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1 Overview 

About 1537 local time on April 13, 2021, the US-flagged 166.5-foot-long liftboat 

SEACOR Power capsized off the coast of Port Fourchon, Louisiana. Nineteen personnel were 

aboard the vessel, including eleven crew and eight offshore workers. Vessels in the area reported 

heavy rain, winds exceeding 80 knots, and building seas at the time of the accident. Search and 

rescue efforts were hampered by 30–40-knot winds and 10–12-foot seas that persisted 

throughout the evening and into the next day. Six personnel were rescued by the Coast Guard 

and Good Samaritan vessels, and the bodies of six fatally injured personnel were recovered. 

Seven remain missing and are presumed dead. 

2 Casualty Events 

2.1 The Capsizing 

In the early morning hours of April 10, 2021, the liftboat SEACOR Power was under way 

in the Gulf of Mexico, bound for Port Fourchon, Louisiana. Liftboats are three- or four-legged, 

self-propelled, self-elevating vessels. They typically service offshore facilities (such as oil 

drilling platforms) by providing cranes and deck space. They carry cargo and personnel offshore 

and, once on location, elevate or “jack up” out of the water to allow crews to carry out work 

(figure 1). According to the captain in command of the SEACOR Power that morning, the vessel 

was struggling to make headway due to high winds and seas generated by a storm that had 

passed through the area, and one of the liftboat’s inflatable liferafts was carried away when it 

was struck by a wave. The crew decided to stop, jack up the vessel, and wait out the weather, 

which was the standard procedure for heavy weather. The captain noted that during this time the 

winds were consistently about 30–40 knots, with a high of 48 knots.  
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Figure 1. Precasualty photo of the SEACOR Power in the lifted, or “jacked up,” position. (Source: 
SEACOR Marine) 

When the winds and seas abated, the SEACOR Power jacked down and continued 

inbound to Port Fourchon. The liftboat arrived at the Bollinger Shipyard facility within the port 

at 1850 local time (central daylight time) and jacked up alongside the pier (in lieu of tying up 

like a conventional vessel). The purpose of the port visit was to offload equipment used on its 

previous job for charterer Talos Energy LLC, complete maintenance on the boat’s cranes, 

replace the missing liferaft, and prepare the vessel for its next job for Talos.1 The SEACOR 

Power’s crew would also change out before getting under way. The schedule for the port visit 

and departure for the next job was coordinated via email between SEACOR Marine and Talos. 

There is no indication in the email exchange that either party needed to accelerate the departure. 

 
1 Talos Energy time chartered the SEACOR Power from SEACOR Marine for an unspecified period of time 

beginning on February 20, 2021. Under the terms of the master and short form time charter agreements, SEACOR 

Marine placed the liftboat and its crew at the disposal of Talos but SEACOR Marine retained control of the vessel. 

All costs associated with the operation of the vessel and the vessel’s crew were borne by SEACOR Marine, while 

Talos Energy was responsible for the fuel, oil, lubricants, water, and costs associated with lodging and feeding any 

offshore workers it placed on the SEACOR Power.  
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According to the Talos logistics manager, there was no deadline for getting out to the work site, 

and the contract between the companies contained no penalties for delays.  

About 0500 on April 13, the oncoming crewmembers met at a SEACOR Marine facility 

in Houma, Louisiana, and drove in a company vehicle to Port Fourchon where the SEACOR 

Power was berthed. They arrived a little after 0600, boarded the vessel, and began a turnover 

with the off-going crew (three of the crewmembers from the previous voyage remained aboard 

with the oncoming crew). The oncoming crew consisted of the captain (master), a “night 

captain,” a mate, three able seafarer/crane operators, the chief engineer, an engineer, and a cook.2 

An additional cook and a galleyhand were also contracted for the voyage.  

Throughout the early morning hours, eight offshore workers had also been arriving at the 

vessel. The workers were contracted to perform recompletion work at the SEACOR Power’s 

destination, an oil producing platform located in Main Pass 138.3 Main Pass 138 was an oil and 

gas lease block in the Gulf of Mexico off the Mississippi Delta, about 30 miles east of 

Boothville, Louisiana.4 The eight workers were contracted by Talos—none were directly 

employed by the company—and were led by a well site supervisor (commonly referred to as the 

“company man” in the offshore oil and gas industry). 

Once the oncoming and off-going SEACOR Power crews had turned over, the oncoming 

crew and the offshore workers gathered in the vessel’s dining area for an orientation and safety 

meeting. According to survivors, the meeting was led by the captain and consisted of personnel 

introductions, a discussion of crane safety during the forthcoming vessel loadout, and 

instructions on where personnel were to muster in the event of an emergency and the location of 

lifejackets. Attendees were informed of off-limits areas, such as the bridge and engine room, and 

were instructed to keep watertight doors closed and to use the vessel’s internal stairway when 

under way. When asked by investigators, the survivors stated that a demonstration of lifejacket 

 
2 Night captain was not a standard crew position on SEACOR Marine vessels, which typically sailed with a 

master and mate only. The night captain on the SEACOR Power had been a master on SEACOR Marine liftboats but 

his position was no longer available when the company laid up several of its vessels. In order to maintain 

employment, the company assigned him to the SEACOR Power as an additional mate. 
3Completion is the process of transforming a newly drilled well into an oil producing well; recompletion is 

the process of restarting or reinvigorating a producing well. 
4 A lease block is a subdivision of undersea area within the US exclusive economic zone (EEZ) that may be 

leased by the federal government to private companies for oil and gas exploration and extraction. 
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donning was not conducted, and no emergency drills were run. The meeting lasted for about 15 

minutes. 

After the meeting ended, the equipment loadout for the recompletion project commenced. 

A SEACOR Power crewmember operated one of the vessel’s two cranes to lift the equipment 

aboard after the offshore workers attached each load to the crane wire. While the load was 

suspended above the deck, a built-in scale on the crane measured the weight. The weight and 

position of each piece of equipment were recorded on a notepad by a SEACOR Power 

crewmember, and upon completion of the onload the notepad was given to the captain for entry 

into a spreadsheet used to assist in calculating vessel stability.  

At 0702, the captain received an email from a SEACOR Marine dispatcher that provided 

a 7-day weather outlook (figure 2). The weather information had been obtained from 

Buoyweather, a web-based subscription forecasting service used by SEACOR Marine. The 

forecast for the afternoon of April 13 predicted winds out of the southeast at 9 knots and 3-foot 

seas, also out of the southeast. The information provided in the email did not include any forecast 

of rain or thunderstorms. According to the mate, he and the captain reviewed the forecast as part 

of a pre-underway risk assessment, and based on the predicted winds and seas, they determined 

that it was safe to sail. “I was perfectly comfortable,” said the mate in reference to the weather. 
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Figure 3. SEACOR Power outbound in Port Fourchon Reach on the afternoon of the casualty. (Source: 
Port Fourchon Harbor Police) 

The transit was expected to take 20–22 hours. As the SEACOR Power transited out of the 

harbor, visibility was good and the winds were light. The liftboat’s drafts, as seen from the port’s 

drydock CCTV camera, were 8 feet 0 inches forward, 9 feet 3 inches at the load line mark 

amidships, and 10 feet 6 inches aft.  

At 1413, the SEACOR Power cleared the Belle Pass jetties at the entrance to the port and 

proceeded into the open waters of the Gulf of Mexico. The SEACOR Power eased into the Gulf 

at a speed of 3.3 knots with all four engines on line, encountering 2–4 foot seas on the bow as it 

proceeded on a southerly heading.  

About 1440, the liftboat began taking a more southeasterly heading, and its speed over 

the next 40 minutes ranged between 2.3 and 3.1 knots. According to the mate, who was standing 

the daytime bridge watch and steering the liftboat, the captain went below to send emails during 

this time.  
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is a procedure where the liftboat’s legs are lowered to a point where the pads at the bases of the 

legs just touch the seafloor, with the hull of the vessel remaining in the water. In this way, the 

pads act “basically like an anchor,” according to the mate. The mate told investigators that his 

suggestion to soft tag was based on the lack of visibility, and not the wind conditions. 

The captain agreed with the mate’s recommendation, so the mate slowed all four engines, 

disengaged the two inboard propeller shafts from their engines, and engaged power takeoffs 

(PTOs) to the inboard engines. The PTOs powered hydraulic pumps that operated the jacking 

gears of the three legs. Once the PTOs were engaged, the mate increased the inboard engines’ 

speeds and began lowering the SEACOR Power’s legs.  

While lowering the legs, the mate began turning the vessel into the wind—to port—in an 

attempt to reduce the liftboat’s momentum so that when the leg pads touched the seafloor they 

would not be damaged. He started the turn by changing the port outboard shaft from ahead to 

astern and then raising the engine’s speed to a little more than three quarters. The starboard 

outboard propeller shaft remained turning ahead at about half power. He augmented this twist, 

referred to as “twin-screwing,” with 25–30 degrees of port rudder. AIS data showed that the 

liftboat’s speed reduced to 6.8 knots at 1535, and from 1535 to 1537 its heading changed from 

143 to 099.  
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Figure 5. NTSB motion study for SEACOR Power, captured from AIS data for the last 30 minutes of 
broadcast, with wind data added by NTSB. 
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The mate said that, in the past, when he turned the vessel with good headway on, it could 

heel as much as 2°. Contrary to the AIS data, the mate believed that the liftboat was not making 

much headway when he initiated the turn to port, and thus the vessel should not have heeled 

much. However, he stated that, after starting the turn, the vessel heeled to starboard about 2.5° 

and began rocking “a little” from side to side. 

