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About 2325 on March 15, 1988, a fire occurred in the engineroom of the 
Bahamian flag passenger vessel SCANDINAVIAN STAR. At the time of the fire, 
the ship was about 50 nmi northeast of Cancun, Mexico, en route from Cozumel, 
Mexico, to St. Petersburg, Florida, with 439 passengers and 268 crewmembers 
on board. The master broadcast a distress message and ordered the evacuation 
of passengers to the four muster stations on the ship. The loss of main 
generator and emergency generator electrical power and the malfunction of the 
ship's fixed C02 firefighting system hindered efforts to fight the fire. 
The inability of crewmembers to communicate with each other and with 
passengers created confusion during the firefighting and evacuation 
activities. Two crewmembers received minor injuries during the emergency. 
Two passengers were medivaced from the vessel and flown to a hospital in St. 
Petersburg, Florida, where they were treated and later released. Damage and 
repair costs were estimated at $3.5 million.' 

During construction of the SCANDINAVIAN STAR, the ship was equipped with 
a fixed C02 fire suppression system which consisted of 36 45-kilogram bottles 

located on the Sun Deck. By positioning the valves on the 

side " C "  Deck passageway, the C02 could be directed to the desired machinery 
space compartment. After the staff engineer eventually closed the fuel oil 
tank valves and shut down the engineroom fuel pumps and ventilation fans from 
the remote emergency control cabinets, the decision was made to release the 
C02 into the engineroom. However, when the staff engineer activated the 
automatic release from the remote control cabinet, the CD2 did not release. 
Because the remote controls did not release the CD2, it was necessary for 

distri C02 ution manifold at the emergency control cabinet located on the port 
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t h e  s t a f f  engineer  t o  run u p  f i v e  decks t o  e n t e r  t h e  CO s to rage  room on t h e  
Sun Deck. 
each of  t h e  four  rows a l s o  malfunctioned due t o  the l imi t ed  t r a v e l  allowed by 
t h e  C02 opera t ing  cy l inde r s ,  i t  was necessary f o r  t h e  s t a f f  engineer  t o  climb 
on top  of  t h e  rows and r e l e a s e  each b o t t l e  manually. Valuable t ime was l o s t  
i n  the at tempt  t o  r e l e a s e  the CO and t h e  malfunction of  the remote 

ex t inguish ing  system cont r ibu ted  t o  t h e  du ra t ion  of the f i r e  and increased 
the danger t o  passengers and crewmembers. 

The Sa fe ty  Board i s  concerned t h a t  t h e  primary system t o  f i g h t  an 
engineroom f i r e  d id  not func t ion  as  intended.  The Sa fe ty  Board i s  f u r t h e r  
concerned t h a t  the se rv ic ing  and t e s t i n g  by a C02 s e r v i c e  con t r ac to r  i n  
December 1987 de tec ted  no problems w i t h  the system and t h a t  the annual 
surveys conducted by t h e  c l a s s i f i c a t i o n  s o c i e t i e s ,  Bureau Ver i tas  and Lloyd's 
Reg i s t e r  of  Shipping, d i d  not include a d e t a i l e d  inspec t ion  of  t h e  remote and 
manual automatic r e l e a s e  mechanisms. 

The f i r e  destroyed t h e  e l e c t r i c a l  cab le s  overhead i n  t h e  engineroom, 
and, according t o  both t h e  br idge and engineroom log  books, about 15 minutes 
a f t e r  t h e  f i r e  s t a r t e d ,  a l l  main and emergency gene ra to r  e l e c t r i c a l  power was 
l o s t .  A t  t h a t  t ime,  the only source of power on board the s h i p  was from t h e  
emergency b a t t e r y ,  which came on l ine  as  designed supplying only l i m i t e d  
l i g h t i n g  t o  passageways, s t a i r w e l l s ,  engineroom and br idge cont ro l  s t a t i o n s ,  
and 1 i f eboa t  embarkation s t a t i o n s .  Since t h e  emergency b a t t e r y  system d i d  
not include e l e c t r i c a l  power t o  t h e  publ ic  address  system, t h e  master was 
unable t o  communicate with e i t h e r  the var ious  emergency response groups o r  
t h e  passengers v i a  the publ ic  address  system f o r  a 1-hour per iod while  the 
emergency gene ra to r  was being r epa i r ed .  Also, s i n c e  t h e  b a t t e r y  supply 
system could not include e l e c t r i c a l  power t o  any of  the fou r  f i r e  pumps, the 
only resource  a v a i l a b l e  t o  t h e  Mobile F i r e  Group t o  cool hot spo t s  discovered 
was by using t h e  water  supply from t h e  ship's swimming pool.  

