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SELF ASSESSMENT OF

SHIP’S CONDITION

Most of our repair efforts to keep ships mission reliable, depends on knowledge of the ships capability / condition and recognition that a maintenance or repair action is required. The engineering community goes to great lengths to determine what to assess and how to perform maintenance actions. Their goal is to ensure that you can achieve the best understanding at the least possible cost in time and material. This guidance is developed from experience, fleet personnel input and in many cases, from analyzed data. The results are fair to good and depend on ships participation and routine accomplishment.

The most important link for assessment is through Ship’s Force and their daily operation and observation of systems and components on board. PMS is written to direct a ship’s action with the general knowledge of the collective shore based engineers and selected senior enlisted personnel that routinely review these documents. But deck plate action is where the documentation is put to use and the required actions are performed.

So there is a system in place to guide you through the operations, periodic maintenance and development of repairs. Note: The COMNAVSURFLANT Headquarters managed HMERA is no longer in existence, limiting off ship assistance for assessments.
We are currently operating in a time and money constrained environment, placing great emphasis on the judgment of individuals to determine what will be repaired and what will be just maintained.
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Even periodic maintenance to ensure reliability is stretched. Our only recourse to the current reality is diligence by Ship’s Force to understand when systems are operating as designed and to ask for technical assistance when they are not. Note that these comments do not just apply to machinery, but also to distributed systems such as electrical power, fluids and ships structures.

We have a tendency to react to system failures that exhibit immediate affects on the operation of the ship, no surprise here, but system failures that are slow to degrade do not receive the attention warranted. Corrosion, as you may suspect is the major issue. As a Force, we need to be more in tune with this type of degrading issue that can affect ships reliability and safety but may not be the immediate problem of the day.

Our maintenance budgets will not give us the luxury to repair all items all the time, so it is incumbent to assess conditions onboard with knowledge of affects of failure. The maintenance team must be assisted by Ship’s Force to ensure conditions are well understood. The ship is designed to withstand many severe conditions presented by Mother Nature and our advisories. But allowing many types of onboard degradations, compromise the ability to safely meet all challenges.

In this issue of the COMNAVSURFOR N43 Engineering and Maintenance News Bulletin, we address ships self assessments as we discuss many technical topics. Senior shipboard leadership must place emphasis on training / education for personnel to understand how to perform assessments and document findings.

CNSF POC is Mr. Ron Leta, N43AD, Surface Force Naval Engineer, DSN 836.3358, Comm. 757.836.3358, E-mail ron.leta@navy.mil.
SWITCHBOARD ELECTRICAL SAFETY
A safety advisory was recently issued by COMNAVSAFECEN regarding work involving electrical switchboards. The advisory was prompted by an incident that occurred on a CVN in which four personnel were hospitalized due to injuries received after being shocked by a stray arc flash. The four workers were conducting maintenance on the ship’s high voltage shore power switchboard and were investigating stray voltage. There was an unknown 4,160V line that was not identified that energized the switchboard, causing an arc flash.

An arc flash is a release of energy caused by an electrical arc due to either a phase to ground or phase to phase fault. Some common causes of arc flashes onboard ships are dropped tools, accidental contact with electrical systems, build-up of conductive dust, corrosion, and improper work procedures. The energy released by these arc flashes can cause serious injury or even death to those exposed to them.

Just prior to the SAFECEN advisory, NAVSEA released a CVN-68 Class aircraft carrier advisory message concerning their high voltage switchboards. The advisory contained valuable information that is useful for all shipboard sailors and workers. Tips were provided to help sailors identify potential dangers that may arise while working on high voltage switchboards. Personnel should ask themselves the following questions before beginning work on high voltage switchboards:
· What is the procedure in place when “stray” voltage is identified?
· Is time critical ORM used?
· Is PPE required when trying to identify the source of “stray” voltage?
After determining the answers to these questions, some best practices that various commands have found helpful are:
· Ensure that lockout / tagout procedures include a zero energy check to confirm their effectiveness.

· Upon completion of wiring work, check for proper voltages, phasing and grounding.

· Always use electrical-rated personal protective equipment when working on energized electrical circuits and equipment.
When performing work on electrical switchboards or other tasks that may involve exposure to electrical hazards, roles and responsibilities must be clearly defined, understood, and reviewed prior to beginning work. Additionally, all personnel must be aware of their responsibility to stop work whenever the safety of the operation is questionable. Avoid deviating from procedures in technical manuals and other electrical standards; this often leads to electrical mishaps.
CNSF POC is LCDR Dave Ellenbecker, N41IH, Force Industrial Hygiene Officer, DSN 836.3079, Comm. 757.836.3079, Fax 757.836.3274 E-mail david.ellenbecker@navy.mil.
SHIPBOARD QA INSPECTIONS

There are various types of ship QA inspections like self-audits, surveillances and evaluations that are all designed to identify deficiencies. As deficiencies are identified, they should be immediately appraised and a plan of corrective action initiated. As defined in the Joint Fleet Maintenance Manual (JFMM) Volume V, Part I, Chapter 9, “Audits are an internal systematic comparison of records and requirements…” which can be done by ship’s force. “Assessments are an external programmatic review of processes…” done by outside activities. Other internal functions defined in JFMM Volume V, Part 1, Chapter 9 include “Surveillance involves observations of actual work in progress or specific areas of concern” and “Evaluations provide the Commanding Officer with an internal review of the overall adequacy and effectiveness of the QA program”.

As part of the internal oversight process, the ships QA Officer will schedule QA surveillances focused on in-process controlled work or any corrective maintenance on a regular basis. Surveillance discrepancies are documented on the QA 14 Surveillance / Monitoring / Audit Discrepancy Record. An aggressive corrective action schedule must be undertaken to remedy problem areas and accurately tracked until re-inspected for conformance whether it be routine or prior to an outside inspection.

Another internal oversight, the ships QAO is required to evaluate the overall adequacy and effectiveness of the QA program, annually. This evaluation should include results of the surveillance program highlighting corrective actions and areas that require additional monitoring. It should also include data from recent ISIC assessments on your ship and corrective actions taken. This report must be discussed with the CO, Engineer Officer, others to identify any follow on actions and improvements.

It is strongly recommended that the ship’s QAO be proactive by conducting internal audits on areas typically assessed by the ISIC (JFMM Volume V Part I Para 9.3.4) prior to the ISIC assessment. Self audits, particularly in controlled work packages, departures from specification, surveillances, QA training and QA records would serve to identify deficiencies and needed actions. Planned correctly, there should be time for appropriate corrective action prior to an ISIC review.

Ship QA personnel are encouraged to continue their efforts in building more effective QA programs by implementing correct oversight procedures. Be ready for ISIC inspections, have internal inspection results ready. Keep in mind ISICs have a big job in oversight responsibilities of their ships.

CNSL POC is Mr. Ron Reeves, C434C2, DSN 836.3497, Comm. 757.836.3497, E-mail Ronald.reeves1.ctr@navy.mil.
UNDERSTAND AND MONITOR
YOUR DFS PROGRAM

Overdue / expired Departures from Specifications (DFS) need increased command attention. As of 01 Dec 2006, there were 40 overdue / expired DFS in the data base. Several factors apply when determining DFS approval; risk assessment, by far, the biggest factor. When a repair / testing or evaluation / testing date is determined, the DFS must not be allowed to expire without a review of the technical attributes. If a DFS extension is necessary, submit an extension request before the expiration date. Our goal is to make correct technical decisions, incurring minimal risk that will not endanger crew or equipment. The review process takes into account the schedule of operations and the next opportunity for industrial assistance.

Note: To facilitate prompt turn around you must include COMNAVSURFLANT Norfolk VA in the “to” line of your DFS message.

Submitting a DFS and asking for same day approval is a “non starter” except in extreme cases usually associated with CASREP's. Many departures arrive in message traffic after normal working hours on a Friday asking for approval by Monday. For the appropriate technical review to take place, a zero day turn around is not feasible. Requesting a one day turn around on “out of spec” conditions that have been known for weeks or sometimes months, indicates inadequate oversight of your program. It is not a cause for a rushed technical decision. If you are scheduled for inspectors onboard, pre- plan. Afloat Training Group will tell you to submit departures for many degraded conditions, so take heed, inspect for these conditions and submit the DFS at least two weeks prior. If you have questions on whether a departure is necessary, consult the JFMM Volume V, Part I, Chapter 8 and / or contact the POCs below; we are here to help.
Departing for missed PMS is problematic. Many PMS requirements, especially in the Damage Control world are tied to federal regulations; any such departures will have to be reviewed by NAVSSES Philadelphia and the technical warrant holder so prepare for a longer lead time. Where possible, plan ahead.  

Helpful hints to improve your DFS program:

· Periodically review your DFS status by visiting the following website: www.spear.navy.mil/mil/dfs or https:/www.surfor.navy.mil/engineering/dfs/default.aspx. 
· Verify shipboard DFS records against the website. If they don’t match, give us a call.
· Track all active temporary DFS on the Eight O’clock Report, and keep all copies of active departures.

· Conduct annual QA training.
Other areas in the QA program identified during shipboard assessments that need more attention:

· Audits / surveillances not conducted 

· Welder / Brazer qualifications not being maintained

· Parts / material stored in spaces without identification

Any of these deficiencies could lead to substantial material degradation or serious personal injury.

