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National Transportation Safety Board 
Washington, D.C. 20594 

Safety Recommendation 

Date: S e p t  mber 6 1 1 
In reply r e f e r  to :  'M-8q-25 

President  
World Pioneer, S.A. 
51 Akti Miaoali 
P i  raeus,  Greece 
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On May 26, 1990, t h e  Bahamian-registered c r u i s e  sh ip  REGENT STAR was 
nearing the  end o f  i t s  voyage from Montego Bay, Jamaica, t o  Phi ladelphia ,  
Pennsylvania, where i t s  passengers were t o  disembark. The vessel had 469 
crew and 882 passengers (1,351 t o t a l )  on board. About 2248, a Delaware S t a t e  
marine p i l o t  boarded the  REGENT STAR off  Cape Henlopen a t  t he  entrance of 
Delaware Bay t o  guide the  vessel t o  i t s  berth in Phi ladelphia .  The master 
informed the  p i l o t  t h a t  the  vessel was propelled by two con t ro l l ab le -p i t ch  
propel le rs  and s teered  by a s ing le  rudder and  t h a t  t h e  bridge watch had 
control  of main engine speed and propel le r  p i tch .  When the  p i l o t  boarded the  
ves se l ,  v i s i b i l i t y  was approximately 6 t o  8 nmi, wind was from the  nor theas t  
a t  20 t o  25 mph, and t i d e  a t  t he  Delaware Bay entrance was f looding.  

A b o u t  2250, t he  c r u i s e  sh ip  began inbound passage of Delaware Bay and 
River,  proceeding a t  16 knots toward the  shipping channel and, u l t imate ly ,  
Phi ladelphia .  The p i l o t  noted t h a t  wind fUrce on the  c ru i se  sh ip ' s  
supers t ruc ture  created a l i s t  of several degrees t o  p o r t .  To maintain an 
ordered heading, t he  helmsman used abou t  10 degrees of p o r t  rudder t o  counter 
t he  sh ip ' s  tendency t o  head i n t o  the  wind. 

Less than 2 hours l a t e r ,  a t  0040 on May 27 ,  t he  c r u i s e  sh ip  suddenly 
experienced a t o t a l  l o s s  of e l e c t r i c a l  power. According t o  the  s t a f f  
cap ta in ,  when the  e l e c t r i c a l  power f a i l e d ,  power f a i l u r e  alarms f o r  the  
gyrocompass, sp r ink le r  system, f i r e  alarms, and the  smoke de tec to r s  sounded 
on the  navigation bridge. Then the  main engines,  a l l  l i g h t s ,  r ada r s ,  and the  
s t ee r ing  gear stopped operat ing.  Because the  rudder was hydraul ica l ly  held,  
s t ee r ing  inputs  from the  helm were no longer e f f e c t i v e .  Propulsion ceased. 
The navigation watch could do l i t t l e  except drop anchor. The master, who had 
returned t o  the  bridge s h o r t l y  a f t e r  t he  power loss, sen t  t he  chief  o f f i c e r  
forward t o  t he  bow t o  standby t o  r e l ease  the  anchor on command. Meanwhile, 
t h e  p i l o t  used h i s  hand-held VHF radio (VHF channel 13--br idge-to-br idge 
channel) t o  a l e r t  any r i v e r  t r a f f i c  of the  REGENT STAR'S s i t u a t i o n .  

The REGENT STAR was on a course of about 335O True and the  sh ip ' s  
s tarboard s ide  was about 65 yards from the  shallow boundaries of t he  shipping 
channel when t h e  power loss occurred. The p i l o t  observed t h a t  even though 
the rudder was held a t  10 degrees of port ,  the  vessel  was swinging t o  

5534 



2 

starboard and heading i n t o  the wind toward channel marker No. 32, an i c e -  f 
resistant s t r u c t u r e  mounted on s t ee l  p i l i ngs .  The p i l o t  advised the master 
n o t  t o  l e t  go o f  the  anchor y e t ,  because, " I f  we l e t  the  sh ip  r u n ,  she may 
get enough cur ren t  s e t  t o  miss the s t r u c t u r e  o r  just h i t  i t  a glancing blow. 
I f  we drop the anchor a t  this speed, we will increase the turn and I th ink  we 
wil l  e i t h e r  h i t  i t  broadside, p u t t i n g  a hole i n  the sh ip ,  o r  get  our anchor 
tangled in i t  and pull  i t  down." 

