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THE CAPSIZING OF THE COMMERCIAL LIFTBOAT SEACOR POWER (O.N.
1115290) RESULTING IN MULTIPLE LOSSES OF LIFE APPROXIMATELY SEVEN
NAUTICAL MILE SOUTH OF PORT FOURCHON, LA IN THE GULF OF MEXICO

ON APRIL 13, 2021

ACTION BY THE COMMANDANT

The record and the report of the investigation convened for the subject casualty have been
reviewed. The record and the report, including the findings of fact, analysis, conclusions, and
recommendations are approved subject to the following comments. This marine casualty
investigation is closed.

COMMENTS ON THE REPORT

1. The capsizing of the commercial liftboat SEACOR POWER (O.N. 1115290) and the loss of
13 lives was a tragic accident. The families of crewmembers who lost their lives have my
deepest sympathies. The Coast Guard will take appropriate action on all that we have learned
from this investigation.

2. I want to thank members of the Marine Board of Investigation (MBI) for their hard work and
dedication during this investigation. The safety recommendations developed by the MBI

promote maritime safety and provide areas of improvement for not only the Coast Guard, but
also for the Outer Continental Shelf industry and the National Weather Service NWS).

3. The MBI developed 16 best practices which detail voluntary actions by both Coast Guard
leadership and industry stakeholders that can be taken immediately. The Coast Guard
recommends that vessel owners and operators review these best practices and incorporate
them into their safety management systems and company policies as appropriate.

4. While there were other factors that contributed to this marine casualty, the major factor was
the unexpected severity of the weather front that the SEACOR POWER experienced.
Although the NWS did issue a Special Marine Warning, the crew did not receive the
warning, and the weather front moved much faster and was far worse than predicted. Shortly
after encountering the squall, the crew attempted to lower the legs to hold position until the
storm passed. However, the vessel capsized before they were able to complete those actions.
This casualty highlights the sometimes dangerous and unpredictable nature of the maritime
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environment and underscores the need for mariners to take precautions to lower the risks and
vulnerabilities for all operations.

5. Another factor that contributed to the severity of this marine casualty was the time for the
Coast Guard to be notified of the casualty. Due to the speed in which the vessel capsized, the
crew was unable to make a MAYDAY call. On the day of the casualty, the Coast Guard
received a high volume of calls due to the heavy weather system, including multiple
Emergency Position Indicating Radio Beacon (EPIRB) alerts. Although an EPIRB was
onboard the SEACOR POWER, it did not alert the Coast Guard to the vessel’s correct
position. The Coast Guard was not notified until another vessel saw the capsized SEACOR
POWER after the squall passed. Additionally, despite the Search and Rescue Transponder
(SART) being operational, several vessels in the area did not see the SART due to their radar
settings. This unexpected failure of lifesaving equipment increased the time for the Search
and Rescue (SAR) teams to arrive on scene. Vessel owners and operators and the Coast
Guard need to address these notification failures.

6. The MBI identified several areas where the Coast Guard can improve its SAR program.
Although the Coast Guard efficiently and effectively performed during this SAR case once
notified of this casualty, there is always room for improvement for this vital mission. The
Coast Guard will act on the MBI’s recommendations and make improvements in capabilities
to facilitate SAR efforts in heavy weather conditions.

7. This investigation emphasizes the importance of maritime situational awareness for both the
marine industry and the Coast Guard. The Coast Guard will take actions to improve our
policies, procedures, and operational capabilities as outlined below. The marine industry
should also take appropriate actions to prevent tragedies like this from occurring in the
future.

ACTION ON RECOMMENDATIONS

The following are the recommendations from the MBI and Coast Guard final actions based on
those recommendations.

Recommendation 1: The Commandant should immediately revise Commandant Instruction
3140.2D (Marine Weather Observation and Reporting) and Commandant Instruction 3140.3D
(Coastal Weather Program). The revisions should address the following issues:

»  Which Coast Guard units are required to make severe weather radio broadcasts;
« What information is shared in a severe weather radio broadcast;
»  When severe weather radio broadcasts are made;

»  Which channel(s) are used for severe weather radio broadcasts, including, but not limited to
distress channels or channels that are locally required in lieu of distress channels;

»  Who is responsible for the decision to send severe weather radio broadcasts;
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« How units are expected to balance search and rescue operations with severe weather radio
broadcasts;

» How units will quickly receive severe weather radio broadcasts;
*  Which Coast Guard units are required to send weather observations to the NWS; and
* How Coast Guard units should send weather observations to the NWS.

Action: I concur with the intent of this recommendation. A Coast Guard working group
will be established to review Commandant Instruction 3140.2D (Marine Weather
Observation and Reporting) and Commandant Instruction 3140.3D (Coastal Weather
Program) to determine the current applicability and gaps of these and other related
references and will make any necessary changes based on this recommended action. The
working group will also determine if any new references are needed.

Recommendation 2: The Commandant should expedite their current study of liftboat stability,
and then immediately use the results of that study to revise liftboat stability regulations. The
Commandant should consider the following actions:

» Clearly define applicable stability requirements for liftboats inspected under 46 CFR
Subchapter I and Subchapter L.

* Require liftboat stability calculations to evaluate realistic loading conditions and realistic
trim conditions.

» Impose additional safety margins to mitigate the risks posed by environmental variability of
wind and waves.

¢ Update the wind speed vs height profile used to calculate wind loads.
» Update wind calculation shape factors for cylindrical legs with racks.

» Provide clear procedures to establish operating restrictions without relying on oversimplified
regulatory thresholds.

Action: I concur with this recommendation. The results of the Coast Guard’s Research
and Development Center (R&DC) stability study are scheduled to be completed in the
Fall of 2023. The Coast Guard will use the results of the study to either validate or revise
its liftboat stability regulations, with particular focus on the following:

e Definition of applicable stability requirements for liftboats inspected under both
Subchapter I and Subchapter L of Chapter I of 46 CFR;

e Requirements for realistic loading and trim conditions to be evaluated in liftboat
stability calculations;

e Requirements for safety margins to mitigate the risks posed by wind and wave
variability; and

o Establishing procedures to set operating restrictions that do not rely on
oversimplified regulatory thresholds.

The Coast Guard will also consider updating the wind speed versus height profile based
on references identified in the MBI report. Additionally, technical literature will be
reviewed to assess the basis on which wind calculation shape factors can be updated for
cylindrical legs with racks. This response will be shared with R&DC for consideration
regarding any additional areas of study.
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Recommendation 3: The Commandant should immediately require all liftboat owners and
operators to reduce the current operating limits for each vessel, in order to provide a temporary
additional safety margin while the actions in the previous recommendation are completed. The
operating limit changes could include, but are not limited to, changes in wave limits, wind limits,
drafts, trim, operating area, or manning.

