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Department Heads, Division Officers, and Work Center Supervisors for dissemination to ALL HANDS. These and previous News Bulletin articles are available on the following Internet site:
https://www.surfor.navy.mil/engineering/default.aspx
To register for SURFOR Web access, go to http://www.register.surfor.navy.mil. 
Email addresses with @navy.mil will automatically be approved.
SHIPBOARD SAFETY
Usually for the Engineering and Maintenance News Bulletin, I select a topic of broad interest or one that is currently pushing our button on the staff. In every Engineering and Maintenance News Bulletin, we ensure that at least one article addresses the issue of safety to maintain shipboard awareness on this most important subject. Our business of operating and maintaining warships is not without hazards, especially if we do not maintain a clear understanding of our surroundings and the potential for personal injures. With this in mind, I have asked our entire writing staff for this issue of the Bulletin to address the issues of safety head on, in all of the technical articles. These will be in addition to that provided by our Safety Officer.
Every training, repair, maintenance and operational, task on board ship, must consider the effects or possible negative outcome that can occur. Operational risk management is one of our major on board thought processes that must be considered in all evolutions. Safety procedures for things that have inherent high risk require attention to the details, and in many cases, supervision to oversee the process being performed. Strict following of rules designed to understand and control the out of ordinary circumstances must be followed, and as I have mentioned many times, take no short cuts with the use of a process. These include but are not limited to controlled work packages, if the work requires that level of documentation and oversight, or complete tag out review with comparison of work to be performed with the diagrams of system being worked, and the final review with required signatures.

Check sheets, with requirements are one of the best guides to ensure that work is performed safely and completely, since developmental thought and review goes into development of each document. If you are performing a routine 
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action, there should be standard operating procedures that have the required review and time proven successful outcome.
PMS is one of those documented, work scheduling tools that will keep the work place safe and outcome of the actions satisfactory. When performing work on installed equipment, does there seem to be too many alarms turned off, alarm light on, or sensors OOC in the machinery plant? Has your safety been compromised by less than well thought out operational procedures? Is it in writing on how to proceed? 

In your daily routine on board, be alert to the sea stories addressing how to do tasks and obtain a result that may appear OK, but does not pass the common sense review. If the common sense review seems OK but you have not seen the written requirement and continue to hear “we have always done it that way”, or tribal knowledge; question the validity of the process being proposed without documentation. It could affect the safety of you and the equipment you rely on at sea.

During preparation for this article, we came up with a list of safety related items for you to consider:

· ORM, Procedures, High Risk, Light Off, Check Sheets, Self Assessment of Condition, SOPs, TSOs, PMS, Sea Stories, Documentation, CWP, FWP, HAZMAT, Laser Safety, Tag Out Process, Effective Oversight, ATG Lessons Learned, Mindset, Training, PQS, Proficiency, Alarms, Warning Lights, Electrical System Frisk, Heat Stress, Hearing Protection, Protective Clothing, Face Shield, Rubber Gloves, Rubber Mats, Climbing Harnesses, Safety Nets, Non Skid Decks, SCBA.

Safety should always be you in your day to day on board thought process, and continually discussed prior to on board work.
CNSF POC is Mr. Ron Leta, N43/6C, Force Naval Engineer, DSN 836.3358, Comm. 757.836.3358, E-mail ron.leta@navy.mil.
TIME CRITICAL ORM – NEW AND IMPROVED

Who can remember the five steps of the Operational Risk Management (ORM) process? Even those of us who deal with Safety day in and day out have to pause to remember each of the steps. If you’re one of the talented few who remembers the five steps, do you know what to do with each step? The Navy realized that while ORM was a good tool, the five step process was too cumbersome to be effective in reducing mishaps. With 80% of all mishaps being contributed to human error, something had to be done to make ORM effective and user friendly. As we all know, evolution briefings always contain an ORM slide, so someone at some point knew the five steps and exactly how to do a full ORM work up. However, that slide which should have been good for only one evolution was used repeatedly for several evolutions, regardless of external factors. What if you’re doing the same thing, but now its night time, now it is raining outside, now winds are gusting 15-25 knots? There are a myriad of outside influences that if not properly accounted for could lead to disaster even during the most mundane of evolutions. However, when it came to ORM, it was often too difficult and time consuming to re-do the entire ORM process for one evolution that you’ve done 100 times before. But, as we all know, common sense isn’t common and it only takes one time, one slip, one mistake in judgment to cause a mishap – the ultimate purpose of ORM is to cut out these mishap factors.

The new ORM tool the Navy is using is called Time Critical Risk Management (TCRM). If you’ve done your FY09 GMT you’ve probably already heard of it. It is intended to encourage junior Sailors to participate in the ORM process. After all, it doesn’t make sense for someone’s division officer to do the ORM slide, when the junior folks are the ones risking a finger or a toe. Time Critical Risk Management is basically the same thing as the ORM 5-step process, but it’s easier to remember and easier to use. It’s easier to remember because it’s as simple as A-B-C-D. Assess, Balance resources, Communicate, Do and Debrief. Easy – right?

Assess, the first step in the TCRM process, answers the what, when and where. What is the evolution? Where will it take place? How much time is available to do the task? What could go wrong? What is the experience level of everyone on the team? This step takes the place of identifying hazards in the 5-step ORM process.

Balance resources the second step in the TCRM process, looks at resources available to get the task done safely. Checklists, SOPs, team members, subject matter experts etc. This step also teaches Sailors to reassess the situation and encourages them to stop and think before moving on. This step replaces the assess hazards and make risk decisions steps in the 5-step ORM process.

Communicate the third step in the TCRM process, stresses the use of clear communication amongst team mates, communicating risk to those involved and asking questions concerning the evolution. This step stresses that communication is the key to managing risk and implementing controls. This step replaces the implement risk controls step of the 5-step ORM process.

Do and Debrief is the last step in the TCRM process. It asks questions like – was the mission successful, was there a critical point where things did or almost went wrong and what can be done next time to improve the ultimate outcome? This step replaces the supervise step in the 5 step ORM process.

This is a quick and easy recap of the TCRM process. If you have questions or need more information check out the GMT-09-016 ORM course – it is a step by step explanation of the TCRM A-B-C-D. While it will take time to change over from ORM 5-step to TCRM A-B-C-D, the goal is to eventually have TCRM become second nature so Sailors use it not only at work but also at home and off duty.

CNSF POC is LCDR Amy Varney, N416, Force Industrial Hygiene Officer, DSN 836.3079, Comm. 757.836.3079, E-mail amy.varney@navy.mil, Fax 757.836.3274.
JFMM REVISION B CHANGE ONE

COMUSFLTFORCOMINST 4790.3 Revision B Change 1 was promulgated 11 August 2009 and the JFMM web site has been updated. Revision B Change 1 replaces Revision B in its entirety.
JFMM CD-ROM’s have been distributed to all activities on the distribution list located on the web site.  JFMM Revision B Change 1 can be viewed on line at http://www.submepp.navy.mil/jfmm/index.htm. Scroll down to JFMM “What’s New”. Click on Revision B Change 1 “An advanced look at the Manual is available by clicking here. Naval message COMNAVSURFOR SAN DIEGO CA 250024Z Sep 09 announced Rev B Change 1 effective immediately and established the implementation date on or before 15 December 2009.
Users of the JFMM are always encouraged to submit change requests at any time. Submit a Change Request Form found in the front of each volume for each change. You can print out the change form from the JFMM CD or go online to the above Internet site. Submit the form(s) in electronic format via e-mail to PTNH.SUBMEPP.JFMMMGR@Navy.Mil or facsimile 1.207.438.6250. Complete the form by filling in all blocks. Provide a clear description of the problem including Volume number, applicable paragraph(s) and page(s). Changes are processed as outlined in JFMM Volume I Fwd, Para 7.