If you are in doubt on how the DFS process works, contact POCs below. We are here to support you in the fleet. Till next time, Sail Safe.

CNSF POCs are HTC(SW) Dan Cleveland, N43A44 DSN 836.3391, Comm. 757 836.3391, E-mail Daniel.a.cleveland@navy.mil and EMC(SW) Don Theverapperuma, N43A12, DSN 836.3381, Comm. 757 836.3381, E-mail don.theverapperuma@navy.mil.

JFMM CHANGE TO

GAS FREE ENGINEERING POLICY

Advance Change Notice ACN 6-2 to the JFMM and accompanying data call were transmitted under naval message COMNAVSURFOR 280324Z Nov 2006, quoted in it’s entirety on pages 23/24, significantly changed ship’s force authority to perform Gas Free Engineering (GFE) while inport. The ACN specifically changes JFMM Volume IV Chapter 25 Table 25-1 Note 5. This note is applicable when ships are pierside not in a Naval Maritime Facility (NMF). An example of pierside in an NMF is a Naval Shipyard, Ship Repair Facility, or Regional Maintenance Center pier or drydock.  Examples of pierside not in an NMF are Naval Station piers, US or foreign port visits.

The ACN, instructs ships to contact the local RMC for the conduct of GFE services when pierside not in an NMF. If the RMC can not support the request, S/F may perform GFE utilizing NSTM 074. However, the ACN states that when inport not in an NMF “…SHIPS MAY NOT PERFORM GFE FOR CONFINED SPACES OR INSTALLED PIPING SYSTEMS THAT CONTAIN FLAMMABLE OR TOXIC FLUIDS OR GASES.” The ACN also states when inport not in an NMF “A SHIP OR SUBMARINE GFE SHALL NOT, UNDER ANY CIRCUMSTANCES, PROVIDE GFE SERVICES TO ANY PERSONNEL OTHER THAN THOSE ASSIGNED TO OWN SHIP’S FORCE.”  Issues interpreting the ACN or feedback should be addressed to the CNSF Damage Control Officer (POC below).

CNSF POC is LCDR Rob Saunders, N43A42, DSN 557.3511, Comm. 619.437.3511, E-mail Robert.t.saunders@navy.mil.
SELF ASSESSMENT OF
WATERTIGHT DOORS (WTDs)
PMS 1671/008 and NSTM Chapter 600 are applicable references for maintenance and repair of watertight doors. Watertight door MACHALT identification can be difficult at times. Currently there are three MACHALTS referenced in PMS that need to be correctly identified allowing maintenance personnel to conduct the correct procedures. Numerous vendors and maintenance facilities have conducted the MACHALT installations and have provided the ship a copy of all modified doors. Through time, these records have been misplaced or discarded. The consequences of MACHALT misidentification and incorrect maintenance are serious and will render the door internal working components ineffective. It is highly recommended that shipboard senior damage control leadership identify all doors and label accordingly. The following is a quick visual reference guide for Quick Acting Door MACHALT identification.
MACHALT 167-31004 (ECP 444) removes the iolite bronze flanged and straight bushings, jam nuts, helical springs, and MIL-R-900 gaskets and installs self locking nuts, thrust washer, self lubricated flange and straight bushings, CRES spring and silicone rubber gaskets. Packing material will not be required if this MACHALT is installed.

Side by side figures show the differences between a door without (fig 1) and a door with (fig 2) MACHALT (ECP 444) installed. Note the most significant visual indication that the MACHALT is not installed is the 2 Jam nuts on the Spindle. Also note that stick packing is no longer required due to the nylon plug insert.
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MACHALT 167-31010 (ECP 526) removes existing iolite bronze flanged and straight bushings, packing plungers, jam nuts, helical springs, and bushing components installed by the previous listed MACHALT 167-31004 (ECP 444) on exterior or well deck doors, and installs sintered bronze bushings impregnated with EDC 1270 EPL, O-rings, T-seals, CRES helical springs, set screw plugs for packing plunger holes, CRES paint shields, and EDC 1270 EPL grease in the void space within the spindle sleeves. MACHALT 167-31010 (ECP 526) is not applicable to steel doors equipped with CRES spindle sleeves and solid undrilled spindles. Note the most significant visual indication is the Self Locking nut and paint shield for MACHALT 167-31010 (ECP 526).
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MACHALT 167-31011 (ECP 538) replaces brass hinge components and installs CRES hinge pins, yokes and self lubricated bushings.  Visual indications are the silver colored pins, yokes, bushings and the tapered hinge pin is drilled at the bottom to accept a cotter pin.  Some non-MACHALTED hinge pins are drilled for a cotter pin as well but are not tapered.
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The following figures are a quick visual reference guide for Individually Dogged Doors:

Fig. 1 is non-MACHALTED door.

Fig. 2 is MACHALT 167-31004 (ECP 444).

Fig. 3 is MACHALT 167-31010 (ECP 526).

Note the difference between the jam nuts, self locking hex nuts, paint shield, nylon plug and packing plunger.
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CNSF POC is DCCM(SW) Ron Roller, N43A43A, DSN 577.0742, Comm. 619.437.0742, E-mail Ronald.roller@navy.mil.
REMOTE MONITORING

Integrated Condition Assessment System (ICAS) is the Navy’s (ACAT IVM) Program or Record for Condition Based Maintenance. The rapid pace of technology has enabled ICAS to achieve significant strides in the past few years to better serve the Fleet and the entire maintenance community. These improvements include: 
· Integrated Performance Analysis Reports (IPARs)
· Enterprise Performance Analysis Reports (ePARs)
· Maintenance Engineering Library Server (MELS 5.0)
· Remote Monitoring Utility (RMU)
Guiding policy has been established by naval message COMNAVSURFOR 031546Z Mar 06 and processes have been created by the Regional Maintenance Centers (RMCs) using these improvements for Remote Monitoring (RM) and Distance Support.

As stated in COMNAVSURFOR monthly ICAS update E-mails to ICAS ships, “The future for ships operational readiness depends more on Distant Support from the shore based technical organizations. Fleet Forces Command promulgated correspondence establishing Distance Support philosophy as the first line of assistance to our ships. In the term Distant Support, you must read Integrated Condition Assessment System (ICAS), as one of the technologies that enable many sound decisions and risk assessments to be made off ship. ICAS has become one of the ships major links for information transfer and must be utilized to the fullest extent possible.”
Earlier versions of ICAS policy required ships to send in ICAS data via various means. This data was warehoused in the MELS server, but the infrastructure did not exist for data review. Technological advancements in data collection, transmission and review processes associated with ICAS have resulted in four COMNAVSURFOR ICAS policy messages since 2000. These policy messages have changed data submission and data usage requirements. The bottom line: ICAS data improves shore side support to ships, improving ship reliability / readiness.

One innovative change was the development of the IPAR. Although ships receive IPAR reports and see them as the final product, the maintenance community sees IPARs more as a pro-cess than a report. IPAR is a process involving ICAS collected and transmitted data, MELS, RMCs, and DS. We use ICAS provided data, known algorithms and Subject Matter Expert (SME) review / evaluation to generate IPAR reports back to ships. The resulting IPAR report provides ships with health / wellness status of monitored equipment, and makes recommendation for corrective maintenance actions if warranted.
One eye opening story was a CG 47 Class ship. Using ICAS data we saw a high Compressor Discharge Pressure (CDP) problem leading to a potential stall. That problem was corrected and follow-up ICAS data validated maintenance action. Now playing “Monday morning quarterback” and looking back (post deployment) we saw the line creeping back up towards a stall condition, no one reviewed that data, and the engine stalled resulting in a $725,000 engine replacement. The first correction resulted in 10,000 additional operational hours on that engine. We’ll never know what the second correction would have done. We had a tool capturing data, but no process or infrastructure for data review; a missed opportunity. The IPAR proved to be the missing link. Today’s IPAR process has the local RMC’s SMEs reviewing this data. Ship’s data is pumped through algorithms that create the “stop light” (red, yellow, green) charts. The existing process requires SMEs review all yellow (CAUTION) and red (UNSAT) cells and recommend corrective maintenance actions.

ICAS / IPAR success; a GTG SME, reviewing ICAS data submitted by a DDG, noticed that data reflected GTG Hi Vibe during cold starts. ICAS in conjunction with the GTG’s Full Authority Digital Command (FADC) data revealed transient vibration spikes that were later determined to be the result of blade wear / fatigue. Blade problems would have eventually resulted in catastrophic engine failure. This Hi Vibe during Cold Start was not part of the GTG’s original IPAR. This anomaly had been noticed / discovered week’s earlier on another DDG. The result was an improve IPAR with new algorithms, applicable to all DDG Class GTGs. In the past two years, this “targeted maintenance” has uncovered twenty-four (24) GTGs Navy wide with similar symptoms / pending problems. Early identification of these potential problems results in engine replacement prior to catastrophic damage. Net result; ships were able to schedule GTG change outs and maintain mission readiness, and depot facility repair cost / turn around time were reduced.

Where IPARs are ship specific, ePARs are across the entire naval enterprise. No longer bound by hull number we can look at all the Gas Turbines in the Fleet identifying trends by class, equipment or enterprise problems. This global review enables the identification of fleet wide problems and appropriate resolution and / or system improvements.

