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M e t r o p o l i t a n T r a n s p o r t a t i o n  C o m m i s s i o n

Working Together to Deliver and 
Document the Region’s Bridge Program

It takes a partnership to deliver a mega public works
project on the scale of the new East Span of the San
Francisco-Oakland Bay Bridge, not to mention the 
rest of the $8.7 billion Toll Bridge Seismic Retrofit
Program and the $2.4 billion Regional Measure 1
bridge rehabilitation and expansion program. In 2005,
the state Legislature gave official status to a long-
standing working partnership between the MTC-run
Bay Area Toll Authority (BATA) and Caltrans, creating
the Toll Bridge Program Oversight Committee. The
new panel consists of top staff from BATA and Caltrans
as well as the California Transportation Commission.
As the committee’s name implies, these agencies are
joining forces to keep the region’s bridge program on
track in terms of time and budget. At the same time,
the agencies continue to work individually on the 
various threads that come together to make a public
works project a reality. For instance, as owner/operator
of the seven state toll bridges featured in this report
(but not the Golden Gate Bridge, which is owned and
operated by a special district), Caltrans manages 
the multitude of construction contracts, while BATA
provides financing via bonds.

Caltrans is also taking the lead in documenting the
building process, with District 4 photographers 
Bill Hall and John Huseby capturing the bridges 
from every angle — from land, the water and the air
— and through every stage of construction. In this
annual report, we showcase selections from what 
has become an extensive and historic body of 
photography. For more views of bridge construction,
go to <www.dot.ca.gov/dist4/photography>, or 
<www.baybridgeinfo.org>.

ABOVE: The new East Span of the San Francisco-
Oakland Bay Bridge is taking shape to the north 
of (and in this photo, to the right of) the old span.

ON THE COVER AND OPPOSITE: The abstract
interplay of color and form on the cover is
in fact a close-up detail from the photo at
right, which shows a precast deck segment
being lifted into place on the Skyway of 
the new East Span of the San Francisco-
Oakland Bay Bridge. Rising majestically 
out of the Bay, the column at the forefront
of the opposite photo stands like a colossus
at the head of a line of piers supporting the
eastbound Skyway. The existing East Span
can be seen in the lower right background.
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BAY AREA BRIDGES:
SAFER. SLEEKER. STRONGER.
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A crucial milestone in the construction of
the new East Span of the San Francisco-
Oakland Bay Bridge was reached when
crews lifted into place the massive, 1,700-
ton steel transitional deck segment that
will link the eastbound Skyway with the
self-anchored suspension span’s deck.
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LETTER FROM THE 
EXECUTIVE DIRECTOR

2005 was a landmark year for an up-

and-coming Bay Area transportation

agency — and a year of dramatic prog-

ress for a future Bay Area landmark. 

The agency? The Bay Area Toll Authority (BATA), an

arm of the Metropolitan Transportation Commission.

The future landmark? The new East Span of the 

San Francisco-Oakland Bay Bridge.

Indeed, in 2005, the fates of this relatively unknown

Bay Area body and this very high-profile regional

transportation link — and other Bay Area bridges —

became inextricably intertwined. In this annual report

we celebrate BATA’s coming of age as a key player 

in the funding, management and operation of the Bay

Area’s state-owned toll bridges in the 21st century.

Today, BATA is clearly at the leading edge of MTC’s

efforts to improve the overall performance of the 

Bay Area’s transportation system.

RAPID RISE TO PROMINENCE

Though still a fledgling agency, BATA has risen to 

a position of prominence on the Bay Area scene. 

The California Legislature created the Bay Area Toll

Authority in 1997 to administer the base $1 toll on the

region’s seven state-owned toll bridges, and designated

the Metropolitan Transportation Commission to carry

out the new entity’s functions. BATA promptly assumed

responsibility for funding and overseeing the Regional

Measure 1 bridge improvement program. Another of

BATA’s early actions in 1998 was selecting the striking

design for the San Francisco–Oakland Bay Bridge’s

new East Span that is now under construction. 

