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1. Accident Information 
Vessel: Scandies Rose  
Accident Number: DCA20FM009 
Date:  December 31, 2019 
Time: 2200 Alaskan standard time (coordinated universal time – 9 hours)  
Location: Sutwik Island, AK 
Accident type: Capsizing/listing 
Fatalities: 5 
Injuries: 2 – minor  

 
2. Parties in Interest Coordinators   

Barton Barnum, Investigator in Charge  
Office of Marine Safety (MS-10) 
National Transportation Safety Board 
Washington, DC 20594-2000  

 
Greg Callaghan, Chairman MBI 
Eleventh Coast Guard District, Chief of Prevention 
Coast Guard Island, Bldg. #50-7 
Alameda, CA 94501-5100 
 
Daniel Mattsen 
Managing Owner of Scandies Rose   
3615 Olympus Drive NE, 
Bremerton, WA 98221  
 
Lora Wilson 
Forensic Services Program Manager 
NOAA/National Weather Service 
1325 East Highway, 
Silver Spring, MD 20910 
And no others. 

 

 

 

 

 

 



3 
 

Factual Information 

 
Figure 1 Scandies Rose Arriving in Kodiak, AK, prior to the accident. Unknown date. (Source: Gerry Cobban Knagin) 

3. The Accident 
On December 29, 2019, the captain and six crewmembers of the Scandies Rose prepared the vessel for 

departure from Cannery Row in Kodiak, Alaska, to participate in the Bering Sea pot cod fishery, which opened 
on January 1. The crew worked late into the night loading and securing 195 7-foot-by-8-foot-by-34-inches 
combination pots on the vessel.1 They also loaded and stored the bait needed for fishing and the groceries for 
the crew. The next day, December 30, the crew prepared the vessel for sea and ensured “everything was tight.” 
They chained the pot stack, dogged hatches, and tested bilge alarms.2 The vessel then shifted to a fueling dock 
where the crew loaded diesel fuel for the main engines and generators, and also potable water.  

The captain, who was the vessel’s certified safety drill instructor, conducted drills with the crew.3 The 
drills included discussions about the engine room fire suppression system, locations of life rafts onboard, and 
the vessel’s Emergency Position Indicating Radio Beacon (EPRIB). Crew were also instructed on how to make 
a mayday call using the vessel’s onboard communication equipment. One crewmember demonstrated how to 
don an immersion suit. In interviews following the accident, the two surviving crew members described the 
captain’s safety drill as being “very thorough.”45 The safety drill was documented on a company form, signed 

 
1 Oystein Lone interview 1.5.20, pg. 6 
2 Gribble interview 1.1.20, pg. 7,19 
3 46 CFR 28.270 – Instruction, drills, and safety orientation, requires that “The master or individual in charge of each 
vessel must ensure that drills are conducted and instruction is given to each individual on board at least once each month.” 
4 Gribble interview 1.1.20, pg. 17. Lawler interview 1.1.20, pg. 10 
5Investigators conducted post accident interviews with the two surviving crewmembers, referred to as Survivor 1 and 
Survivor 2. See section 8 Crew Information. 
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by all crew, and sent via text message to the vessel manager.6  

In addition to the safety drill, the captain and crew discussed the forecasted weather for their proposed 
route. Survivor 2 told investigators that “we all used the Windy app” to receive weather forecasts.7 The 
National Weather Service’s (NWS) marine forecast, also available online, was broadcasted continuously over 
Very High Frequency (VHF). Just before the Scandies Rose departed, the NWS issued a marine forecast that 
included a gale warning and a heavy freezing spray warning for the vessel’s proposed route.8 Both crew 
members interviewed stated that the captain and crew all knew that the weather was going to be lousy. 

 

Figure 2 The Scandies Rose alongside the dock in Kodiak, AK just prior to getting underway. Deckhand 1 pictured standing on top of 
the pot stack. (Source: David Cobban (Facebook profile), Dean Gribble) 

At 2035 on Monday, December 30, the Scandies Rose departed the North Pacific Fuel dock with the 
captain at the helm. The vessel sailed northeast out the harbor channel, under the Near Island Bridge, and 
turned to the northwest about an hour later, navigating through Narrow Strait, located between Spruce Island 
and Kodiak. The vessel continued in a westerly direction through Whale Pass averaging between 9-10 knots 

 
6 “Fishing Vessel Monthly Drills and Instructions” 
7 Windy.com is a weather forecasting website, which is also accessible on an application-based platform. Users on both the 
website and app can customize their experience by selecting from a multitude of layers such as wind, temperature, weather 
warnings, precipitation, etc.  
8 The NTSB’s MET Weather Factual reports for this accident provides a more in-depth report record of the weather 
forecast.  
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speed over ground (SOG).9 

 

Figure 3 Location of Scandies Rose sinking and approximate route, as indicated by red triangle and line. (Background source: Google 
Maps)  

While the Scandies Rose was underway and not fishing, the captain and crew would take turns standing a 
navigation watch and steering the vessel. On the accident voyage, the captain created a watch rotation that had 
him operating the vessel for 6 hours and each of the other six crew operating the vessel for 1 hour. After 12 
hours, the rotation would repeat.  

About 0200 on Tuesday, December 31, the Scandies Rose exited Kupreanof Strait and entered Shelikof 
Strait, between the south side of the Alaskan peninsula and the west coast of Kodiak Island. The vessel turned 
left and steadied on a south-westerly course that followed the Kodiak coastline. The proposed voyage plan 
would have the vessel sailing southwest along the Aleutian peninsula, then navigating through False Pass in 
order to enter the Bering Sea. The captain turned the watch over to one of his crewmembers and departed the 
bridge. 

From 0200 to 0800, the crew of the Scandies Rose rotated through their hourly bridge watches. Both 
surviving crew members told investigators that although they were fatigued after working long hours getting 
the vessel ready for departure, once the vessel was underway they were able to sleep and felt rested.  At the end 
of each watch, the off going crew member would complete a round of the engine room to ensure the vessel’s 
engines and auxiliary equipment were in good working order.10 After the accident, a crew member told 
investigators that the weather had picked up from the night before, with wind and waves acting on the starboard 
bow of the vessel. The crew member noted they had taken a “couple” waves over the bow of the vessel and that 

 
9 Scandies Rose position, speed, and heading obtained through publicly available AIS data.  
10 Lawler interview 1.1.20, pg. 13 
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ice was “building” on the forward pots.11 Another crew member told investigators that he had observed about 1 
inch of ice “filling in the mesh” of the forward starboard pots and about 2 inches accumulated on the railing of 
the vessel.12 At this time, the vessel did not have a list, and both crew members interviewed noted that the 
amount of accumulated ice on the vessel at that time was not enough to warrant “beating” or manual removal.13  

At 0800 on December 31, the captain of the Scandies Rose assumed the watch. He maintained a 
southwesterly heading of 240 degrees and speed of about 8 knots. At 1118, with the vessel about 17 miles west 
of Kodiak Island’s Cape Ikolik, the captain called the F/V Amatuli using the vessel’s satellite “tag” phone.14 
The captain of the Amatuli was majority owner of the Scandies Rose; the two captains spoke on the phone for 
about 12 minutes.15  

The Amatuli, which was en route to Dutch Harbor and then onto the Bering Sea to tender cod, had left 
Kodiak on December 28. 16 Due to differences in tides, it had taken a southerly route around Kodiak instead of 
the northwesterly route taken by the Scandies Rose. The captain of the Amatuli told investigators that in order 
to fulfill his tender contract obligation, the vessel had to be in Dutch Harbor by January 1. At the time of the 
initial call with the Scandies Rose, the Amatuli was about 16 miles east of Unimak Pass. During the 
conversation, the captain of the Amatuli told the captain of the Scandies Rose that the night before he had 
pulled into Unimak Bight to seek shelter and rest the crew because the weather was so “foul.” Before the two 
ended their phone conversation, the captain of the Scandies Rose said that it was “very cold,” his vessel was 
experiencing light icing, and that the sea conditions were poor.17 When asked about suitable locations between 
Kodiak and Sand Point for a vessel such as the Scandies Rose to drop anchor and shelter from the weather, the 
captain of the Amatuli told investigators following the accident that “there are literally hundreds of places.”18 

About 1400, with the vessel still maintaining about the same course and speed, the captain relieved the 
navigation watch to his crew. For the next six hours, the crew rotated through wheel watches. The vessel’s 
heading remained steady on a southwesterly course, and the average speed decreased to 6.5 knots. Survivor 1 
told investigators that the vessel’s engine speed remained constant throughout the journey. The wind and 
weather “started coming up a lot more, and progressively got worse all day,” Survivor 2 recollected.19 He also 
told investigators that the vessel was “bucking” into the seas and was “making a lot of spray, and the spray was 
making ice.”20  

About 1915, the crewmember on watch, Survivor 2, called the captain to wake him up for watch. Shortly 
after, the captain arrived on the bridge. The two discussed the worsening weather, the accumulating ice on the 
vessel’s superstructure and crab pots, and the development of an approximate 2-degree starboard list. They 
considered reducing the vessel’s speed and altering course to limit the freezing spray collecting on the vessel, 
and the crewmember asked the captain if he should wake the crew to chop the ice off the pots with nylon-
coated sledgehammers. Ultimately, the captain decided to maintain course and speed and to not wake his crew, 
though he did call the onboard engineer. The crewmember assumed this was to have the engineer transfer fuel 

 
11 Gribble interview 1.1.20, pg. 23 
12 Lawler interview 1.1.20, pg. 14 
13 Gribble interview 1.1.20, pg.23. Lawler interview 1.1.20, pg. 14 
14 The Scandies Rose was equipped with satellite communications which allowed for internet access and voice calling. In 
addition, the vessel had a separate Mitsubishi Trac/Tag phone system that allowed for satellite voice calling.  
15 Scandies Rose satellite phone records provided by owner. 
16 Dan Mattsen interview 1.2.20, pg. 18. 
17 Dan Mattsen interview 1.2.20, pg. 6. 
18 Dan Mattsen interview 1.2.20, pg. 47. 
19 Gribble interview 9.23.20, pg 22 and 25. 
20 Gribble interview 9.23.20, pg. 123 
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to correct the starboard list, which was a common practice.21 The crewmember told investigators that the 
captain said the weather was too bad to have the crew out on deck chopping ice and that they would wait until 
the vessel was in “protected waters.”22  

After being relieved by the captain and before leaving the bridge, the crewmember took note of the 
accumulated ice on the vessel’s pot stack through the bridge window. He said that all pots were glazed over 
with ice. The starboard-side pots were more heavily coated, with what he predicted to be about 2 inches of ice. 
The inside webbing on these starboard pots were also coated with ice.23   

Starting about 2000, the captain of the Scandies Rose made a series of phone calls using both the vessel’s 
satellite and “tag” phones. He first called a friend in North Carolina to wish her a happy new year. She said that 
he had told her that his vessel was “icing and had a list.” She added that he did not “sound alarmed” and that he 
stated that he needed to tuck in someplace safe.24  

At 2012, the captain again called his business partner and fellow captain aboard the F/V Amatuli. At the 
time of the call, the Scandies Rose was about 8 miles northeast of Sutwik Island, and the Amatuli was 6 miles 
northeast of Ulakta Head preparing to make her approach into Dutch Harbor. The two captains discussed the 
weather and the current condition of the Scandies Rose. The captain of the Amatuli reminded his fellow captain 
to be cautious. After the accident, he told investigators that the captain of the Scandies Rose was “probably the 
most experienced captain I’ve ever been around.”25  