Another innovative change was the development of RMU software. The RMU provides a seamless method for ICAS data collection and transmission off ship to MELS for engineering evaluation. The RMU module is currently installed on most ICAS capable DDGs and sends ICAS data to the D/S NIAPS server every 6 hours. We are now receiving daily data dumps from these ships. RMU has proven so successful that this capability in conjunction with a high security firewall has been developed for other ship classes. We are expecting funding and plan to start installing on CG 47 and FFG 7 Class ships this fiscal year.

Increased data submission in conjunction with years of historical data, has resulted in Terra-Bytes of data being stored in MELS resulting in the need for an improved MELS; MELS 5.0 is that product. MELS 5.0 is more user friendly and supports data mining / analysis across wider range. This serves a purpose for the entire maintenance community (i.e. ISEAs, SMEs, Port Engineers and other technical personnel) where anyone or any activity can access the IPAR (and ePAR) to determine system trends, reliability, and provide guidance for corrective actions.

Future ICAS development / improvements include web-based IPARs and an automated 2-Kilo writer. Web based IPARs are currently being demonstrated on one ship with a near term goal to expand to three DDGs on each coast. The initial web based IPAR provides specific system / equipment feedback, normally within 48 hours of ICAS data being transmitted to MELS. SME comments are not currently included in the web-based version, but SMEs and ISEAs will be available for assistance as required (via tech assist) to support ships.  The web-based version will provide a more timely feedback regarding the health / wellness of monitored shipboard equipment. Ships will see the green, yellow, and red blocks by equipment. Based on ship’s capability, corrective action(s) should be implemented for the yellow and red blocks. If a ship is uncertain of corrective action, they should contact their local RMC.

The automated 2 Kilo writer is near ready for deployment to ICAS equipped ships. Once the automated 2 Kilo writer is deployed, ships will be able to better track work accomplished and work deferred. Identify work candidates beyond ship’s force capability, permitting an explanation for deferment. This tool will better document work effort at all levels ultimately providing a better picture of work force requirements.

ICAS is evolving to better support ships and all levels of maintenance with the end goal to improve ship’s system reliability, operability, and maintainability. Programmatic maturation has proven to many, the usefulness of this system and the purpose it can serve in the U.S. Navy. ICAS, IPARs, RMU and DS are at least one combination that enables remote monitoring for the Fleet. Additional information regarding MELS and ICAS terms / definitions is available at the following sites:
· MELS 5.0, https://mels.navsses.navy.mil. NOTE: If you are involved with or are responsible for ICAS capable ships, it is strongly recommended that you sign up for MELS access, this can be done at the this site.

· ICAS general (definitions, current policy, etc), https://icas.navsses.navy.mil and 

http://www.nko.navy.mil.
CNSF POC is Mr. Al Grills, N43A11, DSN 836.3372, Comm. 757.836.3372, E-mail albert.grills@navy.mil.
DIESEL ENGINE CONTINUOUS
ASSESSMENTS VICE INSPECTIONS

Introduction - LSD 41/49 and LPD-17 class ships condition based maintenance / continuous assessment approach is currently being used on the twelve LSD’s and implementation of this concept is starting on the LPD-17 class ships. Continuous assessment verses inspections reflects best commercial practices and, combined with the new monitoring infrastructure in place on LSD 41/49 and LPD-17 class ship will increase our ability to maintain our critical main propulsion and ship service diesel engines. This approach consists of monitoring diesel equipment with continuous assessment, performing maintenance based on engine condition and performing directed type inspections only when the data dictates that further physical examination of the diesel engine is required. This approach will result in increasing operational efficiency, mean time between failures and reducing diesel engine maintenance costs. A break down of responsibilities for maintaining the continuous based assessment program is contained in this article as well as some new changes concerning diesel engines that will be promulgated in the next revision to the JFMM.

Continuous Assessment Process - In order to adequately assess the condition of the diesel engine, two interrelated processes are occurring:

· Continuous assessment and analysis of data.
· Formal periodic assessment/analysis of equipment including onboard ship documentation.
Continuous assessment and continuous analysis of data focuses on the integration of diesel engine fluid management (lube oil, fuel oil, and jacket water), measured engine performance, assessment, analysis, recommendations, and feedback. Ships force is ensuring diesel engine fluid records are accurate, complete, and posted in SAMMS including shipment of lube oil samples monthly or as required to a commercial lube oil lab (Predict Lab). Engine performance testing / combustion analysis is conducted monthly by using “Doctor” as prescribed by PMS. Ship’s force is using the SAMMS database, a web based application used by Military Sealift Command (MSC), as a repository of all maintenance and repair record information so that engine trends, performance data, and historical information can be established. The data contained in SAMMS is being accessed by the shore support community, providing recommendations to ships force through SAMMS, and ship force is responding to all shore-based assessments and recommendations. Ship’s force is also documenting completion of any shore based recommendations in SAMMS and using this as a tool for receiving feedback from the technical community. NAVSEA Philadelphia is be reviewing L/O samples and posting results in SAMMS as well as sending these results to the ship in the form of an e-mail. Sea Worthy, a support contractor for MSC, is reviewing engine combustion analysis data and posting results and recommendations in SAMMS. Regional Maintenance Center (RMC), Diesel Engine Inspectors (DEIs) and Subject Matter Experts (SMEs) are using SAMMS to prepare for shipboard visits as well as ensuring its appropriate and timely use by ships force. During shipyard availabilities, ship’s force and SME will ensure all repair history is updated in SAMMS. Life Cycle Manager (NAVSEA Philadelphia) will periodically review all SAMMS data, post Diesel Technical Bulletins (similar to the Gas Turbine Bulletins) and make recommendations to the ship through the TYCOM. Additional information on continuous monitoring and background information on this subject is contained in naval message COMNAVSURFOR 121902Z Jun 06 and the March 2006 N43 Engineering and Maintenance News Bulletin.

Continuous assessment process is a team effort requiring close participation and support between all stake holders (Ship’s Force, NAVSEA Philadelphia, Sea Worthy, PEOSHIPS, RMC’s, ISIC, and CNSF) in order for the Navy to reach target goals previously described in the introduction. The actions outlined below define what role each stake holder is responsible for in order to support the LSD 41/49 and LPD-17 continuous assessment process. As this process matures, it will be implemented on other diesel class platforms.

Ship’s Force
· Enter the following data into Shipboard Automated Material Maintenance System (SAMMS):

· Kittiwake log results (shipboard lube oil testing)

· Fuel Oil Log

· Jacket Water Log

· Engine hour data

· Engine repair and maintenance data

· Attach any pictures or data that describes significant maintenance / repair issues.
· Submit L/O samples to commercial lube oil lab (Predict lab).
· Respond to shore-based assessments and recommendations.

· During shipyard availabilities, update all repair history in SAMMS.
· Provide feedback through ISIC on improving SAMMS program.
ISEA
· Enter and update L/O analysis recommendations and trend analysis.
· Enter baseline data of assessment into SAMMS database.
· Monitor the continuous assessment/analysis and formal periodic assessment/analysis process.
· Promulgate Diesel Technical Bulletins as required.
· Periodically review SAMMS data as Life Cycle Manager and make recommendations to ships through the TYCOM.
Sea Worthy

· Analyze engine combustion data and provide repair/maintenance recommendations for Ship’s Force based on this data.

· Ensure SAMMS continues to provide two-way communication and technical support between ship and shore in order to provide timely continuous assessment information to all stakeholders.
PEOSHIPS
· Provide Eight O’clock reports providing an overall health metric of diesel engines and a snap shot of any outstanding actions required from engine combustion analysis, L/O analysis, or any other outstanding actions pending that are contained in the SAMMS database. 

· Coordinate with Sea Worthy so initial SAMMS / Doctor installation occurs and initial / follow on ship’s force training is provided as required.
· Present long term training solution for diesel readiness system.
RMC

· Schedule Formal periodic Assessments / Analysis.  Provide recommendations to TYCOM by naval message

· Maintenance team will schedule diesel repair work based on results of continuous assessments, Current Ships Maintenance Project (CSMP), emergent repairs, and Integrated Class Maintenance Plan (ICMP). 

· DEI’s: Complete appropriate sections of DEI report and post in SAMMS. DEI will also post results of continuous assessments in SAMMS.
· Request permission from CNSF to perform any intrusive inspections that may be required as a result of supportive data (naval message CNSF 081445Z Feb 06 refers).
· Prepare for shipboard visits using SAMMS.
· Periodically check ships that SAMM tool is being utilized by ships force during ship visits. Report discrepancies to TYCOM.
· SME provide technical oversight on all scheduled and emergent work performed by the RMC personnel and contractor as required.
· During shipyard availabilities, SME will ensure all repair history is updated in SAMMS.
ISIC

· Ensure compliance of program by ship.

· Ensure ship has time to execute formal periodic inspection requirements as required.

· Review Eight O’clock reports and work with ships to ensure compliance with these policies.

Formal Periodic Assessment / Analysis of Equipment - In order to sustain diesel engine reliability not only is a continuous assessment of engine health required but formal periodic assessment / analysis of equipment needs to be performed. Every 18 months a formal periodic assessment / analysis of equipment will be performed on the LSD 41/49 and LPD-17 class ships. More guidance on this subject will be contained in the (JFMM) Volume IV Chapter four revisions that should be promulgated early 2007. The 18 month formal periodic assessment is different from the old diesel inspection approach. The 18 month diesel assessment for LSD 41/49 and LPD-17 will include:

· Formal data review of previous 18 months of collected data (the monthly continuous assessment data previously described in continuous assessment process)

· Non intrusive disassembly (i.e. removing covers, borescoping, bearing presses, removing fuel injection components)

· Phase III of traditional diesel inspection (performance testing of engine)

· Based on the above assessment, the DEI will recommend either:

· No further assessment is warranted.
· Partial, directed phase II inspection which may include some assessment / inspection related PMS and / or significant disassembly if warranted.

