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PERIODIC REVIEW OF BASIC
ENGINEERING AND MAINTENANCE
RELATED INFORMATION

There is a great deal of information developed for the maintenance and reliable operation of our ships. A periodic review of instructions and directives is always in the best interest of operations and safety. This is driven home in the Navy by recognition of the process for using and scheduling of preventative maintenance, EOSS for operational start-up and shutdown of systems, and procedures for repairs. Even though you may have many years of onboard experience, a periodic review of processes and directives should be part of your new years thinking.
In this issue of the COMNAVSURFOR Engineering and Maintenance News Bulletin, we bring out many of the lessons learned by personnel error and, in one sad instance which lead to loss of life. This approach to a yearly review of special instructions, requirements, and practices was driven home to me during the review of the JAG investigation that lead to the deaths of nine personnel on the old USS Iwo Jima in 1990, just prior to the beginning of the Persian Gulf War.
Provided is a recap for those readers that have not heard the story or were not in the Navy at the time. During a maintenance availability in a for-
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eign port, the Ship’s Force was provided a repaired valve bonnet to be re-installed into a Level I high pressure steam system. During the disassembly of the valve, the fasteners were removed and placed in a handy container with many other fasteners. Upon reassembly, fasteners were taken from the container that looked OK from their visual appearance, since they were black and must be steel, as required for service in this high pressure and temperature application. Upon pressurizing the system with steam, as the temperature of the valve, bonnet and fasteners increased, the fasteners failed, pouring steam into the space.
As the accident was reviewed and cause was determined, it was very clear that many issues must be addressed:

· Job planning by off ship personnel; did it provide sufficient information to assist in prevention of work errors, when the ship to shop valve bonnet was returned?

· Use of a controlled work package, to ensure all steps in re-assembly was correct and followed. Was oversight of the work sufficient?

· NSTM, was it up to date, comprehensive, informative and would it ensure that personnel could understand the technical requirements to satisfactorily execute this work?

· Was the supply system correctly providing identified material? In this case, fasteners.

· Was material for use onboard; controlled and correctly identified?

· Were personnel trained and did they understand the steps required for reassembly, including correct identification of materials to be used with sufficient oversight?
During the investigation into this mishap, it became evident that there were materials being supplied to our ships for their correct intended purpose, but that could easily be mistaken for other materials upon visual examination. The cause of failure was the installation of black oxide coated brass threaded fasteners (BOCBTF), where special steel is required. They look very close to the required steel fasteners that should have been installed, except for the markings on the bolt heads. So now there was a trail of material being provided for another intended purpose that should have been stored in identifiable packaging. Issues to be addressed from the supply world:

· Should the material be onboard ship for its intended purpose, without positive identification?

· Should the material be issued in controlled amounts to prevent excess stock being adrift onboard ship?

· If unit of issue was large from the supply system, should there be special drawers provided to control stock by assigned stock number?

· Should the material that could be misidentified be onboard at all, or could another fastener be used for the intended purpose? (Note that it was determined that these black oxide coated brass threaded fasteners could be removed and substituted.)

Now the kicker; this problem of black oxide coated brass threaded fasteners was identified in June 1975 and again in November 1986 as an onboard problem. Our ability to control a very simple component, in a work environment that can be made unsafe with poor work practices was weak.

There is a very real need to periodically review requirements and standards for maintenance, repairs and operations. After the 1990 accident, I continued to periodically address the issue of utilization of correct fasteners, and again bring it up in this article. Every few years a ship will find black oxide coated brass threaded fasteners onboard, even after all of the above issues were addressed, and the onboard requirements for this components was eliminated.

Take time to review the basic requirements you use in your daily onboard routines and encourage the shipmates you work with to do the same.
CNSF POC is Mr. Ron Leta, N43AD, Force Naval Engineer, DSN 836.3358, Comm. 757.836.3358, E-mail ron.leta@navy.mil.
HAZARDOUS MATERIALS IN
SHIPBOARD ENVIRONMENTS

STOWAGE REQUIREMENTS

Many of the chemical compounds and mixtures routinely used when operating, repairing, or maintaining ship systems are considered Hazardous Materials (HM) because exposure to these elements can cause injury to personnel or environmental damage. During FY07, SURFLANT alone had 46 HAZMAT mishaps reported via Unit SITREPs, averaging about 4 per month. With each incident posing potential harm to personnel and equipment, we must do better. NSTM 670 and OPNAVSINT 5100.19E, Chapter C23, outline detailed instructions for proper handling and stowage of shipboard HM.
When handling or storing HM, personnel should be familiar with the locations and operations of emergency response and first aid equipment as well as the location and operation of remote jettison capability in order to respond quickly to an incident. Personnel shall not smoke, eat, or drink in areas where HM is present. Additionally, any open flames and sparking materials are prohibited in HM stowage and transfer areas.

Storage of the material is a large part of setting up a satisfactory shipboard HAZMAT program. Ensure the following criteria are met when storing HM:
· Store HM in containers or compartments reserved and configured exclusively for HM.
· Bulk and infrequently used HM shall not be stored in the HAZMINCEN, but rather in compliant storage spaces until needed for replenishment and use.
· Ensure that HM storage locations other than lockers are equipped with supply and exhaust ventilation designed to accommodate HM storage.
· Any area to be used for HM storage must first be inspected by an industrial hygienist.
· Storage compartments must be marked to identify the type of HM being stored at all times.
· Do not store HM in containers that are not compatible with the material.
· HM containers must be stacked so that they will not crush lower containers, become imbalanced, or be difficult to access.
· Use material on a first-in, first-out basis, considering shelf life.
· Only explosion proof electrical equipment may be operated in an HM storage location.
· Seal and protect all containers against all physical damage.
· All containers must be secured with metal banding.

Follow these and all requirements listed for HM stowage in NSTM 670 and OPNAVINST 5100.19E to ensure all shipboard spaces are safe from a potential HM mishap.

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 (SCBA)

(Training, Hints and Deficiencies)

The material condition of SCBA harness assemblies and charging equipment continues to be an area of concern. Several DCRA messages have been released attempting to reverse this trend. The messages are available at www.dcfp.navy.mil, under “Library”, then “TYCOM messages”. Review of these messages and accomplishment of the Material Condition Assessment Check Sheets and the associated PMS will have a positive impact on SCBA and charging system readiness.

CNSF is working with NAVSEA, the ISEA, CNE, and CNAF to improve SCBA readiness. Work to date has shown that one area needing improvement is training. Although instruction is available on use of the harness assembly and training may have been given by the installation team, many Damage Controlman have not received formalized training on the operation and maintenance of the harness assembly and charging system. As we work to improve and implement a Navy System Training Plan we are also working to provide ships training in the short term.

Until that training is available, ships can improve their material condition by utilizing the equipments’ technical manual and PMS cards. PMS Spot Checks are an essential element to ensuring PMS is correctly accomplished and that the maintenance man understands the card and the equipment. Web site www.dcfp.navy.mil is also a wealth of information; select “Equipment & Systems” on the left then “Self-Contained Breathing Apparatus”.