From the navigation bridge, the master and p i l o t  watched as t h e  marker 
passed from s ight  under the c ru i se  sh ip ' s  starboard bow, scraping the vessel 
f o r  about 300 feet along the  starboard s ide .  As soon as  the sh ip  cleared the 
marker, the master ordered the anchor dropped t o  h a l t  t he  v e s s e l ' s  forward 
momentum, b u t  the c ru i se  ship had already tduched bottom. A t  0046, just  6 
minutes a f t e r  the  power l o s s ,  t he  R E G E N T  STAR was f i rmly aground on the s o f t  
bottom o f  Ue'laware Bay. The c ru i se  ship suffered only minor damage ($20,000) 
from running aground. The h u l l  was no t  penetrated nor was the bay pol luted.  
No persons were injured or k i l l e d .  

In the main engineroom just before the  power l o s s ,  the  maneuvering watch 
engineer, t he  chief  engineer, and the chief  e l e c t r i c i a n  were among the  crew 
members i n  the enclosed engineering control room where the ship 's  main 
switchboard was located.  Generated e l e c t r i c a l  power flowed t h r o u g h  a s ing le  
e l e c t r i c a l  busbar t o  the main switchboard through which the ship-service 
e l e c t r i c a l  power was d i s t r ibu ted .  Four of the vesse l ' s  f i v e  sh ip-serv ice  
d iese l  generators  were operating, providing e l e c t r i c a l  power via the main 
switchboard throughout the  c ru i se  ship.  

The ch ief  e l e c t r i c i a n  heard a cha t te r ing  noise and saw sparking coming 
from behind the  center  door o f  the No. 2 ship-service generator 's  switchboard 
panel (each ve r t i ca l  panel has three doors ) .  A t  the  d i r ec t ion  o f  the  chief  
engineer, the ch ief  e l e c t r i c i a n  attempted, b u t  f a i l e d  on h i s  f i r s t  t r y ,  t o  
disconnect the No. 2 generator c i r c u i t  breaker. Then the chief  e l e c t r i c i a n  
loosened the  panel door  screws t o  allow the panel t o  swing open and expose 
the  c i r c u i t  breaker. He observed e l e c t r i c a l  arcing a t  the  c i r c u i t  breaker,  
f i r e  on the  power cables ,  and th ick  black smoke from burning  insu la t ion .  The 
f i r e  appeared t o  be spreading along the cables  t o  o ther  sec t ions  of the main 
switchboard. On the  second attempt, t he  e l e c t r i c i a n  was able  t o  disconnect 
the No. 2 generator .  

The chief  engineer s t a t ed  t h a t  he was concerned t h a t  the  e n t i r e  main 
switchboard was i n  danger of heat damage. To prevent the  f i r e  from spreading 
and damaging other pa r t s  of the  main switchboard, a t  0040 the chief engineer 
opened the main switchboard c i r c u i t  breakers for each of  the operating 
generators ,  cu t t i ng  o f f  sh ip-serv ice  e l e c t r i c a l  power t o  the  e l e c t r i c a l  
busbar and t o  the e n t i r e  vesse l .  Pumps providing fuel  o i l ,  lubr ica t ing  o i l ,  
and cooling water t o  the diesel  main engines and the d iese l  generators  
stopped, i n  turn stopping the main engines and generators .  The ch ief  
engineer s a id  he was reasonably sure t h a t  cuttl 'ng the power supply did not  
pose a danger of c o l l i s i o n  because he had been on the  navigation bridge just 
5 minutes before the e l e c t r i c a l  problem occurred and noticed t h a t  t he  R E G E N T  
STAR was in  the middle of the shipping channel and t h a t  no other vesse ls ,  
p i e r s ,  or bridges were i n  the  v i c i n i t y .  
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Concurrent with ac t ions  by personnel i n  t h e  control  room t o  determine 
the  cause of  t h e  power l o s s  and t o  contain the  f i r e ,  t he  second engineer  and 
the  second e l e c t r i c i a n  reported t o  their  emergency duty assignment i n  the 
emergency d i e se l  generator  room and s t a r t e d  t h e  emergency d i e se l  I The ch ief  
engineer had in s t ruc t ed  the  emergency team not t o  connect the emergency 
generator  output  t o  the emergency switchboard u n t i l  ordered. The emergency 
team s t a r t e d  the emergency generator  as i n s t ruc t ed  and c a l l e d  t h e  engine 
control  room t o  r epor t ,  but no one answered. All personnel i n  t h e  engine 
cont.ro1 room had evacuated because of the f i r e .  The chief engineer s t a t e d  
t h a t  he heard the  telephone r inging as he was leaving the control  room. 

The REGENT STAR was equipped w i t h  an erfergency b a t t e r y  system designed 
t o  provide 30 minutes of e l e c t r i c a l  power f o r  emergency l i g h t i n g  immediately 
upon the loss  of main e l e c t r i c a l  power. I n  t he  case of this  power l o s s ,  
emergency l i g h t i n g  d id  not come on because t h e  switch connecting t h e  
emergency b a t t e r i e s  t o  t he  emergency 1 ight ing c i r c u i t  was not an automatic 
switch,  b u t  a manual switch,  which was i n  an a l t e r n a t e  pos i t ion .  