· Recommendation of the above findings will be in the form of a naval message to TYCOM requesting TYCOM approval.

· If recommendation goes beyond 24 months since the last 24 months since the last Formal Periodic Assessment, NAVSEA 05 technical warrant approval will be required.

Condition Based Maintenance - Condition based maintenance is defined as maintenance that is directed by the engines condition. The condition of the engine and what significant maintenance needs to be directed can be determined by evaluating continuous assessment, formal periodic assessment, and shipboard documentation data. Engine condition can be accessed by non-intrusive monitoring and analysis of operating data, supplemented by engine performance data. One of the goals of this approach is to avoid significant disassembly of engine when it is not required. Significant disassembly of engine includes such things as removal of cylinder heads bearings, vertical drive assemblies, etc. Significant assembly does not include removal of covers, use of borescopes, conducting main bearing presses, or removal of fuel injection components. 

To further improve the quality of repairs (prevent rework) and lower the costs of diesel engine work; new and innovate measures are being developed for a 2007 implementation including maintenance standards for LSD 41/47 class ships incorporated into the Master Spec Catalog, establishment of Subject Matter Expert, and specific guidance in the JFMM. The following describes some of these initiatives: 

· Maintenance Standards - NAVSESS has been developing maintenance standards for conducting depot level work on LSD-41/49 MPDE. These maintenance standards will be incorporated into the ICMP and Master Spec Catalog for shipyard work standard items. All maintenance standards have a step-by-step accurate procedure, parts kit listing with stock numbers, and standards list all associated quality assurance check points required for diesel repair success. To further ensure success of quality of diesel work performed in shipyard, a Subject Matter Expert (described below) will be assigned.
· Subject Matter Expert (SME) - An SME will be a technical expert assigned working with DEIs and RMC Maintenance Teams and will be the next step in the waterfront maintenance process on diesel technical issues onboard ships. The SME will provide technical oversight on all scheduled and emergent work performed at the RMC personnel and contractor, as required. The SME will plan work packages and ensure that they include proper repair procedures and are used with appropriate technical documentation related to diesel engine assessment/inspection.
· JFMM Volume IV Chapter 4 Diesel Engines revision due to be released early 2007 incorporates these changes that positively impacting the fleet. Many of these changes have already been mentioned in this article. More information concerning these changes will follow through separate correspondence.

Conclusion - New innovative approaches for continuously monitoring diesels, performing maintenance based on condition, and providing the tools to improve the quality of diesel maintenance and repairs are starting to occur and filter down to the ships and sailors on the deck plates. In order to continue progress on this initiative and reach targeted goals of increasing diesel engine reliability and reduction of maintenance costs, all stakeholders must remain committed for success and ensure feedback of this initiative (good and bad) is forwarded up the chain of command. As a result, this diesel readiness improvement initiative can be continually fine tuned so the best product and results can be achieved.

CNSF POC is CWO4 John Desgrey, N43A23, DSN 577.2500, Comm. 619.437.2500, E-mail john.desgrey@navy.mil
HP AIR COMPRESSOR
AIR INLET FILTERS

If you have recently decided to save a few bucks on replacement air filters for your HP Air Compressors, you might be putting those compressors in jeopardy.
COMNAVSURFOR has been reviewing HP Air Compressor performance. A factor in compressor performance is the quality and durability of the air inlet filters. As recently as 2005, improper air inlet filters have been identified on SURFOR ships and reported within the 3-M system. The cases in point were noted on FFG 7 Class ships but it is probable that this issue exists on other ships.

During the review of PMS coverage, it was noted that MRC Q91C and MRC B8AK specified using white polyester filters rather than brown paper filters. These MRCs also included the following NIINs (compressor models in parenthesis):

· 012402009 - (Model N20NL-7 or 20NL10)

· 003512134 - (Model N30NL-1B, 3, 3E, 4, 4E or N20NL-11, 11A, 11D, 11E and N13, 5NL-4, N20NL12 and 12A)

· 012759183 - (Model 13/20NLC13 or 21)

· 010192126 - (Model 13/20NL13 or 20 or 20NL30)
The MRCs state, “Air filter should be constructed of white polyester material. Brown paper filters are not permitted.” Follow-up with Dresser-Rand confirmed that the use of brown paper filters in humid conditions would result in soaking / breakdown of the filter material, which contaminates the system. Polyester filters do not break down when moistened. The fact that ship’s force accomplishing these MRCs is being cautioned to use the correct polyester filter implies that both paper and polyester filters may be provided by the “supply system.” A request is being made to the ICP to determine what specific filters are being provided under the above NIINs and to see if reported action to purge the improper filters from the stock system has been effective.

Ship’s force should accomplish a one-time check of air inlet filters. If paper air inlet filters are identified, they should be replaced immediately with the proper filters specified in MRC Q91C which is found on MIPs 5515/005-B5, 5515/010-B5, 5515/011-B5 and MRC B8AK which is a part of MRCs 5515/008-15, 5515/009-76 and 5515/020-B5.  Report any instances of paper filters being identified to your chain of command, the supply department and to the POC below.

CNSF POC is LCDR Rob Saunders, N43A42, DSN 577.3511, Comm. 619.437.3511, E-mail robert.p.saunders@navy.mil.
ZONE INSPECTIONS

(FFG-7 and CG-47 Class Hull Structure)
Hull thinning continues to be a significant issue with both FFG-7 and CG-47 Class ships.  Per naval message COMNAVSURFOR 171506Z Aug 06 ALNAVSURFOR, “Periodic Zone Inspections will ensure proper measures are taken to keep machinery, spaces, and equipment operational, and in a satisfactory state of preservation and cleanliness.  As discrepancies are discovered beyond ship’s force capability, those will be documented in a timely fashion and will allow better Maintenance Team prioritization of funding.”
In accordance with naval messages COMNAVSURFOR 150024Z Mar 06 (Inspection of FFG-7 Class Hull Structure) and COMNAVSURFOR 010224Z Aug 06 (Inspection of CG-47 Class Hull Structure), Ship’s force was requested to perform comprehensive internal visual inspections of shell plating, longitudinal stiffeners, transverse frames and bulkheads below the first platform in specified compartments for signs of corrosion, thinning or complete wastage.
In addition to this effort, ship’s force is to continue to perform routine zone inspections of those compartments which are prone to structural problems. These compartments were identified as potential troubled areas on all FFG 7 and CG-47 class ships. While inspections should include these specific areas, the inspection should not be limited to the areas specified but include similar areas within the compartments.  The goal of these inspections is to identify any areas where corrosion exists and to preserve those areas. Immediate action should be taken where metal loss is estimated to approach, or exceed, 25 percent of the original thickness of the shell. Particular emphasis should be placed on visually examining welds for cracks or corrosion. Any corrosion identified should be scheduled for repair (usually surface preparation, priming and painting).
FFG-7 CLASS SHIPS:
3rd Deck

3-84-0-E
Air Conditioning Machinery Room Frames 94-100 Stbd Side Of Shell, Deck To Overhead Fr 95, Port Side, Tank Top

3-113-0-L
Sanitary Space


Frames 113-124, Stbd Side Of Shell, Deck To Overhead

3-140-1-L
CLEANING GEAR LOCKER

3-328-0-A
Storeroom, Supply Dept

Margin plate on Potable Water TANK SHELL Plating

4th Deck

4-48-1-Q
SONAR EQUIPMENT ROOM


Cooler Foundation

Frames 49-55 Stbd Side Of Shell,

4-100-0-E  
APU Machinery Room

Frames 100-101 Stbd Side Of Shell

4-140-0-Q
Laundry


Tank TopS

4-140-1-Q
Laundry


Fuel Tank Tops

WEB FRAMING AND ENTIRE BILGE AREA

4-140-2-A
LAUNDRY STOREROOM

4-140-3-A
Laundry Storeroom


Bilge In Chemical Locker

4-148-1-A
CHT Locker


BILGE

4-152-1-A
Storeroom, Chemical Warfare Defense Equipment Bilge In Chemical Locker
4-160-0-Q
Sewage Collecting Hldg AND Blr Room

Bilge In Sewage Collecting Holding Room

STBD SIDE BETWEEN FORWARD BULKHEAD AND WEB FRAME 164 STRINGER 8-9 STBD SIDE

4-172-1-E
Fire Pump Room Frames 174-180 Stbd Side Of Shell

5th Deck

5-51-0-Q
EDUCTOR ROOM Stringer (1), First AND SECOND Vertical StiffenerS Aft OF Fuel BULKHEAD (51) Shell Plate And Entire Bilge Area
5-180-0-E
Aux Machinery Room No. 1

Frame 180, Port Side, 15'-0" Off Centerline AREA UNDER REEFER COMPRESSOR

5-212-0-E
Aux Machinery Room No. 2 UPPER LEVEL Frames 215-220 Port Side Of Shell, Between L13-L14

5-250-0-E
Engine Room Fr 271-272 Port Side Of Shell, LO Tank Top Fr 250 Port Side Of Shell, Between L9-L12