About this time, the cook called the bridge to report water coming into the galley on the 

main deck from one of the doors (the galley had doors to the weather decks on the port and 

starboard sides, but the leaking door was not identified). About 30 seconds to a minute after the 

cook called the bridge, the vessel heeled to 5° starboard, and the mate told the captain that he 

thought they were going over. The captain then took the controls of the SEACOR Power and 

attempted to turn the vessel back to starboard using the engines and rudders. During his 

attempted maneuver, the cook again called the bridge to report water coming in the galley door.  

The captain made an announcement over the GAI-TRONIC’s public address system for 

everyone to get their lifejackets on. When the mate heard this announcement, he pressed the tilt 

alarm button, which was normally used only when the vessel was jacked up, to warn the crew. 

After pausing a few seconds at 5°, the SEACOR Power’s heel to starboard increased until it 

capsized on to its side, about 1537. The vessel sank until it rested on its starboard side on the 

muddy sea bottom. 

2.2 Casualty Response 

Casualty response operations are discussed in the Survival Factors Group Factual Report. 

3 Vessel Information 

3.1 History 

The 2,276-gross-ton liftboat SEACOR Power was built in 2002 by SEMCO LLC in 

Lafitte, Louisiana, as hull number 1009. The liftboat’s ownership was transferred to the 

registered and beneficial owner, Superior Energy Services LLC in 2002, and hull number 1009 

became the Dixie Endeavor. In 2012, the registered owner became SEACOR LB Offshore Inc., 

the beneficial owner changed from Superior Energy Services LLC to SEACOR Holdings Inc., 

and the vessel was renamed the SEACOR Power. The liftboat’s beneficial owner became 

SEACOR Marine LLC in 2017, when the company was spun off from SEACOR Holdings (see 
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section 5 for company information), and registered ownership was transferred to Falcon Global 

Offshore II in 2018. 

 

Figure 6. SEACOR Power precasualty. (Source: SEACOR Marine) 

At the time of capsizing, the SEACOR Power was performing work for Talos Energy 

LLC pursuant to the terms of a master time charter and short form time charter with the liftboat’s 

operator, SEACOR Marine. In simple terms, Talos told SEACOR Marine where it needed the 

vessel to operate (generally at an offshore platform or installation); provided offshore workers to 

complete work at the location; and supplied information such as water depth, deck height, and a 

seafloor survey that indicated pipelines, obstructions, and any holes or penetrations left by other 

vessels visiting the site. SEACOR Marine provided the liftboat and its equipment, the vessel’s 

crew, and support for the vessel to remain compliant with all Coast Guard and American Bureau 

of Shipping (ABS) regulations and rules. 
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3.2 Construction and Arrangement  

The hull of the SEACOR Power measured 166.5 feet long by 103 feet wide, with a depth 

of 13 feet (figure 7). On the casualty voyage, the vessel was trimmed 2 feet 6 inches by the stern, 

with a midship draft of 9 feet 3 inches. 

 

Figure 7. SEACOR Power general arrangements. (Source: SEACOR Marine) 
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The SEACOR Power was fitted with three 8.5-foot-diameter cylindrical lifting legs 

constructed of 1-1/8-inch-thick steel, with two of the legs located on either side forward and the 

remaining leg located centerline aft. At newbuild, the legs were 250 feet tall, but plans to 

lengthen them to 265 feet were approved by the American Bureau of Shipping (ABS) in 2002 

after the liftboat was delivered to owner Superior. The legs were extended to 265 feet 10 years 

later, when the vessel was acquired by SEACOR Holdings. The extensions allowed the SEACOR 

Power to be lifted in water depths up to 195 feet. The legs were completely closed off, with the 

interior designed to remain dry at all times. A 49-foot-long, 29-foot-wide, 5-foot-high pad was 

affixed to the base of each leg for distributing the weight of the vessel on the ocean floor when in 

the lifted position. Liftboats are commonly classified by the length of their legs, and thus the 

SEACOR Power was considered a “265-Class” vessel. 

The forward main deck of the vessel provided a large, open area for working and cargo 

stowage (figure 8). The deck in this area was coated with non-skid paint; investigators examined 

the deck on the vessel following salvage and noted no failures of the non-skid coating, other than 

some minor scrapes and gouges. The deckhouse, located aft on the vessel, included a galley, 

dining area, laundry, and storage area on the main deck. The three levels above the main deck, 

numbered 01 to 03, comprised berthing and lounge spaces for up to 50 crew and offshore 

workers. The wheelhouse was located above the 03 level. 

 

Figure 8. SEACOR Power main deck cargo/working area. (Source: SEACOR Marine) 
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Access to the main deck exterior from the deckhouse was via outward swinging six-dog 

watertight doors (Figure 9) and inward swinging self-closing, non-weather/water-tight doors on 

the port and starboard sides. An internal companionway located near centerline in the deckhouse 

provided access from the main deck to the 01, 02, and 03 levels. Self-closing non-weather/water-

tight doors divided the companionway from the main passageway on each level. The wheelhouse 

was accessed from the 03 level via a separate internal companionway. All deckhouse levels and 

the wheelhouse were also accessible by external catwalks and stairways on the port and starboard 

sides of the vessel. Entrances to the 01 to 03 levels from the catwalks were via vestibules with 

external outward-swinging four-dog weathertight doors and internal outward-swinging self-

closing non-weather/water-tight doors. Entrance to the wheelhouse was via four-dog 

weathertight doors on the port and starboard sides.  

 

Figure 9. Starboard side deckhouse and engine room accesses on SEACOR Power. Both photos taken 
from same location on main deck: left photo facing directly inboard, right photo facing inboard forward. 
(Source: SEACOR Marine) 

A 48-foot-diameter helicopter landing pad supported by latticework extended out over 

the transom and was accessible from the 03 level via walkways. The total length of the hull plus 

helipad was 233.8 feet.5  

The spaces within hull of the SEACOR Power comprised port and starboard engine 

rooms with an equipment room in between, port and starboard steering gear rooms, fuel and 

 
5 Total length from SEACOR Power Operations Manual, section 3. 
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potable water tanks, preload tanks, and various other tanks and voids (figure 10). The engineer’s 

watch station was located in the equipment room. 

 

Figure 10. SEACOR Power hull compartments, tanks, and voids. (Source: SEACOR Marine, 
annotated and colorized by NTSB) 

The engine rooms were accessed via companionways leading down from vestibules on 

the port and starboard side of the SEACOR Power’s main deck. A six-dog watertight door on 

each of the engine room access vestibules opened to the exterior main deck (see figure 9, page 

19). Watertight doors on the inboard side of the engine rooms allowed access to the centerline 

equipment room and the opposite engine room. There was no interior access to the engine rooms 

or equipment room from the deckhouse above. 

 



21 

 

3.3 Engineering Systems 

3.3.1 Propulsion 

Four Caterpillar 3508B diesel engines, each rated at 960 horsepower, provided main 

propulsion power to four fixed-pitch propellers via Twin Disc MG 540 transmissions.6 Two of 

the main engines were located in each of the port and starboard engine rooms. Exhaust for the 

engines was piped up to the main deck via exhaust trunks on either side of the deckhouse, then 

exited via horizontal pipes located aft and above the engine room access vestibules (see figure 9, 

page 19). According to a company specification sheet, the vessel’s maximum speed with the four 

engines was 4.3 knots; a general condition survey conducted in February 2021 listed the vessel’s 

“Light Ship Speed” as 6 knots.  

3.3.2 Steering 

Four plate-type rudders, located aft of the propellers, provided steering control. The 

steering gears were located in two spaces aft of the engine rooms, with steering pumps and 

motors located in the starboard engine room. A Berg Propulsion bow thruster was mounted on 

the raked bow of the vessel.7 

3.3.3 Electrical Power 

Electrical power was provided by two 425-kilowatt (kW) Caterpillar 3412 diesel 

generators. One generator was located in each engine room, and exhaust piping was routed in the 

same manner as the main propulsion engines. During normal under way operations, a single 

generator was sufficient to provide electrical power to the vessel. However, when the bow 

thruster was needed for maneuvering near a pier or during jacking operations, the second 

generator was started and paralleled to the electrical system.  

A 190-kW emergency generator was located in a small compartment on a platform 

extending aft from the 03 level of the deckhouse. According to the off-rotation chief engineer, 

the emergency generator started about 30 seconds after a loss of main electrical power. The 

emergency generator supplied power to the bilge pump, air compressor, submersible pump, fire 

pump, and starboard steering pump in the starboard engine room, as well as the rescue boat davit 

 
6 Horsepower rating from February 17, 2021, general condition survey and SEACOR Power Operations 

Manual, section 16.2. Transmission information from general condition survey. 
7 Bow thruster information from general condition survey. 
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on the main deck, and emergency lighting panels in the equipment room, wheelhouse, and 

emergency generator room. In addition to emergency, navigation, and helipad lighting, the 

emergency lighting panels fed power to steering and engine controls, radios, a radar, wind 

instruments, search lights, and a fire detection panel located in or controlled from the 

wheelhouse.8 

3.3.4 Engine Room Ventilation 

Ventilation for the engine rooms was provided by electric supply and exhaust fans 

located within dedicated spaces on either side of main deck within the deckhouse. Louvered 

intakes and exhaust vents for the systems were located above the fans on the forward bulkhead of 

the 01 level (figure 11). The vents were normally open to allow operation of the systems but 

could be closed manually using hinged covers with dogs. 

 

Figure 11. SEACOR Power forward deckhouse bulkhead with ventilation supply inlets and exhaust 
outlets. 

