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9 February 1981

Fuem: Marine Beard of Investlgation
ia=H Comnandant {G=1)

subjc M.5. BUMMIT VEWTURE (Liberian Registry); collision with Sunshine Ekyway
Bridge, Tampa Bay, FL on 9 May 1980 with multiple loss of life

Findings of Fact

1. At approximately 0733, 9 May 1980 (211 times are ECT) the Liberian cargo
ship SUMHMIT VENTURE collided with the secaond bridge support south of the senter
of the Sunehine Skyway Bridge main gpan which cresses the main ehip channel in
Tampa Bay, FL. The impact toppled the bridge support and caused the main Bpan
end Ehe two adjacent spans to the south to Fall inta the watar. Vahleular
traffic consisting of one Greyheund bus, wcne plekup truck and six automoblles
which ware aither on the falling apans or proceeding to the severed partion of
the bridge alec fell into the water. & poction of the bridge fell or the
fu'g's'le head of the SUMMIT VEWTURE. Thirty five persons who ware secupants of
tie wenicles perished. One person who was the driver and sale occupant of the
picsup truck survived. Personnel aboard the SUMMIT VENTURE suffered no
ipjurigs. The SUMHMIT VEHTURE sustained extengive damage, primarily on the
ararbasard bow, ag a resclt af the impact with the bridge support. The vessal
aleo suffered severe indentations of the starboard sldeshell as a result of
gcraping the remaining portion of the toppled bridge support and fndentations
and haling of the port Hoktom dug to colliding with the bridge structural
rembers which fell into Ehe water.

Z. Vegsel daca:

HaslE; M.E. SUMMIT VENTURE
OFFICLAL W: Eean

REGISTRY: Liberia

SHLL SIGM: SHMD1

¥YEhE RIILT: 1976

PLACE BUILT: Hagasaki, Japan
SERVICE: { Bulk carrier

HOHE FO5S: Hoprovia, Liberia
LERGTH - 579.8 ft. (Registerecd length)
HEEADTH B5.50 ft,

DEETE : Ell?s ft-

GROSS TOHNZ; 19,734

HET TOHE: 13,948

PROPULSION: Dil sgrew {one)
HORSEEORER: 11,550 BHEP

DA ER Hareuwlos Carzlaes, Tno-

Monrovia, Liberia

SALCEG

Wa B Inw i
can lve wilk.




HISTER: Liw Hsiung Chu .
Liberian license as Master toeaAngoing vessels
ANy 9ross kons; Chisese license as Master
oceangoing vessels any gross tons

AGENTS: Venture Shisplng Limitad
50 Shirley St.
Hassau, Dahamas

The SUMHIT VENTURE it consbructed with fiwve carga holds for the carriage of bulk
cargo. It is ovtfitred with five electre hydraulic deck cranes of 45 leng tons
capszity located on the centerline of the main deck., The pilothouse is located
5ft, approximately 510.4 feet aft of the bow. Equipment on the bridge inciudes
A mriter gyro compass and steering stand, model GYLOT GLT 231, located on Ehe
centerline approximately 10 feet aft of the ferward bulkhead, 2 thres centimeter
radar gets mapufackured by the Japanese Radio Company located on either side of
the steering stand, modal JMA 153G7a-AC to Port and model JHA 158FE to
starkboard. The engine order telegraph is located on the starboard side of the
bridge just 2ft of the forward bylkhead and A gyrd repeater is located on the
sehterline of the bridge just aft of the forward bulkhead. There are =everal
inatruments, mounted on the Bulkhead above the windows, that indicate wind
Bpeed, wind direction, ship's speed, angle of list (inclinometer), rudder angle,
engine rpm, and ship's time; and courss recorder. Haneuwvering characteristicg
for the EUMMIT VEMTURE in the normal Ballast condition of 25,101 NT displacemant

B.%7 metere (23 feet):
F

SPEED PORT STED
STURNING FULL 11.7 keg. &74m AOVANCE (737 yds) 623m ADVANCE (680 yds)

HALF 9.5 kts. 610m (GET ywds} S61lm (614 wds)

EFEED CRASH STOF COASTING TO 4 KTS.
STUOPPING PLLL 1i.7 106%m {1169 yd=} 278Te (3049 yd=

HALP 9.5 76Bm {840 yds) 23T4m {2897 yds)

0. SLOW SLOW HALF FULL
SEEED IM %.1 Bl 5.5 11.7

HARAGR
3. Becerd of dead apd indured:

4. The follewing pergons lost their lives ag a result of thig casualty:

- {Li The scecupants of the Greyhound bus:
HAME: Michael J. Curtain - Bus deifver
RODRESS: ppolles Beach, FL
L 3
- K fwife}
CAUSE OF DIANTH: Meltiple injuries due to bhiunt trauma

DISPOSITION OF BODOY: Lewers & Shannen Funeral Home
A E. College Awe., Huskin, FL
CREMATED HY: Tri=Co. Services
Tampa, FL




WhHE Cuane P. hdderly
ADDRESS: Miami, FL
DoB

wOK: I oot )

CRUSE OF DEATH: Multiple injuries due to blunt Erauma
DISPOSITEON OF BODY: Wilson Funeral Home
oD 2%th st.; Tampa, FL

INTERRED : Dade Memorial Cemctery
Tampa, FL
HRME : ABlthonsa Blidge
hDBRESS: Miami, FL
HOK: matkher )

CAUSE OF DEATH: iple Anpjuries due to bBlunt trauma
DISPOSITION OF BODY: Wilson Funeral Heome

3000 2Z9%th 5t., Tampa, FL
INTERRED: Bryenneck Cemetary

Savannal, Gh

HAME Myrtle Brown

abokaESs, St. Johna, Hewfoundland
TR0E:

MO s ET =140

CARUSE OF DEATH: Hultiple injuries due to bluat Srauma
DISPFOEITION OF BODY: Currcy's

605 5. MacDill Ave., Tampa, FL
IHTERRED Ht. Pleagant Cametery

5t. Johng, Hewfoundland

HAME Willis L. BErawn

ADDREES « St. Johne, Hesdfoundland
MoK s2n ]

CRUSE OF DEATEH: Multiple injuries dee to blun®: Eragma

DISFOSITION OF BODY - Ql.l.rr}?'g
. GOZ 5. MacDLill Awve., Tampa, FL
INTERRED: Mr. Pleasant Cametery '
5T. Johns, Hewfoundland

MAME ¢ John Be Callaway, Jr.
ADDRESS: Miami, FL
DR

hen [mother ]

CAOSE OF DEATH: Drowning
TISPOSTRION OF BODY: Wilson Funeral Homae
000 2%t¢th St., Tampa, FL
INTERRED Oak Bidge Cemetery
Tituswille, FL




HAHE: Taverne L. Danliels »

RODREEE: Eiami, FL
Dok
WO = Tmother )

CAUSE OF DEATH: ] plae injuries due o blunt btrauma
DISPOSITION OF BODY ! Ray Williama Funeral Home
1417 M. Albhany Awve., Tampa, FL

INTERRED: Evergreen Cemetory
Miami, FIL

HAME: Zandra L. Dawvisg

ADDREES: Mointosh, TL

005
HOK: [mothar)
CRUSE OF DEATH: Multiple injuries due ko blunt trauma
DESPOSITICN OF BODY: Porsey's Funeral Hame
T2 MW 2nd Sk., Gainesville, PL
INTEARED; Boardzan Cemetery
Mefnbaosh, PL
HWAME Eharan Dilxon
ADDRESS: ¢ Miami, FL
DOE;
WoK: mother )
ChUSE OF DERTH: Multiple injuries due to hlunt trauma

DISPOSITION OF BODY: Wilson Funeral Home
nog #%eh Sv., Tampa, FL

IWTERRED: Evaergreen Memorial Cemetery
Miami, FL
HAME: Brenda J. GCreen
ADDRESS: , Miami, PL
Dk
HOE: imokher )
CAUSE DF DEARTH: Drowning
DISPOSITION GOF BODY: Ray Williams Funeral ilome
1417 M. Alvany kve., Tampa, FL
ITHTERRED Evergresn Cemetery
Miami,. L
HAME: Eobert 0. Harding
hDRESS: Glens Falls, WY
a3
et o (wifa)
CRUSE OF RDEATH: Maltipls injuries due to bilunt trauma
QISPOSITION OF BODY: Resse Funeral Home
P.A. B7TB7 Beminocle Blvd., Semincle, FL
THTERAZ: Glemz Falls Cemetary

Zieng Falls, WY




.l.

