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M/V CHETZEMOKA      
Collision with M/Y Nap Tyme       

Tahlequah Vashon Island, Washington       
December 4, 2016 

EXECUTIVE SUMMARY 

At approximately 15:48 hours on December 4, 2016, the M/V Chetzemoka (ON 1228643), 
carrying out her normal operating schedule on the Point Defiance/Tahlequah route in Dalco 
Passage, was transiting from Point Defiance to Tahlequah in favorable, clear weather.  
Approximately three quarters of the way through the 1.55 nautical mile transit, the 
Chetzemoka collided with the motor yacht Nap Tyme.  No crew/passenger injuries were 
reported.  Immediately after the incident the Chetzemoka’s crew inspected the vessel for 
watertight integrity and the master was able to obtain personal and vessel information of the 
motor yacht.  There was virtually no damage to the Chetzemoka but there was minor damage 
observed to the deck cap rail of the Nap Tyme and it is unknown if there was any structural 
damage to the fiberglass hull.  No environmental impact was observed.  There were 88 
passengers and 10 crew aboard the M/V Chetzemoka and 1 operator aboard the M/Y Nap 
Tyme. 

The WSF Operations Center and USCG Joint Harbor Operations Center personnel were notified 
and condition reports given.  The USCG made contact with the owner/operator of the M/Y Nap 
Tyme and gave permission to continue on to Gig Harbor.  The USCG did not report to the scene 
and also granted permission for the Chetzemoka to return to service.  The Chetzemoka 
continued on to Tahlequah at 16:13 and arriving at Tahlequah at 16:18. 

The proximate cause of the collision was a combination of factors by the master of the M/Y Nap 
Tyme for not being in the pilothouse and ultimately not in control of his vessel and the master 
of the M/V Chetzemoka not taking sufficient and timely action to avoid collision.     

The weather conditions were not a contributing factor in this incident.  
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FINDINGS OF FACT 

On Sunday, December 4th, 2016, the M/V Chetzemoka was assigned on the Pt. Defiance-
Tahlequah (Vashon) Washington State ferry route following the pattern as detailed in the fall 
sailing schedule (attachment #8).   

The M/V Chetzemoka has a gross tonnage of 4623(I) tons and is certified for a passenger 
capacity of 760 persons.  Other vessel particulars are contained in the latest US Coast Guard 
Certificate of Inspection dated 25 February 2016.  See attachment (#1). 

The assigned Chetzemoka crew consisted of ten (10) personnel, seven (7) Deck Department and 
three (3) Engineering Department.  Deck “C” Watch was on an 10-hour day (13:25 to 23:25 hrs.) 
watch on Day #3 of 4 (4 days on, 3 days off rotation) see attachment (#13 Deck Schedule 2015).  
Engineering “B” Watch was on a 12 hr. watch (06:40 to 18:25 hrs.) on Day #5 of 7 (7 days on, 6 
days off).  See Attachment (#3) for personnel listings. 

The deck department consisted of the following personnel:          
1. Captain
2. Mate
3. A/B  (QM)
4. A/B
5. A/B
6. A/B
7. O/S

Engineering department consisted of the following personnel:       
1. Chief Engineer
2. Oiler
3. Oiler

Captain  has over 34 years of experience with Washington State Ferries, starting 
as Ordinary Seaman, Able Bodied Seaman, Mate and Master (currently Relief Master for the 
last 12 years).  He has worked this particular route several hundred times by his estimation.  
Captain  does not have his own specific set of bridge standing orders and does not 
deviate from what the regular master would normally practice.   

Quartermaster  has over 17 years of experience with Washington State Ferries, 
starting as Ordinary Seaman and Able Bodied Seaman.  She has been working Quartermaster on 
the Pt. Defiance/Tahlequah route for just under 2 years.          
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The current collective agreement in force required a crew of ten (10).  US Coast Guard 
requirements called for a crew of ten (10) as detailed in the Certificate of Inspection as 
Attachment (#1).  Ten (10) crew were aboard and properly assigned.  

The Chetzemoka had departed Pt. Defiance terminal at 15:41hrs from a scheduled 15:40 
departure, 1 minute behind schedule.  See Attachment (#5 Pilot house logbook). Destination 
was Tahlequah. This distance is approximately 1.55 nautical miles, and takes approximately 12 
minutes at a speed of 10 knots given to acceleration and deceleration. 

The Zone Description for timekeeping is (+8T) PST. Greenwich mean Time (GMT) or Universal 
Time Coordinated (UTC) is 8 hours ahead of local time. 

NOAA has sunrise/sunset data for Tahlequah on December 4th as sunrise at 07:41 and sunset at 
16:20.   Tide information is available using Neill Point, Dalco Passage (Attachment #6) and 
currents using the Narrows, north end (midstream) (Attachment #6).  Tidal actions on 
December 4th at Tahlequah, Neil Point. indicated low water of 6.8 ft. at 14:38 hrs. to a high 
water of 9.2 ft. at 19:12 hrs.  At the time of the collision, the tidal stage was rising at 7.2 ft. and 
the current speed was 4 minutes after slack water before a max flood tide of 1.7 knots at 17:54.  
The weather was mostly clear with broken clouds that day, with a 15 knots of wind out of the 
SE (Attachment #4 Masters Statement).  The visibility was 10 nautical miles from the dock at Pt. 
Defiance (Attachment #4 Masters Statement).  