About 20 minutes a f t e r  t he  power l o s s ,  t he  second e l e c t r i c i a n ,  u s i n g  a 
f l a s h l i g h t  f o r  i l lumina t ion ,  went behind the  emergency switchboard i n  t h e  
emergency generator  room, 1 ocated the  u n l  abel ed ba t t e ry  switch,  and closed 
i t .  Emergency l i g h t i n g  came on in  the  main passageways, s t a i r w e l l s ,  
engineering and navigation control  s t a t i o n s ,  l i f e b o a t  s t a t i o n s ,  and a t  e x i t s .  

Even w i t h  emergency l i gh t ing ,  t h i c k  smoke i n  the control  room reduced 
v i s i b i l i t y  t o  near ly  zero.  After  donning oxygen breathing apparatus stowed 
i n  t he  main engineroom, personnel re-entered the smoke-fil led control  room 
and extinguished the  f i r e  u s i n g  portable  CO2 units  a t  0108, about 30 minutes 
a f t e r  t h e  f i r e  was discovered. 

E lec t r i ca l  arcing i n  the No.2 generator  circuit  breaker had crea ted  a 
temperature so high t h a t  t he  c i r c u i t  breaker 's  heavy copper e l e c t r i c a l  
components and the f i t t i n g s  i n  contact  w i t h  the breaker were melting and 
dr ipping behind the switchboard. The ch ief  engineer 's  concern centered on 
the  "dead sh ip"  switchboard panel located next t o  the  No. 2 generator  panel 
on the main switchboard. The "dead ship" panel,  connected by c i r c u i t r y  and 
breakers t o  the emergency switchboard, could not be e a s i l y  i so l a t ed  from the  
main switchboard. The chief  engineer feared t h a t  melting copper had dripped 
on and closed the  main switchboard's open switches and t h a t  p u t t i n g  t he  
emergency generator  on-the-1 ine would f u r t h e r  damage the main switchboard 
through t h e  "dead sh ip"  panel. The chief  engineer d i r ec t ed  his crew t o  
i s o l a t e  t h e  No. 2 generator  panel from the  main switchboard, r e s t a r t  t h e  
remaining d i e se l  generators ,  and then remove the  f a i l e d  c i r c u i t  breaker.  

About 0155, 1 hour and 15 minutes a f t e r  t h e  ch ief  engineer had shut down 
the  ves se l ' s  main e l e c t r i c a l  power, crew members r e s t a r t e d  the sh ip-serv ice  
generators  and res tored  e l e c t r i c a l  power. Two days l a t e r ,  following the 
debarkation of a l l  passengers by ferry, t h e  vessel  was r e f loa t ed  and 
proceeded under i t s  own power t o  Penn's Landing in  Phi ladelphia .  

While a t  p i e r s ide ,  t he  main and emergency switchboards were examined 



4 

thoroughly, both physically (disassembly) and by infrared camera 
(thermograph). Examination revealed the circuit breaker and connections in 
the main and emergency switchboards were loose and dirty. Loose and dirty 
connections to the No. 2 circuit breaker in the main switchboard caused the 
electrical arcing and the extreme temperatures. Scheduled examination and 
maintenance of the main and emergency switchboards and their electrical 
components and connections would have resulted in detection and correction of 
the problem and avoidance of the No. 2 generator circuit breaker failure. 
Following the postaccident examination, personnel cleaned and tightened the 
connections and installed a new circuit breaker for the No. 2 ship service 
generator. As a result of its investigation of this accident, the Safety 
Board recommends that Regency Cruises: 

Uevelop and implement for your fleet of ships a planned 
maintenance program for the main and emergency switchboards and 
their components and connections. (Class 11, Priority Action) (M- 

'The National Transportation Safety Board is an independent Federal 
agency with the statutory responsibility ' I . .  .to promote transportation safety 
by conducting independent accident investigations and by formulating safety 
improvement recommendations" (Public Law 93-633) I The Safety Board is 
vitally interested in any action taken as a result of its safety 
recommendations. Therefore, we would appreciate a response from you 
regarding action taken or contemplated with respect to the recommendation in 
this letter. Please refer to Safety Recommendation M-91-25 .in your reply. 

Also, the Safety Board issued Safety Recommendations M-91-23 to the 
U.S. Coast Guard and Safety Recommendation M-91-24 to the International 
Association of Classification Societies. 

Chairman KOLSTAD, Vice Chairman COUGHLIN, and Members LAUBER, HART and 

. 
91-25) 

HAMMERSCHMIUT concurred in this recommendation. 

/' 

James L. Kolstad 
Chairman 


