sanderson, photographer

73,74 U Fletcher Drive Bridge, looking northwest, 2013. James Sanderson, photographer
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75 LL Aerial view of flooded Los Angeles River at Fletcher Drive Bridge, 1938. Courtesy of The University of Southern Califor-
nia, On Behalf of USC Libraries.

75 UR Fletcher Drive Pacific Electric railway trestle, ca. 1900. Los Angeles METRO Library and Archive

75 MR Pacific Electric tracks over Fletcher Drive, looking east, ca. 1938. Los Angeles Public Library Photo Collection

75 LR Intersection of Fletcher and Riverside Drives, looking northeast toward Los Angeles River, with 
the Pacific Electric trestle in the foreground, ca. 1938.

Los Angeles Public Library Photo Collection

76 UL View of the fanned ribs under the Fletcher Drive Bridge, 2013. GPA Consulting, Andrea Galvin, photogra-
pher

76 UR Water diversion for the Fletcher Drive Bridge retrofit project, 2011. GPA Consulting, Andrea Galvin, photogra-
pher

77,78 U Aerial view of the Fletcher Drive Bridge looking south, 2014. James Sanderson, photographer

79,80 U North Spring Street (formerly Downey Avenue) Viaduct, looking south from the Broadway 
Street Viaduct, 2013.

James Sanderson, photographer

81 U Old wood trestle Downey Avenue (later renamed North Spring Street) Bridge crossing Los 
Angeles River, 1927.

City Archives, Office of the City Clerk

81 M Newly completed concrete arched North Spring Street (formerly Dayton Avenue) Viaduct, 
1928.

City Archives, Office of the City Clerk

81 L Aerial view of the North Spring Street (formerly Dayton Avenue) Viaduct with the Broadway 
Street (formerly Buena Vista Street) Viaduct in the foreground, 2013.

James Sanderson, photographer

82 L Construction crews install new replica railings on North Spring Street Viaduct, 1992. City of Los Angeles Bureau of Engineering

83 UR North Spring Street (formerly Dayton Avenue) Viaduct upon completion showing the four rib 
arches and open spandrels, 1928. 

City Archives, Office of the City Clerk

83 MR Substructure of approach spans on the North Spring Street Viaduct, 2012. James Sanderson, photographer

83 LR Architect’s visual simulation of proposed widening scheme for the North Spring Street 
Viaduct; the bridge would be widened on the south side in a differentiated dual arch form, 
August, 2011. 

City of Los Angeles Bureau of Engineering

84 UL Sidewalk and railing detail, North Spring Street Viaduct, 2012. James Sanderson, photographer

84 L North Spring Street Viaduct looking north with the Metrolink train running under it, 2012. James Sanderson, photographer

85,86 U First Street Viaduct looking north from the Los Angeles River, 2013. James Sanderson, photographer

87 U A vehicle crosses a wooden bridge at First Street during construction of the new concrete 
piers for a replacement concrete arched viaduct across the Los Angeles River, 1928. 

City Archives, Office of the City Clerk

87 L Construction crew lay tracks for a trolley line along the deck of the concrete arched First 
Street Viaduct under construction, 1928. 

City Archives, Office of the City Clerk

88 UL Officials pose for a photo under the massive Triumphal Arch on the newly constructed First 
Street Viaduct, ca. 1929. 

City Archives, Office of the City Clerk

88 LL A Pacific Electric streetcar crosses the First Street Viaduct, ca. 1929. City Archives, Office of the City Clerk

89 MR Massive Triumphal Arch Pylon and belvedere on the First Street Viaduct, 2013. James Sanderson, photographer

90 UL Construction crews carefully removed the massive Triumphal Arch Pylon on the north side of 
the viaduct to widen it. Once the bridge was widened, the original pylon was reinstalled on 
the widened viaduct, 2009.

City of Los Angeles Bureau of Engineering

90 UR Detail of the hanging light under the First Street Viaduct’s Triumphal Arch Pylon, 2013. James Sanderson, photographer

90 L The Los Angeles Metropolitan Transportation Authority (Metro) Gold Line running down the 
center of the recently widened First Street Viaduct, 2013.

James Sanderson, photographer

91, 92 U Aerial view of the Glendale-Hyperion Viaduct over the Los Angeles River, 2013. James Sanderson, photographer

93 UL Original wooden bridge at Glendale-Hyperion and the Pacific Electric wooden trestle across 
the Los Angeles River, looking east, ca. 1927.