At 2037, the Scandies Rose was about 5.5 miles due east of Sutwik Island, still maintaining a 
southwesterly course. The captain called a fellow captain on the commercial fishing vessel Pacific Sounder. 
The two had known each other for 9 years and fished within the same cooperative.26 The Pacific Sounder was 
fishing for cod in the Bering Sea at the time of the call: the captain had just set his pots and was currently 
jogging into the weather while the crew was breaking ice that had accumulated on the vessel. The captain of the 
Scandies Rose said that his vessel was icing really bad and he was concerned about a 20-degree starboard list 
the vessel had developed. He also noted that the winds were blowing 60-70 knots from the west, and it was too 
rough to send the crew out to chop ice. He was trying to seek shelter up behind Sutwik Island but was nervous 
about the uncharted bottom. The captain of the Scandies Rose also told the Pacific Sounder captain that his 
vessel had recently received new stability instructions and he was carrying 195 pots. The Pacific Sounder 
captain told investigators following the accident that after hearing that the vessel was carrying 195 pots in 
heavy freezing spray, that “it kind of sent my radar up a little bit, but included that “he [Scandies Rose captain] 
had gotten a new stability report and, you know, he felt comfortable with it.” 27 The two captains also talked 
about the recent holiday season and the fact that the Scandies Rose captain had just purchased more shares of 
the vessel. After the accident, the captain of the Pacific Sounder told investigators that “it didn’t seem like it 
was that bad,” when referring to the demeanor of the captain of the Scandies Rose. At 2110, the captain of the 
Pacific Sounder ended their conversation in order to change over a generator in the engine room.28 

  About 2145, AIS data shows the Scandies Rose was about 2.5 miles south of Sutwik Island. The vessel 

 
21 Gribble interview 9.23.20, pg. 84 
22 Gribble interview 9.23.20, pg. 27 
23 Gribble interview 9.23.20, pg. 113-115 
24 Anchorage Daily News 1.3.20, “Scandies Rose was headed into are under gale warning.” Zaz Hollander and Ashley 
Wieber 
25 Mattsen Interview 1.2.20, pg. 28 
26 A fishing cooperative is a group in the fishing industry that pools resources such as vessels, docks, and processing and 
distributing facilities. 
27 Oystein Lone interview 1.5.20, pg. 43,44 
28 Oystein Lone interview 1.5.20, pg. 5,6,7 
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turned approximately 50 degrees to starboard, reduced speed to about 6 knots, and held a northwesterly course 
in the direction of Sutwik Island’s southern bay.29 After completing his work in the engine room, the captain of 
the Pacific Sounder called the captain of the Scandies Rose back. He said that the captain’s “tone had changed” 
from their previous conversation. He said that the captain of the Scandies Rose said that “I don’t know how this 
is going to go,” and that his vessel’s “list had gotten a lot worse.”30 The captain of the Pacific Sounder said that 
he had never heard the level of stress in the voice of the Scandies Rose captain before.31 

About the same time as the call, the two surviving Scandies Rose crewmembers were resting in their 
stateroom, one deck below the bridge, when they were jolted by a sudden sustained vessel list to starboard. “I 
jumped out of my bunk in a panic and ran upstairs. I knew something was wrong right away,” Survivor 1 
recalled after the accident.32 Upon reaching the bridge, he yelled to the captain, “what is going on,” and the 
captain responded, “I don’t know, I don’t know…I think we are sinking.” The general alarm was not sounding; 
there were no other alarms sounding on the bridge at that time.33 The crewmember yelled down to his 
roommate that the boat was sinking. Survivor 1 later told investigators that he could hear the captain talking to 
the Pacific Sounder captain at this time. 

Survivor 1 was the first crewmember to reach the bridge; he was quickly joined by his roommate, Survivor 
2, who located the immersion suits in their designated cabinet and began handing them out. The remaining four 
crewmembers arrived on the bridge shortly later. The crew attempted to don their immersion suits while the 
vessel was listed hard to starboard; Survivor 1 described the scene as “pure mania.”34 Once he was able to get 
his immersion suit halfway on, he exited the bridge via the portside door. Survivor 2 attempted to don his 
immersion suit but also had difficulties because the vessel was “leaning over so hard.”35 The chair he was using 
to prop himself up “broke away,” and he slid down the floor. He managed to climb his way up to the portside 
door and join Survivor 1 outside. He completed donning his immersion suit while leaning against the 
superstructure of the vessel, and then assisted his shipmate with his. The two crewmembers remained close to 
each other as the vessel continued to roll to starboard. After the accident, Survivor 2 told investigators that 
“there was no way we were getting [the vessel] back [upright] with all those pots onboard.”36  “It kept going 
more and more,” and then the lights went out.37 

 
29 The AIS data transmitted included the vessel’s course and speed. Because of external forces, such as wind and waves, 
acting on the vessel, the actual vessel heading and speed broadcasted from the Scandies Rose AIS, may have been 
different than what was being applied onboard the vessel. 
30 Oystein Lone interview 1.5.20, pg. 7 
31 Oystein Lone interview 1.5.20, pg. 12 
32 Lawler interview 1.1.20, pg. 18 and 21 
33 Lawler interview 1.1.20, pg. 21 
34 Lawler interview 1.1.20, pg. 22 
35 Gribble interview 1.1.20, pg. 9 
36 Gribble interview 9.23.20, pg. 29 
37 Lawler interview 1.1.20, pg. 24, Gribble interview 9.23.20, pg. 30  
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Figure 4 Photo of the bridge of the Scandies Rose taken from the STBD helm station. (Source: 2019 Condition and Valuation Survey) 

At 2155, the captain of the Scandies Rose broadcasted a mayday call on 4125 khz frequency. “Mayday, 
mayday, mayday…Scandies Rose, Scandies Rose, Scandies Rose….we are rolling over.” The captain also 
included the vessel’s position in the call. Coast Guard Communication Command Detachment located in 
Kodiak, Alaska, received the transmission and attempted to establish communications with the vessel but were 
unable to.38 Survivor 2 remembered “just faintly hearing the person on the other end kind of faintly coming in 
and breaking out”39 while he and his roommate were outside. 

The two surviving crewmembers attempted to locate a line to assist others that were stuck on the bridge 
but were unsuccessful because the “lines were all just too iced up.”40 They remained on board, yelling into the 
bridge for their fellow crewmembers to exit as well. One other crewmember was able to make it to the portside 
door and don his immersion suit but did not join the others outside. The vessel “laid over” and began to sink. 
The two surviving crewmembers planned to stay onboard the vessel as long as they could and then stay 
together if possible after entering the water. Ultimately, a wave swept them off the side of the vessel and into 
the water. It is unknown if the third crewmember just inside the port bridge door or any other crewmembers 
made it off the vessel before it sank. No victims were later recovered.   

The two surviving crewmembers found themselves separated and floating in “30-foot seas” and “icy 
conditions” for about 20 minutes before Survivor 1 saw the light from an inflatable life raft that had been 
automatically deployed from the Scandies Rose as it sank. He was able to swim a “couple hundred yards” to the 
raft and climb aboard. Once inside the covered life raft, he began yelling for his fellow crewmember. After 
several minutes, Survivor 2 heard the screams and was able to swim to the raft and climb aboard as well.41 

The two could see the light of the vessel’s second life raft, which had also auto deployed, and considered 
swimming to it because the light in their raft had gone out shortly after boarding. After about an hour, the two 
located the life raft’s equipment pack. They struggled to access the contents because the raft had filled with 

 
38 COMDET Kodiak, AK watch deck audio recordings 
39 Gribble interview 9.23.20, pg. 36 
40 Gribble interview 9.23.20, pg. 35 
41 Gribble interview 9.23.20, pg. 39-40 
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water, and the survival suits decreased their dexterity. They managed to fire off several flares but did not see 
any rescue craft.42  

About four hours after abandoning ship and boarding the life raft, the two crewmembers saw what they 
thought was a vessel’s mast light over by the other life raft. With no flares left to fire, they used a flashlight 
from the raft’s equipment pack to signal. The light was in fact a Coast Guard rescue helicopter. After 
completing a search and finding no survivors of the first life raft, the helicopter spotted the unique horizontal 
motion of a flashlight shining and the life raft containing the two crewmembers.43  

At 0208 on January 1, 2020, the crew of the rescue helicopter began hoisting operations of the two crew 
members. Assisted by a Coast Guard rescue swimmer, whose goggles and body needed to be de-iced between 
the rescues, both crewmembers individually navigated from the life raft into the rescue basket and were hoisted 
to the helicopter. After successfully recovering the two crewmembers and rescue swimmer from the water, and 
now low on fuel, the rescue helicopter was forced to return to base.44 While en route, the crew were forced to 
shut off the helicopter’s auxiliary power unit to conserve fuel, which prevented the crew from operating the 
interior space heaters. Once the rescue helicopter returned to Air Station Kodiak, the two surviving 
crewmembers were transported to a waiting ambulance and driven to the local hospital for hypothermia 
treatment. Once treated, the two crewmembers were released later the same day.45 

After the accident, the two survivors were asked if any of the crew were using drugs or alcohol. Both said 
there were none. The vessel had a “alcohol and substance use and abuse” policy that prohibited the use of drugs 
and alcohol while onboard the vessel.46 Each crew member was required to sign this policy and submit to a 
drug screen prior to employment on board. The captain also had the right to randomly test for drugs or alcohol 
at any time. After any major marine casualty, the owner is required by regulation to conduct an alcohol test and 
drug screen of all persons involved. The two survivors were not tested for alcohol because the regulatory time 
window had expired by the time they were rescued. Urine samples for a drug test were not submitted to an 
accredited lab post casualty. A generic “take home” test kit was used by both survivors following their release 
from the hospital, but testing procedures and results were not independently verified by an approved facility. 

 
4. Emergency Response and Search and Rescue  

Coast Guard Communication Command Detachment (COMDET) in Kodiak, Alaska, received the 
Scandies Rose mayday transmission at 2155 on high frequency 4125 Khz. They notified Coast Guard district 
17 (D17) command center of the vessel in distress and relayed the vessel’s name and position. D17 in turn 
informed the Coast Guard Sector Anchorage command center. After repeated unsuccessful attempts to establish 
communications with the vessel, the Coast Guard issued an Urgent Marine Information Broadcast (UMIB) on 
both HF and VFH, requesting all vessels in the area of the Scandies Rose last known position to maintain a 
sharp lookout and report all sightings to the Coast Guard. The Coast Guard also used a satellite phone number 
on record to call the fishing vessel Ruff N Ready, anchored approximately 25 miles from the last known 
position of the Scandies Rose. The Ruff N Ready had not been receiving the UMIB and ultimately was unable 
to assist due to adverse weather and the state of their vessel.  

About 2330, an H-60 Jayhawk rescue helicopter departed Air Station Kodiak to conduct search and rescue 
operations at the last known position of the Scandies Rose. The remoteness of the location and the severe 

 
42 Lawler interview 1.1.20, pg. 34 
43 Gribble interview 9.23.20, pg. 42 
44 COMDET Kodiak, AK watch deck audio recordings 
45 Gribble interview 9.23.20, pg. 46-47 
46 “F/V Scandies Rose Crew Agreement” 
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weather forecasted along the route added complexities for the flight crew: additional flight planning was 
required, and extra fuel had to be pumped onto the helicopter. Several minutes after the rescue helicopter 
departed, the D17 command center diverted the Coast Guard Cutter Mellon from its patrol near Dutch Harbor 
to the last known position of the vessel. The Mellon gave an estimated time of arrival (ETA) to the position of 
20 hours. While the MH-60 and Cutter were en route, the Coast Guard also deployed a C-130 aircraft from 
Joint Base Elmendorf-Richardson (JBER) to assist in the search for the Scandies Rose and act as a 
communications platform.  

After the accident, the commander of the MH-60 recounted to the Marine Board of Investigation (MBI) 
during a public hearing that he was “anticipating bad weather” when his crew was planning the mission, “but 
what we got was a lot worse.” It took the crew of the rescue helicopter roughly 2.5 hours to complete the 
approximately 170-mile journey and arrive on scene, in what the commander testified to be the “most 
challenging flight of his career.” They immediately began to search for the vessel and any persons. They first 
located an empty life raft. Shortly after they located another life raft with two crewmembers from the Scandies 
Rose. They hoisted the survivors onboard and running low on fuel returned to Air Station Kodiak. The C-130 
continued to search the area for any other survivors and simultaneous broadcast the UMIB.    