SCBA’s have an excellent warranty and the OEM has been responsive to warranty claims to date. The technical manual and www.dcfp.navy.mil (SCBA Tip #036) have the submission procedures. The harness assembly has an 8 year warranty, the pressured reducer has a 15 year warranty, while HUD’s and voice amps have a 1 year warranty. Analysis of ship requisitions indicates that ships are expending significant time and money for repairs the OEM might correct under warranty. One example is that over 350 pressure reducers have been bought costing approximately $1,000 each; this item has a 15 year warranty. Ships should follow the guidance provided in SCBA Tip #036 for warranty work. The OEM prefers that you contact them directly. Please also cc the CNSF DCO on e-mails.

Many units have been in the fleet almost a decade. Feedback from ships on how the harness assemblies are standing up to use is invited.

Hints and common deficiencies:

· Air quality testing Draeger tubes are not the same as gas free engineering tubes; see the PMS card for part numbers

· No air quality log

· Cylinders out of Hydro

· Cylinder air leaks

· Cylinders not topped off or filled after last use

· Cylinders damaged beyond PMS criteria for taking out of service (a cylinder not meeting PMS criteria may be repairable by a service center for significantly less than the cost of replacement)

· 36M-1 check for harness assembly flow test out of date

· Cracked face pieces, old style installed

· HUD batteries dead: air was not purged after last use, if pressurized the HUD stays on

· Damaged HUD wires: recently seen where the wire connects to the pressure reducer

· Inop voice amps, dead batteries (a new version is being evaluated)

· No voice amp installed, every unit should have one

· Air leaks: harness assemblies and charging gear

· HPFA’s with old filters or high moisture

· Compressor relief valves not pop-tested or reinstalled on the wrong stage

· Damaged straps on the harness assembly

· Damaged head straps

· Purchase of facepieces and head straps intended for the civilian chemical response SCBA: although the facepiece is an AV2000 or AV3000, the black nylon head strap/net has a tag saying that it will melt

· Being below AEL allowance for harness assemblies, cylinders, and extra facepieces (small and X-large facepieces)

· Low compressor oil level

· Poor EBAC condition and corrosion

· Poor care and storage during handling: regulator not properly stored, facepiece scratching, regulator hose damage, etc

Unlike OBA’s in which most of us drilled with the bail down, every time you go on air for a drill or casualty you are entrusting your life to the SCBA and charging equipment and the maintenance man who did the PMS. Diligent accomplishment of PMS is essential to each sailor’s safety and the ability to combat casualties. The CNSF DCO welcomes any feedback.

CNSF POC is LCDR Rob Saunders, Force Damage Control Officer, DSN 577.3511, Comm. 619.437.3511, E-mail robert.p.saunders@navy.mil.
DRAEGER TUBE NOTE

Draeger tubes within their expiration date are required to conduct gas free engineering, casualty air testing, and SCBA breathing air quality testing. Many ships are reporting that they are receiving expired Draeger tubes and 4-gas analyzer calibration gas. The Defense Logistics Agency manages these items and is correcting some incorrect shelf life codes. All Draeger tubes and calibration gas should be received from the Supply System with significant remaining service life. Should a ship receive Draeger tubes or calibration gas that is expired or only has a short service life remaining, the ship should submit a Supply Discrepancy Report (SDR) and notify the CNSF DCO by e-mail.

Ships are reminded that the Draeger tubes used for breathing air quality PMS are not the Draeger tubes used for gas free engineering. The SCBA PMS card has the appropriate Draeger part numbers listed.
CNSF POC is LCDR Rob Saunders, Force Damage Control Officer, DSN 577.3511, Comm. 619.437.3511, E-mail robert.p.saunders@navy.mil.
UNDERSTAND AND MONITOR

YOUR DFS PROGRAM

Overdue / expired Departures from Specification (DFS) need increased monitoring and command attention. In December 2007, there were 40 overdue / expired DFS in the data base. Several factors apply when determining DFS approval with 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, as required by the JFMM, 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 times, departures arrive in the message traffic after normal working hours, or on Friday asking for approval by Monday.
Pre-plan if you are scheduled for inspectors onboard. Afloat Training Group will require you to submit departures for many degraded conditions, so take heed, inspect for these conditions and submit for a DFS allowing time for proper disposition.

Generating a DFS for missed PMS is problematic. Many PMS requirements, especially in the Damage Control area are tied to federal regulations; any such departures will have to be reviewed by NAVSSES Philadelphia and the technical warrant holder so for these DFS expect a longer lead time.
Simple Do’s:
· Send in DFS extensions at least two weeks prior to the expiration date. If you are closely monitoring your program, this should be a simple task.
· Check the listed websites. Check the SURFOR website to see if your DFS is listed; if not, you will have to resend it. If you have submitted a departure and have not heard back within two weeks, there is a good chance it may not been received or missed during screening process.
· We all cut and paste to some extent, but if you use that process, remember to proofread what you wrote. Have your chain of command review your DFS before it’s released.

· Make sure you include a good phone number and an E-mail contact. If there are questions, having accurate contact information will speed things up.

· When the RMC needs answers please respond to them as soon as possible. Frequently, we have departures that take an inordinate amount of time for disposition. When the RMC is contacted, the answer is generally “the ship is not responsive in providing information we asked for”.
·  Tell the whole story. Occasionally we receive departures that do not include all the restrictions that the DEI’s wanted listed, or some of you will ask for a simple departure knowing it will get approved and then try to sell it to ATG as a blanket departure for a very serious problem 
· When you get impatient, feel free to call, but remember that you may deal with 30 or 40 DFS per year. The staff deals with around 3,000 incoming DFS messages per year. We answer on a priority basis.

· Note: the staff does not respond to your DFS clearance request via message therefore check the below listed websites for the status of your  clearance request.

Helpful Hints:

· Periodically review your DFS status by visiting the following websites: 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 Reports, and keep all copies of active departures.

· Conduct scheduled QA training.

Deficiencies in the QA program identified during shipboard assessments that need 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. 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.d.cleveland@navy.mil and ETC(SW) Johnny Franklin, N43A12, DSN 836.3381, Comm. 757.836.3381, E-mail johnny.franklin1@navy.mil.
INTERNAL / EXTERNAL
AUDITS / ASSESSMENTS

(Ships / ISICs)

With today’s intense operational schedules, it is even more critical to have your warship “ready for tasking” at all times. Keeping your ship mission ready should be the goal of every crew member. And being able to document and report accurate status on ship material condition requires a plan that includes periodic oversight and inspections of ship’s systems and processes. This oversight is conducted internally by ship’s force and externally by outside activities.