CNSF POC is Mr. Ron Reeves, C43/6C1, DSN 836.3497, Comm. 757.836.3497, E-mail Ronald.reeves1.ctr@navy.mil.
FLUKE CLAMP-ON METER RECALL

Several Fluke digital clamp on meters were recalled recently due to the potential for electric shocks. This notice was released to the fleet naval message COMNAVSAFECEN NORFOLK VA 21909Z Aug 09. If your unit is in possession of one of the below recalled units, contact the manufacturer for a replacement, see paragraph 6 below. The message is quoted below for further dissemination:

“From: COMNAVSAFECEN NORFOLK VA [mailto:root@clfamhs1.clf.navy.mil]

This message is UNCLAS

R 121909Z AUG 09 ZUI ASN-PCC224000515 PSN 315259I25 FM COMNAVSAFECEN NORFOLK VA TO ALSAFE BT UNCLAS QQQQ

SUBJ: SAFETY BULLETIN - RECALL OF FLUKE DIGITAL CLAMP VOLTAGE METERS DUE TO POTENTIAL SHOCK HAZARD UNCLASSIFIED// ALSAFE 045/09 SECINFO/U/-// MSGID/GENADMIN/COMNAVSAFE CEN/40/AUG// SUBJ/SAFETY BULLETIN - RECALL OF FLUKE DIGITAL CLAMP /VOLTAGE METERS DUE TO POTENTIAL SHOCK HAZARD// REF/A/DESC:DOC/CPSC PRESS RELEASE 09-222/-// AMPN/REF A IS CONSUMER PRODUCTS SAFETY COMMISSION (CPSC) PRESS RELEASE DTD 15MAY09 ANNOUNCING THE RECALL.// POC/CHARLES ALMOND/CIV/UNIT:COMNAVSAFECEN/
NAME:NORFOLK /TEL:DSN 564-3520 X7157/TEL:757-444-3520 X7157 PAGE 02 RUCOWCA1311 UNCLAS /EMAIL:CHARLES.ALMOND AT NAVY.MIL// GENTEXT/REMARKS/1.  SEVERAL MODELS OF FLUKE DIGITAL CLAMP METERS HAVE BEEN RECALLED BECAUSE OF A POTENTIAL SHOCK HAZARD.  AS INDICATED IN REF A, IN COOPERATION WITH THE U.S. CONSUMER PRODUCT SAFETY COMMISSION (CPSC), FLUKE CORP IS RECALLING APPROXIMATELY 52,000 MODEL 333, 334, 335, 336 AND 337 DIGITAL CLAMP METERS MANUFACTURED BETWEEN 29JAN08 AND 27FEB09.  FLUKE METERS BEARING THESE MODEL NUMBERS ARE KNOWN TO BE AVAILABLE THROUGH GSA OR OPEN PURCHASE SOURCES.

THE EXTENT OF AVAILABILITY IN NAVY WORK PLACES IS UNKNOWN.

2. HAZARD:  THE METERS CAN FAIL TO GIVE AN ACCURATE VOLTAGE READING, INCLUDING A LOW OR NO VOLTAGE READING, ON A CIRCUIT ENERGIZED WITH A HAZARDOUS VOLTAGE.  THE OPERATOR COULD FALSELY BELIEVE THAT ELECTRICAL POWER IS OFF, THEREBY BEING EXPOSED TO A SHOCK, ELECTROCUTION OR THERMAL BURN HAZARD.

3. MANUFACTURER:  FLUKE CORP OF EVERETT, WA.

4. AFFECTED PRODUCTS:  FLUKE DIGITAL CLAMP METERS, MANUFACTURED IN CHINA, WITH THE MODEL AND SERIAL NUMBERS SHOWN BELOW [READ IN 3 COLUMNS].  THE MODEL NUMBER MAY PAGE 03 RUCOWCA1311 UNCLAS BE FOLLOWED BY AN "A":

MODEL          SERIAL NUMBER   SERIAL NUMBER

FAMILY         STARTING WITH:  ENDING WITH:

FLUKE-337 & 337A  96070000        98890607

FLUKE-336 & 336A  96220000        98900400

FLUKE-335 & 335A  97010000        98860104

FLUKE-334 & 334A  97010000        98870101

FLUKE-333 & 333A  97010000        98880240

SERIAL NUMBERS THAT BEGIN WITH "S" OR ARE FOLLOWED BY "R" ARE NOT INCLUDED IN THE RECALL.  "FLUKE" AND THE MODEL NUMBER ARE PRINTED ON THE FRONT OF THE UNIT AND THE SERIAL NUMBER ON THE BACK.  THE INSTRUMENT BODY IS YELLOW, RED, AND BLACK.  THESE CLAMP METERS MEASURE 0 TO 600 VOLTS ALTERNATING CURRENT (VAC), 0 TO 600 VOLTS DIRECT CURRENT

(VDC) AND 0 TO 400, 600 OR 1000 AMPS ALTERNATING CURRENT.

5. INCIDENTS/INJURIES: FLUKE HAS RECEIVED AT LEAST THREE REPORTS OF CLAMP METERS DISPLAYING AN INCORRECT VOLTAGE READING. TO DATE, NO INJURIES HAVE BEEN REPORTED.

6. ACTIONS:  PERSONNEL USING THESE FLUKE MODEL 33X DIGITAL PAGE 04 RUCOWCA1311 UNCLAS CLAMP METERS SHOULD VERIFY THE MODEL/SERIAL NUMBERS TO IDENTIFY UNITS COVERED BY THE RECALL.  ACTIVITIES SHOULD TAKE ANY AFFECTED UNITS OUT OF SERVICE IMMEDIATELY AND TAKE APPROPRIATE ACTION TO OBTAIN A FREE REPLACEMENT CLAMP METER.

7. ADDITIONAL INFORMATION IS AVAILABLE FROM THE CPSC

WEBSITE: WWW.CPSC.GOV/CPSCPUB/PREREL/PRHTML09/09222.HTML.

THE MANUFACTURER'S WEBSITE PROVIDES DETAILS AND PROCEDURES TO OBTAIN REPLACEMENT UNITS:

US.FLUKE.COM/USEN/SUPPORT/SAFETY/33X-RECALL.HTM OR CALL 1- (888)98-FLUKE (983-5853); 7 A.M. TO 4 P.M. PACIFIC TIME, MONDAY-FRIDAY.// BT”

CNSF POC is Mrs. Debbie Dennis, N43/6C3, DSN 836.3311, Comm. 757.836.3311, E-mail Debora.dennis@navy.mil.
SURFACE FORCE 3M
TRAINING REQUIREMENTS

(Maintenance University)
The following naval message promulgates background and new requirements for Surface Force 3M training: 

ROUTINE

R 090324Z JUL 09


FM COMNAVSURFOR SAN DIEGO CA
TO ALNAVSURFOR


UNCLAS
SUBJ: SURFACE FORCE 3M TRAINING REQUIREMENTS UNCLASSIFIED//
MSGID/GENADMIN/COMNAVSURFOR/4283//
SUBJ/SURFACE FORCE 3M TRAINING REQUIREMENTS//