When in 2002 the Legislature determined that swelling

traffic forecasts required new investments in bridge

corridors — and a new revenue source to fund them —

it authorized a Bay Area ballot measure to increase

tolls and tapped BATA to finance and manage the

program. Approved as Regional Measure 2 (RM 2) 

by Bay Area voters in March 2004, this new measure

raised the automobile toll on the region’s state-owned

toll bridges to $3 (effective July 1, 2004), with the

proceeds from the $1 increase going to fund a balanced

set of transportation projects in the bridge corridors,

including mass transit options and critical highway

bottleneck improvements. In just the first year of 

RM 2 toll collections, fiscal year 2004–05, nearly

$250 million in RM 2 funds were allocated to help

fund late-night bus “owl service” along BART corri-

dors, speed planning for commuter rail service in the

Dumbarton Bridge corridor, purchase property for

construction of a new Transbay Terminal in downtown

San Francisco and advance a plethora of other proj-

ects around the region.

Overseeing the spending of toll revenues is not all

that has been asked of BATA; the agency also has

been charged with collecting these tolls more effi-

ciently. In early 2004, BATA assumed responsibility

for managing customer service functions for FasTrak™

— the electronic toll collection system in use on the

Bay Area’s seven state-owned toll bridges, and the

Golden Gate Bridge. Last year, BATA consolidated

FasTrak™ operations at a single customer service 

center, expanded the number of FasTrak™-only lanes

at Bay Area bridges and offered targeted marketing

incentives to increase FasTrak™ usage. The result?

FasTrak™ enrollment grew by 18 percent in 2005, to

more than 450,000 accounts regionwide.

But what truly made 2005 a signal year for the 

Bay Area Toll Authority was the passage by the state

Legislature of Assembly Bill 144. This legislation,

sponsored by Assemblywoman Loni Hancock of

MTC-Run Bay Area Toll Authority Comes of Age
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Berkeley and passed in July, consolidated all toll 

revenues, including the $1 seismic retrofit toll 

previously administered by Caltrans, under BATA’s

administration. The bill also created a new, high-level

Toll Bridge Program Oversight Committee (TBPOC) 

— with BATA representing the Bay Area, and Caltrans

and the California Transportation Commission rep-

resenting the state — to jointly manage the seismic

retrofit work on Bay Area bridges. In addition, BATA

was granted toll-setting authority to assure the 

availability of financial resources to complete the

seismic retrofit program. 

BREAKING LOGJAMS, RAISING HEFTY SUMS

BATA responded swiftly to its new role and responsi-

bilities, turning its attention immediately to the seismic

program’s biggest remaining challenge — the strength-

ening of the San Francisco-Oakland Bay Bridge. As its

first order of business, the TBPOC met and decided

on a process to restart work on the stalled east pier

and tower foundations for the centerpiece of the new

East Span, the self-anchored suspension portion — as

architecturally stunning as the entire span is critical

to seismic safety. The committee revised specifications

and devised innovative bid procedures, and within days

new bid documents were on the street. Just recently,

this process yielded a low bid that falls within our cost

estimates to construct the self-anchored suspension

span. Meanwhile, work has continued apace on the

longer Skyway section of the bridge, and today that

contract is over 85 percent complete.

Financing the hefty sums necessary to deliver the 

Toll Bridge Seismic Retrofit Program also is a BATA

responsibility. In its brief tenure, the agency already

has established itself as one of the most creditworthy

transportation agencies in the United States, garner-

ing top-drawer “AA” credit rankings from the three

major rating agencies. On the strength of these 

ratings, BATA has now issued $2 billion in bonds at

very favorable interest rates, the proceeds from which

are being used to advance a whole host of projects in

Bay Area bridge corridors. BATA’s ability to skillfully

manage such large sums has been a remarkable 

feature of its early years, and is a testament to the

savvy and acumen of BATA’s first-rate finance team.

NEW DUTIES, NEW LOOK, SOLEMN COMMITMENT

While it continues to share

leadership, staff and

office space with MTC,

BATA’s growing influence

and close linkage with the new East Span have raised

the authority’s once low-key public profile. BATA is

clearly stepping out of MTC’s shadow and developing

a vital new identity of its own. To help make this new

identity concrete, and in recognition of the greatly

expanded scope of activities the Legislature has

charted for BATA, we have created the bold new logo

you see on this page. The logo represents a symbolic

new beginning for BATA as an organization — and, we

pledge, for the Bay Area toll bridge program as well.

