CID MEMO 3
Subj:  INSPECTION OF LIFTBOATS

1.  With the publication of Subchapter “L” there have been numerous regulatory changes affecting the inspection of liftboats.  Liftboats fall under the same regulatory standards as conventional OSV’s; however, there are several areas of inspection that are unique to this type of vessel.  This guidance is designed to help address these liftboat specific differences and aid the inspector in the interpretation and application of these regulations.

2.  Specific Policy Decisions

     a.  Engineering Related Policy:

(1)  Bilge alarms – Required in all engineering and machinery spaces.  An audible 
       and visual alarm for each space shall be provided at the pilothouse and shall be 
       properly marked.  No devices may be installed to disable these alarms.

(2) Engine Overspeeds – Engine overspeed devices on all prime movers are 
       grandfathered.  If installed, they must operate properly and be tested.

(3) Ventilation shutdown – Required on all power ventilated equipment including 
       heat pumps and other such devices used in hotel services.  Natural vents 
       connected to the engine room and deckhouse are required to have weathertight 
       enclosures and shall be appropriately marked, “Close in Case of Fire”.

3.  Deck / Hull, Drydocking Policy:

(1) Percentage of Wastage Allowed – Liftboats are weight specific vessels, they 
       were and are built with overall weight to be kept to a minimum.  This 
       reduction in weight in the past led to many older liftboats being built to 
       reduced scantlings as compared to conventional hulled vessels of the time.  For 
       newer liftboats (none public law), formal wastage allowed as per NVIC 7-68 is 
       25%, however, for older liftboats, built to lighter scantlings, will require a 
       subsequent reduction in percent of wastage allowed.  These older liftboats 
       were in service for several years prior to their requirement to be inspected, 
       consequently these vessels were built without approved plans and no section 
       modulus calculations provided.  As a result, there are three unique categories 
       of liftboats when considering wastage allowances.

a) Vessels built to sub “L” & “I” standards with approved plans, allowed 
       25% wastage per NVIC 7-68.

b) Vessels built without approved plans, to minimum ¼” main deck and hull 
       bottom plate and 3/16” side shell plate, allowed 30% wastage; all vessels 
       greater than 20 years in service, gauging required every other drydock 
       (once every five years).
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c) Vessels built without approved plans, 3/16” or less on main deck and hull 
       bottom plate, less than 3/16” on side shell plate, allowed 10% wastage, all 
       vessels greater than 20 years in service (the majority of these vessels will 
       fall into this group), gauging required every drydock.

(2) Tailshaft intervals – All liftboats that are less than 100 gross tons are not 
       required to pull shafts for examination.  All other liftboats of greater than 100 
       GT will be required to undergo tailshaft examinations as regulations.
(3) Unique criteria to be checked at drydock – Liftboats spend the majority of their 
       service life jacked up out of the water; as such, special attention must be paid 
       to these items:

a) Pads – These connections at the bottom of the legs are the main load 
      bearing area of the vessel; the entire pad, (top, bottom, and all sides) needs 
      to be visually inspected for damage / insets, by “dry docking” or some 
      other “alternative” methods acceptable to the M.I.  The leg-to-pad 
      connection (welds) and the can-to-ad connection (welds) must be NDT 
      tested at every drydock or anytime the vessel has had an incident involving 
      stress in these areas.

b) Leg Tower sponsons – The area above the leg pad on the hull must be 
      checked for insets and fractures; often debris will be on the pad when the 
      leg is retracted and will cause hull damage in these areas.  This area is 
      critical to the support of the leg and tower; if insets are deep or numerous, 
      the area must be cropped and renewed and access must be provided in the 
      leg sponson to ensure the internal framing is not tripped or fractured.

c) Legs and Leg Rack – The leg rack is another critical area of the vessel.  
      This is where the hydraulic motor drive gear meets the mechanical leg 
      rack.  Great amounts of torque are applied to this area on a regular basis.  
      The racks must be inspected for chipped, missing teeth, and excessive 
      rack-to-gear wear.  The legs should b e inspected for significant creases, 
dents, and to free wheel, causing the vessel to descend uncontrollably.
4.  Lifesaving Policy:

(1) Rescue Boats – Required on all liftboats regardless of length and tonnage on all 
      coastwise and oceans routes.  All rescue boats installed on pre sub “L” vessels 
      must be equipped per MSO Morgan City policy letter Serial # M-00010 dated 
      January 11, 2000 with (2) paddles, (2) heaving lines, (2) sponges, (1) boat hook, 
bailer.  All rescue boats installed on sub “L” vessels must have full SOLAS 
outfitting as designated in Title 46 CFR 133.175.
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(2) Rescue Platforms – While liftboats were allowed to use the installed cranes for the 
       launch of rescue boats in lieu of an installed davit, stability concerns and the 
       vessel’s operations manual prohibit the use of the cranes while the vessel is 
       underway.  The vessel must be equipped with a means to recover a helpless 
       person while underway.  This can be accomplished in several ways depending on 
       the vessel’s hull design.  Older vessels have leg pads that retract up to the hull and 
       are exposed when underway.  These can be used as a rescue platform provided a 
       suitable means is installed to access the pad and a means is provided to remove 
       the helpless person to the main deck.  On many newer vessels, the pad is 
       submerged while underway, and a rescue platform must be provided.  These 
       platforms will vary from hull to hull design, and it will be up to the inspector’s 
       discretion to deem the platform fit for service.  A rescue harness must also be 
       provided regardless of platform type.