REF/A/DESC:DOC/NAVSEA/24MAR2006//
REF/B/DESC:DOC/OPNAV/26MAY2005//
REF/C/DESC:DOC/USFFC/08DEC2008//
REF/D/DESC:DOC/COMNAVSURFOR/29APR2009//
REF/E/MSGID:GENADMIN/COMNAVSURFOR/20OCT2004//
REF/F/MSGID:GENADMIN/COMNAVSURFOR/13JUL2005//
REF/G/MSGID:GENADMIN/COMNAVSURFOR/22JUL2008//
REF/H/MSGID:GENADMIN/COMNAVSURFOR/30JUN2009//
REF/I/DESC:DOC/COMNAVSURFOR/14OCT2008//

NARR/REF A IS NAVSEA SHIP 3-M MANUAL WITH CHANGE 3 DTD 24 MAR 2006.
REF B IS STANDARD U.S. NAVY SORM. REF C IS JOINT FLEET MAINTENANCE MANUAL (JFMM) REV B. REF D IS COMNAVSURFOR 3-M CERTIFICATION INSTRUCTION. REF E IS CNSF 200024ZOCT04 SHIPMAIN GRAM NUMBER 6. REF F IS CNSF 131632ZJUL05 CHIEF PETTY OFFICER ROLE IN SHIPBOARD MAINTENANCE. REF G IS CNSF 221716ZJUL08 BACK TO BASICS - MAINTENANCE AND MATERIAL MANAGEMENT (3M). REF H IS CNSF 300004ZJUN09 BACK TO BASICS - MAINTENANCE AND MATERIAL MANAGEMENT (3M). REF I IS SURFACE FORCE TRAINING MANUAL CHANGE 1.// POC/DESGREY, JOHN/CWO5/CNSF/N4343/TEL: 619-437-2500/
EMAIL: JOHN.DESGREY@NAVY.MIL//
POC/TENNANT, DON/LT/CNSF/N72/TEL: 619-437-3116/
EMAIL: DONALD.TENNANT@NAVY.MIL//

RMKS/1. THE PURPOSE OF THIS MESSAGE IS TO PROMULGATE SURFACE FORCES 3M TRAINING REQUIREMENTS.

2. BACKGROUND.
A. TRAINED KNOWLEDGEABLE OPERATORS AND MAINTAINERS FORM THE FOUNDATION UPON WHICH THE SURFACE FORCE PROVIDES WARSHIPS READY FOR TASKING. THE REQUIREMENTS FOR PROPER MANAGEMENT OF MAINTENANCE IN SHIPS, SYSTEMS, AND EQUIPMENT AND SPECIFIC BILLET RESPONSIBILITIES ARE ADDRESSED IN REFS A, B, AND C.
REF D HAS BEEN ALIGNED WITH THE REFERENCE C 3M ASSESSMENT REQUIREMENTS AND PRACTICES RELATED TO INFORMATION CONTAINED IN REFS E AND F. THESE MESSAGES STRESSED THE ROLE OF THE LCPO AS THE DIVISION'S TECHNICAL AUTHORITY FOR ALL ASPECTS OF MAINTENANCE AND THE NEED FOR DIVISION OFFICERS AND DEPARTMENT HEADS TO BE ACTIVELY INVOLVED IN THE DAY-TO-DAY ASPECTS OF MAINTENANCE MANAGEMENT.
REF G HIGHLIGHTED THE BACK TO BASICS EMPHASIS WRT 3M.  THE TRAINING IN PARA 3 IS INTENDED TO PROVIDE THE ESSENTIAL FOUNDATION TO SUPPORT REINVIGORATING THE BASICS IN 3M ACROSS THE FORCE.

3. NEW REQUIREMENTS.
A. IN KEEPING WITH THE RENEWED EMPHASIS ON MAINTENANCE PRACTICES AND AS A RESULT OF SURFACE FORCE FEEDBACK, WE HAVE BOLSTERED MAINTENANCE UNIVERSITY (MU) COURSES  TO DELIVER FOCUSED 3M TRAINING.
(1) DH/CPO 3M REFRESHER / 1 DAY
(2) WORK CENTER SUP / 2.5 DAYS
(3) WATERFRONT DIVO / 2.5 DAYS
(4) 3MC/LCPO / 1.5 DAYS
B. PERSONNEL ASSIGNED TO THE ABOVE POSITIONS ARE REQUIRED TO ATTEND MIN OF ONCE PER TOUR. REQUIREMENTS FOR CHIEF PETTY OFFICERS CAN BE MET WITH EITHER DH/CPO REFRESHER OR 3MC/LCPO COURSES. COMMANDS SHALL PURSUE COURSE FULFILLMENT AS SOON AS PRACTICAL AND BE IN COMPLIANCE NOT LATER THAN 1 FEB 2010. COMPLIANCE PROGRESS WILL BE ASSESSED DURING LTTS AND 3M ASSESSMENTS.
C. COURSE SCHEDULES WILL BE PROVIDED SEPCOR. UNTIL COURSE REQUIREMENTS ARE IMPLEMENTED IN FLTMPS, COMMAND TRAINING OFFICERS CAN OBTAIN CLASS SCHEDULES OR QUOTAS FROM THE BELOW POCS. THE MU FACILITATORS ARE LOCATED IN SAN DIEGO AND NORFOLK AND CAN EXPORT TRAINING TO OTHER FLEET CONCENTRATION AREAS AS NEEDED.
(1) MR. BOB PERRY / ROBERT.PERRY2@NGC.COM / 757-226-1214
(2) MR. ANDY LEBOEUF / ANDREW.LEBOEUF@NGC.COM / 757-631-2243 D. IN THE INTERIM UNTIL 01 FEB 2010, 3M COURSE REQUIREMENTS WILL BE LISTED IN THE PENDING CATEGORY OF FLTMPS AND WILL NOT IMPACT ROLL-UP PERCENTAGES. COURSE COMPLETION TRACKING WILL BE TRACKED ONBOARD INITIALLY. AFTER COURSE IDENTIFICATION NUMBERS (CINS) ARE ESTABLISHED, COURSE COMPLETION WILL BE TRACKED USING FLTMPS AND QUOTAS MAY BE RESERVED USING ENTRS.
E. THE NEXT REVISION TO REF I WILL REFLECT THE TAILORED 3M TRAINING REQUIREMENTS.//

The above naval message promulgated new 3M training requirements for the Surface Force. In keeping with the renewed emphasis on maintenance practices and as a result of Surface Force feedback, bolstered Maintenance University (MU) courses to deliver focused 3M training have been mandated for specified personnel with a target completion deadline of 01 February 2010. The specific courses and message highlights are:

· DEPARTMENT HEAD/CPO 3 M REFRESHER / 1 DAY
· WORK CENTER SUPERVISOR / 2.5 DAYS 

· WATERFRONT DIVISION OFFICER / 2.5 DAYS 

· 3MC/LCPO / 1.5 DAYS

Personnel assigned to the above positions are required to attend the specified training at least once per tour. The requirements for Chief Petty Officers can be met with either the DH/CPO 3M Refresher or the 3MC/LCPO Course. Qualifying course attendance commenced in February 2009 when the additional 3M material was added to the specific course curriculum. Compliance progress will be assessed during LTTs and 3M Assessments. The next revision to the Surface Force Training Manual will reflect these new requirements. MU Training schedules are promulgated quarterly for Norfolk and San Diego and typically by message 4-6 weeks prior to periodic MU Team visits to Mayport, Everett, Pearl Harbor, Yokosuka, and Sasebo. The seats for the briefs can be obtained by requesting a seat(s) from the set schedule promulgated by message traffic, the MU Web site https://spearnet.nmci.navy.mil/MU, or by contacting the MU Technical Director (Andrew.LeBoeuf@ngc.com or 757.631.2243). For any questions on MU contact Andy LeBoeuf.
CNSF POC is CWO5 John Desgrey, N43A23, DSN 577.2500, Comm. 619.437.2500, E-mail john.desgrey@navy.mil.
FROM THE ELECTRICAL DESK

Safety – Electricity is a powerful thing. It is invisible and generally silent. However, it must be respected. Electricity can hurt, damage equipment, and even kill. When you are assigned to work on a piece of equipment to which electricity is supplied, respect the electricity. Always do an Initial Voltage Verification to determine if the power is turned off, even if you were the one that turned it off. Switches can be inadvertently bumped back to the on position. They can be broken and fail to turn the power off. Always check – it could save your life.