Reference (a) Joint Fleet Maintenance Manual (JFMM) Volume V (Quality Maintenance) Part I, Chapter 9 (Audits, Surveillance, Evaluations and Assessments) is the place to start and refer to often when planning and executing one of the above inspections. There are various types and degrees of self-audits, inspections and evaluations but they are all designed to identify and record deficiencies and implement corrective action. As deficiencies are identified, they should be immediately appraised and a plan of corrective action initiated. As defined by reference (a), “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 reference (a) 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 ship’s 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 ship’s 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 include ISIC assessment results and corrective actions taken. This report must be discussed with the CO, Engineer Officer, and others to identify any follow on actions and improvements.

ISIC’s play an important role in helping ships maintain a high degree of readiness. Reference (a), “ISIC’s shall schedule and conduct a QA Program assessment in conjunction with the Inter-Deployment Training Cycle…for all assigned ships”. This assessment includes key areas like material control, QA training and qualification, and QA records. Also, per reference (a), “ISIC’s will conduct…additional periodic audits and surveillance”. This includes monitoring of controlled work during maintenance periods.

It is strongly recommended that the ship’s QAO be proactive by conducting internal audits on areas typically assessed by the ISIC, see reference (a) Para 9.3.3 prior to a scheduled 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. Timed correctly, there would be time for appropriate corrective action prior to an ISIC review.

Ship’s QA personnel are encouraged to continue their efforts in building a more effective QA program by implementing correct oversight procedures. Be ready for ISIC inspections, have internal inspection results ready for their review; they have big oversight responsibilities for their many ships.

CNSF POC is Mr. Ron Reeves, N43A46C, DSN 836.3497, Comm. 757.836.3497, E-mail ronald.reeves1.ctr@navy.mil.
ELECTRONIC SAFETY CAN BE A
REAL SHOCKER!
Juggling the day-to-day work and the many distractions that surround us can be quite difficult; however, it is of the utmost importance to keep safety at the top of our priority list, throughout this new year and always. As Sailors and Marines, proudly serving on the blue and green team at sea or ashore, we owe it to our teammates, our families, and ourselves to be safe. Electricity is not prejudice; it knows no pay-grade, gender, race, personal likes or dislikes. If you work in and around electronic equipment, you are subject to the “electrifying” potential for disaster. This article is dedicated to making sure your electronic safety resource library stays up to par.

Navy Safety and Occupational Health (SOH) Program Manual (OPNAVINST 5100.19E for Forces Afloat): The Navy SOH manual for Forces Afloat provides general as well as explicit guidance and directives pertaining to electronic safety. Chapters to keep highlighted in your wheel-book:

VOLUME I

· Introduction CH-A1: A solid understanding of the Navy’s safety program begins with understanding its purpose. Chapter 1 contains background policy and applicability information, key terms, and additional references for the chapter.
· Responsibilities CH-A2: Outlines responsibilities at each command level of responsibility. In order to maintain an effective safety program, it is imperative that everyone involved knows their role and responsibilities and also knows they do make a difference.

· Electrical Safety CH-B7: Even one simple oversight could leave you super-charged and super-charred. Don’t let safety become a “shocker”.

· Radiation Safety CH-B9 and Tag-Out CH-B11: Picture yourself hanging out in a microwave oven set on high-power for 15 minutes. Can’t see? Well, that’s the problem-you can not see the radiation beam from a radar or communication system two piers over. Don’t take radio frequency hazards (Radhaz) and tag-out procedures for granted. Your “internals” could end up looking like a hotdog that was over-cooked in that microwave.

· Personal Protective Equipment (PPE) CH-B12: No matter what task you are involved in, proper PPE is vital for safety. Working in and around electronic systems and equipment is no different. Safety shorting probes and electrical safe rubber gloves (both properly maintained) and knowledge of the equipment under test / repair will keep you alive!

VOLUME II

· Introduction CH-C1: General shipboard safety always applies no matter what!

· Electrical & Electronic Safety and Tag-Out CH-C9: If you are not intimately familiar with this chapter, then you are definitely seeking “star-dumb” and a chance to “sparkle”! No sailor ever got the nickname “Sparky” from their dazzling personality.

· Hazardous Material CH-C23: Special attention should be given to the high probability that polychlorinated biphenyls (PCBs) are in electronic equipment. Equipment-specific technical manuals specify whether or not PCBs are contained within. All hands should be familiar with the dangers associated with PCBs.

NAVAL SHIP’S TECHNICAL MANUAL (NSTM) Chapters 300-302, 310, 320, 400, 410, 491 and 634: These chapters provide guidance and invaluable information pertaining to electric / electronic safety. Again, if you are involved in the operation, maintenance or repair of electronic equipment, it is an all hands responsibility to know, apply, and enforce the guidance provided in the NSTMs.
NAVSEA MANUAL S0400-AD-URM-010/TUM REV.3 (TAG-OUT USERS MANUAL): “TUM’s the word!” The explicit guidance contained in the TUM is no secret. This manual saves lives, equipment, and ships! A thorough understanding through indoctrination and effective recurring training should already be established throughout your command. It should go without saying that supervisors at all levels, as well as tag-out Authorizing Officers know the TUM inside and out.

While this article points out some very valuable references for electronic safety, much of this information applies to electrical safety as well. A very helpful website is the NAVAL SAFETY CENTER website: http://www.safetycenter.navy.mil/default.htm.
Remember, safety is an All Hands evolution. Be a team player and participate!
CNSF POC is ETC(SW) Johnny Franklin, N43A12, DSN 836.3381, Comm. 757.836.3381, E-mail johnny.franklin1@navy.mil.
PCA C5RA ASSESSMENT
DISCREPANCIES

COMBAT SYSTEM SMOOTH LOG

Common Post CNO Availability Combat Systems, Command, Control, Communications, and Computers Readiness Assessment (PCAC5RA) discrepancies include items such as gage calibration (torpedo tubes and gun mounts), weight test (dollies, chain hoists), post fire PMS checks, antenna maintenance and leaking waveguides. An ideal time frame for maintenance personnel to verify calibration / certification expiration is during an SRA, DSRA or PMA.

In addition, the Combat System Smooth Log War Fighting Improvement Program (WFIP) advisory number Fifty-Two Foxtrot is a collection of documents which provide a snapshot of the ship's Combat System. It consists of tabulated data and must be maintained in a central location for ready reference. The smooth log is a valuable tool for maintaining combat system configuration and documentation of equipment performance trends:

· PART I
Configuration

· PART II
Radar/Director

· PART III
Electronic Warfare

· PART IV
Launcher/Gun

· PART V
Sonar/Underwater Battery

· PART VI
CIWS

· PART VII
Ordnance

· PART VIII
Ordnance Handling Equipment

· PART IX
Certifications

· PART X
Alignment Data

· PART XI
Miscellaneous

This WFIP and others may be reviewed on the SURFOR web at https://www.surfor.navy.mil/wfip. (Select Combat Systems Master Log).

· Users with current access to the SURFOR web may go straight to the site and log in.

· For new users:

· Register at http://www.register.surfor.navy.mil. Select account registration option.

· All new users with navy.mil e-mail addresses will automatically be approved. All new users submitting a registration with other e-mail addresses will be required to provide a DOD sponsor and justification.

