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Commandant's Action
on

The Marine Board of Investigation convened to investigate
the collision of the SS CEDARVILIE and Norwegian
MV TOPDALSFJORD on 7 May 1965 in the Straits of
Mackinac with loss of life

The record of the Marine Board of Investigation convened to investi-
gate subject casualty has been reviewed and the record, including
the Findings of Fact, Conclusions and Recommendations, is approved
subject to the following comments.

REMARKS

1. Concurring with -the Board, it is concluded that the cause of the
casualty was the failure of the Master of the 8S CEDARVILLE to navi=-
gate his vessel in a period of reduced visibility in compliance with
the Statutory Rules of the Road. Despite the presence of radar, radio=-
telephone and recommended track lines, the primary anti-collision
deterrent must continue to be compliance with the Rules of the Road.
The prudent mariner must not allow habit, familiarity with route,.
frequency of passage or the presence of various navigational alds to
lessen his duty to comply with the Rules of the Road.

2, Great Lakes bulk carriers are not generally capable of withstand=-
ing unrestricted flooding of any main cargo space. When the collision
occurred and the flooding could not be controlled the vessel was in
danger of eventual sinking.

%, In arriving at a determination as to the speed changes and
maneuvers of the 85 CEDARVILLE prior to the collision, the Board
accepted the testimony of the Wheelsman in lieu of that of the Master.
Although the Third Mate who was also in the wheelhouse and the engineer
on watch -did not survive the casualty, this conclusion is supperted by
the record of testimony. It is recognized that in periods of crises

the witness' recollection of facts is often at variance with the situation

as subsequently determined to have existed. Accordingly, no further
action concerning this conclusion will be taken.

Keep Freedom in Your Future With US. Savings Bouds




o During the final minutes prior to the casualty, lir. Charles H.
Cock, missing Third Mate of the S5 ChDARVILLE was at the radar
scope advising the Master. HRecords indicate that the license of
lr. Cook was endorsed as "radar observer.”

5. Action concerning the evidence of violations of the Iules of the
Road on the part of Captain Hartin E. Joppich of the S5 CLDARVILLE
has been taken under the Suspension and Revocation Proceedings.

6. The Secretary of Commerce with the concurrence of the Secretary
of the Treasury has approved the award of a allant Ship Citation
and Plaque to the German SS WEISSENBURG with ribbon bars to each
member of the crew for their part in the rescue of the survivors.

W,_

W. 1. SMITH
Admiral, U. 8. Coast Guard
Commoandant




From: Marine Beoard of Imvestigation
To:  Commandant (MVI)

5043/SS CEDARVILLE
MV TOFDATSFICRD A-9
Bd 28 September 1965

Subj: Collision between the S5 CEDARVILLE, ON 226492, and the Norwegian
MV TOPDALSFYORD, ON 36485, in the Straits of Mackinac, Michigan
T Vay 1965 with the resulitsnt sinking of the SS CEDARVILIE and
loas of life

FINDONS OF FACT

1. At approximately OS4SR (EST) on T May 1965, the Amsrican 83 CEDARVILLE
and the Norweglan MV TOPDALSEIORD collided in fog in the Straite of Mackinae,
Michigan. Az e result the 8S CERMARVILLE sank at approximately 1025R on the
same. day with the loss of seven lives theraon. In addition, there are three
more crew members still missing. 16 other crew members of the SS CEDARVILLE

were injured, while nine were rescued uninjured.

The loss of the CEDARVILLE

was estimnted at $3,500,000 with an additionel estimated cargo loas of
$21.,000. There wera no injuries or loss of life on the MV TCPDALSFJORD and
the damage, confinod to the bow section, was estimated at $30,000.

2. The following are vessel particulars:

Nama: :

0fficial Humber:

Service:
Gross Tons:
Ret Tons:
LOA:
Breadth:
Depth:
Propuleion:
Hoxrsepower.:
“Home Pord:
Built:
Year:
Ovmers:

Operators:

CEDARVILLE

226492

Freight (Belf-unloader)
8,575

6,229

603.9

60.2

32.0

Bteam Reciprocating
2,200

New York, NY

River Rouge, Michigan
1927

US Steel Corporation
Rew York, NY

lake Shipping-Bradley Fleat
Rogers City, Michigan

TOPDALSFJORD
36485
Fraight
5,839.81
3,343.28
423.6

5h.0 -

Dizgal

6,200

Oslo, Norway

Goteborg, Swaden

1959

Horvegian-Amsrican Idines’
Oslo, Korway

Same as Quner




Certificate of
Inspection:

Great Lakes
Radlo Certifi-
cete:

Master:

License:
Canadian Certifi-
cate of Qumli-
Tication:

Idcensed
Experience:

Great Lokes
Licensed
Ixperience:

US Coast Guard
28 March 1965

FCC, 23 Merch 1965

Martin E. Joppich

146 South First Street
Rogers Clty, Michigen
No. 246189

19 Years

19 Years

QI-193

Canadian Govt 26 April 1965
Rasmus Haaland

Christophei Vel, #8

Oslo, Norwsy

A-1461

#2307

(A1l Great Iakes)

29 Years

19 Round Trips

3. Decéased crew members of ‘the CEDARVILLE are as follows:

Frank Donald Lamp, 578 W. Friedrich Street, Rogers City, Michigan.
License No. 246197, EK-#209235, Chief Engineer. Next-of-kin, Mrs. Alice
Marie Lamp, Wife, same address.