 
8 SEACOR Power emergency power drawings. 



23 

 

3.3.5 Bilge and Pre-load/Ballast Systems 

The bilge pumping system comprised two self-priming pumps, one in each engine room, 

capable of dewatering all machinery spaces and voids in the hull via a valve manifold in the port 

engine room. The bilge pumps could be aligned to pump water overboard or into a deck drain 

holding tank. The off-rotation chief engineer noted that the steering gear rooms were pumped out 

daily due to water leakage in the space. 

The vessel was equipped with a bilge high-level alarm system that annunciated at the 

engineer’s watchstation in the equipment room and in the wheelhouse. Float-type alarm sensors 

were located in the machinery spaces, including two in each engine room and one in each 

steering gear room. According to the off-rotation chief engineer, the sensors were mounted about 

a foot off the bilge plating in the engine rooms. He stated that the sensors were mounted higher 

in the steering gear rooms due to the expected leakage. The engineer told investigators that while 

serving aboard the SEACOR Power, the bilge alarms had never sounded due to high water. The 

sensors were tested once each 2-week-long hitch, although the off-rotation chief engineer did not 

test them on the hitch prior to the accident voyage because it was a shortened (1-week) period. 

The first mate stated that no bilge alarms sounded during the capsizing. 

According to the SEACOR Power operations manual, the legs of the liftboat also had 

water level sensors that, when tripped, illuminated indicator lights at the top of the legs. 

However, when asked during a post-casualty Coast Guard hearing if there were any kind of 

alarms in the legs to indicate water intrusion, the SEACOR Marine technical superintendent 

responded that there were none. 

The pre-load/ballast system was arranged similar to the bilge pumping system, with two 

self-priming pumps, one in each engine room, connected to a manifold. The manifold allowed 

the operator to fill or strip pre-load/ballast tanks located throughout the hull (see figure 10, page 

20). Preloading is a procedure for taking on water to add weight to a liftboat when the legs are 

extended to the ocean floor but the vessel has not yet been lifted out of the water. Preloading 

allows the pads to settle into the bottom sediment before lifting the hull. According to the off-

rotation engineer, the SEACOR Power rarely took on ballast for any reason other than pre-

loading. 
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3.3.6 Jacking System 

The jacking system for lowering and raising the legs 

used pinions to move racks welded on the legs. The pinions 

were driven by hydraulic motors through planetary gears sets. 

Each leg had two racks, each driven by 4 sets of motors and 

gears (figure 12). During jacking operations, the maximum 

rate of descent for the legs was about 5 feet per minute, 

according to the first mate. Brakes on the motors, which 

automatically released on motor start and engaged on motor 

stop, served to hold the legs in position when the vessel was 

in the elevated position. Hydraulic pressure for the jacking 

system motors was supplied by pumps driven by the power 

take offs (PTOs) from the two inboard main propulsion 

engines. When the PTOs were engaged on the engines, the 

clutches for the propulsion shafts were disengaged. Thus, when the jacking system was in use, 

the inboard engines were not available for propulsion and maneuvering.  

The jacking system was controlled from the wheelhouse at the helm station. The PTOs 

could be engaged and disengaged via pushbuttons, and the legs were raised and lowered by 

joysticks. The legs could be controlled individually by separate joysticks or together using a 

“synchro” joystick. The first mate told investigators that, when lowered together using the 

synchro joystick, the legs sometimes descended at slightly different rates. 

3.3.7 Deck Cranes 

Two Sea Trax Monarch series 105 model 10520 cranes were mounted on pedestals 

surrounding the two forward legs on the SEACOR Power (see figure 8, page 18). The 185-ton-

lifting-capacity cranes had 128-foot-long booms that, when stowed, rested in cradles mounted on 

the port and starboard sides of the deckhouse. The booms were not lashed to the cradles when in 

the stowed position, but the structure of the cradles prevented side-to-side movement. Power for 

the cranes was supplied by dedicated generators on each crane platform. 

Figure 12. Jacking motors on 
SEACOR Power aft leg. 
(Source: SEACOR Marine) 
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3.4 Navigation and Watchstanding Equipment 

3.4.1 Radar 

The SEACOR Power was equipped with a single Furuno X-band surface search radar 

mounted on top of the wheelhouse, with a monochrome display located on the port side of the 

helm station (figure 13). 

 

Figure 13. SEACOR Power helm station. (Source: SEACOR Marine) 

3.4.2 Electronic Chart Systems 

The SEACOR Power employed a Rose Point electronic chart system (ECS), which was 

displayed on a flat screen monitor mounted centerline above the helm station. The vessel was 

also equipped with a Garmin GPSMAP 2006C chartplotter located at the helm station on the 

starboard side. 
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3.4.3 Automatic Identification System 

The SEACOR Power was equipped with a Furuno FA150 automatic identification system 

(AIS). AIS is a shipboard broadcast system, operating in the VHF maritime band, that sends and 

receives ship information such as identity, position, course, and speed. The International 

Convention for the Safety of Life at Sea (SOLAS), as amended, requires all ships of 300 gross 

tons or more engaged on international voyages to be equipped with an AIS. The Coast Guard 

records national AIS data from a network of AIS base stations along coastlines in the continental 

United States, Alaska, Hawaii, and Guam, in addition to recording AIS data from a satellite 

network for waters beyond the range of the terrestrial network. The last national AIS position 

recorded for SEACOR Power on April 13 was at 1539. 

3.4.4 Weather Monitoring Equipment  

A Davis Vantage Vue weather station measured local temperature, barometric pressure, 

wind speed and direction, rainfall, dewpoint, and relative humidity and displayed the information 

on a module on the bridge.  

3.4.5 Other Navigational and Watchstanding Equipment 

Other navigational and watchstanding equipment installed on the vessel included a 

Furuno GP-32 GPS/Wide Area Augmentation System (WAAS) receiver and display, a Ritchie 

Navigation magnetic steering compass, a Koden CVS-126 echo sounder, a Furuno RD-33 

navigation data display, a Furuno BR-510 bridge navigation watch alarm system (BNWAS), and 

bubble-type inclinometers (fore/aft and athwartships). 

3.5 Global Maritime Distress and Safety System 

The global maritime distress and safety system (GMDSS) is a suite of communications 

equipment used for sending and receiving distress alerts and maritime safety information (MSI), 

as well as for general communications. The type of GMDSS equipment that a vessel is required 

to carry is governed by SOLAS Chapter IV and is based on the areas in which a vessel is 

intended to operate. Sea Area A1 is the area within VHF radio range of at least one coast station, 

or about 20–30 miles from shore. Sea Area A2 is the area, excluding Sea Area A1, that is within 

MF radio range of at least one coast station, or about 150–180 miles from shore. Sea Area A3 is 

the area, excluding Sea Areas A1 and A2, that is within coverage of an INMARSAT 

geostationary satellite, and covers the surface of the Earth from 70° North to 70° South latitude. 
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Sea Area A4 is the area outside of Sea Areas A1, A2, and A3 comprising the polar regions. The 

SEACOR Power was equipped with a GMDSS suite capable of operating in Sea Areas A1, A2, 

and A3. On February 3, 2021, shore-based provider Superior Marine Technical Services Inc. 

completed an annual survey and test of the GMDSS equipment on SEACOR Power and issued a 

Federal Communications Commission (FCC) cargo ship safety radio certificate on the same date. 

Specific equipment carried on the vessel is described in the following paragraphs. 

3.5.1 VHF Radios 

The SEACOR Power was outfitted with two Furuno FM8800S VHF radios and an SEA 

COM SEA 157 VHF radio. All were equipped with digital selective calling (DSC) required for 

GMDSS-compliant radios. DSC allows an operator to send a digital distress alert to the Coast 

Guard and nearby vessels. The operator can include information in the alert such as the nature of 

the emergency, the location of the vessel and last known time of location, and the type of 

subsequent communications. Operators can transmit a distress alert without this information if 

there is insufficient time. The position and time may be included automatically if the system is 

connected to the vessel’s navigation equipment. On the SEACOR Power, one of the Furuno VHF 

radios and the SEA COM VHF radio were located at the helm station, to starboard and port, 

respectively. The second Furuno VHF radio was installed in the GMDSS station located at the 

back of the wheelhouse (figure 14). 

3.5.2 HF/MF Radio 

A Furuno single side band (SSB) HF/MF radio system was installed aboard the SEACOR 

Power at the GMDSS station. A model FS-2571C control unit provided voice and DSC 

communications capability for the system.  
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Figure 14. SEACOR Power GMDSS station. (Source: SEACOR Marine) 

3.5.3 Narrow Band Direct Printing 

Narrow band direct printing (NBDP) is a text-based communications system that uses the 

MF and HF frequency bands. The system can be used to exchange private messages between two 

stations (when operated in automatic re-transmission request [ARQ] mode) or broadcast one-way 

messages, such as distress calls, to all stations within receiving distance (when operated in the 

forward error correction [FEC] mode). On a typical NBDP system, messages are displayed on a 

screen and hard copy printed. The GMDSS station on the SEACOR Power included a Furuno 

NBDP terminal with display screen, keyboard, and dot-matrix printer. 