HAME ; Gerda Hedguist
ALDARESS:
DBy
WIOE. 2

n
¢ Charlotee Harbor, FPL

[som)

CALSE OF DEATH: Maltiple injuries due to blunt trauma
DISPOSITECN OF BOSY: Curry's Funeral Home

205 2. MacDilla Ave., TaBpa, FL
CREMATED BY: Bay hrea Focility., Inc.

Finellas County, FL

HAHE: Aubizéy K. Hudson
ADDRESS i Fts Johos, Hewfoundland
G =
CAlSE OF DEATH: Muleiple injurfes due ta bBlunt fracma
DLSPOSITION COF BODY!: Curry's FPuneral Home
o5 5. HasDili, Tampa, ¥FL
IHTERSED M. Pleasant Mefetery
St. Jobna, Wewfoundland
WAME & Phvllis Hudson
RODRESS: » Zt. Johas, Hewfoundland
MR San )}
CRIISE OF DEATH: Multisle injuries due to blunt trauma
DISPOSITION OF BODOY: Surcy's Funeral Home
60% 5. MacDill, Tampa, FL
INTERRED & Mt. Pleasant Cemetery
8t. Johns, Wewlfoundland
HRME Loulse 7. Jahnson
RDORESS: Cataula, SA
DOE:
WO : thusband )
CAUSEE OF OEATH: Hultiple injuriss due ko blunt trauma
DIEPDEITION OF BODY: F. T. Blount Co.
5101 Mebraska Awe., Tamps, FL
IMTERRED: Parkhill Cemetvary
Columbus, Gh
HAME: Ywonne Johnson
ADDRESS: Perrine, FPL
B
MK :
CARUSE OF DEATH: Meleinle injuries due e blunt brauma

DISEDEITION OF 20D0Y: Halker's Funeral Home
: 11000 S.w. Zloch 5t., Goulds
INTERRED : Woodlawn Park South
Hiami, FL




HAME @ Horace V. Lemons (aka Lemonsz) ©

ATODRESS - Kings Mountain, HC
DB

HOX I <o)

CAUSE OF DERTH: Multiple injuries due to blunt trauma
DISPOSITION OF BODY: E. James Reese Funeral Home, PR

747 Seminole Blvwd., Seminole, FL
IRTERREL: Panthear Creek Cemetary

Brysan City, HC

HAME ; Lillianm T. Loucks
RODRESS: _ Winnipeg, Canada
LR
RO I | ister]
CRUSE OF DEATH: Moeltiple injuries due to bIunk Lrawmd
PISPOSITICH OF BODY Cuval Funmeral Home

3810 MWehraska Ave., Tampa, FL
AEHOVED To: Cropo Funeral Eome

Winnipeg, Canada

HAME: Lawis Lacas, Jr.

ADDIRESS Caiomite, hlabama

MoK [wife)

CAUSE OF DEATH: Multiple injuries due to bluant travma

DISPOSITION CF BODY: Wilmon Tuneral Home

a0 29tk Sk., Tampa., FL
T INTERARD: Masonic Cemetery
olomite, Bla.

HEME : Tawanna K. Mollandon
MMDRESS : r Palmektio, FL
B
HOK. = thorl)
CHRUSE OF QERTH: Multiple injuries due £o bluant trauma
UISPOEITION OF BODY: Westside
T4 llth 5t. W. Falmetto, FL
INTERRED : Memphls Cematery

Palmetbs, FIL

HaMg: Ma MWesha ¥. MoGarrah

ADORESS: Tallabassges, FL
LOoB:

HEM = {Fakhexr]

CAUSE OF DE&ATH: Crushing injurics of head due te blent Lraues
DISPOSITEON QOF BHODY Hoy Mizell Funeral Home

FL. Lauderdale, FL
INTERRED : Sunzet Mem. Gardens

Ft. Lauvderdale, FL




ifAHE

ADDERESS:

[ ;

e A

CAUSE OF DEARTH:
DISPOEITION OF BODY :

INTERERED:

WAME 1

ANDREEG:

- H

HICH =

CRUEE OF DEMATY:
GISPOSITION OF BODY:

CREMATED RY:

HAME

rODRESE:

3B :

MO :

CAUSE OF DEARTH:
DLEPCEITION OF BODY -

FEMOWVED TO+:

HAMD

hOGRESS

s

i

CAUSE OF DEATH:
DISPOSITION OF 20DY:

LUREMATEZL BY:

HRME @

AODRESS:

[HaB:

[} o

CROSE OF DEARTH:
DISPOSITION OF BODY:

INTERRED :

Wanda 5. MoGarrak =
Tallahkasses, FL

{hiesband)

Multiple injuries due to blunt trauma
Foy Mizell Funeral Home

Ft. Tauderdale, FL

Sunset Mem. Gardens

Ft. Imuderdale, FlL.

Marguerite L. Mathlson

B - - 3avghter

Meltiple fnjuries due to blunt trawma
AnderSon—MoQueen

2201 Sth $t. W, St. Petersburg, FL
Directors Service, Inc.

St. Petershurg, FL

Ann Fondy

{simeer)

Multiple ipjuries due to hlunt trauma
Duval Funeral Home

3803 Hebraska Bve., Tampa, FL

Cropo Funeral Heme

Winnipeg, Canada

Melborn L. Russell
r Whicage, i11.

[wife)

Multiple injuories doe to Dlunt trauma
Sarazota Funeral Home

2340 Bee Ridge Rd., Sarasota, FL
Seacoast Crematory

Sarasota, FL

{eka Alvin Stone)
Rainbhridge, SA

Uacdraw Triplets

1

Mukciple injuries due R0 blunt tracma
Jonasg Funeral Home

29359 K. Csprey Ave., Sarasota, FL
Woodlawn Cematary

Carasotes, PL




R

(2

{3]

(4]

Cocupants of 1980 Chevrolet Citation, silwer, Flordia Fag ZPW-700:

HAME : Doris I. Carlson
CXR
MOK: i)
CRUSE OF DEATH: Multiple injurles due te blunt trauma
DIS®ISITION OF BODY: Hobblitt Funcral Chapel

4400 G6th St. Wo., St. Petershurg, FL
CREMATED HY: Bay Ayea Facllity

Clearwater, FL
HAME : Johiy J. Carlaoon
AODAESS - Pinellas Park, FL
i b
HOK: fathar)
CRUSE 0OF DEATH: Fultiple injuries due to blunt trauma
CISPOSITION OF BODY . Bobbitt Puneral Chapel

4400 BBth St. Ho., 5t. Petersburg, PL
CREMATED DY: Bay Area Facllity

Clearwater, FL

Occupant of 1972 Chevrolet MWova, lt. green, Florida tag LIL-076:

WRHME § Lealie J. Coleman, JT.
RODRESE: ¢ SLs Petersburg, FL
] 2
HOK : [ Y
CAUSE OF DEATH: Drowning
DISPOSITIONR OF BODY: Mogs Funeral Hems, Inc.
A02 W. Ft. Harrilsan Ave., Clearwater, FL
IHTERRE: ML: Wernon Community Cemetery