Reivhold Frederick Radtke, 416 Brege Drive, Rogers City, Michigan.
Liecense No. 261980, 2-955172 D-1, Third Assistant Engineer. KNext-of-kin,
Mrs. Rits Radtke, Wife, same address.

Wilbert W. Bredow, 636 S. Second Street, Rogers City, Michigan. :
BK-#140362, Steward. Next-of-kin, Mrs. Cecelia Bredow, Wife, same address.

Edwerd H. Jungman, Frederic, Michigen.

7-835668, Deckwatchman. Next-of-

kin, Mrs. Jennie Lee Jungmen, Wife, same address.

Arthur J. Fuhrman, 764 N. Charles Street, Rogers City, Michigan.
- 2-10T3496, Deckwatchman. Next-of-kin, Mrs. Barbara Fuhirman, Wife, same

address.

' Stenley Haske, 425 S. First Street, Rogers City, Michigan. 2-80902% D-1,
Wheelsman. Next-of-kin, Mrs. Ellzabeth Haske, Wife, same address.

William B. Asam, 324 N. Sixth Street, Rogers City, Michigan.
. 2-85T730 D-1, Wheelsman. Next-of-kin, Mrs. Patricia Asem, Wife, same

address..




4, fThe crew members of the CEDARVILIE who are missing as & result of this
casualty are as follows:

Charles H. Cook, Route No. 1, Bradley Highway, Rogers City, Michigan.
License No. 246175, BK-#1140598, Third Mate. Next-of-kin, Mrs. Jean Cook,
Wife, seme address.

Eugene F. Jones, 451 8. Second Street, Rogers City, Michigan. BK-#0T2622,
Stokerman. Next-of-kin, Mrs. Marion Jones, Wife, same address.

Hugh Wingo, 439 N. State Street, Rogers City, Michigan. BK-#130807,
Oiler. Next-of-kin, Mrs. Ila Wingo, Wife, same address.

5. The crew members of the CEDARVILIE who were reported injured &s a result
of the casualty and the subsequent exposure and immersion are as follows:

Martin E. Joppich, 146 8. First Street, Rogere City, Michigan, Master -
BK~#14k0534.

Leovard 7. Gabrysiak, 336 E. Huron Street, Rogers City, Michigan,
Wheelsman - Z-955875.

Angus Domke, RFD #1, Box T2, Rogers City, Michigan, Watcimen - BK-#252165.
Iven Trafelet, Millersburg, Michigan, Watchman - 2-1073664 D-1.

Edwarg Brewster, 441 W. Brege Drive, Rogers City, Michigen, Watchman -
Z-955090.

Robert G. Bingle, 305 8. Fourth Street, Rogers City, Michigan, Deckwatch-
man - Z-1140620.

Lerry D. Richard, 183 S. Second Street, Rogers City, Michigan, Deck Hand -
Z- 1185766.

‘Elmer H. Euke, Posen, Michigan, Deck Hand - Z-114962h.

Harry H. Bey, White Birch lane, Rogers City, Michigan, Second Assistant
 Engineer - BK-#129864.

Michael J. Idelski, T78 Charles Street, Rogers City, Michigan, Third .
Assistent Engineer - BK-#094839.




William J. Friedhoff, 1396 Spruce Street, Rogers City, Michigan, Oiler -
Z-1097h490.

Billy R. Holley, 1175 D'Vincent Street, Rogers City, Michigan, Stokerman -
Z-995143.

Anthony Rosmys, Posen, Michigan, Stokermen - FK-#314709.

Jemes @. Lictzow, 1265 Birchwood Drive, Rogers City, Michigan, Repairman
Helper - Z-120050k,

Arthur Mertin, %39 St. Clair Street, Rogers City, Michigan, Second Cook -
2-107345.

David M. Erickson, 1039 Birth Street, Rogers City, Michigan, Porter -
7-1133065 D-1.

6. The weather condition at the time and place of the casualty was dense fog
with visibility estimated to be 300 - 600 feet. The winds were light from
the south.est, the barometer 30.24 and the air tempersture 41° Fahrenheit.
There were indications of electrical weather disturbances in the Straits of
Mackinac area. The water temperature was estimated at 36° F.

7. The CEDARVILIE departed Calcite, Michigan at 0501R on 7 May 1965 en route
to Gary, Indisna with 14,411 tons of open hearth limestone and a crew including
the master of 35. The draft of the CEDARVIIIE was 22' 01" forward and 227 Q5"
aft,

8. The CEDARVILIE procseded to the Straits of Mackinac under the supervision
end navigation of the master. The nmaster, in coajunction with the officers
on watéh, Chief Officer H. Piechan to OBOOR eand Third Officer C. Cook, there-
after, was utilizing the RCA (3 centimeter) radar and the radio direction
finder to establish their position. The radar gave readings relative to the
vessel's head end had five scales - 1%, L, 8, 20 and 40 statute miles. The
vessel was equipped wlth & gyro compass that wvas &lso being used. The gyro
hed been checked on the range leaving Calcite, Michigan and had indlcated no
error. The vessel was also equipped with the usual CGreat Lekes AM and FM
rediotelsphonss, which were manned by the master. All navigation, communica-
tion and operating equipment or machinery was in satisfactory working
condition prior to the casuslty.