The departure from Pt. Defiance by the Chetzemoka at 15:41 was uneventful.  Captain 
and QM  were in the active pilothouse (#2) for the departure from Pt. Defiance.  The 
Chetzemoka has  in each pilothouse and upon departure from Pt. 
Defiance one radar was set at a  and the other at a range.  
were also set at .  Approximately halfway through the transit Captain 
became aware of a smaller motor yacht transiting westbound closer to Vashon Island.   At that 
time the throttles were set at handle position “6” and the vessel was transiting at 
approximately 10kts.   

Captain  first saw the motor yacht Nap Tyme near Neal Point at a distance of 7/10nm.  
AB  asked if he wanted her to “go right” to which Captain  stated, “No.” He confirmed 
during the fact finding meeting that the target was on a steady bearing with a decreasing range. 

When the radar target of the Nap Tyme came inside the  range ring circle Captain 
took control of the helm and initiated the danger signal consisting of five short blasts on the 
ships horn.  He did not change the vessels course or speed.  Captain  stated that when 
the target came inside the  ring a second danger signal was sounded and he shifted the 
rudder ten degrees right but he didn’t feel the vessel was coming to starboard.  He then shifted 
the rudder to hard right, (35 degrees) and thought the vessel was starting to come to starboard.  
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The Collision/Allision/Grounding Response Check List, Form No EMER 3A was not referenced or 
utilized at any point during this incident as per WSF’s Safety Management System.   

As per SMS, the Chetzemoka’s radars were inspected and found to be in good working order by 
Harris Electric on December 5, 2016. 

TIMELINE 

15:41 The Chetzemoka left Pt. Defiance per the P.H. log.  Per the Captains statement, 
Captain  and QM  were in the offshore pilothouse. 

15:44 The motor yacht Nap Tyme was first noticed by Captain  at a distance of 
approximately 7/10 of a nautical mile near Neal Point. 

15:49 Chetzemoka collides with motor yacht Nap Tyme in Dalco Passage. 

15:50 Vessel crew lower # 1 rescue boat to inspect motor yacht Nap Tyme and check 
on its Captain. 

15:55 Chetzemoka rescue boat crew report no severe damage to vessel or injury to its 
crew. 

15:57 Vessel engineers report damage assessment complete and no damage to 
Chetzemoka. 

15:57 WSF Operations Center and USCG JHOC notified. 

16:12 Vessel cleared to sail by US Coast Guard. 

16:13 Vessel underway en route Tahlequah. 

16:18 Vessel arrived at Tahlequah. 

CONCLUSION

The master of the Chetzemoka encountered a crossing situation with the private motor yacht 
Nap Tyme that, technically, was the stand on vessel but failed to have an operator at the helm 
at the time during the incident.  

The WSF master violated Navigation Rules: 



6 

 Rule 7:  Risk of Collision:  (a) Every vessel shall use all available means appropriate to the 
prevailing circumstances and conditions to determine if risk of collision exists.  If there is any 
doubt such risk shall be deemed to exist. (b) Proper use shall be made of radar equipment if 
fitted and operational, including long-range scanning to obtain early warning of risk of collision 
and radar plotting or equivalent systematic observation of detected objects.  (c) Assumptions 
shall not be made on the basis of scanty information, especially scanty radar information.  (d) In 
determining if risk of collision exists the following information shall be among those taken into 
account:  (i) such risk shall be deemed to exist if the compass bearing of an approaching vessel 
does not appreciably change; (ii) such risk may sometimes exist even when an appreciable 
bearing change is evident, particularly when approaching a very large vessel or a tow or when 
approaching a vessel at close range.   

Captain  knew there was a risk of collision and acknowledged a constant bearing and 
decreasing range from the M/Y Nap Tyme on the vessels radars.  He did not instruct the 
Quartermaster to alter course, make radio contact or passing arrangements prior to the ferry 
entering into extremis.   