Mt. Yernon, Alas

Docupant af 1980 Pord Gramada, lt. blue, Flarida tag SE=1609:

WRME Charles L. Collins
ADDRESS: » Tampa, FL
[

HOE: wife)

CAUSE OF DERTH: Drowaing

DLSPOSITION OF BOGY » A F: Homa
6202 W. Hillsborough Ave., Tampa, FL

INTERREL: Zarden of Memories
Tampa, FL




(5}

(6}

Oocupants of 1975 Ford, 4 door, black/y=llow, Florida fag HIL-159:

HMHE: Harry Dieteh

ADDRESS St. Petersbuarg, ¥o
T

ROK {step=danghter)
CATSE OF DEATH: Multiple injuries dus to blunt bErausa

BISPOSITION QF BODY: Haticnal Cremation Socoiety
13655 Belcher Rd., Largo, FL
CREMATED BY: Hational Cremation Socisty Crematory
Largo, FL
HAME Hildrad Dietch

ADDRESE: 5t. EEtﬂrshu#g, FL
D

O I )

CAUSE OF DERTH: Mueltiple injuriea due to bluent trapma
DISPOSITION OF BODY i Hational Cremation Soclety
13655 Belchar Rd., Largs, FL
CREMATED BY: Hetional Crematlon Sociecy Crematary
Largo, FL

Oooupant of 1976 Chevrolet Bl Camino, whiteStan, no tag,
YIN 1pe0NeDERTTLL :

HAME : James A&. Pryer
AIDRESE: Somingle, FL
HOK: (wite]
CAUSE UF DERTH: DroWwning
DISFDSITION OF BODY: Grant Funeral Home

13144 TA Ave. N., Seminole, TL
IHTERRED: Garden Sanctuary Cemebory

Seminmle, FL

The ovecupants af 1979 Yolkswagon Sciroocoo, silver; Hew Jorsey
teg A92-KHO:

HAME palores . Zmith

BOOPESS : Pennsville, NI

OB«
HOK: S0 )
CAUSE OF DEATH: Crowning
BISFOSITION OF BODY Resse Funeral Home
P.h. BTET Seminole Blvd., Semincle; FL
INTERRED: HManahath Cemeteary

Glassbhoro, MNJ



HAME ! Robers 8. Smith

ARODPESS v PERRsville, HT
DoE

HOK Step-son}

CRUSE OF OEATH: Drowning

CISPOSITION OF B0DY: Reaze Funeral Home

P.&. 6767 Seminole Blvwd., Seminole, PL
IKTERAED: Manahath Cemetery

Glassboro, HI

b. The following perszon was injured ag a result of this casuvaley:

HaHE: i
pworsss: I ... -

HATURE OF IMJTURY: Euffers from neck and back pains
due to brauma
TEHICLE: 1274 Ford Courier, hlue,

1381 Florida tag FPP-610

i Weather Doata:

The coastal marine forecast for the west coast of Florida From Cape Sable to
TACRH SFprings was issuerd by the Hational Weather Service office in HMiami as
0425, 9 May 19806, This forecast was broadszast in the Tampa Bay area an
I6255MHE, the VHF-FH weather freguency, at 03508, 9 May 1980. The forecast was:

© . "Smell crafec chould exercise caution. Winds scutherly Increasiag ta 15
ta 20 knots north of Fort Myers during today and wariable arcund 16
KnoLe. Seas increasing four to six feet today; then diminishing
tonight. Wipds and seas higher near scakttered thunderstorms today.”

Curing the predswn hours of 9 May 1980 the sky was overcast, the visibility was
epproximately 3 miles, the barometer wag at approximately 29.84 inches, the alsx
temperature was 76 F, and the wind was southerly at 510 knots. &t
approximately 0616, 9 Hay 1980 scattecsd showers were fFirst reported in the
Tampa ares wWith winds shifting ko the southwest. Hational Weather Service
rhotographe of the radar presentation at this time indicated that the cell of
the main thundershower area was approximataly 50 miles wesk of Egnont ¥ey and
moving eastward at approximately 32 knots. At 0835, % May 1980, zadar indicated
that the strongest cel! was located just onshere near the Hillshorough-Pagco
Courty line near Tarpon Springs, approximately 40 miles north of Fgment Key.
Rldso wery heavy thurdéerstorms were just sffshore from the mouth of Tampa Bay
southward to Venice. These latter thunderstarms were measured at level 5 (4.5
to J.1 inches af rainfall per hourl. Wational Weather Service certified
cheervers located at varicus airperts in the Tampa Bay acea reported that the
wervy thunderstorm activity was accompainad by a shift of the winds te the west

-

1n




-

at approsximately 20-25 knots with gusts to 35 knots and a sharp ride in
parometric pressure. Albert Whiktted Field which is located approximately 5
miles north of the Sunshine Skyway Bridge reported thesze conditions at D733,
The thundersborm activity was of short duraticn moving into Central Florida by
0835, with sSubseguent thunderstorm activity later Yhat morning.

Informaticn provided to the board by & representative of Gulf Coast Weather
Service, a private weather service, was similar to that of the Hational Weather
Service except that their cbservers reported wind force at somewhat greater
velscily. Personnel aboard the SUMMIT VENTURE &nd experienced mariners aboard
ather vezsels in Tampa Day dascribed the weather at the approximate time of Ehe
collision as very heavy thunderstorm activity with zero visibilivy in driving
rain and very strony westerly winds approaching hurricane force. However, none
nf the vessel perszonnel cbhserved the wind strength on any instrumentation.

At the time the pilot boarded the SUMMIT VENTURE on the moening of 9 May 1980 at
the sntrance to Tampa Bay, there were light southwesterly winde with vismikility
iimited doe to fog to approximeately three miles. During the transit of Tampa
Say the ZUMMIT VENTURE experienced brief pericds of scattered shewers which
reduced wigibility to about oone mile. At about @725 the SUMMIT VENTURE was
engulfed in a thundersztorm which reduced visibility to zero in very heawy rain
and ohucured the wessel's radar presantation. The thunderstors was accompanied
by a shift in the winds to the west to west northwest estimated by shiphoard
perggnnal at 40 te 50 knots. The current, with wind effeck, was 1.3 knots
satting towayrd DED ™.

- .
5. Intrance to Tampa Bay [rom the Gulf of Mexice by deep-draft vessels is made
wia qunnt Chamnel, on a heading of 083”7, and Mullet Eay Channael, on & heading
of 021 T. These two channele are marked by L6 buoys that are fairly evenly
Spaced 4t average Lntervals of 1.3 te 1.5 miles. The two channels are separated
by an ares of deep watar whera vessels must alter course slightly to the lefe to
epber Mullet Xey Channel. Thiz course heading would be approximetely 093%r.
However, vessels ordinarily run on a heading of approximately 100 T uatfl even
with the edge of Ehe southern buoy line of Mullek Eey Channel, then come left.
Muléeu ¥ey Channel connects with Cut "&" Channel which has an inbowend heading of
el T, The junction of these two channels is marked by "turn booys" 1A and 24.
It is also at thizs point that the Gulf Intracoastal Wakerway converges with and
joang the main ship channel. The Sunshine Skyway Bridae crosses Cut "AY Channel
perpendicularly .7 miles from buosy 2A. These bwo channaels are lined by spoil
areas on the scuth for their entire lengths. Buey 1R is equipped with a quick
flashing white light and bell, while 2A is a flashing red light. additionally,
Mullet Key Channel i provided with range lights located 1.9 miles east of the
Shyway Bridge. However, because of the reduced wisibility oan the morning of 9
May, these range lights were not visibles