About 0340, the MH-60 carrying the two survivors landed at Air Station Kodiak. The Coast Guard 
questioned the two survivors, who said that they saw the Scandies Rose sink, the vessel only had the two life 
rafts, and that they saw only one other crewmember successfully don his immersion suit, but did not see him 
enter the water. About 20 minutes prior to the MH-60 carrying the survivors landed, another MH-60 took off 
from Air Station Kodiak to continue the search for any additional survivors. 

Using on-scene conditions reported back from the air assets, the Coast Guard command center produced 
possible drift models for life rafts or any occupants that may have been in the water. Following the recovery of 
the two survivors the coordinates reported back from the rescue helicopter to the command center were not 
consistent with the initial coordinates received from the Scandies Rose captain during the Mayday call. The 
relayed coordinates were used to produce a search model in the area north of Sutwik Island, this was then 
provided to the second helicopter to conduct the search. After some time, the correct coordinates of the sinking 
were confirmed and used to create all subsequent drift models. These calculated positions were incorporated in 
the Coast Guard’s search patterns. Throughout the morning and afternoon of New Year’s Day, multiple Coast 
Guard MH-60 helicopters, departing and returned from Air Station Kodiak, participated in the search. The C-
130 from Anchorage that was initially on scene was relieved by another C-130 that had also departed from 
Anchorage. The Coast Guard Cutter Mellon was able to shave 3 hours off its ETA and arrive on scene at 1615 
and assist in the search efforts. 

In total, the Coast Guard used three MH-60 helicopters, two C-130 airplanes, and a Cutter to search a 
1,400-square mile area near Sutwik Island. At 1808 on January 1, 20 hours after receiving the mayday call and 
after 16 hours of searching for any additional survivors from the Scandies Rose, the Coast Guard suspended 
search and rescue operations. All air assets returned to base and the Cutter was released to continue patrol.47 48  

 
47 MISLE Case History  
48 Coast Guard D17 “News Release” 1.2.20 
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Figure 5 Upper left: CG C-130 aircraft on runway in Anchorage, AK, early morning on January 1, waiting to take off and participate in 
the SAR. Lower right: USCG Cutter MELLON crew breaking ice during search efforts, late in afternoon on January 1. (Source: USCG) 

 
5. Injuries and Fatalities 

The two surviving crewmembers were admitted to Providence Kodiak Island Medical Center. They were 
treated for hypothermia and exposure, and then released. The captain and remaining four crewmembers were 
not found. On May 11, 2020, the Coast Guard sent a Letter of Presumed Death, to document “the loss and 
presumptive death” of the missing crew, in lieu of a Death Certificate.49 

6. Vessel ROV Wreckage Survey  
Following the sinking of the Scandies Rose, the owners of the vessel hired a marine salvor and a 

hydrographic survey company to find the vessel and document the wreck.50 On February 9, 2020, the M/V 
Endurance, which was owned and operated by Paradigm Marine, departed Kodiak harbor. The Endurance 
acted as an operations platform for the survey equipment and a Remotely Operated Vehicle (ROV). Using 
position data provided by the Alaska Maritime Prevention and Response, the Coast Guard, and the owners, the 
Endurance was able to narrow the search. 

Early on the morning of February 10, the crew aboard the Endurance arrived at the last known position of 
the Scandies Rose. A diesel fuel sheen stretching approximately ¼ mile was observed on the water’s surface. 
Using sonar, a multibeam bathymetric survey was completed and the Scandies Rose was located in about 160 
feet of water at position 56°29’28.09” N, 157°01’06.49”W. The vessel lay on her starboard side in an east-west 
direction with the bow pointing east. Off the deck side of the vessel was a debris field roughly 94 by 42 feet, 
with a height of about 20 feet off the seafloor. Fishing buoys still attached to the vessel extended upward to 
within 40 feet of the water’s surface. Two ROV video surveys were conducted on February 11 and 13, 2020. 
Working around the winter weather and tidal conditions, the ROV documented on video the Scandies Rose and 

 
49 The Coast Guard when required will issue a Letter of Presumed Death. The Coast Guard will not issue a Death 
Certificate as that is the role of the medical examiner or coroner and it not associated with the Coast Guard. 
50 Global marine salvor and eTrac Inc. hydrographic survey 
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the debris field. The origin of the diesel fuel sheen could not be positively identified. An empty EPIRB bracket 
was located on the port rail aft of the wheelhouse door. Attempts to locate the vessel’s EPIRB trapped within 
the debris field or the superstructure of the vessel were unsuccessful, and, to date, the beacon has not been 
located. Several of the vessel’s external doors appeared to have been damaged by the impact with the seafloor. 
The ROV survey was unable to video document the starboard side of the vessel because of the vessel’s position 
on the seafloor. Footage of the vessel’s bottom, portside, and stern did not indicate any hull breaches that could 
have contributed to the sinking. The survey report indicated that upon ROV inspection of the bridge, two 
orange survival suits appearing to contain the remains of individuals were observed.51 No attempts were made 
to access the bridge and recover the remains, and no additional survival suits were seen. Following the final 
ROV dive on the 13th and deteriorating weather, the Endurance returned to Kodiak and demobilized. No other 
surveys or ROV inspections have been made of the Scandies Rose to date.  

 

Figure 6 Using the tethered ROV pictured in the upper left, the Scandies Rose wreck was located on February 11th. (Source: Global) 

  On September 23, 2020, the NOAA vessel Oscar Dyson, acting on the request of the Coast Guard 
MBI, attempted to recover several crab pots from the Scandies Rose’s debris field. Faced with challenging 
weather conditions, the Oscar Dyson was unsuccessful and departed the scene later that afternoon. No other 
recovery attempts have been made by NOAA or the Coast Guard to date.    

7. Vessel Information  
The Scandies Rose was a 130-foot, 195 gross ton fishing vessel of steel construction, registered in Dutch 

Harbor, Alaska. It was built in 1978 by Bender Shipbuilding in Mobile, Alabama. The vessel was licensed to 
fish in the Bering Sea for King crab, Opilio crab, and Pacific Cod using rectangular-shaped, ridged-steel mesh 
cages, known as pots. In the summer months the vessel would act as a tending vessel for the salmon fishery, in 

 
51 Global, F/V Scandies Rose Search and Survey Report 



14 
 

the Bering Sea and Gulf of Alaska.52  

Length 130 feet (39.6 m) 
Beam 34.6 feet (10.5 m) 
Draft 11.3 feet (3.4 m) 
Tonnage 195 GT ITC53 
Engine (2) Detroit Diesel 12V2000-R1227K22, diesel, 805 hp (600 kW) 

 

 The vessel was owned by the Scandies Rose Fishing Company, based in Bremerton, Washington. It 
was bought from its previous owner in 2008. Company ownership was divided between three individuals, with 
one holding the majority ownership. 54 The vessel was managed by a management company consisting of the 
accident vessel majority owner and a vessel manager.    

 Prior to the accident voyage, the Scandies Rose and crew had participated in the king crab fishery that 
had opened on October 15, 2019. They completed fishing and returned to Kodiak on November 2, 2019, for the 
remainder of the year. The managing owner of the vessel told investigators that the decision to bring the vessel 
and a full load of pots to Kodiak instead of Dutch Harbor was made because the captain wanted to make repairs 
on some of the pots while in port and because of air transportation issues at Dutch Harbor airport, which had 
led to multiple canceled flights and made it difficult to get crew in and out.55  

7.1 Vessel Ownership and Management  

At the time of the accident, the Scandies Rose ownership was made up of three individuals. A majority 
owner possessed 50.2 percent of the shares, the captain of the vessel possessed 30 percent of the shares, and a 
minority owner possessed 19.8 percent of the shares. The three, with several other investors, had bought the 
vessel in 2008 from the previous owner. Several years after the original purchase, the trio bought out the other 
investors.  

The majority owner dealt with the vessel’s finances and made “sure the bills got paid.” He would also give 
input on fishing strategy and had the final say on major purchases for the vessel. During the captain’s absence 
from the 2019 shipyard period at Lovric’s Sea Craft Inc, in Anacortes, Washington, the majority owner worked 
alongside the vessel’s crew to complete repairs onboard.56 He is listed by name on both the vessel’s 2019 
stability report and 2019 vessel Condition and Valuation Survey. 

The captain of the vessel oversaw the operation of the vessel and made fishing decisions. He had ultimate 
authority in when the vessel would leave port and where the vessel would fish.57 The captain was also in charge 
of the crew and their safety while they were employed on board the vessel. Any major purchases made by the 
captain for the vessel were approved through the vessel manager and majority owner.  

 
52 A fish tendering vessel commercially supplies, stores, refrigerates, or transports fish to or from a fishing, fish 
processing, or fish tender vessel or a fish processing facility.  
53 GT ITC, or gross tonnage - international tonnage convention, is the international standard for the measurement of the 
volume of all enclosed spaces on a vessel, as defined in the International Convention on Tonnage Measurement of Ships, 
1969.  
54 Dan Mattsen interview 1.2.20, pg. 8 
55 Dan Mattsen interview 1.2.20, pg.11 
56 Mattsen Interview 1.2.20, pg. 32 
57 Mattsen Interview 1.2.20, pg. 5 
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The captain was in the process of buying out the minority owner. The two of them had negotiated and 
agreed upon terms. Just prior to departure on December 30, the captain mailed a check for a down payment on 
the agreed-upon sum of $225,000 to the bank to initiate the process of transferring the shares of the vessel. Due 
to the accident, this arrangement was not finalized. The captain had spoken to both friends and family members 
about his plans to purchase a larger share in the vessel and his desire to have more control over vessel 
purchasing and decision making.58 He was also apprehensive about making such a large investment, telling one 
family member that he was “scared shitless” that the fishing quota shares for the boat may change and the 
potential earning power of the vessel would be reduced.59  

The minority owner was not involved in the management or operational decisions of the Scandies Rose. 
He had bought into the vessel strictly as an investment and had not seen the vessel in over 2 years. As an 
insurance broker, his company had negotiated the insurance policies for the Scandies Rose, as well as many 
other fishing vessels in the industry.60  

The Scandies Rose Fishing Company had a vessel manager who worked out of her home in  Bremerton, 
Washington. She had worked aboard the Scandies Rose as a cook during several summer  tendering season 
prior to the accident. Shortly after, she began the vessel management position. Her duties were vast: She hired 
the crew after the captain had vetted them, ensuring that their criminal backgrounds and drug screens were 
acceptable. She was also involved in the purchasing of equipment, parts, and stores for the vessel. All invoices 
from the vessel would go through her.  She created and maintained a “shipyard list” that tracked work to be 
completed and parts to be ordered for the vessel’s planned shipyard maintenance. When safety equipment 
onboard needed servicing she would coordinate with third-party companies to facilitate.61 She had registered 
the vessel’s EPRIB with NOAA.  

7.2 Vessel Maintenance  

The Scandies Rose underwent planned maintenance every year between fishing seasons. The vessel was 
not required by regulation to adhere to a drydocking inspection schedule. The owners of the vessel set their 
own schedule and would haul the vessel out of the water every 2 years. During this bi-annual event, the vessel’s 
sacrificial zincs would be replaced, and the hull would be stripped, visually inspected, and repainted.62 The 
vessel’s running gear would also be inspected and repaired as needed. In 2003, in order to determine the hull’s 
thickness, ultrasonic thickness measurements (UTMs) were taken. UTMs to detect hull wasting or thinning is 
not required for fishing vessels like the Scandies Rose. The marine surveyor, who was hired by the owners of 
the vessel, indicated in the vessel’s Condition and Valuation Survey that the hull was in “very good condition.” 
In 2012, UTMs were taken of the vessel’s three double-bottom fuel tanks. Some pitting was found and repaired 
by filling the pits with weld. 63 About the same time, the hull plating that made up a portion of the sewage 
holding tank was replaced. The tank design was changed and converted to an independent internal tank that did 
not share any plating with the hull. 