Action: I do not concur with this recommendation. An immediate reduction in current
operating limits for all liftboats is not supported as the MBI determined that the vessel’s
capsizing occurred in conditions that well exceeded its maximum operating limits.
However, the results of the investigation highlight the critical relationship between design
criteria and operating limits. As a result, the Coast Guard will use the outcome of the
liftboat stability study described in the response to Recommendation 2 and additional
analysis to review and update liftboat operating limits, as appropriate.

Recommendation 4: The Commandant should immediately establish a regulation or policy that
prohibits offshore workers from riding aboard a liftboat while the vessel is underway unless the
vessel meets additional stability requirements to ensure a level of safety equivalent to a crewboat
or offshore supply vessel.

Action: I do not concur with this recommendation. Design stability and operating limit
criteria of any vessel should ensure the safe operation for the vessel’s intended purpose.
For liftboats, the intended purpose often includes the safe carriage and transit of offshore
workers. As discussed in the response to Recommendation 2, further stability analysis of
liftboats will be conducted, and the Coast Guard will continue to assess stability
standards as they apply to design criteria and operating limits.

Recommendation 5: The Commandant should consider a new regulation or policy requiring
liftboat owners and operators to create a quick reference guide for each vessel. The quick
reference guide would establish clear and simple operating information, and could include topics
such as wave limits, wind limits, draft restrictions, trim conditions, and emergency procedures
for sudden changes in weather or weather that exceeds the vessel’s operating limits.

Action: I concur with the intent of this recommendation. A Finding of Concern will be
published recommending that owners and operators of liftboats review their operations
manuals to ensure they are easily accessible and understood by the crew when making
time-sensitive decisions. The Coast Guard will share this recommendation with the
National Offshore Advisory Committee (NOSAC) for their consideration and direct them
to develop standardized quick reference card templates for liftboats that can be used by
the industry. NOSAC has been tasked to consider the SEACOR POWER National
Transportation Safety Board (NTSB) report and any available public-facing reports,
which will include this ROI once released, and propose recommendations. The Coast
Guard will reevaluate this recommendation pending a response from NOSAC regarding

any necessary regulatory or policy changes.
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Recommendation 6: The Commandant should issue one or more findings of concern to the
NWS recommending the following items:

» Identify immediate options for increasing automated weather observation equipment in the
highly trafficked areas of Port Fourchon and coastal Louisiana;

» Consider the use of the Emergency Alert System to send special marine warnings to cell
phones located in maritime areas;

» Establish industry working groups to collectively identify strategies and/or best practices to
increase voluntary weather reporting in the Gulf of Mexico and to ensure this information is
provided in a useful, efficient and accurate format;

» Creation of a joint Coast Guard-NWS working group to explore whether there is value in
creating a smart phone application that the public could use to provide voluntary weather
observations;

» Consider issuing special marine warnings that contain a forecasted range of wind conditions,
not just a forecast predicting winds over a certain speed; and

» Establish a working group to evaluate additional methods of describing special marine
warning boundaries to the public and/or limiting special marine warning distribution to only the
applicable areas.

Action: I concur with this recommendation. The Coast Guard, the National Oceanic and
Atmospheric Administration (NOAA), and the NWS have a Memorandum of Agreement
(MOA) which formally recognizes the USCG-NOAA/NWS Coordination Liaison Group
(UNCLOG). UNCLOG is the principal vehicle through which the agencies coordinate on
matters relating to marine weather information. A letter discussing the recommended
items and a copy of the report of investigation and safety recommendations will be
forwarded to the NWS and UNCLOG for their consideration.

Recommendation 7: The Commandant should issue one or more findings of concern to all
liftboat owners and operators stressing the importance of the following items:

« Lashing cargo, cranes, and deck equipment prior to getting underway;

» Taking immediate actions to properly secure all furniture, equipment, stores and other items
that could shift in the event of heavy rolls or capsizing;

+ Establishing procedures for frequent weather checks in order to monitor for unexpected
weather changes while underway;

» Ensuring lifesaving equipment is reasonably spaced throughout the vessel; and

» Conducting liftboat audits while vessels are afloat and/or loading cargo in order to evaluate
the crew’s actions while preparing to get underway and validate the pre-departure condition is
aligned with the operating manual and stability book.

Action: I concur with the recommendation. The Coast Guard will issue a Finding of
Concern to liftboat owners and operators stressing the importance of crew familiarity
with operating manual requirements with an emphasis on the points raised in this
recommendation.
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mendation 8: The Commandant should issue one or more findings of concern to all

commercial vessel owners and operators stressing the importance of the following items:

 Training dispatchers and other individuals on call to know how to handle emergency
situations (SMS procedures, quick response cards, or checklists could provide a useful tool for
these individuals);

 Providing clear procedures to calculate draft readings, especially if a vessel is listing or if a
vessel’s draft marks are not aligned with the vessel’s baseline; and

» Ensuring that each vessel is equipped with at least two independent methods of obtaining
weather forecasts, and that those methods are readily available on the bridge or at the operating

station.

Recom

Action: I concur with this recommendation. The Coast Guard will issue a Finding Of
Concern to draw attention to the recommended points of emphasis. On October 21, 2021,
the Coast Guard issued Safety Alert 07-21 Unexpected Heavy Weather Dangers:
Weather Will Change, Whether You Are Ready Or Not!, which emphasized the
importance of vessels having two independent methods of obtaining weather information.

mendation 9: The Commandant should direct a concentrated inspection campaign

designed to verify proper Emergency Position-Indicating Radio Beacon (EPIRB) registration on
all types of vessels. The campaign could provide clear guidance and direction to marine
inspectors (foreign and domestic), marine investigators, commercial fishing vessel examiners,
cutter boarding teams, station boarding teams, Auxiliarists, and Public Affairs personnel in order
to ensure all Coast Guard elements are participating in the campaign.

Action: I concur with this recommendation. The quality and accuracy of the information
contained in the Coast Guard’s EPIRB registration database is an issue that directly
impacts response efforts in the event of marine distress and the Coast Guard has taken
several actions to increase the number of accurately registered EPIRBs.

The Office of Boating Safety (CG-BSX) has initiated steps through existing initiatives to
inform the recreational boating public on the requirement to register their EPIRBs and to
keep the registration up to date. The most recent significant activity was update to the
National Boating Education Standard, ANSI/NASBLA 100-2022: Basic Boating
Knowledge — Core published on 1 June 2022. There is also a campaign that makes April
6th the 406 Beacon Day and encourages registration. The Coast Guard Auxiliary Vessel
Safety Check program includes messaging on EPIRBs and Personal Locator Beacons
(PLBs) to include registration. CG-BSX will continue to reinforce the message of
registration with the recreational boating safety community.

