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Getting Kracking Again
I’m pleased to be able to report that our 
yard in Tuzla Turkey will be back to full 
production as of today 1st June 2020.
In common with business’s all over the 
world, the pandemic caused the closure 
of the yard, but fortunately for only two 
months. 

Turkey has reported much lower infection 
and death rates than other comparable size 
populations such as the UK, at the time of 
going to press the death rate is less than 
5,000.

Our designers and engineers have been able 
to continue to work from home during the 
Turkish shut down but, we are now keen 
to continue with the build of the Kraken 
50 that was in mould prior to closure of 
the yard and we hope to be able to catch up 
some of the lost time.

Much of Turkey is now starting to return 
to ‘normal operations’ and we expect 
the government to announce the lifting 
of international travel restrictions soon. 
Domestics flights around Turkey have 
already resumed.

Su Marine, our joint venture partners 
in Turkey, have instigated new social 
distancing practices for all of its workforce 
and visitors will soon be able to visit our 
yacht building facility again too.

As the effects of Corona Virus start to wind 
down I would like to take this opportunity 
to wish all our Ocean Sailor readers the 
very best of good luck as everyone starts 
to return to as normal a life as is possible, 
whether ‘new normal’ or not.

I’m am also very pleased to be able to say 
that despite all the challenges we have 
all had, enquires for Kraken yachts have 
significantly racked up over the last three 
months, so perhaps sailors are deciding 
that after the lessons we have all had from 
the Corona Virus pandemic, they will carry 
through their long-held plans to sail the 
world now, while they can?

Let’s go sailing!

Dick Beaumont
Chairman Kraken Yachts Ltd

Dick Durham, Editor of Ocean Sailor, has 
just published his second novel, Dead 
Reckoning, on Amazon books. Inspired by 
a real-life Man Overboard story he covered 
for the yachting press, Dick’s novel explores 
the darker side such an incident could offer. 
A yachtsman, Duff Bundock, tries to rebuild 
his fractured marriage with a voyage 
aboard his classic gaffer. When his wife, 
Connie, is thrown overboard as the boat 
loses control, but was the accident really
an accident? 

The novel explores faith, sexuality, 
marriage, and infidelity, discovering vice in 
the first three and virtue in the last.

Dick ‘s first novel, A Tide for Drowning, 
about a nautical serial killer, is also 
available on Amazon and is set in London 
and the Thames Estuary of his own sailing 
youth. 

Dick has also written several non-fiction 
books on sailing including:
The Last Sailorman, (Terence Dalton 1989) 
a biography of Bob Roberts the last man to 
trade under sail alone; Peyton, the world’s 
greatest yachting cartoonist, (Adlard Coles 
Nautical, 2009) a biography of Mike Peyton; 
The Magician of the Swatchways, (IPC 
1994)  a biography of Maurice Griffiths, the 
yacht designer; On & Offshore, cruising 
the Thames and the East Coast (Ashford 
Press Publishing 1989) a cruising guide to 
the East Coast of England; Amazing Sailing 
Stories, (Wiley Nautical 2011) an anthology 
of salty yarns.
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Passages and their planning consist of 
the three Ds: departure, duration and 
destination, but they must include the 
factors mentioned under voyage planning: 
understanding currents and a long-term 
overview of wind trends. It’s important 
to bear in mind the general wind trend if 

the passage is five days or over, because 
although the specific forecast may deviate 
from the prevailing, or expected pattern, 
there will be a high probability it will 
revert to the norm at some point during 
the passage.

Part TWO:
PASSAGE Planning
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Weather
Wind pilots provide a pattern of wind 
direction, but they are a historic record of 
wind direction and strength. They are by no 
means a forecast.

In recent years I have noticed much greater 
variations from the wind pilot’s historic 
data, as global warming affects the world’s 
climate, a factor that needs to be borne
in mind. 

We now need to consider weather forecast 
charts to see how the weather systems 
impacting our passage are moving ,their 
strengths, stability and the winds they
are generating.

Start looking at the weather charts 10-
14 days before departure to get a feel of 
how the weather systems are developing 
and moving, then plan an intended route 
a day or two before actual departure. 
As the passage progresses, check the 
weather charts daily and modify the route 
accordingly to take account of forecast 
changes.