9. On the morning of the casualty, the deck watch officers were noting some
of the pertinent operating data in the Bridge Log Bock, and were using Lake
Survey Chart Wo. 6 (Straits of Mackinac) or No. 60 (Leke Huron - Straits of
Mackinac). The vessel's engine room policy was to record engine speed orders
in the Engine Bell Book and pertinent operating data in the Engine Iog Book.
Of the vessel's recorde only the Bridge Log Book has been recovered to date.
At the time of the collision Third Assistant Engineer R. Radtke was on watch
in the engine room, L. Gabrysiak wes helmsman and I. Trafelet was on the port
wing of the bridge as lookout. Communication between the loockout end bridge
persormel was by direct word of mouth. The bridge wing was 25 feet aft of
the stem of the vessel.

10, After clearing the harbor et Calcite the CEDARVILLE proceeded toward the
Straits of Mackinac in light fog at full speed (88 RPMs - approximately 12.3
mph). Greet Lekes fog signals were being sounded utilizing the automatic fog
signal device. With Forty Mile Point sbeam at 0558R, two statute miles off,
a new course of 305° gyro was set. Visibility was approximately one mile.
The 305° course, which gemerally follows the indicated track line on the Leke
Survey Chart No. 60 was continued to OTHSR when the course wme altered to
261° gyro using Poe Reef Iight radio beacon (IL No. 1513 - 1965) and & radar
range as a position f£ix. At O812R with Poe Reef Light visible and abeam to
starbosrd, approximately one-half mile off, the course was changed to 285°
gyro. At O ‘the Cheboygan Traffic Lighted Bell Buoy (IL No. 1524 - 1965)
wes abeam close abosrd to port. Visibility, st thie time, had decreased to
about ome-half mile., No alterations of the engilne speed orders had been
given; however, the engine RPMs at O759R and thereafter were noted in the
Bridge Log Bock &8 having decreased to 84 RPMs, caused by less deep water and
not by persomnel action. The average speed of the CEDARVILIE from Forty Mile
Point to Cheboygan Traffic Buoy was 11.7 statute miles per hour,

11. At “Cheboygan Traffic Buoy, & course of 30297 (302° gyro; was sebt for the
Mackinae Eridge Lighted Bell Buoy No. 1 (ILL No. 1562 - 1965). As on pre-
vious changes of course, the measter of the CEDARVILLE transmitted a security
eall on Chammel 16 (156.8 MC/S) and Channel 51 {2182 K¢/S) &nmouncing the
new courss and position of his vessel.

12. Approximately five minutes after assuming the new 302° gyro course, radio-
telephone. comunications were established with the 5SS EENSON FCRD downbound

- from Mackinsme Bridge to Cheboygan Traffic Buoy. A passing errangement was

egradd upen verbally by both vessels and one-blast sound passing signals were
initially exchanged for a port-to-port passing, while the vessels were still
two miles apart. The CEDARVILIE's course was modified to 305° gyro to facili-




\

tate the meeting situation. The vessels passed each other without incident
at a distance of one-half mile apart. The CEDARVIILE did not sea the EENSON
FORD visually. Although the master of the CEDARVILLE stated he had reduced
his speed to half shead (50 RPMs) at this time there are no other records,
testimony, or indicatlons of any change in the engine speed orders to this
point.

13. The CEDARVILLE continued its 305° gyro course to keep clear of expected
downbound vessels. Approximately three or four miles from the Mackinac
Bridge, the CEDARVILIE established radiotelephone commmunications on Channel
51.with the German Vessel WEISSENBURG, which wae approaching esst in the
Meckinac Bridge chennel. When the WEISSENBURG indicated an intention to go
down the South Channel, a port-to-port pessing arrangement was agreed upon
verbally by both veasels The course of the CEDARVILLE was altered to 310°
gyro to facilitate the meeting. Confirming sound signels were not exchanged
between the two vessels. Visibility was estimated to be 1200 feet at this
time. The CEDARVILLE continued to sound fog signals. The lookout then
reported undervay fog eignals from the relative direction of Mackinac Bridge.

They were also heard by the master from his position ir the front window in

the pllothouse. Although the master of the CEDARVILIE stated he had reduced
speed to slow ehead (25-30 RPM) upon communicating with the WEISSENBURG,
there are no other records, testimony or indications of any engine speed
ordsr changes from full shead to this point.

k. The WEISSENBURG passed under the Mackinac .‘Bridge at 0938R and sbout that
time the Germen msster told the CEDARVILIE that there was a Yorveglian vessel
ehead of the WEISSENBURG. The master of the CEDARVILLE atteémpted to communi-
cate with the "Norwegian vessel” and arrange for e passing agreement; homer,
no contact was made. .

15. The master of the CEDARVILIE continued to get radar reports of a ta.rget -
later identified as the TOPDALSFIORD - from Third Officer Cook on the radar.
Uader the master's instructions, the range scale settings were alternately
changed between the 1%—, 4 and B mile scales. As the range between the vessels
decreased two different versions of the events were related.

&. According to the Wheelsmen, L 2 Gabrysiak, the course vas changed to
the right and steadied on 325% gyro and the speed of the vessel was
then reduced to half-speed sheed (50 RPMs). The third mate then
reported to the master that the other vessel was closing in on the
CEDARVILLE =nd the bearing was not changing. One-blast passing




signals in accordsnce with the Greet Lekes Rules were then sounded
on the CEDARVILIE in between the fog kignals using the manusl whistle
coptrols. The last one-blast signal was a very long blast. Shortly
thereafter the TOPDALSFJORD was observed coming out of the fog at an
estimated 100 feet. The engines were then placed on slow shead (25-
30 RPMs). As the vessels converged, the master placed the engines
on full shead snd ordered hard left.

b. According to the Master, M. Joppich, the CEDARVILLE was proceeding
at elow shead (25-30 RPMs) on course 310 gyro with the third mate
keeping him informed of the other vessel's bearing and renge on the
radar. Within the two-mile range no precise ranges or bearings were
reported; however, the tendency of the other vessel to b= "“widening
out to port” was reported. One-blast passing signals in accordence
with the Great Lakes Rules were then sounded on the CEDARVIILE in
between the fog signals using the manual controls. After several
unsuccessful attempts to mske radio contect with the "Norwegisn
vessel" and with the range decreasing, the vessels course was
changed to the right graduvally as recommended by the third mate.
The TOPDALSFJORD was then noted looming out of the fog at an esti-
mated 900 feet. The helm was ordered immediately to hard right and
full asheed was rung up on the engines. When the CEDARVIILE's bow
passed ahead of the TOPDALSFJCRD's bow, the helm was ordered hard
left in an effort to swing the stern clear.

