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RMKS/1. MOOSBRUGGER SRA COMMENCED 25 JAN AND ENDED 05 MAY

WITH EARLE INDUSTRIES AS PRIME CONTRACTOR. A CONCURENT SIMA

951 IMAV COMMENCED 25 JAN AND ENDED 23 APRIL.

2. PRIOR TO START TAGOUT COORDINATION. MOOSBRUGGER RECIEVED THE

SPECS FOR ALL CONTRACTOR JOBS TWO MONTHS PRIOR TO START OF SRA.

THE SHIP REVIEWED THE SPECS AND PREPARED TAG OUTS IN SUPPORT OF

THE JOBS. EVEN THOUGH THE CONTRACTOR BROUGHT TAGOUT REQUESTS

TO THE SRA COORDINATOR WITH PLENTY OF TIME TO PREPARE THEM, THE

SHIP WAS PREPARED TO TAG OUT ANY SYSTEM THE CONTRACTOR NEEDED

ON A MOMENTS NOTICE. NOT ALL JOBS START THE FIRST WEEK, BUT

HAVING THE TAGS READY TO GO BEFORE HAND REDUCES CONTRACTOR AND

SHIPS FORCE DOWN TIME.

3. REVIEW THE SPECS. ALL JOBS IN THE SRA PACKAGE ARE DERIVED

FROM SHIP GENERATED 2 KILOS. IT IS KEY THAT AS SOON AS THE 3MC

OR SRA COORDINATOR RECIEVES THE SPECS THEY ARE DISTRIBUTED TO

THE COGNIZANT WORK CENTERS AND REVIEWED FOR ACCURACY. EARLY

IDENTIFICATION OF PROBLEMS IN THE SPECS IS KEY. SOME EXAMPLES

MOOSBRUGGER ENCOUNTERED IN THE SPECS WOULD BE THE WRONG SECTION

OF SEA WATER PIPING IN NR 3 GTG ROOM DESIGNATED FOR REPLACEMENT

AND IMPROPER FASTENERS LISTED IN BOILER REPAIR SPECS. FAILURE

TO CATCH PROBLEMS IN SPECS BEFORE WORK STARTS WILL WASTE TIME

AND MONEY. FAILURE TO REVIEW SPECS AT ALL COULD COST A LOT

MORE.

4. QA OF WORK IN PROCESS. THIS IS A NO BRAINER, BUT THE PROBLEM

IS IF YOU DONT LOOK AT THE JOB EVERYDAY YOU MIGHT MISS

SOMETHING. THE CONTRACTOR IS OBLIGATED TO SHOW NOTHING BUT THE

DESIGNATED CHECK POINTS AND OPTESTS, BUT THESE DO NOT COVER

EVERYTHING THAT NEEDS TO HAVE A SET OF EYES ON IT. BEFORE THE

AVAIL THE SRA COORD SHOULD ASSIGN A PRIMARY AND SECONDARY QA

INSPECTOR TO EACH JOB. THEY ARE RESPONSIBLE FOR CHECKING ON THE

JOB DAILY FROM START TO FINISH.

5. CHECK POINTS. THE CONTRACTOR IS NOT OBLIGATED TO HAVE CHECK

POINTS WITNESSED BY THE SHIP, ONLY THE SUPSHIP REPRESENTATIVE.

THE SHIP IS NOTIFIED OF CHECK POINTS ONLY AS A COURTESY.

AT THE BEGINNING OF THE AVAIL THE THE SHIP WAS GIVEN A FOUR

HOUR NOTICE OF ALL CHECK POINTS. THE TWO OR THREE WEEKS PRIOR

TO PCD, PRODUCTION WORK BECOMES VERY INTENSE AND AT TIMES ONLY

A FEW MINUTES NOTICE ARE GIVEN. SUPSHIP AND THE CONTRACTOR DID

AN EXCELLENT JOB INFORMING THE SHIP OF CHECK POINTS, USING THE

SRA COORDINATOR AS THE POINT OF CONTACT.