Tag-outs and Electrical Safety – these areas are often found to be unsatisfactory by INSURV and ATG. The Tag-out User’s Manual (TUM) is distributed to all ships, it’s on the same CD as the JFMM and is accessible on-line at the JFMM website: http://www.submepp.navy.mil/jfmm/index.htm. 

Review the TUM and make sure you are following it. Write the tags legibly and make sure they are hung on the correct valve or switch, and that the switch is in the correct position (on or off). Keep the log books tidy and user friendly. Perform the audits bi-weekly, or weekly in an industrial availability, as required. The guidelines are there to keep everyone safe. Safety is everyone’s business, and we must show true leadership in this area. Officers and Chiefs, lead by example. When you are performing a walk through in a space with a tag hung, read and inspect the tag to ensure it’s on the right equipment and the position of the switch is correct. If there is a problem, contact the EOOW before resetting the switch to what is indicated on the tag. Again, safety is everyone’s responsibility.

Electrical Items In Personal Areas - Don’t use extension cords plugged end to end to reach across the ship. Move the work closer to an outlet, or utilize a longer extension cord. Also, the circuit in your rack is not rated to handle eight personal devices at once. Do not use a power strip to plug eight items into it. NSTM Chapter 300 Section 2.7 covers the safe way to use portable equipment aboard ship. Section 2.7.3.6.4 specifically states that personally-owned equipment / appliances are not standard ship issue and can only be approved for shipboard use when the listed conditions are met and the approved equipment is tagged as approved. Note that many consumer products are built in a flimsy manner and present a shock hazard in the shipboard environment. Also note that rechargers for cell phones and personal electronic devices are not to be left plugged in while unattended or not in use.

Higher Voltage - for the sailors on the new LHD-8, remember that the Higher Voltage (4160 V) has additional boundary conditions and tools for initial voltage verification. Provide guidance and training on a regular basis to your shop personnel as a reminder for those onboard and as initial training for newly reporting crewmembers. Arc Flash and Arc Blast are likely new, but a very important part of your training. Arc-flashes and Arc blasts can happen at large distances – up to 10 ft.  Respect the voltage – never work on this equipment while it is energized. Make your shop and your ship the model for how things should be done – correctly. Safety is your responsibility. Be responsible - for yourself, for your shipmate. We all want you here tomorrow.

Preventive Maintenance System (PMS) - is designed to prevent major repairs by doing the routine maintenance routinely. Some may think it is unnecessary…wrong! It is done to keep from having to do costly repairs. Costly in dollars spent, costly in down time when your ship is unavailable to perform its mission, and costly to the image of the Navy. Recently, a technician was sent to a deployed ship to troubleshoot a grounding and overheating problem. The technician was flown half way around the world at taxpayer expense, arrived on station and went to work. After having the appropriate tags run, so that he could open and inspect the inside of the console, he opened the cover. Keep in mind that prior to being dispatched to the ship, the crew had told him they were diligent with their PMS, but what he found upon opening the console revealed that was not the case. The circuit cards and terminal strips were buried in a quarter inch or more of dust and debris! No wonder the system was shorting and overheating. (See picture example below.) The cooling fan blades were not much better. They too, were covered with lint, dust and dirt. Remember, if the system is not routinely cleaned, it can develop problems. This is true of all the systems on the ship. Electronics also do not react well to overheating, often ‘acting up’ for a short time before breaking completely. Everything needs to be maintained. Keep the systems clean, filters changed, mechanical / dossert fittings tight, panels dust free, floors swept. You will find the systems will run better. Take pride in your work area. It is yours and it is a reflection on you.

[image: image1.jpg]



CNSF POC is Mrs. Debbie Dennis, N43/6C3, DSN 836.3311, Comm. 757.836.3311, E-mail Debora.dennis@navy.mil.
DEPARTURE FROM SPECIFICATION (DFS)

(Surviving the Next Big Event)
For the Warriors in the fleet, the fiscal crunch, coupled with more frequent deployments, results in compressed training cycles. Often times Sailors are not able to adequately maintain the sophisticated systems they are responsible for.

“A DFS is the mechanism used to document and resolve a lack of compliance with any authoritative document, plan, procedure, instruction, etc.”

The DFS process is designed to assist ships in maintaining the myriad of installed systems. The process works, especially when users are proactively seeking resolution for departures and non-conformances. Historically, the DFS Desk gets an influx of DFS requests just before the next big event (inspection, certification, qualification, etc.). While we are committed to assisting the fleet, there are some things that just can’t be resolved in a short period of time.

Below are some quick hints to help you avoid the “2 - minute drill.”
· First and foremost, the JFMM (Volume V Part I Chapter 8) is the primary authoritative document for the DFS process. Use it to ensure your requests are not subjected to any undue scrutiny, or delays.

· Stay proactive throughout the DFS life cycle. Know when your DFS expires.

· All CNSL DFS response messages contain a link to the SURFOR DFS website. Use this tool to assist in maintaining your DFS program.

· Submit DFS requests (initials and extensions) at least 2 weeks in advance of the “required by” date.

· Ensure all DFS requests are properly formatted in accordance with the JFMM, Volume V, Part 1, CH-8 appendices.

· Provide sufficient problem detail in your request to allow a thorough technical review. Remember, the technical review sometimes has to pass through more than one set of hands.

· Scrutinize your DFS logs to maintain accurate accountability of all your requests in accordance with the JFMM.

As always, if you have any questions or concerns, don’t hesitate to contact the DFS Desk.

CNSF POC is ETC Johnny Franklin, N43/6C7, DSN 836.3391, Comm. 757.836.3391, E-mail johnny.franklin1@navy.mil.
GAS FREE ENGINEERING
ASSESSMENT TRENDS

Gas Free Engineering is one of the most dangerous evolutions aboard ship because it involves confined space entry into spaces that can have oxygen deficient atmospheres, combustibles and / or toxic gases that are Immediately Dangerous to Life or Health. Recent assessments of surface afloat Gas Free Engineering programs are producing some common trends with the administration of the program. Trends are:

The 40 hour On the Job-Training (OJT) requirement: Commanding Officers are waiving the requirement. Although allowed under NSTM 074, Volume 3, if the 40-hour OJT is waived, it must be in writing and the Gas Free Engineer must have completed the course of instruction within 36 months. In addition, some GFEs did not have the required CO waiver.

Gas Free Engineering Personnel (GFEP) Recertification: GFEP are missing the required 10 minimum gas free certificates demonstrating satisfactory engagement of gas free engineering during the year. GFEP who have not completed active gas free engineering are also not completing the five gas-free evolutions of OJT to refresh their gas free engineering skills under the direct supervision of a certified GFE. One way to document the five OJT gas free evolutions is to use the satisfactory graded drill gas free testing section of fire drills or toxic gas drills. If the foregoing recertification methods are not feasible, GFEP may be recertified based on a practical and oral or written examination, both of which sufficiently demonstrate capability.