16. The TOPDALSFJORD was on & steady heading and at right angles to the
CEDARVILLE's general approach. The TOPDALSFJORD's bow collided with the
CEDARVILLE at O945R abresst of No. 7 hatch on the portside st & near perpendi-
cular angle with only moflerate impact felt. There wes no danger signal
sounded on the CEDARVIIIE et or prior to the collision.

17. The TOPPALSFJORD departed Milwaukee, Wisconsin at 1830R on 6 May 1965 en
route to Fort William, Ontario via the St. Marys Falls Capnal at Sault Ste.
Marle, Michigan with 1800 tons of general cargo. The draft of the TOTDALSFICRD
was 14' 4" forward and 18' 6" aft. The bow on the vessel is ice strengthenad
and rakes forwerd. : _

18. The TOPDALSFJORD proceeded to the Straits of Mackinac from Milvaukea
without ineident. As the vessel spproached the Mackinse Bridge, the master
assumed the supervision of the navigation of the vessel. The master was
aseisted on the bridge after 0800 by the Chief Officer, K. Fagerli, the Second




gfficer, J. Gronstol, on the radsr snd the Radio Officer, A. Mellberg, on the
AM and FM radiotelephones. The watch also consisted of wheelsman K. Oskarsen,
and du2 to the estimated one-helf mile visibility, a lookout, A. Bergkvist,
was statloned on the bow. Communlcations between the bridge and the bow was
by an intercom loudspeaker located 20 feet aft of the extreme bow. The bridge
was approximately 200 feet from the bow.

19. The TOPDALSFJORD's radar was being used for navigational purposes. The
Dzcca radar gave readings relative to the vessel's head and had range scales
of 0.75, 1%, 3, 6, 12, 24 and 48 miles (nautical). The vessel was also
equipped with & gyro compass, which hed no error vhen last checked on the
present {reat Iekes trip. A1l wavigation, communiecation and coperating equip-
ment was in sstisfactory working condition on the dey of the casualty.

20. After clearing firays Reef Passage on 7 May 1965, the TOPLALSFJCRD pro-
ceeded at full speed (average 118 RPMs) with stand-by on the engine telegraph
due to the restricted visibility. TFog signels in accordance with the Great
Lakes Rules were being sounded. At 0818R & redar position 094° from White
Shoal It. 3.1 statute miles off was plotted. Inasmuch as the position was
0.7 mlles north of the Leke Survey Chart 093° track line from White Shoals

to the Mackinac Bridge, & new course to make 095° good was set for the
Mackinac Bridge. At O0BSOR the western edge of St. Helena Islend was abeam
with the intended course made good. An average speed of 17.4 statute miles
per hour was attained betwesn 0818 and 0850.

21. A% 0903R the TOPDAISFJORD's speed was reduced to various maneuvering
spead engine orders including stop as the vessel was nevigated in respect to
an unidentified vessel westbound from the Mackinac Bridge. The TOFPDALSFJORD
informed the Cerman Vessel WEISSENBURG following closely behind her of the
various speed changes being mede up until the time of collision. Although
security information was sent by radiotelephone from both meeting vessels,

no mubunl passing agreements were arranged, nor were sowsl passing signals
exthanged. The vessels passed each other port-to-port at approximately
0927R, two miles wsst of the Mackinac Bridge without incident. The :
TOPDALSFIORD contlnued at reduced maneuvering speeds with visibllity steadily
decreasing. In the vicinity of the Mackinae Bridge sh additional bow lookout,
Stals: Cule, wvas posted.

22, At 0935R the TOFDAISFJORD passed under the Mackinace Bridge to the left
of the cenber of the main span. The ra.da.r was operated then on the 1% mile
geale, The course was altered to 108° gyro as the master then decided to

teke the South Chammel route instead of Round Island Passage because of the




restricted visibility. Two security calls denoting the position end new course
ware seat by Radlo Officer Mellberg on the radiotelephone on Channel 16 and
51 with no reply. Shortly thereafter a radar target 200 relative on the star-
bosrd bow was reported at a range of 1.5 miles (nautical). Fog signals of a
vessel wderway were also heard from the same general direction. The fog
signal of a vessel at anchor, later identified as the J. E. UPSQON, was also
hesrd €0° relative on the starbosrd bow as well as that of the WEISSENBURG
underway estern of the TOPDALSFJORD. In view of the relative position of the
approaching vessel, the 108° gyro course was maintained on the TOPDALSFIORD
and the engines placed on dead slow ahead (approximately 40 RPMs 3 - U knots)
at O940R. 'The radar bearings of the approeching vessel changed from 20° to
290 ralative on the starboard bow as the range decreased to 0.5 mile as re-
ported by the sscond mate. The engines were placed on slow ghead (50-55 RFMs,
6.5 knots) at OSUZR. As the range conbinued to decrease the second mate re-
ported to the master that the radar target was so large, accurate bearings or
ranges could mot be taken. The engines were then placed on stop at 0943R.