6. NIGHT AND WEEKEND SHIFTS. THE CONTRACTOR WORKED A NIGHT

SHIFT AND WEEKENDS FOR THE MAJORITY OF THE SRA. IT IS CRUCIAL

THAT THE SHIPS DUTY SECTIONS KNOW OF ALL JOBS BEING WORKED

AFTER HOURS DUE TO THE LACK OF PERSONNEL ON THE SHIP. WORK

THAT THE CONTRACTOR HAS SCHEDULED FOR THE WEEKEND MUST BE

PASSED TO THE CDO AND EDO. WORKERS ON THE NIGHT SHIFT ARE

GENERALLY NOT AS GOOD THE DAY SHIFT. TWICE ON THE NIGHT SHIFT

CONTRACTORS WELDING NEAR THE HULL BURNED THROUGH THE HULL

NOT PAYING ATTENTION TO THEIR WORK. COFFERDAM REPAIRS WERE

NEEDED IN BOTH INSTANCES. DURING NIGHT WORK IN MER 1 THE

CONTRACTOR NEEDED TO DRAIN FIREMAIN PIPING TO THE BILGE.

AFTER OPENING A RISER VALVE ON THE LOWER LEVEL, THE CONTRACTOR

LEFT THE SPACE AND DID NOT RETURN FOR SEVERAL HOURS. SINCE

TWO VALVES WERE LEAKING BY UPSTREAM, THE WATER DRAINED FOR

THREE HOURS. THE BILGE FILLED ONLY TWO FEET WITH SEAWATER,

BUT A WASTE OIL TANK THAT WAS OPEN COMPLETELY FILLED. WHEN

THE CCS WATCH GOT A HIGH BILGE ALARM ON THE DC CONSOLE, HE

SENT SOUNDING AND SECURITY TO INVESTIGATE. THE SOUNDING AND

SECURITY WATCH REPORTED THREE INCHES OF WATER IN THE BILGE,

BUT DID NOT NOTICE THE WATER COMING OUT THE RISER VALVE OR

THE OPEN TANK FILLING WITH WATER. A MORE THUROUGH OR FOLLOW

ON INVESTIGATION WOULD HAVE SAVED THE CONTRACTOR FROM PUMPING

OUT THE TANK AND LOSING A GAS FREE CERTIFICATION FOR THE DAY.

THE CONTRACTOR SHOULD NOT HAVE OPENED THE VALVE, ONLY SHIPS

FORCE OPERATES ITS EQUIPMENT. THE WORKER WAS DISMISSED.

7. SYSTEM ISOLATION. THE GREATEST SINGLE PROBLEM ENCOUNTERED BY

SHIPS FORCE WAS SYSTEM ISOLATION. DUE TO THE LARGE AMOUNT OF

SEAWATER SERVICE AND FIREMAIN PIPING THAT THE CONTRACTOR

REPAIRED, COORDINATION WAS ESSENTIAL FOR REPAIRS TO THESE SYSTEMS.

VALVES THROUGHOUT THE FIREMAIN SYSTEM DID NOT HOLD,

SO REPAIRS OR INSTALLATIONS IN EXSISTING PIPING REQUIRED

FIREMAIN BE BROUGHT DOWN TO THE SHIP ON THREE SEPERATE

OCCASIONS IN ORDER TO ISOLATE THE AFFECTED SECTIONS OF PIPING.

THE DCA DEVELOPED AN EMERGENCY RESPONSE PLAN FOR THE

RESTORATION OF FIREMAIN IN THE CASE OF EMERGENCY. IT WOULD

HAVE BEEN BENEFICIAL TO HAVE FIREPLUG TREES ON THE DC DECK

WITH FIREMAIN COMING FROM THE PIER. ALSO, THE SHIP MUST BE

AGGRESSIVE IN TRACING OUT SYSTEMS TO FIND ISOLATION PROBLEMS

AND CORRECT THEM. PROBLEMS WITH EOSS WERE ALSO DISCOVERED

DURING SYSTEM ISOLATION.