The marine surveyor who completed the vessel’s Condition and Valuation Survey told the MBI that he 
had completed more surveys on the Scandies Rose over the years than any other vessel. When asked why he 
stopped measuring the vessel’s hull thickness, he indicated that he had stopped conducting the testing on all 
vessels that did not require it and that he was tired of spending time on his back, on the wet ground under a 

 
58 Gerry Knagin Interview 1.5.20, pg. 8-9 
59 Gary Knagin Interview 1.5.20, pg.17 
60 John Walsh Interview 10.15.20, pg. 7-8 
61 Cooper Interview 1.6.20, pg. 10-11, 20. 
62 A sacrificial zinc is a type of galvanic anode designed to be attached to the submerged surface of a vessel’s hull and to 
corrode instead of the steel hull of the vessel.  
63 2019 F/V Scandies Rose Condition and Valuation Survey, completed by Fishermen’s Maritime Services, Inc. 
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vessel in dry dock. The managing owner told investigators that other than a recent repair to the vessel’s 
starboard waste chute, the sewage tank repair was the only hull plating replaced during his ownership.64  

The vessel majority owner stated that in 2017, as a favor, a colleague who he had loaned money to in order 
to start a marine surveyor company, had performed audio gauging of the vessel’s hull. There was no report 
produced from this inspection or documentation detailing the results. The majority owner indicated that the 
colleague did not find anything of concern while conducting the exam.  

At the time of her sinking, the Scandies Rose had two waste chutes, one each on the port and starboard 
sides, slightly forward of midships. The two steel chutes were used to discharge by-catch or other unwanted 
material brought onboard while fishing. The chutes ran from the main deck, down through the pipe alley voids 
on either side of the vessel and then overboard, slightly above the waterline. When the vessel was underway or 
fishing, these chutes would be exposed to constant wave action and the corrosive effects of the salt water. The 
starboard chute was repaired in the summer of 2019 while the vessel was at the dock. An outside welding 
contractor was hired to weld plate steel, also known as “doublers,” over the sections of deteriorated steel to 
complete the work. In addition the welding contractor blocked off a 3rd waste chute that the vessel had at the 
time. That chute was located further aft on the starboard side. There were no records of non-destructive testing 
being performed on the welds of either the forward or after starboard chute project. Shortly after the repairs 
were completed and while the vessel was fishing, the crew discovered that the welds from the forward 
starboard waste chute repair had failed and water was leaking into the starboard void. The crew alleviated this 
by applying underwater epoxy to the leaking welds. There was no indication of the welds failing for the aft 
chute repair. Upon returning to the dock after the king crab season, the owners hired another welding contractor 
to assess the issue of the leaking starboard waste chute and make repairs. The new welding contractor cut out 
the existing starboard waste chute and rebuilt it using 3/8” steel. The ABS-certified welder completing the work 
used a dye penetrant to inspect his welds after completion. All welds passed inspection, and the work was 
completed before the vessel departed.65  

 

Figure 7 Scandies Rose on the blocks May 2019 at Lovric’s Shipyard, Anacortes, WA. STBD waste chute highlighted, with inset photo 
 

64 Cooper Interview 1.6.20, pg. 23 
65 Jordan Young Interview 1.4.20, pg. 11 



17 
 

showing repaired waste chute as viewed from onboard the vessel, looking outboard. (Source: Colton Zacher, Jordan Young) 

In 2019, a Condition and Valuation Survey was completed. It included a list of maintenance completed 
during annually and bi-annual dry-docking periods, dating back about 16 years. Items such as main engine 
overhauls, communication equipment renewal and refrigeration equipment maintenance were all captured. The 
2019 attending surveyor inspected the vessel while it was both afloat and hauled out of the water. He 
commented that the vessel was “well-kept and maintained.”66   In the 2019 survey, the surveyor commented 
that the construction of the Scandies Rose was “extraordinary” for a vessel of her era. He concluded that the 
vessel was “well-kept and maintained,” and that she was “suitable for operation in its intended service.”67  

7.3 Vessel Construction and General Layout 

The Scandies Rose bow plating was 5/8-inch steel, and the hull and deck plating were ½-inch steel. The 
hull bottom was nearly flat, with a dead rise of two feet and vertical sides. The bow was raked and there was a 
transom stern, a single hard chine and a single centerline skeg.68 Former crewmembers referred to the Scandies 
Rose as a “tank” because of her seaworthiness and ability to operate in adverse weather conditions.69 Another 
former crew member said she was a “big boat” and could “push through” bad weather when other vessel could 
not.70A fully enclosed forepeak housed the bait freezer on the port side and a workshop on the starboard side. 
Aft was the fishing deck, which had an elevated hardwood wear deck. Further aft was the deckhouse, 
consisting of three levels.  

The main deck level was full width and housed a galley, electrical equipment room, and accommodations 
for the crew. The second deck, above the main deck, was a partial-width deckhouse with accommodations and 
utility spaces. Weather galleries were aft, with access ladderways port and starboard leading up. Underneath 
these ladders were engine room vents. The third deck was also partial width and housed the navigational bridge 
forward and an open weather deck aft. The bridge had three maneuvering stations (port, starboard and center), 
with the main station positioned all the way starboard. The starboard operating station was forward facing and 
the surrounding windows were equipped with heaters to melt away accumulated ice. The operating station was 
equipped with radars, navigation and positioning equipment, maneuvering controls, communication equipment, 
weather monitoring equipment, and machinery monitoring gauges and alarm panels. The alarm panels on the 
bridge would alert the operator of abnormal operation of the vessel’s equipment. The engine room and forepeak 
were equipped with float-type bilge alarms that would alarm locally and on the bridge when activated. The fish 
holds were not equipped with “slack” tank alarms that would sound on the bridge if the tanks were not full or 
empty. The majority owner told investigators that it is common industry practice, if trying to keep a crab tank 
empty, to continually take a suction on the tank. He was certain the captain would have been doing this during 
the accident voyage and also claimed that the captain would be able to “feel” if one of the crab tanks became 
slack. A general alarm bell and actuation lever were also located near the starboard-side control station. Atop 
the navigation bridge, deck lights, radars, and communication equipment antennas were mounted.   

 
66 2019 F/V Scandies Rose Condition and Valuation Survey, completed by Fishermen’s Maritime Services, Inc.  
 
67 2019 F/V Scandies Rose Condition and Valuation Survey, completed by Fishermen’s Maritime Services, Inc.  
68 (a) A chine is the seam in a boat’s hull where the bottom and side pieces of sheet material meet. (b) A skeg is a keel 
projection designed to protect the propeller and support the rudder. 
69 Oystein Lone interview 1.5.20, pg. 7 
70 Lawler interview 1.1.20, pg. 15 
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Figure 8 Starboard helm operating station of the Scandies Rose taken prior to the accident. (Source: 2019 Condition and Valuation 
Survey) 

Below the waterline starting at the bow was a ballast tank, followed by the anchor chain locker and a dry 
stores room. Next aft were three crab tanks: flooded holds used to store the catch. 71 These tanks were followed 
by the vessel’s engine room and machinery space, housing the vessel’s propulsion equipment and other 
machinery associated with the operation of the vessel. At the aft of the vessel was a steering gear room. Wing 
fuel tanks ran the length of the vessel. Double-bottom fuel tanks were positioned underneath the fish holds. 
Two pipe alley voids ran down the port and starboard side of the vessel, from just aft of the chain locker to the 
engine room. They were accessed from bolted hatches located in the forepeak and engine room. It could not be 
determined whether these hatches were open or closed at the time of the accident.  

The Scandies Rose had two 12-cylinder Detroit Diesel 805-hp prime movers. The turbocharged engines 
were coupled to reduction gears and 6-inch stainless steel shafts. The shafts ran out through the stern tubes and 
were connected to two 4-bladed, fixed pitch propellers. Steering of the vessel was accomplished by twin 
rudders, powered by hydraulic rams.  

Two Detroit Diesel electric generator packages supplied the vessel with alternating current power. The 
diesel engine prime movers were also coupled to hydraulic pumps, which supplied the vessel’s hydraulic 
consumers. The two deck cranes had self-contained hydraulic power packs. 

7.4 Combination Pots 

The Scandies Rose departed Kodiak on the casualty voyage with a “pot stack” consisting of 195 
combination crab pots, which took up all of the main deck space of the vessel.72 There was no access tunnel for 
crew underneath the pots, the crew would have to climb over the stack to reach the bow of the vessel. The 

 
71 A crab tank is a hold tank that is filled with seawater and used to store the catch. The tanks are filled and emptied using 
onboard pumps, and a seawater circulations system is traditionally operated when live catch are in the tanks 
72 Combination crab pots are submerged traps use for fishing. Commonly referred to as “crab pots,” combination pots are 
used for fish as well.  
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majority of pots were stacked five high, with the exception of in front of the starboard wheelhouse conning 
station where the pots were only stacked four high, so the crew could have less obstructed vision. The first tier 
of pots was positioned on their sides to facilitate easier access by the crew when fishing. The pots were secured 
to the vessel with chains.  

There was not a tarpaulin covering the pot stack, and all estimates of ice accumulation on the pots were 
made from the inside the bridge of the vessel.73 The only bridge windows that could been seen out of were the 
two directly in front of the starboard helm station, which had heating elements installed. The others were iced 
over.74 

7.5 Lifesaving and Safety Equipment  

The vessel had 12 survival suits, one Emergency Position Indicating Radio Beacon (EPIRB) and two life 
rafts (see Figure 8). On October 11, 2019, prior to the vessel departing Dutch Harbor for King Crab season, the 
Coast Guard had completed a voluntary Safety Compliance Check (SCC) that verified the safety equipment 
was present and not expired, with correct registration and installation. In addition, prior to the December 2019 
departure, the captain of the vessel completed the internal company “Monthly Emergency Test and Check Log 
For: F/V Scandies Rose” form, which indicated that the vessel’s safety equipment was checked and tested.75  

 
                                        

Figure 9 Examples of required safety equipment, from left to right: 406 MHz GPS EPIRB, like one onboard the Scandies Rose. (Source: 
ARC Electronics, Inc), life raft, and survival suit. 

Immersion Suits. Immersion suits, also called survival suits, are waterproof suits designed to protect the 
wearer from hypothermia after abandoning a vessel, especially in colder waters. The immersion suits on the 
Scandies Rose were equipped with a lifting ring, whistle, strobe light, reflective material, and an inflatable 
pillow. The majority of these suits were located in a cabinet on the bridge of the vessel. The night of the 

 
73 Gribble interview 1.1.20, pg. 24 
74 Gribble interview 9.23.20, pg. 139 
75 “Monthly Emergency Test and Check Log For: F/V Scandies Rose” 12/31/19. This form was incorrectly dated by the 
captain; the test and check was completed and sent to the company on 12/30/31.  
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accident they were accessible to the crew and sufficient in number to provide each crew member with a suit.76 

Traditionally, a survival suit is stored in a bag. After its removal, it must be donned one leg at a time 
before the arms and hood are put on and the suit is secured. 

 

Figure 10 SOLAS approved immersion suit donning instructions. (Source: Stearns, Inc.) 

Inflatable Life Rafts. A Condition and Valuation Survey completed in June of 2019 indicated that the 
vessel was equipped with two DBC 8-person SOLAS A inflatable life rafts. They were mounted in cradles on 
top of the wheelhouse on the port and starboard sides. These rafts were held in place with straps that were 
designed to be released either manually or automatically when the raft submerged to a depth of about 13 feet. In 
the event of the vessel sinking, the hydrostatic pressure acting on the raft’s release mechanism would cause the 
mechanism to activate and release the strap holding the life raft in place. Once released, the life raft could float 
free. When the approximately 100-foot painter (securing line) that attached the life raft to the vessel was 
stretched to its full length, the life raft’s compressed Co2 cylinder would be activated, and the raft would auto 
inflate. The 10/11/19 Coast Guard SCC documented that one of the vessel’s life rafts was due for an annual 
service by the end of October. Company records obtained after the accident indicated that his life raft was 
removed and sent to a third-party company for servicing in November, after the vessel had finished fishing for 
king crab. The raft was returned to the vessel and reinstalled with a new servicing certification valid until 
December 2020. The vessel’s second life raft was not due to be serviced until June 2020. The hydrostatic 
release mechanisms for the life rafts were both valid at the time of the accident. 