It’s important to remember it is a forecast, 
not a guarantee of weather to come. It will 
not show very local weather variations, 
such as small intense thunderstorms, 
so be wary, especially in the tropics. A 
squally thunderstorm can creep up on you, 
suddenly increasing winds from 5 to 40 
knots in just minutes, then be gone again 
20 mins later. If you get caught with your 
cruising chute up you will get it down again 
but perhaps in more than one piece.

In my experience, you can expect 90 – 
95% accuracy for a forecast over the next 
24 hours, this reduces to 75-80% in the 
following 48 hours and to 60-65 % for 72 
hours; 40-50% for 96 hours and 25-30 % 
for 120 hours. 

If your passage plan takes you along a coast 
ensure you have a pilot guide or a small 
scale wind pilot to make sense of local wind 
patterns and variations.

I talked to Ed Wildgoose, CEO of 
Mailasail, Kraken’s partner in offshore 
communications, about satellite 
communication, phone systems and 
weather forecast suppliers that will 
keep the blue water cruiser informed. 
Communication options, grib file providers 
and grib file viewers is a complex subject
to be covered in subsequent editions of 
Ocean Sailor. 

I cannot stress enough the benefits of 
satellite communication especially for up-
to-date weather forecasting and cyclone 
tracking. I consider sat comm connection as 
safety equipment second only to a life-raft, 
a very close second at that.
   
While we don’t want to run into heavy 
weather, we also want to avoid areas of very 
light wind if we can. In some areas, such as 
the doldrums, otherwise called the horse 
latitudes, light or no wind is inevitable, but 
even then, we must plan a passage route 
that enables us to utilise whatever wind 
there is. A seven or eight-knot wind coming 

directly astern will produce minimal way, 
but the same wind at 60-70 degrees off the 
bow will get a yacht going well if you have a 
Code 2 or Code K flying sail in the wardrobe.

One factor that should affect the route you 
take is the suit of sails you have available. 
If you have a light wind cruising chute, to 
gain maximum benefit, the wind needs to 
be 100-150 degrees from the bow, however, 
if you have a Code K (a Kraken/Quantum 
designed code sail), you can run dead 
down-wind under dual head sails or if the 
wind angle is 60-90 degrees use the Code K 
and mainsail combination.

For White Dragon, Kraken’s flagship K66, 
just seven or eight knots of wind at 60 
degrees will produce five to six knots of hull 
speed using this arrangement.

Continued...
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We had sailed well for 3 days, and then 
motor sailed for the fourth day. As you 
can see there was an isobar squeeze to the 
North. We picked up 20 knots of wind from 
the South-South West and set the Code 
K, and genoa butterfly rigged and had a 
terrific downwind run at 8 -9 knots going 
NE, straight into Horta in the Azores. Just 
over 1550 nautical miles in 9 days 4 hours, 
with only 2 and a half days on motor. 

This weather Chart was 5 days later when we were motoring north through the doldrums

I have illustrated below our actual route 
and two weather charts downloaded on 
a passage from Cape Verde to The Azores 
which I completed in June 2018 as part of 
a 32,000 nm voyage from Hong Kong to 
Turkey.

As you can see (Fig 1), we expected medium 
strength winds from the NE. You can also 
see the high-pressure system is centred 
right over our destination, so a direct 
route would require us to go hard upwind. 
Although only 15kts or so was forecast I 
always reckon on up to ten knots above 
the forecast. Sure enough, when we got 
underway, the wind was 20-25kts NE. 
Also sailing on a direct line would head us 
straight into the centre of the high, if it 
stayed there, and result in very light winds 
and require motoring for more than half the 
passage.

So I planned an elliptical course, heading 
out at 315 deg to bring the wind just forward 
of the beam. I wasn’t concerned about 
making westerly as I expected the wind to 
die before we got too far west. I could then 
motor North through the doldrums and 
hopefully pick up good wind from the south 
towards the end of the passage generated 
by the low-pressure system that was west 
of the Azores.

Fig 1: This weather chart was from 1st June 2018, the day of our departure from Cape Verde

Continued...

Sailing the world
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We used the NE wind to take us NW on a 
nice reach knowing that the wind would die 
allowing us to motor NNE back towards the 
Azores, but by staying to the west we would 
pick up the wind generated by the squeeze 
between the Azores high and the low-
pressure system to the west of the Azores.