8. TANK AND VOID SAFETY. ON ONE OCCASION DURING FUEL OIL TANK

CLOSURES A SUPSHIP INSPECTOR WAS NEARLY CLOSED IN A TANK. THE

MPA AND CONTRACTOR ENTERED THE TANK THROUGH ONE OF TWO OPEN

TANK COVERS AND SEVERAL MINUTES LATER THE SUPSHIP INSPECTOR

ENTERED THROUGH THE OTHER. THE MPA AND CONTRACTOR WERE NOT

AWARE THAT THE SUPSHIP INSPECTOR WAS IN THE TANK WITH THEM.

AFTER INSPECTING THE TANK WITH THE MPA AND EXITING, THE

CONTRACTOR BEGAN TO BOLT DOWN THE TANK COVER. THE SUPSHIP REP

IN THE TANK HEARD THE PNUEMATIC WRENCH AND QUICKLY EXITED

THROUGH THE SECOND OPEN ACCESS. WHO WAS AT FAULT IS NOT THE

QUESTION, BUT SEVERAL RULES CAN BE DERIVED FROM THIS INCIDENT.

ONE, IF IT NOT NECESSARY TO KEEP TWO ACCESS COVERS TO A TANK

OPEN, DONT. TWO, POST AN ENTRY AND EXIT SHEET NEXT TO THE TANK

WHERE PERSONNEL CAN SIGN IN AND OUT OF A TANK.

9. ELECTRICAL SAFETY. NO ELECTRICAL SAFETY INCIDENTS OCCURRED

DURING THE SRA, BUT ON SEVERAL OCCASIONS THE OPPURTUNITY PRESENTED

ITSELF. BE WEARY OF CONTRACTORS WORKING ON ENGERGIZED CIRCUITS.

STATE THE SHIPS POLICY ON WORKING ON ELECTRIC EQUIPMENT FROM

THE GET GO AND ENFORCE IT. ANOTHER PROBLEM ENCOUNTERED WAS

LIGHT FIXTURES TAKEN OFF THE BRACKETS AND LEFT DANGLING BY THE

CORD. THE CONTRACTOR FOLLOWS ELECTRICAL SAFETY AND TAGOUT

PROCEDURES 99  OF THE TIME, WE HAVE TO CATCH THE 1  OF THE

TIME THEY DONT.

10. ASF MONEY MANAGEMENT. ONE OF THE SRA SPECS IS CALLED ASSIST

SHIPS FORCE. IT IS AN ALLOTTED AMOUNT OF MONEY AND CONTRACTOR

MANHOURS THAT THE SHIP CAN USE FOR ASSISTANCE IN JOBS SUCH AS

WELDING, REMOVING UNUSED EQUIPMENT FOUNDATIONS, RIGGING,

LARGE LAGGING JOBS, ETC. SHIPS FORCE INVOLVEMENT WITH THE WORK

IS REQUIRED. THE ITEM IS BEST USED FOR WORK THAT SIMA OR SHIPS

FORCE CAN NOT ACCOMPLISH. MOOSBRUGGER ACCOMPLISHED SOME HARD

TO DO JOBS WITH THE USE OF THIS FUND, BUT EARLIER IDENTIFICATION

OF WORK WOULD HAVE MADE IT MORE EFFECTIVE. THE LATER YOU WAIT

TO SUBMIT REQUESTS, THE HIGHER THE BID WILL BE FROM THE

CONTRACTOR, LESSENING THE AMOUNT OF WORK THAT CAN BE ACCOMPLISHED

THROUGH THE SPEC. IT WOULD BE IDEAL TO IDENTIFY ALL THE WORK

PRIOR TO THE FIFTY PERCENT CONFERENCE AND LEAVE ONLY A QUARTER

OR TWENTY PERCENT OF THE FUND FOR EMERGENT WORK.

BT