S.  The Sugshine Skyway begins at Haximo Point at the scubth end of Pinellas
County, extends souvthward across Tappa Bay and copnecks @ith O.5. 41 north of
Falmetta An Manabes Counby. The Skywsy [orma part of U.5. 19 and I=-275%. The
katal length of the Skyway is approximately 15 miles. It was originally




constructed a6 a two-lane facllity opemed to wehicular traffic ip 1954, In 1971
construection wWas completed and openegd to tralffic on two additional lanes which
were erected along the west side and independent and parallel o the original
structure. Structure © is the maln high level cressing on the Sunshine Skyway.
The portlon of sbructure C whish crosses Tampa Bay main ahip channel iz formed
by three spans of steal cantilever through truss structure. North and south of
Lhe cantilewer sbructure are tws spans of steel deck truss structure and many
ckher apans of no significance to this casualty. The aspans are consecutively
numbered from the south, the main span being Span Ho. 243. The SPETa aTe
supperted by plers identified as piers ! through 16 north and south, plers 1MW
and 15 supporting the main apan. Fier 25 is a reinforced concrets struocture set
upzn 4 concrekte and steel driven pile foobing. The base of the pier cosmences
at the top of the fosting at elevation -24.00 feet {all refrronces are to mean
~oW water) te 17.25 fest. On top of the base at the 15,00 Foot level and
extending te the 84.63 feeb are tws vertical columns which vary in cross sectfon
from H.4% by 10.92 feet at the bese to 7.00 by B.00 feet at the top. Set inte
the top of the coluware is & herizontel cap measuring 41.00 feet in lengih, to
.50 feet in width, and varying from 13.00 feet in height at the celumne to
12.00 feet &b the midpoink between the columns. Mounted on top of the cap ig
Lhe steel deck btruss which supports the roadway.

Structure C was last inspected by the Department of Transportation of the State
of Florida on 22 Rugust 1979 and no significant defects were noted which would
have conbtributed td the casualty.

b ol
Yo The MY SUMMIT VESTURE departed the port of Houskon, Texas ak 1736, 4 May
198d, bound far Tampe, Plorida zo load a carga of 28,000 tons of phosphate rock.
On departure she was free of cargo and in light ballast condition, carrying a
erift of 14.8 fest forward and 21.5 feet afb. The voyage to Tampa was
pnmvantful and the vessel anchored off the entrance to Tampa Day at 1640, & May.
on anchoring the fore aad aft drafts were 12.5 feet and 20.B feet, respectively.
The last chservatian for gyro compass error was made on 18 April, when the
vaszsel entered Mew Orleans. This error was determined to be 0.6 E. Gyro orror
an 9 May was estimated by both the Master and Pile® te be not more than one
degres, sast or wesk.

E. Water ballast may be carried on the SUMMIT VENTURE in upper and lower wing
tanks, fore end efter peak tanks, and in §3 cargo hold. The uppar wing tanks
run the full length of the ship en each side and are lecated bepeath the main
ceck, while the lower wing tanks are located om each side of the wvesssl at the
turn of the bilge. With the exception of #1 bottom wings, all bottosm wing tanks
are separated by port and starboard fuel oil tanks. The #% bhottom wing tank,
like §l, extends the width of the wessel arnd i%s used for Feed water. On
anehering at Tampa, all upper and lower wing tanks and the after peak were Eull.
The feed water tank was filled to 7.8 feet and the forepeak te 10.5 feet. The
#2 cargo hold was not being used for ballast. wWhile at anchor on 7 and 8 May,
the &3 uppfr and lower Wwing tanks were discharged, along wikth the fore and aft
peak tanks. Approximately one foot of water remained im these tanks, with
excepbion af the V3 winge, which were dry. This resulted in a draft of 9 feet
Forward and 21 feet aft on the morning of 9 May.

1%
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. Une Master of Lhe SUMMIT VENTURE had anticipated boarding the pilot ai
approdimately 0500, but was advised that there would be a delay of approximately
one hour. Thus, at 0536, the Master weighed anchor, placed his engines at dead
slow ahead and proceeded on a northeasterly heading to meet the pliot at a
position to the north of Egmont Channel buoy #1 (LLNE 1030). He had been
adviged by the pilaot, CAPT John E. Lerrs, that this was bhe customary positicn
for taking an inbound pilot aboard. While waiting for the pllet the Master
noted that the weather consisted of intermittent periods of light rain and
drizzle, with an estimsted visibiliety of approximately 3 miles. The SUEMMIT
VENTURE held in thiz ares until 0625, when the pilet and chserver pilat, CAPT
B -o:rded the vessel from the pilot boat, which had come along the
port side. The visibility . had remained the same with a wind of approximataly 10
knobty from the southwast. When guestioned the Master informed Lerra that tha
Lull shead speed was 11.3 knots and that the radar wave length was 3 &m on
sherter ranges and 10 om on longer ranges. Ho attempt wae made to define what
Has meant by shorter and longer ranges. The pilot was also informed by the
Master that there was no aporeciable compass error. At 0630, Lerrs took caontral
of the vessel and increased spoed to half ahead. He noted that arn autbound
veasel, which had been at Egment Charnnel buoy $3 [LLHR 134 ) when he bBoarded the
SUHKIT VERTURE wag clear aof the channel at the time he began hiz approach. He
then turned control of the vessel over to observer pilet B o directed
the vessel inte Egment Channel betwsen bucys #1 and £2. B increased sposd
Eo fy;l anead at 0637 after Lerro noted they were baing set down on buoy #1 by
whbﬁﬁL:rrn consldered to he a scubhwest wind. At 0639, spead was decreased to
nalf. ahead as the ship entered Egmont Channel.

19. Wnile passing Egmont Channel buoy ¥4 (LLMR 1034} at 0E3%, Lerre noted a tug
and barge, the H/V DIXIE PROGRESS, on the radar and assumed this te be the same
Tow he hed previcus conversations with about the condition of the weather. Ha
noted the btow to be porth of Egmont Channel buoy #8 [LLNR 1035.1) apd could not
se2 it visually so assumed it to be in A& rain squall. The distance betwesn *he
Lwe vessels at thls time was approximately three miles. Lerro questioned the
operator of the DIXIE PROGRESS abouwt his intentions and was tald by the aparatar
of tug that he was looking for buocy #8. Lerro informed him he should be Beeing
the Lucy momentarily, which was immediately confirmed by the DIXIE PROGHESS,
After increasing spoed to full ahead at aE0, Lerrs further informed the DIXIE
PROGRESS that his speed was ten to eleven knots and that he would probably
overtake him between buoys #8 and #10 (LLNR 10371. The DIXIE PROCREESS replied
that he was making good a speed of approximately 5 knots. When the SUMMIT
VEHTURE arrived at buoy #8, at approximately 0700, the rain sguall had
digeipated. A this time Lerro visually sighted the M/ GOODSRILOR cuthownd in
the wicinity of buoy 511 {LLHR l040). The disrance betwesn these Lwo buoye i
.08 miles. While turning to the right around buoy #8 o enter Mullet Xay
“hannel Atkins who was still conning, agreed Es a port to port passing with the
pilot of e M/Y GOODSAILOR. The two vessels passed each other witheut event
between busys F10 and #11. The SUMMIT VENTURE then entered Hullet Xey Channel
on a course of 08177, During the turn from Egmont Channel into Mullet Kay
Channel, Atkins passed the DIXNIE PROGRESS without incident and was kesping the
SUMMIT VENTURE to the extreme right side of the channel and continued to do so
after entering Hullet Hev Channel.