As we learned so tragically during Hurricane Katrina,

when breaches in the levees outside New Orleans

inundated a great city and stranded those inhabitants

lucky enough to survive, there is no higher regional

priority than safeguarding crucial infrastructure

assets against catastrophic failure. Here in Northern

California, the levees in our own Sacramento River

Delta are reminder enough of that, and we now know

that we must act to shore them up for the future. 

But the need is no less urgent when it comes to our

Bay Area bridges. In a very real sense, this region’s

transbay bridges are also our levees. They are critical

to our collective commerce, our individual mobility

and our very identity as a region. We simply must

protect them — and we shall. 

BATA may have stolen the spotlight last year, but

MTC also worked energetically to deliver a wide range

of valuable services to Bay Area travelers. I invite you 

to turn to pages 22—23 to review the year’s highlights.

As we mark MTC’s 35th anniversary in 2006, take a

moment to look back with us at an eventful 2005. We

look forward to making continued progress on these

and other projects in the year ahead.

Steve Heminger

Executive Director
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For the 260,000-plus drivers traversing the San Francisco-Oakland Bay

Bridge each day, the only sign that a major construction project is under

way is the line of giant red cranes standing at the ready. But just below

motorists’ line of sight, work on the new East Span has been proceeding

at a steady pace, sometimes around the clock.

The catastrophic 1989 Loma Prieta earthquake, which caused a section of

the upper deck of the East Span to collapse onto the lower deck, triggered

this seismic safety project and serves as a reminder of the urgent need to

complete construction before the next “big one” hits. A major milestone

was passed in 2005 when crews completed the foundations and piers for

the twin decks of the Skyway, the sleek causeway that will extend from the

Oakland shore to a midpoint in the Bay. Built to withstand intense ground

motion, each of the 28 Skyway supports — 14 for each deck — is a complex

and gargantuan structure in itself, much of it submerged under water. 

For each footing, crews essentially had to part the waters and create a dry

vertical space where massive, 300-foot-long steel piles could be pounded

into the Bay’s silt, then welded into place.

As the Skyway’s completed support columns marched across the Bay,

crews proceeded to “connect the dots” by installing chunks of road deck.

Precast deck segments — each weighing between 480 and 780 tons —

arrived by barge from Stockton, just in time to be hoisted into place in 

a delicate aerial ballet. Cables lock these deck sections into a seamless

horizontal ribbon of concrete that, on the eastbound span, now juts a 

mile or so into the Bay. In a parallel effort, crews also have begun to

install the pedestrian and bicycle path that will rim the southernmost

edge of the new East Span, which will feature five lanes of traffic in each

direction. By year’s end, Caltrans and the Bay Area Toll Authority (BATA)

could report that the Skyway was 85 percent complete. 

SAN FRANCISCO–OAKLAND
BAY BRIDGE EAST SPAN
Construction of Sleek Skyway Continues Apace 

9

TOP: Upwards of 300 skilled workers at a
time have been laboring over and under
the water — sometimes around the clock
— to build the new East Span.

BOTTOM: Taillights of San Francisco-bound
vehicles turn the existing East Span into
a neon-colored ribbon, while just to the
right, lights illuminate the twin decks of
the new Skyway.

OPPOSITE: Flanked by the giant red tower
cranes that have helped bring it into
existence, the eastbound Skyway thrusts
itself into the foreground and toward its
eventual union with the self-anchored
suspension span.
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SAN FRANCISCO-OAKLAND
BAY BRIDGE EAST SPAN
Self-Anchored Suspension Span Destined 
To Become Distinctive Landmark

11

For bridge buffs who thrill to the engineering spectacle playing out daily

over and under the waters of San Francisco Bay (visible from various van-

tage points), the best is yet to come. Work is getting under way in earnest

on the crowning piece of the new East Span: the self-anchored suspension

span, which will cross the final stretch of deep water leading to Yerba

Buena Island. This “signature” element got a green light this past summer

when the state Legislature and the governor agreed on a financing plan 

to complete the Toll Bridge Seismic Retrofit Program and especially the

East Span, now tagged at $5.5 billion. For BATA, which spearheaded the

design effort for the replacement bridge, the bill signing ceremony signaled

the end of a tortuous approval course involving many daunting hurdles.