The Office of Search and Rescue is working with NOAA and CG-BSX to develop a
business card with a quick reference (QR) Code to be distributed through various Coast
Guard interaction with the commercial vessel industry and vessel owners at boat shows,
industry days, and other venues.

The Office of Commercial Vessel Compliance (CG-CVC) will continue to confirm
EPIRB registration as a part of regular commercial vessel inspections and exams.



16732/1IA #7175076
18 May 2023

Recommendation 10: The Commandant should consider whether there is an opportunity to
establish a requirement for vessel owners or operators to provide proof of valid EPIRB
registration prior to renewing or obtaining a Certificate of Documentation.

Action: I concur with the intent of this recommendation. However, the Coast Guard
believes that existing outreach campaigns described in the response to Safety
Recommendation 9 are sufficient to verify EPIRB registration. The Coast Guard also
recognizes that NOAA, the federal agency responsible for managing EPIRB registration,
has active campaigns to promote and encourage proper registration. Information on
registration is posted online at NOAA.gov and NAVCEN.uscg.gov to encourage use and
registration of EPIRBs. Labeling and placarding on individual devices is also required to
inform users of the regulatory requirement to maintain up to date registrations. The
National Vessel Documentation Center reviews documentation such as evidence of
nationality, vessel title, and mortgage among other requirements. Validation of EPIRB
registration would require a significant regulatory and procedural overhaul to the
Center’s current systems. The Coast Guard will consider this recommendation in
conjunction with future system upgrades.

Recommendation 11: The Commandant should consider whether there is an opportunity to
update the U.S. Search and Rescue Satellite Aided Tracking (SARSAT) system so that when the
Coast Guard receives notice of an EPIRB activation, the registered user also receives a notice.

Action: I concur with the intent of this recommendation. Upon receipt of an alert by a
Joint Rescue Coordination Center (JRCC), beacon owners are then contacted using the
contact information provided on the alert message. The technical ramifications of an
automatic owner notification must be assessed by the U.S. Search and Rescue Satellite
Aided Tracking (SARSAT) Program. The Coast Guard Office of Search and Rescue
(CG-SAR) will present this safety recommendation to the U.S. SARSAT Program
Steering Group for consideration.

Recommendation 12: The Commandant should consider publishing additional information
regarding false EPIRB alerts, including information about the huge costs associated with these
false alerts.

Action: I concur with this recommendation. This information is already available on the
U.S. Coast Guard Navigation Center’s (NAVCEN) website
(https://www.navcen.uscg.gov/instructions-for-canceling-false-distress-alert) and the
National Oceanic and Atmospheric Administration (NOAA) website
(https://www.sarsat.noaa.gov/preventing-false-alerts/). Addressing false alerts is and will
continue to be a U. S. Search And Rescue Satellite-aided Tracking (SARSAT) Program

priority.

Recommendation 13: The Commandant should consider creating a Memorandum of
Understanding or Memorandum of Agreement (MOA) with the Federal Communications
Commission (FCC) so that the Coast Guard can enforce the FCC’s EPIRB registration
requirements. Alternatively, the Commandant should issue clear guidance to all units explaining
how to use the authority found in 14 USC 521 to enforce EPIRB registration.
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Action: I concur with the intent of this recommendation. The Coast Guard meets with
the FCC on a quarterly basis to discuss matters of mutual concern including potential
EPIRB enforcement options and a MOA is not considered necessary. Under current
procedures, for documented repeated violations of outdated or improper EPIRB
registration, the Coast Guard can either initiate a violation case or make a referral to the
FCC Enforcement Bureau for enforcement action. The Coast Guard will provide a copy
of this investigation to the FCC and raise the issue of potential EPIRB registration
enforcement strategies at the next quarterly meeting. -

Recommendation 14: The Commandant should take immediate action to improve phone
infrastructure and communications capabilities at all District and Sector Command Centers.

Action: I concur with this recommendation. A project to upgrade the Coast Guard’s
phone infrastructure is underway. This project will align the Coast Guard’s infrastructure
with the Department of Defense’s (DoD) voice over internet protocol (VoIP). This
upgrade will give the Coast Guard new capabilities including the ability to provide
interoperability with other government agencies. This initiative was commenced in 2019
starting with 46 Coast Guard Command Centers. To date, 16 of the 46 command centers
have completed the upgrades to their phone infrastructure. In 2023, contracting has been
initiated with Defense Information System Agency (DISA) to upgrade 15 additional
command centers. The remaining 15 are projected to be completed by 2024.

Recommendation 15: The Commandant should consider whether there is an opportunity to
establish equipment and processes to receive all types of distress alerts in one location, rather
than different Coast Guard units.

Action: I do not concur with this recommendation. The Coast Guard follows Global
Marine Distress and Safety System (GMDSS) alert procedures for the delivery of distress
alerts to the responsible Rescue Coordination Center (RCC) as provided by international
guidance (International Maritime Organization (IMO), International Civil Aviation
Organization (ICAO), and the International Aeronautical and Maritime Search and
Rescue (IAMSAR) Manual). Coast Guard RCCs are responsible for sharing relevant
distress event information to the appropriate units when necessary.

Recommendation 16: The Commandant should evaluate options that would allow District and
Sector Command Centers to view EPIRB information, Automatic Identification System (AIS)
information, and Search and Rescue Optimal Planning System (SAROPS) information in one
Common Operating Picture.

Action: I concur with this recommendation. A single, user-friendly interface that ingests,
overlays, and displays EPIRB, AIS, and SAROPS in a unified Common Operating
Picture (COP) should be available for Coast Guard watchstanders at every Sector,
District, and Area Command Center. A single COP would enable Coast Guard
watchstanders to assess potential distress situations quickly and efficiently, utilizing
information from existing distress alert mechanisms and vessel reporting systems.
Execution will likely require system modifications and upgrades to achieve full
implementation of all desired functionality. As such, the Coast Guard will continue to
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support numerous initiatives to modernize and improve the COP available for Command
Centers.

Recommendation 17: The Commandant should consider whether there is a need to provide
District and Sector Command Centers with additional means of tracking commercial vessel
locations, in order to allow Command Centers to quickly and easily correlate distress alerts with
vessel locations.