EPIRB. The vessel was equipped with an ARC “Global Fix” model V4 406 EPIRB. An EPIRB is a float-
free automatically activated device detectable by satellite anywhere in the world. The device emits a 406-MHz 
distress signal containing a unique identification code that can be used to reference information about the 
carrying vessel, including its name, type of survival gear, and emergency points of contact ashore. A 
geostationary satellite, positioned about 22,000 miles above the earth, provides continuous coverage and 
receives all information transmitted by an EPIRB for a given region. Scandies Rose’s EPIRB was identified by 

 
76 Gribble Interview 9.23.20 
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a unique hexadecimal beacon identifier that, if activated, would be transmitted to the US Mission Control 
Center through the local user terminal at the NOAA search-and-rescue satellite-aided tracking (SARSAT) 
facility in Suitland, Maryland.77 The beacon identifier corresponds to registration data held by NOAA.78 In 
addition the vessel’s EPIRB was equipped with an internal GPS device that when the beacon was activated, 
would relay the vessel’s position using the satellite signal beacon message to facilitate a more rapid response. 
The vessel’s EPIRB was purchased new and registered to the vessel in October 2017. The beacon’s registration 
was last updated with NOAA on 8/17/19, and the internal battery was valid until 2027.  

 

Figure 11 A typical example of the notification sequence of events once an EPIRB is activated. (Source: ACR Electronics, Inc)  

The Scandies Rose’s EPIRB was mounted on the exterior of the vessel and designed to float free and 
activate automatically if the vessel sank. It was housed inside a special bracket and protected from the 
elements. The cover of the bracket was equipped with a hydrostatic release mechanism similar to what was 
used on the vessel’s life rafts. Once about 13 feet underwater, the release would activate, allowing the bracket’s 
cover to open and the EPIRB to float free. The hydrostatic release was required to be renewed every two years. 
During the vessel’s SCC on 10/11/19 it was noted by the Coast Guard that the EPIRB hydrostatic releasing 
mechanism was due to expire that same month. An invoice provided by the company indicates that a new 
EPIRB hydrostatic release was purchased four days later in Dutch Harbor. The expiration date for the EPIRB’s 
hydrostatic release mechanism listed on the “Monthly Emergency Test and Check Log For: F/V Scandies 
Rose,” which was completed prior to departure, was October 2022.  

 
77 Distress alerts passed to the US Mission Control Center in Suitland, Maryland, are automatically forwarded by 
position—in the water to the Coast Guard and on the land to the Air Force.   
78 SARSAT 406-MHz emergency beacons are required to be registered with NOAA. Vessel owners must send their 
identifying information to NOAA when they purchase a new or used EPIRB.   
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Figure 12 The Scandies Rose EPIRB mounted on the handrail aft of the bridge. Inset shows float free EPRIB with protective cover 
removed. Photos taken in June 2019. (Source: 2019 Condition and Valuation Survey) 

The EPIRB had a self-test bottom that could be activated up to once a month.79 During a self-test, the 
beacon would transmit a 406 MHz self-test message and 121.5 MHz signal. The self-test also checked battery 
capacity, beacon memory, GPS functionality, and the circuit board. Both surviving crew members said that, 
prior to the vessel departing Kodiak on December 30, the Captain had showed the crew the EPIRB during their 
safety drill but they did not witness a self-test of the beacon. Regulations require that the EPIRB be tested once 
a month but do not require this test to be logged. There is no company record of EPIRB tests being conducted. 
In the June 2019 vessel Condition and Valuation Survey, the EPIRB is pictured on the port side, mounted on 
handrails aft of the portside wheelhouse entry door. The ROV survey video footage of the portside bridge deck 
shows a EPIRB bracket mounted to the hand rail aft of the port wheelhouse door. The bracket was empty, and 
the EPIRB was not found. The vessel rests on her starboard side, and video footage of the starboard 
wheelhouse entry door area was not possible. 

At no point after the sinking of the Scandies Rose was a signal received from the vessel’s EPIRB. Neither 
of the surviving crew saw the EPIRB while abandoning the vessel. The manufacture of the EPIRB lists the unit 
of having an operating life of 48 hours and states the unit as being “waterproof” having been held at 33 feet for 
five minutes. The manufacture also states that for proper activated beacon operation, the antenna of the unit 
must have a “clear view to the sky.”80   

 
79 46 CFR 25.60-50 (b). EPIRB must be tested immediately after installation and at the least each month thereafter. 
80 ARC GlobalFix V4 406 MHz EPIRB Product Support Manual  
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Figure 13 Image on the right is a screen capture from ROV video taken of the Scandies Rose on 2/11/20, showing the port side third 
deck, aft of the bridge. Exploded view show an empty EPIRB bracket, mounted to the port handrail. (Source: Global) 

PLB. A personal locator beacon (PLB) is a portable unit that operates like an EPIRB. Personal locator 
beacons are designed to be carried by a person and are registered through the FCC to a person, not a vessel or 
an aircraft. Neither of the surviving crew had a PLB nor were they aware of any of the other crew possessing 
one. 

A personal locator beacon is activated manually and operates on 406 MHz to achieve an accuracy of 
within 3 miles using the 406-MHz satellite system. It has a low-power homing beacon that transmits on 121.5 
MHz. Newer models allow GPS input to the distress signal to achieve an accuracy of about 100 meters (328 
feet). Personal locator beacons are not required at sea, but several manufacturers offer models costing between 
$300 and $400.  

7.6 Communication equipment  

As a commercial fishing industry vessel, the Scandies Rose was subject to CFV regulations 46 CFR Part 
28, which included communications equipment requirements.81 The Scandies Rose had onboard 
communications equipment, including VHF-FM radiotelephone, Single Side Band (SSB) radio, and Automatic 
Identification System (AIS) Equipment. In addition, the vessel was equipped with satellite internet and 
Mitsubishi satellite Trac/Tag phones on both the bridge and in the captain’s stateroom.   

 

 
81 46 CFR § 28.245 - Communication equipment. 
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8. Waterway and Meteorological Information  

8.1 Waterway Information 

See the Meteorological Factual Report for meteorological information. 

8.2 Meteorological Information 

See the Meteorological Factual Report for meteorological information. 

9. Crew Information   
The crew of the Scandies Rose on the accident voyage was made up of a captain and six deckhands. The 

captain had overall authority onboard the vessel. The deckhands’ duties onboard included preparing gear for 
fishing, operating fishing gear and equipment, mending and repairing pots and gear, safety vigilance, 
participating in safety drills, and standing navigational watches. One of the deckhands also acted as the vessel’s 
engineer and, under the direction of the captain, was responsible for the operation and maintenance of 
mechanical equipment onboard the vessel. Another deckhand acted as the “deck boss” who, under the direction 
of the captain, made sure the fishing gear was ready for use and mustered the crew when it was time to work on 
deck.82 Another deckhand also functioned as the vessel’s cook, whose duties included prepping meals and 
ordering provisions.  

The onboard fishing experience of the crew varied. Typically, when a fishing term or season ended, the 
vessel would return to port and the crew would depart, not to return until the next fishing season. Prior to 
employment onboard the vessel, each crew member went through a vetting process where the captain contacted 
fellow captains in the industry to verify references. The captain would then refer prospective crew to the vessel 
manger, who would obtain a criminal background check, and have a drug screen was administered.83 Each 
crewmember was an independent contractor and signed a contract with the Scandies Rose Fishing Company for 
the Bering Sea cod and opilio seasons prior to departure on December 30, 2019. Pay for each crewmember 
varied by position on board and was based off a percentage of the total fish caught, minus expenses the vessel 
accrued during that term or season.84 Neither the captain nor any of the crew possessed a Coast Guard merchant 
marine credential, nor were they required to. The captain was certified in first aid, CPR, and drug and alcohol 
testing. He also was trained as a certified drill instructor, per Coast Guard requirements for one person onboard 
to be certified as such, and conducted crew training and emergency drills onboard the vessel. 

9.1 Captain 

The captain of the Scandies Rose for the accident voyage was also part owner of the vessel. As captain of 
the vessel, he made the determinations on when and where to fish. He owned 30 percent of the vessel and 
was in the process of buying out the minority owner to acquire an additional 19.8 percent. At the time of the 
sinking, the purchase had not been finalized. The captain had 45 years fishing experience, with about 40 
years as captain on various fishing vessels in the Gulf of Alaska and the Bering Sea. In 2009, the captain 
began skippering the Scandies Rose full time. His business partner and fellow captain described him as a 

 
82 Mattsen Interview 1.2.20, pg. 30 
83 Cooper Interview 1.6.20, pg. 13 
84 F/V Scandies Rose Crew Agreement 
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“very, very good fisherman,” and “probably the most experienced captain” he had ever been around.85 He 
also told investigators that the captain had attended navigational school at the beginning of his sailing career 
but had never finished, Former crewmembers described the captain’s safety drills as very thorough and 
better than other boats they had been on. Another said he was a “great captain” and “surprised at how safety 
conscious he was.”86 Following the sinking of the Scandies Rose and the subsequent search and rescue 
operation conducted by the Coast Guard, the captain of the vessel was not found and was presumed dead.  

 
9.2 Engineer/Deckhand 

The engineer had started working onboard in 2017 and was described by the majority owner as “very, very 
skilled.”87 His general responsibilities, in addition to those required as deckhand or directed by the captain, 
included maintaining engine equipment and machinery, transferring fuel, and maintaining the engine room 
and fuel logs. Following the sinking of the Scandies Rose and the subsequent search and rescue operation 
conducted by the Coast Guard, the engineer of the vessel was not found and was presumed dead. 

 
9.3 Deck Boss/Deckhand 

The deck boss had worked onboard the vessel for various fishing season for about four and a half years. 
For about 10 years prior to his time on the Scandies Rose he had worked onboard another fishing vessel that 
had close ties to the Scandies Rose, and he came recommended. Described by his fellow crewmembers and 
the majority owner as a “good” and “solid” deckhand.88 Following the sinking of the Scandies Rose and the 
subsequent search and rescue operation conducted by the Coast Guard, he was not found and presumed 
dead. 

 
9.4 Deckhand 1 (Survivor 1)89 

Deckhand 1 joined the vessel on December 27, 2019, three days prior to departure. He had 11 years 
fishing experience on similar vessels, but this was his first time fishing on the Scandies Rose. He had come 
recommended from the captain of his previous vessel, a former crewmember of the Scandies Rose’s 
captain.90 The Coast Guard rescued Deckhand 1 from one of the vessel’s inflatable life rafts, and he was 
able to provide testimony to investigators after the accident.     

 
9.5 Deckhand 2 (Survivor 2) 

Deckhand 2 joined the vessel on December 29, 2019, the day before departure. He told investigators that 
he had fished for 20 years on similar vessels, but this was his first time fishing on the Scandies Rose.91 He 
was a last-minute fill-in for a deckhand that had quit the day before. His friend, Deckhand 1, had called him 
and told him there was an opening on the Scandies Rose. The captain and managing owner had never 
worked with him before but were familiar with his father and offered him the job. The Coast Guard rescued 
Deckhand 2 from one of the vessel’s inflatable life rafts, and he was able to provide testimony to 
investigators after the accident.   

   
 

85 Mattsen Interview 1.2.20, pg. 13,28 
86 Cooper Interview 1.6.20, pg. 7 
87 Mattsen Interview 1.2.20, pg. 31 
88 Gribble interview 9.23.20, pg. 53, Mattsen Interview 1.2.20, pg. 31  
89 Deckhands have been given numbers to differentiate crewmembers with the same title. The numbers do not reflect 
hierarchy or roles aboard the Scandies Rose. 
90 Mattsen Interview 1.2.20, pg. 21 
91 Gribble interview 9.23.20, pg. 70 
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9.6 Deckhand 3 

The third deckhand was the captain’s son. He had been fishing onboard the Scandies Rose and other 
fishing vessels with close ties to the vessel for about 8 years.92 He was referred to by the majority owner as a 
good deckhand that “could have become a great deckhand.”93 Following the sinking of the Scandies Rose 
and the subsequent search and rescue operation conducted by the Coast Guard, he was not found and was 
presumed dead.  