3.5.4 Inmarsat-C Terminals 

The SEACOR Power was equipped with a Furuno FELCOM 15 Inmarsat-C terminal 

located at the GMDSS station. Inmarsat-C is a satellite-based communications system that can 

transmit and receive distress messages; receive MSI, including weather information and 

navigational warnings; and facilitate other data communications functions such as email. 
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Inmarsat-C does not have a voice capability. Distress messages and MSI received via the 

SEACOR Power’s Inmarsat-C was displayed on a monitor and printed on dot-matrix printer at 

the GMDSS station. The mate told investigators that, shortly before the rain squalls hit the 

liftboat, an alarm sounded on the GMDSS indicating that the Inmarsat-C printer was low on 

paper and could not print. The mate silenced the alarm but did not replace the paper at the time 

because he was dealing with the rain, traffic, and platforms in the area. 

The Inmarsat-C system on the SEACOR Power included a Furuno IC-305 distress 

alert/received unit, which was a separate module mounted on the starboard side of the GMDSS 

station. The unit included two buttons: one for acknowledging distress alerts received from other 

stations, and the other for transmitting a distress alert. The transmit button, which was covered 

by a plastic flap to prevent inadvertent transmissions, was activated when it was depressed for 4 

seconds. The mate stated that he depressed the button for over 4 seconds immediately following 

the capsizing. 

3.5.5 NAVTEX Receiver 

A Furuno NX-700 navigational telex (NAVTEX) receiver was mounted on the portside 

of the forward console in the SEACOR Power’s wheelhouse. Shipboard NAVTEX is a system 

for receiving urgent MSI data, including weather and navigational warnings, broadcast from 

coast stations on MF (518 KHz in US broadcast areas). NAVTEX has a range of about 200 nm. 

Information received via the SEACOR Power NAVTEX system was displayed on a digital 

screen and printed out on an integrated printer. According to the first mate, no information was 

received on the vessel’s NAVTEX in the period before the capsizing. 

3.5.6 EPIRB and SART 

EPIRB and SART are components of GMDSS. This equipment is discussed in the 

Survival Factors Group Factual Report. 

3.6 Other External Communications Equipment 

The SEACOR Power crew used a company provided cell phone to communicate ashore 

when the vessel was within range of cellular towers. When the vessel was outside of cellular 

coverage areas, voice calls were made through a very small aperture (VSAT) satellite system. 

The system, which included an above-deck antenna and below-deck electronic hardware, was 



30 

 

placed aboard the vessel by a service provider. Handsets were installed in the captain’s and chief 

engineer’s offices and also on the bridge. In addition to voice, the system was capable of sending 

and receiving emails. Email transmissions to and from the vessel were made by software 

installed on a computer in the captain’s office that was connected to VSAT system. 

3.7 Internal Communication and Alarm Systems 

The SEACOR Power was equipped with a GAI-TRONICS telephone system with 

receiver sets on the bridge, in each of the crew lounges, in the dining area, and in the equipment 

room. The system had the capability to broadcast announcements at locations equipped with a 

loudspeaker, including the dining area and the passageways outside the crew quarters. 

A general alarm system was installed with annunciators throughout the vessel. 

Additionally, a tilt alarm sounded in manned spaces and the weather decks to notify the crew and 

passengers when the vessel was not level. This system was designed for use when the SEACOR 

Power was in the lifted position to indicate when one of the legs was sinking into a hole or 

depression. The tilt alarm was not normally activated when the liftboat was under way, but the 

first mate activated the system during the capsizing to warn the crew and workers aboard of the 

emergency. 

3.8 Cargo and Stowage 

According to the Cargo Securing Manual prepared for the SEACOR Power and approved 

on behalf of the Coast Guard by ABS, all cargo was to be “stowed and secured in such a way 

that the ship and persons on board are not put at risk.” The manual further noted that “decisions 

taken for measures of stowage and securing cargo should be based on the most severe weather 

conditions that may be expected by experience of the intended voyage…ship-handling decisions 

taken by the master, especially in bad weather conditions, should take into account the type and 

stowage position of the cargo and the securing arrangements.” The manual provided guidance for 

crews for stowing and securing different types of cargo to prevent them from sliding or toppling. 

On the casualty voyage, the SEACOR Power was carrying various equipment and 

supplies for the recompletion work planned for the platform at Main Pass 138. The total weight 

of the cargo was approximately 100 long tons. According to one of the offshore workers who 

assisted with the loadout and survived the capsizing, the heaviest items, which consisted of a coil 
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tube reel, pump, console unit, and power pack, were placed centerline as far aft as possible on 

the main deck.  

None of the equipment was lashed down to the deck after it was onloaded on the morning 

of the casualty. According to the mate, the SEACOR Power was fitted out with chains and ratchet 

binders for lashing, but cargo was only chained down when the vessel was in danger of leaning 

to one side during jacking operations. Similarly, the well site supervisor told investigators, “I’ve 

never seen cargo strapped down on a liftboat. A liftboat … is not designed to travel in rough 

seas. So, if there’s – if they encounter rough seas they stop and jack up and get out of the water.” 

The mate told investigators that the cargo aboard the SEACOR Power did not move from 

its position on deck until the vessel “started going over completely.” 

3.9 Maintenance and Repairs 

Periodic maintenance and basic repairs aboard the SEACOR Power were completed by 

shipboard personnel as overseen by the liftboat’s chief engineer, for equipment and ship systems, 

and the mate, for the deck, hull, and superstructure. Maintenance and repairs were managed by 

HelmCONNECT, an application that had recently been installed on shipboard computers. The 

application generated checklists and scheduled periodic maintenance and routine checks, as well 

as non-routine repairs. HelmCONNECT also tracked engine hours, liquid levels, and other 

operating parameters. 

After a maintenance or repair item was completed, the chief engineer would enter the 

information about the action into HelmCONNECT and send it ashore via email. The liftboat’s 

technical superintendent then reviewed the information and took further action, as needed. 

Maintenance and repair items that were beyond the capabilities of shipboard personnel, or that 

were affected by time constraints, were referred to the superintendent, who procured shoreside 

labor to complete the needed work. Prior to HelmCONNECT, the liftboat used a bi-weekly 

inspection program to record checks, maintenance, or repairs. Reports of the bi-weekly activity 

were emailed ashore. Records of maintenance reviewed by investigators showed nothing out of 

the ordinary. 
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 Repair work was conducted any time the vessel was in port, based on the need and 

available time. The most recent major dockside repair period was in March 2021, during which a 

dent was repaired in the starboard hull plating. According to the technical superintendent, the 

repaired plating was surveyed by ABS following the repairs, and the repair passed leak through 

and liquid penetrant tests. Other work conducted during the period included replacement of 

covers on some tanks and other general maintenance. The superintendent stated that the gaskets 

on all watertight doors were checked and, as necessary, replaced. Vents on tanks were also 

checked to ensure ball check valves operated correctly. 

 The SEACOR Power’s most recent drydocking was March 2020. During this period, all 

of the vessel’s shafts were pulled, inspected, and reinstalled. The legs and pads were checked for 

leaks and non-destructive testing of the connections between the legs and pads was conducted. 

The testing revealed a small crack in the stern leg connection and two cracks in the port leg 

connection, which were repaired. According to the superintendent, there were no major 

modifications to the vessel during this drydocking or previous maintenance periods in the 5 years 

prior. 

 The off-rotation chief engineer stated that, during crew turnover on the morning of the 

casualty, he told the oncoming chief engineer that there were no problems with the SEACOR 

Power’s machinery or equipment, with the exception of an issue with the starboard crane motor 

that had been repaired while the vessel was in port. No electrical problems were reported by the 

off-rotation crew or the survivors. According to the first mate, the vessel had no problems with 

machinery or equipment while under way prior to the capsizing. 

3.10 Inspections and Certification 

3.10.1 Regulatory Inspections 

The SEACOR Power was registered as a US-flagged vessel and was required to complete 

a Coast Guard inspection for each reissuance of a Certification of Inspection (COI), which was 

valid for 5 years.9 The scope of the inspection was to ensure that the vessel was in a safe and 

seaworthy condition. The SEACOR Power was last inspected for reissuance of certification in 

March 2020. As part of the examination, Coast Guard marine inspectors checked security 

 
9 Title 46 CFR § 126.250 and § 126.410 
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procedures, lifesaving equipment, the bilge alarm system, and the watertight door alarms for the 

engine room watertight doors. Testing of the bilge alarm system included energizing the bilge 

sensors so that the audible and visual alarms could be heard and seen on the bridge. Testing of 

the watertight door system included operating the hinged watertight doors in the engine room so 

that the required visual alarm would illuminate on the bridge. Although not required, the 

SEACOR Power also had an audible alarm for the watertight door system, and this was 

satisfactorily tested. One documentary deficiency was noted by the investigators and corrected 

immediately. Following successful completion of the inspection, the vessel was issued a new 

certificate of inspection (COI) dated March 18, 2020. 

 Following issuance of a COI, the SEACOR Power was subject to annual reinspections by 

the Coast Guard. The annual inspection was required within 3 months before or after the COI 

anniversary date, and the scope was the same as the inspection for certification “but in less detail 

unless the cognizant marine inspector finds deficiencies.”10 If deficiencies were found, the 

marine inspector was to conduct a more detailed inspection. The SEACOR Power’s last annual 

inspection was conducted on February 11, 2021. Coast Guard inspectors noted three minor 

deficiencies, two of which were corrected during the inspection. The third deficiency was 

verified as corrected on February 17. During the inspection, Coast Guard officers observed a fire 

drill conducted by the crew. The inspectors noted that the “crew responded efficiently to the 

casualty and demonstrated excellent comms...” 