Action: I do not concur with this recommendation. The existing capabilities available to
Coast Guard Command Centers for maintaining awareness of vessel movement through
mandated and voluntary methods such as the Long-Range Identification and Tracking
system and AIS are sufficient for tracking commercial vessels. Additionally, a new
requirement could contribute to watchstander task saturation, which in turn would further
degrade performance during high-consequence events.

Recommendation 18: The Commandant should conduct a study to evaluate whether it would be
beneficial to create one distress button that links to a variety of different shipboard systems,
including, but not limited to, VHF DSC, MF/HF DSC, INMARSAT, and the vessel’s general

Action: I partially concur with this recommendation. A single "red" distress button is a
requirement for “Passenger ships” to comply with the Safety of Life at Sea (SOLAS)
Convention, Chapter IV, Regulation 6, paragraph. Conversely, the SEACOR POWER
was a SOLAS Cargo Ship greater than 500 Gross Tonnage ITC! and was not required to
have a single distress button. The Coast Guard has the options of pursuing voluntary
adoption or implementation of a new carriage requirement for non-SOLAS vessels.
Coordination with the FCC on updating the Title 47 USC Part 80 rules may also be
required. As a result, this Safety Recommendation will be forwarded to the Distress
Signal Collaborative (DISCO) working group at Coast Guard Headquarters for review
and any potential actions.

Recommendation 19: The Commandant should create a campaign to educate vessel owners,
operators, and crew members on Digital Selective Calling (DSC) procedures and benefits.

Action: I concur with this recommendation. The Coast Guard will continue to educate
vessel owners, operators, and crew members on the procedures and benefits of DSC.

The Office of Boating Safety (CG-BSX) recently updated the National Boating
Education Standard, ANSI/NASBLA 100-2022: Basic Boating Knowledge — Core,
published on June 1, 2022. This update ensures that boat operators receive education on
DSC and comparisons with other communications methods. The Coast Guard Auxiliary
Vessel Safety Check program also includes messaging for Auxiliarists conducting
boating safety exams to educate boaters on DSC to include registration for a Maritime
Mobile Service Identity. The Coast Guard published Marine Safety Advisory 01-22 on

! Gross Tonnage ITC is defined in 46 CFR 69.9.
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Maritime Distress Communication Devices on September 28, 2022, to educate users on
all available communication devices, including DSC. In addition, the Coast Guard
published Marine Safety Alert 3-23 on March 2, 2023, to educate vessel owners on how
to ensure interconnectivity between DSC and Global Position System (GPS) equipment.
The Safety Alert and Safety Advisory can be accessed at the following link:

https://www.dco.uscg.mil/Our-Organization/Assistant-Commandant-for-Prevention-
Policy-CG-5P/Inspections-Compliance-CG-5PC-/Office-of-Investigations-Casualty-
Analysis/Safety-Alerts/

Recommendation 20: The Commandant should conduct a study to assess the usefulness of
SARTS, and then use those study results to evaluate whether SARTSs should be removed from the
domestic and international regulatory requirements. This study could include an assessment of
various SART brands, the equipment and equipment settings necessary to receive SART signals,
success stories associated with SART use, and costs associated with SART purchase,
maintenance, and replacement.

Action: I do not concur with this recommendation. The SART was tested by the
manufacturer and the NTSB and was found to operate as designed. The underlying issue
was knowing how the SART operates and understanding its limitations. The Coast Guard
addressed both in Marine Safety Alert 12-22 and Safety Advisory 01-22, which can be
accessed at the following link: https://www.dco.uscg.mil/Our-Organization/Assistant-
Commandant-for-Prevention-Policy-CG-5P/Inspections-Compliance-CG-5PC-/Office-of-
Investigations-Casualty-Analysis/Safety-Alerts/

Recommendation 21: While awaiting the results of the SART study discussed in
Recommendation 20 above, the Commandant should create an internal education campaign
focused on training Coast Guard personnel to properly detect and identify SART signals.

Action: I concur with the intent of this recommendation. Although the Coast Guard does
not intend to conduct a SART study, the existing SART training will be reviewed for
appropriate information, delivery method, and target audience.

Recommendation 22: The Commandant should assess the effectiveness and usefulness of
NAVTEX, as discussed in paragraph 9.8.9 above, and then use those results to evaluate changes
to the Coast Guard’s NAVTEX equipment and processes.

Action: I concur with intent of the recommendation. Navigational Telex (NAVTEX)
disseminates maritime safety information and is a statutory requirement. NAVTEX is a
legacy system that was installed in 1993 and has well exceeded its 20-year expected
service life. The Coast Guard is evaluating the capability and potential courses of action
to transition to the next generation Navigational Data (NAVDAT) system.

Recommendation 23: The Commandant should re-evaluate the regulatory requirement that

exempts vessels operating between 32 degrees N and 32 degrees S latitude from carrying
immersion suits. While water temperatures in some of these areas may remain warm all year

10
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round, water temperatures in some areas of this region can drop to levels that quickly cause
hypothermia, especially during winter and spring.

Action: I concur with the intent of the recommendation. The Coast Guard will re-
evaluate the statutory and regulatory requirements that exempt vessels operating between
32 degrees N and 32 degrees S latitude from carrying immersion suits. The Coast Guard
will consider a legislative change proposal if appropriate and will update regulations
accordingly.

Recommendation 24: The Commandant should require all Coast Guard cutters and small boats
to carry line throwing guns and train personnel in their use.

Action: I partially concur with this recommendation. All Coast Guard Cutters, with the
exception of inland buoy tenders, currently have a line throwing weapon onboard as part
of their weapon allowance. Depending on the class of Coast Guard Cutter, it will have a
.30 caliber Shoulder Line Throwing Gun or MK87 Line Throwing Kit affixed to an M16
rifle, or both. Personnel train and fire the line throwing weapons quarterly to maintain
qualifications and proficiency. Pre-commissioned cutters receive their Shoulder Line
Throwing Gun after the cutter has been accepted by the Coast Guard and certified Ready
for Operations.

The Coast Guard does not believe that the MBI’s findings support the addition of line
throwing guns to all small boats at this time.

Recommendation 25: The Commandant should consider a study to assess the usefulness of
drones or remote operated life rings for delivering rescue equipment to individuals who are out
of reach of a Coast Guard asset.