Cardiopulmonary Resuscitation (CPR): Ships are not completing the CPR qualifications or could not produce CPR cards. Although, some ships are documenting CPR training in R-ADM, CPR cards are required to be on record. All GFEP are required to be trained in CPR per the requirements of the American Heart or American Red Cross Associations.
Emergency rescue procedures: GFEP are required to conduct annual refresher training in emergency procedures and confined space rescue drills semi-annually. Half of the ships assessed are only meeting both of these requirements. As mentioned earlier, align the toxic gas drills to satisfy the training requirements of NSTM 074, Volume 3.
Gas Free Engineering Performance: Actually executing gas free engineering practices are not being accomplished or incorrectly accomplished. Gas Free Engineering Petty Officers (GFEPO) cannot perform or lack the requisite knowledge to calibrate the Four Gas Analyzer. The IDLH space entry checklist is not being used or there are insufficient rescue personnel for IDLH space entry. GFE's are not conducting safety briefs or their delegating IDLH testing to GFEPO's.

Bottom line up front, Gas Free Engineering personnel need to know the requirements of NSTM 074, Volume 3 for certification, re-certification, training, and GFE practices execution. 
CNSF POC is LT Paul Csapo, N43/6C1, DSN 836.3373. Comm. 757.836.3373, E-mail paul.csapo@navy.mil.
3M PROGRAM INVOLVEMENT IN SAFETY

Safe and proper completion of a planned maintenance action involves other vital ship board programs. Three of these programs, Tag Out, HAZMAT and Electrical Safety, are crucial to the effectiveness of maintenance and safety of personnel. Maintenance personnel and supervisors need to constantly familiarize and update themselves to be effective on the job.

Tag Out is not to be taken lightly when performing maintenance or repair that calls for tag out. Ensure that every line item on the MRC is reviewed and complied with; your life or safety of the equipment may depend on it. Use all available references EOSS, CSOSS, SIB to ensure you are completely covered on your tag out. We cannot overemphasize the importance of properly tagging out equipment; spending a few more moments to ensure that you are safe will pay dividends in the long run. Never take short cuts.

After accomplishing your maintenance and before you start to clear your tags, ensure that the tags are clear in sequence that is described on the MRC to safely align the equipment / system properly. Signing the accountability log and the TORS must have the same date to properly account for the maintenance check.

HAZMAT: is comprised of all aerosols (regardless of contents), flammables, combustibles, compressed gases, oxidizers, acids, alkalis, and toxic materials. This is almost every type of chemical used for cleaning; grease and oil, powdered or liquid onboard ship. All planned maintenance HAZMAT issues and returns will be documented in Hazardous Material Inventory Control Systems Windows (HICSWIN) to ensure all required HAZMAT is used tracked. HICSWIN will be inspected by ATG during 3M assessments for HAZMAT issues on PMS being spot checked. All hands must follow these general safety precautions when handling HAZMAT:

· Work Center Supervisor must brief personnel on hazards and required PPE.

· Ensure adequate ventilation in work area.

· Never exceed one week(s) usage as a ready supply.

· Avoid breathing vapors or dust when using HAZMAT.

Electrical Safety: comply with all electrical safety precautions as directed in NSTM 300 and follow command policy.  Never work on live electrical circuits, unless authorized by your COC, and is to be performed only by trained electrical ratings. The exception on this would be as directed on the MRC, i.e. accessing electronic enclosures / cabinets which the 440 / 110 Volt input is shielded by a safety device.

Electrical tools that are used for maintenance, unless permanently issued to the work center, are to be safety checked in accordance with MIP 3000 / 001 by a qualified electrician prior to each use to ensure it is electrically safe.

Theses are just a few precautions.  If you have any questions contact your Work Center Supervisor, Hazardous Material Inventory Center (HAZMINCEN), or the HM Supervisor, or refer to OPNAVINST 5100.19E. Every work candidate has a SAFETY block to identify if this maintenance action is safety related. If there is anything in this block including “maintenance is not safety related”, it requires comments in the recommended solution block. In the recommended solution block, comments are required to tell us to fix the safety problem. By marking a work candidate as “safety” this work candidate is forwarded to the command Safety Officer.
Know your programs; there are policies and guidance for each. Become intimate with and abide by them!

CNSF POC is GSEC (SW) Benito Castaneda, N433, Comm. 619.556.0136, E-mail benito.castaneda@navy.mil.
FOLLOWING PROCEDURES
INCREASES SAFETY
In the ship maintenance and repair arena it is necessary, even critical, to follow procedures.  When ship systems and components require attention whether it is an adjustment or calibration, scheduled maintenance or emergent repair, large or small, there is a step by step procedure to follow and following safety precautions is critical to getting the job done right. Well planned procedures provide detailed guidance that includes safety steps that, when observed, will keep the task on schedule and increase efficiency.

COMFLTFORCOMINST 4790.3 Rev B CH-1 the Joint Fleet Maintenance Manual (JFMM) provides guidance for maintaining Navy surface ships, carriers and submarines. Close adherence to its technical instructions ensures maintenance is planned, executed, completed and documented correctly. OPNAVINST 5100.19E Navy Safety and Occupational Health (SOH) Program for Forces Afloat establishes safety requirements and lessons learned from mishaps. Volume II is specific to surface ships and addresses key areas that you should become familiar with before and when performing maintenance and repair actions. Areas to review should include:

· Precautions related to your job on board 

· Basic Safety

· Electrical / Electronic Safety

· Welding, Cutting, Brazing, Hot Work

· Machinery

· General Precautions

· Maintenance 

· Industrial Equipment

· Equipment Operations

· Housekeeping

· Power Tools

· Specific safety precautions from this manual and safety steps from tech manuals should be included in all Technical Work Documents.

The JFMM Volume V Quality Maintenance outlines the various processes / procedures used when performing maintenance. Part I Chapter 2 provides “the requirements for generating work procedures that provide the craftsman with clear, concise, and technically correct instructions to complete the maintenance task while conforming to technical specifications”. JFMM requires the use of three general types of Technical Work Documents:

· Maintenance Procedures (MP)

· Formal Work Packages (FWP)

· Controlled Work Packages (CWP)

Maintenance Procedures are approved documents such as PMS cards, component technical manuals, ship system manuals and depending on the task may be fully usable in their existing form. Look for and adhere to safety precautions and notes included in these documents. MPs could be considered most efficient since they are generally time proven and require little if any step by step planning.

Formal Work Packages are developed because a single or even multiple MPs do not fully cover the task. FWPs are written from the ground up; require detailed planning, material requirements, step by step disassembly / assembly, testing, inspections. Safety precautions and notes should be included in the FWP that are specific to the job and specific to Personnel Safety and Equipment Safety. A well written FWP will allow for timely execution of the task and first time quality output.

Controlled Work Packages are developed when a record - Objective Quality Evidence (OQE) is required for the task. Many tasks involving welding, brazing, weight handling equipment manufacture, level I system / component repair etc., require the additional documentation and higher level of inspection. Following Safety precautions is critical. A task of this nature requires exacting planning, execution and oversight with correct quality output. Failure here will require rework. Planning is critical.

The key element to increased efficiency and preventing lost motion is people - those who plan, perform, inspect and supervise the maintenance and repair task and safe execution of the job cannot be over emphasized. Doing the job right achieves the goal – first time quality.
CNSF POC is Mr. Ron Reeves, C43/6C1, DSN 836.3497, Comm. 757.836.3497, E-mail ronald.reeves1.ctr@navy.mil.
DOWN AND OUT!