After more than a year of construction delays, crews mobilized in the fall of

2005 and resumed work on the mid-Bay foundations and columns that will

support a 525-foot tower — the centerpiece of the self-anchored suspension

span. When the template for the tower’s piles was positioned into place 

in November 2005, it was a symbolic moment and cause for celebration.

And, as 2005 rolled into 2006, another crucial milestone approached: 

lifting the 1,700-ton steel transitional deck segment that will link the east-

bound Skyway with the self-anchored suspension span’s deck. 

Under Caltrans’ revised construction schedule, the 2.2-mile new East Span

is forecast to open for traffic in the westbound direction in 2012, and in

the eastbound direction in 2013. The old East Span will then be disman-

tled, after some 80 years of service. With its distinctive tower, dramatic

lighting and asymmetrical profile draped in graceful cables, the new East

Span is destined to become another San Francisco Bay Area landmark

for generations to come.

M E T R O P O L I T A N  T R A N S P O R T A T I O N  C O M M I S S I O N  | A N N U A L R E P O R T 2 0 0 5

TOP: With its distinctive tower, dramatic
lighting and asymmetrical, cable-draped
profile, the “signature” element seems
sure to earn the new East Span land-
mark status. 

BOTTOM: A 15.5-foot-wide path will run
along the southern edge of the east-
bound deck of the East Span, affording
bicyclists, pedestrians and wheelchair
users spectacular views.

OPPOSITE: The self-anchored suspension
span will close the gap between the end
of the Skyway and the forested mound
of Yerba Buena Island.
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ABOVE: A careful balance is maintained
between creation and destruction as 
the new approach takes shape just a few
feet from homes and offices in downtown
San Francisco.

OPPOSITE: To minimize traffic disruptions
during the reconstruction of this vital
artery, Caltrans is restricting lane 
and ramp closures to late night and
weekend hours.

Like performing transplant surgery while the patient runs a marathon,

work crews are removing and replacing the entire West Approach to the

San Francisco-Oakland Bay Bridge even as more than 260,000 vehicles 

a day traverse the mile-long structure through downtown San Francisco.

Funded with state Toll Bridge Seismic Retrofit Program moneys now over-

seen by BATA, the delicate $429 million operation involves swapping the

existing structure — cramped, seismically vulnerable and 70 years old —

for a modern, earthquake-safe freeway with wider lanes and shoulders 

on either side. 

Since any loss of traffic lanes would result in massive congestion, the West

Approach project is proceeding in stages, with lane and ramp closures

restricted to late night and weekend hours to accommodate a full load 

of weekday commute traffic. A careful balance is maintained between 

creation and destruction — and preservation of the homes and offices lying

just a few feet away from the elevated roadway. Partially demolished 

structures, flashing welders’ torches and heavy machinery add an other-

worldly touch to the streetscape below.

The intricate procedure moved into its third year in 2005, and reached

several milestones along the way. Caltrans shifted westbound traffic 

in September to a brand new, permanent four-lane structure just north 

of the original roadway. At the same time, a key off-ramp from the upper

deck into downtown San Francisco was shut down and subsequently

demolished to make way for a new structure that will carry eastbound

traffic onto the Bay Bridge.

Meanwhile, crews are now building a temporary eastbound freeway just

beneath the new westbound structure. This will allow for piecemeal 

demolition of the existing structure and construction of the permanent

eastbound freeway. During a critical phase of this reconstructive surgery,

Caltrans closed several on-ramps for extended periods on a series of

weekends in fall 2005, and closed the entire eastbound structure to 

traffic during the wee hours of October 15 and 16. More major closures lie

ahead in 2006 as the West Approach project steams toward its forecast

completion date in 2009.

SAN FRANCISCO-OAKLAND
BAY BRIDGE WEST APPROACH
Traffic Keeps Rolling as Old Structure Comes 
Down and Replacement Takes Shape
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ABOVE: Intricate webs of reinforcing 
steel are encased in concrete at the new
Benicia-Martinez Bridge.