Action: I partially concur with this recommendation. The Coast Guard agrees that the
use of unmanned aircraft systems (UAS), commonly referred to as drones, to deliver
rescue equipment to individuals out of reach of a Coast Guard asset should be studied.
One example would be delivering a life ring to an individual caught in shoal water
inaccessible from a rescue vessel. On March 31, 2023, the Coast Guard released the
Unmanned Systems Strategic Plan. The Plan outlines Strategic Goals to integrate
unmanned systems into the Coast Guard force structure to support missions such as
search and rescue and will guide the Coast Guard as it examines the development of
future capabilities. Unfortunately, in this casualty the extreme weather conditions, the
severe wind and sea state, as well as the location of the individuals and the orientation of
the partially submerged vessel, prevented recovery prior to the vessel capsizing.
Currently, unmanned lifesaving systems do not have the capacity, modularity, dexterity,
and potentially artificial intelligence necessary to affect such an extreme rescue.

Recommendation 26: The Commandant should consider establishing a policy that creates clear
steps and procedures for a Coast Guard Marine Inspector to review and approve liftboat
operations manuals each time they are submitted, and then create procedures for documenting
the approval and for providing feedback to the vessel owner/operation and any other entity

11
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involved in writing or reviewing the manual. The policy could also include a requirement to re-
review liftboat operations manuals at each COI inspection.

Action: I concur with this recommendation. The Coast Guard will develop guidance
clarifying the Marine Inspector’s role to review and/or approve the operating manual.
The guidance will, at a minimum, address the proper level and frequency of review and
approval for a liftboat operating manual.

Recommendation 27: The Commandant should evaluate previous SAR cases to determine how
many incidents involved underwater rescue and use this information to evaluate whether there is
a need for additional measures to prepare Command Centers, Sectors, Cutters, Small Boat
Stations, and Air Stations for underwater rescue situations.

Action: I concur with this recommendation. SAR Coordinators should place an
emphasis on ensuring units are prepared to carry out SAR Mission Coordinator (SMC)
responsibilities with respect to underwater rescues. CG-SAR should review SAR doctrine
and policy related to past SAR events involving persons trapped in submerged or
overturned vessels to ensure Coast Guard policy reflects this emphasis and make
appropriate updates as needed.

Administrative Recommendation 1: The Commandant should release this Report of
Investigation to the public immediately, and then generate the Coast Guard's Final Action
Memorandum afterwards.

Action: I do not concur with this recommendation. The investigation has been closed in
conjunction with issuance of the Coast Guard Final Action Memorandum.

Administrative Recommendation 2: The Commandant should request additional permanent
Coast Guard billets to perform the work associated with a Marine Board of Investigation.
Alternatively, the Commandant should identify funding and establish a clear process to provide
backfills for some or all of the MBI members for at least one year following the convening order.
The current practice of assigning members to serve on a MBI as a collateral duty, while they are
still required to perform their regularly assigned job, causes extensive delays to all aspects of the
investigation process.

Action: I concur with the intent of this recommendation. Over the last several decades,
the complexity of marine casualty investigations and the frequency of MBIs has
increased. These increases have placed a significant demand on resources, investigation
team members and units as a collateral duty. The Office of Investigations and Casualty
Analysis (CG-INV) will consider options for enhanced support to future MBIs and
reducing the administrative burden currently placed on Board members.

Administrative Recommendation 3: The Commandant should create a working group with
NTSB representatives to see if there are any best practices or other options to minimize the
duplication of government efforts while still allowing both agencies to conduct separate
investigations.

12
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Action: I concur with the intent of this recommendation. The CG-INV will engage with
the NTSB’s Office of Marine Safety to determine best practices and to evaluate the
current Memorandum of Understanding for any appropriate updates that are needed to
clarify agency roles.

Administrative Recommendation 4: The Commandant should close this investigation.

Action: I concur with this recommendation. This investigation is closed.

. P. W. GAUT
Vice Admiral, Deputy Commandant for Operations
U. S. Coast Guard
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MEMORANDUM

From: Scott A. Busch
DCO

To:  T. Phillips, CAPT

Subj: MARINE BOARD OF INVESTIGATION CONCERNING THE CAPSIZING OF THE
SEACOR POWER (O.N. 1115290) APPROX. 7 NM SOUTH OF PORT FOURCHON,
LOUISIANA, WITH MULTIPLE LOSSES OF LIFE

1. Pursuant to the authority contained in Title 46, United States Code (U.S.C.), Section 6301
and the regulations promulgated thereunder, you are to convene a Formal Marine Board of
Investigation consisting of the following membership. The Board will convene as soon as
practicable to inquire into all aspects of the subject casualty at such times and places as directed
by you.

CAPT Tracy Phillips, USCG, Chairman
Mr. I, USCG, Member
Mr. | USCG, Member
LT USCG, Legal Counsel
LT I USCG, Recorder

2. The Board will thoroughly investigate the capsizing of the offshore supply vessel SEACOR
POWER (O.N. 1115290) and the resulting losses of life in accordance with all applicable
statutory and regulatory mandates. Upon completion of the investigation, the Board will issue a
report to the Commandant with the collected evidence, the established facts, and its conclusions
and recommendations. Conclusions and recommendations concerning commendatory actions or
misconduct that would warrant further inquiry shall be referred by separate correspondence to
the cognizant District Commander for consideration and action. A daily summary of significant
events shall be transmitted to Commandant (CG-5PC) while the Board is in formal session.

3. You will complete and submit your investigative report to Commandant (CG-5PC) within 12
months of the convening date. If this deadline cannot be met, a written explanation for the delay
and the expected completion date shall be submitted. You are highly encouraged to submit any
interim recommendations intended to prevent similar casualties, if appropriate, at any point in
your investigation.

4. The National Transportation Safety Board (NTSB) is also charged with the responsibility of
determining the cause or probable cause of this casualty by the Independent Safety Board Act of
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Subj: MARINE BOARD OF INVESTIGATION CONCERNING THE CAPSIZING OF THE
SEACOR POWER (O.N. 1115290) APPROX. 7 NM SOUTH OF PORT FOURCHON,
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1974 (49 U.S.C. 1901, et. seq.) and may designate a representative to participate in this
investigation including any formal hearing sessions conducted by the Board. The NTSB
representative may make recommendations regarding the scope of the inquiry, may identify and
examine witnesses, and/or submit or request additional evidence.

5. The Commandant (CG-INV) will furnish such funding and/or technical assistance as may be
required by the Marine Board when deemed appropriate and within the requirements for the
scope of this investigation. Commander, Eighth Coast Guard District, will provide
administrative, logistical, and/or legal support as may be required.

