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ABILITY TO PERFORM MAINTENANCE / REPAIRS AND TO OPERATE

The Navy, and in particular the industrial support base, is changing. Many of the capabilities that supported Ship’s Force are being reformed to meet the needs of our National interests, manning and funding. Along with these changes come enhanced capabilities, made possible by rapid developing technologies in the field of distant support communications and the speed of data transfer. Are you aware of these capabilities?

These developments can and are providing an almost unlimited access to information, technical documentation and real time technical advice for maintenance and repairs. There is someone at the other end of the information pipe that understands your situation onboard that can walk you through to the solution to your engineering problem. But, and there always is a but, you need to be prepared to perform the task at hand. Much of the preparation I am referring to does not come over the communication link.
Being prepared to perform maintenance is the theme throughout this edition of the COMNAVSURFOR N43 Engineering and Maintenance News Bulletin addressed by our staff writers. Preparation requires that you know before beginning a maintenance / repair task, what you are going to do, how you are going to do it, are there inspections and testing requirements to prove results and what are your options if things go wrong. Do you have the proper information that will be your guide to success? This sounds straight forward, easy to achieve and common sense.
IN THIS ISSUE
	ABILITY TO PERFORM MAINTENANCE / REPAIRS AND TO OPERATE
	1

	MAINTENANCE FIGURE OF MERIT
	2

	NAVY FALL PROTECTION PROGRAMS
	3

	SELF CONTAINED BREATHING APPARATUS
	4

	A KEY TO RECEIVING ACCURATE REPAIR WORK
	5

	PCAC5RA AND MATERIAL CONDITION ASSESSMENTS (MCA)
	6

	USING ASSESSMENTS TO DEVELOPMENT GOOD OVERHAUL SPECIFICATIONS
	6

	INSTALLING / TESTING NEW EQUIPMENT
	7

	CRITICAL FLEX HOSE LIFE EXTENSION PROGRAM UPDATE
	9

	SONAR TR-343 STAVE CABLES 101
	9

	WORK CONTROL AND TECHNICAL WORK DOCUMENTS
	10

	AVAILABILITY QUALITY MAINTENANCE PREPARATION
	11

	AVAILABILITY QUALITY MAINTENANCE  EXECUTION
	12

	GAS TURBINE READINESS REVIEW
	13

	LSD 41/49 CLASS DIESEL READINESS SYSTEM
	14

	WELDER / BRAZER PROGRAM REQUIREMENTS
	16

	ROUTINE / PREVENTATIVE INSPECTIONS
	17

	ELECTRICAL DISTRIBUTION, PROPER PPE AND TRAINING
	18

	2M/MTR / TEST EQUIPMENT / CALIBRATION
	20

	CONSOLIDATION OF NAVY WEBSITES
	20

	COMNAVSURFOR N43A PHONE LISTING
	22


But, that word again, when the Chain of Command is pushing for a solution to fix the problem, the schedule is tight, or you are in a real time, tough at sea situation; easy to achieve, and common sense are sometimes, hard to reach.
If your situation is under the gun, or at least some realistic time exists for maintenance / repair performance, you must have the right attitude and knowledge to follow procedures, ensure quality oversight exists and of sufficient capability. The process for utilization of work packages, with guidance details and inspection requirements, will ensure success and a ship mission capable and Ready for Tasking.

All of our training is for operational situations, battle damage conditions and survivability. These are the most important real time conditions we must be prepared to face. Keep in mind, your day to day maintenance and repair actions, how you will address repairs and maintenance when there are pressing issues of time and manpower. You need to develop skills and know what steps must be taken to ensure safe and reliable work can be performed under arduous conditions. This does not mean cutting corners and disregard for the processes that will increase risk. Planning ahead and risk management are “must skills” onboard ship.

It is most important that personnel skills, communications to the appropriate technical source for guidance and knowledge of the logistics trail are understood in advance.

CNSF POC is Mr. Ron Leta, N43AD, Force Naval Engineer, DSN 836.3358, Comm. 757.836.3358, E-mail ron.leta@navy.mil.
MAINTENANCE FIGURE OF MERIT

The concept of the Maintenance Figure of Merit (MFOM) was introduced with the SHIPMAIN maintenance process streamlining effort. MFOM is a method of assigning a priority to a maintenance candidate to facilitate the maintenance team’s management of the ship’s maintenance requirements. Each job is assigned an MFOM number from 100 (must accomplish work) to 0 (lowest priority). The objective to prioritize work within each ship’s CSMP to ensure that maintenance dollars are spent on the most important jobs in terms of readiness impact first. When aggregated across the force, comparison of each ship’s MFOM value allows the TYCOM to decide how to allocate funding to each ship based on their documented material condition rather than relying on notional guesses of the ship’s needs. Incorrect MFOM values impact the Maintenance Teams ability to allocate funds to the jobs which need it the most and the TYCOM’s ability to allocate funds to the ships which need it the most.

Currently MFOM for a particular job is calculated based on the following fields on a 2K:
· ESWBS or SWLIN code which identifies the equipment
· Priority code which identifies the readiness impact
· Status code which identifies the condition of the equipment
· Type availability / TYCOM screening code which identifies the maintenance level at which the work is to take place
The most common problem with maintenance 2Ks are incorrect SWLIN codes. A 2K with an incorrect SWLIN will lead to misidentification of the mission criticality and severity of the job and usually result in a lower than intended MFOM value or worse yet a zero MFOM value. This job will have a poorer chance to make the screening cut when screened for off ship maintenance. The second most common problem is inflated priority codes. With the exception of preservation and major cost savings initiatives, priority codes above priority 4 should be associated with a CASREP. Use of priority codes 1, 2 or 3 on jobs whose readiness impact does not merit a CASREP inflates the MFOM of those jobs making it difficult to identify the real readiness impacting jobs which should be accomplished first to support the mission. Incorrect status codes have a similar impact, under reporting an equipment’s status resulting in a lowered MFOM and exaggerating its degradation leading to an inflated MFOM.

This is the today state of MFOM, however, DRRS is coming. DRRS is the Defense Readiness Reporting System. Directed in 2002 by the Secretary of Defense, DRRS is slated to replace the traditional SORTS based readiness reporting system in the near future. DRRS is a capability based readiness reporting system designed to be linked to resources and budget. The Navy’s piece of that reporting system, DRRS-N, is based on five pillars of readiness:

· Personnel
· Equipment
· Supply
· Training
· Ordinance
The Equipment pillar is the concern of the ship maintenance community because MFOM (or more accurately MFOM 2.0) is being re-engineered to be the Navy’s measure of equipment readiness.

A hierarchical model of each ship has been constructed breaking the ship down into functional areas, systems, subsystems, components, etc. This model is based on the ships configuration as held currently in the Weapons System File. These models have been vetted by the In Service Engineers and Fleet operators who have determined the potential impact of degradation at each level of the model. When the CSMP is input into the model, each 2K/work candidate finds its place within the model by means of the record identification number reported on the 2K. The status code and safety code determine the Equipment Operational Capability value from 1 (fully operational) to 0 (completely broke). Each of these EOC values are rolled through the model resulting in an MFOM readiness value for each of the traditional mission areas and each of the Mission Essential Tasks defined for the ship. These MFOM 2 values will be reported to higher authority as the equipment readiness of the ship. Since there is now a direct tie to readiness, the MFOM 2 model will allow an accurate determination of which jobs significantly impact readiness and improve our ability to focus repair funds on readiness degrading work. Work prioritization and future budgeting will be based off of the readiness impact reflected in these models.
In effect, each 2K will become a piece of the ship’s readiness report and each person in the 2K writing and validation chain will have some responsibility for the readiness that is reported for his or her ship. Attention to detail particularly in assigning Record Identification Numbers (RINs), status codes and safety codes will be critical to making readiness reporting accurate and allowing each work candidate to be properly prioritized for off-ship accomplishment.
CNSF POC is Mr. Tim Grant, N43AP, Force Readiness, DSN 577.2274, Comm. 619.437.2274, E-mail Robert.t.grant@navy.mil. 

NAVY FALL PROTECTION PROGRAMS
(Why You Need One)
Falls are the leading cause of work-related injuries and fatalities. According to Bureau of Labor Statistics (BLS), most work-related injuries and fatalities are on the decline. In contrast, the number of injuries and fatalities from falls continues to rise, accounting for more than 13% of total fatal work injuries. Fatalities from falls increased from 684 in 1996 to 808 in 2001. In the United States, approximately three fatalities from falls occur each working day. The average cost of a single injury due to a fall is over $30,000. Additionally, falls are the most cited violation according to the Occupational Safety and Health Act (OSHA). By establishing fall protection programs, commands can heighten awareness and protect all Navy personnel exposed to fall hazards in the workplace.

Navy shore activities that have personnel exposed to falls from a height are required to establish a fall protection program, and though not required, afloat commands are highly encouraged to establish fall protection programs of their own. A proper fall protection program should include identification and elimination of fall hazards through engineering controls, training personnel, proper installation and use of fall protection systems, and required rescue equipment procedures. A managed fall protection program is made up of a command policy, duties and responsibilities, workplace assessments and surveys of fall hazards, fall hazard prevention and control (to include the preparation of fall protection and prevention plans), education and training requirements, inspection, storage, care, and maintenance of the equipment, rescue and evacuation procedures, and audits and evaluations.

Just recently two DDG sailors were sent to perform a visual inspection of the intake compartment from the upper level while the ship was having some contractor work. As the first sailor stepped through the access onto what he thought was a small platform, he instead fell greater than 10 feet down a straight vertical ladder injuring his wrist and leg. Whether working aloft, negotiating engineering spaces or just simply going up and down ladders, our ships are loaded with fall hazards. Having a working fall protection program can significantly increase yours Command’s fall awareness. Make fall protection part of your Command’s safety regimen.