il. Lerro became increasingly concerned about the rain squalls in, the ares and
instracted the Haster to post & loaokout an the bow as the vezgel passed buoy
#1l. He further racquested an anchor detail be aent Forward. These iangtructiong
ware relayed to the deck gang by the Master. The ghip's bos'n and CATPENTar
procesdad forward o serve az lookout and anchar detail, reapectively. When the
vassel approached buoy Rl4 (LLRR 1043.1}, Lerro noted a vegaal on the radar in
the vicinity of bucy 1B {LLNR 1051)1. At this tims Bath vezsels ware
sppraximetely equidietant from the bridge. He called the weszel by radiso and
Leazned from its pilot that it was the outbound tanker, BURE OIL. They
exchianged information concerning their positiens. To ®his time there had been
Eptermittent light rain but when the vessel passed buoy #14, at AT18; heavier
rain set in. Lerrec took control of the vessel from Atking and noted that he had
busy #16 {LLNR 1045}, 2 lighted buoy, and 1.3 miles distant, in sight visually.
Lezro checked the radar and ceuld see the Skyway Bridge on 2 & mile range
gebtting. At 0721, Lerro reduced the wessel's enging speed to half ahead. When
abeam of buoy #£16, he noted that he did not have a visual glghting of the
apooming buoys 1A and ZA (LLHRs 1047 & 1049.5) (ak the junction af Mullet ¥ey
charnel and Cut A} the way he had previously been able to ses all other upconing
buoys. He 4id have these twa buoys on radar, however. When the SUMMIT VENTURE
Was 0.2 miles from buoy 28, a torrencial downpour and extremely high winds
surrounded the wvessel, with viaibilicy reduced te less than 500 feet in that the
bow of the vessel could mo longer Be Gren. Pravieus to thie time, the wind had
been obgerved to bz from the southwest, but crowmembers on dechk, as they went
torward, noted the wind to be coming frem the port qUALERT , nformed
Lerfa that he had lost all radar presentation because of khe weather clubter.

12. " When the SUMMIT VENTUHE became engul Fed in the thunderstors end the radar
prasentation was lost, Lerpo felt it necessary to consider his opbtions. Ha
auickly determined thak an alterabion of course ta port to anchor porth of the
channel was ungafe due to the outbound 5/5 FURE OIL. He felt that if he had
backed his engines in an effort to stop, he would have presented his starboard
fide to the wind, lost control of the vessel, and have been set down on the
bridge. He alas guickly decided that he could not turn out of the charnel ©o
the right in that he felir he would be set down on the bridge in this ingtance,
dalso. He considered that he had the wind and current from his starboard QuUArTer
and that these forces would best servae Bo assist him in steering through the
main dpan of the Skyway bridge. He therefore set his mind to steering his
vesgel through the bridge.

13. With the loss of the radar presentation, Lerro ordered the anchors made
feady for letbting go, and also instructed the lookouts to wateh fer a buoy which
he expected would be on Lhe starboard side. The Chief Officer then left the
wheelhouge Lo procesd to the bow. Irmediately after this, Atkina told Lerrs
that the radar plcture had cleared momentarily, and that the vessel was in the
channal. At 0728, the lookout sighted o buoy ahead at a distance of
approximately 50 feet and reported it as passing down the port side. Larro
immadiavel ™ agked for a location of the buoy but received no reply. Ho one on
the bridge of Lhe SUMMIT VEATURE ewver visually sighted this buoy. Lerro, whe
waz near bthe starboard wheelhouse door assuamed this kEa be buay 2R agd abean the
ship, instructed Atking to bring the veszel to the next course, 063 T, to bring
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the ship inte Cut "a" channel. [ seve a commana of 10 degrees left rudder,
whiich was considered to be the standard rudder angle for the turn under ocrdinary
circumstanees. Lerve, considering his perception of the wind and current, was
satlgfied with this. then ardered the helm steadied on 053 T following
an amidzhlp crder. &L I oticed the head of the ghip had contiauded
left s OBED. &nd inatructed the helmsman to seeer DEED. Hawgugf, e head of
the ghip continued to Swing left until the avbsequent impact with the Ekyway
Hridge. This swinging was never brought to Lerro's attention. AL 0731, with no
improvenent in visibility, Lerro placed the engine on elow ahead.

14. At 0732, Lerro cauld see part of the bridae superstructurs broad on his
starkoard bow, in that & slight increase in visibiliey had developed ta the
south. He then realized that he wes not within the channel and 1iped up on the
main span but rather on that bridge span near pier 28, At 0732 in quick
sugcession, he ordered left full rudder, a double full astern ball, and the
anchors let go. Az 0733, with the engines golng astern and the =pdder hard
ieft, the atarbosrd bow of the SUMMIT VENTURE collided with bridge pier 28. Tho
irpact caused the column of the bridge pier hit by the ship to tepple in a
direction of aporoximately 050°T. This caused the pler cap and roadway
strucsture to fall, subseguently toppling the sastern celunn. 'The Port anchor,
which had been let go, was resting direcktly undey the roadway section of the
nighway bridge.

L5, Afrer impackt with the bridge Leérre broadcast a Mayday on channel 16. The
villi-was immediately answered by Coast Guoard Growp St. Petersburg. While
ungaged in conversation with Coast Guard Group 5t. Petersburg, Lerro noted a
tralk and a car had driven off the bridge. He then ordered the Master to have
his crew logck for survivers. The driver of the truck managed to wpen the door
o khe truck while it was ginking amd swim ko the surFace. A: 0758 ha was
reggued by the SUMMIT VENTURE crow. At approximately 0739, in response to the
Mayéay Coast Guard Group St. Petersburg dispatched the O3-41452 from Station St.
Botersburg and directed Station Cortez and Station Clearwater to respend. At
approdimately 0740 the Rescue Coordination Centar in Miam! was notified and Air
Ztation Clearwater was directed to respond. Ak 0BOD the Florida Highway Patrol
was o sScene controlling wehicular kraffic. Also at this time the OG-41370
arrived on goene and began leocsking for survivorse. At 0810 an HHY from Air
Station Clearwater arrived on scenes AL D850 <he OO0 WHITE SUHAC arrived on
fcene and assumed on-scene commander. At about this time diving operations were
attempted but were soon secured due to the un-supported portion of the main span
which was still attached to the bridge.

An extensive search effort was conducted on 9 and 10 May 198¢ which involved
numereus Coast Guard alreralt and vessels, Coastk Guard auxiliary wessels,
airoraft, vessels, and land wehicles from various obher FPederal, state, county,
and local agencles, and other commercial and private wvessels.

Fecovery of the deceased persaons and the vehicles was conducted under the
tlzection of the Hillskorcugh Connty Sherliff's Department. All persons @wha ware
snown to e occupanta of the vebicles were recovered. Removal of the porkticns
of the bridge which fell into the water was conducted by Hardaway Construction
Company of Colunbus, Georgia uwnder contract with the Florida Department oF
Transpartakion.

15




Due to Lthe fallen bridge debris the Port of Tampa was elased Lo YaEsel btreaffic
on 9 May 1980 by the Captain of the Port, Tampa, FL. On 13 Hay 1980 an
auxiliary channel was opened to the north of the main channel. The use of the
auxiliary channel wgs limited ©o one way traffic for shallow draft vessels,
during daylight hours with tug assistance. On 1% May 1980 half of the main
chennel was opened to vessgel traffic with similar operating reastricticons. It
wans not urtll 23 Jene 1980 that the main chanpel was restored te fgll wse.

The SUHSIT VERTURE was removed from its location under the Skyway Bridoe at
spproximately L200, 9 May 1280 with the assistance of the tugs SRADENTON, 0.H.
273567 and PAMLICD, O.H. 304282. The vessel was moved to a position 500 yards
wast of the Skyway Bridge where it remalined uwntil 10 Hay 1980 when crane
asfilstanca was availakle to ralse its anchor. The vessel was then moved to the
anznorage ezst of Ecmant Hey. On 16 #ay 1980 the SUNMIT VEWTURE was taken to
Tampa Shipyard for temporary repaics.