The nine islands of the Azores is a beautiful 
unspoilt cruising ground that should not be 
missed. We spent 3 weeks cruising around 
this wonderful group of Portuguese islands. 
We will cover ‘Cruising the Azores’ in
a future issue.

Ocean currents flow at around a knot plus 
and on a 10-day passage can reduce or 
extend the ETA by more than a day. A small 
deviation from the course can take the 
yacht in, or, if its unfavourable, out of
the current.

Localised currents must be taken seriously. 
The Agulhas Current, for instance, which 
flows South along the eastern African 
continent can run at up to five or even six 
knots in the winter dropping to three or 
four at other times.

Heading South you will ride the current, 
but if you have to go North and sail against 
it, then you will be looking for a southerly 
wind.

Beware: On the notes to mariners on the 
British Admiralty chart it warns that with 
a strong southerly wind against a strong 
Agulhas Current waves of 20 meters height 
can be generated.

Ocean or coastal 
currents
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Next month
Part THREE: Vessel 
Port preparation and 
provisioning

Sailing the world

It is good seamanship, to review as you 
plan the passage, if there are bolt holes 
that you can run to and if diversions are 
feasible once on the passage. If it’s an 
ocean crossing passage that will not be 
possible, but otherwise check out safe 
havens, accessible harbours or ports that 
occur along or not far from your planned 
passage. Such preparation will be welcome 
should unexpected weather forecasts, crew 
or health issues, and yacht or equipment 
repairs, arise.  

If possible, identify alternative landfalls. 
This may allow you to enter an anchorage 
or port at 15:00 hours rather than the 
intended arrival destination at 19:00 hours 
a little further along, but then just after the 
sun has set.

It is important to understand the customs 
notice and procedures of your destination 
port and country well before you arrive.

Australian customs and border control, 
for example, are notoriously strict, and 
you must give them notice of your arrival 
no less than four days beforehand. Many 
of the foodstuffs you may consider 
inconsequential, and simply part of your 
yacht provisions will be confiscated and 
destroyed at your expense if they are 
prohibited, so find out all you need to know 
before you depart.

If possible, arrive in the morning on a 
weekday, this will give you plenty of time 
to get arrival processes underway before 
customs, immigration and port control 
close. In some countries these offices are 
open 24/7, others are not, and yet others 
will charge you overtime! 

So, relax, smile and be friendly, I have 
found that most officials will help you 
unless you start getting impatient and 
agitated. Understand you are in their 
country, mostly with no rights and they 

have the power to keep you waiting all day 
and night if they want to, and then decide 
to search your yacht, unfit all the panels, 
take down head-linings, tip out all your 
possessions, leaving you to put it all back 
together when they’ve finished.

So, stay calm and smile!

Bolt-holes, landfall alternatives and arrival
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Technical & Equipment

The Kraken view of a complex subject
By Tom Cooper, CEO of Kraken Yachts

Modern 
Yacht 
Electrical 
Systems
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Technical & Equipment

Our objective was to design a system based 
on a sensible balance of the technologies 
available today to deliver reliable, robust 
electrical and electronic systems that have 
all the modern features but doesn’t need a 
Nasa Scientist to operate them.

For Blue Water Cruising vessels there are 
several prerequisites:

• Reliability 
• Ease of Use
• Robustness
• Service support globally
• Backup – manual switching of all core 

functions

Increasingly, tech-savvy owners require 
function and products for the “smart home 
afloat options” traditionally known in the 
marine sectors as: Alarm Monitoring and 
Control (AMC).

There are significant advantages and 
conveniences giving more information, 
monitoring and control at your fingertips, 
especially the obvious benefits at the helm, 
in your cabin, or remotely.

Importantly, how does this translate to 
blue water cruising vessels and more 
importantly, how does discerning builder 
or owner select the correct path and 

equipment to maintain reliability while 
providing these advantages?
Many AMC efforts are focused on lowering 
the cost of production and are targeting the 
vessels of our fellow weekend sailor who 
can scurry back to port for IT repairs. 

It’s easy to envisage the nightmare scenario 
for a blue water cruiser in a remote location 
with limited resources. So our Kraken 
solution needs are significantly more 
robust and provide the right combination of 
technology and reliability.