Fr 258-264 Stbd Side Of Shell, Between L9-L12

5-292-0-E
Aux Machinery Room No. 3

Fr 316-328 Port Side Of Shell, Between L5-L9

Fr 292-328 Port Side Of Shell, Between L1-L3

AREA BENEATH SSDG #4 AND WATER HEATER

5-292-1-w
Waste Storage Tank No. 3

Outboard Margin Plate Inboard Bulkhead

5-308-1-W
Potable Water Tank

Inboard Lower Bilge 16” From Bilge Margin Plate

5-368-0-E
STEERING GEAR ROOM

5-368-01-E
STEERING GEAR ROOM

CG-47 Class Ships:

3RD DECK

3-426-1-E
GENERATOR ROOM NO. 3


STBD, BETWEEN BULKHEAD 426 AND FRAME 440


MARGIN PLATE TO 1ST STRINGER


PORT & STBD STERN TUBE STUFFING BOXES

4TH DECK

4-58-0-Q
DOME EQUIPMENT ROOM


TANK TOP/DECK UNDER COOLING SKID, 


AROUND EDUCTOR PIT, BETWEEN FRAME 76-78 BOTH


PORT & STBD SIDE BETWEEN FRAMES 64-70

4-78-1-A
BOSN STOREROOM


DECK ABOVE SUMP, ENTIRE DECK

5TH DECK

5-34-0-Q
FORWARD EDUCTOR ROOM


ENTIRE SPACE

5-138-0-E
SEWAGE PLANT NO. 1 / FWD PUMP ROOM


STBD SIDE 2ND STRINGER UP FROM MARGIN PLATE FORWARD OF WEB FRAME 146


PORT SIDE 1ST AND 2ND STRINGERS UP FROM MARGIN PLATE AT WEB FRAME 146 APPROX. 4 FT AFT OF BULKHEAD FRAME 138 PIT SWORD PIT

5-174-0-E
MAIN ENGINE ROOM NO. 1


STBD SIDE, LOWER LEVEL  "CONDENSATE CORNER”

2ND, 3RD, 5TH & 6TH STRINGER BETWEEN BULKHEAD


FRAME 220 AND WEB FRAME 212


PORT SIDE BETWEEN WEB FRAMES 204-196, FROM MARGIN PLATE UP TO 4TH STRINGER OUTBOARD OF MAIN ENGINE BLEED AIR PIPING

5-220-0-E
AUXILIARY MACHINERY ROOM


STBD SIDE/UPPER LEVEL FOUNDATION OF A/C PLANT


NO. 1 INBOARD AFT CORNER 


PORT SIDE UPPER LEVEL 2ND STRINGER FROM DECK BETWEEN WEB FRAMES 236-244


OUTBOARD OF CHILL WATER TANKS 1& 2/1ST & 2ND 


STRINGERS UP FROM DECK OUTBOARD OF A/C PLANT # 2

5-260-0-E
AUXILIARY MACHINERY ROOM NO. 2


LOWER LEVEL PORT SIDE AFT, BETWEEN FRAMES


274 TO 292 OUTBOARD OF RETAINING WALL IN THE AREA OF THE SUMP


STBD SIDE TANK TOP UNDERNEATH FIRE PUMP NO. 4

5-300-0-E
MAIN ENGINE ROOM NO. 2


PORT SIDE BETWEEN BULKHEAD FRAME 300 AND WEB FRAME 332


3RD & 4TH STRINGERS UP FROM MARGIN PLATE AFT OF BULKHEAD FRAME 300


LOWER FORWARD STBD CORNER OF FRAME 300-308 AND 316-320, THE TANK TOP AREA UNDER SHAFT

6TH DECK

6-346-0-Q
SHAFT ALLEY / SEWAGE PLANT NO. 3


PORT AND STBD SWASH BULKHEADS AND AROUND BALLAST BLOCKS

6-506-0-E
STEERING GEAR ROOM


BETWEEN FRAMES 515-518 AND STIFFENERS 8 & 9 FROM CENTERLINE


BETWEEN FRAMES 524-527 AND STIFFENERS 4 & 5 FROM CENTERLINE

Per VADM Etnyre, “A successful ship zone inspection program does not exclusively rely on the thoroughness and keen observations of the inspecting officers, it relies more so on active involvement of all levels of the ship’s chain of command. Set high standards, train your sailors on their role in the process, hold them accountable, and stay involved.”
CNSF POCs are Mr. Frank Shay, N43A61, DSN 836.3376, Comm. 757.836.3376, E-mail frank.shay@navy.mil and Mr. Stuart Morgan, N34A71, DSN 577-3256, Comm. 619.437-3256, E-mail stuart.morgan@navy.mil.
MATERIAL ASSESSMENTS AND
MAINTENANCE UNIVERSITY

The ability to effectively and efficiently self-assess maintenance and material readiness cannot be stressed enough. Who knows a ship better than the sailors who live, work, and operate the equipment daily? As ships gain more specialized operators, it is important to remember the maintenance responsibilities associated with being an operator. These checks are a significant part of effective self-assessment.
Operator responsibilities include but are not limited to equipment start-up checks, fluid level checks and topping-off, clean-up and various system and equipment operational checks. With today’s automated maintenance management system, it is not only important to accomplish these actions, they must be correctly documented.

Without a clear understanding of what it means to be within or out of specifications, a gradual degradation of the specifications to operate equipment and systems can sometimes go unnoticed because of the familiarity and thought that is alright because it has “always” been that way. This can result in big problems.

To nip this potentially deadly problem in the bud, the Surface Force has developed an assessment program that requires blending of multiple assessment methodologies that are managed by the each ship’s CO lead Maintenance Management Team.

Why should you care about assessments? Because work candidates developed from assessment results are the primary source for developing job specifications that are used to repair and modernize your ship during CMAV’s.

Maintenance University position level based maintenance management briefs provides details about the Surface Force assessment process. The briefs provide functional level requirements including the management of assessments called out in PMS, assessments that are maintained in the ICMP and appear on the ship’s Master (Shore) CSMP file, Zone Inspections, and other programs and processes. See Sep 06 COMNAVSURFOR N43 Engineering and Maintenance News Bulletin page 16 for additional information.
Maintenance University schedules are located on the web at: 
" 

https://www.spear.navy.mil/MU/Pub/Docs/BriefSchedules.xls



CNSF POCs are CWO3 Kenneth Nigro, N43A21, DSN 577.2272, Comm. 619.437.2272, E-mail Kenneth.Nigro@navy.mil or Mr. Andy LeBoeuf, Comm. 757.631.2243, E-mail andrew_leboeuf@amsec.com.
GAS TURBINE INSPECTIONS

The purpose of a Marine Gas Turbine Inspection (MGTI) is to ensure the engine’s availability during operational requirements by reliable system monitoring and fast reaction fault management. System monitoring involves reviewing engine historical records to ensure preventive maintenance has been performed as scheduled. The records should included engine performance data, documentation of repairs, and ensure all required technical manuals and directives are up to date and available for review. Fast reaction fault means performing PMS as required and knowing when to correct maintenance issues as they occur.

The inspection ensures MGT’s used for propulsion and ship’s service power are maintained under the “n-condition” maintenance concept. Under this concept, engines are removed only for cause as dictated by engine data and internal inspections. Because of the high dollar value of engines, the limited number of replacement engines, and the high cost that will accrue to the Type Commander (TYCOM) and the respective Gas Turbine Program Offices for their premature or unnecessary removal, specific procedures must be followed when a need for possible replacement is recognized.

A major concern for MGT inspector during an inspection is to ensure that safety procedures and policies, and safety related equipment are in place and function properly at the time of the inspection. Safety checks for hazards that pose a risk to personnel, a loss of equipment, and / or create an unsafe working environment are part of MGT and GTG inspection. For example, caution should be taken when personnel enter an enclosed space or poorly ventilated space. The space shall be certified by a qualified Gas Free Engineer (GFE) prior to entering the space. Consult a certified GFE if a space is questionable.

The MGTI is a source of leadership to S/F offering advice on preventive maintenance, engine module space cleanliness, and pre inspection guidance. Also, ensure preparations have been made prior to an inspection. Evaluate engine conditions and identify a plan of corrective action and ensure the plan is followed. Provide technical assistance on maintenance and repair procedures.  Ensure overall MGT and GTG engine cleanliness. Convey your inspection knowledge to the crew.

Reporting inspection results in a clear and concise manner is very important in the overall evaluation and inspection process. Establishing historical performance data will aide in determining failure cause and assist the inspector in determining the correct inspection plan. It is important to keep accurate daily maintenance records noting repair issues, safety concerns, major and minor deficiencies.

The MGTI ensures proper engine operation for operational requirements. Take corrective action when necessary and educate S/F on proper maintenance repair actions. During maintenance actions stress the importance of historical record keeping which is vital to tracking engine performance. Historical documentation can assist in the inspection process and aide the process repair during time of similar engine malfunctions. Always follow proper safety procedures when conducting engine inspections and make sure S/F is knowledge in safety practices.
CNSF POC is Mr. Tony Coulson, N43A31, DSN 836.3357, Comm, 757.836.3357, E-mail Anthony.coulson@navy.mil.
NEW TAG-OUT USERS MANUAL

The Tag-out Users Manual (TUM) Revision 2 (NAVSEA Tech Pub S0400-AD-URM-010/TUM) dated September 2006 has been issued and is effective on or before 1 December 2006.