OPPOSITE: Aerial view of the new Benicia-
Martinez Bridge now under construction
just east of the existing span. 

BENICIA-MARTINEZ
BRIDGE
Thanks to Innovative Solutions to Technical Challenges,
Second Span Makes Rapid Progress

Innovative solutions to a series of daunting and costly technical challenges

paved the way for dramatic progress in 2005 toward completion of a 

second Benicia-Martinez Bridge. Tendrils of fresh steel and concrete finally

began reaching out to connect the isolated pier towers standing watch

over the Carquinez Strait, forming the graceful but sturdy superstructure

for the 1.2-mile new span.

Funded through the Regional Measure 1 program administered by BATA,

the new Benicia-Martinez Bridge is being erected just east of and parallel

to the existing bridge and the Union Pacific Railroad bridge. Designed to

meet the continuing rapid growth of population in Solano County and a

corresponding increase in traffic through the Interstate 680 corridor, the

sleek viaduct structure will carry five lanes of northbound traffic — with

the existing early-1960s era bridge converted to four southbound lanes

plus a new bicycle and pedestrian pathway.

Construction of the second Benicia-Martinez Bridge began in late 2001 and

originally was scheduled for completion by the end of 2004. But unfore-

seen hurdles led to a series of lengthy delays and steep cost increases,

with the price tag climbing to an estimated $1.2 billion. From the technical

obstacles have emerged several engineering advances, including the use 

of pumped air to create a “bubble curtain” around underwater pile driving

to protect migratory fish from potentially lethal shock waves. To prevent

cracking of the concrete on the bridge deck’s unusually long cast-in-place

segments, extraordinary measures also are being taken to cool the light-

weight concrete mix as it cures.

As 2005 drew to a close, BATA and Caltrans could report that the new

Benicia-Martinez Bridge was more than 75 percent complete. Other parts

of the project — including reconstruction of the I-680/Marina Vista 

interchange and a new toll plaza on the Martinez side of the bridge — 

are moving even faster, with finishing touches now being applied and 

completion slated for 2006. 

By the end of 2007, the 100,000 motorists crossing the corridor each day

will be rewarded with a new bridge built to current seismic standards along

with an all-new I-680/I-780 interchange. Modifications to the existing

bridge, which was retrofitted as of 2002, will be wrapped up by late 2009.
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TOP: The retrofit ensures that the undulat-
ing double-deck structure that gives the
span its distinctive look will bend instead
of break in the event of a major quake.

BOTTOM: Crews essentially replaced
existing tower legs in several places.

OPPOSITE: On the Marin side of the
bridge, the double-deck structure gives
way to side-by-side trestles that had to
be completely replaced.

State and local officials gathered this past fall to mark the completion 

of the Richmond-San Rafael Bridge earthquake strengthening project, 

the single most costly — and arguably the most complex — retrofit ever

undertaken by Caltrans. The job involved construction along the entire

length of the 5.5-mile span, which originally opened in 1956 and carries

more than 65,000 vehicles a day on four lanes — two in each direction.

Much of the work took place under water as crews shored up foundations,

sheathed support columns with concrete and steel jackets, and installed

“viscous dampers” — essentially massive shock absorbers. The project

ensures that the undulating double-deck structure that gives the span its

distinctive look will bend instead of break in the event of a major quake. 

While most of the bridge was retrofitted, the low-lying concrete trestle 

section on the Marin County side had to be completely replaced. Crews

installed new twin, side-by-side roadways section by section while keeping

the bridge open to traffic during the four years of construction, albeit with

intermittent weekend and nighttime lane and deck closures. 

To make matters even more challenging, the structural rehabilitation of the

deck on the elevated portion of the bridge — originally scheduled to take

place after the completion of the retrofit — was moved up, and performed

concurrently with the retrofit. All of the expansion joints were replaced, and

the cracked and potholed concrete deck sections were repaired.

BATA helped keep the nearly $1 billion project on track with more than

$40 million in Regional Measure 1 moneys. BATA also provided project

oversight. More RM 1-funded work is still ahead: Both bridge decks are

scheduled to be resurfaced in 2006. 