#

Copy: CG-5P
CG-LMI
LANTAREA(p)
CCGD8(dp)
SEC New Orleans
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COMMERCIAL LIFTBOAT SEACOR POWER (O.N. 1115290) CAPSIZING WITH
MULTIPLE LOSSES OF LIFE IN THE GULF OF MEXICO ON APRIL 13, 2021

MARINE BOARD'S REPORT

1. Executive Summary

On the morning of April 13, 2021, Liftboat SEACOR POWER was located at the Bollinger
Dock in Port Fourchon, LA. The vessel was on charter to Talos and was in port conducting a
crew change and loading equipment for a new job. The company emailed a weather forecast to
the vessel that morning, and the forecast predicted calm weather for the day. The crew finished
loading equipment, and the First Mate got the vessel underway just before 1230. There were 19
people aboard. The vessel reached the Belle Pass jetties (entrance to Port Fourchon) at 1410 and
headed south at a speed of three knots. Seven other vessels also departed Port Fourchon between
1200 and 1500 that day.

The same morning, the National Weather Service (NWS) was tracking a line of severe
weather, which moved over the New Orleans region around lunchtime. Around 1400, the line of
severe weather developed into a wake low and began accelerating to the south. The NWS issued
a Special Marine Warning at 1457, which warned mariners of severe thunderstorms and wind
gusts of 34 knots or greater in the area where SEACOR POWER was operating. The crew did
not receive the warning, and the weather that actually hit that afternoon was moving much faster
and was far worse than predicted. The storm caught many experienced mariners off-guard.

At 1519, SEACOR POWER encountered a rain squall, and the winds strengthened
significantly for a few minutes, and then went back down. Thirteen minutes later, SEACOR
POWER encountered a second squall with white-out conditions and winds that exceeded 80
knots and gusted up to 99 knots. The Master and the First Mate attempted to lower SEACOR
POWER’s legs to the seafloor in order to hold position until the storm passed, but the vessel
heeled to starboard and quickly capsized. There was very little time to react, and only some of
the people aboard managed to escape. The waves washed some individuals overboard, and a few
people climbed onto the port side superstructure, which remained out of the water.

SEACOR POWER’s crew did not have time to send any distress signals. The Emergency
Position Indicating Radio Beacon (EPIRB) automatically activated during the capsizing, but a
company representative said the vessel was still inport. When the visibility cleared, almost an
hour after the capsizing, the Master on a nearby liftboat saw the vessel and immediately made a
distress call. The Coast Guard issued an Urgent Marine Information Broadcast and numerous
Good Samaritan vessels in the area responded. A civilian helicopter, Coast Guard response
boats, and Coast Guard helicopters and airplanes also joined the rescue efforts, but persistent
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high winds and seas prevented anyone from reaching the individuals remaining on SEACOR
POWER. Six individuals who washed into the water, or entered the water, survived and were
rescued that evening.

Between April 13" and April 19", Coast Guard aircraft, cutters, and small boats searched a
total of 9,290 square nautical miles. Two deceased individuals were found during these surface
searches. Between April 15" and April 27", divers hired by Seacor searched the submerged
portions of the vessel. The dive teams found four deceased individuals. The remaining seven
individuals from SEACOR POWER were never found and are presumed deceased.

The Coast Guard Investigation determined that the biggest factor that contributed to
SEACOR POWER’s capsizing was the fact that the vessel was caught in unpredicted weather
conditions that exceeded the vessel’s operating limits. The Investigation also identified a
number of other causal factors that contributed to the casualty, along with a number of unsafe
actions or conditions that did not contribute to the casualty.
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2. Preliminary Statement

On April 19, 2021, the Coast Guard’s Deputy Commandant for Operations (CG-DCO) issued
the enclosed convening order directing a Formal Marine Board of Investigation (MBI) to
thoroughly investigate the April 13, 2021 capsizing of SEACOR POWER that resulted in the
loss of 13 lives.

The Chair of the Marine Board of Investigation (MBI) was Captain Tracy O. Phillips, United
Stated Coast Guard (USCG), District Eight Chief of Prevention. The MBI’s legal advisor was
Lieutenant , USCG Investigations National Center of Expertise. The members of
the MBI were Mr. , USCG Marine Safety Center and Mr.

USCG Outer Continental Shelf National Center of Expertise. The MBI’s Recorder was
Lieutenant , USCG Marine Safety Unit Houma. The Family Liaison was
Chief Warrant Otficer , USCG Marine Safety Unit Baton Rouge, and the
Media Liaison was Public Affairs Chief , USCG District Eight.

This marine casualty investigation was conducted and this report was submitted in
accordance with Title 46 Code of Federal Regulations (CFR) Section 4.09, and under the
authority of Title 46 United States Code (USC) Chapter 63.

Under Title 46 USC Section 6308, no part of a report of a marine casualty investigation,
including findings of fact, opinions, recommendations, deliberations, or conclusions, shall be
admissible as evidence or subject to discovery in any civil or administrative proceedings, other
than an administrative proceeding initiated by the United States.

The Marine Board of Investigation designated the following parties in interest (PII), in
accordance with Title 46 USC Section 6303: the owner of the SEACOR POWER, Falcon Global
Offshore II LLC; the operator of the SEACOR POWER, Seacor Marine LLC; the American
Bureau of Shipping (ABS); and the First Mate. No other individuals, organizations, or parties
were designated as a party in interest.

This report refers to the owner of SEACOR POWER as Falcon Global (in lieu of Falcon
Global Offshore II LLC) and refers to the operator as Seacor (in lieu of Seacor Marine LLC).

The MBI held a public hearing at the Courtyard Marriott in Houma, LA from August 2-13,
2021. 30 witnesses testified under oath during the 10 days of hearing. All witnesses appeared as
requested, and PII representatives participated throughout the hearing. Witnesses and PIIs
cooperated with all investigation requests. No party objected to any testimony or exhibit offered
at the hearing.

The National Transportation Safety Board (NTSB) was the lead agency for evidence
collection activities involving this investigation. The NTSB participated in the public hearing,
and the MBI and NTSB shared all evidence and factual material gathered throughout the course
of their investigations. However, the MBI and NTSB worked separately during the analysis
phase of their respective investigations in order to prepare independent conclusions and
recommendations.
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In addition to the Safety Recommendations in Section 11 of this report, the MBI also
identified some Best Practices, which are meant as suggestions that could assist vessel owners,
operators, crewmembers, response agencies, and other interested parties.

All findings of fact in this report were obtained from evidence presented to the MBI. Each
finding of fact was either obtained from the transcript of the public hearing, or a footnote was
used to identify the source of the fact. The transcripts and evidence can be at the following
website: https://www.news.uscg.mil/News-by-Region/Headquarters/Seacor-Power/

For ease of reference, this report uses SAR Addendum as the abbreviated title for the manual
containing search and rescue policy, guidelines, procedures, and information. The actual title of
the manual is the Coast Guard Addendum (CGADD) to the United States National Search and
Rescue Supplement (NSS), which is a supplement to the International Aeronautical and
Maritime Search and Rescue Manual (IAMSAR). It is accessible at the following website:
https://www.dco.uscg.mil/Portals/9/CG-5R/manuals/ COMDTINST%20M16130.2F.pdf (last
visited May 2022).