City Archives, Office of the City Clerk

93 UR Construction workers hoist concrete hopper over pier location during the construction of the 
concrete arched Glendale-Hyperion Viaduct, 1928.

City Archives, Office of the City Clerk
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93 ML Building arch forms on the Glendale-Hyperion Viaduct. View of the bridge under construc-
tion, looking west toward Waverly Avenue, 1928.

City Archives, Office of the City Clerk

93 LL View of the Glendale-Hyperion Viaduct under construction, looking east, 1928. City Archives, Office of the City Clerk

94 UL View of the nearly complete Glendale-Hyperion Viaduct looking east. Note the original 
wooden bridge between the new concrete structure and Pacific Electric railway trestle as well 
as the two arch spans that now cross over present day Highway I-5, 1929.

City Archives, Office of the City Clerk

94 UR View of the Glendale-Hyperion Viaduct under construction, looking east, 1928. City Archives, Office of the City Clerk

94 MR World War I Victory Memorial on the Glendale-Hyperion Viaduct main spans, ca. 1929. City Archives, Office of the City Clerk

94 LR Nearly complete Glendale-Hyperion Viaduct looking west, ca. 1929. City Archives, Office of the City Clerk

95,96 U Aerial view of the Glendale-Hyperion Viaduct with the City of Los Angeles in the background, 
looking south, 2014.

James Sanderson, photographer

97,98 U Fourth Street Viaduct from the Los Angeles River, looking south, 2013. James Sanderson, photographer

99 U Original wooden Fourth Street Viaduct looking southeast from the Santa Fe Railroad yard, 
ca. 1925.

University of Southern California on behalf of 
the USC Libraries Special Collections, Califor-
nia Historical Society Archives Collection

99 inset Los Angeles Times article, “Fourth Street Bridge to Set World’s Record,” August 11, 1930. Los Angeles Times Reprints

100 U Fourth Street Viaduct under construction, 1930. City Archives, Office of the City Clerk

100 UR Fourth Street Viaduct opening celebration, 1931. Los Angeles METRO Library and Archive

101 UR Construction of the approach piers and reinforcing hinges on the Fourth Street Viaduct, 
1930.

City Archives, Office of the City Clerk

101 LR View of the Fourth Street Viaduct and pedestrian stair from the intersection of Santa Fe Av-
enue and Mateo Street, looking northeast, 2013.

James Sanderson, photographer

102 UL Fourth Street Viaduct gothic pylon detail, ca. 1930. Los Angeles Public Library Photo Collection

102 UR View of the Sixth Street Viaduct through the trefoil design of the Fourth Street Viaduct’s rail-
ing, emulating a Gothic tracery window, 2013. 

James Sanderson, photographer

102 L Fourth Street Viaduct railing detail, n.d. University of Southern California on behalf of 
the USC Libraries Special Collections, Califor-
nia Historical Society Archives Collection

103,104 U Washington Boulevard Bridge, 2013. James Sanderson, photographer

105 UL Site of Washington Boulevard Bridge prior to construction, 1930. City Archives, Office of the City Clerk

105 UR Construction of the concrete piers on the Washington Boulevard Bridge, view from the west 
bank of the Los Angeles River, 1930. 

City Archives, Office of the City Clerk

106 UL Construction of the concrete piers on the Washington Boulevard Bridge, view from the west 
bank of the Los Angeles River, 1930. 

City Archives, Office of the City Clerk

106 UR Washington Boulevard Bridge completed structure, May 6, 1931. City Archives, Office of the City Clerk

107 U Drawing of the frieze on the Washington Boulevard Bridge (constructed 1930), drawn by Erin 
Ammer, Historic American Engineering Record (HAER CA-284), 2000.

Historic American Engineering Record, Na-
tional Park Service, Erin Ammer, 2000.

107 LR Detail view of the Washington Boulevard railings, 2013. James Sanderson, photographer

108 U Drawing of the frieze on the Washington Boulevard Bridge (constructed 1930), drawn by Erin 
Ammer, Historic American Engineering Record (HAER CA-284), 2000.

Historic American Engineering Record, Na-
tional Park Service, Erin Ammer, 2000.