RICHMOND–SAN RAFAEL
BRIDGE
50-Year-Old Span Like New After Complex 
Seismic Retrofit and Trestle Replacement 

M E T R O P O L I T A N  T R A N S P O R T A T I O N  C O M M I S S I O N  | A N N U A L R E P O R T 2 0 0 5

MTC AR 2005 Editorial.v6  5/2/06  2:05 PM  Page 17



MTC AR 2005 Editorial.v6  5/2/06  2:05 PM  Page 18



19

TOP: Brilliant fireworks were part of the
2003 gala celebrating the opening of the
Alfred Zampa Memorial Bridge.

BOTTOM: Only a steel skeleton remains 
following the removal of a section of road-
bed on the retired 1927 Carquinez Bridge,
which is currently being dismantled. 

OPPOSITE: Flanking the original 1927 span,
the Zampa (left) and the 1958 Carquinez
Bridge (far right) together carry some
125,000 vehicles each day between Contra
Costa and Solano counties.

The opening of the Alfred Zampa Memorial Bridge in late 2003 didn’t

mean the end of work on the Carquinez Bridge crossing between Solano

and Contra Costa counties. While westbound Interstate 80 traffic across

the Carquinez Strait shifted to the graceful new suspension bridge, there

were still important chores to do on the 1958 vintage steel truss span

that carries four lanes of eastbound traffic across the strait — and one

last duty for the original 1927 span.

After a nearly two-year hiatus, the 1927 bridge was pressed back into tem-

porary service in the fall of 2005, carrying eastbound traffic for six weeks

while the 1958 span was shut down to allow work crews to replace sections

of badly worn roadway at its southern approach. With the November 2005

completion of the roadway replacement project, Caltrans finally retired 

the historic 1927 bridge from service, and crews began the delicate job of

dismantling the vintage structure piece by piece, with completion slated

for the fall of 2007.

Named in honor of a local ironworker who worked on both the 1927 and

1958 Carquinez Bridge spans — and survived a fall from the Golden Gate

Bridge while working on that landmark project — the Alfred Zampa

Memorial Bridge was financed entirely with toll funds approved by voters

in 1988 through Regional Measure 1. Three lanes are now open, with the

fourth lane reserved for carrying high-occupancy vehicles in the future.

The $500 million price tag for the new Carquinez Bridge project included

rebuilding the Interstate 80/Crockett interchange, relocating a mainte-

nance facility, and constructing new north and south approaches to the

bridge. Caltrans completed a seismic retrofit of the 1958 bridge in 2002.

The new Alfred Zampa bridge features a bicycle/pedestrian path that 

not only provides a safe connection for nonmotorized travel between

Vallejo and Crockett but also closes a gap in the San Francisco Bay Trail

and the Bay Area Ridge Trail systems — and delivers spectacular views 

of the Carquinez Strait and San Pablo Bay.

CARQUINEZ BRIDGE

With the Alfred Zampa Span Complete, 
Demolition of 1927 Span Begins
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Once ranked as the most congested evening commute in the Bay Area, the San Mateo-

Hayward Bridge is relatively free-flowing since the November 2002 opening of a new

trestle that widened the span from two to three lanes in each direction to match the

high-rise portion of the 7-plus-mile bridge. Funded through BATA’s Regional Measure 1

program, the three-year, $200 million project came in on budget and a month ahead

of schedule.

As part of the project, Caltrans improved motorist safety by adding full shoulders 

to provide a refuge for disabled vehicles. Seismic safety was enhanced through a 

comprehensive retrofit — completed in June 2000 — of both the original trestle and

the bridge’s high-rise section.

To further improve travel through the corridor, RM 1 funds will be used to reconfigure

the Interstate 880/State Route 92 interchange in Hayward, an estimated $186 million

project now in the design phase and scheduled for completion in 2010.

ABOVE: Funded by Regional
Measure 1, the widening of the
San Mateo-Hayward Bridge
provides three lanes plus
shoulders in each direction 
for the 90,000-plus vehicles
that traverse the corridor
each day. 

OPPOSITE, TOP: The Antioch
Bridge is the only one of the
Bay Area’s toll bridges to reach
outside the nine-county region,
crossing from Contra Costa
County to Sacramento County.