The findings of fact in this report are separated into different sections. The first section
covers the incident timeline, and then the remaining ten sections provide detailed information
about specific topics. In order to avoid extensive cross references within the report, some
findings of fact are duplicated in both the incident timeline and in the section covering the
detailed topic information.

All times listed in this report are in Central Standard Time using a 24-hour format and are
approximate.

3. List of Acronvms

A/B Able Body Seaman
ABS American Bureau of Shipping
AIS Automatic Identification System

CEO Chief Executive Officer

CFO Chief Financial Officer

CG Coast Guard

DOC Document of Compliance

DPA Designated Person Ashore

EPIRB  Emergency Position-indicating Radio Beacon

EVP Executive Vice President

GMDSS Global Maritime Distress and Safety System
GPS Global Positioning Satellite

HF High Frequency

INMARSAT — International Maritime Satellite Organization
ISM International Safety Management System

LOOP Louisiana Offshore Oil Port

MBI Marine Board of Investigatioin (Coast Guard)
MF Medium Frequency
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MODU  Mobile Offshore Drilling Unit

MSC Marine Safety Center (Coast Guard)

NAVTEX Navigational Telex

NOAA  National Oceanic and Atmospheric Administration
NTSB National Transportation Safety Board

NWS National Weather Service

oS Ordinary Seaman

oSV Offshore Supply Vessel

PTO Power Take Off

SAR Search and Rescue

SART Search and Rescue Transponder

SMC Safety Management Certificate

SOLAS International Convention for Safety of Life At Sea, 1974, as amended
USCG United States Coast Guard

USMCC United States Mission Control Center

VHF Very High Frequency (Marine Radio)

4. Explanation of Terms

Client: The charterer of the vessel for which the vessel was hired to conduct services.

Company Man: Client representative aboard vessel (TALOS Rep).

Contractor: Third party persons employed on board the vessel to perform certain jobs and
tasks. These persons include contracted by either the company, client or both.

Jacked Down: The vessel pads are off the bottom and the vessel’s hull is completely floating
in the water.

Jacking Down: The vessel is in the process of lifting the legs and the pads off of the bottom
and bringing the hull down into the water.

Jacked Up: The vessel pads are on the bottom and the vessel is lifted by its legs with the
vessel’s hull partially or entirely out of the water.

Jacking Up: The vessel is in the process of being jacked up.

Level Alarm: A distinct alarm that sounds to indicate an out-of-level condition or uneven leg
sinkage in the vessel's elevated condition.

Liftboat: An OSV with movable legs capable of raising its hull above the surface of the sea.

Operations Manual: All liftboats should have an approved operations manual, which at a
minimum should include those items required in 46 CFR 134.170.

SafetyNET: The system used on INMARSAT equipment to receive marine safety
information for navigational areas other than in Sea Area 4.

Sea Areas: Areas of operation for GMDSS.

Severe Thunderstorm Warning: This is issued by the National Weather Service Forecast
Office when a thunderstorm can produce hail one inch or larger in diameter and/or winds equal
or exceeding 58 miles an hour. Severe thunderstorms can also produce tornadoes.

Small Craft Advisory: Thresholds governing the issuance of small craft advisories are
specific to geographic areas, however, most advisories are generally posted for sustained winds
or frequent gusts ranging anywhere between 20-33 knot winds and 5-7 foot seas or higher. Note:
There is no precise definition of a small craft. Any vessel that may be adversely affected by
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Small Craft Advisory criteria should be considered a small craft. Other considerations include
the experience of the vessel operator, and the type, overall size, and sea worthiness of the vessel.
Soft Tag: The vessel’s pads are on the bottom and the vessel is jacked up on its legs with

vessel’s hull still in the water.

Special Marine Warning: A warning product issued by the NWS Forecast Office for
potentially hazardous weather conditions usually of short duration (up to 2 hours) producing
sustained marine thunderstorm winds or associated gusts of 34 knots or greater; and/or hail 3/4
inch or more in diameter; and/or waterspouts affecting areas included in a Coastal Waters
Forecast, a Nearshore Marine Forecast, or an Great Lakes Open Lakes Forecast that is not
adequately covered by existing marine warnings. Also used for short duration mesoscale events
such as a strong cold front, gravity wave, squall line, etc., lasting less than 2 hours and producing
winds or gusts of 34 knots or greater.

Wake Low: An area of low pressure that can form behind (in the wake of) and area of
stratiform rain, and can be associated with very high winds.

Wet Leg: This is the scenario where water enters the leg column through a crack in the leg,
which creates an unwanted situation which drastically alters the vessels stability. However, there
are rare occasions where some legs are designed to be wet.
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6. Vessel Involved in the Incident

Figure 1: Photograph of SEACOR POWER departing Port Fourchon on April 13, 2021

Official Name: SEACOR POWER
Identification Number: 1115290
Flag: United States

Vessel Class/Type/Sub-Type

Offshore / Offshore Supply Vessel / General
Inspected under 46 CFR Subchapter L

Build Year: 2000
Gross Tonnage: 2,276 GT
Length: 166.5 ft (hull) / 234.0 ft (overall)
Beam/Width: 103.0 ft (hull) / 120.0 ft (overall)
This number is incorrect: 129.0 ft
Draft/Depth: 9.75 ft (Load Line) / 13.0 ft
Main/Primary Propulsion: Four Caterpillar 3508B Engines
Owner: Falcon Global Offshore I LLC
5005 Railroad Avenue
Morgan City, Louisiana 70380
United States
Operator: Seacor Marine LL.C

5005 Railroad Ave
Morgan City, Louisiana 70380
United States

Table 1: Vessel Particulars




LIFTBOAT SEACOR POWER - MARINE BOARD'S REPORT 16732

June 9, 2022
7. Personnel Involved in the Incident
Relationship to Vessel Sex Age Status
Master Male 63 Deceased
First Mate Male Survivor
Night Captain Male I Survivor/Injured
Chief Engineer Male 55 Missing/Presumed Deceased
Assistant Chief Engineer Male 36 Deceased
A/B1 Male . Survivor/Injured
A/B2 Male 37 Missing/Presumed Deceased
A/B3 Male 55 Deceased
Cook 1 (O/S) Male 53 Deceased
Cook 2 (O/S) Male 69 Deceased
Galley Hand (O/S) Male 62 Missing/Presumed Deceased
Company Man Male . Survivor
Cardinal Worker 1 Male 30 Missing/Presumed Deceased
Cardinal Worker 2 Male . Survivor
Cardinal Worker 3 Male 35 Missing/Presumed Deceased
Cardinal Worker 4 Male . Survivor
Fugro Worker 1 Male 26 Missing/Presumed Deceased
Fugro Worker 2 Male 31 Deceased
Major Equipment Worker Male 45 Missing/Presumed Deceased

Table 2: Personnel Involved in the Incident

8. Findings of Fact
8.1 The Incident

8.1.1. In April of 2021, SEACOR POWER was on charter to Talos. On the morning of April
13™, the vessel was located at the Bollinger North dock in the Floatation Canal in Port
Fourchon, LA. The vessel was in port conducting a crew change and loading equipment
for a new job located in Main Pass Block Number 138.