CNSF POC is LCDR Dave Ellenbecker, N41IH, Force Industrial Hygiene Officer, DSN 836.3079, Comm. 757.836.3079, E-mail david.ellenbecker@navy.mil Fax 757.836.3274.
SELF CONTAINED
BREATHING APPARATUS

Every time you go on air you are entrusting your life to the person who maintains the Self Contained Breathing Apparatus (SCBA) and charging equipment. Although a fixture for civilian firefighters for several decades, it is a relatively new piece of gear for the Navy. Many sailors have little exposure to SCBA’s until being transferred to a ship with the alteration. This and other factors are resulting in the poor maintenance and care of SCBA’s. This article will focus on the SCBA; future efforts will focus on charging equipment.

Training is one area in which SCBA’s are not well supported.  Shortcomings in the availability of courses for SCBA maintenance have been identified and efforts are underway to correct. The training provided when a ship received the SCBA shipalt is not sufficient to support long term maintenance and operation of the equipment. There are several resources available to you as listed:

· The SCBA technical manual

· The DCFP website, www.dcfp.navy.mil
· Material Condition Assessment Checksheets

· The SCBA section listed under the “Equipment & Systems” link

· DCRA’s 2004-7, 2006-7, 2006-13, 2006-16, and 2007-03/03a (there is also a similarly numbered DCRA on gas mask spectacles, the SCBA DTG is 090224Z AUG 07)

· PMS

SCBA’s currently in use by the ships come in four configurations. The DCFP website (TIP 29) provides details and pictures. The basic differences are:

Config 1:  Yellow straps and yellow fiberglass cylinders

Config 2:  Added a bell (cricket) alarm, black Kevlar harness

Config 3:  Grey carbon fiber cylinders
Config 4:  New AVS3000 facepiece with heads up display (HUD), regulator software meets CBRN, the quick charge adapter was changed to a universal connection so all fire stations would be compatible.

A little known impact of the change from fiber glass to carbon fiber cylinders is that a carbon fiber 45 min cylinder is smaller than a 45 min fiber glass cylinder. During the manufacture of config 2 units, Scott changed the ladder bail providing three positions for the cylinder band.  TIP 34 on the DCFP website provides guidance as does DCRA 2007-03. The specific guidance in the DCRA is that:

“IF REPLACEMENT OF HARNESS ASSEMBLIES OR CYLINDERS RESULTS IN A MIXED CONFIGURATION IN WHICH 45 MIN CARBON FIBER CYLINDERS AND CONFIGURATION 1 AND EARLY 2 HARNESS ASSEMBLIES ARE ON THE SAME SHIP, EACH HARNESS ASSEMBLY LADDER BAIL ON THE SHIP SHALL BE CHANGED TO THE CURRENTLY AVAILABLE PART WHICH ACCEPTS ALL THREE DIAMETER BOTTLES THE NAVY USES; REF C SCBA TIP 34 DESCRIBES. CONSIDERATION SHOULD BE GIVEN TO GROUPING LIKE-CONFIGURATION HARNESS ASSEMBLIES IN SPECIFIC DC REPAIR STATION AREAS OF RESPONSIBILITY.”

It is permissible for a ship to have multiple configurations of SCBA, but maintenance personnel and operators must be aware of the differences to ensure safe and confident use. As this is a commercial off the shelf item, it is frequently updated by the manufacturer to meet National Fire Protection Association (NFPA) and National Institute for Occupational Safety and Health (NIOSH) guidelines and requirements.

Some common issues found with SCBA are:

· Cylinder hydro expired (3 years for fiber glass, 3 or 5 for carbon fiber dependant when made)

· Cylinder low pressure (leaks, not refilling after drills, not checking after cooling from cascade fill (DCRA 2006-13)

· Damaged cylinder

· 2nd stage regulator failure

· Damaged 2nd stage regulator gasket

· Missing facepieces, one for each pack plus the required small and X-large in the AEL

· Incorrect head strap, the black nylon intended for chemical spill SCBA’s has been seen, will melt in a fire

· Cracked / broken facepiece lens

· Broken facepiece harness straps

· Incorrect facepiece lens installed

· Dead batteries for heads up display (pressure not released after use)

· Vibalert inop

· Audible bell inop

· Inop voice amps

· Missing voice amps

· Failed leak test

· Air leaks

· 36M-1 PMS (functional testing) not accomplished

· Complacency during M-1 PMS

· Incorrect Draeger tubes, PMS requires specific part numbers

· No log of air quality checks

· Air quality check failures

· Failure to plan and budget for cylinder hydro and 36M-1

· Warranty not applied: 8 years for harness assembly and cylinder, 15 years for the pressure reducer, 1 year for the HUD and voice amp

Recently a ship was found with a significant number of HUD wires damaged at the connection to the pressure reducer. If you are experiencing this problem please contact the below listed POC.

Ship experience and feedback are essential to the continued improvement in the maintenance and operation of SCBA’s. Your input is welcomed and invited.  
CNSF POC is LCDR Rob Saunders, Force Damage Control Officer, DSN 577.3511, Comm. 619.437.3511, E-mail robert.p.saunders@navy.mil.
A KEY TO RECEIVING ACCURATE
REPAIR WORK

What you enter in Block 35 of every OPNAV 4790/2K is important information. It is used not only to get the right repair work done, but also a significant source of information for ISEAs that develop improvements to problem equipment, system performance and better maintenance practices. Additionally, Navy agencies review the 2Ks in ship CSMPs in preparation for assist visits, so they can more accurately determine the exact nature of repairs and parts the ship needs.

Many 2K Block 35 narrative sections fail to list “what is wrong” and “what needs to be done.” The narrative sections also fail to include basic information such as symptoms or results of troubleshooting attempts.

Once the initial failure of the equipment or component is determined, note observations during the assessment (including equipment / component location and identification) in Block 35. Avoid non-descriptive terms such as “the equipment is broken” or “the pump failed”. Instead, enter descriptions such as “the pump produces a loud grating noise when started” or “the unit runs excessively hot after 20 minutes of operation”. Once corrective action has been accomplished, clearly describe the maintenance accomplished in the “action taken section” of the Block 35 narrative.

At the end of any off-ship Material Condition Assessment Team visit, the leading Tech Assist technician should present well-written 2Ks to Ship’s Force for entry into your CSMP, either as deferred action(s) or as completed jobs. As stated within COMNAVSURFORNOTE 4701 (Surface Ship Maintenance Validation, Screening, and Brokering – which can be viewed on the SURFLANT maintenance website at https://www.spear.navy.mil/). “The Maintenance Team may generally assume that work candidates written by independent technical experts or assessment personnel are valid and correctly describe the extent of repairs.” All of these outside experts are required to give the ship correct and valid 2Ks for the work they do on board! You should always review all applicable 2Ks in their entirety when deferring or closing out a job involving a tech assist.

CNSF POC is Mr. Steve Dungan, N432, DSN 836.3178, Comm. 757.836.3178, E-mail steven.dungan@navy.mil. 

PCAC5RA AND MATERIAL CONDITION

ASSESSMENTS (MCA)
Post CNO Availability Combat Systems, Command, Control, Communications, and Computers Readiness Assessment (PCAC5RA) is a technical material assessment, intended to improve awareness of C5I readiness and ship's force self-sufficiency in the areas of assessment, troubleshooting and maintenance. The Regional Maintenance Centers (RMC) use Integrated Class Maintenance Plan (ICMP) procedures to assess the equipment. The procedures are in Maintenance Requirement Card (MRC) format, but are not intended for ship's force accomplishment. The PCAC5RA is nominally scheduled 10 to 60 days after the CNO availability and are one week long.

The objectives of the PCAC5RA are:
· Provide an assessment of material condition, operability and logistics support of C5I systems, using ICMP push / pull tasks.

· Provide over-the-shoulder subject matter expert (SME) knowledge that helps improve ship's force ability to self-assess their C5I equipment.

· Document material condition of equipment / system in block 35 of assessment task 2-kilo (fully operational, reduced capability, limited, or inoperative), to recommend action / repair.

· Document equipment or system deficiencies in the Current Ship's Maintenance Project (CSMP) with a “K” coded 2-kilo JCN.

· Facilitate the ability of the Ship's Maintenance Team (MT) to develop a long-range and short-range maintenance strategy for C5I equipment.

Material Condition Assessments (MCA) are snap shots of material condition. MCA’s are normally triggered by the ICMP and conducted during PCAC5RA. MCA’s are graded Satisfactory or Unsatisfactory. If the MCA is Unsatisfactory, the block 35 narrative will reference PCAC5RA or Ship’s Force JCNs. The ISEA / RMC technicians review collected data to determine the overall system grade and recommend appropriate repair action during a CMAV or the next SRA, DSRA or PMA.
CNSF POC is Mr. Eric Nutt, C601B, DSN 836.3513, Comm. 757.836.3513, E-mail eric.nutt.ctr@navy.mil. 

USING ASSESSMENTS TO
DEVELOPMENT GOOD
OVERHAUL SPECIFICATIONS

Over the past two years, COMNAVSURFOR (CNSF) has invested millions of dollars updating and institutionalizing the Integrated Class Maintenance Plan (ICMP). The ICMP is the requirements warehouse for material condition assessment task and the repository for the associated assessment procedures. By including assessments into the overall maintenance strategy, CNSF is not only looking to increase operational availability and ship’s force self-sufficiency, but also use the results of equipment assessments to develop good overhaul specifications.
In the depot maintenance community, good overhaul specifications are critical to doing the right repairs in an effective and efficient manner. Therefore, in order to develop good repair specifications, Maintenance Teams must know what is wrong, what needs to be fixed, and the best way to fix it. This requires accurate and complete information. That’s where material condition assessments can assist.