This is the mantra for the new Main Space Steam Leak EOCC procedure. If you are manning a steam plant, Down and Out needs to be second nature for you, as counter intuitive as this seems. In the event of a major main space steam leak, you go DOWN to the escape trunk and then out. Never try to go up; always go down and out.
Steam rises. A major main space steam leak will rise and fill up the upper part of the space with hot, non survivable steam in a matter of seconds. If you attempt to evacuate the main space by going up, you will NOT escape serious injury or death. The figure below shows shading is the area of the space that will be filled with steam; the same area where the ladders exiting the space are located. But the escape trunk is below the steam level. The layout of your machinery space will be somewhat different, as this figure is from the USS Frank Cable, but the Down and Out mantra is the same.

This Main Space Steam Leak EOCC procedure has been promulgated by NSWCCD-SSES letters dated 6 August 2009 to all ships in unlamented format. It will also be included in the upcoming EOSS Semi-Annual Updates (AS Class 30 Sep 09, LCC, LHA, LHD Classes 30 Nov 09, and LPD 4 Class 31 Jan 10).

Successfully demonstrating a Main Space Steam Leak EOCC will be a requirement for Engineering Certification, similar to a Main Space Fire Drill. It needs to be incorporated in your drilling training. It needs to be second nature to you. Lessons learned in working with steam are “written in blood” and this one is no different.

DOWN AND OUT!
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CNSF POC is Mr. Rich Caccese, N43A23P, DSN 577.3240, Comm. 619.437.3240, E-mail Richard.caccese@navy.mil.
GAS TURBINE ENGINE
MODULE FIRE SUPPRESSION
NSTM Chapter 234 Section 3.7 outlines general gas turbine engine operation and discusses the fire protection system inside the engine module. The gas turbine engine arrangement of fire detectors and extinguishing agents is governed by the engine arrangement within the module. The mounting of the engine within an enclosed module will impede the spread of fire to the surrounding engineering spaces. Fire detection and extinguishing devices are mounted within the enclosure module to suppress fires.

Three flame detectors and two temperature sensors with a single halon discharge nozzle for fire suppression are installed in the module. The flame detectors sense ultraviolet radiation and signal the control console to shutdown the engine and release extinguishing agents. The temperature sensor detects increased module temperature and alerts the operator of module conditions and to activate the halon system in the event of an out of spec condition.

NSTM Chapter 79, Volume 3 Damage Control Engineering Casualty – Section 46.10.19 titled Class Bravo Fire in Module lists the major causes of engine module fire. The four major causes are:

· Ruptured fuel oil piping

· Leaky fuel fitting or gasket

· Module drain clogged

· Faulty check values in drain line

During GTRR per the JFMM Volume IV, Chapter 23, Para 23.7.1 requires that fuel oil or lube oil lines chafed in excess of specified limits are Repair Before Operate (RBO) items. Faulty fuel oil and lube lines also severely decrease engine efficiency and will increase fuel usage.

Cleaning and inspection of LM2500 module fluid floor drain prevents combustible gases from building inside the gas turbine engine module which is one of four primary causes of module fires. Module drain cleaning and inspection per PMS 2340, 19 E5EFN states the requirement to accomplish this PMS every 3000 ±500 hours of engine operation or prior to deployment.

To ensure fire is suppressed and does not spread to the engineering spaces damage control procedures must be followed. Ventilation fans should be shutdown, main fuel control valves are closed, engine fire stop is activated, and main engine control has been notified. It is important to perform PMS on module items to ensure system effectiveness and reduce the risk of fire.

Another PMS requirement is the cleaning and inspection of LM2500 module flame arrestors per PMS 2340, 19 E5ED Y every 1500 ±25 hours or prior to deployment to ensure efficient operation. Flame arrestors are designed to suppress flames in the event of engine fire.

The possibility of a fire being started by a fuel line rupturing and spraying fuel on the engine hot sections is a hazard in gas turbine modules. To preclude such fire hazards, the precautions listed below shall be observed:

· Shield all equipment surfaces which could attain a temperature of 204°C (400°F) or higher, and where impingement of a flammable fluid on the surfaces is a possibility when this would not interfere with the proper functioning of the equipment.

· Equip engine modules, shrouds, and compartments with a fire detection and extinguishing system.

· When a fire or excessive temperature is detected, installed automatic extinguishing equipment shall shut airtight all compartment or enclosure ventilation louvers and openings, except main inlet and exhaust ducts. All ventilation louvers must be kept clean and in operational condition in accordance with PMS requirements.

· Activation of the fire detection and fire extinguishing system will activate alarm signals in the Central Control Station (CCS).

· Fire extinguishing systems shall be equipped with both remote and local manual release and engine shutoff controls.

· Once an engine has been shut down in a fire condition, the engine shall not be started again until a thorough inspection, in compliance with the manufacturer’s operational manual, has been conducted and the cause identified and corrected.

Module fire suppression systems intend to minimize, control and correct casualties occurring during gas turbine engine operation. Operating the gas turbine engine in accordance with EOSS and following scheduled PMS will ensure the probability of fire will be minimized. Knowledge of the leading causes of module fire will help to increase awareness and identify faults. The objective is to maintain the engine at the highest possible readiness condition and minimize associated risk while operating.
CNSF POC is Mr. Tony Coulson, N43/6C4, DSN 836.3357, Comm. 757.836.3357, E-mail anthony.coulson@navy.mil.
THE LA-9/P GREEN BEAM DESIGNATOR-III

The LA-9/P is used to hail and warn approaching vessels and assist in determining the operators’ intent or dissuade a vessel from approaching. The LA-9/P is normally mounted on the M4 carbine, providing a critical aiming mechanism and allowing for a rapid transition to lethal force if required. The LA-9/P can effectively hail and warn as far away as 1000 meters during daytime and 4000 meters at night, producing an overtly bright green diffused laser spot to impair the visual ability of approaching vessels, vehicles or personnel.
The LA-9/P is used to augment lethal weapons in the Escalation-of-Force (EoF) continuum, using bright light to cause momentary and reversible flash blindness in targeted individuals. It is intended to warn, distract and disorient, degrade, and suppress potential threats through ocular interruption. The dazzling laser provides a non-lethal, non-damaging method of gaining vessel operators attention in order to warn them that they are entering a Naval Protective Zone.

Supervisors and operators should be cognizant of eye-safety issues with the LA-9/P. The Nominal Ocular Hazard Distance (NOHD) of the LA-9/P is 62.9 meters. Permanent eye damage may occur within the NOHD to those exposed to the laser beam between zero and 62.9 meters. The Safety Control Module (SCM) of the LA-9/P provides a safety interlock, preventing inadvertent lasing within the NOHD by calculating target distance utilizing an eye safe laser range finder and inhibiting dazzler operation if the target is within 65 meters.

The SCM reduces the risk of inadvertently lasing objects closer than the unaided NOHD of 62.9 meters. Targeting of commercial or large ships however, will potentially require an increased NOHD due to the fact most bridges on commercial ships utilize standard 7X50mm binoculars for aided viewing. The 10 second NOHD for aided viewing (7x50mm) is 461.7m. The LA-9/P should not be employed against commercial shipping traffic operating 500m or less from the unit. At less than 500m other non-lethal devices (warning munitions and Acoustic Hailing Devices (AHD’s)) can be employed if time and distance permit. Operators of smaller vessels such as speedboats and small fishing vessels are less likely to utilize aided optics while attempting to maintain their course and speed but should be evaluated with aided vision as they are approaching 500 meters from the ship.