The TUM is located on the following website:

http://www.submepp.navy.mil/jfmmtum.shtml.
CNSF POC is Mr. Al Grills, N43A11, DSN 836.3372, Comm. 757.836.3372, E-mail albert.grills@navy.mil.

MAIN PROPULSION
BOILER INSPECTIONS

All parts of the boiler shall be carefully examined whenever they are exposed for cleaning, maintenance, or overhauling; and their conditions, as found upon these examinations shall be described in the boiler water chemistry worksheet / log and the engineering log. In addition, boilers are subject to the following periodic inspections (whichever occurs first following the last inspection):

· Planned Maintenance System Periodic Inspections:
· Waterside Periodic inspections are not required for ships of chelant treatment.

· Firesides shall be inspected annually.

· Planned maintenance inspections are conducted by ship’s force in accordance with the PMS.

· Type Commander (Routine) Inspection. Both firesides and watersides shall be inspected every 18 months. To provide scheduling flexibility, this inspection may be performed as early as 12 months or as late as 24 months after the previous inspection. According to OPNAVINST 9221.1, the TYCOM may approve extensions beyond 18 months for ships on extended deployment to permit inspection upon their return. Such extensions shall not result in the inspection interval exceeding 24 months. A certified Steam Generating Plant Inspector (SGPI) shall perform this inspection. If the respective time periods coincide, this inspection can satisfy the steaming-hour inspection requirement. This inspection shall be documented in the Boiler Inspection and Repair Management Information System (BIRMIS).

· Unscheduled Inspection. Boiler watersides and steamsides shall be inspected:

· Prior to further steaming if, as a result of a serious contamination incident, boiler water conductivity is greater than 8,000 micromhos/cm.

· According to other Naval Sea Systems Command (NAVSEA) program requirements.

· Whenever the Engineer Officer considers an inspection necessary.

· Strength and Integrity Inspection. The boiler should be visually inspected periodically from the outside and inside (as accessible) for integrity of welds and nozzle connections. The inspection should be scheduled to coincide with Chief of Naval Operations (CNO) scheduled depot level overhaul / availabilities. To provide scheduling flexibility, the boiler strength and integrity inspection may be performed as early as 48 months or as late as 72 months after the last strength and integrity inspection. Every effort shall be made to conduct this inspection within 60 months of completion of the previous strength and integrity inspection; in no case shall this interval exceed 72 months. This inspection is conducted by a Carderock Division, Naval Surface Warfare Center (NSWCCD-SSES) inspector accompanied by the TYCOM SGPI and the cognizant Naval Shipyard or Supervisor of Shipbuilding, Conversion and Repair (SUPSHIP) inspector. The initial light-off date of boiler, following the Strength and Integrity Inspection, shall be inputted as the “Last 5-yr visual Inspection” in the BIRMIS steaming hour review data.

· Boiler Overhaul Related Inspections. These include Pre-overhaul Test and Inspection (POT&I); Prestart of Overhaul/Availability (PSOI/PSAI), Start of Overhaul/Availability Inspection (SOI/SAI), Industrial Support Visit (ISV), and Completion of Overhaul/Availability Inspection (COI/CAI). These fireside and waterside inspections are conducted by the Carderock Division of the Naval Surface Warfare Center (NSWCCD-SSES) personnel (Code 922) with other cognizant activities whenever boiler overhauls are planned or performed, whether boiler overhaul coincide with ship overhauls or not. These inspections shall be documented in BIRMIS.

Board of Inspection and Survey. Fireside and waterside inspections are conducted by the Board of Inspection and Survey (INSURV). Schedules for these inspections are set by INSURV.

Reporting Inspection Results. All unusual cases of damage or deterioration discovered at any time shall be reported to the TYCOM stating, in detail, the extent of damage sustained, remedies applied, and as far as can be determined, the causes. If considered of sufficient importance, or if technical assistance from NAVSEA is desired, a copy of the correspondence shall be forwarded to NAVSEA and NSWCCD-SSES. Inspectors should refer to the Boiler Inspection Manual for general guidance. These cases shall also be documented in BIRMIS.

CNSF POC is MMC(SW) Rodney White, N43A25, DSN 836.3382. Comm. 757.836.3382, E-mail Rodney.d.white@navy.mil.
2M/MTR/TEST
EQUIPMENT/CALIBRATION
Miniature Microminiature (2M) / Module Test and Repair (MTR) Data Improvement Process

The following 2M MTRTS business rules will assist shipboard 2M technicians in accomplishing maintenance and subsequently increase the accuracy of the quarterly reporting:
· All suspect faulty Circuit Card Assemblies (CCA) / Electronic Modules (EM) are candidates for repair screening.

· Use the NET PRICE (turn-in cost) for NSN supported repairs of CCA / EMs. Don’t claim full prime system price (or full price for DLR).

· One MTR record shall be created per EM / CCA repair attempt.

· Unsuccessful repair attempts shall be closed in MTRTS using either 4 (cancelled) or 6 series (rejected) final action code. The cancelled / rejected reason should be documented in the remarks.

· Repairs for test sets, cables, chassis mounted components, wire repairs, etc. (excluding LRUS): cost avoidance documented (into the MTRTS CCA cost field) will be calculated at $75 per man-hour.

· Beyond economical repair (BER) is defined as total time ($75 per man-hour) plus piece parts equals or exceeds 50 % of the EM / CCA cost. If BER, enter the rejected final action code and close the job in MTRTS.

· No Fault Evident (NFE) CCA / EM cost shall only be claimed if suspect NFE CCA / EM is installed into an operational system and the suspect faulty CCA restores system operation.  Use final action code 3.

· Maintenance action complete, no parts used when NFE has been validated RFI via in-system check. When in-system check is not completed, the CCA has not been validated RFI, select appropriate 4 or 6 series final action code to close the job.

· Do not submit 2M / MTRTS repair actions for maintenance actions, which did not require 2M utilization. Examples include front panel fuses, klystron tube replacement, cranial helmet cords, or replacement of EM / CCAs inside the LRU. Standard deck plate soldering repairs are not considered reportable.

Miniature Microminiature (2M) Piece Part Assistance

NAVUNSEAWARCEN DET FEO Norfolk (MTR ISEA) has established a Fleet Readiness Action Team (FRAT) to assist shipboard 2M work centers in obtaining piece parts required to repair failed CCA / EMS. 2M technicians are encouraged to contact the FRAT by telephone or e-mail for supply assistance anytime when 2M applicable piece parts are not readily available from local supply. Forward e-mail request to: PARTSHELP@NOR.NUWC.NAVY.MIL or call DSN 386.0800 or commercial 757.396.0800 and request the Piece Parts Assistance desk. Please provide the following information by email or have available when making the call:

· NIIN or part number of the failed CCA / EM.

· NIIN or part number of the repair part(s) needed to repair the component.

· If available, the REFDES as to where the part(s) resides on the CCA / EM.

· Outstanding supply requisition number(s) if on order.

Shipboard Instrumentation and System Calibration (SISCAL)

· The Regional Maintenance Center (RMC) SISCAL teams now conduct shipboard SISCALs every 36 months. This was recently changed in response to Fleet Forces Command calibration reduction effort.

· In addition, the latest Calibration Requirements List (CRL) CD-ROM was distributed in December. The calibration reduction effort now has reduced calibration requirements for FFGs, L class ships and MHCs.

· SISCAL Scheduling:
· MIDLANT RMC Norfolk VA / Code N935 Tom Parenteau, 757.445.8824, DSN 565.8824, PARENTEAUTR@NNSY.NAVY.MIL
· SOUTHEAST RMC Mayport FL / Code 910 Tom Todd, 904.270.5434, DSN 960.5434, THOMAS.TODD1.CTR@NAVY.MIL
· SOUTH CENTRAL RMC Ingleside TX Donnie Mims, 361-776-4371, DSN 776-4371, DONNIE.MIMS@NAVY.MIL.
COMNAVSURFOR N601A, SISCAL Program Manager, can assist with SISCAL issues or problems.

Consolidated TMDE Readiness Assessment (CTRA) Program
The CTRA Program in accordance with the JFMM Volume 6, Chapter 9 is a joint fleet program that improves fleet TAMS readiness. The CTRA Program also includes the receipt, staging, and redistribution of fleet excess test equipment and calibration standards.

CTRAs will be conducted on ships during IDTC or Integrated Logistics Overhaul (ILO) Availability (18-24 months). The CTRA process will consist of the following:

· Conduct training: 
· Calibration Coordinator (Combat Systems and Engineering) on TAMS management 
· Automated Information Systems Personal Computer (AISPC).

· Combat systems - conduct onboard prime systems review and test equipment inventory. Remove excess equipment and fill deficiencies from the CTRA Center depending on availability. 

· Engineering – comparison of ‘S’ inventory to the Calibration Requirements List (CRL) and corrected. 

· Updated inventory is submitted to the MEASURE Operational Control Center (MOCC).  The ship is provided the latest MEASURE inventory.

· FTSCLANT / ILO site receives the configuration data and forwards to the Configuration Data Management (CDM). Test equipment inventory data is forwarded to NSWC IHD Earle who generates a new Ship Portable Electronic Test Equipment Requirements List (SPETERL) for the ship after the ILO availability.