A good material condition assessment has three key components for producing proper repair recommendations:

· The right subject matter expert.
· The right assessment procedure.
· The right documentation of what was found and what needs to be done.

The right subject matter expert is especially crucial because a higher degree of experience and expertise can discover discrepancies that ship’s force may miss or not observe despite using the same test procedure. That expertise and experience are also critical for making the repair recommendations needed for developing good overhaul specifications. For example, previous studies have shown that over 70 percent of material condition discrepancies are unknown or undocumented on a ship’s CSMP. In addition, the study showed that as much as 40 percent of what was on a ship’s CSMP was invalid, i.e., the work was already complete or the job had been written inaccurately. Similar results have been noted by different inspection teams.

The use of proper test procedures is paramount for good assessments and ensures a minimum level of common competence in conducting material condition assessments either by ship’s force or other subject matter experts. The use of poorly written or outdated procedures can cripple an assessor’s ability to detect material condition discrepancies which ultimately hurts developing good overhaul specifications.

To assure that procedures are correct, NAVSEA has the AP-MER (Assessment Procedure – Maintenance Effectiveness Review) process which is responsible for reviewing and developing Navy-wide assessment procedures using reliability-centered maintenance (RCM) analysis. Additionally, NAVSEA has a robust feedback process in place so that corrections can be submitted by either ship’s force or other subject matter experts to make sure that complete and applicable assessments of equipment and system are accomplished.
Through the use of material condition assessments, Port Engineers and Maintenance Teams can make sure that accurate information is going into quality 2-Kilos for developing good overhaul specifications. Today, planned assessments are organized via local Regional Maintenance Centers (RMCs), who conduct the assessments using test procedures drawn primarily from each ship’s ICMP. These individual system assessments are being scheduled in conjunction with a ship’s Continuous Maintenance Availability (CMAV) depending upon the criticality of the assessment, input from the Maintenance Team, and availability of subject matter experts from the RMC.

If there are specific assessment needs, ship’s force should contact their Port Engineer to make sure that the appropriate ICMP tasks are screened to the next CMAV or submit a T/A 3 2-Kilo for RMC Technical Assistance if the issue cannot wait.  Either way, ICMP material condition assessments performed by qualified system level experts and properly documented in 3-M truly leads to “Warships Ready for Tasking”.

CNSF POC is Mr. Kevin Alexander, N432A9, DSN 836.3311, Comm. 757.836.3311, E-mail Kevin.Alexander2@navy.mil.
INSTALLING / TESTING
NEW EQUIPMENT
(DFS vs. SCD)
The Joint Fleet Maintenance Manual (JFMM) Volume V Part 1 Chapter 8 provides clear guidance on the DFS process. From the initial request through to the clearance or cancellation, the JFMM is the authoritative document on the management of DFSs. For installation / testing of “new equipment” the DFS request is not a substitute process for the Ship Change Document (SCD).

Installation and / or testing of “new equipment” must follow SCD rules under the SHIPMAIN process. “New equipment” is described as any equipment or system that is not part of a ship’s originally documented configuration, or any subsequent fully authorized “ship change”. The SCD replaces the Justification Cost Form, In-service Engineering Change Proposal, the Ship Alteration Record and all other alteration documents (e.g., Field Change, Ordnance Alteration) which were used in the former Fleet Modernization Program (FMP).

The JFMM Volume VI Chapter 36 provides detailed guidance on the SHIPMAIN process. This chapter is applicable to all Surface / Carrier Force ships and shore activities involved in ship modernization. From a Fleet perspective, this chapter helps us get the systems and equipments we want, but more importantly this chapter ensures that we get the vital integrated logistic support (ILS) needed to maintain our equipment, systems and ships.

As the Navy continues to invest vast amounts of resources into our sailors and ships, advances in engineering, technology and design techniques, make it even more important that we monitor, track and assess the equipment and systems installed in the fleet. Years ago, several individual programs were concerned with tracking the different types of modifications being made to equipment, systems and ships. With the commission of the Surface Warfare Enterprise (SWE), almost all of the individual programs have been streamlined into a single process under the FMP.

The SHIPMAIN entitled process for modernization is instituted to provide a rigorous, disciplined process and avoid the mistakes of the past, namely the elimination of substitute processes that fostered waste and churn at the waterfront because modernization guidelines and policy were either subverted or ignored. We now have a process that uses a single, authoritative database, the Navy Data Environment-Navy Modernization (NDE-NM) to enter, review, and approve all surface combatant and amphibious ship alterations and modifications, now known as "ship changes" throughout the surface warfare enterprise.
Key elements of the SHIPMAIN program are a single process to identify, evaluate and approve all hardware and computer software modifications to all ships and ship's systems; it incorporates a four-phase process (Preliminary Analysis, Concept Design, Design Development, Ship Integration) supported by Decision Points at the end of Phases I-III. SHIPMAIN utilizes a single NDE-NM database, maintained by Naval Sea Systems Command (NAVSEA) 04.

The SCD will be entered and tracked in NDE from inception through installation in the last applicable ship. Only SCDs entered in NDE will be considered for inclusion in modernization plans for specific hulls. The process is based on approved business rules and is owned by the Force TYCOMs, Commander Naval Surface Force / Commander Naval Air Force.
To paraphrase all of the pertinent documents, instructions, and guidance already established and implemented for SCDs, the bottom line is that anyone can make a suggestion for a modification. However, the JFMM provides authoritative guidance on the steps required to ensure the change recommendation, alteration, modification, etc. reaches maturity as defined by the SHIPMAIN process. The JFMM states that the "ship change" must have reached SCD Phase III before it can be authorized for installation aboard a ship. If the SCD has not been initiated for the proposed “ship change”, then the change cannot reach SCD Phase III. From this very simple standpoint, it should be obvious that the DFS request is not authorized as a substitute for the SCD request. Furthermore, a “ship change” is not authorized if not done so within the SHIPMAIN process.

This information should assist you in better managing “ship changes,” whether they are equipment upgrades, strike group deployment requirements, temporary or permanent, for a single hull or for an entire class of ship. No matter what the change, modification, alteration, etc. it must follow the SCD rules within the SHIPMAIN process.

The following links are to helpful websites:

· SURFOR SHIPMAIN website: https://www.surfor.navy.mil/engineering/SHIPMAIN/Forms/AllItems.aspx
· JFMM website:
http://www.submepp.navy.mil/jfmm/index.htm
· FMP website:

http://www.fmp.navy.mil/Default.htm
Remember, the job is not done until the paperwork is properly COMPLETED.
CNSF POC is ETC(SW) Johnny Franklin, N43A12, DSN 836.3381, Comm. 757.836.3381, E-mail johnny.franklin1@navy.mil.
CRITICAL FLEX HOSE LIFE EXTENSION PROGRAM UPDATE

PMS Takes Precedence - Naval message NSWCCD-SSES 191407Z Jul 07 Critical Flex Hose Life Extension Program (CFHLEP), paragraph 2, the CFHLEP “…is applicable to ships (non-nuclear) that utilize MIP 5000/009 or MIP 5000/014 for hose inspections. Where system PMS MIP/MRC requirements differ from MIP 5000/009 or MIP 5000/014 for inspection criteria the system PMS MIP/MRC periodic replacement shall prevail. As new requirements for hose change out are identified which differ from the 20 year goal of this test program, the requirement will be established by issuance of specific PMS requirements for those specific hoses.”

Technical Directive S6430-AE-TED-010 Piping Devices Flexible Hose Assemblies provides the criteria for critical hose lists. ACN No. 3/A to S6430-AE-TED-010 paragraph 1.2.1.1 states, “In accordance with OPNAV instruction 4790.4, where differences exist between this Technical Directive and PMS, PMS takes precedence.”

Shipping Address for Removed / Failed Critical Flex Hoes – Naval message COMNAVSURFOR 300304Z Mar 06 Critical Flex Hose Life Extension Program, paragraph 3.C, states all Ships Maintenance Teams are to "Submit documentation to NSWCCD-SSES on any critical hose leakage and replacement. Include flex hose service, location and configuration. Provide removed flex hose to NSWCCD-SSES for lab analysis unless otherwise directed."

Upon removal and replacement of failed hoses, Ship's Force is to send removed hose to the following test facility address:

Eaton Corporation

1660 Indian Wood Circle

Maumee, OH 43537

Attn: Dave Densel

Phone: 419.891.7759

CNSF POC is Mr. Frank Shay, N43A61, DSN 836.3376, Comm. 757.836.3376, E-mail frank.shay@navy.mil.
SONAR TR-343 STAVE CABLES 101

Are your AN/SQQ-89 (V) 6, 10, 14 and 15 stave cables wet? That’s a ridiculous question. Of course they are; they are submerged in water inside of the Sonar Dome. Okay, let me re-phrase, are your stave cables suffering from water intrusion? If not, I’m sure you know of some other STG on another DDG or CG that has experienced this.

Currently there are three generations of TR-343 stave cables in the Fleet. Generation 1 cables were installed on DDGs 51 – 67 and CGs 68 – 73. These cables are nearing end of service life (12-15 years expected) and should be replaced during normally scheduled Dry-Docking Selected Restricted Availability (DSRA). Generation 2 cables, installed on DDGs 68 – 88, were made with poor quality materials. As a result of this discovery, EC-153 was developed to combat the water intrusion on these cables. However, historic data shows that EC-153 is only marginally effective. Generation 3 cables are installed on or being installed on DDGs 89 and out. These cables incorporated manufacturing process and material improvements meant to extend the expected life to be equal or better than generation 1 cables.