 
9.7 Deckhand 4/Cook 

The fourth deckhand was the least experienced of the crew. He had applied for a position in the past, but 
the captain had determined that he “was still a little too green,” and did not recommend him for hire. The 
captain changed his mind for the 2019 season and decided he wanted to bring him on and “give him a 
shot.”94 He served primarily as a deckhand, but also acted as the vessel’s cook if his deckhand duties 
permitted. Following the sinking of the Scandies Rose and the subsequent search and rescue operation 
conducted by the Coast Guard, he was not found and was presumed dead.   

10. Regulatory Oversight  
As a vessel of less than 200 Gross Tons (GT), the Scandies Rose was not subject to Coast Guard 

inspection and certification or manning and licensing requirements. However, because the Scandies Rose 
harvested crab, fished for cod, and operated part-time in the summer months as a fish tender, it was subject to 
the regulations set forth in 46 CFR Subchapter C – Uninspected Vessels, Part 28 – Requirements for 
Commercial Fishing Industry Vessels, which includes equipment, stability, and other safety requirements. 
These regulations required one member of the crew to be first aid and CPR certified and also one member of 
the crew to be certified as a drill conductor. Regulations required these certifications to be obtained through a 
Coast Guard-approved third party. Monthly drills and instruction were required of the crew while aboard the 
vessel and at a minimum had to cover abandon ship, firefighting, flooding, man overboard, donning an 
immersion suit, launching a survival craft, making a voice radio distress call, and activation of the general 
alarm. No other training or certifications were required of the captain or crew.  

The Scandies Rose had a valid Certificate of Documentation (COD) as required for vessels of 5 Net Tons 
or more used in fishing activities on navigable waters of the US. The vessel was also required to participate in 
the Coast Guard’s commercial fishing vessel dockside safety examination program, which primarily focuses on 
lifesaving equipment on board the vessel, not the hull and machinery as required for Coast Guard-inspected 
vessels. Upon successful completion of this safety exam the vessel is issued a decal, verifying compliance, that 
is valid for 2 years. The Scandies Rose last underwent a dockside safety exam in October of 2018, where no 
deficiencies or comments were noted, and the vessel received a valid decal.   

Alaska Department of Fish and Game (ADF&G) regulations require Bering Sea/Aleutian Islands (BSAI) 
vessels participating in the crab fishery to contact the Coast Guard 24 hours prior to departing port with pots 
loaded onboard. The regulation does not require any specific action on the part of the Coast Guard, and the 
Coast Guard does not have regulations or policies that address the ADF&G regulation. When contacted by 
vessel operators 24 hours prior to departure, Coast Guard will typically ask the operator what size and how 
many pots the vessel is carrying and encourage the operator to consult their stability book. In addition, the 
Coast Guard will ask the operator if they would like to voluntarily participate and receive a Stability and Safety 

 
92 Gribble interview 1.1.20, pg. 20, Mattsen Interview 1.2.20, pg. 21 
93 Mattsen Interview 1.2.20, pg. 31 
94 Cooper Interview 1.6.20, pg. 13 
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Compliance Check (SCC). 

The Scandies Rose did not contact the Coast Guard 24 hours prior to departing Kodiak on December 30, 
2019. Although the vessel was loaded with pots, the vessel was departing to participate in the cod fishery and 
not the crab fishery, so the ADF&G regulation did not apply. 

11. Stability  
11.1 Vessel’s Casualty Voyage Loaded Conditions 

The Scandies Rose departed Kodiak on the casualty voyage with a “pot stack” consisting of 195 
combination crab pots, under the 208-pot limit stated on the vessel’s stability instructions.95 The pots were not 
weighed prior to departure as they had been before king crab season, but the majority owner indicated that they 
were the same pots that were used during the king crab season. The pots took up all of the main deck space of 
the vessel. There was no access tunnel for crew underneath the pots— the crew would have to climb over the 
stack to reach the bow of the vessel. The majority of pots were stacked five high, with the exception of in front 
of the starboard wheelhouse conning station where the pots were only stacked four high, so that the crew could 
have less obstructed vision. The first tier of pots was positioned on their sides to facilitate easier access by the 
crew when fishing. The pots were secured to the vessel with chains. There was not a tarpaulin covering the pot 
stack. The majority owner and surviving crew were not certain what the status of the three crab tanks but 
agreed that the no. 1 tank was most likely empty, while the no. 2 and no.3 tanks were most likely full.96  

In September 2019, after the summer tendering season, the Scandies Rose was topped off with fuel. The 
majority owner estimated that, while operating, the vessel would consume approximately 1000 gallons of fuel 
per day. The vessel operated to about 15 days during the 2019 king crab season before returning to port. The 
Scandies Rose took 2,100 gallons of fuel prior to departure on December 30. Taking into account the amount of 
fuel that was consumed while operating and while tied to the dock in between fishing seasons, the majority 
owner believed that the fuel taken prior to departure on the 30 was to top off the no. 2 port and starboard wing 
tanks, and that the no. 1 port and starboard wing tanks were empty.97 The vessel loaded 15,016.05 pounds of 
bait and topped off the potable water tanks prior to departure.    

11.2 Coast Guard Stability Regulations  

 Stability regulations pertaining to the Scandies Rose were included in 46 CFR  Subpart E - Stability. 
The regulations state that it is the responsibility of the vessel owner to select a “qualified individual” to perform 
a stability test and calculations. They define a qualified individual as “an individual or an organization with 
formal training in and experience in matters dealing with naval architecture calculations.” It is stated that the 
intent of the stability instructions are to ensure the masters and individuals in charge of vessels are provided 
with enough stability information to allow them to maintain their vessel in a satisfactory stability condition. 
The regulations note that because few operating personnel in the commercial fishing industry have had 
specialized training in stability, stability instructions should take into account the conditions a vessel may 
reasonably be expected to encounter and provide simple guidance. The instructions must be developed based 
on each vessel’s individual characteristics and must be in a format that is easily understood by the individual in 
charge of the vessel.  

 The regulations require that the stability instructions for vessels that operated in areas where icing 
conditions are present, such as the Scandies Rose, factor in the added weight of ice accumulation on the vessel. 

 
95 Oystein Lone interview 1.5.20 
96 Mattsen Interview 1.2.20, pg. 40 
97 Mattsen Interview 1.2.20, pg. 56 
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The text of the regulation, which mirrors guidance from the International Maritime Organization (IMO),  
requires 1.3-inches-thick ice to be applied to continuous horizontal surfaces and 0.65-inch-thick ice to be 
applied to vertical surfaces, but it provides little guidance for the manner in which crab pots should be treated 
for icing and does not refer to a formal study or test when giving guidance on how to calculate ice 
accumulation on crab pots.  

Because crab pots are made up of tubular frames and mesh, they do not act as a continuous horizontal or 
vertical surface, and crab pot vessels operating in icing conditions report ice accumulating not only to the 
vertical and horizonal frames, but all the external and internal mesh or webbing of the crab pot. It is therefore 
up to the qualified individual completing the stability calculation to make assumptions on how to calculate ice 
accumulation on a pot stack. Naval architects from private industry and within the Coast Guard told the MBI 
that, when conducting stability calculations for the icing effects on a stack of crab pots, they would treat the top 
and vertical sides as continuous surfaces, almost like there was a “shoe box” over the top of the stack. They 
also stated that, lacking any further guidance in the regulations, they would not account for any added weight of 
ice accumulation on the interior webbing of the crab pots. The naval architect who completed the stability 
instructions for the Scandies Rose stated that he calculated for ice accumulation symmetrically on the external 
surfaces of the pot stack, per the guidance in the regulations. 

The regulations also assume that ice accumulation around a stack of crab pots is distributed evenly. During 
the MBI formal hearing, BSAI fisherman and industry naval architects indicated that, in reality, ice 
accumulates asymmetrically on pot stacks: the side of the stack that is exposed to the wind and freezing spray 
accumulates the majority of the ice, while the opposite side accumulates very little. They further stated that ice 
also accumulates on the interior webbing of the pots, something that is not accounted for in the regulations. 

Following the sinking of the Scandies Rose, the Coast Guard conducted a rudimentary study of the icing 
effects on a crab pot. A crab pot similar to the ones on the Scandies Rose was placed on the deck of a Coast 
Guard Cutter while on patrol in the Bering Sea. Over a 72-hour period, with temperatures ranging from 5-15 
degrees Fahrenheit and variable winds, a garden hose with a mist applicator sprayed fresh water over the crab 
pot. Following the 72 hours, the pot weight more than tripled due the accumulated ice, and the exact weight of 
the pot could not be determined because it maxed out the load cell used that was rated for 3000-pounds.   
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Figure 14 Crew members aboard the Coast Guard Cutter Polar Star weigh a crab pot following a 3-day freezing spray experiment. 

 Although the validity of stability instructions that have been produced by a qualified individual for 
vessels such as the Scandies Rose are valid for the life of the vessel as long as no major modification have been 
made, the Scandies Rose had obtained a new set of stability instructions completed in April 2019 by a naval 
architect licensed in the state of Washington. (The same naval architect also completed the vessel’s previous 
stability assessment in 1988.) When asked after the accident why he had obtained a new stability instruction 
booklet, the majority owner of the Scandies Rose stated that because of age of the previous report he thought it 
would be prudent to have the instructions renewed. He also stated that the recent casualty of a similar vessel, 
the Destination factored into his decision.9899  

 Once a “qualified individual” issued the Scandies Rose with stability instructions, the Coast Guard was 
not bound by regulation to perform technical review of the Scandies Rose’s stability instructions. This is also 
true for other vessels of the same class operating in the same fisheries. A Coast Guard Dockside Examiner 
would review some of the operational conditions with the captain while the vessel is having a dockside safety 
exam or an SCC, but there was no verification of accuracy of the qualified individual’s stability evaluation of 
the vessel. 

 Several BSAI fishing vessel captains testified at the Coast Guard’s MBI hearing that they would 
frequently use their vessel’s stability instructions to ensure their vessels were operating safely. However, often 
the stability instructions don’t list the amount of ice allotted for in the regulations, and the captains did not 
know how much ice accumulation the regulations and stability instructions allotted for. When told the 
regulatory amount, most of the captains stated that they were typically used to carrying more ice. 100 One 

 
98 Mattsen Interview 1.2.20, pg. 9 
99 See section 11.  F/V Destination. 
100 Mattsen, Delaurentis, Buholm MBI testimony. 
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captain indicated that he would not attempt to remove the ice until a “few inches” accumulated, adding that 
anything less would be too difficult and time consuming to remove.  

11.3 Coast Guard Stability Guidance  

In 2005, the Coast Guard published A Best Practices Guide to Vessel Stability for commercial 
fisherman.101 The guide provides a general overview of fishing vessel stability and addresses icing caused by 
winds and waves. It states that: 

Stability is the ability of a fishing vessel to return to its upright position after being heeled over by any 
combination of wind, waves, or forces from fishing operations…A fishing vessel’s stability is constantly 
changing during its voyage. An originally stable fishing vessel may become unstable from changes in the 
weather, the vessel’s loading or fishing operations…The key to having a stable vessel is making sure there 
is always sufficient stability to counter the capsizing moments from the current weather, waves, and 
fishing conditions during the entire voyage.  

Operating in icing conditions significantly reduces a fishing vessel’s stability because the weight of the 
accumulating ice affects two crucial factors: 

(1) The center of gravity rises rapidly from the weight of ice added high on the vessel, especially on 
vessels carrying crab pots. The higher and wider the stack, the more surface area is available for freezing 
spray to accumulate as ice on and in the pots.  

(2) The freeboard is reduced, because, as ice accumulates, the additional weight of ice results in the 
vessel sitting lower in the water, causing the deck edge to submerge at smaller heel angles than original.102 
Accumulating ice has the same effect on a crab fishing vessel as if it was overloaded with pots that had been 
stacked above the main deck (above the vessel’s original center of gravity). 