CNSF POC is Mr. Eric Nutt, C601B, DSN 836.3513, Comm. 757.836.3513, E-mail eric.nutt.ctr@navy.mil.

NAXI 100 SERIES COMPRESSORS

(Rigging and Installation)
In March 2002, COMNAVSURFLANT chartered a study to analyze the Low Pressure and Medium Pressure Air Systems to identify predominant system failures and provide new or modified maintenance strategies or protocols.

As a result of this study, the NAXI model compressors were shown to have higher failure rates than other low-pressure air compressors. The root cause was that NAXI compressor air ends are often damaged during installation. To avoid damage, the NAXI compressor must be stored and remain within its original shock mounted crate until it is on the deck in the vicinity of the air compressor skid. Great care must be exercised while handling the unit from the time it is uncrated until it is safely in place on its foundation. Moreover, the compressor shaft should never be used as a lifting or support point while lifting, moving or positioning the unit. During the study, subject matter experts recommended that RMC personnel oversee the installation of these units to eliminate installation damages.

A recent pull of 3M data indicated that installation related failures are continuing, that procedures are not being followed, and RMC representatives are not being called to oversee these installations.

Since it is easy to damage the air end of a NAXI 100 series compressor during installation, the following actions will be taken when the decision to replace has been made and validated by a local RMC representative:

· Local RMC expertise shall be on hand during the installation process.

· A local RMC representative will be present, to the extent possible, regardless of installing activity, Ship’s Force, OEM or shipyard. This includes having the RMC representatives onboard to witness:

· Rigging of the uncrated replacement compressor into the space
· Uncrating of the replacement compressor on the deck plates and in the vicinity of the compressor skid
· Removal of the old unit
· Rigging and mounting of the replacement unit (with piping connections and components, previously removed, correctly made up)
· Alignment

RMC presence during installation will also add an extra measure of caution and quality assurance to ensure no debris enters an air, water or oil port. 

CNSF POC is Mr. Kevin Alexander, N432A9, DSN 836.3311, Comm. 757.836.3391, E-mail kevin.alexander2@navy.mil.

BEST PRACTICES FOR
COMPLETING A 2 KILO

Every entry on an OPNAV 4790/2K is important for tracking and analyzing SURFOR maintenance functions. (NAVSEAINST 4790.8B, Ships 3-M Manual Appendix B provides policy and responsibilities concerning the preparation of OPNAV 4790/2Ks). During a variety of studies conducted on shipboard systems during the past ten years, analysts have consistently pointed to incomplete (or incorrect) data in nearly every one of these studies. This data is being used by decision makers to formulate alterations, equipment design, PMS, training, etc., to improve the reliability of our systems. Therefore, we must collectively improve our documentation of CNSF maintenance one two Kilo at a time if we are going to get the most from our maintenance dollar! To do so, the following key data fields have the greatest impact on maintenance data analysis and can be easily improved in our database:
Status Code (Block 7):  [Ref 3-M Manual page B-21]. The status code is critical to identify the effect of the discrepancy noted in the 4790/2K on the operational capability of the equipment or system. A large percentage of repairs are miscoded 1 or Zero. Operational (Code 1) should be reserved for discrepancies that have no effect on a system, equipment, or component operation (e.g., the controller needs to be painted or replace missing fastener on a controller box). Status Code Zero is reserved for services and “satisfactory” assessments. Often only 4790/2Ks with Status Code 2 (Non-Operational) and 3 (Reduced Capability) are the only documents collected by NAVSEA and others when reviewing equipment history to assist in making both design and policy decisions. If you incorrectly code a failure as status Code 1 (Operational) or Zero (Not Applicable) the casualty will not be counted for analysis. Likewise, non-failure items, if incorrectly coded 2 or 3, result in these 2 Kilos being counted as failures. This results in incorrect conclusions from the data with systems looking better or worse than they actually are, potentially wasting maintenance dollars.

Cause Code (Block 8): [Ref 3-M Manual page B-22] Nearly 45% of maintenance actions show the code for “No Malfunction” or “Other,” which may be less painful to report than indicating the actual causes such as defects, abnormal environment, lack of knowledge, corrosion condition, inadequate instructions and communication problems. By identifying the appropriate (real) cause, the failure modes and root causes of the problems can be better identified leading to a quicker long term solution by the technical community.

Equipment Identification Code (EIC) (Block 14): [Ref 3-M Manual page B-23]. EICs are a system level sorting parameter for many 3-M reports used at the highest levels of the Navy to measure and report CNSF maintenance trends. Correct EICs, for instance, can quickly point to the offending system; or, if incorrect, indict the wrong system or hide offending components. For this reason it is important to be as specific as possible when documenting maintenance actions. As a general rule if the EIC contains only a lead combination of either two letters or a number and a letter followed by nothing but zeros, you have probably not used the best EIC. (Hint #1 to 2 Kilo reviewers and 3-M Coordinators: If there are six or more zeros, the EIC is probably wrong). As a recent case in point; the wildcat brake on your anchor windlass should have an EIC of TM04710, rather than the reported TM04000 (Anchor Windlass), TM00000 (General Deck Equipment), U000000 (Support Services) or the all-inclusive Z000000 (Unknown). (Hint #2 to 2 Kilo reviewers and 3-M Coordinators: the most overused EIC is 1000000 which is correctly used with some Administration/Habitability and Outfit/Furnishings. A better EIC is almost always available). A full list of EICs is available on the SURFLANT “SPEAR” website which can be accessed with URL https://www.spear.navy.mil. Once at the site, click on References and Resources, then Information Systems, then go to APL, ESWBS, EIC Lookup. In one study 3.4% of all maintenance documents that were related to depot costs during the period 2001 – 2006 had the inaccurate highest level EIC (with five zeroes).

Narrative - Problem Description (Block 35A) and Recommended Solution (Block 35B): [Ref 3-M Manual page B-26]. One recurring problem noted in many studies is that many of the OPNAV 4790/2K block 35 narrative sections fail to list “what is wrong” and “what needs to be done.” The narrative sections are often missing even the most basic information such as symptoms or results of troubleshooting attempts. Narrative comments will also match the components listed under the EIC. Both the repair team and the maintenance analysis team need this information to do their jobs cost effectively. If the maintainer is unable to determine what is wrong, the maintainer can add more substantive remarks in the “action taken section” of the narrative when closing out the maintenance report after the true nature of the casualty has been determined.