108 LL Washington Boulevard Bridge pylon frieze detail, 2013. James Sanderson, photographer

109,110 U Sixth Street Viaduct from the Los Angeles River, looking southeast, 2013. James Sanderson, photographer

111 U View of original steel through-tied arches and central Art Deco pylons on the Sixth Street 
Viaduct, 1932.

University of Southern California on behalf of 
the USC Libraries Special Collections, Califor-
nia Historical Society Archives Collection

112 UL Original drawing of the Sixth Street Viaduct’s two steel arch spans over the Los Angeles River, 
ca. 1930.

City Archives, Office of the City Clerk
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112 ML Sixth Street Viaduct’s steel arch construction over the Los Angeles River, 1931. City Archives, Office of the City Clerk

112 LL Sixth Street Viaduct’s steel arch construction over the Los Angeles River, 1931. City Archives, Office of the City Clerk

113 U Sixth Street Viaduct after completion, 1932. Corbis (later Getty Images), Los Angeles Ex-
aminer Collection

114 U View of the Sixth Street Viaduct from the Los Angeles River, ca. 1930s. Los Angeles Public Library Photo Collection

114 ML View of the massive entrance pylons on the Sixth Street Viaduct looking east, 1932. Los Angeles Public Library Photo Collection

114 MR Approach spans of the Sixth Street Viaduct with City Hall in the background, ca. 1930s. Los Angeles Public Library Photo Collection

114 L View of the Sixth Street Viaduct from the railroad tracks on the west bank of the river looking 
northeast, ca. 1932. 

Los Angeles Public Library Photo Collection

115 U View of cracking caused by alkali-silica reaction (ASR) in the concrete on the substructure of 
the Sixth Street Viaduct, 2001.  

Historic American Engineering Record, Brian 
Grogan, photographer (CA-176, Image 64)

115 LL City of Los Angeles Bridge Engineers inspect the Sixth Street Viaduct, 2016. James Sanderson, photographer

115 LR Concrete core sample from “Field Sampling and Testing Program Final Report” prepared for 
the City of Los Angeles Bureau of Engineering regarding the ASR on the Sixth Street Viaduct, 
prepared by W.Koo & Associates, Inc. and  Wiss, Janney, Eistner Associates, Inc.2002.

City of Los Angeles Bureau of Engineering/ 
W.Koo & Associates, Inc./ Wiss, Janney, Eist-
ner Associates, Inc.

116 UL Detail view of original central Art Deco Pylon on the Sixth Street Viaduct, 1932. Los Angeles Public Library Photographic Col-
lection

116 UR Image of the Sixth Street Viaduct with the central pylons removed, 1950. Los Angeles Public Library Photographic Col-
lection

117 UR Rendering of finalist’s design for the Bridge Design Competition, AECOM, 2012. City of Los Angeles Bureau of Engineering/
AECOM

117 MR Rendering of finalist’s design for the Bridge Design Competition, Parsons Brinkerhoff, 2012. City of Los Angeles Bureau of Engineering/
Parsons Brinkerhoff

117 LR Rendering of the winning bridge design entry, HNTB, 2012. City of Los Angeles Bureau of Engineering/
HNTB

118 U Elevation rendering of the winning bridge design across the Los Angeles landscape, HNTB, 
2012.

City of Los Angeles Bureau of Engineering/
HNTB

118 LL Oblique rendering of the proposed ribbon arches on the winning bridge design, HNTB, 
2012.

City of Los Angeles Bureau of Engineering/
HTNB

118 LR Scale model of the proposed new Sixth Street Viaduct in front of the existing (1932) viaduct at 
the ground-breaking ceremony, February 20, 2015.

James Sanderson, photographer

119,120 U Aerial view of the Riverside Drive near Zoo Drive Bridge, 2014. James Sanderson, photographer

121 UL View of original wooden crossing at Victory Boulevard (later renamed Riverside Drive), show-
ing the proposed new Riverside Drive near Zoo Drive Bridge alignment from the Los Angeles 
Examiner, 1937.

Corbis (later Getty Images), Los Angeles Ex-
aminer Collection

121 UR Aerial view of flooded Los Angeles River at the new Victory Boulevard (later renamed River-
side Drive) Bridge, 1938.

University of Southern California on behalf of 
the USC Libraries Special Collections

122 U Oblique view of the Riverside Drive near Zoo Drive Bridge, 2013. James Sanderson, photographer

123 U Riverside Drive near Zoo Drive Bridge showing the ribs and approach pier under the bridge, 
2013.

James Sanderson, photographer

124 ML Detail of Art Deco chevron pattern on the abutment pylons and lighting posts on the Riverside 
Drive near Zoo Drive Bridge, 2013.

James Sanderson, photographer

124 L Riverside Drive/Zoo Drive Bridge dedication plaque, 2013. James Sanderson, photographer
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