The SEACOR Power was also subject to drydock hull inspections and internal structural 

examinations twice in every 5-year period, not to exceed 3 years in between.11 The most recent 

hull and internal structural examinations for the SEACOR Power were conducted in tandem and 

commenced on February 10, 2020. The vessel was not in drydock but was jacked up, allowing 

Coast Guard inspectors to complete the inspection of the hull. No discrepancies were noted. At 

the time of the examination, minor repairs were being performed on hatch covers and 

longitudinal framing in a preload tank and void, and the inspectors returned on March 12, 2020, 

to verify that the repairs had been satisfactorily completed. The inspectors also witnessed the 

 
10 Title 46 CFR § 126.510 
11 Title 46 CFR § 126.140 
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non-destructive testing of the connections between the legs and pads and later verified the 

repairs. 

3.10.2 Certificate of Inspection 

In addition to documenting the completion of required inspections, the COI also listed 

manning requirements, permitted routes, and conditions of operations. On voyages of less than 

600 miles, the SEACOR Power was required to have a master, a licensed mate, a chief engineer, 

an able seaman, an ordinary seaman, and an oiler on board. The vessel was to be employed in the 

support of exploration, exploitation, or production of offshore mineral or energy resources.  

The SEACOR Power COI directed that the “vessel is to proceed to a harbor of safe refuge 

or elevate at a location where it can survive one hundred (100) knots of wind when the twelve 

(12) hour weather forecast predicts sustained winds in excess of sixty (60) knots.” This text 

signified that the vessel was a liftboat limited to “restricted service.” Under restricted service, as 

defined by Title 46 Code of Federal Regulations (CFR), the SEACOR Power had to meet less 

stringent wind heel, intact stability, and damage stability criteria than unrestricted service 

liftboats, but it could only work in areas that were within 12 hours of a harbor of safe refuge or in 

areas where it could be jacked up. (See Stability Group Factual Report for more information on 

stability standards applicable to the SEACOR Power). 

The SEACOR Power COI explicitly stated that liftboat was required to be operated in 

accordance with its operating manual. 

3.11 Classification and Surveys 

3.11.1 Classification 

The SEACOR Power was classified by the American Bureau of Shipping (ABS), one of 

several nongovernmental classification societies that establish and maintain standards for the 

construction and operation of ships and offshore structures. 

Prior to and during construction of the SEACOR Power, ABS reviewed plans and 

documentation for the vessel as required by the classification society’s rules. Under an 

agreement with the Coast Guard, ABS reviewed stability calculations submitted by the builder or 

the builder’s representatives, in accordance with ABS rules and Coast Guard guidance. This 

review also included approving the stability related information in the liftboat’s operations 
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manual. Throughout the build period, ABS surveyed the vessel and witnessed critical testing as 

required by ABS rules and the Title 46 CFR.  

After meeting the design and survey requirements of the ABS rules, the SEACOR Power 

(then Dixie Endeavor) was issued a certification of classification by ABS as a liftboat with a 

notation that further defined it as a “self-elevating unit, restricted service.” Under restricted 

service, as defined in the ABS rules, the vessel had to meet less stringent wind velocity 

requirements than liftboats with an unrestricted class notation but could only operate within the 

restrictions approved in the vessel’s operating manual.   

To maintain a valid certificate of classification, the SEACOR Power was required to 

undergo annual surveys completed by the ABS as required by the classification society’s rules. It 

was also required to undergo special surveys at intervals of 5 years; drydocking surveys, held 

twice in a five year period with no longer than three years in between; and surveys for damages 

or repairs scheduled as needed when the condition of the vessel dictated so.12 Other surveys were 

also completed by ABS on behalf of the Coast Guard, including surveys for the International 

Load Line Certificate, SOLAS , and International Convention for the Prevention of Pollution 

from Ships (MARPOL) compliance.  For efficiency, several different surveys were often 

completed by the attending surveyors during the same visit to the vessel. 

The SEACOR Power’s last set of surveys began on January 29, 2021. The items required 

for annual surveys were examined, including checking watertight door gaskets and testing, where 

deemed necessary. By the time the surveys were completed on February 11, ABS surveyors had 

documented 10 findings relating to hull, machinery, safety construction, and safety equipment 

deficiencies, which the lead surveyor stated was about the average number for a vessel like the 

SEACOR Power. All findings were rectified by February 11, and the lead surveyor believed the 

liftboat was in satisfactory condition and “up to ABS rules and standards.” The SEACOR 

Power’s certificate of class was endorsed by the surveyor, and the vessel remained in class. 

 
12 A full listing of the required rules and surveys for a liftboat to remain in class can be found in ABS Rules 

for Building and Classing Mobile Offshore Drilling Units 2001, Part 5, “Surveys After Construction.” 
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3.11.2 General Condition Survey 

At the request of SEACOR Marine, an independent marine surveyor conducted a general 

condition survey of the SEACOR Power on February 17, 2021. The surveyor reviewed the 

vessel’s documentation and walked each accessible space, noting the installed equipment and the 

condition of each area. The surveyor did not enter tanks and voids. The hull was observed from 

the main deck, from adjacent vessels, and from shore, and the survey report noted that the “hull 

plating contained no mentionable abrasions or indentations worthy of specific mention and 

appeared to be in very good condition.” No measurements were made of the hull plate thickness. 

Regarding the overall status of the vessel, the report concluded: 

The Lift Boat ‘SEACOR Power’ appeared to be in good condition and well suited 

for its use. The vessel was well maintained with good housekeeping noted 

throughout. All hull and deck coatings were found to be in good order and well 

maintained with above average protection from the effects of saltwater service. 

Photos taken during the survey were reviewed by investigators and show interior spaces 

were well lit and clean. Equipment was clean and free of corrosion. Exterior areas and the hull 

showed minor surface corrosion on a few surfaces, but there was no apparent wastage and 

coatings were generally in good condition. 

4 Safety Management System 

4.1 Background 

In the 1980s, the International Maritime Organization (IMO) developed the International 

Safety Management Code (ISM Code) “to provide an international standard for the safe 

management and operation of ships and for pollution prevention.”13 The ISM Code, along with 

33 CFR part 96 and Title 46 US Code Section 3203 that implement the code for US and other 

applicable vessels, requires that vessel operators implement a safety management system (SMS). 

The SMS defines the roles and responsibilities of all personnel, including shore-based managers 

and vessel crews; outlines safe practices in vessel operation and navigation; and establishes 

 
13 IMO, “International Management Code for the Safe Operation of Ships and for Pollution Prevention – 

International Safety Management (ISM) Code,” IMO Resolution A741(18), adopted November 4, 1993. 
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safeguards against identified risks. According to US law, an SMS must contain the following 

elements: 

1. a safety and environmental protection policy;  

2. instructions and procedures to ensure safe operation of those vessels and 

protection of the environment in compliance with international and United 

States law;  

3. defined levels of authority and lines of communications between, and 

among, personnel on shore and on the vessel; 

4. procedures for reporting accidents and nonconformities with the SMS; 

5. procedures for preparing for and responding to emergency situations; and  

6. procedures for internal audits and management reviews of the system. 

US-flagged, self-propelled vessels engaged in oceangoing international service are required by 

regulation have an SMS.  

4.2 SEACOR Marine SMS 

Although the SEACOR Power was not in international service at the time of the casualty, 

the vessel was available for this service and SEACOR Marine regularly employed its vessels in 

projects outside of the United States. Accordingly, the company had implemented an SMS for its 

fleet, including the SEACOR Power. Investigators reviewed the SMS and found that it contained 

information required by the ISM Code and US regulations, to include company responsibilities 

and authority, the master’s responsibility and authority, plans for shipboard operations, 

emergency preparedness, and company verification requirements. The SMS in use at the time of 

the casualty had been revised in 2017, with a new revision under review. The following 

paragraphs provide a summary of those SMS sections relevant to the SEACOR Power capsizing. 

A complete copy of the SEACOR Marine SMS can be found in the evidence docket for this 

accident. 

4.2.1 Fleet Operations Manual 

Management Responsibility and Authority. This section described the responsibilities of 

shore-based management, to include the president and chief executive officer (CEO); the general 

manager; the quality, health, safety, and environmental (QHSE) manager; technical and 
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operations managers and superintendents; and various support staff. Among other duties, the 

CEO was responsible for approving the company’s SMS and operational procedures, policies, 

and standards. The general manager defined “company policies and objectives regarding Safety 

and Pollution Prevention” and ensured adequate resources and shore-based support was applied, 

as required. The QHSE Manager monitored compliance with all aspects of safety policy and 

training, as well as the “safety and pollution aspects of the vessels.” Technical and operations 

managers were responsible for “the safety and welfare of both sea staff and shore staff.” 

Master’s Responsibility and Authority. The master’s authority was described in the SMS 

as follows: 

The Master has overriding authority and responsibility to make decisions with 

respect to safety and pollution prevention and to request the company’s 

assistance, as may be deemed necessary. The Master’s overriding authority 

applies to both normal and extreme circumstances. 

Duties as described in this section included the safe navigation and operation of the 

vessel, ensuring the seaworthiness of the vessel, and “good seamanship practices.” 

Emergency Preparedness. This section provided requirements for the planning, 

preparation, and training for emergencies, to include regular requirements for drills. Fire, 

abandon ship, and man overboard drills were to be completed monthly and incorporate 

instructions on life rafts, life jackets, hypothermia, and first aid, among other relevant topics. 

Shipboard Operations: Deck Cargo Transfer Procedures. Requirements for the safe 

transfers of deck cargo were contained in this section and directed that “cargo should be secured 

according to the guidance in the cargo securing manual.” 

Shipboard Operations: Navigation. The Safe Navigation Policy in the SEACOR Marine 

SMS stated that:  

Safety and security of personnel, cargo, the vessel, and prevention of 

environmental pollution must be placed above other considerations when 
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navigating company vessels. Economy and time/distance saving, although 

important, are secondary to safe navigation. 