As all three generations of cables near or reach their expected life span, it is not unusual to have AN/WQM-8/9 and Wet Dome Phase Tests (WDPT) results start to deteriorate due to water intrusion into the cable. When these failures occur in the critical aperture area of the array, there can be significant degradation in the systems ability to process acoustic data. As a result, your system may not be able to accurately display correct range and bearing information. If your eight spare cables have not been used and are healthy, you may be able to mitigate some of the degradation by swapping out the affected cables with the spares. Your local Regional Maintenance Center (RMC) will be able to assist you with this effort.

If you are unsure of the current condition of your array or suspect your system is not performing well, submit a request to the RMC to conduct an AN/WQM-8/9 and WDPT. Once the results are analyzed, consult your RMC to determine a path toward resolution, if required. If your stave cables need to be replaced, it can only be accomplished in dry dock.
CNSF POC is Mr. Dave Callahan, N652A, DSN 836.3939, Comm. 757.836.3439, E-mail Thomas.Callahan1@navy.mil.
WORK CONTROL AND  TECHNICAL WORK DOCUMENTS
Reference (a) JFMM Volume IV Chapter 10
Reference (b) JFMM Volume V Part I Chapter 2

When your ship is in port, chances are there are maintenance and / or repair actions being performed either by ships force or by outside activities. It is important to know who is doing the work, what is being done, when and where the work is being conducted. For outside activities (i.e. RMC, FMA, Shipyard, vendor), there are specific guidelines that are required to be in place before their work starts.

Reference (a) requires “All outside activity work on ship's systems and components, regardless of who performs the work, requires formal authorization through a Work Authorization Form (WAF) for the specific work to be accomplished” A WAF “is required to authorize the start of work on all ship systems and equipment by activities other than Ship's Force.  Work includes all maintenance, repairs or modifications and installation or removal of temporary support systems and equipment. Repair activity non-intrusive work (e.g., painting, lagging, sheet metal work, deck plate, structural foundation) that does not affect ship or personnel safety does not normally require a WAF.”

The details for administering the work authorization control are discussed in reference (a). The organization performing the work fills out the WAF. WAFs are entered in the WAF log and normally maintained in the same location as the ship’s tagout log. The WAF is presented to the Watch / Duty Officer who determines proper isolation and plant conditions exist before authorizing work. A copy of the WAF is maintained in the Technical Work Document (TWD) while work is being done. The WAF is signed by the repair activity as work complete and forwarded to ships force for clearing.
A WAF may not be required for ship’s force work but a document with a step by step procedure should be used for any shipboard task. Reference (b) outlines the process for selecting and / or preparing the right documents for the maintenance action at hand. All procedures fall under the term Technical Work Document (TWD). TWDs consist of 3 general types:

· Maintenance Procedures (MP)

· Formal Work Packages (FWP)

· Controlled Work Packages (CWP)

Specific definitions and examples of the above work packages can be found in reference (b). A MP such as a tech manual or PMS card is the minimum requirement to perform work. If a MP does not cover all steps required to do the task, then an FWP will have to be developed usually the Work Center Supervisor shipboard or by the planner at the RMC. When a record of repairs (Objective Quality Evidence (OQE)) is required, a CWP must be developed which consist of a step-by-step procedure (an MP and / or FWP) and OQE documented on QA forms. Keep in mind the proper authority (permission) is needed before performing any of this work. The level of permission is usually based on the severity of work and can range from a simple verbal authority by the WCS or in the case of a CWP; reference (b) Appendix D lists the approval requirements.

Since most tasks require troubleshooting and repair, you can find a list of the minimum requirements for using a TWD in reference (b) Para 2.2.1. Most shipboard maintenance tasks can be tied to this list. Once the required maintenance action is defined, the choice of which TWD to use has to be made. The flow chart in reference (b) Appendix B is designed to help you make that choice. For example if you have an existing procedure it will first direct you to Para 2.2.2. If you need an FWP use Para 2.2.3, or if a CWP is required, the chart will direct you to Para 2.2.4. Read these paragraphs carefully when choosing the correct TWD. Reference (b) also provides guidance on when a sequencing document is used, how to prepare and use an FWP, and guidance on package close out and emergent controlled work.

Being familiar with reference (b) can save you valuable time when developing your next work package and, when the job is done and tested you will have the satisfaction of knowing it was done safely and correctly.

CNSF POC is Mr. Ron Reeves, N43A46C, DSN 836.3497, Comm. 757.836.3497, E-mail Ronald.reeves1.ctr@navy.mil.
AVAILABILITY QUALITY MAINTENANCE PREPARATION

(From The Ship’s Vantage Point)
The pre-planning that goes into preparing for a ship’s CNO maintenance availability is a comprehensive effort executed jointly by Ship’s Force, the Core Maintenance Team and the Availability Project Team. Comprehensive “Milestones” have been established to aid in the planning and execution the availability. Availability milestones for surface ships can be found in JFMM Rev A Change 6 Volume II Part 2 Chapter 2 Appendix D SHIPMAIN Planning Process Milestones.
To effectively complete Ship's Force responsibilities during the months preceding the start of availability, it is necessary to assign an Officer (or Chief Petty Officer in smaller ship classes) as the Availability Coordinator, whose responsibilities will include coordinating the completion and documentation of milestone completion. The quality of the availability will be reflected in the preparations done by Ship's Force.

Prior to commencement of the availability, the industrial activity may request the ship to provide personnel TAD to the activity approximately one month prior to the start date. The industrial activity will identify the specific personnel requirements of this pre-arrival team based on the type and magnitude of work scheduled to be accomplished during the availability. Included in the pre-arrival team will be a the number of personnel to be assigned as Ship Systems Experts (SSE) or Quality Assurance (QA) Inspectors, capable of monitoring industrial activity work on assigned systems. 

Availability Quality Maintenance Management Training - Responsibilities for QA are provided in references that include the JFMM Volume V Quality Maintenance and NAVSEA Standard Item 009-04 Quality Management System. Ship’s Force shall coordinate with the industrial activity to conduct pre-availability training and indoctrination. The topics for training and indoctrination to be considered are listed in JFMM Volume II Part I, Chapter 3.5.1.1; a few of which are QA, QA Interface with the Industrial Activity and SSEs. The training will familiarize Ship’s Force personnel and other interested parties with Repair Availabilities Quality Assurance functions.

Certain aspects of the QA training such as the means in which a ship is notified of the training, the course title, course length, and scope of topics vary between Regional Maintenance Centers; however, a ship can acquire information regarding QA training specifics offered at their local Regional Maintenance Center (RMC) by contacting their ship’s Port Engineer or Project Manager.

Maintenance University, a SURFOR sponsored program, provides a half day brief entitled “Ship Systems Experts”. SSEs are members of Ship's Force who are selected by the command for their specific equipment or system expertise and who are capable of effectively monitoring industrial activity for a particular ship’s system. This brief is designed to provide petty officers with the tools to evaluate work specifications, track job progress, and effectively witness check points and job acceptance tests during both intermediate and depot level maintenance availabilities. It is also ideal for the aggressive third class petty officer desiring a greater understanding of the off ship maintenance process. Ideally SSEs will be identified and qualified prior to the start of the ships review of depot availability job specifications. The optimum brief size is 6 to 20 sailors. Maintenance University POC is Mr. Pat Farrell, AMSEC LLC, Comm. 858.826.8182, E-mail Patrick_Farrell@amsec.com.
CNSF POC is LT Reggie Dobbs, N43A22, DSN 836.3373, Comm. 757.836.3373, E-mail Reginald.dobbs@navy.mil.

AVAILABILITY QUALITY MAINTENANCE

EXECUTION

(From The Ship’s Vantage Point)

The Naval Supervising Authority (NSA) is responsible for the oversight and verification of work being accomplished on U.S. Naval ships and will ensure that all work under their cognizance is authorized and completed in compliance with applicable technical requirements and maintenance/modernization policy. In the case of Public yards the NSA will be the Naval Ship Yard (NSY) and for Private Yards the NSA will be the Regional Maintenance Center (RMC).

A Memorandum of Agreement (MOA) shall be executed and jointly signed by the ship's CO, the NSA, the ship’s Immediate Superior in Command (ISIC) and if applicable the Fleet Maintenance Activity (FMA ) prior to arrival. It is an agreement between the industrial activity and Ship's Force concerning the responsibilities of each party during the availability. It deals with a number of areas in which Ship's Force provides support to the industrial activity and vice versa. One of the items required to be addressed in the MOA are “Responsibilities for Quality Assurance (QA)”.
NSA and Ship’s Force QA Oversight - Quality Maintenance Requirements are detailed in contract requirements, and in NAVSEA’s Standard Items and are called out and amplified in Work Specifications. These documents require that certain events be clearly indicated in Work Specifications using special markings:

· An (I) symbol inserted in a work item to establish a point in the sequence of accomplishment of work at which time the contractor shall inspect and document the inspection. (I) Inspections require verification by a separate individual, other than the person who has accomplished the work, qualified as an inspector.
· A (V) symbol inserted in a work item to establish a point in the sequence of accomplishment of work at which time the contractor shall verify and document the test. (V) Inspections require verification by the trades supervisor, inspector, or qualified tradesperson.
· A (G) symbol inserted in a work item to establish a point in the sequence of accomplishment of work at which time the GOVERNMENT shall be notified to permit observation of a specific inspection or test by the government. This does not mean that a Government Representative has to be present; rather it simply means the Government needs to be informed of the event at least four hours in advance and normally Government Representative refers to the NSA not the ship.

When tests are required for equipment after repair, such tests are described and set forth in the work specification. Work items may specify certain tests are to be conducted during normal working hours. For a critical test and inspection, it may be necessary to ensure that the RMC QA representative or a cognizant government representative be available to simultaneously witness the event normally called out as a Government required "G" inspection or observation check point. 