1. The collision cavsed a section of bridge span 242 to fall straight down
onto the bow of the SOMMIT VENTURE, reeting atep the sanchor windlasses with
partions of the main truss structure hanging over the port and starboard
fo'c's'le bulwarks. The sguthern 612 feet of the main span, the remaining
secticn of span 242 and all of span 241 toppled over eastward into the bay,
lying between the piers of the northbound and southbound roadways. kA 3 foot
piace of the main apan oh the Rarthern side had started to fall but remained in
plage at a downward angle. This piece was remeved during salvage and pricr te
cpening of the main channel. Pier 25 had both of its columns sheared. Pier 33
loet the east bearing assembly and was extensively cracked throughout its
structure, Pilers 15 and 35 experienced chipping of the toncrete on the columns
and hages dus bo contact by Ehe falling steel. PBilers 1S and 25 of the
rorthboend sbructure zlso experienced this chipping from fallipg structural
steal. '

7. The MSV GOODSAILCR, outbound for sea, passed the inbound S5UMMIT VEHTURE at
approximately 0710 in the wvicinity of bueoy ¥1L. At spproximately 0725, the
pilot oF the GOORSAILGR noticed on radar a squall appreaching frem ahead. Re
alao noted an increase in the wind so desided to Jdecrease his speed to slow
akead and hold near buoy HE while the squall pazsed. The passage of bthe Storm
wis marked by windas which he estimated at 60 knots from 280 T and blinding
rains. He was in the sterm for 2 to 3 minutes before it moved on in an easterly
direction. Though he could hear other wessels copmunicating via radio, he did
not alert anyone to the passage of this storm,

1. The 5/5% PURE QIL was outbound in a light condicion from the Pare 0il
Terminal when its pilot, _, first communicated with the inbouna
SURAMIT VEHTIRE. Both wveszels wore npp:uxlmntgly aquiﬂistant Leom the Sundshine
Ekyway BEridge, with Lhe PURE QIL turninq imto Tut B Channel, and the SUMMIT
YENTURE in™the vicinity of buoy l4. The PURE OIL procesded unevenbfally through
Cuk § Channel and entered Cut A Channel when the weather began to deterioratce

rapidly. The pilot noted heawvy rain with an increase in wind veleocity from a
ligh% bresze to what he estimeabed to be 30 Lo &0 knots. The storm had conclnued
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ror approximately five to eight minutes when he approached Cut A Channel buoy 3a
(LINR :049.5)0. He slowed to slow ahead and decided to pull aut qﬁ'che channel
to the right and anchor. He made this decision because of the saverlity of the
storm, the lack of radar presentaktion and the inbound SUMMIT VEMTURE, which he
felt would be approaching the Skyway Bridge. With the wind slightly on =he pork
bow, and the wessel just past buoy 3, pulled out to the right and
let the wind swing his bow arosund. He then brought the vessel to anchor. He
rotified the SUMMIT VENTURE he was doing =o abt approximately 0734. This
commenication was not acknowledged by the SUMMIT VENTURE. Immediately afterward
Schiffmacher heard & transmissien that the Skyway Bridge was down.

1%. When pilot Lerro entered the wheelhouse of the SUMMIT VENTURE, the Master
informed him of the vessel's prasent neading, engine speed, and the apeed when
the engine was at full ahead. He also provided Lerro with some information
concerning the radar. Om watech in the wheelhouse were the Master, Chief Officer
and  helmsman. The navigational! chart in use was WOAR chart 11414 (former C &
G5 S8, 2Ind edition, of April 9, 1977. The moat recent chart available for
this ares is the 24th gdition of March 31, 1975. Parte 164.30 through 164.17 of
title 33, Code of Federal FRegulations list these items of navigational equipment
and publications reguired to be aboard the SUMMIT VENTURE when entering a U.5.
port. 33 CFR 164.11 (d) and (e) reguire use of electronics and other
navigational equipment to be used in fixing the vessels position, and prohikits
the use of buoys alone for the purpose unless that is all that is availabla.
buring the transit of Egmont and Mullet Key Channels, the Chief Officer noked
the times absam the various buoys, but was net fixing the vessel's position by
any other means. After turning over control of the vesgel to the pilet, tha
Master of the ZUMMIT VEWTURE did not converse with Lerro or make any attempt to
overges the manzuvering of the vessel. When Lerro ordered ths anchors made
ready for letting go, the Haster became concerned, but did aot cRpregd this to
the pllot. The Master testified before the Board that he beliewed piloting ta
be a ane-man job and was hesltant to interfere with the pilet lest the pilot
Become apsebs

20.  All laws regarding harbor pilots acting under authority of a state-ispued
license within the State of Florida are administered by the State Board of Pilok
Cormissionars in Tallehassee, through a system of roeles apd reagulations. These
regulations govern membership of the Board, experionce and examination
requirenents for licensing of pilots, disgeciplinary procedurcs for the Suspansicn
or revocation of & license, casualty reporting and investigating precedures, and
fees for membership. They do not address the particulars For any given park,
nor put forth requirements or recommendations for the navigation of vessels.

The board consists of 10 menbers appointed by the Governor for a fewe year kerm.
Pive members must be active pilots, and fiwve must be citizens, 2 of whom are
agtively fnvolved in the maritime community. The remaining three mest have no
past or present interest in the marine profession. The Board acts throuwgh the
Lepartment of Professlonal Regulation. This Department ordinarily reviews
reports of wasuaities involving licensed state pilots or certificated deputy
pilote, which &re required bte be reported within 7 days of cccurrence. This
review may then result in an investigation which must determine whether or nok
propable cause For action against a pilot's license exists. If probable cause
iz found, 4 pilot's state license may he suspended or revoked.
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The Tampa Bay pileots are subject to laws, rules and requlaticns of*the Beard of
rilot Commigsioners, but do not have similar requlations of their own. Inatead,
pilots ln Tampa Bay operate under & set of 12 recopmendations adopted after
consultation with the U. 5. Coast Guard Captain of the Port, officials of the
Tort of Tampa Aathority, and ransgemant af the Pilok's Aeseciation lteelf.

These recommendations deal wieh navigation of vessels within Tampa Bay. Most of
thnase recopmeandations address themaselves to vessel drafe relative to Ehe Srage
of tide and current, and vessel size relative to time of day and channel width.
Only ona of these recommendations places a requirement on piloks: specifically
that & wvessel with a beam over 100 feet =zhall transit only during daylight
hours.  In addition, there are four aktached recommendations pertaining to
specific docks and channels, none of which are germane to this casualty. There
are no prohibitions relative to navigating in adverse conditions and the
movemant of vessels In restricted visibility is left to the judgement of the
individual pilot.

The Port of Tampa Authority is a State-Chartered corporation heving jurisdiction
aver all land areas and shipping eparations within the port diskrict. The
suthorivy is empowered to make rules and regulations governing the speed,
operatien, docking and movement of all vessels operating under its jurisdictiocn.
The only spead restriction in effeck is far a locale not involved in this
cigualty. The huthority has sstablished 3 explosives anchorages and a
guarantine anchorage, and prohibits anchoring im a tuzning basin or channel,
except in an smergency. Ho other rules pertaining to navigation are
established. The Authority primarily regulated harbor usage and dockage fees,
safaby of vessels and docks while alongside, and crew menmber services. The Port
sutharity has no astablished eriteria for closing the port due to inclement
weather, of channel blockage, or other emergent condition. The hithority works
in conjunction with the US0G Saprain of the Port and the Pilot's hssociakion in
centrelling vassel craffie.

2l. Federal law has, with & faw ewceptions, left the enactment and regulation
of pilobége to the jurisdiction of the individual states. Senerally, vessels of
foreign registry, and U.5. flag vessels entering from a foreiqn port, ace
required by state law to take a pilot licensed by the partigular state. There
is no requirement that this pilet be licensed by the federal government, though
these pllats do held license issued by the U. S. Coast Guard. Where a federally
licensed pllot is zcting solely under the autherity of this state licenss, the
Coast Guard has no auvthority, to take remedlal action against a pilot's federal
ligenge.