Regarding access to MSI, the SMS directed that the watch officer maintain at 

least one method of receiving MSI, either via NAVTEX, Inmarsat-C, HF radio, or other 

broadcasts. 

Masters were required to conduct voyage planning using a voyage passage plan 

form provided in the SMS. The form included a field for summarizing “weather for 

duration of voyage.” In addition to the voyage passage plan, masters were required to 

complete arrival and departure checklists. The departure checklist included the following 

line items: 

• Assess weather conditions for the area of operation. 

• Complete the Risk Assessment/[Job Safety Analysis] for the intended voyage. 

• Inspect vessel for watertight integrity. 

• Check all discharge valves are closed with caps secure, deck cargo is secured 

and securely stow all loose items of equipment. 

Completed voyage passage plans and arrival and departure checklists were kept aboard 

the company’s vessels. Forms and checklists for the casualty voyage were not 

recoverable during the salvage of the SEACOR Power. 

Shipboard Operations: Watertight Integrity and Stability. The SMS required all 

watertight fittings “below the main deck” to be checked prior to getting under way in open water, 

and for the fittings to remain closed at all times when not in use. The instruction further directed 

that, “in the event of imminent heavy weather, all watertight doors and hatches throughout the 

vessel shall be secured and checked to provide maximum reserve buoyancy, stability, and 

compartment integrity.” 

Regarding hull trim and stability, the SMS directed that all officers be thoroughly 

familiar with the vessel’s stability documentation, that they fully comply with the stability 
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documentation, and that cargo and ballast be distributed to minimize excessive trim and 

unfavorable list.  

4.2.2 Policies 

Stop Work Authority. The SMS defined stop work authority (SWA) as the “obligation to 

stop any situation that poses a threat to personal injury, environmental impact, and property or 

equipment damage.” SWA was a power granted to all employees of the company, and, according 

to the SMS, its use was supported by the company management “without repercussions.” When 

SWA was invoked by an employee, the situation was to be documented by a form provided in 

the SMS. 

On two occasions in the year previous to the capsizing, the captain of the SEACOR 

Power exercised his stop work authority due to weather. At 0400 on May 8, 2020, the vessel was 

stopped in winds of 30–35 knots and seas of 5–7 feet. In the SWA form documenting the event, 

the captain described “high seas and winds hitting the vessel on the bow while travelling giving a 

whipping effect on the legs and the vessel.” At 1900 on September 18, 2020, the vessel was shut 

down in conditions nearly identical to those listed in the May event. Again, the captain described 

the winds and seas giving a whipping effect to the legs and vessels. 

4.2.3 Procedures 

Risk Assessments. The SMS instructed all company employees to conduct a risk 

assessment (RA) before conducting an activity. The basic steps in an RA were as follows: 

• Identify the work activity, persons involved, and location 

• Identify the hazards 

• Determine the initial risk 

• Insert the control measures 

• Determine the residual risk factor 

• Decide if the risk is acceptable (Risk Tolerance) 

• Communicate the findings to all persons involved and document on a Tool Box Talk 

The SMS advised that, once an RA had been conducted, “all persons involved should agree on 

the procedure unless changes need to be made.”  
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 According to the mate, the captain conducted an RA with the chief engineer, engineer, 

two able seafarers, and him in the wheelhouse just prior to getting under way. The mate stated 

that weather was a normal part of the predeparture assessment, but it was not discussed the day 

of the capsizing because the captain and mate had reviewed the forecast beforehand and did not 

consider it a risk. 

Vessel Familiarization. According to the SMS, all new crewmembers and crewmembers 

who had not served on the vessel during the past 6 months were required to complete a vessel 

familiarization. Additionally, all “contracted personnel living on-board working toward the 

mission of the vessel” were also required to complete the familiarization. Among several topics, 

the familiarization was to include instruction on: 

• Alarm signals in use on the vessel and actions to be taken on hearing an alarm 

• Muster points, escape routes, and location of emergency exits 

• Location of spare life jackets and donning of life jacket  

According to accounts by survivors, the safety meeting conducted on the morning of the 

capsizing included many of the elements required of the vessel familiarization. A checklist form 

listing required briefing topics was provided in the SMS; however, forms and checklists for the 

casualty voyage were not recoverable during the salvage of the SEACOR Power.  

4.3 Verification and Certification 

According to the ISM Code, the flag state—the nation where a vessel is registered—is 

required to verify and certify that a company and vessel are complying with the provisions of the 

code, as well as other national and international laws and regulations. After the flag state has 

verified that the company operating a vessel or vessels has an SMS that meets the intent of the 

code, it issues a document of compliance (DOC) to the company. Once a document of 

compliance has been issued, the flag state may then issue a safety management certificate (SMC) 

to a vessel operated by the company after verifying, through audits, that the company and its 

shipboard management operate the vessel in accordance with the approved SMS. A flag state 

may delegate its authority to verify ISM Code compliance (as well as other inspection and 

certification functions) to a “recognized organization,” commonly a classification society.  
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ABS was a recognized organization for the United States and was delegated 

responsibility for verifying that SEACOR Marine and the SEACOR Power were in compliance 

with the ISM Code and US regulations. Between March 18 and 25, 2021, ABS conducted a DOC 

renewal audit at SEACOR Marine’s main operations office in Morgan City, Louisiana, and at 

branch offices overseas. During the audit, ABS personnel observed daily activities, interviewed 

personnel at all levels of the organization, sampled pertinent records maintained by the company, 

and compared this information with existing company policies and procedures and the 

requirements of the ISM Code. The auditors determined that “established policies were effective 

and continue to target safe vessel operations, prevention of pollution, accident prevention and 

promotes continual improvement for both shore side and shipboard personnel.” They found that 

the SMS was accessible in electronic format to all vessel crews and shore staff. No non-

conformities were found during the audit, and a DOC was issued with an expiration date of April 

19, 2026. 

The most recent ISM audit for the SEACOR Power was conducted on June 9, 2020, in 

Port Fourchon. This was an intermediate audit, which was required 2–3 years after issuance of 

the most recent 5-year SMC. Similar to the company audit, the auditors observed daily activities, 

interviewed the crew, sampled pertinent records maintained on board, and compared this 

information with policies, procedures, and regulatory requirements. The auditors found that “the 

master, officers and crew interviewed were familiar with the vessel and conversant with the 

company's SMS.”  A man overboard drill was conducted with satisfactory results. No 

deficiencies were noted during the audit, and ABS endorsed the SMC for the full term, valid 

until June 13, 2022. 

In addition to external audits by the flag state or recognized organization, the ISM Code 

requires annual internal (company-led) audits to validate compliance. The last internal audit of 

the company was conducted on January 29, 2021, with no outstanding discrepancies. The last 

internal audit of the SEACOR Power commenced on March 29, 2021. A report of the audit notes 

that it was a “remote audit completed by the vessel crew” and reviewed by a QHSE 

superintendent. According to company officials, the audit was conducted remotely due to the 

ongoing COVID-19 pandemic. The internal audit report listed no discrepancies or non-

conformities, although, according the first mate and SEACOR Marine QHSE superintendent, on 
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the day of the capsizing supplemental documentation was still being collected. Investigators 

noted that, per the Voyage / Passage Planning section of the report, stability of the vessel was 

being “calculated on ‘Dixie Endeavor’ sheet” (see Stability Group Factual Report for further 

information on vessel stability). A report from the previous year’s internal audit, conducted on 

April 9, 2020, also notes that stability was calculated using the “Dixie Endeavor Stability 

program.” 

4.4 Safety Culture 

During a post casualty interview, the mate was asked if he ever felt pressured to perform 

an operation. He answered no. He was asked if he had heard of any SEACOR Marine captains 

being pressured to conduct operations. He again answered no. Similarly, the off-rotation captain 

and chief engineer were asked if they or anyone they knew ever felt pressured to leave port or 

perform and operation. They both responded no. The spouse of the casualty-voyage captain 

stated that her husband often felt pressure to “hurry up and get it done,” but he did not tell her of 

any specific safety concerns. The mate stated that the captain was “never afraid to say no. I’ve 

seen him do it before when it’s not safe….He was there for the crew, the safety of the vessel…” 

5 Marine Operations Manual 

According to Title 46 CFR Part 134, an operating manual approved by the Coast Guard 

was required for all liftboats. Accordingly, the SEACOR Power was also supplied with a “Marine 

Operations Manual” that provided information, procedures, and forms specific to the vessel. 

Because the manual was produced prior to the implementation of the SMS, there were some 

overlaps in guidance between the two documents. However, they were largely complementary 

and, when applicable, the SMS took precedence. The SEACOR Power’s Marine Operations 

Manual was dated October 14, 2014, and was reviewed by ABS for compliance with its rules, 

and the stability portion was approved by ABS as a recognized organization on behalf of the 

Coast Guard, in accordance with Coast Guard guidance. The following paragraphs provide a 

summary of the sections of the manual relevant to the capsizing. A complete copy of the Marine 

Operations Manual can be found in the evidence docket for this accident. 
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5.1.1 Vessel Particulars 

The operating manual contained a detailed description of the vessel, including significant 

dimensions, major structural components such as the legs and pads, types and numbers of 

engineering equipment, and the vessel construction and layout. 