Although the RMC is the Contract Administration Activity and the authority for acceptance of accomplished work in accordance with the contractual agreement, the ship’s Commanding Officer should be satisfied that the work performed on the ship is satisfactory. The Commanding Officer should normally assign members of the Ship's Force Ship’s System Expert (SSE) to inspect work performed on the ship. If a ship's inspector is dissatisfied with the quality of the contractor's work on an individual item, the ship's inspector will not attempt to require contractor personnel to redo or otherwise amend the work performed. Rather, the ship's inspector will relay the findings to the cognizant RMC representative who will then take appropriate action. Ship's Force inspectors should also participate in conferences held to determine progress of work and to discuss any problems with quality of the work or services provided to the ship. In addition, Ship's Force personnel may be provided training and / or assigned QA functions under the responsibility of the RMC Contract Administration Activity in accordance with a Memorandum of Understanding negotiated between the Commanding Officer of the ship and the Commanding Officer of the RMC Contract Administration Activity.
After Depot (contractor), Intermediate and Organizational level work items have been completed; Ship’s Force must close out the original JSN in the Ship’s Maintenance Data System with in 30 days of completion.

Maintenance University, a SURFOR sponsored program, provides a half day brief entitled “Ship Systems Experts”. SSEs are members of Ship's Force who are selected by the command for their specific equipment or system expertise and who are capable of effectively monitoring industrial activity for a particular ship’s system. This brief is designed to provide petty officers with the tools to evaluate work specifications, track job progress, and effectively witness check points and job acceptance tests during both intermediate and depot level maintenance availabilities. It is also ideal for the aggressive third class petty officer desiring a greater understanding of the off ship maintenance process. Ideally SSEs will be identified and qualified prior to the start of the ships review of depot availability job specifications. The optimum brief size is 6 to 20 sailors.

Maintenance University also provides a one day SMMO Brief that is also designed to meet the needs of Officers or Chiefs assigned to the position of Ship’s Availability Coordinator. The optimum brief size is 6 to 20 sailors who have a good grasp of basic Navy Maintenance Management. Maintenance University POC is Mr. Pat Farrell, AMSEC LLC, Comm. 858.826.8182, E-mail Patrick_Farrell@amsec.com.

CNSF POC is LT Reggie Dobbs, N43A22, DSN 836.3373, Comm. 757.836.3373, E-mail Reginald.dobbs@navy.mil.

GAS TURBINE READINESS REVIEW

The intent of a Gas Turbine Readiness Review (GTRR) is to evaluate gas turbine engine components and operational status to ensure engine reliability throughout the duration of the scheduled deployment. GTRR is intended to review engine operational capability and preclude personnel and material casualties. The GTRR must also ensure the engine complies with all Gas Turbine Bulletins (GTBs). All discrepancies must be noted during the review and corrective action shall be initiated on all discrepancies in accordance with all applicable references; this includes all RBO discrepancies. All levels of command must be involved to maintain review standards and overall fleet readiness.

Governing document, OPNAV 9220.3 details the regulations and requirements for the GTRR. The GTRR is scheduled by the Commanding Officer using the following guidelines:
· GTRR required within 120 days of a Deployment / Surge Deployment of 90 days or more.  Deployment is defined as operational commitments of 90 days or greater away from the ship’s homeport.

· GTRR recommended prior to a CNO Maintenance Availability.
· Maximum of 2 years between GTRR Inspections.

· All requirement references are in accordance with the Joint Fleet Maintenance Manual and PMS MIP 2340.
Any request for technical assistance or unexpected engine casualty is not to be considered a GTRR. Prior to inspection, preparations are necessary to ensure engine operational ability.

To ensure proper GTRR, preparations should be completed prior to the arrival of the Marine Gas Turbine Inspector (MGTI). The GTRR shall be performed by a certified MGTI meeting the requirements in OPNAV 9220.3, paragraph 6. A complete list of preparations can be found in the JFMM Vol. IV Chapter 23, Paragraph 23.5. For example, ensure necessary tools are on hand and in proper condition and ready to use, and ensure all maintenance records are completed and available to the inspector for review. The list includes preparations for the LM2500 and the 501-K17/K34 engines.

During a GTRR the below list is an example of engine components which should be included in the review process.  This in not intended to be an all inclusive list. Any discrepancies observed during the inspection shall be noted and corrected when found or as soon as operational availability allows. Discrepancies noted during the GTRR shall be entered into the ship’s Current Ship’s Maintenance Project (CSMP). The noted discrepancies establish the basis for work to be preformed prior to a deployment.
Review engine external discrepancies for the following:
· Engine cleanliness

· VSV actuation system is properly maintained and operational

· Electrical connections are secured and insulated properly

· Fasteners are installed and have correct torque value

· All lock-wire is in compliance

· All drain lines, fuel lines, and bleed hoses are secured correctly

· Inspect all gaskets and ensure they are in good condition

Review engine internal discrepancies for the following:

· Water wash engine as required in accordance with PMS and no salt buildup 

· Borescope to ensure blades are in good physical condition

· Fuel nozzles do not exhibit coking

· Combustion liners do not exhibit excessive cracks

GTRR’s are scheduled in accordance with engine PMS, GTB specifications. ISIC / TYCOM may be requested for assistance to avoid scheduling conflicts. Efficient gas turbine readiness reviews will ensure the engine operates efficiency which will reduce fuel consumption and reduce the probability of engine mishaps during operation. It has been shown without the proper GTRR, engines are more likely to have a failure which could have been prevented if the readiness review had taken place. It is important to schedule and have the readiness review accomplished to prevent unnecessary engine repairs. JFMM requirements state policy and procedures to discover engine conditions prior to extended engine use as on deployment.

CNSF POC is Mr. Tony Coulson, N43A31, DSN 836.3357, Comm. 757.836.3357, E-mail Anthony.coulson@navy.mil.
LSD 41/49 CLASS DIESEL READINESS SYSTEM

(Process Status And Expansion)

Introduction - The LSD 41/49 Diesel Readiness System (DRS) is maturing with some new innovative approaches in order to further increase operational efficiency, mean time between failures and reduce diesel engine maintenance costs. This article will discuss related commercial industry diesel maintenance practices, LSD 41/49 class lifecycle maintenance philosophy, integration of philosophy to integrated class maintenance project, and expansion plans for the life cycle maintenance philosophy to both coasts and forward deployed naval forces.

Commercial Industry Practices - Commercial industry practices treat each diesel cylinder on the large diesel engines as a “separate engine” as far as scheduling overhauls. Since it is possible to rebuild up to four individual cylinders on the Main Propulsion Diesel Engines (MPDEs) without having to perform a full engine break-in, a significant time-saving advantage is realized because time that engine is worked on is sufficiently less working on four cylinders vice all sixteen at once. In order to realize a cost savings and increased operational readiness, this is being incorporated into the Navy’s life cycle maintenance philosophy.

Life Cycle Maintenance Philosophy - NAVSEA, RMC’s, and CNSF have been collaborating and teamed up to redefine the Maintenance Philosophy for the LSD-41/49 class diesel engine overhaul and availability planning process. This maintenance philosophy will take in account operating hours of the engine, engine condition, and ships operating cycle so that portions of a 16 cylinder engine (four cylinders) at a time can be overhauled at Current Maintenance Availability (CMAV). For each specific MPDE, NAVSEA and the RMC determine the most recent lifecycle maintenance that has been performed on the specific engine in calendar time and operating hours. This data will be correlated along with the current operating condition of the MPDE to determine when and which group of cylinders will be worked on in the CMAV.
The engine lifecycle maintenance philosophy is segregated into 12 distinct elements covering the engine and auxiliaries supporting each prime mover. Each element has had a specific maintenance standard developed and incorporated into the Master Spec catalog as a 4E non-deviational specification. The 4E non deviational standard ensures that the Master Ship Repair (MSR) vendor or Government entity perform the work in accordance with the maintenance standard. In addition, a non-deviational standard ensures the vender can not change any portion of the guidance outlined in the applicable maintenance standard without NAVSEA approval.

These maintenance standards include each area of the maintenance execution process i.e. disassembly, inspection, repair and reassembly including mandatory readings and parts kits required to support the effort. This engine lifecycle maintenance philosophy will offer the following benefits:

· MPDE work can be performed in a shorter period of time and outside CNO availability.

· Dollar savings having work performed in CMAV vs. during CNO availability. (i.e., reducing the need for costly lube oil flushing).
· Work performed in a cleaner less intrusive environment.

· Forecast maintenance requirements and parts globally across the ship class.

· Navy’s Logistic System can put in long term contract orders in place to obtain the best price for the parts while meeting the deadlines for delivery of those parts.

· Maintenance Standards ensure uniformity, compliance with repairs, and quality assurance on diesel repair work.

· Achieve more standard cost estimating for avail costs across the class as each RMC will be using common Statements of Work.

Integrated Class Maintenance Project (ICMP) - The ICMP is a tool the Maintenance Team uses to schedule work on Hull, Mechanical and Electrical (HM&E) equipment. The life cycle maintenance philosophy is being incorporated into the ICMP by scheduling the diesel standard items into the ICMP. Each piece of the engine overhaul will be placed in the ICMP with trigger points based on the last time it was accomplished on each engine and the planned time (based on each calendar, operating hours, or a combination of both). This will ensure the required diesel life cycle maintenance will be initially accomplished and repeated at the required interval with a condition based methodology being factored in. Some advantages of this process include the following:

· The number of times per year each piece of the overhaul will be required for specific LSD’s can be projected for up to five years out. This projection can help the executing activity to project a significant portion of their workload over the long term.  