More for Block 35A and B - [JFMM – Volume II Part II Chapter 1, Para 1.2.3.a]. The full documentation of assessments and inspections, even if totally satisfactory, is very important in the material history of your systems. COMFLTFORCOMINST 4790.3 REV A Change 6 JFMM, requires that all inspection teams, assist personnel, material assessment teams and training and visit teams discovering material discrepancies should be the ones to document the discrepancies. This ensures there is no error in what the discrepancy is and what is required to correct it. The discrepancy is documented on a 4790/2K either directly into SNAP/ OMMS / OMMS-NG or via electronic files which they clerically assist ship's force in loading into SNAP/ OMMS / OMMS-NG before leaving the ship. The below naval message COMNAVSURFOR 061716Z FEB 07 Subject: Maintenance Data System (MDS) Bulk Inputs) contains details and specific requirements for uploading this documentation:

R 061716Z FEB 07 PSN 426548I29

FM COMNAVSURFOR SAN DIEGO CA//N41//

TO ALNAVSURFOR

INFO RUCBCLF/COMUSFLTFORCOM NORFOLK VA//N41/N43//

SUBJ/MAINTENANCE DATA SYSTEM (MDS) BULK INPUTS// REF/A/RMG/COMNAVSURFPAC/311917ZJUL97//

REF/B/RMG/COMNAVSURFPAC/042017ZMAY01//

AMPN/REF A DESCRIBES MAINTENANCE DATA SYSTEM BULK INPUT PROCEDURES.

REF B DESCRIBES MAINTENANCE DATA SYSTEM BULK INPUT PROCEDURES//

POC/TOUSSANT/GSCS/CNSF/-/DSN 526-0136/TEL: 619 556-0136/ EMAIL LARRY.TOUSSANT@NAVY.MIL (LOWER CASE)//

RMKS/1. PASS TO ALL 3M COORDINATORS AND SYSTEM COORDINATORS.

2. THIS MESSAGE REITERATES TYCOM POLICY, ADDRESSED REF A AND B, REGARDING PROCESSING OF BULK DATA INPUT INTO THE SHIPS MDS DATA BASE. MAINTAIN A COPY OF THIS MSG IN THE 3M MASTER FILE.

3. SHIP 3M COORDINATORS HAVE REPORTED TO CNSF N412A3 A GROWING NUMBER OF INSTANCES IN WHICH INSPECTION TEAMS, READINESS REVIEW TEAMS, PMT (PERFORMANCE MONITORING TEAM), AIT (ALTERATION INSTALLATION TEAM), OR CONTRACTORS INSTALLING/DOCUMENTING EQUIPMENT, HAVE REQUESTED OR DIRECTED 3M COORDINATORS TO PROCESS BULK INPUT TAPES INTO THE SHIPS DATA BASE.  BULK (AUTOMATED) INPUT TO THE SHIPS MDS FILES IS A VIABLE MEANS FOR ENTERING LARGE AMOUNTS OF INFORMATION RAPIDLY. HOWEVER, IF THE BULK INPUT MEDIA IS FORMATTED IMPROPERLY OR IF THE DATA IS SUSPECT, PROBLEMS FROM POTENTIAL SYSTEM FAILURES TO ADDITIONAL MANUAL INPUT BY THE SHIPS FORCE WILL RESULT.

4. IN DIRECT RESPONSE TO THE REPEATED SYSTEM FAILURES AND MANUAL INPUT CAUSED BY POORLY FORMATTED AND SPURIOUS DATA, SHIPS 3M COORDINATORS WILL ONLY PLAY INTO THEIR SHIPS DATABASE THOSE BULK INPUT TAPES AND DISKS WHICH HAVE BEEN APPROVED BY CNSF N412A3.

THIS MESSAGE DOES NOT APPLY TO RAD/ASI DATA TAPES AND FILES.

5. ALL ACTIVITIES PRODUCING BULK MDS DATA TAPES ARE DIRECTED TO FORWARD ALL MEDIA TO CNSP N412A3 FOR SCREENING AND VERIFICATION.

ANY SHIP HOLDING UNCERTIFIED MDS BULK INPUT TAPES ARE TO DELIVER OR MAIL TAPES TO:

COMMANDER NAVAL SURFACE FORCES

FORCE 3M COORDINATOR (CNSF N412A3)

ATTN: GSCS TOUSSANT

2841 RENDOVA RD

SAN DIEGO, CA 92155-5490

6. FOR ADDITIONAL INFORMATION OR ASSISTANCE REGARDING THESE PROCEDURES, CONTACT MSG POC.// BT #0000 NNNN
Remember, the more detailed the information that is input into your 2 Kilos, the better your equipment can be maintained over the long term. If you have any questions on the above, contact your 3-M Coordinator or the POC below.
This article first appeared in the March 07 Engineering and Maintenance News Bulletin and has been updated with current information. 
CNSF POCs are ENCS Gary Blatt, N41 Force 3-M Coordinator, DSN 836.3211, Comm. 757.836.3211, E-mail gary.blatt@navy.mil or GSCS Larry Toussant, N4, 3M Coordinator, DSN 526.0136, Comm. 619.556.0136, E-mail larry.toussant@navy.mil.
DOCUMENTING WORK RIGHT
THE FIRST TIME

In the shadows of reduced maintenance budgets, building new ships, extending the life of existing ships, and developing new technology, it is essential that everybody does their part in stretching the “Big Navy” dollar. From a maintenance perspective, it all begins with the accuracy of individual work candidates and the completeness of the ships CSMP. Focusing on “documenting work right the first time” has the potential to create huge dividends for ships forces and the maintenance community alike.

Surface ships reaching their expected service lives is a key goal of the surface force; and the ships CSMP is a vital tool in successfully fulfilling this goal. Short term, the CSMP is the only consolidated list of deferred maintenance items 
which uniquely identifies the material conditions of individual ships. Therefore, it is the only tool available to the maintenance community to properly prioritize, plan and execute maintenance to ensure the ship is ready for tasking. Long term, CNSF, NAVSEA and OPNAV all use the CSMP to calculate backlog and in return, use the results to establish future maintenance funding levels or conduct engineering analysis of equipment performance.
Part of the cost of executing maintenance is the planning and estimating of work candidates. In theory, a properly written work candidate can be planned without a ship check. This reduces the cost of the work and expedites the planning steps leading to work accomplishment. On the other hand, poorly identified work candidates often leads to growth or new work which waste scarce maintenance dollars. Therefore, ships forces can truly assist the maintenance community by reporting and documenting material discrepancies correctly and completely the first time.

To assist the maintenance community in improving the maintenance screening, brokering, planning and estimating process, management has developed several key metrics to assist them in measuring critical check points throughout the maintenance process. Two metrics relating directly to the quality of 2Kilos produced by ship’s force include the cycle time metric and the first pass yield metric.

Cycle Time (CT) is strictly a “production” measurement. This metric measures the time from when the material discrepancy was documented in the CSMP until the 2K is entered in the CSMP shore file. The idea behind this metric is to ensure material discrepancies are passed to the shore community in a timely manner so they can appropriately screen the jobs. The current CT goal is set at seven days.