8.1.2. SEACOR POWER was not tied to the dock; the vessel’s three legs were resting on the
bottom and the hull was lifted slightly out of the water, with a gangway extending from
the bow of the vessel to the dock.

Figure 2: Cropped Image of SEACOR POWER at Bollinger North Dock on April 13, 2021
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At approximately 0600, a relief crew boarded SEACOR POWER in order to conduct a
crew change. The Master, First Mate and Chief Engineer met with their counterparts to
receive updates on the status of the vessel and the vessel’s operations. Shortly after the
relief crew arrived, the offgoing crew departed the vessel. According to the email reports
sent to Seacor that morning and that afternoon, A/B 2, Cook 1 and the Galley Hand
remained on the vessel and did not change out on April 13%.!

At 0630 the Master held a meeting on the messdeck with the crew. During this meeting,
the Master provided an orientation for the crew. The First Mate and the Night Captain
stated that the orientation covered crane safety, drills, abandon ship procedures, muster
and liferaft locations, and lifejackets. The Company Man stated that the orientation
lasted 15-20 minutes and covered crane safety, prohibited areas, muster locations, and
lifejackets. Cardinal Worker 2 stated that it was a general orientation that covered
prohibited areas and coronavirus (COVID-19) procedures. Cardinal Worker 4 stated that
the orientation included a Job Safety Analysis, as well as topics related to crane safety,
not going on deck while underway, and muster areas.

Around 0650, Cardinal Worker 4 was moving his belongings to his stateroom, when he
tripped on a watertight door combing and injured his shin. He reported the incident to the
Master and the Company Man, and he filled out an incident report. Cardinal Worker 4
received basic first aid treatment and stated that he could remain on the vessel. The First
Mate completed an incident investigation and finished the incident report.> At 0806, the
Master emailed the incident report to a Seacor distribution list used for vessel incidents.?

Between 0700 and 1200, the crew loaded approximately 10 truckloads of cargo on the
main deck of SEACOR POWER. Cargo manifests from Cardinal, Fugro, Supreme
Service & Specialty Co., Wellbore Fishing & Rental Tools, Major Equipment, and River
Rentals indicate a total weight of 97.1 long tons of cargo.* An Able Body Seaman (A/B)
used a SEACOR POWER crane to move each item from the Bollinger Dock onto the
vessel. As each item was loaded, the A/B decided where to place each item on deck and
measured the weight with the crane’s load cell. The A/B reported the weight of each
item by radio, and the other A/Bs, and at times the First Mate, recorded the weight and
location of the cargo loads (the recorded weights and locations were lost in the casualty).
Cardinal, Fugro, and Major Equipment personnel assisted with the cargo. The cargo was
not secured to the deck of the vessel.

At 0702, the Seacor Dispatcher emailed a weather forecast to the vessel. The weather
forecast predicted “moderate choppy seas” for the morning of April 13, with east-
southeast winds from 10-14 knots. The forecast also predicted “light SE winds with a
slight chop” and “winds SE 9 to 12 knots” for the afternoon.’

! Exhibits 137 & 140
2 Exhibit 102

3 Exhibit 101

4 Exhibits 24-30

5 Exhibit 138
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Figure 3: Weather Forecast send on 13 Apr 2021 by Seacor Dispatcher

The Seacor Operations Manager spoke with the Master of SEACOR POWER at
approximately 0846 and 1033 on the morning of April 13", The Master stated that things
were going well. During the 0846 call, they discussed the weather for the mid-point of
the vessel’s planned trackline between Port Fourchon and Main Pass 138. The forecast
for that area was three to four foot seas and 15 to 20 knot winds.

At 1208 and 1427, the National Weather Service in New Orleans issued Special Marine
Warnings for Barataria Bay (northeast of Port Fourchon). These warnings did not apply
to SEACOR POWER’s location or planned trackline.

Around 1210, the Master and the First Mate met in the Master’s office. The two
discussed the weather report that was provided by Seacor that morning. The First Mate
recalled that the weather report predicted 2-4 foot seas and 10-15 knot winds.

At 1215, the First Mate made an announcement over SEACOR POWER’s public address
system, which the crew referred to as the GAI-Tronics. The First Mate stated that all
personnel must remain inside while the liftboat is jacking down (moving the legs up,
picking the pads off the bottom, and bringing the hull down into the water) and while the
vessel is underway.

12
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SEACOR POWER’s on-watch (on tower) crew, including the Master, the First Mate,
A/B 1, A/B 2, and the Chief Engineer, held a short voyage risk assessment meeting on
the bridge prior to getting underway.®

At 1217, the First Mate picked up SEACOR POWER’s legs, lowering the hull into the
water, and the vessel departed Bollinger Dock with 19 individuals aboard. Many of the
off-duty crew and contractors went to take naps in their staterooms. A/B 1 reported that
Cook 1 was on duty at that time.

Also at 1217, the Master sent an email to Seacor indicating the vessel was jacking down
in Port Fourchon and heading to Main Pass 138 with estimated time of arrival at roughly
20-22 hours.’

Figure 4: Departure Email from SEACOR POWER Master to Seacor at 1217

At 1223 and 1329, the National Weather Service in New Orleans issued Special Marine
Warnings for Lake Pontchartrain and Lake Maurepas (north of Port Fourchon). These
warnings did not apply to SEACOR POWER’s location or planned trackline.

The Liftboat ROCKFISH was located on the west side of the Bay Marchand field in
Block 2. At approximately 1340, the ROCKFISH Master jacked down (moved the legs
up, picked the pads off the bottom, and brought the hull down and into the water) and
began a two-mile transit from Bay Marchand Block 2 to a fixed platform located in South
Timbalier Block 24. The fixed platform was nicknamed “Sugar Dog.”

6 Exhibit 235
7 Exhibit 139
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