The following table defines the safe operating distances for the LA-9/P:
	NOHD
	10 second
Exposure
	¼ second
Exposure

	Unaided Eye
	62.9 m
	38.9 m

	5 cm Optic
	423 m
	263 m

	8 cm Optic
	675 m
	421 m

	12 cm Optic
	1.00 km
	628 m

	NSHD (10 sec. Exposure)
	3.34 m
	N/A

	LEP (522 – 542 nm)
	O.D. 2.6 (unaided)

O.D. 2.8 (aided)
	O.D. 2.2 (unaided)

O.D. 2.4 (aided)


In accordance with OPNAVINST 5100.27B, Navy Laser Hazards Control Program, all commands and activities that operate Class 3B or Class 4 lasers must establish laser safety organizations and procedures. One specific key requirement is for these commands to appoint a Laser System Safety Officer (LSSO). The LSSO is designated by the commanding officer to maintain control over laser operations at the local activity. Each command that receives the LA-9/P will need to have a trained and certified Administrative Laser Safety Officer (ALSO), who must complete an Administrative Lead Agent (ALA) and Lead Navy Technical Laboratory (LNTL) approved ALSO course. This is a 2 day course that is taught only by ALA approved personnel. To receive a list of certified instructors, commands can contact the ALA at Comm. 202.762.3448 or ALA@navylasersafety.com. Certified instructors from NSWC Dahlgren currently provide this training on both coasts. Commands that have completed this training will receive the Lasers as they are produced and become available.
CNSF POC is Mr. Al Hanes, N43/6D16, DSN 836.3530, Comm. 757.836.3530, E-mail alan.hanes@navy.mil.
SWITCHBOARD MAINTENANCE

We all know that to maintain the electrical distribution system in top working order, technicians must be very diligent and thorough when conducting maintenance / PMS. This article pertains to the cleaning / inspection of switchboards, distribution boxes and control equipment. The following is taken from NSTM Chapter 300 and shall be used as minimum guidance for maintaining switchboards and other electrical equipment:
300-4.8 Maintenance of Switchboards, Wiring Distribution Boxes, And Control Equipment

NOTE:  Where PMS is installed, preventive maintenance shall be conducted in accordance with associated Maintenance Requirement Cards.

300-4.8.1 INSPECTION. Loose electrical connections or mechanical fastenings have caused numerous derangements of electrical equipment. Loose connections can be readily tightened, but it requires thorough inspection to detect them. Consequently, at least once a year and during each overhaul, each switchboard, propulsion control cubicle, distribution panel, bus transfer equipment, and motor controller should be de-energized for a thorough inspection and cleaning of all bus work and equipment. Inspection of de-energized equipment should not be limited to visual examination but should include touching and shaking electrical connections and mechanical parts to make sure that the connections are tight and mechanical parts are free to function. Particular attention should be paid to the following points:

a. Ensure that all electrical connections and mechanical fastenings are tight.  Where space permits, a torque wrench should be used when tightening bolts.  Over-tightening can be as detrimental as under-tightening. Refer to NSTM Chapter 075, Threaded Fasteners, for torque procedures and precautions. Torque values for the more common bolt sizes used in switchboard construction are contained in Table 300-4-7 of this manual. Torque values are a minimum and should not be exceeded by more than 10 percent. Fasteners which are inaccessible to use of a torque wrench should be checked for tightness visually and, if possible, with a conventional wrench or by hand. Split-ring lock washers, where used, should be verified to be fully compressed by means of direct visual examination or by using a hand held inspection mirror. Torque tests need not be performed if torque seals or insulating paint has been applied on the fasteners as the torque testing of the connections will only damage the seal. Loosening of connections in these cases can be identified by broken seals or cracked paint. However, it is advisable to periodically check electrical connections covered with insulating varnish using thermographs, since cracked varnish is not always visible.

b. See that mechanical parts are free to function.

c. See that no loose tools or other extraneous articles are left in or around switchboards and distribution panels.

d. Check the supports of bus work and make sure that the supporters will prevent striking of bus bars of different polarity, or bus bars and grounded parts during periods of shock.

e. Check the condition of control wiring and replace if necessary.

f. Clean the bus work and the creepage surfaces of insulating materials, and see that creepage distances are ample. If damaged, taped switchboard bus bars should be re-taped as necessary in accordance with NSTM Chapter 320, Electric Power Distribution Systems.

g. See that there are no obstructions to ventilation of rheostats and resistors. Replace broken or burned-out resistors. A light coat of petrolatum may be applied to the face-plate contacts of rheostats to reduce friction and wear. Make sure that no petrolatum is left in the spaces between the contact buttons as this may cause burning and arcing. Check all electrical connections for tightness, and wiring for frayed or broken leads. Service commutators and brushes for potentiometer-type rheostats in accordance with instructions for dc machines.

h. Adjust the pointer of each switchboard instrument to read zero when the instrument is not connected and make sure that the pointer does not stick at any point along the scale. Check instrument for accuracy whenever they have been subjected to severe shock. Repairs should be made only by the manufacturers, shore repair activities, or tenders. See NSTM Chapter 491, Electrical Measuring and Test Instruments, for detailed instructions on instruments.

i. Make sure that fuse clips make firm contact with fuses; lock-in devices (if provided) are properly fitted; and all fuse wiring connections are tight.

j. Inspect for cable routed near bolt heads or nuts. When such a situation is found, the cables should be inspected for adequate bracing that will support the cables during shock and short circuit conditions. If sufficient slack exists in a cable such that the cable could contact a bolt, nut or other sharp object which could cut the cable insulation under shock or short circuit conditions, the situation must be corrected. The activity should install additional supports, modify the hardware configuration, or install insulation caps, or other protective material, to remove the possibility of cable damage. These requirements should not be construed to require minimizing slack that is provided for future re-lugging of cables. This slack, however, must be adequately braced or protected.

300-4.8.1.1 ADJACENT INSTALLATIONS. Inspections should not be confined to switchboard and distribution panels, but should also include adjacent installations which may cause serious casualties. Rubber matting in the way of switchboards should be inspected for signs of deterioration such as cracks in the material and separation at the seams. Ventilation openings located to permit water to discharge onto electrical equipment, insufficient insulation overhead to prevent heavy sweating, need for drip-proof covers and spray shields, and location of water piping and flanges where leakage could spray onto switchboards and other gear are examples of installations which could cause casualties. Action should be initiated to have unsatisfactory conditions corrected.

Bottom line is that the importance of maintaining clean switchboards and electrical equipment is essential to their proper operation (and in some cases could have direct impact on the combat / mission readiness of the ship). Also, keeping safety in the forefront, ensure that all safety precautions are followed and proper safeties are in place when working on electrical equipment. Prior to closing enclosure doors, replacing covers, etc…, the equipment shall be verified free of tools and other foreign material that could pose as a hazard when power is restored.

CNSF POC is EMC(SW) Dan Westensee, N43/6C6, DSN 836.3381, Comm. 757.836.3381, E-mail daniel.westensee@navy.mil.
UW HULL FOULING RELEASE COATING
SYSTEMS FOR IMPROVED FUEL EFFICIENCY

(New Technology Evaluation)
U.S. Navy ships operate in a harsh corrosive seawater environment and are under continuous attack from marine biological growth. Over time, biofouling accumulates on underwater surfaces, increasing drag, which leads to higher fuel consumption. To combat this problem, the Navy has relied on a traditional coating system consisting of an anti-corrosive epoxy primer topped by copper ablative (CA) antifouling coating. This system has been very effective in achieving intended service life goals dictated by extended dry docking intervals of up to 12 years. CA antifouling systems rely on the slow release of a biocide (cuprous oxide) to limit marine growth. By design, ablative antifouling loses thickness over time as the copper is released, so it is applied in 3 layers to compensate for this wear. During extended periods pier side, marine organisms encapsulate on the biocide and growth rapidly accumulates. Left unchecked, it can restrict cooling water flow and reduce ships speed and maneuverability.