22. In order to determine if this accident had causal features cosmon to nther
accidents, a study was made of the casualty file as held by Coast Suard
Headquarters. The study compared the Tampa Bay area to the entire United States
and ta thoase areas of Atlantic, Gulf and Pacific coastal waters. The entire
popelation of vesseis involved in all wvessel collisions, collisiones with bridges
and groundings were ligted and arranged by primary cause verses length and gross
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. tonnage for the avallable years 1974 through 1978 in each of the g:anqraphic.nl
areas. Tha anilysis of year to year totals in each accident nature showad a
mors narrow definition of data boundaries was required. The firgt cot
eliminated those primary causes not related to the accident. Thisz resulted in
wsing the followlng primary causes:

d. Fecapnal faulk - State Pillet

b. Pearscnal fauwlt - Federal Pilot

. Personal fault - Foreign Pilot/Foreign Master
i. Calcoculated Risk

¥+ Storms; Heavy weather

k Mdvarse weather

1. Unueual Cutrents

o Restricted Haneuvering Room

The resulting datas was then run through basie statistical cozparigons. Because
2f the small sumber of ianvelved wessels in Tampa, correlations had 1itsle
meaniag.  Another method of comparison is necessary.

The data wsed, although cut by a cauaal factor limiter, still ineludes vessels
of all sizes. Clearly this casvalty 4id not include elemants cofmon o all
vessels. Therefore anobther cut in the data was used.

The Traw data is sctually a count of vessels invelved in the casualties eo the
fnllafing criteria was established:

. 4. Consider only vessels over 100 grosas tons in order Lo reduce the
effest of barges and intraccastal and coastwise piloting of tugs.

ke Lergth had to be aver 300 fect so that vessels using pilets and with
gimilar maneuvering characteristics would be inelueded.

This selection obvicusly skipe some casualties at the small end of the scale, as
seen by the present data entry ranges:

GROSS _IEIHNEGE LENGTE

Mot over 15 3 65 feet or under

Over 15 ke 100 ] Cver €5 to less than 100
Ower 100 to 300 100 te less than 200
Over 300 to 500 200 to less han 300
Owver 500 o 1000 *I00 to less than 400
*Dvor 1000 to S000 4l Lo less than 500
Gver 3000 to L00G0 500 to less than 700
Cver 10000 to 15000 600 to lecs than To0
Cwver L3000~ TH0 and aver

(*dace cut—ofF)]
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It was feolt that any large error would quickly be seen in a simple matrix.

In the period 1974 to 1978 with the tonnage, length and causal restrictiocns only
one brlidge colllieion accurred in Tampa and cnly 7 wessel/vessel collisions
aooprrad.

The testimony of Mr. Gallagher of Tampa Bay Pilots Association indicated that
over this seme peried the number of wessels using the channel has been
relatively constant while the slze of the vessels has increased. This size
statement was 4 conclusion drawn by the witness because the total tonnage of
vessels using the port of Tampa has steadily increased.

The awsher of casualties occocurring in Tampa make compariscns difficult as shown
Ly the cne bridge collizion between 1974 and 1978. With that in mind, the
following percentage of casualties table was developed to compare Tampa with
other coastal areas. The data wsed was that developed by applying the
restricted criteria to the entire data fleld. The percentage 1z found by
dividing the number of vessels involved in the casualty data restricted by
gelected cause and tonnage, by all vessels involved, restricted by selected
causes only. This was repeated for the length restriction. This then shows the
relative position of our defined large ship casualties to the totals that
inglude all wesaels in the elght causal areas.

TABLE OF RESTRICTED CRITERIA CASUALTIES AS % OF CASUALTIES RESTRICTED BY CAUZE

OHLY

(Tonnage Criteria) Coastal Areas Tatpa
Vessel MNessel Collisions T3 2}
Collisions with Bridges 44 100 {single accident)
Groundings 50 o

[Lergth Criterial

Vaszel Vessel Collisions te 7=
Callisions with Bridges iT 100 (single accident)
Groundings 49 52

Review of 20 casualties under investigation in Tampa on 16 May 1980 for year
1280 revealed the following:

e collision between tug tow apd vessel
ine collision with bridge

Eighfeéen groundings
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mlY of the accidents had at least one wessel within the reduced data field
critecia set For the period from 1974 to 1978,

The last comparison of data is to relate the restriceted data to the original
dakz, reflecting total vessels involved in casuvaltias,

'he felleving table is the resulc:

TRELE OF YESSELS IW RESTHICTED CRITERLA RS % OF ORICINAL LATA TOTAL CASURALTIES

HATION COASTAL AREAS TAKER
¥ESSEL/VE4SEL COLLISICHS 2.2% T.8% 7.2%
COLLISIONS WITH BERIDEES G.Bh B.d% 3.5%
SROUHDINGS 12,58 15.0% 17.0%

The only single cause Factors in the original data that exceed these percentages
are the Personmal Fault licensed personnel and Fault other vessel/perasonnel .

This reflects the larce pumber of barges in the data and licenses required on
gmaller, more numerous vessels.

3. T the testimeny and evidence accepted by the Board contained sevaral
differences and veriances. Most were minor and did not contribute to the
rsperatlon of the SUMMIT VENTURE or bridge condition during the pericd involwed
im this rcaguvalty. There were, hawever, some significant areas of crew testimony
nnd weatner data that affacted the determination by the Board. The first item
wag the Lestimony of the Chief Mate in describing the aighting and logging of
buoy 20, his departure from the bridge, the bosn's report of the buoy thought to
Ire 2a and the sighting of buoy 16. The second was the position of the buoy
reported and assumed to be 2R and passing side coupled with the bosn's inability
te describe the buoy. The third was that the time from the sighting of what was
ansumed to bDe 2A Lo Che commencement of the turn was given in relative kersms
without reference to the sameé starting events or the conclusion. Fourth, thers
was an indetermingte difference between clocks op the bridge and in the engine
rofm.  Hawever, the log in the engine room was kept by &2 crew member whose sole
rezponsibility was the log. The finzl variance was the difference hetween the
réported wzather and the weather as dascribed on the SUMMIT VERTURE. The
detalls are descrlbad in paragraph 4.

22




CORCLUSTONS
1.

The proximgte cause of the casualty was the decision of the pilet, John E.
Lerro, 0 continue through the Sunshine Skyway Bridge from the vicinity of the
intersectian af Mellst Key Channel and Cut A channel. This decision was made
afier receiving a single unconfirmed, non-descriptive sighting of a buoy assumed
te be Zh, Complicating circumstances of zers wisibility, high winds and loes of
radar presentation created a situation not Fully comprebended by Ierro.

2.

- Contributing to the decision to continue through the Sunshine Skyway Bridge was
the lack of Enowledyoe that the PUORE OIL had tuened aut ofF $he chennel to anchor
and Lerre thought he ooculd not shangs his inteaded track.

3.

Further contributing to the cause of the casvaliy was Lerrs coentinging at half-
ahaad, an immoderabte specd, when he could not see buoy 28 after passing buoy 16.

4.

The MV SUHMIT VERTURE was beset by a localized storm of enormous proporticns
which could not have been Foregesn. This storm, part of a severs weather
syetién, wes localized te the eéntrance of Tampa Bay and primarily affected the
wacly ares of the bay. This starm was characterized by winds near 50 Rhobs,
reinfall of such high inteasity it appeared to act as dense fog on visibility,
and forced a slight wind shift from the W to just Worth of West.