The loss of stability from ice may be hidden, because similar to overloading a vessel, initial stability levels 
at small angles of heel are only slightly reduced, which the crew may not notice as the vessel heels at smaller 
angles and returns. However, initial stability does not indicate the vessel’s overall stability, as shown in a 
righting arm curve, which icing can significantly reduce. For example, a vessel that could return from a heel of 
80 degrees without the added weight of ice can capsize at lesser heel angles, such as 60 degrees. 

When icing conditions are encountered, the Best Practices Guide to Vessel Stability recommends 
immediately taking the following corrective actions: 

• If possible, alter course to return to warmer or protected waters. 

• Steaming down wind reduces the speed of ice formation but use caution if the seas are very strong 
because stern seas increase the chance of broaching, boarding seas, or burying the bow. 

• Secure all fishing gear below deck to minimize surfaces that ice can form on. 

• Keep freeing ports clear of ice to allow rapid draining of water off the decks. 

• Remove as much ice accumulation as is safe for the current weather conditions. 

 
101 https://www.dco.uscg.mil/Portals/9/DCO%20Documents/5p/CG-5PC/CG-
CVC/CVC3/references/Stability_Reference_Guide.pdf 
102 The freeboard is the vertical distance between the waterline and the highest watertight deck. 

https://www.dco.uscg.mil/Portals/9/DCO%20Documents/5p/CG-5PC/CG-CVC/CVC3/references/Stability_Reference_Guide.pdf
https://www.dco.uscg.mil/Portals/9/DCO%20Documents/5p/CG-5PC/CG-CVC/CVC3/references/Stability_Reference_Guide.pdf
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• Maintain radio communication with other fishing vessels and shore side on a regular schedule. 

• All lifesaving equipment should be broken out and ready for use.  

 

Icing Effect Diagram from “A Best Practices Guide to Vessel Stability”, page 49. 

11.4 Stability Training 

Captains and crew of uninspected commercial fishing vessels such as the Scandies Rose are not required to 
participate in formal stability training nor required to demonstrate proficiency in vessel stability. The North 
Pacific Fishing Vessels Owner’s Association (NPFVOA) based in Seattle, Washington, and the Alaska Marine 
Safety Education Association (AMSEA) based in Sitka, Alaska, both offer Coast Guard-approved stability 
courses that cater to fishermen. Both schools’ executive directors told the MBI that, because these classes are 
not required, participation is traditionally low; AMSEA also had to cancel its most recent class because no one 
signed up. One fisherman, who was required to take a stability class to obtain a Merchant Mariner Credential, 
told the MBI that while learning about icing in class, he was surprised how even a small amount of ice 
accumulation could negatively affect vessel stability, and he suspected that other fishermen and vessel captains 
would come to the same realization and would benefit from the training.103 

Following the sinking of the Scandies Rose, Crawford Nautical School, also located in Seattle, 
Washington, partnered with the minority owner of the Scandies Rose and developed a stability class specific to 
BSAI crab vessels. As of March 2020, the 8-hour class had been offered twice and was well attended according 
to the instructor. Two participating crab vessel captains told the MBI that they would highly recommend the 
class, and one mentioned that he believed the class should be mandatory for all crab vessel captains.104 

 
103 Fanning MBI testimony.  
104 Lone and Buholm MBI testimony. 
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11.5 Coast Guard Scandies Rose Stability Analysis  

The Coast Guard’s Marine Safety Center (MSC) is staffed with professional engineers and naval architects 
that are trained in preforming stability assessments of vessels. In June 2013, the MSC published “Guidelines 
for Commercial Fishing Vessel Stability” to provide guidance on the review of commercial fishing vessel 
stability.105 The guidelines were directed at the commercial fishing vessel industry and were designed to help 
owners and naval architects understand the applicability of the regulations and highlight stability topics specific 
to fishing vessels. Upon request from the Officer in Charge Marine Inspections (OCMI), they will review 
stability instructions from vessels that have been involved in a marine casualty, or vessels that have major 
modifications performed. For inspected vessels that are required to carry a load line certificate, the Coast Guard 
has designated classification societies, such as American Bureau of Shipping (ABS) that will ensure the vessel 
meets stability requirements.106 Annually the Coast Guard will randomly audit a percentage of these inspected 
vessel’s stability instructions to ensure proper oversight from the classification society and that the vessel meets 
regulations. 

The Coast Guard does not have an auditing system in place to ensure the adequacy of the stability 
instructions for uninspected vessels such as the Scandies Rose. Following the sinking of the Scandies Rose, 
MSC staff, using information provided from both the Naval Architect who completed the stability assessment 
of the vessel in 2019 and 1988 and information gathered from the MBI, completed a stability analysis of the 
Scandies Rose. The final report was completed on February 8, 2021.  

The completed MSC report compared their results to that of the vessel’s stability instructions completed in 
2019 and 1988. The report concluded that the 2019 stability assessment did not accurately model the vessel’s 
poop and forecastle enclosed volumes and “apparently neglected downflooding.” It also did not accurately 
model the bulwarks height, and the 2019 instructions significantly underpredicted the superstructure windage 
area. The MSC report noted significant “differences when comparing tank capacities,” “mathematical errors,” 
and “errors and omissions” in the 2019 stability assessment. The 2019 instructions included eleven sample 
vessel loaded conditions, all of which “failed to meet stability criteria,” when evaluated by the MSC. MSC’s 
analysis indicated that the estimated casualty voyage conditions, while nearly meeting all of the 2019 stability 
instructions, failed to meet regulatory stability requirements. Ultimately the report concluded that the 
“magnitude and asymmetry of the icing during the casualty voyage was likely different than the symmetric” 
icing criteria referenced in the regulations, and that “this could have made the stability worse than calculated 
during the casualty voyage.107 

During testimony at the MBI formal hearing, the naval architect who completed the Scandies Rose 
stability instructions and who had been independently completing vessel stability instructions for about 30 
years, was asked why his calculations differed from that of the MSC’s. He indicated that the differences were 
most likely from him not calculating for downflooding. He admitted that while onboard the vessel he had never 
visually inspected for engine room vents located on the second level behind the bridge stairwell, which would 
represent downflooding points. Instead, he relied on his prior experience with other vessels and conversations 
he had with the vessel owner and assumed that the only downflooding points were vents on the upper most 
section of the vessel on the funnel casing of the stack, centerline of the vessel.    

12. Cod and Crab Fishery  

 
105 MSC Guidelines for Commercial Fishing Vessel Stability, Procedure Number: H2-20, Revision Date: 6.17.2013 
106 Load Line is not only an actual line on a vessel which depicts safe loading but also a condition of maintenance 
including hull envelope, drydocking, stability, sea and overboard valves, rail and coaming heights, freeing ports, 
water/weather tight integrity, bilge system, etc.  
107 U.S. Coast Guard Marine Safety Center Technical Report, Scandies Rose Stability Analysis xx,xx,xx. 
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The Scandies Rose was planning to participate in the BSAI Pacific cod fishery and the BSAI Opilio crab 
fishery. NOAA’s National Marine Fisheries Service (NMFS) and the Alaska Department of Fish and Game 
(ADF&G) jointly manage the BSAI Opilo crab fishery and determine the annual catch limit (ACL). Prior to 
2005, management of this fishery consisted of an “Olympic” system, a “derby-style race for fish” system where 
vessels competed directly with each other to maximize catch and revenues, until the point when the ACL was 
reached, and the fishery was closed for the season. In 2005, management of the BSAI crab fishery changed to a 
“rationalized” system, and the NMFS then issued harvesters (vessels and owners) a quota share of the ACL, 
which was based on their catch history and participation in the fishery during the previous years. The quota, 
also known as an individual fishing quota (IFQ), gave the harvester a guarantee to a percentage of the catch. 
Since each vessel now knew beforehand how much crab they could catch, this eliminated the competition 
between harvesters and the “race for fish,” and allowed the vessels to catch their quota at any point during the 
season. The Opilio crab season opens on October 15 each year and doesn’t close until the end of May. The 
Scandies Rose and other vessels typically could catch their quota of crab within 4-6 weeks; therefore, they 
typically would wait to start fishing for Opilio crab until January after they had completed their cod season.  

Unlike the rationalized crab (RC) fisheries, the BSAI Pacific cod fishery was still “derby-style.” The 
NMFS solely manages the fishery outside 3 miles from shore and sets the ACL. The NMFS sets season 
opening dates, monitors the catch, and will close the season once the ACL is reached. The ACL is divided 
between different fishing sectors within the fishery. The Scandies Rose fell into the sector of pot commercial 
fishing vessels greater than or equal to 60 feet. The Pacific cod fishery in the BSAI is divided into two different 
seasons, an A season that opens on January 1 each year and a B season that opens on September 1 of each year. 
The sector in which the Scandies Rose belonged to was allocated about 8.4 percent of the ACL. 51 percent of 
the total allocation was allowed to be caught during the A season, while the remainder was reserved for the B 
season. The vessels within that sector were allowed to catch as much fish as they could until that percentage of 
the ACL was reached by the sector as a whole. In 2020, 38 vessels participated in the A season and 23 vessels 
participated in the B season. Participation in the cod fishery in the pot vessel sector has been increasing in 
recent years. Years 2019 and 2020 had the highest vessel participation in the past 11 years. The A season was 
open an average of 19 days for the 3 years prior to the accident 108  

A portion of the pot cod sector harvesters have lobbied to the regional management council regarding 
changing to a rationalized system. A consensus between harvesters could not be reached, and the at the time of 
this report the fishery remains a derby-style. When a fishery is rationalized, there is no standard method of 
determining the allocation of quota. In other fisheries, including the crab fishery, past participation in the 
fishery, catch history, and number of landings have all factored into the distribution of quota shares.  

12.1 National Institute for Occupational Safety and Health Study and Recommendations 

When compared to other occupations in the US, commercial fishing is historically a dangerous job. Data 
for 2019, gathered by the US Bureau of Labor Statistics and published in late 2020, indicated that “Fishing and 
hunting workers had a fatal injury rate of 145.0 fatal work injuries per 100,000 FTEs in 2019, which was 
ranked the highest of all other groups.109  

The National Institute for Occupational Safety and Health (NIOSH) is the government agency responsible 
for conducting research and making recommendations for the prevention of work-related injury and illness. In 
2016, NIOSH published a report titled “Assessment of Safety in the Bering Sea/Aleutian Islands Crab Fleet.” 
The report provided “a detailed analysis of work-related injuries and vessels safety issues within the BSAI crab 
fleet,” in order to “identify both hazards and opportunities for safety improvements within the fleet.” The report 

 
108 NMFS vessel participation data 2010-2020. 
109 News Release Bureau of Labor Statistics, National Census of Fatal Occupational Injuries in 2019. 
https://www.bls.gov/news.release/pdf/cfoi.pdf 
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focused on data from the 2005/06 – 2012/13 fishing seasons but also used data from previous studies for 
comparison and analysis. During the 1990s, the BSAI crab fleet was the most dangerous commercial fishery in 
the US, claiming 73 lives. However, between 1999 and 2013, the fishery fatality rate dropped to less than one 
death per year. The report did not include the seven lives lost aboard the F/V Destination in 2017, when the 
vessel sank while participating in the Bering Sea opilio fishery. The five lives lost aboard the Scandies Rose 
were also not included. 

NIOSH credited this reduction in deaths to several factors. First, the Coast Guard’s implementation of their 
SCC, which put Coast Guard personnel on boats prior to the fishing season to weigh pots, complete a basic 
safety gear inspection, and consult with the captain regarding the vessel’s stability instructions. Secondly, 
NIOSH attributed the reduction in fatalities to the rationalization of the fishery from a derby style, which 
extended the fishing season, allowing more experienced and less fatigued crew to operate vessels with 
potentially smaller pot loads. The final factor NIOSH noted was the reduction in the number of vessels 
participating in the fishery, which was also a result of rationalization. Prior to rationalization, an average of 243 
vessels participated in the BSAI crab fishery. Post-rationalization, that average number decreased to 78 vessels 
as of 2010. The number of vessels participating has further deceased in recent years: only 59 vessels 
participated in the 2019-2020 Opilio season. The report concluded by recommending measures to help prevent 
vessel disasters and other serious vessel casualties from occurring within the fleet, including: 

1. Participate in the USCG “At-the-Dock Stability and Safety Compliance Check” program prior to each 
crab season. 

2. Periodically consult a naval architect to refresh knowledge of safe loading limits and adhere to stability 
instructions.  