First Pass Yield (FPY) is the “quality” measurement. This metric measures the percentage of 2Kilos screened by the port engineers without being rejected back to the ship or having any modifications to the following fields:

· Block 35 – Problem description prior to the XXX

· Block 4 – APL

· Block 5 – Equipment Noun Name

· Block 13 – Serial Number

· Block 15 – Safety

· Block 16 – Location

· Block 37 – CSMP Summary Name

· Block 56 – Work Request Routine (SWAB / SWLIN)

The current goal for the FPY metric is 85%. Accurate work candidates are able to be screened for maintenance availabilities by the waterfront maintenance teams the first time. Where as having to return a 2Kilo back to the ship for more details, modifying the 2Kilo, or conducting a ship check to validate information, creates rework, thus, adding cost.

As a result of reduced Cycle Times and increased First Pass Yields, the PE and MT are now able to screen, broker, budget and plan work more efficiently and effectively by identifying the right repair facility and the right maintenance time period, while minimizing planning rework and loss of efficiency due to poor 2K quality. The Return on Investment (ROI) of these metrics and resulting process improvements is the reduction non-value added planning, research and rework. These cost savings are passed back to the ship in the form of more repair and modernization work for the allotted budgets.

CNSF Maintenance University (MU) has established a four-hour maintenance seminar titled “Writing an Effective Work Candidate”. This seminar is designed to assist ships force in writing quality work candidates and addresses both, CT and FPY metrics. With the streamlining of the approval process onboard the commands, this will not only reduce the time and frustration of editing and redefining the scope of work, but will improve the quality of work candidates being submitted. More information on this and other seminars offered by Maintenance University can be found at: www.spear.navy.mil or http://musrv.spear.navy.mil/mintu/.

CNSF POC is Mr. Kevin Alexander, N432A9, DSN 836.3411, Comm. 757.836.3311, E-mail kevin.alexander2@navy.mil.

improving maintenance / repair practices
(Maintenance University Briefs)
Key maintenance personnel need to have a clear understanding of the policies generated by the Surface Warfare Enterprise maintenance strategy, processes for execution of the policy, and detailed knowledge of the policies and processes at the execution level. 

Maintenance University provides Surface Force ships and Shore managers with the information required to successfully plan and execute CNO Depot and all types of Continuous Maintenance Availabilities. Emphasis is on improving maintenance / repair practices, what has gone wrong in the past and why, and how to avoid common pitfalls. Best Practices and Lessons Learned are fully integrated into briefs tailored for the target audience that are offered in an interactive, seminar format ideally sized for 8-12 attendees.  The briefs are updated in real time (includes review of metrics performance) and provide a direct conduit for maintenance management information to be promulgated accurately and consistently across the Surface Warfare Enterprise with a focus on the shipboard role (tailored for each level) and maintenance team within the RMC.
Maintenance University Briefing products available include:

· Senior [Command Level] Briefing suitable for Cos / PCOs, XOs / PXOs, Department Heads.

· Ship’s Maintenance Management Officer (SMMO) suitable for Officers and Chiefs who have been recently assigned or about to be assigned as their ship’s SMMO.
· Division Officer Briefing suitable for Division Officers and entry level managers inexperienced in SURFOR maintenance processes.

· 3M Coordinators / LCPO Briefing suitable for 3M Coordinators, LCPOs and CPOs.

· Work Center Supervisors Briefing for PO1 / PO2 work center supervisors.

· Work Candidate / 2K Validator Briefing for LCPOs and CPOs – targeted training for LCPOs and CPOs.
· Work Candidate / 2K Writing Briefing for all personnel writing work candidates / 2Ks.

· Shore Maintenance Managers Briefing suitable for maintenance team members and other non-Ship’s Force maintenance managers.

· Maintenance and Modernization Business Plan Work Shop.
· Ship Systems Expert Briefing for ship’s personnel selected for their specific equipment or system expertise.
Senior Level briefings are 1.5 days taught in conjunction with PCO / PXO briefings at SWOS and the SWO Department Head Course at SWOS. The Senior Brief is available upon request in various home ports (availability to COs, XOS, CS and ENG DEPT heads afloat, Port Engineers, Maintenance Team members). The Shore Managers brief is 2 days in length. All other briefs are provided monthly in major ports and periodically (typically semi-annually) in other ports depending on demand.  Dates and times are listed in a periodic GENADMIN message sent from COMNAVSURFOR and are listed on the CNSF Maintenance University website (https://www.spear.navy.mil/mu). The seats for the briefs can be obtained by requesting a seat(s) from the set schedule which is posted on the maintenance university web site or by contacting the MU Technical Director (LeBoeufA@amsec.com or 757.631.2243). To arrange other specific dates, contact the MU Technical Director who will work with you based on facilitator availability. For ships in SW Region contact Pat Farrell (patrick_farrell@amsec.com or 858.826.8182) to schedule Division Officer, 3-M Coordinator – Leading Chief Petty Officer, Work Center, 2K Writing and Validation Briefs.

For questions, contact Andy LeBoeuf 757.631.2243 or E-mail LeBoeufA@amsec.com.

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

INSPECTIONS / REGUNNING

All gun mounts require periodic inspections in order to ensure safe operation. Periodic inspections identify the rate of barrel erosion and provide a measure of barrel wear over time, using tools such as bore scopes, star gauges and projectile seating guides. All 76MM and above gun barrels must be inspected upon installation, after proof-in testing, annually and upon indication of an in-bore ammunition malfunction. Gun barrel inspections can be scheduled through the local RMC.

Barrel inspection can identify the need for regunning when a barrel is found to meet one of several criteria:

· erosion
· fatigue life
· muzzle enlargement or constriction
· gas wash pockets
· cracks
Regunning shall be requested when the number of rounds fired is within 300 rounds of barrel fatigue life.

Ship’s force should check weapons smooth logs for the last accomplishment date and schedule new inspections to ensure periodicities do not expire during deployment. If required inspections are not completed in the PMS prescribed timeframe, the gun mount should be considered unsafe for firing and should be CASREP’d until inspections are completed.

All inspection results should be maintained in the Combat System Smooth Log in accordance with WFIP 52F.

CNSF POC is Mr. AL Hanes, N65ML, DSN 836.3530, Comm. 757.836.3530, E-mail alan.hanes@navy.mil.
FFG CLASS FIN STABILIZER

Change out of FFG Class fin stabilizer outboard bearings is a time consuming and costly evolution. Based on inspections of failed components, there appears to be a correlation between the premature failure of the outboard fin shaft bearing and a lack of lubrication. This deficiency of lubrication can be attributed to a lack of accomplishment of required PMS when the ship is underway.

Ship’s force is required to accomplish required PMS in accordance with MIP 5651-002-95 and MRC 95 6TNE R-5D. Ensure actuator bearings, fin shaft outboard bearings, and fin shaft sea glands are lubricated with Termalene 2 (A-A-50433) prior to getting underway and daily while underway. Attention to this PMS detail will decrease known causes of degradation.

The NAVSEA Cumbersome Work Practice Group is developing a Ship Change Document (SCD) to install an automatic lubrication system which will eliminate the need of manual lubrication of the actuator bearings, fin shaft outboard bearings, and fin shaft sea glands. This Auto-lube system will provide even, metered lubrication to all fin stabilizer system bearing components at regular, programmable, scheduled intervals. This system will also incorporate a low lubricant supply alarm in CCS with a lower lubricant level equipment operation shut-down feature.