Fouling-Release (FR) coatings represent an alternative strategy to CA coatings for protecting ship hulls from drag-inducing accumulations of organisms. Unlike CA coatings, fouling-release materials are not designed to prevent settlement or attachment of organisms, but to reduce the adhesion strength of these organisms such that they slough from the hull as the ship moves through the water. FR release coatings have been in use on a variety of commercial ships for several years. Over 200 ships have been coated including 18 Royal Navy ships, cruise ships, and oil tankers. Navy ships typically spend more time in port than commercial vessels and often operate at lower patrol speeds while underway.

Currently, COMNAVSURFOR has six ships participating in a Fleet Readiness R&D Program managed by Naval Surface Warfare Center Carderock Division (NSWCCD) Code 6130 to demonstrate a promising Fouling Release (FR) type coating on both underwater hull surfaces and propellers. Intersleek 900 was selected by NSWCCD for this demonstration based on superior performance in preliminary lab tests. It is a second generation product reformulated to slough off fouling at lower speeds. The capability of FR coatings to perform under these conditions will be demonstrated.

Underwater Hull Coating System Test and Control Hulls:
· Test: USS COLE (DDG 67)

· Control: USS GONZALES (DDG 66)

· Test: USS PORT ROYAL (CG 73)

· Control: USS BUNKER HILL (CG 52)

Propeller Test and Control Hulls:

· Test: USS GUNSTON HALL (LSD 44)

· Control: USS ASHLAND (LSD 48)

There are many reported advantages to FR coating system. The primary benefit is fuel savings. A cleaner smooth hull / prop simply has less drag and increased efficiency. With ever increasing fuel costs even a small increase in efficiency can have a major impact on the operational costs of a large ship. Because they do not ablate over time, FR coating systems can be applied with only one top coat for a significant weight savings. Also, traditional copper ablative coatings are subject to scrutiny by the EPA to comply with reductions in allowable heavy metal levels. In contrast FR coatings are environmentally friendly containing no biocides or heavy metals. Finally, the need for labor intensive in-water cleanings is also minimized.

FR coatings utilize a slick elastomeric topcoat (Flouropolymer/Silicon Polymer) that relies on low surface energy to “slough off” accumulated fouling during underway periods. Fuel savings of up to (11%) for an FP coated hull and up to (4%) using an FP coated prop have been reported by commercial users, but to date, no hard data has been compiled to quantify these claims. The FRR&D evaluation addresses this concern by temporarily installing an automated Ship Powering Condition Monitor (SPCM) aboard the selected test ships with FP coatings installed and on comparable sister ships of the same class with the conventional antifouling or polished props and regular underwater inspections over 24 months of operation will be used to correlate hull/propeller condition with the powering condition and to quantify any fuel savings.
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CNSF POCs are Mr. Frank Shay, N43/6C2, DSN 836.3376, Comm. 757.836.3376, E-mail: frank.shay@navy.mil and Mr. Stuart Morgan, N34A7, DSN 577.3256, Comm. 757.437.3256, E-mail: stuart.morgan@navy.mil.
NEW UNDERWATER HULL CLEANING
CONTRACTS

In accordance with naval message NAVSEA Washington DC 140635Z Aug 09, three new fixed-price, indefinite-delivery / indefinite-quantity (ID/IQ) Worldwide Waterborne Hull Cleaning contracts were issued for the period of 10 August 2009 to 09 August 2010. The primary purpose of these contracts is to provide hull cleaning, hull inspection, and other related ship husbandry on the underwater portion of U. S. Navy, U. S. Coast Guard, U. S. Army, and Military Sealift Command ships and craft.

Under these contracts, Oceaneering International, Inc. is the new NAVSEA certified contractor for work performed in the Atlantic, European, African, and Arabian Peninsula waters. UMC International (Arabian Gulf) and Technodive, Ltd (Med) are the authorized subcontractors to Oceaneering which provide subject service in the respective locations.

Seaward Marine Services, Inc. is the NAVSEA certified contractor for work performed in the Pacific Waters and Indian Ocean. Seaway Systems Co. (Japan), Scamp Singapore, and Underwater Contractors PTE. Ltd. (Singapore) are the authorized subcontractors to Seaward Marine which provide subject service in the respective locations.

CNSF POCs are Mr. Frank Shay, N43/6C2, DSN 836.3376, Comm. 757.836.3376, E-mail frank.shay@navy.mil and NDCS Dave Glidewell, N434A51, DSN 577.0743, Comm. 619.437.0743, E-mail david.glidewell@navy.mil.
2M/MTR / TEST

EQUIPMENT / CALIBRATION
Naval message COMNAVSURFOR 141722Z Jul 09 Miniature/Microminiature (2M) Module Test and Repair (MTR) Repair Self-Sufficiency stresses the importance of shipboard 2M/MTR utilization and subsequent shipboard OPTAR cost avoidance. The success of the program is dependant on shipboard departments (Combat Systems, Engineering, Supply, etc.) working together to identify all potential 2M candidates. The message also provides guidelines for implementing a successful shipboard 2M program with emphasis on leadership, management, execution and training. Also mentioned is the quarterly recognition by ship and technician for the top 2M performers. The Module Test and Repair Tracking system is the basis of this recognition and is provided by ships force 2M technicians.
Safety Issues Shipboard Gage Calibration Program:

1. Portable Pressure Calibrator (PPC) Cleaning, MIP 9802/PPC, MRC 29 E5JB U, U-60 - this MRC provides information on cleaning the PPC and should be accomplished after every calibration effort. Although not mentioned, the charger bottle (plastic) should also be emptied. Failure to do this may result in pump body screw heads showing signs of rusting.

2. 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 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, 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.

3. Shipboard Gage Calibration Program (SGCP): Pressure Gage Tester Models 350 and 3112 Removal - naval message COMNAVSURFOR 092017Z Jul 09 War Fighting Improvement Program 103E, mentions the Metron 350 and the King Nutronics 3112 should be removed from ships. This equipment is no longer authorized to be used for Planned Maintenance System (PMS) or calibration. Ninety eight PMS MRCs will be revised to remove the SPMIG 01375. Pending the MRC changes, technicians are directed to use either the Datametrics 1127, the King Nutronics 3666-10K, or King Nutronics 3731 will be used instead (application dependant on measurement requirements). Models 350 and 3112 are to be turned into supply for disposition. 

Safety Issues Miniature/Microminiature (2M) Module Test and Repair (MTR) Program:

· 2M/MTR PMS MIP 6652
· 4911/003 Module Test and Repair (MTR) System – Monthly and Quarterly checks

· 6652/004 2M Electronic Rework Power Unit (RPU) - Monthly and Annual checks

· 6652/005 Pace Soldering Station – Monthly and Annual checks

· 6652/006 Electrical/Electronic Workbench – Annual check

Shipboard 2M/MTR PMS checks ensure the equipment is in the optimum condition. Attention should also be focused on the electrostatic discharge (ESD) devices. Potential damage to circuit card assemblies (CCA) may occur during screening / repair if the ESD mats are not operable.

Static barrier bags should be used to transport the CCAs to and from the equipment or to the Regional 2M work center.
CNSF POC is Mr. Johnnie Cleveland, N43/6C8, DSN 836.3296, Comm. 757.836.3296, E-mail Johnnie.cleveland@navy.mil.
Submission of Articles/Comments for the News Bulletin:
For LANT submit articles to Mr. Ron Reeves, C43/6C1, DSN 836.3497, Comm. 757.836.3497, E-mail ronald.reeves1.ctr@navy.mil.

For PAC submit articles to Mr. Tim Grant, N43AP, DSN 577.2274, Comm. 619.437.2274, E-mail robert.t.grant@navy.mil.
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