· The pieces of the engine work will be executed during several CMAVs vice attempting to overhaul the engine during a single CNO Avail. This eliminates the overhauling of the diesel as being the reason to extend the avail beyond nine weeks and reduces the possibility of performing a costly lube oil flush.

· Before the pieces of diesel work are executed, the current engine’s condition is factored in to determine if the specific piece of the overhaul needs to be accelerated sooner or delayed later. This is essentially factoring in a condition-based approach to determine best course for scheduling diesel life cycle maintenance.

· Parts for the engine work will be ordered through the Navy’s supply system and the right parts, at the right costs will be delivered to the executing activity at the right time, reducing the need to maintain an extensive local supply of parts.
Road Ahead and Future Expansion - This new method is first being implemented in San Diego for the current USS Comstock avail. Using lessons learned, it will be incorporated into the remaining San Diego based LSD’s, the Norfolk bases ships and then finally Sasebo, allowing the supply system to ramp up their support and working out details before implementing this LSD 41/49 life cycle maintenance process on forward deployed naval forces. Maintenance Standards for the Ship’s Service Diesel Generator Engine are currently in development with an expected release date in the later part of FY08 early FY09 and will be incorporated in the same manner as the MPDEs.

CNSF POC is CWO4 John Desgrey, N43A23, DSN 577.2500, Comm. 619.437.2500, E-mail Johndesgrey@navy.mil.
WELDER / BRAZER PROGRAM

REQUIREMENTS

(a) COMFLTFORCOMINST 4790.3 Joint Fleet Maintenance Manual Rev A, Ch 6 Volume V Part 1 Chapter 4
(b) NAVSEA S9074-AQ-GIB-010/248 Welding and Brazing Procedures and Performance Qualification

(c) NAVSEA S9086-CH-STM-010 - NSTM Chapter 074 Volume 1 Welding and Allied Processes

(d) NAVSEA 0900-LP-001-7000 Fabrication and Inspection of Brazed Piping Systems

One aspect of the Quality Assurance program reviewed during shipboard inspections such as IA, UD, INSURV, is the brazer and welder programs and maintenance of those programs. Per reference (a), each ship is responsible for establishing that each brazer and welder is qualified by demonstrating the ability to produce sound and satisfactory braze / weld joints in accordance with references (b), (c) and (d).

In maintenance of qualification, an area commonly overlooked is expired annual vision tests. Each brazer / welder shall pass a vision test conducted by the medical department or cognizant NDT Examiner, if assigned, or personnel delegated by the examiner, using standard methods for determining visual acuity. The standard for acceptance shall be natural or corrected near distance acuity such that the brazer / welder is capable of reading J1 letters on a standard Jaeger type chart. Equivalent visual tests may be used. Corrective aids used during the visual test shall be worn during qualification testing and production fabrication. Reference (b) contains the color test requirement for personnel performing Titanium welding.

The Division Officer shall maintain a log of unique identification numbers assigned to brazers / welders upon meeting the requirements of reference (a). Brazers and welders receive a unique identification number; the number assigned shall be alphanumeric as illustrated in reference (a) Para. 4.2.4.1. The Division Officer shall also be responsible for ensuring all brazer / welder qualifications, re-qualifications, and maintenance of qualifications are valid. These are only valid if the original qualification is recorded in the individual’s service record. A service record entry (NAVPERS 1070/613) shall be made upon initial qualification, annually (not to exceed 12 months) and before transfer. This service record entry shall include all subsequent re-qualifications and the most current vision test results.

In order to achieve proper monitoring of brazer / welder qualifications, the individual's Division Officer shall maintain an auditable file for each brazer / welder assigned. This file is to be maintained for as long as he / she is assigned to a command and transferred with the welder or brazer to their next command. These files shall include all information that is required by references (b), (c) and (d).

Review of brazer / welder records will include documentation of maintenance of qualification. Detailed records of maintenance of qualification need only be retained for the current and preceding quarter. In order to ensure proper maintenance of qualifications, a log shall be maintained by the Division Officer. This log shall include items a., b., d., and g listed in reference (a) Para 4.2.6.1. In addition, this log will also include the brazing or welding process (i.e., H-101, SMAW, GTAW, etc.) used during maintenance of qualification and may be separate or incorporated into the brazer / welder file as part of the file itself. Qualification maintenance should be maintained on production jobs if available. A brazing test assembly or test assembly weld joint meeting the requirements of reference (c) for welders and reference (d) for brazers may be used for this purpose.

Some frequently asked questions regarding welder (and brazer) qualifications are:

Q: Where do shipboard welders go to renew their qualifications?

A: Renewal of qualification due to calendar quarter lapse may be obtained at Fleet Maintenance Activities (FMA) or Regional Maintenance Centers (RMC). Commands should contact the FMA / RMC in their homeport for details on how to obtain this service.

Q: What is the difference between qualification renewal and qualification maintenance?

A: Renewal of qualification is required when a welder does not show “Proof of Process” before the assigned deadline date has passed. Qualification maintenance requires a welder to demonstrate “Proof of Process” that is verified by the Division Officer or delegated representative in each calendar quarter. Qualification maintenance can be performed on board ship using a production job performed by the welder.

Q: How should qualification maintenance be documented?

A: Reference (a) Para 4.2.6.1.1 and 4.2.6.2 discuss documentation requirements in detail.

Q: Reference (a) states that Surface Combatants lacking NDT personnel may allow welder / brazer qualifications to lapse with Type Commander approval. What is the position of COMNAVSURFLANT on this statement?

A: COMNAVSURFLANT will not approve any lapse of qualification. A ship’s ability to perform self-repairs in a forward deployed status is considered a very important asset. Repairs performed by welders maintaining current qualifications, always insures a higher degree of confidence in the integrity of welds. Demonstrating proof of process for each method qualified need only be accomplished and witnessed by the Division Officer or delegated representative to ensure maintenance of qualification.

Q: What should be done with a welder’s qualification record when the individual transfers?

A: The qualification record goes with the welder.

Meeting the requirements as stated above and in accordance with reference (a) with regards to brazers and welders, will ensure compliance with one portion of a Quality Assurance review / assessment during shipboard inspections.

CNSF POC is HTC(SW/AW) Dan Cleveland, N43A44, DSN 836.3391, Comm. 757. 836.3391, E-mail Daniel.d.cleveland@navy.mil.

ROUTINE / PREVENTATIVE
INSPECTIONS

(Using NDT Methods)

Inspections are required periodically to identify components within critical operating systems that have the potential to fail and cause injury or further damage to effected equipment or surrounding equipment. Over time - piping, valves, structural components, coatings, support structures and foundations deteriorate due to normal wear and tear or by outside factors such as heat, water and constant and sustained operation. Many times some of this deterioration can be identified through the performance of various Non-Destructing Testing (NDT) methods. With the ever-growing fluidity in underway schedules, maintaining systems at peak operational standards is critical. Many times there is no indication prior to a component failure and ship’s force can only recover from the casualty after it occurs. However, through diligent watch standing and attention to detail during maintenance and system operation, potential failures can be identified and investigated to determine the extent of the problem prior to failure.

Utilizing trained and qualified inspectors ship’s force can avert some of the potential failures in piping systems by having Ultrasonic inspections performed on suspect areas of piping that have a history of, or prone to, failure due to effects of the previously mentioned outside influences. Many of the problems arise from internal deterioration, which can only be identified through NDT methods, which are performed when indications are initially discovered. Some systems such as CHT piping and boiler piping and components have established timelines for routine inspections. Even though these guidelines are in place, ship’s force must request an outside activity to perform the required inspections if no qualified inspection personnel are assigned to the ship.

Ships should make every effort to identify potential problems prior to deployment or extended underway periods, which would require the ship to be away from the assistance of an RMC, FMA or Depot Level Repair Facility. Ship’s force, in conjunction with the assigned Port Engineer and utilizing the proper job request/submission procedure, should request NDT personnel to inspect suspect areas in piping and other system components, allowing sufficient time for repairs to be accomplished prior to operational commitments or for inclusion into extended overhaul work packages. Ship’s force should make every effort to have systems prepared for inspection as directed by applicable documents and inspection personnel.

Personnel performing inspections must provide detailed written inspection results to ship’s force and / or repair activity personnel to ensure timely repairs can be accomplished if problems are identified. There are exceptions to this, such as cases where systems cannot be taken off-line due to operational requirements or crew habitability issues. In these cases ship’s force should document effected systems and locations for future reference when inspections are completed. Sometimes a simple visual inspection, which can reveal defects or unacceptable conditions, can be accomplished during operation, preventative maintenance, and prior to repairs or while repairs are being completed, which may prevent rework or rejection of completed work during testing and inspection of completed work packages.

There is no way to know when a system or component may fail, but some simple steps prior to or after extended operation may allow for identification of suspect areas that can be maintained / repaired to reduce the likelihood of failure. This is only one way ship’s force can be proactive in maintaining equipment at an optimal performance level.

CNSF POC is HTC(SW/AW) Dan Cleveland, N43A44, DSN 836.3391, Comm. 757. 836.3391, E-mail Daniel.d.cleveland@navy.mil.

ELECTRICAL DISTRIBUTION, PROPER PPE AND TRAINING

There has been an increase in electrical related casualties, including Class Charlie fires and electrical shocks. Most of these casualties could have been avoided if proper preparations had been made and long standing safety policies observed. A few of these casualties were unavoidable but unfortunately, some personnel have become complacent about electricity - shipboard use, application and maintenance. There are several factors that increase the potential for electrical shock onboard ships, most have metal hulls and everything around you is conductive. Ships operate in a moisture, salt laden atmosphere that contributes to conductivity. On top of that, electrical devices are installed in close proximity to:

· Piping that drips condensate directly on cableways and electrical enclosures.