It’s not rocket science – many vessels from 
commercial vessels to superyachts have 
been installing this technology for many 
years, so it’s well-proven – but selecting 
the right balance for the remote locations 
that blue water yachts frequent is critical 
for reliability.

For the Kraken 50, we selected the proven 
Empirbus NXT® product from Sweden, 
now a Garmin-owned company.

We see multiple benefits for both Kraken 
and our future owners in specifying 
Empirbus. Long experience from 
demanding installations in marine 
environment proves the durability and 
robustness.

Empirbus is a generically designed system, 
suitable for different application areas 
– with almost endless integration and 
configuration possibilities.

The latest Kraken 50, is an innovative 
but quintessential blue water cruiser and 
this is how we decided the choice of AMC, 
using these basic foundations:

Enhanced monitoring – but not controlling 
AC. Keep it simple, fixable at any port.

Traditional mechanical switching of 
winches, windlass.

DCM’s in various zones, Master Control 
unit, wiring installed on-board.

The logic and function applied in 
programming.

User control and monitoring interface – 
at chart-plotters or on devices

The Data Control Modules (DCM) units have 
both signal Input (I) and power output (O) 
allowing the distribution of power and data 
within local zones. 

The Empirbus system overview:

Fingertip control and integration of 
information, data, alarms and control.
For example:

• Navigation
• Bilge level monitoring and control
• Tank levels
• Lighting – AMC can set modes, safety 

or “all off” lighting at flick of a single 
switch

• Fire & smoke sensors
• DC information – loads, batteries
• AC information – loads, shore-power, 

generator etc.
• Refrigeration temperatures
• Engine data
• Genset data
• Exhaust temp
• A-Cond temperature per cabin On/Off
• Music distribution
• Alarms for all

Our standard AMC system is fully 
advanced, but the basic framework is 
easily expandable for additional functions 
and products to suit the owners’ personal 
preferences with options such as:

• Enhanced lighting – endless 
configuration of modes & moods

• Security – hatch alarms, motion sensors
• Comms – with Wi-Fi or Sat Comm 

added – set-up for remote monitoring 
and technical support – “tech service at 
sea”!!

• Winch control at the helm
• Alarms sent to devices via GSM or web 

server
• Enhanced audio-visual integration
• CCTV – masthead, ahead
• Forward sonar
• Underwater lighting
• Alarms for all

AC Power

DC Heavy Loads

Hardware

Configuration

Graphics

AMC & DC House Expansion
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Power and Signal loops 
to K50-003 zones

Technical & Equipment

Backup switching is conveniently located 
at each local DCM. In the unlikely event, 
the signal loop is down, the power remains 
hard-wired to a DCM, each channel device 
can be simply and manually switched at the 
DCM. For this reason, Kraken will install 

each DCM at eye height, visible in cupboard 
space with a channel list nearby. Spare 
channels will be left on each DCM to give 
owners capacity for adding equipment at a 
later stage.

D

A

B
C

Navigation MFD Chart PlotterSignal Data Link

DCM Zone

DCM Zone

Power

Negative

AMC
C

B

DCM Zone

DCM Zone

D

A

DCM Units and I/O channel Molex connectors

Hardware & Wiring

Traditional long, boat-length DC wiring 
is reduced as power and data signal loops 
daisy chain to DCM’s in sequence. The 
cable resources saved results from shorter, 

smaller cable sizes run from local DCM’s to 
nearby devices within that zone - such as 
sensors, lights, switches, pumps, motors.

Containing I/O channels in the same DCM 
unit significantly reducing the need for 
additional and complex modules found in 
other brands – simplifying the system and 
user familiarity.

Water-resistant Molex MX150L connectors 
allow for secure I/O connections but easy 
removal of DCM units.

( Optional )
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Configuration
Configuration possibilities are interesting 
and key – this is where convenience comes 
from! A switch in Zone B can be configured 
to control any number of devices in other 
zones, for example:

A single switch can turn off everything 
you normally forget – except the bilge 
of fire alarms of course. Another may be 
safety courtesy lighting – but illuminate 
at half-light power if pressed twice. 
Dimmers, timers, delays, fuses, soft starts, 
switch locations can all be electronically 
configured – and changed later in config 

Graphic screens/ user interface is created 
by Empirbus Software and principally 
display and control the logic on the MFD 
Chart-plotter and network – so if you have 
multiple MFD’s it shows on all.