5.1.2 Design Operating Limits 

This section detailed the lightship characteristics of the vessel and cargo limitations. The 

maximum allowable deckload was listed as 446.43 long tons, and the deck cargo vertical center 

of gravity was limited to 13 feet above the main deck. The vessel draft was not to exceed 9.75 

feet. When afloat, the liftboat was not to be operated in winds exceeding 70 knots (legs fully 

raised) or seas twice the freeboard or more than 5 feet, which ever was the more conservative 

value. 

5.1.3 Safety of Onboard Personnel 

When underway, all personnel were to remain inside the deckhouse unless specifically 

authorized by the master to perform a duty, such as going from the deckhouse to check the 

engine room. No personnel were authorized to enter the wheelhouse unless approved by the 

master. 

5.1.4 Loading and Securing Cargo 

The manual directed the master to “take all necessary steps to ensure that deck cargo does 

not shift and affect stability while underway…Cargo shall be bound to securing points with 

chains and ratchet binders.” 

5.1.5 Heavy Weather 

The SEACOR Power crew was required to monitor weather every 8 hours for normal 

operations and every 4 hours whenever heavy weather was predicted. The manual advised the 

crew to: 

1. Obtain forecasts by any means possible, from the client, office, USCG, 

insurance surveyors, etc. 

2. Inasmuch as weather data obtained from different sources often varies, 

consider the most conservative values. 

3. Plan to move the vessel in case the weather continues to deteriorate. 
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4. Plan to suspend operations before the weather reaches the vessel. Allow ample 

time to secure the vessel and ensure the safety of personnel. 

When afloat (not jacked up), the instruction further advised the crew to “jack up immediately 

when seas approach the vessel’s maximum safe operating parameters.” 

5.1.6 Stability 

The manual included stability information for the vessel and requirements for calculating 

stability. Please see Stability Group Factual Report for a detailed discussion of vessel stability 

requirements and calculations. 

6 Company Information 

6.1 SEACOR Marine 

SEACOR Marine Holdings, Inc., is a publicly traded company headquartered in Houston, 

Texas. The company was incorporated in 2014 as a subsidiary of SEACOR Holdings, Inc, but 

was spun off as an independent entity in 2017. The company describes its business as follows: 

[SEACOR Marine] provides global marine and support transportation services to 

offshore energy facilities worldwide. The Company and its joint ventures operate 

and manage a diverse fleet of offshore support vessels that (i) deliver cargo and 

personnel to offshore installations including wind farms, (ii) handle anchors and 

mooring equipment required to tether rigs to the seabed, (iii) tow rigs and assist in 

placing them on location and moving them between regions, (iv) provide 

construction, well work-over, maintenance and decommissioning support and (v) 

carry and launch equipment used underwater in drilling and well installation, 

maintenance, inspection and repair. Additionally, the Company’s vessels provide 

accommodations for technicians and specialists, safety support and emergency 

response services.14 

Decreases in the prices of oil and natural gas, which began in 2014, resulted in a 

reduction in exploration and drilling and, in turn, affected SEACOR Marine’s business. 

According to the company, the “prolonged reduction in the overall level of exploration and 

 
14 2021 Annual Report 
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development activities has materially and adversely affected the Company by negatively 

impacting its fleet utilization, which in turn has negatively affected its revenues, cash flows, 

profitability and the fair market value of the Company’s vessels.” In 2021, the company’s vessel 

utilization rate was 66%, up from 55% the previous year. 

SEACOR Marine’s general manager for the Gulf of Mexico stated that, despite the 

economic impact of the slowdown, the had company remained stable. He said that although the 

number of vessels operating in the Gulf had been reduced, operations in other regions were 

“going pretty good.” When asked by investigators, the general manager stated that company 

management had not been pressured by shareholders to cut costs and had not had to reduce 

maintenance funding and resourcing. Although the size of the shore-based staff had shrunk, 

manning in the fleet had remained at a level capable of maintaining the company’s vessels. 

6.2 Talos Energy 

Talos Energy Inc. is a publicly traded company headquartered in Houston, Texas, that 

was formed in 2017 with the merger of Talos Energy LLC and Stone Energy Corporation. 

According to Talos’s 2021 annual report, it is a “a technically-driven independent exploration 

and production company focused on safely and efficiently maximizing long-term value through 

its operations, currently in the United States (‘U.S.’) Gulf of Mexico and offshore Mexico both 

upstream through oil and gas exploration and production and downstream through the 

development of future carbon capture and storage opportunities.” 

The company conducts operations through direct employees and subcontracted workers. 

All of the offshore workers aboard the SEACOR Power during the casualty voyage were 

subcontractors. Additionally, according to the Talos’s senior vice president of production, the 

company does not own any marine transportation vessels and contracts for these vessels from 

providers, such as SEACOR Marine. 

7 Personnel 

7.1 SEACOR Power 

The crew of the SEACOR Power worked a 14-days-on/14-days-off schedule, with the 

entire crew rotating on or off at the same time (the schedule would be adjusted occasionally for 

holidays or other events). When under way, watches—also known as tours—were organized in 
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12-hour shifts, from 0600 to 1800 and from 1800 to 0600.15 Offshore workers did not have duties 

or stand watches while the vessel transited to the worksite. 

The NTSB reviewed records for all crewmembers and offshore workers aboard the 

SEACOR Power during the capsizing. All possessed the required credentials, certifications, 

and/or training—including water survival training—required by regulations and commensurate 

with their duties. The following provides more detailed information on key personnel who were 

involved in the casualty and the response.  

7.1.1 Captain 

The 63-year-old captain of the SEACOR Power was in the wheelhouse when the vessel 

capsized. He held a valid US Coast Guard credential as a master of self-propelled vessels of less 

than 1,600 gross register tons (GRT) upon near coastal waters. According to his spouse, he began 

going to sea at the age of 13, working on family-owned shrimp boats, and continued to work on 

trawlers until about 1980, when he shifted to offshore supply vessels. The captain had worked 

for SEACOR Marine and its predecessor companies for about 24 years.  

Records show that in February 2000, he attended an 8-hour personal survival refresher 

course, and in February 2020, he completed a revalidation course for mariner “Basic Training,” 

which included instruction in personal survival techniques. Additionally, in February 2018, he 

attended a tropical helicopter underwater escape training (T-HUET) course, which included “sea 

survival exercises.” On yearly performance evaluations, the captain’s abilities were rated at 

“Exceeds Job Requirements” or “Exceptional.” A 2019 evaluation noted that he “continues to be 

Very Proficient in Running, Managing and Maintaining the Seacor Power.”  

7.1.2 First Mate 

The 38-year-old first mate of the SEACOR Power was at the helm of the vessel when it 

began to capsize. He held a valid US Coast Guard credential as mate of self-propelled vessels of 

less than 1,600 GRT upon near coastal waters. He also held a credential as master for vessels less 

than 200 GRT in near coastal waters. He had worked for SEACOR Marine or its predecessor 

companies since 2004, beginning as an ordinary seaman on offshore supply vessels and working 

 
15 In the offshore industry, including service vessels, “tour” (pronounced similar to “tower”) is a common 

term for a watch. 
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his way up to mate on liftboats. The mate had previously worked on the SEACOR Power as an 

able seafarer/crane operator for about 5 years, beginning in 2012, before being transferred to 

another vessel.  He was reassigned back to the SEACOR Power as mate in 2019. During the 

casualty voyage, the first mate stood the day watch, assisted by the captain (the night captain was 

scheduled to stand the night watch). 

Records show that in June 2003, the first mate completed a 12-hour personal survival 

techniques course, and in May 2018, he attended a revalidation course for Basic Training. In 

May 2019, he attended a T-HUET course, which included “sea survival” instruction. In April 

2014, he had attended a GMDSS course, and at the time of the casualty, he held a valid FCC 

GMDSS radio operator’s license. The first mate’s abilities were rated at “Exceeds Job 

Requirements” and “Exceptional” on recent yearly performance evaluations and “Good” on 

shiphandling appraisals. In a 2020 appraisal, the captain of the SEACOR Power stated that the 

first mate was an “exceptional boat handler and will make a Good Captain.” 

The mate told investigators that he went to sleep about 2030 the night before the casualty 

and woke up around 0200 to travel to the vessel for the crew change. In the nights preceding the 

night before the casualty, he had 7–8 hours of normal sleep. 

7.2 SEACOR Marine Shore Personnel 

7.2.1 Dispatcher 

The SEACOR Marine dispatcher’s duties included arranging transportation for crew 

changes, picking up supplies for crews during changes, compiling and sending out daily 

operations reports and weather reports. The dispatcher was also required to “receive emergency 

and non-emergency calls and record significant information and if necessary, transferring calls to 

the appropriate departmental representative on call.”16 According to the dispatcher on duty at the 

time of the SEACOR Power capsizing, dispatchers also helped out in the company’s warehouse 

and conducted general maintenance on buildings and facilities. The dispatchers’ office was 

located at SEACOR Marine’s transportation center in Houma, and the warehouse was on the 

same property. When not in the office, the dispatcher on duty carried a cell phone. Dispatchers 

worked 12-hour shifts, from 0600 to 1800 or 1800 to 0600, on a 14-days-on/7-days-off schedule. 

 
16 SEACOR Marine, Dispatch Operations – Standard Operating Procedures, undated. 
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Dispatchers rotated between night and day shifts between each 21-day period. The dispatcher on 

duty during the casualty recalled that training for the job involved 2 to 3 weeks of shadowing an 

experienced dispatcher and learning required tasks. He also stated that dispatchers attended 

quarterly SMS training. Dispatchers reported to the general manager for the Gulf of Mexico 

region. 