The visibility at this time was estimsted to be approximately feet,

23, The master of the TOPDALSFJORD, standing outside the wheelhouse door on
the starboard bridge wing, then heard one very long blast on a ship'e steem
vhistle close at hand broad on his starboard bow. As the whistle conbinued
sounding the CEDARVILIE wae then sighted by personnel from the bridge and bow
similtaneously locmipg out of the fog at a distance estimated to be 250 feet
from the TOPDAISFJORD's bow. The TOPDALSFJORD's engines were placed on emer-
geney full astern at O945R by double rings on the engine room telegraph.
105-110 RPMs were atteined on the engines in reverse prior to the collision.
The helm wes placed on hard right to augment stopping the vessel. The
CEDARVILLE's course was nearly perpendicular to the TOPDALSFJCRD's course.
The CEDARVILIE's speed was estimated by the TOPDALSFJORD's bridge personnel
at 6 - 8 mph as it passed in front of the bow. The master of the TOPDALSFJORD
stated he noted his owvm prop wesh advencing up the TOPDALSFJCRD's side before
impast. At OS4SR plus the TOPDALSFIORD's bow struck the CEDARVILLE anidship
at near right angles om the portside with only a moderate impact felt. The
TCPDALSETORD was embedded in the CEDARVILIE only briefly as the forward motion
of the CETARVIILE swept the TOPDALSFIORD's bow around to a heading of approxi-
mately 37° gyro. The CEDARVILIE continued on and disappeared in the fog. The
engines on the TOPDALSFJORD were stopped at OO46R. There were no danger sig-
 nels or paseing signals sounded by the TOPDALSFJORD at or during the events
leading to the collision. The master of the TOPPALSFJORD stated he was
poised to sound a danger signal at the conclusion of the very long blest that
was being heard, but since the CEDARVILLE loomed out of the fog still sounding
the long blast, Captain Haalsnd then considered a collision inevitable.




2k, Followlng the collision, the TOPDALSFIORD drifted in the dense fog in
the immediate area of the collision. The vessel's two lifeboats (one motor
equipped) were prepared for launching. The boats were dispatched to search
for survivors when the sinking of the CEDARVILLE beceme known. The veesel
drifted to 11158 and then proceeded to an anchorage nesr Mackinac City. The
lifeboats returned to the TOPDALSFJCRD at about 1600R without heving located
any personnel from the CEDARVILIE.

25. ‘The approximate position of the collision was 07897, 6,600 feet distant
from the south tower of the Mackinac Bridge. The average speed of the
TOPDALSFTORD from the Mackinac Bridge to the collision wms approximately
seven statute miles per hour. The full speed of the TOPDAISFJORD is about
17.5 statute miles per hour. The average speed of the CEDARVILLE from
Cheboygan Traffic Buoy to the collision was approximately 12.4 statute miles
per hour. The full speed of the CEDARVILLE fully loaded was approximately
12.%k statute miles per howr.

26. There were no reported injuries to personnel of either vessel as a direct
result of the collision impact. :

27. No rader plot or couputations were mmde prior to the colllision by either
vesse), 80 that their respective target speeds, courses, or closest points of
spproach could be determined. The CEDARVILLE'as personnel dld not record the
engine speed charges or course alterations made prior to the collision in the
Bridge Log Book. .

28. The TOPDALSFJORD was damsged extensively at the bow section extending
back 11 feet. Flooding was confined to the forepeak area inasmuch as the
collision bulkhead was not broached. The vessel was able to procesd on her
voyege via Ssult Ste.Marie, Michigan to Port Arthur, Ontario for repalrs, and
left the ares of the collision st 1T30R on 7 May 1965. The starboard bow
plating of the TOPDALSFIORD was folded across the damaged bow to the portside.

29. 'The effect of the collision to the CEDARVILIE was holing of the vessel
at No. T hatch on the portside, ahove and below the water line. The damage
was in the way of No. Lt portside and double bottom tank in the vieinity of
frame No. 100. Progressive flooding commenced immediately into No. 2 cargo
‘hold with only the stone cargo as & deterrent. The CEDARVILIE, after impact,
took an immediate deep 1list to port.

10




30. The collision and engine room W.T. bulkheads are located at frames Nos,
19 and 171 respectively. The area between the bulkheads, in addition to the
three cargo holds, consists of the tummel space with the unloading conveyor
system ond seven side and double hottom ballast tanks on each side of the
vessel. The bollest tanks were numbered from forward, Wo. 1 through No. T,
with the individual side and double bottom tank as a unit. Tanks Nos. 6 and
T bad trimming tarks that extended to the spar deck. In the collision con-
tact area, the top of the side tank was approximately three feet below the
deep load water line. The bulkheads to the adjacent cargo holds and the
hopper gates from the holds to the conveyor system in the tunmel zpace were
not watertight. The design of the CETARVIIIE is such that uncontrolled
flooding in the cargo spaces will wWtimately result in the vassel's #inking.

31. Tmnediately following the collision, the CEDARVITIE stopped her engines,
sounded the general alarm, broadcast s MAYDAY message, and dropped the port
anchor. Chief Officer Plechan went aft to assess the damages sustained in
the collision. Captain Joppich radioed the WEISSENBURG asking for the name
of the Norwegisn vessel. The collision was reported to the Mackinae Island
Coast Guard Stetlon at 0950R by radiotelephone. No tank soundings were
teken The chief mate reported by telephone later to the master that the
CEDARVILIE was taking & tremendous smount of water in No. 2 hold over the
cargo and that en attempt to cover the hole with the emergency collision
tarpaulin bad been unsuccessful due to the siee of the hole.