I additlan, the pilobks of all wessels who encountered this weather ware
surprised by its suddenness and fntensity %o the polnt that guantifylng data ‘was
abapdonad in order to maintain control of thelisr wveassels.

S

The MY SUMMIT WERTUORE wasz in the unigue positlon of belng the only vesael
sporgaching & turn with the weather approsaching and passing from astern. This
denled Lerro the ability to "sense® the changes in wind direction so critical to
ghip gontrol.

™ B

As a result of this casualty 35 people lost their lives due to drownliong or
nultiplc SrEma injuri&ﬁ.

- 7.
This asecldent has had & severe aconomic impast an Ltha Tampa-5t. Petershurg

ragion and the State of Florida due to the loss of the major two lane southbound
thn:qughfaru.
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When the visibility decreased to near zero, apd radar presentation was 1ﬂ=t.
Lerro reviewed hls alvsrnatives in 4 timely manner. His evaluaticn of these
alternatives, based on information known to him, and his perception of the
waather conditlons, were reagonable. However, had he examined the maneuvering
cheracteristics data when arriving on board, he would have knowa that the vessel
hef the potential €o stop in approximately half the distance to the bridge, or
that & hard right turn would use less than half the distance to the bridge from
Euey ZA. It is the opinden of the Board that had either of these two actions
Leen Inltiated in the vicinlty of buoy 2A, collision with the bridge would have
baan averted. A stop without 2 turn, and anchoring is considered by the Board
to be the preferred method of stopping the ship to avoid hitting the bridge, and
further, that either zetion to aveid the bridge would have taken the SUMMIT
SERTURE away frem Cot "AY and involvement with the PURE 07Tl

o,

The effact of the wind and coerrent on the MY SUMMIT VENTURE was a compoand
effect iafluenced by the vessel's trim, dreft, high freeboard and the acute
angles of attack of the wind and current. This infilusnce was not that the
vessel actualily moved on a course diffarent than her heading buk rather a track
thit reflected exactly her heading.

" 10.

Coed the ¥5 SUMMIT VENTURE was comnitted to the turn to Cut A and tha channel
thrangh the Skyway Fridge, Lerrs could not determine the path of the veggel nor
egny 4 the effects as he continued forward. After approximately two minutes
1nte Lhe sasgsumed track im Cut A the SUMMIT VERTURE was incapable of awvoiding the
collision with the Sunshine Skyway Bridge.

11.

Pilot Lerro was acting under the authority of his state license in that there
was no federal reguirement that the SUMMIT VENTURE take a pilot licensed by the

Casst Guards
12.

e Mister of the SUMMIT VENTURE did not fully exeroise his rnspnnsihilitﬁns for
the zafa conduct of his wvessel in that he expressed no concern ko the pilet when
ke Jdid, in fact, have misgivings during the transit through Mullet Key Channel.
1hnuqn ha had the zame navigational aifds awailable t2 him as the Pilﬂt; he
abdicated his role and relied entirely on the abilities and judgment of the
pilet, and made no effort Lo Llotervene. lis prevailing attitude was that
mangyveripg of the wvessel was the pilot's responsibility.
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13.

=

The exandination of the casuvalty data For Tampa Bay and okher similiar areas
shows this to be a singular ageident and without pattern for this area. A mBore
derailed study of channels, ship characteristics, etc., 15 beyond the charter of
Ehdss Barda

1d.

The current short range aids to navigation gystem installed in the Tampa Bay
ares [pairs of turn buoys) appears adegquate only for visual navigatlion with
traffic density and ship sizes of ten yesrs ago.

15,

it i. the opinlon of the Board that mandatery traffic andfor weather restriction
and other novement controls would be best exercised by the pllets themselves.
whanges in the channel would only create more sevars course changes elsewhers in
the entrance Lo Tampa Bay. Considering the particular combination of ship
intended courge, speed, wind direction and welosity and current and drift even
with the storm changing as it did at impact, thea track medoe goid would have beaen
thensame from the general area of 1400 yards from the bridge. Seing lined up on
263°T and continuing throuwgh the bridge at the time of the storsm paczage would
havE regulted in the SUMMIT VENTURE being driven out of the chanpel and into Ehe
'.;un.t:f?lin:r_‘ Skyway Bridgn.

-

16.

There is evidence of wiclation of 46 USC l48l{d), negligent operaticn of a
vegsael, on khe part &f Lerro in that he failed to avail himself of the complete
capabilities of the wessel and, further, that he relied too heavily on :
incomplete Buoy ravigation under extremaly poor weather conditiens, thereby
contrisuting to the casualty.

17.

There iz evidence of wiolation of Article 16, Inland Bules of the Hoad on the
wort of Lerre for conning the SUMMIT VEHTURE at an imprudent speed during a
pericd of restricted visibility.

1E.

Turther, there 1s evidence of vioelatlon of 48 USC 146304}, negligent oparation
of & vessel on the part of the Master of the SUMMIT VEHTURE in not exercising
his duties and obligations to guestion the action of the pilot when he felt his
vessel was standing iato danger. And also there is evidence of violation of 33
VES 1226 fOr not having availlable, an the bridge, the most recent edikion of the
appropriate navigaticoral chart.

The evidence im this matter, and conclusians 16 and 17, have been forwarded
ithdar separate cover to the Commander, Seventh Coast Guard District.
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19.

In order ta resalve the conflicts in evidence, the following determinstlians hawva
Leen made. The Chief Mate actually left the bridge after logging bucy 16 and
whiiz ha waeg looking for busy 2AR. He has since confupged the time in his
tesiimony. Secondly, the boa'n was correct in his indicatinn that the buoy
agsumed bo be Ih went down the port side of the ship, indicating the veasael was
already being set by the wind shift. Third, the time Ffrem sighting of the buoy
until the order to turn was significant and probebly amounted La 20=30 geconds ,
which would put the buoy snearly astern of the SUMMIT VEWTURE at the beginning of
the attempted tura. Fourth, all times were referred to the engineroom clock.
Fifth, and last, weather conditions were used as reported by the testimony on
the M/V GOOD SAILOR and the SUMMIT VENTURE as to wind speed and direction, l.2.;
40-50 lnots from the west to wostnorthwest .

20.

b Rridge fender system at the main plecs was not a factor in this casualty.
However, the larger issue of bridge protection is a matter of concern and
targely the consideration of the bridge permitting auvthorities inm the warious
stotes.

RECOMMERDATIONS
L

Further, it is recommended that the Commandant initiate rulemaking to make
mandatary that pilots become familiar with all maneuvering data on vegsels whare
Lhey have the conn-

2

Furcher, it iF recommended that the Commandant seek legislation to permit
roemedial actien with respect to federal licenses held by pilots operating under
charters independent of federal jurisdiction.

3.

Furkher, it ls recossmended that the Commandant communicate with the Hational
Waathar Service concerning using pilot sktatioms as weather reporting stations in
a manner similar o airports.

4.

Farther, it i recommended that the Commandant study the relationship of ship
characteristics, channel configuration and casualties as a continuing part of
he safety syagluation Tanctian.

=

-y

Furthzr, it is regomnended that the Cosmandant Torward a copy of This repert bo
such agencles as the American Sociely of Highway Transporkation Dfficiale for
thely consideration of bridge protection.
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L

Further, 1t i& recommended that the Commandant cansider an up=dating of the

short range alds to navigation for the enkrance to Tampa Bay and the approach to
e Sunshine Skyway Dridge.

Tu

Further, it is recossended that this caes ke closed.

CAPT EDUWARD V.
Chalreman

GRACE, USCG

ITH, UsSCG

. Membexy

LCDER DAVID « COLE, USCG
Mepber and Recorder

Ensl: (1) Comnvenlng authoriby
(2} CE=2692 (SIMMIT VENTURE)
(3} CG=924-E {Thirty six]
{4} Transcript of testimony
{5} List of Exhibits