The i n v e s t i g a t i o n  revealed t h a t  t h e  e l e c t r i c a l  power supply f o r  the 
emergency gene ra to r  d id  not comply with In t e rna t iona l  Maritime Organization 
(TMO) o r  Coast Guard r egu la t ions  t h a t  r e q u i r e  t h e  emergency genera tor  be 
independent and sepa ra t ed  a s  far as  p r a c t i c a l  from t h e  main machinery spaces 
t o  ensure t h a t  "a f i r e  o r  o t h e r  casua l ty  i n  spaces  conta in ing  the main source 
of  e l e c t r i c a l  power ... wi l l  n o t  i n t e r f e r e  w i t h  t h e  supply,  c o n t r o l ,  and 
d i s t r i b u t i o n  of  the emergency e l e c t r i c a l  power." Testimony by the chief 
e l e c t r i c i a n  and engineer ing o f f i c e r s  revea led ,  however, t h a t  the b a t t e r y  bank 
which supplied power t o  e x c i t e  the magnetic f i e l d  i n  t h e  emergency genera tor  
was loca ted  in  the main engineroom. While the Sa fe ty  Board i s  concerned t h a t  
t h e  power source f o r  t h e  emergency gene ra to r  was loca ted  in  the main 
engineroom and be l i eves  t h a t  SeaEscape should t ake  ac t ion  t o  c o r r e c t  the 
s i t u a t i o n  i n  accordance w i t h  IMO regu la t ions ,  the Sa fe ty  Board i s  equal ly  
concerned t h a t  t h e  s i t u a t i o n  was not  de tec ted  during t h e  schedule 
c l a s s i f i c a t i o n  surveys conducted by Lloyd's Reg i s t e r  of  Shipping. 

Lloyd's Reg i s t e r  of Shipping: 

I _  

However, because the four  loca l  automatic re 21 eases  a t  t h e  end of 

automatic  and the loca l  automatic re 2; ease  mechanisms on the f i x e d  C02 f i r e  

Therefore ,  the National Transpor ta t ion  Sa fe ty  Board recommends t h a t  
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Amend survey procedures for the fixed CO2 fire 
extinguishing systems on passenger vessels to include a 
more detailed inspection of the remote and local 
automatic release mechanisms to verify their operation 
and the operation of the entire system. (Class 11, 
Priority Action) (M-89-66) 

Amend survey procedures for the emergency generator on 
passenger vessels to require verification that the 
emergency generator i s  independent and not reliant on a 
power source from the main engineroom. (Class 11, 
Priority Action) (M-89-67) 

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). The Safety Board i s  
vit,ally interested in any action taken as a result of its safety 
recommendations. Therefore, it would appreciate a response from you 
regarding action taken or contemplated with respect to the recommendations 
in this letter. Please refer to Safety Recommendations M-89-66 and -67 i n  
your reply. 

A1 so, the Safety Board issued Safety Recommendations M-89-43 through -51 
to the U.S. Coast Guard; M-89-52 through -65 to SeaEscape; and M-89-68 t o  
Bureau Veritas. 

KOLSTAD, Acting Chairman, and BURNETT, LAUBER, NALL, and DIGKINSON, 
Members, concurred in these recommendations. 

(J/ James L. Kolstad 
Acting Chairman 