32. The CEDARVILIE's two lifeboats located port and starboard on the after
house were swung out and lowsred to the spar deck bulwark. The crew, ex-
cluding those on watch and those assisting in the engine room, mustered in
thelr life preservers on the sprr deck and stood by awaiting further orders.
The CEDARVILLE wes also eguipped with a 15-person 1life raft forward and a
25-person life raft aft, both of which would float free. There was no peanic,
confusion or delay in preparing the lifeboats for use. The order to abandon
ship was never given. Three life jackets were brought to the pilothousa,
but only helmsman Gabrysisk had put his on before the capsleing.

33. As soon as the extent of the dopage end its visible effects were
realized, the master of the CEDARVILIE camisnced operations to raise the
anchor and to beach the vessel. At 1010R the Mackinse Tsland Cosst Quard
. Station heard the CEDARVILLE radio she was attenpting to beach the vessel at
Mackinaw City. fThe vessel came hard lsft » full speed ahead teking the
Mackinac Bridge Lighted Gong Buoy No. 2 (1T #1563 - 1965) close aboard to
starboard. A course of 140° gyre vas sst, as furnished by Third Mate Cook,
to clear the SS J. E. UPSON emchored off OLld Mackinac Point. However, the




position of this anchored vessel was never accurately determined. The master
transmitted several MAYDAY messages and also instructed the WEISSENBURG to
Xeep out of hls way. At approximately 1025R the CEDARVILIE with little
freeboard remaining rolled over suddenly to starboard and sank 120%r, 17,000
feet from the south tower of the Mackinac Fridge. The distance traveled from
the point of collislon to where the vessel sank was approximately 2.3 miles.
The distance remaining to the beach was approximately 2.0 miles. The
CEDARVILIE sank in an spproximate heading of 140°.

34. The distance from the point of ecollision to Grabam Shoal was one mile
and to 014 Mackinac Point 2.2 miles. The course from the point of collision
to the nearest land at 01d Mackinac Point is 215°T.

35. The CEDARVILLE is presently lying deck down in 102 feet of water on her
starboard rail in two sections broken at No. 7 hatch. The forward section is
lying deck down about & 159 - 20° angle to the horizontal and the after sec-
tion is lying with its deck down at & 45° angle to the horizontal. The
veseel and cargo have been surveyed and determined as unsalvegeable.

36. The Chief Engineer F. Lamp and First Assistant Fngineer W. Tulgetske
went to the engine room after the collision. Inasmuch as there was no pump-
ing orders from the bridge at this time, the first aseistant went on deck and
made a visual check of the collision damage and returned to the engine room.
Upon his return to the engine room and based on his observations pumping was
commenced on No. % portside and bottom tank. The main ballast pump used was
a recently installed 16" x 14" new electric purp rated at 5,250 gellons per
minute. Fach side and bobttom ballast tank unit on the CEDARVILLE was provided
with one 8" ballast line located six feet above the vessel's bottom. Approxi-
mately four minutes after the pumping was commenced, telephone orders from
the bridge to the chief engineer orderved ballasting of the starboard side.
The electric pump was stopped and the ballast manifold valves were adjusted
to utilize the elxctric ballast pump to ballast one of the starbosrd tanks.
The tapk number is not kaown as the chief engineer, Lawp, and oiler, H. Wingo,
involved 1n the cpsration did not survive the casualty. After the electric
pup commenced pumplng into a starboard tark, a centrifical steem pump rated
at 3,600 gallons per minute resumed pumping out of No. I port tank. Two
horizontal steem drag auxiliary ballast pumps each rated at 2,000 gellons

per minute were then placed on the tunnel space swp well. The punps being
utilized 21l indicated they had suction and were operating properly. Second
Assisteant H. Bey esssisted in lining up the two auxiliary ballast punps. The
Nos. 3, b snd 5 side and double bottam tarks ench have a capacity of 1,042
short tons of fresh water - port and starboard sides inclusive.




37. With the pumps all in operation, the first assistant and second assis-
tant left the engine room. The first assistent stopped briefly on the
fantail end further tightened some lesking dogs on the gangway side port.
Upon departing the engine room he noted the inclinometer at 6" to port {1°).
Shortly after arriving on the spar deck, the vessel heeled over to starboard
suddenly and sank.

35. At some undetermined time but before capsizing, the master telephoned
the engine room to cease the ballasting operations, &s the CEDARVILIE had
assumed an even keel.

39. As the CEDARVILLE turned over to starboard, the crew standing by the
1ifebosts made last minute attempts to launch them. The No. 1 lifeboat was
pever released and ssnk with the CEDARVILLE. The No. 2 lifeboat with several
crew members abosrd was releazed from the falls as the CEDARVILIE sank be-
neath it. Both life rafts floated free. The majority of the crew were
thrown into the cold water.

40, Third Mate Cherles Cook was last seen attempting to don a life preserver
in the wheelhouse as the vessel heeled over. His body has not been recovered
to date. Captain Joppich was rescued clinging o his life jacket, He had
never put 1t on,

41. Eugere Jones, Stokerman, and Hugh Wingo, Oiler, were both on the 8-12
watch in the engine room and had been seen attending to thelr duties Just
prior to the vessel's sinking. Their bodies have not been recovered to date.