The dispatcher on duty during the casualty had been employed by SEACOR Marine and 

its predecessor companies since 2007, working in the same capacity for his entire tenure. Prior to 

joining SEACOR Marine, he had worked various jobs outside the maritime industry. The 

dispatcher was in the warehouse loading supplies into a truck when he received the first phone 

call from the Coast Guard regarding the SEACOR Power EPIRB. He proceeded back to the 

office after receiving the call and remained in the office until the completion of his shift. 

7.2.2 QHSE Manager/Designated Person Ashore/Chief Security Officer 

The designated person ashore (DPA) is a requirement of the International Safety 

Management (ISM) Code. The code describes the DPA’s responsibilities as follows: 

To ensure the safe operation of each ship and to provide a link between the 

company and those on board, every company, as appropriate, should designate a 

person or persons ashore having direct access to the highest level of management. 

The responsibility and authority of the designated person or persons should 

include monitoring the safety and pollution prevention aspects of the operation of 

each ship and to ensure that adequate resources and shore-based support are 

applied, as required. 

The name and contact information for the DPA is posted on each vessel subject to the 

ISM Code, and mariners may contact the DPA at any time they feel an unsafe condition exists. 

While DPA is a primary duty, it is not required to be the exclusive duty of the assigned person. 

DPA duties may be assigned to a port captain, safety official, or other relevant persons in the 

company. 

At SEACOR Marine, the DPA was the company’s QHSE manager and chief security 

officer (CSO). His QHSE duties were to “establish policies, procedures, best practices to protect 
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or people, property, and environment.” These duties included overseeing the company’s SMS,  

validating compliance ashore and aboard vessels, and coordinating annual SMS and safety 

training for SEACOR Marine shoreside personnel and vessel crews. CSO duties entailed 

developing, implementing, and validating maritime security on SEACOR Marine vessels. The 

QHSE manager/DPA/CSO was responsible for all of the company’s vessels around the globe, 

and reported to the company’s CEO.  

The QHSE manager/DPA/CSO began his career at SEACOR Marine’s predecessor 

company in 2006, first working in human resources and then working in various safety related 

positions of increasingly higher authority. He had been QHSE manager and CSO for about 5 

years prior to the SEACOR Power capsizing and had served as an alternate DPA for about 7 

years before he was promoted to the primary position in January 2020. In addition to a 

bachelor’s degree in business administration, the DPA held a maritime management certificate 

from Nicholls State University.  

The DPA’s training included ISM Internal Auditor; Lead Auditor; ISO 9001, 14001, and 

45001 Auditor; Incident Investigation; and Company Security Officer courses conducted at the 

ABS Training Academy, as well as Federal Emergency Management Agency (FEMA) training 

for Incident Command and the Incident Management System. The DPA also held a valid Coast 

Guard credential as an operator of uninspected passenger vessels (OUPV).  

The QHSE manager/DPA/CSO was at his home when he received the first notification of 

the SEACOR Power capsizing about 1630 via a phone call from the liftboat Rockfish captain that 

had been transferred to him by the dispatcher. He remained at home, managing the company’s 

crisis response team virtually via Microsoft Teams, until the incident command center was 

established in Port Fourchon.  

7.2.3 QHSE Superintendent/Alternate DPA (Americas) 

Regional QHSE superintendents/alternate DPAs reported to SEACOR Marine’s QHSE 

manager/DPA/CSO. The QHSE superintendents/alternate DPA for the Americas region was 

responsible for vessels, such as the SEACOR Power, operating in the Gulf of Mexico. QHSE 

superintendent duties included visiting vessels, conducting regular internal audits to ensure 

compliance with the company’s SMS, and responding to questions and requests from vessel 
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captains. As alternate DPA, he performed the duties of the DPA when the primary DPA was 

unavailable. QHSE superintendents/alternate DPAs reported to the QHSE manager/DPA/CSO. 

The QHSE Superintendent/Alternate DPA (Americas) had worked for SEACOR Marine 

or its predecessor companies since 2001, starting as a part time deck crewman while attending 

high school and college. From 2009 to 2019, he worked full time for the company as an able 

seafarer on company liftboats. He was promoted to QHSE superintendent in 2019. At the time of 

the casualty, he held valid Coast Guard credentials as a master of 100-ton vessels and a mate of 

200 ton vessels. He also held certificates from the ABS Academy signifying completion of ABS 

client training for ISM auditing and lead internal auditor..  

On the evening of the SEACOR Power capsizing, the QHSE Superintendent/Alternate 

DPA (Americas) participated in the initial crisis action team call, then proceeded to Port 

Fourchon to provide support for company efforts and surviving crewmembers coming ashore. 

7.2.4 Technical Superintendent 

Technical superintendents reported to the regional general manager and were responsible 

for maintenance, repairs, drydocking, and parts support for assigned SEACOR Marine. 

Additionally, the superintendents completed or verified Coast Guard and ABS documentation 

related to maintenance and repairs of the vessels. The technical superintendent for the SEACOR 

Power was responsible for three liftboats in the fleet. 

The SEACOR Power technical superintendent had worked for SEACOR Marine and its 

predecessor companies since 1977, 15 years of which had been as a vessel crewman. He had 

been a superintendent about 6–7 years and had been trained in the duties of the position while on 

the job. The superintendent had previously held a Coast Guard credential as a master of 200-ton 

vessels. 

The technical superintendent was not directly involved in the immediate response to the 

SEACOR Power capsizing. 

7.2.5 General Manager (Gulf of Mexico) 

SEACOR Marine general managers reported to the CEO and were responsible for all 

activities in their specified geographic region. These activities included marketing and 
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contracting of company provided services and overseeing the operations and maintenance of the 

company’s vessels. The general manager for the Gulf of Mexico was responsible for nine vessels 

in his region, including six liftboats, two platform supply vessels (PSVs), and one anchor 

handling vessel. 

The general manager (Gulf of Mexico) had been in the position for about 2 years at the 

time of the SEACOR Power accident. He had worked at SEACOR Marine and its predecessor 

companies since 2007 in various operations management roles. Prior to joining the company, he 

had worked as a welder/fitter, shipyard supervisor, and port captain in the marine industry. 

The general manager was driving his personal vehicle when he was called and informed 

of the SEACOR Power capsizing. During the initial crisis action team meeting for the company, 

he identified a potential location to establish an incident command center in Port Fourchon. Once 

the location was confirmed, he proceeded to Port Fourchon. His transit to Port Fourchon was 

delayed by an overturned truck blocking the only route to the port.  

7.3 First Responders 

7.3.1 CG-45674 Coxswain 

The coxswain in charge of Coast Guard 45-foot response boat-medium (RB-M) CG-

45674 was a Boatswain’s Mate First Class with 16.5 years in the service at the time of the 

casualty. Throughout her career, she had served in search and rescue and seamanship positions at 

locations around the continental United States. She had qualified on the 45-foot response boat 

10 months before the capsizing and had prior experience on various other Coast Guard boats, 

including as coxswain of the service’s 47-foot response boat. She had been posted to Coast 

Guard Station Grand Isle, where the CG-45674 was based, since 2019 and had also served at the 

station during a previous tour. 

7.3.2 CG-45687 Coxswain 

The coxswain in charge of 45-foot RB-M CG-45687 was a Boatswain’s Mate Second 

Class with 13 years in the service at the time of the casualty. Throughout his career, he served in 

various search and rescue, seamanship, and law enforcement positions throughout the continental 

United States. He first qualified as a coxswain on Coast Guard 45-foot response boats in 2012, 
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and had recertified on the vessel twice, most recently in 2017 when he was posted to Station 

Grand Isle. 

7.3.3 Precommissioning Fast Response Cutter Glen Harris Captain 

The fast response cutter Glen Harris was constructed for the Coast Guard but had not yet 

been delivered to the service. As such, it was under the ownership of the builder, Bollinger 

Shipyards. At the time of the casualty, the vessel was under way under the command of a civilian 

captain employed by Bollinger. The captain had worked in the marine industry for 36 years on 

various vessels including offshore supply vessels and liftboats. He began work as a contract sea 

trial captain for Bollinger in 1993, and in 1998 was hired full time by the company. The captain 

held a credential as a master of self-propelled vessels of less than 1,600 gross register tons 

(GRT) upon near coastal waters. 

7.4 Cell Phone Data 

The NTSB reviewed records for the master, first mate, and vessel phones for the time 

period surrounding the SEACOR Power capsizing.  

7.4.1 Captain 

There were no outgoing calls on the captain’s cell phone after 1351 on the casualty day. 

Two incoming calls were logged at 1523, 14 minutes before the capsizing. However, the first call 

was 0 seconds in duration, and the second call was forwarded to voicemail. There were no text 

messages sent or received by the captain after 0515 that morning, and internet activity ceased at 

1451, 46 minutes prior to the casualty. 

7.4.2 First Mate 

The mate received three incoming calls between 1420 and 1440 on the casualty day, 

ranging in time between 11 and 13 seconds. Six incoming calls logged between 1450 and 1503 

were 0 seconds in duration or were forwarded to voicemail. There were no outgoing calls logged 

on the first mate’s phone records. He received four incoming texts between 1451 and 1503, and 

he sent one outgoing text at 1452. There was no other text activity until after the casualty. The 

mate’s records show internet activity on the phone at various times both before and after the 

SEACOR Power capsized; however, it was not possible to distinguish between user-initiated data 
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activity and automatic background data activity by the device’s operating system or installed 

applications. 

7.4.3 Vessel Phone 

This phone belonged to the company and was on the vessel for crew business use. One 

16-second incoming call was logged on the phone at 1024 on the morning of the casualty. There 

were no texts sent or received and no internet data exchanged on that day.  

 