· Pressurized fluid systems that fatigue and spray the liquid contents on and into electrical systems and components.

These factors further endanger sailors and systems, making it more imperative that, sailors and others who work on, or around, electricity or electrical / electronic systems observe electrical safety.

NSTM Chapter 300 Section 300-2.1.2.1 discusses fatal shock levels and body conditions that increase risk for fatal shock. The human body’s resistance is low (300 ohms when skin is damp, 100 ohms where skin is broken). The following are general guidelines for shocks from 60-Hz ac systems:
· At 1 mA, shock is felt.

· At 10 mA, a person may be unable to let go.

· At 100 mA, shock may be fatal if it lasts for one second or more.

In addition to injury caused by the shock itself, many more people are injured as a result of falls, cuts, etc., caused by their reaction to a mild shock.
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Shipboard electrical systems are not like commercial / household electrical systems. Commercial and household systems are grounded. They are designed to have a hot lead and a neutral or return lead, plus a ground lead. The Navy has installed some convenient outlets on newer class ships that are similar to commercial / household receptacles but, for the most part, all other shipboard electrical circuits are connected as reflected in figure 300-2-1. In a receptacle (convenient outlets) this means that both leads are “HOT”, there is no neutral in these circuits. The ground is not connected electrically to a neutral; it is connected directly to the hull. For shipboard application it is imperative that devices plugged into these receptacles be safety checked for shipboard application. Many commercial electrical / electronic devices have internal filter circuits to ground that effect shipboard distribution systems and may actually fail because they are not designed for both leads to be hot.

Concerning electrical safety, consider all electrical circuits to be HOT and energized, until you personally verify they are not. General precautions pertaining to electrical safety are provided in NSTM 300 Section 300-2.3.2 and as follows:

· Do not touch a conductor, until it is tested, to be sure it is de-energized.

· Obey all warning signs; read equipment warning labels before use.

· Do not energize any equipment that is tagged out. Tag-out procedure shall be in accordance with the Tag-Out User Manual S0400-AD-URN-010/TUM.
· Use authorized equipment to perform maintenance work.

· Close all fuse boxes, junction boxes, switch boxes, and wiring accessories.

· Never operate a switch with the other hand on a metal surface.
· Never use outlets that appear to be burnt.

· When using a metal-cased tool, ensure it is equipped with a three conductor cord and three-pronged plug. Verify that the ground prong extends beyond the power blades of the plug.

· Wear rubber gloves when using metal-cased portable electric equipment, or when using electric handheld portable tools in hazardous conditions, such as wet decks and bilge areas. Leather gloves shall be worn over rubber gloves when the work being done could damage the rubber gloves.

· Do not use equipment with worn or damaged cords, or crushed or damaged plugs.

· Check that portable electric equipment has been inspected and has a current inspection label affixed.

· Only use electric equipment in explosive atmospheres if the equipment is approved for such use (explosion proof).

· Do not allow cords to run over sharp objects, chemicals, or hot surfaces.

· Do not join more than two 25-foot extension cords together. Single-length extension cords up to 100-foot are permissible.

· Use a voltmeter or voltage tester to ensure that equipment or circuits are de-energized.

· Observe the following precautions when drilling or cutting inside switchboards:

· Tape a sheet of protective material under the work area to catch falling debris.

· Stick a wad of soft putty behind the area to be drilled to capture the debris.

In keeping with the concept that all circuits are energized until proven otherwise, follow guidance of Section 300-2.4.2 (Checking for Energized Circuits). When conducting voltage checks the general precautions of paragraph 300-2.3 and the energized equipment safety precautions of paragraph 300-2.5.2 must be followed until the circuit is proven to be de-energized. Special precaution for conducting voltage checks on 4160 systems are contained in paragraph 300-2.4.5. Voltage checks shall be repeated prior to restarting work any time work has been secured and the equipment has been left unattended.

Electricity is a tool, when properly used it makes our lives much easier and comfortable. When a person takes electricity for granted and fails to respect it for its power, electricity will always win. Knowledge and respect of electricity combined with following the simple rules provided in NSTM 300 will keep personnel safe, equipment operational, and ”warships ready for tasking”.

CNSF POC is Mr. Al Grills, N43A11, DSN 836.3372, Comm. 757.836.3372, E-mail Albert.Grills@navy.mil.
2M/MTR / TEST

EQUIPMENT / CALIBRATION
Test Equipment – Keithley 2001M, SCAT 4209 Numerous CASREPS and equipment failures have been brought to the attention of TYCOM calibration representatives regarding the Keithley model 2001M, SCAT 4209.

The 2001M is highly susceptible to damage when improperly used. The issue is not necessarily with the 2001M but with the HV Probe connectivity. PMS should reflect the following warning: 

"If high-voltage ground connection is not firmly attached to chassis ground, the 1000-to-1 divider circuit inside the probe cannot function. The actual voltage under test will be present on the probe output resulting in meter damage and potential excessive voltage shock hazard."

The technician should connect the dual banana adapter so that the negative lead is connected to black 1100V Lo receptacle, and the positive banana lead is connected to the red 1100V Hi receptacle. If connecting the dual banana adapter to front of Keithley 2001M, ensure Inputs pushbutton has front selected. Verify meter is set to read DCV, and ensure Keithley is not set to Autorange, otherwise erroneous readings may occur.

Following PMS MIPs use the 2001M:

4829/001 - FNYD, FSNC MK99 GMFCS (CG52-CG73, DDG51-DDG99) – correct information regarding SCAT, cautions and warnings.

4560/503 – FMVH AN/SPY-1A (CG52-CG64) – SCAT issues, missing caution and warning information.

4829/SP1 - XEKL, XEJN No ships - SCAT issues, missing caution and warning information.

4829/854 - N1T7 N1T3 No ships - SCAT issues, missing caution and warning information.

4560/SP4 - XEJH, XEFQ No ships - SCAT issues, missing caution and warning information.

Shipboard Instrumentation and System Calibration (SISCAL) Age Exploration Program COMUSFLTFORCOM, NAVSEA and COMNAVSURFLANT met in June 2006 to discuss extending the SISCAL calibration intervals. The NAVSEA Executive Agent agreed to extend the periodicity from 24 to 36 months. CUSFFC was interested in even greater interval extensions. SURFLANT agreed to initiate a SISCAL Age Exploration Program.

The Age Exploration effort would track the SISCAL interval extension from 36 to 48 months for the following ships: USS GONZALEZ (DDG66), USS ROSS (DDG71), USS THE SULLIVANS (DDG68) and USS COLE (DDG67).

The USS GONZALEZ (DDG66) was the first ship (June 2007) and the SISCAL interval recorded at 48 months. NSWC Philadelphia was forwarded the SISCAL calibration data. Based on the review of this data, NSWC Philadelphia will target measurement parameters to be sampled in visits at 12 month intervals after SISCAL calibration to see if any drift has occurred. At that time, a decision will be made whether or not to continue the extended interval.

The USS GONZALEZ will record data from individual MRC steps ensuring that any adjustments affecting calibration are logged by ship's force including test equipment used in performance of the MRCs. If any casualties to instruments or control system signal conditioners occur, summary of problem and corrective action is to be forwarded to NSWC Philadelphia.

The goal of this Age Exploration Program is to extend the SISCAL requirements to determine if there is an effect on reliability. The program will last through the four ships SISCAL due dates or if data evaluated by NSWC Philadelphia indicates degradation in SISCAL instrumentation or control systems.

CNSF POC is Mr. Johnnie Cleveland, N601A, DSN 836.3296, Comm. 757.836.3296, E-mail Johnnie.cleveland@navy.mil.
CONSOLIDATION OF NAVY WEBSITES

The below naval message is quoted for your information:

“R 061516Z JUL 07 PSN 149963H32

FM COMNAVSURFOR SAN DIEGO CA//N6//

TO ALNAVSURFOR

INFO COMNAVSURFOR SAN DIEGO CA//N6//

COMNAVSURFOR SAN DIEGO CA//N6//

BT

UNCLASS/N01000

MSGID/GENADMIN/COMNAVSURFOR/3310//

SUBJ/CONSOLIDATION OF COMNAVSURFOR WEBSITES//

REF/A/GENADMIN/CNO WASHINGTON DC/ 051353ZJUN07//

AMPN/REF A IS NAVADMIN 145-07, CONSOLIDATION OF NAVY WEBSITES REDUCTION OF IM/IT FOOTPRINT.// POC/JOHN BRAUNSCHWEIG/ CAPT/CNSF N6/ TEL: (619) 437-3101/DSN: 577-3101//

POC/RUSS GRIFFITH/CIV/CNSF N6B/TEL: (619)437-3101/ DSN: 577-3101/EMAIL: RUSS.GRIFFITH(AT)NAVY.MIL// POC/SHELLIE UNDERWOOD/CNSL C6451A/CTR/CNSL/ TEL: (757)836-3457/DSN:836-3457/EMAIL:

SHELLIE.UNDERWOOD.CTR(AT)NAVY.MIL//

POC/ANGIE RAMIREZ/CNSF N645D/CTR /CNSF/TEL: (619)437-2421/DSN: 577-2421/EMAIL: ANGELITA.RAMIREZ(AT)NAVY.MIL//

RMKS/1. IAW REF A, MANDATORY WEBSITE CONSOLIDATION IS REQUIRED FOR ALL COMNAVSURFOR SUBORDINATE COMMANDS. CONSOLIDATION WILL ESTABLISH SURFOR WEB AS THE SINGLE WEB SITE SOLUTION FOR THE CLAIMANCY NLT 30 NOV 07.