CTRA Benefits:
· Ship has configuration data validated and forwarded to the CDM (ILO). Weapons System File data validated.

· Shipboard Portable Electrical / Electronic Test Equipment Requirements List (SPETERL) validated and updated.

· MEASURE inventories are reviewed and corrected by SURFLANT vice ships force.

CNSF POC is Mr. Johnnie Cleveland, N601A, DSN 836.3296, Comm. 757.836.3296, FAX 757.836.3265, E-mail: Johnnie.cleveland@navy.mil.
MAINTAINING ELECTRICAL
DISTRIBUTION SYSTEMS

One of the most frequent and easily correctable discrepancies found during shipboard inspections is the result of downgrading the electrical distribution system (fuse boxes and motor controllers). Because the number of fuse boxes and controllers on a ship is large, prior planning is mandatory for proper maintenance to be successful. Ships personnel should inspect fuse boxes and controllers for the following discrepancies as a part of their daily work list:
· Are fuses pulled from designated circuits without danger tags affixed?

· Is there loose or missing locking nuts or gear drift?

· Are circuits properly labeled for easy identification?

· Is there any bent, twisted, misaligned, or broken fuse clips? 

· Is the interior rusted, corroded, and dirty or have verdigris?

· Are fuses of the correct amperage and voltage installed?

· Are circuits fed from one set of fuses?

· Are fuse clips / ferrules silver plated?

· Are the door hinges broken?

· Are non-silver ferruled fuses installed?

· Are circuits over fused?

· Are controllers with multiple power sources properly labeled?

· Are controllers and remote operating stations properly labeled?

A complete list of engineering checks for specific ship classes can be found on the INSURV web site. (http://www.spawar.navy.mil/fleet/insurv/).
CNSF POC is EMC(SW) Don Theverapperuma, N43A12, DSN 836.3381, Comm. 757.836.3381, E-mail don.theverapperuma@navy.mil.

INDUSTRIAL PLANT EQUIPMENT

MAINTENANCE

(Expectations vs. Inspections)

The old saying is "you don't get what you expect, you get what you inspect". In many cases this is true throughout the Navy and society in general. The practice of assuming that all work assigned is accomplished, done in accordance with approved procedures and appropriately reported is the "expectation". These assumptions can lead us down the road of complacency in that we are automatically assuming maintenance is always performed properly. But the important factor is that the equipment we count on as being fully operational is, in fact, not.
What can we do to ensure our equipment is properly “PMS'd” and maintained? Two words "MAINTENANCE VIGILANCE" (MV). You ensure the maintenance is properly accomplished and reported by checking (this would be the "inspection" part). Some activities routinely do spot checks once a week or month. The MV checks should be accomplished continuously, at least daily until trust (that maintenance will always be accomplished correctly) is achieved and then periodically to ensure complacency is not beginning to set in. In some quarters the procedures just discussed would be "expected" and considered good maintenance management.

All facets of IPE maintenance need to be actively, intrusively managed. When equipment does not meet PMS and / or technical manual standards and repairs are not within Ship's force capability, a 2K needs to be submitted to Current Ship's Maintenance Plan (CSMP). All materials needed for routine maintenance (PMS, etc.) should be immediately available. If this material is not stocked onboard (on Ship's COSAL) or available through the normal supply channels it is usually available from the Original Equipment Manufacturer (OEM) and can be purchased in advance to ensure they are immediately available for routine maintenance.

There's almost always a way to get everything you need to do maintenance. If there is no PMS for your IPE you can do the routine maintenance called for in the equipment technical manual. If you don't have a technical manual, you can usually get one (for a price) from the OEM or contact the POC of this article. We can usually get a technical manual for your equipment through Defense Supply Center Richmond (DSCR). The technical manual should contain the basic information you need to do routine maintenance, including periodicities and procedures for routine maintenance and information needed to obtain the required parts. Keep in mind you need to plan ahead for major evolutions such as deployments to ensure you are fully prepared to do routine maintenance for the duration that your ship is out of CONUS. Getting the items you need may be much more difficult, if not impossible when you are deployed outside of CONUS.

Last, but certainly first to be considered is safety. Primarily, operator safety, but also proper operation of the machine to ensure it also survives the job. Operator safety is accomplished by proper machine guarding, proper machine maintenance and proper operator training. Machine guards are not just for inspections.  They are for protection of the operator and, as such, cannot perform that function if they are only installed during inspections. Ensure operators are aware of the purpose of machine guards and that they are required to be in place at all times, especially when the machine is being operated. A well-maintained machine will run smoothly and hold stock securely. This protects the operator from injury due to machine malfunction. As a reminder, any PMS program should include regular basic structural checks for equipment mounting tightness and other components integral to rotating assemblies to preclude them from accidentally separating from the rotating assembly while in operation and causing injury to personnel in the immediate area.
Finally, proper training of operators will not only protect them but also ensure the machine is operated in accordance with the operation manual. Improper operation of IPE can cause various safety problems. Improperly mounted stock can become loose and fly out of the machine while turning. Attempting to shear a piece of metal stock too thick for the machine can cause machine damage. Dragging down the turning mechanism of a machine by taking an excessive cut or using dull tooling can also damage the machine or ruin the stock leading to rework and need for additional of stock.

As discussed above there are many facets to keeping your shops fully up and operating to maximum capability. Also many maintenance and safety considerations to ensure equipment and personnel can use equipment safely and efficiently. The above information should help you improve the readiness of your ship by efficient use of your IPE and enhance awareness of the key role IPE plays in support of various mission areas of the ship.

The following website has a listing of all past Engineering Maintenance News Bulletins: https://www.spear.navy.mil/mil/n434news/index.html Common Access Card (CAC) may be required for access. Please contact POC below if you have problems accessing the above website.

CNSF POC is Mr. Ed Hall, N43A63C, DSN 836.3218, Comm. 757.836.3218, E-mail ed.hall1.ctr@navy.mil.
Submission of Articles/Comments for the News Bulletin:
For LANT submit articles to Mr. Ron Reeves, N43A46C, DSN 836.3497, Comm. 757.836.3497, E-mail ronald.reeves1.ctr@navy.mil, or FAX 757.836.3258.
For PAC submit articles to Mr. Tim Grant, N43AP, DSN 577.2274, Comm. 619.437.2274, E-mail robert.t.grant@navy.mil, or FAX 619.437.2510.
SUBJ/FLEET GAS FREE ENGINEERING POLICY ACN 6-2 TO JFMM

R 280324Z NOV 06 ZYB PSN 370606I22

FM COMNAVSURFOR SAN DIEGO CA//N43//

TO ALNAVSURFOR

INFO RUCBCLF/COMUSFLTFORCOM NORFOLK VA//N43//RHHMHAA/COMPACFLT PEARL HARBOR HI//N43//RUCOSSA/COMNAVAIRFOR SAN DIEGO CA//N43/N7//RUWFEAA/COMNAVAIRFOR SAN DIEGO CA//N43/N7//RUCOSSA/COMNAVAIRLANT NORFOLK VA//N43/N72//RUWFEAA/COMNAVAIRLANT NORFOLK VA//N43/N72//RHMFIUU/COMNAVSEASYSCOM WASHINGTONDC//05P4//RULSSEA/COMNAVSEASYSCOM WASHINGTON DC//05P4//RHMFIUU/PRESINSURV NORFOLK VA RUWDEAB/COMNAVSURFOR SAN DIEGO CA//N43// BT UNCLAS//N04700//MSGID/GENADMIN/COMNAVSURFOR/2509//

SUBJ/FLEET GAS FREE ENGINEERING POLICY ACN 6-2 TO JFMM// REF/A/DOC/COMUSFLTFORCOM/01MAR2006//

REF/B/GENADMIN/COMUSFLTFORCOM/092030ZNOV2006/-/NOTAL//

NARR/REF A IS THE , CHANGE 4.

REF B IS ACN 6-2 TO THE JFMM.//

POC/SAUNDERS/LCDR/CNSF/-/TEL:(619) 437-3511 /EMAIL:ROBERT.P.SAUNDERS@NAVY.MIL//

RMKS/1. ADVANCE CHANGE NOTICE (ACN) 6-2, REF B, IS QUOTED BELOW. SHIPS ARE TO TAKE REF B FOR ACTION.

2. ADDITIONALLY TO SUPPORT DATA COLLECTION, SHIPS SHALL REPORT TO THE TYCOM POC WHEN GAS FREE SERVICES ARE REQUESTED FROM THE NAVAL MARITIME FACILITY OR RMC. REPORTS SHALL INCLUDE THE OUTCOME OF THE REQUEST, WHO PERFORMED THE GFE SERVICES (NAVY EMPLOYEE, MS/MO CONTRACTOR, MS/MO SUBCONTRACTOR, OR S/F IF NOT AVAILABLE), JSN, ESTIMATED COST, AND THE DETAILS OF THE REQUEST (SPACE/TANK ENTRY, HOT WORK ON A SYSTEM, ETC). EMAIL REPORTS ARE PREFERRED.