Finally, ensure Maintenance Teams schedule MRC 5651 AP-1, Assess Fin Stabilizer System Material and Operational Condition, every 24 months to insure proper operation of system.
CNSF POC is Mr. Frank Shay, N43A61, DSN 836.3376, Comm. 757.836.3376, E-mail frank.shay@navy.mil.
SURFOR’S UNDERWATER INSPECTIONS AND CLEANING PROGRAM

Fuel economy savings is undoubtedly the major reason for the SURFOR Underwater Inspections and Cleaning Program. Increased fuel consumption results from the frictional resistance of marine growth, as well as the added weight of the growth itself. Even when a vessel and propeller are only lightly fouled, the resulting increase in fuel costs when operating at normal cruising speeds can be as high as 15%. In addition, the adverse effects of marine fouling on fuel consumption magnify as speed increases. As of 01 January 2008, the price of navy distillate is $128.52 / barrel.

SURFOR’s Underwater Inspections and Cleaning Program has four main cost mitigation strategies:
· Improve Hull / Propeller Efficiency

· Maintain Hull Coating / Prevent Hull Damage / Increase Dry Docking Cycle

· Inspection Underwater

· Optimization of Machinery Cooling Water
Hull / Propeller Efficiency - Up to 70% of a ship’s propulsive energy is needed to overcome hydrodynamic resistance (friction), keeping the hull and propeller surfaces smooth will minimize waste and improve the speed and distance gained from burning a barrel of fuel. Excess biofouling on a ship's hull, shafts and propellers can result in more propulsive fuel consumption, thus reducing the ship's ability to meet operational speed and shorten operating range. The propeller is particularly vulnerable to marine fouling since it is an unpainted surface that must remain clean for proper operation. Propeller fouling, despite its small surface area, can generate energy losses amounting to half that of the hull itself; so maintaining a clean propeller is critical. Even with routine maintenance, surface roughness can occur as a result of erosion, corrosion, or from tubeworm tracings. This roughness alone can increase fuel consumption up to 10%.
Maintain Hull Coating / Prevent Hull Damage / Increase Dry Docking Cycle - Severe fouling can damage the ship’s coating system and result in excess corrosion of the hull and running gear. Removing calcareous growth at its first appearance reduces the likelihood of external hull corrosion and pitting. Failure to maintain the ship's coating system could lead to costly repairs to the underlying structure and replacement of the coating system.  Underwater hull cleaning offers the added benefit of increasing the intervals between dry-docking, since one of the major reasons for dry-docking is to clean the hull and apply new anti-fouling coatings. Maintaining a vessels operational readiness and prolonging the interval between dry-docking requires a rigorous underwater ship husbandry discipline. Therefore, routine underwater inspections and periodic cleaning are conducted to assess the condition of the hull and appendages.

Underwater Inspections - There are two types of underwater ship inspections used in underwater ship husbandry: Investigative inspections, which occur on a regular basis to diagnose suspect damage and inspections in preparation for a ship's deployment or underway exercise. These inspections often lead to underwater repairs to correct the deficiency or damage discovered.

Machinery Cooling Water Optimization - Unclogging fouled suction grates improves the flow of water to internal machinery and reduces pump wear. Cleaning the hull regularly prevents biofouling buildup, thereby saving energy and lengthening the effective life of cooling water machinery.

CNSF POC is Frank Shay, N43A61, DSN 836.3376, Comm. 757.836.3376, E-mail frank.shay@navy.mil.
TAG-OUT SAFETY PRIOR TO

UW HULL CLEANING

Dive tag-out sheets will be submitted one day prior to diving operations. Ships shall ensure appropriate tag outs are established, in place and completed by 0730 on scheduled start date. Also, ships shall make every effort to prevent other costly delays, i.e. weapons handling, deck evolutions, pier restrictions, etc. Contracted diving delays are extremely expensive ($750 per hour) and readily avoidable through schedule adherence and timely communication.

This program provides comprehensive inspection and cleaning of the underwater hull on a recurring basis. All ships should remain on their regular scheduling intervals; deferring hull cleaning allows severe hard fouling to form which damages hull paint systems, deferring interim cleaning can result in excess propeller fouling, increased fuel consumption and cleaning cost. Request every effort be made to support hull cleaning contract personnel in obtaining gate passes and ship access to prevent costly government caused delays.
CNSF POC is NDCM Richard Storment, N43A51, DSN 577.0743, Comm. 619.437.0743, E-mail richard.storment@navy.mil.

SONAR DOME
RUBBER WINDOW ENTRY

During the past six months MIP 1651/005 MRC 18M-1R has been attempted and deferred on two DDG’s due to frozen inner dome entry hatches. On one of these ships, dome entry was achieved after a contractor was hired to come onboard and use a press to extract the pins. On the other ship, resolution has not happened yet. In both cases, the PMS (18M-1R) had been deferred for over a period of years. Okay, so what’s the big deal you ask? Who wants to go into that slimy stinky sonar dome, waterborne, anyway? I certainly don’t! Well, I doubt any rational human being really likes the idea of going into a cold slimy dark wet space but in this case, it is necessary to ensure that waterborne entry remains viable.
On CGs and DDGs, the ability to enter the dome was designed into the system to provide a means to assess and repair the array if required. Many of you have probably been inside the dome to move one or two transducers from the critical aperture area to the baffle area. If you were not able to enter the dome waterborne you would have to live with some minor to major system degradation until your ship could be placed in dry dock. In the case of one DDG, waterborne entry was utilized to remove and replace 120 faulty transducers which not only restored the system to full capability but also saved the taxpayers, you and I, millions of dollars in dry docking costs. So, next time that pesky 18M-1R is scheduled don’t defer it; contact the RMC for assistance and get it done.
CNSF POC is Mr. Dave Callahan, N652A, DSN 836.3939, Comm. 757.836.3439, E-mail thomas.callahan1@navy.mil.
ON-BOARD GAS TURBINE
READINESS REVIEW

(Gas Turbine Engine Tools)
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 a scheduled deployment. GTRR is intended to review engine operational capability and preclude personnel and material casualties. The GTRR must be performed by a certified Marine Gas Turbine Inspector (MGTI) per the JFMM Volume IV, Chapter 23.

The role of a MGTI is to function as a NAVSEA representative and conduct formal gas turbine inspections. The MGTI functions as a technical assistant, conducting repairs, and conducting training sessions for ships force. During any GTRR safety is paramount. Correct all observed safety violations before continuing with the inspection.

Part of following safe practice policies during an inspection is using the correct tool for a given maintenance task. Load testing for special support equipment must follow the guidelines contained in the General Gas Turbine Bulletin (GGTB) NR 22 Rev. 1. The GGTB provides the guidelines for conducting load testing for lifting tools contained in the Special Support Equipment (SSE) vans and the tools on board gas turbine ships.