2. COMNAVSURFOR DIRECTS ALL SUBORDINATE COMMANDS, ASHORE AND AFLOAT, TO MIGRATE PUBLIC AND PRIVATE WEBSITES (CLASSIFIED AND UNCLASSIFIED) TO SURFOR WEB'S SHAREPOINT PORTAL TECHNOLOGY NLT 30 NOV 07. THE USE OF WEB HOSTING PROVIDERS INCLUDING BUT NOT LIMITED TO REGIONAL COMMANDS, SYSTEMS COMMANDS, OR ANY OTHER SOURCE OTHER THAN SURFOR WEB IS NOT AUTHORIZED PAST 30 NOV 2007.

A. THIS DIRECTIVE INCLUDES COMMAND WEBSITES THAT HAVE NOT MIGRATED TO SURFOR WEB SHAREPOINT.

B. ALL ASHORE WEBSITES AND ALL PUBLIC WEBSITES ARE SUBJECT TO THIS CONSOLIDATION.

C. SHIPBOARD IT21 INTERNAL LAN WEBSITES ARE NOT SUBJECT TO THIS CONSOLIDATION.

3. WEBSITE CONSOLIDATION WILL SUPPORT FUTURE CONSOLIDATION UNDER ECHELON II PORTALS. WE ARE CONFIDENT THE CONSOLIDATION WILL WORK FOR YOUR COMMAND WEBSITE. OVER THE PAST TWELVE MONTHS, COMNAVSURFOR CONSOLIDATED OVER 100 AFLOAT PUBLIC WEBSITES AND 31 ASHORE SUPPORT COMMAND PUBLIC WEBSITES ON A VOLUNTARY BASIS, WITHOUT A REPORTED DECREASE IN SERVICE.

4. EACH CLAIMANT COMMAND SHALL HAVE THEIR DESIGNATED REPRESENTATIVE RESPONSIBLE FOR WEBSITE ADMINISTRATION REGISTER ON THE SURFOR WEB CONSOLIDATION PAGE BY 31 JUL 07.

A. FOR NEW SURFOR WEB USERS:

1) REGISTER AT HTTP:/WWW.REGISTER.SURFOR.NAVY.MIL/. SELECT "ACCOUNT REGISTRATION" OPTION.

2) ALL NEW USERS WITH NAVY.MIL EMAIL ADDRESSES WILL AUTOMATICALLY BE APPROVED.

B. USERS WITH EXISTING SURFOR WEB ACCESS MAY GO STRAIGHT TO THE CONSOLIDATION SITE AT HTTPS:/WWW.SURFOR.NAVY.MIL/ WEBCONSOLIDATION.

C. THE PAGE CONTAINS COMNAVSURFOR POCS FOR SITE DESIGN, ADMIN, TRAINING AND TECHNICAL QUESTIONS.

5. ULTIMATELY, CONSOLIDATION WILL REDUCE NAVY WEBSITE INFRASTRUCTURE SUPPORT (SERVERS, APPLICATIONS, SYSTEM ADMINISTRATION, ETC.), ENSURE COMPLIANCE WITH PRIVACY ACT POLICY, AND ACHIEVE COST SAVINGS.//
CNSF POC is Ms. Shellie Underwood, C6451A, DSN 836.3457, Comm. 757.836.3457 or 
Web Team E-mail surforweb@navy.mil
[image: image1.wmf]
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.
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COMNAVSURFOR 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

N432A9
KEVIN ALEXANDER 
GENERAL ENGR / ASSESSMENTS
757.836.3311


836.3311

N601A

JOHNNIE CLEVELAND 2M / MTR / SGCP / SISCAL

757.836.3296

836.3296

N652A

DAVE CALLAHAN
USW ASST / IWS 5B LIAISON

757.836.3439

836.3439

C601B 

ERIC NUTT

SYSTEMS ANALYST


757.836.3513

836.3513

N43A12
ETC FRANKLIN
ELECTRICAL TECH
/ DFS

757.836.3381


836.3381

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 ASSIST

619.437.3237

577.3237

N43A23P 
RICH CACCESE
PROPULSION / DIESEL / STEAM /
619.437.3240

577.3240

GAS TURBINE
N43A24
LCDR SCHLISE
PROPULSION / GAS TURBINE

619.437-2273

577.2273

N43A81



FLEET INTRODUCTION

N43A31
TONY COULSON
MECH ENGR / GAS TURBINE/DIESEL
757.836.3357


836.3357

N43A42
LCDR SAUNDERS
DC OFFICER / INSURV


619.437.3511

577.3511

N43A44
HTC CLEVELAND
NDT / DFS LANT


757.836.3391


836.3391

N43A45C
BOB WILLAN

DFS PAC



619.437.3253

577.3253

N43A46C
RON REEVES

QUALITY ASSURANCE / JFMM
757.836.3497


836.3497
N43A51
NDCM STORMENT
FORCE MASTER DIVER

619.437.0743

577.0743

N43A61
FRANK SHAY

HULL / MECHANICAL ENGR

757.836.3376


836.3376

N43A71
STUART MORGAN
ENVR / CORROSION


619.437.3256

577.3256

N43A91
VACANT

DECK MACHINERY


619.437.3260

577.3260 

DISTRIBUTION:  SNDL PART 1 (2 copies unless otherwise noted)

20A
COMUSFLTFORCOM (N432, N434)

21A2
COMPACFLT (N4313)

22A
FLEET COMMANDERS

24A
COMNAVAIRFOR

24A1
COMNAVAIRLANT (N43)

24A2
COMNAVAIRPAC (N43)

24D
COMNAVSURFOR (N43)
24D1
COMNAVSURFLANT (N00, N01, N001, N002, N02H, N02P, N1, N3, N41I, N42, N43, N43D, N6, N7, N8)

24D2
COMNAVSURFPAC (N43) (5)

24G
COMNAVSUBFOR

24G1
COMSUBLANT (N409)

24G2
COMSUBPAC (N473)

25A
COMINEWARCOM

26A1
COMPHIBGRU TWO 

26A2
COMPHIBGRU ONE

26A2 
COMPHIBGRU THREE

26C
BEACH GROUP LANT/PAC

26E1
AMPHIBIOUS UNIT LANT (26E1B -10)

26E2
AMPHIBIOUS UNIT PAC 

26J
COMAFLOATRAGRULANT/PAC 

26T
REGIONAL MAINTENANCE CENTERS LANT/PAC CODE 100, 200, (900 (5)) 

28
SQUADRON DIVISION AND GROUP COMMANDERS LANT/PAC (less 28A, 28I, 28J, 28K)

29
WARSHIPS LANT/PAC (less 29B, 29N, 29P, 29Q, 29S) Electronic copy only

30
MINE WARFARE SHIPS 

31
AMPHIBIOUS WARFARE SHIPS LANT/PAC Electronic copy only

36A1
SERVICE CRAFT (AFDM 10 only)
39E
AMPHIBIOUS CONSTRUCTION BATTALION LANT/PAC

FF5
SAFETY CENTER NORFOLK VA (5)

FF8
BOARD OF INSPECTION AND SURVEY

FKA1G
COMNAVSEASYSCOM (SEA 00C5, 03C, 0435, 05N, PEO SC PMS 400, PEO MINEWARCOM PMS 303, PEO CLA PMS 307) 

FKP7
SHIPYARDS

FKP8
SUPERVISOR OF SHIPBUILDING, CONVERSION AND REPAIR (Code 220)

FT8 
CENTER FOR NAVAL ENGINEERING NORFOLK (N332QA) (5)

FT24
FLEET TRAINING CENTER SAN DIEGO (5)

FT24B
FLEET TRAINING CENTER MAYPORT (5)

FT30
SERVSCOLCOM GREAT LAKES IL (CO, ESSD OIC)

FT43
SWOSCOLCOM NEWPORT (Code 64, 70)

FT51
MINEWARTRACEN (5)


PMR - MAYPORT 


OIC


PO BOX 280114


NS BLDG 1849


MAYPORT, FL 32228-0114


PMR - NORFOLK


OIC


9727 AVONICS LOOP


NOB BLDG LF18


NORFOLK, VA 23511-3288


PMR – EVERETT

OIC

BLDG 22000

2000 WEST MAINE VIEW DRIVE

EVERETT, WA 98207-2400

PMR – PEARL HARBOR

COMNAVSURFGRU MIDPAC (Code N44)

1000 NORTH RD., SUITE 200

PEARL HARBOR, HI 96869-4460

PMR – SAN DIEGO

OIC

SOUTHWEST REGIONAL MAINTENANCE CENTER

3755 BRINSER ST., SUITE 4, BLDG 2116

SAN DIEGO, CA 92136-5205

PMR – YOKOSUKA, JAPAN

OIC

PROGRAM MANAGER’S

REPRESENTATIVE

YOKOSUKA, JAPAN

PSC 473, BOX 82

FPO, AP 96349-2907

Director, Material Readiness

Department N74

Surface Warfare Officer School

446 Cushing Rd

Newport, RI 02841
Engineering Field Representatives

Mid Atlantic
Mr. Edward Bennett, 757-635-1344,  edward.bennett@navy.mil
Southeast
Mr. Thad Patin, 904-710-0997, roland.patin@navy.mil
Gulf Coast
Mr. Jim Roemer, 504-452-9097, roemerjm@navsea.navy.mil
Southwest
Mr. Steve Stroubakis, 619-556-5639, steve.stroubakis@navy.mil
Northwest
Mr. Ty Cassedy, 360-476-5432, william.cassedy@navy.mil
Hawaii
Mr. Dwayne Hue, 808-473-9364, dwayne.hue@navy.mil
Japan
Mr. Rick Hintz, 619-545-5913,
rick.hintz@navy.mil
Bahrain
Mr. Edward Bennett, 757-635-1344, edward.bennett@navy.mil
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