OPPOSITE, BOTTOM: The
Dumbarton Bridge links the 
East Bay and Silicon Valley
near the southern end of 
San Francisco Bay.

SAN MATEO–HAYWARD
BRIDGE

M E T R O P O L I T A N  T R A N S P O R T A T I O N  C O M M I S S I O N  | A N N U A L R E P O R T 2 0 0 5
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DUMBARTON
BRIDGE
The original Dumbarton Bridge, which opened in 1927, 

was replaced by the current streamlined causeway in

1984 to ease traffic congestion and improve safety. The

bridge now carries nearly 60,000 vehicles each day with

three lanes in each direction plus a dedicated path for

bicyclists and pedestrians.

The 1.6-mile span was built according to design criteria

adopted after the 1971 San Fernando earthquake, and

passed a seismic reevaluation in the early 1990s. Seismic

standards have toughened in the interim, however, and a

study completed last year indicates that the Dumbarton

could be vulnerable in a major quake. BATA and Caltrans

are now taking steps to probe underlying soil conditions,

accurately assess how the Dumbarton will perform in 

a maximum credible earthquake and determine whether

any retrofit strategies are necessary.

ANTIOCH BRIDGE
The 1.8-mile, two-lane Antioch Bridge opened in 1978 

as a replacement for an outmoded 1920s-era span and

remains the least traveled of the region’s toll bridges,

with about 15,000 vehicles crossing on an average day. 

It also is the only one of the toll bridges to reach outside

the nine-county Bay Area, arching over the San Joaquin

River to carry State Route 160 traffic from northeastern

Contra Costa County into Sacramento County.

Designed to meet seismic safety standards adopted 

after the 1971 earthquake in Southern California’s San

Fernando Valley, the bridge earned a renewed vote of

confidence from Caltrans in the early 1990s. But newer,

tougher seismic standards potentially have changed the

picture, as documented in a vulnerability study completed

in 2005. Caltrans and BATA are now undertaking an in-

depth geotechnical study — involving extensive soil drilling

— to determine whether a retrofit is needed. 
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Service Authority for Freeways and Expressways SAFE

FINANCIAL HIGHLIGHTS for fiscal year 2004–05
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Expenses

Allocations (by Fund Source):

State Transit Assistance $ 41,161,179

AB 664 Net Toll Revenue Reserves 12,757,585

Other 27,269,144

Professional Fees 22,359,663

Salaries and Benefits 13,391,311

Capital Projects 7,065,016

Other Expenditures 6,738,636

Total Expenses $ 130,742,534

Revenues

State Grants $ 47,339,486

Federal Funds 32,567,639

Transfers From Other Funds 27,074,408

Sales Taxes 9,561,542

Transfers From Reserves 5,755,220

Project Grants From Local Agencies 5,653,293

Investment Income 2,790,946

Total Revenues $ 130,742,534

Revenues

Operating Revenues:

Toll Revenue Receipts $ 248,140,901

Other Revenues 2,429,893

Non-Operating Revenues:

Investment Income 21,234,931

Other Revenues 1,660,121

Equity Contributions From Reserves 186,674,696

Total Revenues $ 460,140,542

Expenses

Operating Expenses:

State of California, Caltrans $ 37,582,215

Professional Fees 14,033,774

Allocations to Other Agencies 6,817,635

Salaries and Benefits 1,403,665

Depreciation/Other 1,352,237

Non-Operating Expenses:

Interest Expense 35,373,668

Transfers to MTC 26,040,892

Capital Transfers:

State of California, Caltrans 320,442,456

Other Agencies 17,094,000

Total Expenses $ 460,140,542

Revenues

Caltrans Grants $ 6,457,277

DMV Registration Fees 5,895,417

Investment Income 511,612

Transfers From BATA 396,578

Federal Grants 92,275

Total Revenues $ 13,353,159

Expenses

Towing Contracts $ 7,579,203

Communications/Depreciation/Other 1,406,028

Professional Fees 1,091,785

Transfers to MTC 1,033,516

Repairs and Maintenance 971,319

Salaries and Benefits 820,854

Increase in Reserves 450,454

Total Expenses/Transfers $ 13,353,159
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