
                                      
 
SHIP INSPECTION OF TOISA SERENADE. 
 

 
On the 11th February 2009, I was requested to inspect the Toisa Serenade, on behalf of 
the AMOU, for GO Offshore. This vessel, along with its sister-ship, the Toisa Solitare 
will be working on the Pluto project. Both vessels will be working in the capacity of 
pipe carriage from the mother ship, anchored in Mallus Channel, out to the field. 
 
Prior to the project starting the Toisa Serenade was in Fremantle, at the AMC 
common user facility, to load out a cargo of sea-floor pipe beds. This provided an 
excellent opportunity to carry out the inspection. 
 
Toisa Serenade is a Chinese build that has been in service for about 4 months prior to 
the Australian crew joining it in Singapore. All reports from the Master and mates 
were that this was possibly the best Chinese built vessel that they had encountered to 
date. 
 
Accommodation standard onboard was high. The only issues raised by the Master 
were that the DVD players supplied were of the wrong zone, but GO had already 
attended to this problem and supplied new players for all of the cabins. Also during 
the port stay, an email system was being fitted that had private inbox for all onboard. 
 



During the inspection, I was informed that due to the intention of the vessel 
performing 24hour operations that an additional 2nd Mate would be joining in 
Dampier.  
 
At that point in time the intention was that the additional 2nd Mate would be 
accommodated in the hospital. Not believing that this was suitable for our members, I 
contacted Brad George and was assured that this would not be case. In subsequent 
days I followed this up and was informed that the GO Safety Management System 
had been modified to reflect that no crew were to be accommodated in the hospital of 
any of their vessels. 
 
This inspection was appreciated by the members onboard and resulted in a lapsed 
member rejoining the AMOU. 
 

 
Sea-Fasteners being welded into position prior to the loading of the sea-floor pipe 
beds.      
 
ANNOUNCEMENT FROM OOG EBA WORKS COUNCIL DELEGATES. 
 
Your offshore works council delegates met in Fremantle, over two days in February, 
to discuss the EBA negotiations. 
 
The delegates aired the issues raised by the members before the meeting and reached 
agreement on points for consideration. 
 
On the third day, delegates met with the shipowners for preliminary talks. 
 



The delegates agreed on the important issues and are pleased that the members inputs 
were thoroughly considered. 
 
The next meeting of the works council is expected by the end of March. 
 
ENSCO 7500 CAPE TOWN MOBILISATION. 
 

 
Carl and myself were approached by OMS to attend a meeting between AMMA, 
ENSCO, CHEVRON and the three maritime unions to discuss a faux pas that had 
occurred with the mobilisation of the ENSCO 7500 into Australian waters. 
 
From the meeting it was ascertained that ENSCO had engaged a heavy lift vessel to 
cart their vessel to Australia from the Mexico Gulf, beginning in the first quarter of 
December. 
 
The vessel engaged for this was apparently a converted tanker that had main engine 
issues. The issue was that the vessel experienced frequent blackouts, and on this 
particular occasion, went beam-on to a decent sea that caused its cargo to break its 
sea-fastenings.  
 
Unfortunately the cargo that broke the sea-fasteners happened to be a semi-sub similar 
to the 7500. IT SANK! Consequently ENSCO were disinclined to ship their rig in this 
manner. In reaction to this ENSCO signed a contract with Fairmount for deep-sea 
towage from the Gulf of Mexico to Dampier.  
 
It was only when OMS notified ENSCO that they were breaking maritime union 
conditions by not manning up the tow vessels with Australians from the last port of 
call, which happened to be Cape Town, that a meeting was called with the 3 unions. 
 
In this meeting a deal was put on the table that the 7500 would be fully manned for 
the tow to Australia (Master, 4xDPO, 2xBCO). If the unions declined the company 
would tow the 7500 to Bali, then man the rig with an MO47 crew (Master & Mate) 
and then utilise the two Maersk vessels that were to support the 7500 whilst it was in 
Australian waters to tow the rig down.  
 
The three unions accepted the deal on the provision that there was to be a 
representation from all 3 unions aboard the two tow vessels (Master, Ch.Eng, CIR). In 
addition the tow was to be handed over to the Maersk boats at the 200 mile region off 
the Australian coast. 
 
 



 
Fairmount Alpine & Sherpa towing the ENSCO 7500 into Cape Town. 
 
With an expected tow of 35 days, this equates to 315 man-days, compared with 64 
man-days if the Bali option was taken. In addition the Maersk vessels would be 
manned in the intervening time. 
 
On Friday 13th Feb, I undertook the 14 hour journey to Cape Town. When we arrived, 
the rig was running late so we had to wait by the phone for confirmation of a 
helicopter transfer out to the 7500. Finally on Sunday morning, we were confirmed 
for the trip out to the rig. 
 
Standards for helicopter transfer were more relaxed than I was accustomed to in 
Australia. No BOSIET required and a pallet of drums containing jetA1 left on the pad 
next to the open door of the chopper during take off were things that I had never seen 
before. Landing next to said drums was even more special, but given the size of the 
co-pilot, I don’t think that anyone was going to complain. Let alone STOP card him. 
 



 
 
The ENSCO 7500 is a DP semi-submersible rig. During drilling operations the rig 
will be using the DP to maintain position but in all other cases, the rig will be treated 
as a semi-sub and towed to location or away from cyclones. As far as conditions 
onboard go, it is a rig. 
 
Due to the 7500 running late we were onboard for about 3 hours. I was able to have a 
look around the rig and have a chat to a couple of our members who were already 
onboard. During this time, the tow wire for one of the tugs parted – further delaying 
the operation. 
 
That afternoon I was able to have a talk with the rig manager and was given an 
assurance by him that Australians would be put in the DPO positions and that if 
training was required, then an ENSCO DPO would be involved with training the 
Australians.  
 
The following day we were able to inspect the Fairmount Alpine. This was one of the 
tow vessels that were to have Australian representation aboard. Conditions aboard 
were of high standard but there was an issue of where the Australians would be 
accommodated. At first the Master wanted to put all 3 into a 4 berth cabin, but after 
talking to the 2nd Mate we were able to organise a single and a double berth cabin. 
 
Recognising that the Australians would not be able to stand a watch due to Dutch 
certification requirements, the union officials spoke to the OMS representative and 
managed to get a pile of DVD’s and magazines for the guys on both the tow vessels.  
 
During the day, there was much concern as to whether a letter of indemnity could be 
signed and a bit of a stand off was developing between the three parties (Fairmount,  



 
The Dutch owners were very proud of their paint scheme. 
 
OMS, and ENSCO) on who was responsible for the Australians aboard the tow 
vessels. This was eventually solved and on the following day, both crews joined the 
Alpine and the Sherpa. 
 
We performed the inspection of the Sherpa, which was an exact sister-ship of the 
Alpine. The Master and officers aboard this vessel were much more amicable to the 
presence of the Australians. Wishing our members a safe voyage, we headed off back 
for the slightly shorter journey home. 
                                 