42, The WEISSENBURG, under the command of Captain Werner Mey, made both
1ifeboats ready for immediate launching and followed behind the CEDARVILLE

as she proceeded on course 140°. At about 1030R the bow lookout of the
WEISSENBURG reported hearing men crying out from the water ghead. At
spproximately 1033R the first man was seen swlmming in the water. Shortly
thereafter both lifeboats were launched from the WEISSENBURG. Six survivors
were taken from the water. The CEDARVILIE's No. 2 lifeboat and after life
yeft with 21 survivors were found and towed back to the WEISSENBURG. On board
the WEISSENEURG, the survivors were wrapped in blankets and glven stimilants.

 43. Paul Jungman, Deckwatchmsn, one of the survivors, was dead from .
asphyxistion by drowning and shock when taken aboard the WEISSENBURG.

by, Stanley Haske, Wheelsman, one of the survivors died on board the
WEISSENBURG an hour later from shock and exposure. : '




45. At 0955R the CG-40527 deperted Mackimmc Island Coast Guerd Stetion (five
miles from the point of collision) in dense fog and arrived on scene at 1030R,
joined later by the C0-36499. TImmedismte search operations were initlated;
however, no survivors of the CEDARVILLE were rescued by CG craft as all survi-
vors were picked up by the WEISSENBURG. At 1115R the CG-L0527 found the
forvard life raft drifting and empty.

46, At 1042R the USCGC MACKINAW {WACB-83) departed Cheboygan, Michigan some
18 miles from the point of collisionm. Upon arriving in the vieinity at 1204R,
it essumed commend of the search and rescue gperation. At 124LER the MACKINAW
moored elongside the WEILSSENBURG and tock on board the survivors for transfex
ashore at Mackinaw City, Michigen. Search operations continued to 12 Mey 1965
with air craft from Comst Guard Alx Station, Traverse City, Michlgan, USCGC
NAUGATUCK (WYTM-92), USCGC SUNDEW (WEB-4OL4), and units from Coast Guard Group,
Charlevoix also participating with negative results.

L7, Commercial divers provided by the US Steel Corporation from 10 May to
12 May 1965 recovered five bodies found trapped on the CEDARVILLE. The bodies
recovered were as follows: :

Doviald Lamp, Chief Engineer.

Reinhold Radtke, Third Assistant Engineer.
Wilbert Bredow, Chief Stevard.

Willism Asem, Wheelesman.

Arthur Fuhrmen, Deckwatchmen.
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CONCLUSICHS

1. The §S CEDARVILIE and the MV TOPDALSFIORD collided on neerly perpendicu-
lar headings im the Straits of Mackinac at approximately O945 EST on T May
1965. c;ghe eollision ococurred with the TOPDALSFJORD on a course and heading
of 10847,

2. The collision occurred in spproximmte position 0T8°T, 6,600 feet from
the south tower of the Mackinac Bridge 1n dense fog.

3. As & result of the damage sustained in the collision, the CEDARVIIZIE sank
in 102 feet of water 12007, 17,000 feet from the south tower of the Mackinac
Bridge at about 1025 EST on the day of the collision. The vessel is resting
on her starboard raill, deck down, in two sections, and is considered to be,
with her cargo, a totel loss.

Lk, The three men listed as missing, namely, Charles Cook, Third Mate;
Bugene Jon=s, Stokerman; and, Hugh Wingo, Oller, are presumed dead as a re-
sult of the casualty. There has been no trace of them since the sinking.

5. The testimony of Helmsman Gabrysiak and Captain Joppich differs in
several vital respects as to spesds and maneuvers before collision. The
version as related by Gabrysiek 1s considered correct and that a= related
by Captain Joppich ia comsidered self-serving and false and is accordingly
rejected. Hence it 1s concluded that the CEDARVILLE was operated at full
speed “ajmost up to the Jaws of collision.

6. There ia evidence that the master of the CEDARVILIE failed to navigete
hie veseel at a modsvate speed in fog and restricted visibility as required
by Rule 15 of the (reat Iskes Rules (33 USC 272). The speed averaged under
reduced visibility from Cheboygan Traffic Buoy to the point of collision
coincided closely with the maximm speed pobential of the CEDARVILLE loaded.
The CEDARVILLE was allowed to proceed at full speed to the time of her
evasive maneurers taken in close proximity to the TOPTAISFICRD, ignoring

the comsiderabls mmzntun of the heavily laden and comparatively low-

poverad vassel. The CEMARVILLIE had adequate advance notice of vmssel traffic
epproaching from the Mackinae Bridge from information providad by the radar,
radiotelephone commuznications and later the sound fog signals heard. A

- moderate spesd undsr the clroumstances would have provided more time to study
the situation amd react to the collisiom pattern that was developing. The
operaticn of the CEDARVILLE just prior to the collision, reletive to meeting
and passing the FENSUS FURD at full speed after radiotelephone passing agree-
merts followsd by souwed passing signals, would sesm to indicate the intent of
the’ CEDARVIINE's master to do likewlse with the vessel traffic approaching
from undsr the Mackinace Bridgs.
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1. ‘here 1a osyldence that the master of the CEDARVILLE was timely Informed
and ayrre of the round fog signals of a vessel not more than four points from
righl, phend and aceordingly fniled to reduce his vessel's speed to bare
slearnpewny an required by Rule 19 of the Great Lekes Rules {33 USC 272) for
venseln In Fop or reatricted visibility.