     (3)  Smoke Alarms – Required in each separate living space and galley.  May be 
            battery powered independent type units.  Must have a test switch.
(4)  Embarkatation Devices – Embarkation ladders (Jacob’s Ladders) are not required 
       on liftboats.  It has been a long standing industry practice that these vessels 
       installed knotted man ropes for emergency embarkation.  These knotted man 
       ropes are allowed and encouraged though not required.  This issue was one that 
       was hotly debated from 2001 to 2003 between the CG and the liftboat community.  
       MSO Morgan City highly desired to have Jacobs Ladders installed and felt that 
       knotted ropes were not a sufficient lifesaving device.  However, after many 
       consultations with District Eight, various Coast Guard HQ senior level decision 
       makers, and with the Chief of the CGHQ Lifesaving and Fire Safety, COMDT
       (G-MSE-4), a final decision was made on January 17, 2003 (via email) that 
       knotted ropes or no ropes will suffice as adequate embarkation aids.

a.) The industry position is the Jacob’s Ladder is a redundant lifesaving device.  
      Egress from a liftboat in an emergency will be to a nearby platform or rig, or 
      by crane and Billy Pugh to the water and a waiting vessel. The rope ladder is 
      designed for the crane operator, the last person off, to have a means for his or 
      her escape.

b.) If a knotted rope is to be installed, it shall be long enough to reach the water at 
      the liftboat’s highest elevated position, and be examined by the vessel’s crew 
      at least annually.  Soiled, worn or frayed ropes and worn, cracked, or dully 
      corroded attachments shall be replaced immediately.

5. Fire Fighting Equipment Policy:
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(1) Fire Pumps – All liftboats must have an installed frie pump, and its output is 
       regulated under the appropriate sub chapter.  These fire pumps are of the 
       submersible type, are mounted on the main deck, and connected to the fire main 
       system through a flexible hose.  The condition and serviceability of these flex 
       hoses must be inspected.  The launch appliance for lowering the pump into the 
       water must also be inspected for proper operation and condition.

6.  General Operations:

(1) Level Alarm – All liftboats should be fitted with a level indicator to indicate 
       change in vessel level height; a distinct alarm that sounds at the main operating 
       station should be in place to warn of uneven leg sinkage when elevated.

(2) Low Hydraulic Oil Level Alarm – All liftboats should be fitted with an audible 
       and visual alarm at the main operating station that indicates a loss in hydraulic oil 
       level in the main jacking system.
(3) Operations Manual – All liftboats must have an approved Operations Manual 
      onboard; see CID Memo 19.

(4) Dead Man Feature – The liftboat jacking system must incorporate a dead man 
       feature at the system controls.  What this means is that physical force from the 
       operator (through hand and / or foot pedal) must be applied to the controls in 
       order for the system to function.  When this force is removed, the system stops 
       jacking.  Often this is done through use of a foot pedal or spring-loaded hand 
       toggles.

(5) Anemometer – If the liftboat’s manual requires actions based on wind speed the 
       vessel must have an anemometer (portable or fixed) on board.

(6) Anchors – Anchors are required and sizedas per ABS rules for building and 
       classing liftboats.  Liftboats are restricted in their routes through their Operations 
       Manual to water depths that do not exceed the vessel’s ability to jack up.  
       However, if a liftboat loses steering or propulsion ina  river current the liftboat 
       may travel a significant distance before the legs can be jacked down to stop the 
       vessel.  These anchors have been referred to as emergency anchoring systems.  
       MOC policy letter dated May 24, 1989 states that a liftboat anchor weight be 
       calculated as W(weight of anchor)=0.5 x maximum horse power on one shaft or 

       W=[length*(Beam + depth)] / 12, whichever is less.
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7.  Cranes:

(1) All liftboat cranes must have the following basic features:

a.)  Load charts for the specific crane installed showing both dynamic and static 
      loads.

b.)  Safety hand signal charts.

c.) All controls properly labeled.

            d.)  Provide a boom angle indicator.

(2) All liftboat cranes must be load tested; intervals are based on the subchapter that 
       applies.  All cranes must be load tested after any major repairs.  Most liftboat 
       operators now currently load test annually for insurance reasons, and many of the 
       major companies that they work for require it.