Rule 8:  Action to Avoid Collision:  (a) Any action taken to avoid collision shall, if the 
circumstances of the case admit, be positive, made in ample time and with due regard to the 
observance of good seamanship.  (b) Any alteration of course and/or speed to avoid collision 
shall, if the case admit, be large enough to be readily apparent to another vessel observing 
visually, or by radar; a succession of small of course and/or speed should be avoided.  (c) If there 
is sufficient sea room, alteration of course alone may be the most effective action to avoid a 
close-quarters situation provided that it is made in good time, is substantial and does not result 
in another close-quarters situation.  (d) Action taken to avoid collision with another vessel shall 
be such as to result in passing at a safe distance.  The effectiveness of the action shall be 
carefully checked until the other vessel is finally past and clear.  (e) If necessary to avoid collision 
or allow more time to assess the situation, a vessel shall slacken her speed or take all way off by 
stopping or reversing her means of propulsion.  (f) (i) A vessel which, by any of these rules, is 
required not to impede the passage or safe passage of another vessel shall, when required by 
the circumstances of the case, take early action to allow sufficient sea room for the safe passage 
of the other vessel.  (ii) A vessel required not to impede the passage or safe passage of another 
vessel is not relieved of this obligation  if the approaching the other vessel so as to involve the 
risk of collision and shall, when taking action, have full regard to the action which may be 
required by the rules of this part.  (iii) A vessel, the passage of which is not to be impeded 
remains fully obliged to comply with the rules of this part when the two vessels are approaching 
one another so as to involve risk of collision.      

Captain  while stating that he gave full right rudder, did not alter his course to starboard 
to any measurable effect to avoid collision.  At the time that he decided to come full right 
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rudder, there was not sufficient sea room for him to complete this maneuver in an obvious and 
safe manner.  While already impeding the stand-on vessels path, his decision to alter course to 
port, was made with too little time and sea room to effectively carry out this maneuver.  

Rule 15: Crossing Situation:  When two power driven vessels are crossing so as to involve risk of 
collision, the vessel which has the other on her own starboard side shall keep out of the way and 
shall, if the circumstances of the case admit, avoid crossing ahead of the other vessel.   

Captain  did not ensure that the ferry gave the right of way to the motor-yacht Nap 
Tyme.  

Rule 16 Action by Give-way Vessel:  Every vessel which is directed to keep out of the way of 
another vessel shall, so far as possible, take early and substantial action to keep well clear.   

Captain  intention was to cross ahead the of the motor-yacht Nap Tyme.  When it 
became apparent that the motor-yacht was not going to alter course or reduce speed, he did 
not take early enough action to keep well clear of the motor yacht.     

The master/operator of the motor yacht Nap Tyme violated Navigation Rule 5 Lookout:  Every 
vessel shall at all times maintain a proper look-out by sight and hearing as well as by all 
available means appropriate in the prevailing circumstances and conditions so as to make a full 
appraisal of the situation and of the risk of collision.    

He also violated Rule 17 Action by Stand-on Vessel: (a) (ii) the latter vessel may however take 
action to avoid collision by her maneuver alone, as soon as it becomes apparent to her that the 
vessel required to keep out of the way is not taking appropriate action in compliance with these 
Rules. (b) When, from any cause, the vessel required to keep her course and speed finds herself 
so close that collision cannot be avoided by the action of the give-way vessel alone, she shall 
take such action as will best aid to avoid collision. (d) This Rule does not relieve the give-way 
vessel of her obligation to keep out of the way.   

The WSF master lost situational awareness when he thought his vessel was coming to starboard 
which could not be substantiated by either the  recording or by vessel video that verified 
the Chetzemoka did not come to starboard.   

The bridge resource management system failed during this incident as no radio communication 
was initiated and no passing signals were sounded.  Captain  statement that the initial 
danger signal was made “as a courtesy” intimating that he would give up his right of way and 
come to his left.   

No mechanical deficiencies were apparent aboard the M/V Chetzemoka on December 4, 2016. 
All navigation and electronic equipment was functioning effectively. 
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There were no injuries sustained to either crew or passengers. 

Crew endurance (fatigue) was not a factor in this incident. 

There was minor damage visible to the teak deck cap rail of the motor yacht Nap Tyme and no 
damage to the WSF Chetzemoka. 

RECOMMENDATIONS 

1. Formal Human Resources disciplinary investigation.
2. Review Bridge Resource Management procedures and possibly attend a Bridge Resource

Management refresher class.
3. Attend a certified refresher course for Rules of the Road (USCG COLREGS)

Attachments 

1. M/V Chetzemoka Certificate of Inspection dated 25 February 2016
2. Report of Required Chemical Drug And Alcohol Testing Following A Serious Marine

Incident (CG-2692B)
3. Crew lists for M/V Chetzemoka – Deck and Engineering – December 4, 2016
4. Statements by  Master,  Chief Mate, 

Quartermaster,  AB,  AB,  AB, M/V
Chetzemoka on December 4, 2016 – 9 pages

5. Pilot House official log-book page for M/V Chetzemoka for December 4, 2016 – 1 page
6. Tide and tidal current predictions for December 4, 2016
7. Master and Quartermaster 96-Hour Work/Rest History Worksheets
8. 2016 Fall Deck Schedule for Pt. Defiance/Tahlequah
9. FleetWatch printout for M/V Chetzemoka on Sunday, December 4, 2016
10. Transit information from Electronic Chart reprint of July 12, 2014
11. Electronics Service report
12. Photos of the damaged cap rail from M/Y Nap Tyme
13. Statements from M/V Chetzemoka “B” watch engineering crew – 2 pages
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Attachment 12
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