3. Update and formalize maintenance procedures for propulsion, power, steering, and other critical 
systems, and closely follow the established schedule.  

4. All crewmembers should take an 8-hour marine safety class at least every five years to maintain the 
skills needed in an emergency. 

5.  Review the findings in this report with the U.S. Coast Guard to determine if other good marine 
practices outlined in the Alternate Safety Compliance Program Draft Matrix of Possible Requirements 
should be adopted to prevent vessel casualties.110 

In 2017, NIOSH published a Commercial Fishing Fatality Summary for the Alaska Region. The summary 
looked at commercial fishing fatalities between the years of 2000-2014. It stated that one of the leading cause 
of fatalities came from vessel disasters, including sinkings, capsizings, fires, groundings, or other events in 
which crew are forced to abandon ship. The report listed several recommendations directed at minimizing the 
risk of vessel disasters. First being that fisherman take a marine safety class at least every five years, and stated 
that “safety training is available, affordable and saves live.” NIOSH also recommended that fishing vessels 
should adhere to their vessel’s stability instructions and vessels should always be loaded in compliance with 
these instructions. Further a naval architect should be consulted periodically to review safe loading limits of the 
vessel.111    

12.2 Coast Guard Fishing Industry Safety Guidance 

12.2.1 Safety Compliance Checks (SCC) 

 Developed in 1999, the Coast Guard initiated voluntary dockside SCCs to assist in reducing fatalities 

 
110 NIOSH (2016). Assessment of Safety in the Bering Sea/Aleutian Island Crab Fleet. 
https://www.cdc.gov/niosh/docs/2016-112/pdfs/2016-112.pdf. 
111 NIOSH (2017). Commercial Fishing Fatality Summary – Alaska Region 2017 
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and vessel loss within the BSAI crab fleet. In particular, the goal of the SCC was to deter vessels from 
overloading with crab pots. These SCCs are traditionally completed each year prior to the King Crab season in 
early October when most of the fleet has congregated in Dutch Harbor.  During the examinations, Coast Guard 
representatives will verify and document that the vessel has the required safety equipment and stability 
booklet.112 A sample of the crab pots onboard the vessel will be measured and weighed. The representative will 
cross reference this information and the current loaded condition of the vessel with the vessel’s stability booklet 
and will discuss the results with the vessel’s captain.  

The Scandies Rose underwent an SCC in Dutch Harbor on October 11, 2019, prior to participating in the 
king crab season. The vessel was loaded with 185 pots. The three crab pots sampled all measured 7 by 8 by 2.8 
feet and weighed 863, 799, and 800 pounds respectively.  

12.2.2 Alternate Safety Compliance Program 

In the 2010 and 2013 Coast Guard Authorization Acts (CGAA), Congress mandated that the Coast Guard 
develop, in cooperation with the commercial fishing industry, an Alternate Safety Compliance Program 
(ASCP) for “older” commercial fishing vessels, such as the Scandies Rose. The Coast Guard Authorization Act 
of 2015 (published February 8, 2016) mandated that the Coast Guard analyze and report on the adequacy of the 
regulations on fishing vessel safety by 2026, with a mandate to develop an alternative safety compliance 
program if the Coast Guard determines the current safety regulations to be inadequate. Such a program would 
have included “vessel stability and loading instructions,” per the Congressional mandate.113 

Specifically, the ASCP would apply to all commercial fishing vessels 50 feet or greater in overall length, 
that operated beyond 3 miles from the baseline, were built prior to 7/1/13, and were 25 years of age or older at 
the implementation of the program. These older vessels were built prior to modern construction standards and 
deemed to be at a higher risk to experience a casualty. The objective of the ASCP was to require more stringent 
Coast Guard oversight, inspections, and training requirements for operators, to help reduce the inherent risk of 
the older vessels. On December 1, 2014, the Coast Guard issued Marine Safety Information Bulletin (MSIB) 18-
14 to remind the commercial fishing industry about safety and equipment requirements contained in the 
previous CGAAs, and that the once-voluntary Coast Guard Dockside Safety Examinations (DSE) would 
become mandatory starting in October 2015. The bulletin also highlighted a reminder of the impending creation 
and eventual implementation of the aforementioned ASCP. 

However, the ASCP, as mandated in the Acts, would require additional rulemaking in order to apply new 
safety requirements for older vessels. As a result, on July 20, 2016, the Coast Guard issued MSIB 11-16, 
indicating that they were suspending development of the ASCP and would rely on existing regulatory and 
enforcement measures. The bulletin stated that the Coast Guard would instead work with the Commercial 
Fishing Safety Advisory Committee and industry to develop an Enhanced Oversight Program (EOP) for 
commercial fishing vessels by January 1, 2017. The EOP would use existing Coast Guard authorities to provide 
greater safety for older CFVs. In addition, the Coast Guard stated it would publish additional Voluntary Safety 
Guidelines for older CFVs. The EOP later evolved into the Voluntary Safety Initiatives and Good Marine 
Practices for Commercial Fishing Industry Vessels (see Section 12.2.3). The Coast Guard plans to consider 
such requirements in future rulemaking initiatives. A similar alternate compliance program was produced and 
enacted for the BSAI and Gulf of Alaska longline and trawl fish processer vessel fleet (head and gut fleet), 
following several vessel disasters in the early 2000s.  

 
112 Refer to Stability section of report for explanation of a Stability Book.  
113 PUBL120.PS (congress.gov) 

https://www.congress.gov/114/plaws/publ120/PLAW-114publ120.pdf
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12.2.3 Voluntary Safety Initiatives and Good Marine Practices for Commercial Fishing 
Industry Vessels 

In January 2017, the Coast Guard published Voluntary Safety Initiatives and Good Marine Practices for 
Commercial Fishing Industry Vessels. The safety measures and practices contained in the document were to be 
focused primarily towards vessels, such as the Scandies Rose, that had been identified as greater than 50 feet, 
operating beyond 3 miles from shore, and more than 25 years old. The initiatives and good marine practices 
contained in the document were reviewed, validated, and recommended by the Commercial Fishing Safety 
Advisory Committee (CFSAC), which represented the industry. The document covered a broad range of safety 
topics included in 12 sections, related to lifesaving, fire safety and communication equipment, deck equipment, 
machinery and electrical safety, material condition, flooding prevention, and combating fatigue. 

One section was devoted to Stability Standards, in which the Coast Guard recommended that a vessel’s 
stability instructions “should be” updated by a qualified individual every 5 years, or after a modification or 
alteration occurs to the vessel. In addition, they stated that the operator of the vessel should be provided 
training on vessel stability and on specific loading conditions of their vessel. The guidance also included 
information to better help vessel owners be aware of weight creep and other changes a vessel can go through 
over time. Weight creep is the weight added to a vessel over time from modifications, alterations, or the 
addition of fishing gear and spare parts. The added weight can significantly reduce a fishing vessel’s overall 
stability.114 Regulations do not reflect this guidance.     

12.3 F/V Destination 

On February 11, 2010, the Destination capsized and sank while transiting from Dutch Harbor to St. Paul 
Island, Alaska, with 200 crab pots onboard. None of six the crew survived. Similar in type to the Scandies 
Rose, the Destination fell under the same regulatory requirements and fished the same fisheries. Following the 
accident, both the NTSB and the Coast Guard conducted parallel investigations into the sinking. They both 
concluded that the vessel likely capsized due to added weight on the vessel from the accumulation of ice 
formed on its pot stack from freezing spray. The Coast Guard concluded that the vessel left port overloaded and 
did not meet minimum stability requirements. The Coast Guard’s MBI tasked with investigating the accident 
requested the MSC conduct a stability assessment of the vessel. The Destination was similar in size and type to 
the Scandies Rose, and it fell under the same regulatory requirements. It too was required to have stability 
instructions completed by a “qualified individual.” MSC staff disagreed with the qualified individual’s 
assessment that the recent addition of a bulbous bow had a neglectable effect on vessel stability. In addition, 
MSC staff determined that with the addition of a new bulwark, the vessel lacked sufficient freeing port area as 
defined in regulations. The Report of Investigation (ROI) stated that the MSC’s analysis showed “the vessel did 
not comply with intact stability criteria for the majority of prescribed loading conditions found within the 
stability instructions.”115  

As a result of the Destination investigation, the Coast Guard published Safety Alert 11-17 –Remain 
Upright by Fully Understanding Vessel Stability, which was intended to assist mariners in identifying ways to 
improve their stability awareness and understand their vessel’s Stability Instructions. The safety alert 
mentioned that “operators and crews should seek out opportunities to further their knowledge of stability via 
courses, training, workshops, and visits from Naval Architects.”  

 
114 Voluntary Safety Initiative and Good Marine Practices for Commercial Fishing Industry Vessels in 2017.   
115 Report of the Marine Board of Investigation into the Commercial Fishing Vessel Destination Sinking and Loss of the 
Vessel with all Six Crewmembers missing and Presumed Deceased Approximately 4.4 NM Northwest of St. George 
Island, Alaska on February 11, 2017. 
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In response to the Scandies Rose in 2019, the Coast Guard published MSIB 01-21 - Improving Fishing 
Vessel Stability. The MSIB included internet links to online vessel stability training resources. Both the safety 
alert and MSIB emphasized the dangers associated with icing and its negative effects on vessel stability. They 
reminded vessel operators to be aware of the amount of accumulated ice that Stability Instructions are required 
to account for, and also mitigation methods if icing conditions are encountered. 

Several fishing vessel captains were asked by the MBI if they had seen the recent MSIB and safety alert 
highlighting the dangers of icing, or if they had read the Coast Guard ROI following the Destination sinking. 
None of the individuals asked could recall if they had seen the documents.  

12.4 Related NTSB Safety Recommendations Previously Issued 

The NTSB has long been concerned about the high rate of vessel losses and fatalities in the US 
commercial fishing industry. To focus attention on safety issues in this industry, the NTSB convened a public 
forum on fishing vessel safety in 2010. The forum consisted of experts who represented a diverse mix of 
industry perspectives and provided comments, data, and recommendations addressing a range of topics related 
to commercial fishing safety. Several safety issues emerged during the forum discussion as most significant in 
reducing the unacceptable rate of vessel losses and fatalities. Underlined was crew knowledge and ability to 
apply stability principles while operating a vessel, and crew training and competence in responding to 
emergencies and deploying survival equipment. These two issues were emphasized in two safety 
recommendations issued to the Coast Guard, both of which remain open: 

Require all owners, masters, and chief engineers of commercial fishing industry vessels to receive 
training and demonstrate competency in vessel stability, watertight integrity, subdivision, and use of 
vessel stability information regardless of plans for implementing the other training provisions of the 
2010 Coast Guard Authorization Act. (M-11-24) 
 
Require all crewmembers to provide certification of completion of safety training before getting under 
way on commercial fishing industry vessels, such training to include both prevention of and proper 
response to emergency situations as well as actual use of emergency equipment. (M-11-27) 
 

The NTSB is also aware that the survivability of person entering the water is directly related to the amount 
of time spent in the water. Personal locator beacons (PLBs) can assist SAR elements in locating personal that 
enter the water or otherwise find themselves in distress and increase their chance of survival. Following the 
sinking of the vessel El Faro in October 2015, the NTSB issued a recommendation to the Coast Guard to 
require vessel personnel to be provided with PLBs. The recommendation remains open. 

Require that all personnel employed on vessels in coastal, Great Lakes, and ocean service be provided 
with a personal locator beacon to enhance their chances of survival. (M-17-45)  
 

With respect to addressing the risks of ice from freezing spray on vessel stability, the NTSB issued a 
safety alert in 2018 following the sinking of the F/V Destination. The alert focused on bringing awareness to 
the issue and provided operators with different precautions to take if icing conditions were encountered. 
Stressed was for operators to understand their vessel’s stability information and ensure that their vessels were 
operating below the limits set forth.  
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