GGTB NR 22 has two sections. The first section applies to the 501 K-17/34 gas turbine generators (GTG); the second section applies to the LM2500 main propulsion gas turbine engine. Before using any tool, ensure it has a current load test and perform a visual inspection prior to use. If there are any concerns about the tool functionality, discontinue use until appropriate measures have been taken to ensure proper operation. Each tool shall be load tested every seven years and a visual inspection performed in accordance with GGTB NR 22.

The special support equipment (SSE) tool van sets contain the necessary tooling, consumables, and lifting fixtures to perform a gas turbine engine change-out. The purpose of the GGTB NR 22 is to ensure all load bearing equipment is tested and certified for use with the proper load rating. The SSE custodian shall ensure all defective lifting tools are identified with an unserviceable tag to ensure the tool is not used during a scheduled maintenance activity. A tool not properly identified as defective can cause serious personnel injury and equipment damage.
CNSF POC is Mr. Tony Coulson, N43A31, DSN 836.3357, Comm. 757.836.3357, E-mail anthony.coulson@navy.mil. 

2M/MTR / TEST

EQUIPMENT / CALIBRATION
Safety Issue - King Nutronics Model 3666 Automatic Pressure Calibrator Contamination - Calibration certification letters are still listing a significant number of contaminated King Nutronics 3666 pressure calibrators during PMS or calibration. The following is submitted to reemphasize the importance of using Fluid Separators, Liquid Traps, and Test Hoses when operating this equipment.

The 3666 technical manual, ST700-AB-MMC-010, contains the maintenance procedures for proper operation and use of fluid separators, liquid traps, and hoses. The following key points are forwarded for review:
Fluid Separator:
· Must be used when calibrating any device in a hydraulic system (any liquid).
· Use the PMS card to ensure the separator is properly filled.
· After use, separators may be stored charged with liquids unless: salt water, JP-5, or synthetic lube oils. If salt water, the separator must be drained and refilled with clean distilled water prior to storing. If JP-5 or synthetic lube oils, the diaphragm and all seals must be replaced. 
· Keep spare diaphragm kits (P/N: 909-9) on-hand to repair separators. Instructions for separator overhaul can be found in Section 4.3.4.
The 3666-10K is provided with two fluid separators. Additional separators may be procured to allow their use with a particular fluid.
Liquid Trap:

· Must be used when performing all calibrations (pneumatic and hydraulic) using the 3666.

· After use, the liquid trap should be opened, any liquid found in the trap should be dumped and components should be cleaned per PMS card.
· High Pressure (HP) Test Hoses: The 3666-10K should only be operated with the properly configured and rated HP test hoses provided with the standard, proper configuration can be found in pages 2-7-4 through 2-7-46.

· The following HP hoses should be provided with the 3666:

(1) Two each, ten foot test hoses (M-F). P/N: 3666-62-1200, 10,000 PSI.
(2) One each, five foot supply hose. P/N: 3666-54-0600; 3,000 PSI.
(3) One each, five foot jumper hose. P/N: 3666-55-0600; 10,000 PSI.
(4) One each, eighteen inch flex adapter. P/N: 3460-108-0180; 10,000 PSI.

· Hoses (1) through (3) should never become contaminated with any hydraulic fluids. When calibrating devices installed in a hydraulic system, a hardline (P/N: 3666-151-3) or the flex adapter (4) should be used on the hydraulic side of the fluid separator. These are the only components that should ever become contaminated with any type of fluid.

· Do not re-configure any HP fittings when performing calibrations with the 3666-10K.

Shipboard Gage Calibration Program (SGCP) Interval Confusion -The calibration intervals for shipboard instruments depend on whether the instrument is installed or portable. The Calibration Requirements List (CD-ROM) is the source document per the JFMM, Volume VI Chapter 9 (CFFCINST 4790.3) and the NAVSEA METCAL Instruction 4734.1B. This document clearly identifies all installed instrumentation specifically System, Nomenclature, Range, Function Abbreviated, Location, Calibration Requirements, Calibration Activity, Interval etc. The portable instruments reference document is the Metrology Requirements List (METRL) found on the METPRO CD-ROM (Volume 1 of 3).

SGCP technicians should question MEASURE data if different from the following generic intervals: pressure gages 36 months, remote thermometers 36 months, bimetallic thermometers 48 months and pressure/temperature switches 12 months. Exceptions are listed on the CRL (example - magazine sprinkler pressure gages are 12 months). Checking and validating with the CRL will typically save SGCP technicians unnecessary rework.

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 Circuit Card Assembly (CCA)/Electronic Module (EM). 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, Comm. 757.396.0800 and request the Piece Parts Assistance desk. Please provide the following information by e-mail 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.

CNSF POC is Mr. Johnnie Cleveland, N601A, DSN 836.3296, Comm. 757.836.3296, FAX 757.836.3258, E-mail johnnie.cleveland@navy.mil.
FAREWELL

Mr. Al Grills has retired after 38 years of faithful service in the US Navy and government service. After serving as a Navy SEAL and many years at Norfolk Naval Shipyard, Al wrapped up his career on Commander, Naval Surface Force staff as the Electrical Engineer for the past 18 years. Al was widely known throughout the fleet as most knowledgeable in all things Electrical.

In addition to Al’s many great accomplishments, he was a steady contributor to the COMNAVSURFOR Engineering and Maintenance News Bulletin. His timely and in-depth articles contributed greatly to the safe operation of ships and to the safety of his shipmates. Al will surely be missed, his knowledge irreplaceable and his desk hard to fill.

Mr. Al Grills - “Fair Winds and Following Seas”.

[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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NAME


RESPONSIBILITY


COMM


DSN
N43AD

RON LETA

FORCE NAVAL ENGINEER

757.836.3358


836.3358

N43AP

TIM GRANT

FORCE READINESS


619.437.2274

577.2274

N43A11

VACANT

ELECTRICAL ENGINEERING TECH
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

N65ML

AL HANES

NSWC PHD-L LIAISON


757.836.3530

836.3530

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

ELECTRONICS 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


619.437.3240

577.3240

N43A24/81
LCDR SCHLISE

PROPULSION / GAS TURBINE

619.437-2273

577.2273






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 ENGINEER

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)

21A1
COMLANTFLT (N432, N434) 

21A2
COMPACFLT (N4313)

22A
FLEET COMMANDERS

24A
COMNAVAIRFOR

24A1
COMNAVAIRLANT (N43)

24A2
COMNAVAIRPAC (N43)

24D
COMNAVSURFOR (N43)

24D1
COMNAVSURFLANT (N00, N01, N001R, N001, N002, N002B, N02H, N02P, N1, N3, N41IH, N42, N43, N43D, N6, N601A, 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) Receive electronic copy only

30
MINE WARFARE SHIPS 

31
AMPHIBIOUS WARFARE SHIPS LANT/PAC Receive 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 AVIONICS 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 Reps

· 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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