QUOTE

R 092030Z NOV 06 PSN 885713S32

FM COMUSFLTFORCOM NORFOLK VA/N43/

TO COMNAVAIRFOR SAN DIEGO CA/N43/

COMNAVAIRFOR SAN DIEGO CA/N43/

COMNAVSUBFOR NORFOLK VA/N43/

COMNAVSURFOR SAN DIEGO CA/N43/

COMNAVSEASYSCOM WASHINGTON DC/04R/05/05P4/RUWDEAA0000 UNCLAS COMNAVSEASYSCOM WASHINGTON DC /04R/05/05P4/COMNAVAIRLANT NORFOLK VA/N43/COMNAVAIRLANT NORFOLK VA/N43/COMNAVSURFLANT NORFOLK VA/N43/COMSUBPAC PEARL HARBOR HI/N43/MIDLANT RMC NORFOLK VA/100/200/MIDLANT RMC DET BAHRAIN MIDLANT RMC DET NAPLES IT SOUTHWEST RMC SAN DIEGO CA/100/200/SOUTHEAST RMC MAYPORT FL/100/200/NAVSHIPREPFAC AND JAPAN RMC YOKOSUKA JA/100/200/ SOUTH CENTRAL RMC INGLESIDE TX/100/200/TRIREFFAC KINGS BAY GA/00/NAVSUBSUPPFAC NEW LONDON CT/00/USS EMORY S LAND USS FRANK CABLE INFO COMUSFLTFORCOM NORFOLK VA/N434/ COMPACFLT PEARL HARBOR HI/N43/COMNAVSAFECEN NORFOLK VA PRESINSURV NORFOLK VA/100/RUWDEAA0000 UNCLAS COMSPAWARSYSCOM SAN DIEGO CA/00/NAVSHIPYD AND IMF PEARL HARBOR HI/100/200/NAVSHIPYD AND IMF PEARL HARBOR HI/100/200/NAVSHIPYD NORFOLK VA/100/200/NAVSHIPYD PORTSMOUTH NH/100/200/NAVSHIPYD AND IMF PUGET SOUND WA/100/200/SUPSHIP BATH ME/100/200/SUPSHIP GROTON CT/100/200/SUPSHIP NEWPORT NEWS VA/100/200/NAVSURFWARCEN CARDEROCKDIV BETHESDA MD/SAFETY/NAVSURFWARCENDIV CRANE IN/SAFETY/NAVSURFWARCEN SHIPSYSENGSTA PHILADELPHIA PA/90/81/ NAVUNSEAWARCENDIV NEWPORT RI/SAFETY/NAVSURFWARCENDIV PORT HUENEME CA/SAFETY/SUPSHIP GULF COAST MS/100/200/UNCLAS/N04700/MSGID/GENADMIN/FFC N43/SUBJ/FLEET GAS FREE ENGINEERING POLICY ACN 6-2 TO JFMM/REF/A/DOC/NAVSEA S6470-AA-SAF-010/01SEP1999/REF/B/DOC/NAVSEA S9086-CH-STM-030/ 15JUL2003/CH-074V3R4/REF/C/DOC/COMUSFLTFORCOMINST 4790.3/01MAR2006/NARR/REF A IS NAVSEA GAS FREE ENGINEERING MANUAL. REF B IS NSTM 074 VOLUME 3, GAS FREE ENGINEERING MANUAL FOR NAVAL SHIPS (AND SUBMARINES) AFLOAT. REF C IS THE , CHANGE 4./POC/DALE HIRSCHMAN/CIV/FFC N43/LOC:NORFOLK/TEL:757-836-3455/ EMAIL:DALE.HIRSCHMAN@NAVY.MIL/POC/MIKE BRESNAN/CIV/CPF N43/LOC:PEARL HARBOR, HI/TEL:808 474-6452/RMKS/1. THIS IS A COORDINATED FFC/CPF MSG.

2. DUE TO OCCURRENCE OF MISHAPS AND NEAR MISHAPS HAVING GAS FREE ENGINEERING PROGRAM RELATED CAUSES, WE EXPEDITED INCLUSION OF GFE POLICY IN CHANGE 4 OF THE  (JFMM) TO HELP MITIGATE POTENTIAL RISK OF PERSONNEL INJURY OR LOSS OF LIFE. SUBSEQUENT TO THAT CHANGE TRANSMITTAL, WE HAVE HAD TIME TO FULLY REVIEW ALL PROGRAM RAMIFICATIONS AND ARE MAKING THE BELOW MODIFICATIONS TO IMPROVE PROGRAM IMPLEMENTATION.

3. MAKE THE FOLLOWING PEN AND INK CHANGE TO VOL IV, CHAP 25 OF REF (C). REPLACE THE EXISTING NOTE 5 OF TABLE 25-1 WITH THE FOLLOWING NEW NOTE: QUOTE IF THERE IS A LOCAL SUPPORTING NMF SHIPS SHOULD OBTAIN GFE SERVICES FROM THE SUPPORTING NMF, IF AVAILABLE. IF NOT AVAILABLE, SHIPS MAY FOLLOW REF (B) REQUIREMENTS FOR ONBOARD GFE SERVICES. HOWEVER, SHIPS MAY NOT PERFORM GFE FOR CONFINED SPACES OR INSTALLED PIPING SYSTEMS THAT CONTAIN FLAMMABLE OR TOXIC FLUIDS OR GASES. SUBMARINES WILL ALWAYS OBTAIN GFE SERVICES FROM THE SUPPORTING NMF UNLESS AN EMERGENCY OR CASUALTY DICTATES OTHERWISE.

A SHIP OR SUBMARINE GFE SHALL NOT, UNDER ANY CIRCUMSTANCES, PROVIDE GFE SERVICES TO ANY PERSONNEL OTHER THAN THOSE ASSIGNED TO OWN SHIP'S FORCE. UNQUOTE.

4. SHIPS ARE DIRECTED TO CONDUCT TRAINING ON GFE IAW REF (A) PARAGRAPH 074-18.7 AND 074-18.9.

5. CONCISE, WRITTEN GFE POLICY IS A CRITICAL INGREDIENT TO ENSURING THE SAFETY OF OUR SAILORS, BUT SUCCESS OF THE GFE PROGRAM AND THE SAFETY OF OUR SAILORS ALSO DEPENDS ON THE ACTIVE AND KNOWLEDGEABLE INVOLVEMENT OF EVERY LEADER AND SUPERVISOR THROUGHOUT THE CHAIN OF COMMAND. OUR PEOPLE ARE OUR MOST VALUABLE RESOURCE. WE MUST STAY INFORMED AND ACTIVELY ENSURE THEY OBEY THE CRITICAL GFE RULES TO KEEP THEM SAFE.

UNQOUTE//

BT

COMNAVSURFOR N43A SHIP SYSTEMS

ENGINEERING PHONE LISTING

LANT Fax 757.836.3258 or DSN 836.3258

PAC Fax 619.437.2510 or DSN 577.2510

CODE

NAME


RESPONSIBILITY


COMM


DSN
N43AD
RON LETA

FORCE ENGINEER


757.836.3358


836.3358

N43AP

TIM GRANT

FORCE READINESS


619.437.2274

577.2274

N43A11
AL GRILLS

ELECTRICAL ENGINEER

757.836.3372


836.3372

N43A12
EMC THEVERAPPERUMA ELECTRICAL TECH

757.836.3381


836.3381

N43A21
CWO3 NIGRO 
 PROPULSION


619.437.2272

577.2272

N43A22
LT DOBBS

PROPULSION / STEAM / DIESEL
757.836.3373

836.3373
N43A23
CWO4 DESGREY
PROPULSION / DIESEL

619.437.2500

577.2500

N43A23C
TOM HEKMAN
DIESEL CONTRACT ASSISTANT
619.437.3237

577.3237

N43A23P
RICH CACCESE
PROPULSION / DIESEL

619.921.8639

N43A24
LCDR DUGIE

PROPULSION / GAS TURBINE
619.437.2273

577.2273

N43A25
VACANT

PROPULSION / STEAM TECH
757.836.3382


836.3382

N43A31
TONY COULSON
AUX / MECHANICAL ENGINEER
757.836.3357


836.3357

N43A41
VACANT

FORCE DC OFFICER

757.836.3371


836.3371

N43A42
LCDR SAUNDERS
DC OFFICER / INSURV

619.437.3511

577.3511
N43A43
VACANT

DAMAGE CONTROL ASSISTANT
757.836.3373

836.3373

N43A43A
VACANT

DAMAGE CONTROL ASSISTANT
619.437.0742


577.0742

N43A44
HTC CLEVELAND
NDT / DFS LANT


757.836.3391


836.3391

COMNAVSURFOR N43A SHIP SYSTEMS

ENGINEERING PHONE LISTING

LANT Fax 757.836.3258 or DSN 836.3258

PAC Fax 619.437.2510 or DSN 577.2510

CODE

NAME


RESPONSIBILITY


COMM


DSN 

N43A45C
BOB WILLAN

DFS PAC



619.437.3253

577.3253

N43A46C
RON REEVES
QUALITY ASSURANCE / JFMM
757.836.3497


836.3497

N43A47
MM1 SLIGH

DFS ASSISTANT


757.836.3383


836.3383
N43A51
NDCM STORMENT
FORCE MASTER DIVER

619.437.0743

577.0743

N43A61
FRANK SHAY
HULL / MECHANICAL ENGR
757.836.3376


836.3376

N43A63C
ED HALL

IPE




757.836.3218

836.3218
N43A71
STUART MORGAN
ENVR / CORROSION


619.437.3256

577.3256

N43A81
LCDR DUGIE

FLEET INTRODUCTION

619.437.2273

577.2273

N43A91
VACANT

DECK MACHINERY


619.437.3260


577.3260
1