5. There 15 evidence that the master of the CETARVILIE failed to sound the
drnger nlgnnl when there was no reply from the approeching TOPTALSFJORD to

his one hiast pamelng signnls, as required by Rule 26 of the Great Lakes Rules
(33 Use 291). Mowever, as the TOPDALGFIORD had already inltiated action to
slop his vesnmel, this failure 15 not considered to have materially contri-
buted 1o the collislon.

), Phere la evlidence that the master of the CEDARVIILE was in doubt as to
{he Intentions of the approachling TOPDALSFIORD and falled to reduce epeed to
bare nleeragewny, or as wns necegsary in this case, to stop and reverse when
within one-halr mile radar range of the other vessel, in violation of Rule 26
of the Great Tadtes Rules {33 USC 291).

10, The TOPTATSRIORD wan being navigated wilth reasonable cautlion under the
¢lveumstances and commensurate with the speed and power potentizl of the
vensel. There was ndequate bridge and lookout personnel aesigned on the
POITAT'ICID for 1ts operation in restricted visibility. At the time of the
colltsion, Lhe TOPTATSFIORD was practically stopped.

11 In view of the radnr information available to the master of the TOPDALSFJORD,
his declsion to temnin on course 1087 past the normal turning point for entry
juto Lhe fouth (hmmel 1s considered reasonable and consistent with the estab-
lished priveiples of prudent navigation.

19, ¥t ts fucther concluded that no fault cam be attached to either vessel for
fallure to matntain a radar plot as the various speeds employed by the
TOPTATAITORD would have reundered a meaningful plot impossible.

11, e absence of a danger signal on the part of the TOPDALSFIORD prior to
the colltelon {s understandable under the circunstances of the case. The
waster of the TOPTALSFIORD First considered the approaching vessel to be pass-
tug him eafely as determined by the changing radar bearings. When the radar
later {undieated othevwisa, the master of the TOPMALSETORD was precluded from
blowlng the danger signal although poised to do so by the very long one-blast
soumd slpnal Crom the CPDARVILIE. At the eond of the long one-blast signal,
the CFIARVILIY was {n view aocd the collision was inevitable, hence a danger
slanal (hen would have been meaningless.

10




14, The CEDARVIILE sank as a direct result of the large ingress of water
through the dsmaged portion of the hull sustained in the collision. Pro-
gressive floodirg of the cargo holds and tunnel space could not be controlled
due to the design of the vessel and the capability of bilge and ballast sys-
tem. In view of the TOPDALSFIORD's forward draft and the rake of her bow it
is considered that the collision damage did not involve the CEDARVILIE's
ballast piping in No. 4 side and bottom tank, consequently there was no
progressive flooding through the ballast system.

15. Since the vertical extent of the damage could not be determined, the
action taken by the master to remove the port list by counter flooding is
considered reasonable under the circumstances, as the ingress of wvater may
roesibly have been thereby lessened.

16. Since the master knew that, with the particulsar design of the vessel in-
volved, any sizeable hole into the cargo holds at deep draft would denote a
sinking situation, hiz action taken of attempting to beach hls vessel is
considered proper. The master, however, judged poorly the peril to his crew
and vessel and the time remaining for him to beach him ship. He should have
beached his vessel on the nearest shoal or deciding against that he should
have steered the correct course for the nearest land. The beaching course

© furnished by the third mate wae incorrect and the master should have imme-
diately realized this. It is tragic that the CEDARVILLE steamed enough
miles following her fatal wound to have made the beach at Mackinaw Cilty.

17. There are no readily apparent or conclusive reasone vhy.radiotelephone
commnications were not established between the CEDARVILLE and the .
TOPDALSFJCRD. There are several factors, however, thet mey have contributed
to this. )

a. The electrical disturbances present may have adversely affected
Channel 51 at critical times of call.

b. The radio contacts between the CEDARVILLE and the WELSSENBURG may have
monopoliged air time. ' :

¢. The lete recognition on the part of the CEDARVILIE's master that a
_ "Norweglian" vessel was ahead of the WEISSENBURG coupled with the late awere-

ness by the TOPDALSFICRD of the approach of the CEDARVILLE a2s it appeared on
the radar at only 1% mile range left 1ittle time for radlo messages.

18. The Coast Guard units which were ordered to the s-cene of the collision

responded in s timely manner; however, they were greatly hampered in thelr
operations by the dense fog which covered the ares.
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19. 'The master and the crew of the German MV WEISSENBURG conducted rescue
operations following the sinking of the CEDARVILLE with dispatch and efficiency
in the best traditions of the sea. It is considered that more CEDARVILLE
crew members would have perished in the frigid weters had not the WEISSENBURG's
personnel performed so well.

20. There is evidence of considerable false optimism on the CEDARVILLE that
the vessel would be successful in its beaching operation. Due to this a plaa
for minimiring persommnel in the engine room or abandoning ship was never’
initiated. The unexpected end rapid heeling of the vessel to starboard pre-
eluded any final abamdon ship order. The conduct of the crew members of the
CEDARVILLE as they pexrformed their assigned duties notably in the engine room
and in preparing the lifeboats was commendable in that there wvms no confusion

or panic.
RECOMMENDATTIQNS

1. It is recamended that further action under the Suspension and Revocation
Proceedings of RS 4450, as amended, be initiated in the case of Captain
Martin E. Joppich of the SS CEDARVILIE concerning conclusions 6, 7, 8 snd 9.

2, It is recommended that the Commandant recognize the gallent rescus opersa-
tions of the Germen MV WEISSENBURG following the collision between the
CEDARVILIE and the TCPDALSFJIORD.
3. It is further recommended that the case be closed.
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