This is a great use of existing navigation 
screens, no separate clutter and cost 
of dedicated AMC screens. Empirbus 
themselves have standalone control panels 
and integration with Garmin’s new One 
Helm.

Kraken’s K50 propriety graphics displays 
will be available to each buyer. They are 
very visual, logical, ergonomic, based on 
our pure blue water experience...
AMC system, control and graphics can 
be accessed on your multiple devices via 
Empirbus web server.

software…if you wish, without having to 
rewire your yacht. Navigation data, Security 
and CCTV recording can be integrated with 
the GSM alarm and remote monitoring.

Logical, useful and innovative 
configuration is what delivers AMC 
function.

Copies of the Config file will be kept on 
board, or stored with electronics suppliers 
for easy modification and upload – best by 
a Garmin Empirbus technician initially, but 
can be learnt.

This brings out an important blue water 
requirement; global service. One key reason 
Kraken selected Empirbus as standard 
is our K50-will have Garmin Navigation 
electronics – smooth integration and a 
one-stop shop for worldwide support. 

However, for all those Raymarine or 
Simrad fans, then EmpirbusNXT is fully 
compatible. 

Power Feed: The power is supplied on 
the two M6 bolts with positive on the left 
(marked with +) and negative on the right 
(marked with -). The total max output is 50A.

DCM manual channel switching & displays
Digital Channel Display

Channel 
Selector

Power Supply 
(Negative)

On/Off

Power Supply
(Positive Fused)

Max 50 Amp

Typical connection for digital output - positive

Load

GRAPHICS
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Designing a 
kraken cockpit

Technical & Equipment

A three-part series

Part One: Running Rigging
At Kraken, we believe the biggest risk to 
the safety of a shorthanded crew is the 
necessity to leave the cockpit to attend to 
sail setting or furling. Our mission is to 
design the cockpit and its systems in a way 
that both eliminates that and also allows a 
single helmsman to sail the yacht entirely 
without needing to wake other crew to 
assist them. We believe this is vital for 
short-handed sailing. With only two crew, 
whether you sail 3 or 4 hour watch patterns, 
having your off-watch sleep broken to go 

and assist reefing a sail is not conducive 
to enjoyment. It can seriously compromise 
safety if the helmsman tries not to disturb 
the other crew and extends, for example, 
a sail reef beyond when it would be good 
seamanship to do it.

To that end, all Kraken yachts’ cockpits are 
designed so that one person can carry out 
nearly all of the helm and sail functions 
alone.

To accomplish that, almost all running 
rigging is led to the cockpit. In fact, with 
some pre-departure tuning and setting up, 
you can sail a Kraken across the Atlantic, 
on all points of sail, without leaving the 
cockpit.

Let’s talk about how we achieved that.
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Identifying 
necessities

Major system groups

Designing a boat is always a compromise, 
and in the cockpit, the balance is between 
the ergonomics of operation, available 
space and styling.

The other lines that terminate on the 
mast are the lazy jacks and whisker and 
spinnaker pole control lines. Again, these 
lines are for functions you do not need to 
worry about in heavy weather sailing. We 
have provided all the necessary hooking 
points throughout the yacht to reach any 
part of it while always being clipped on 
with a 1.2m tether. 

1. To achieve the best possible ergonomics 
all lines necessary for 99% of sailing, 
are led to the cockpit. On a cruising 
yacht this means that lines that are 
not in regular daily use, such as Jib and 
Genoa halyards and mainsail outhaul, if 
slab reefing is used, can be terminated 
on the mast rack. They are however 
still operated from the cockpit by an 
interchangeable tail line, this reduces 
tripping hazards, loads on the rope 
channels and the amount of hardware to 
go wrong.  

2. On a sailing boat, space is always at 
a premium. This is why we designed 
the rope channels to be as small as 
possible while maintaining the required 
strength to support the load. We have 
designed a custom set of line handling 
hardware which fits into the channels 
and optimised the build of the corner 
window mullions so that they do not 
impair vision. 

1. Mainsheet Winch Group (Yellow) 
This group consists of the mainsheet, 
traveller control line and foresail furling 
lines. These lines are operated by the 
two mainsheet winches located either 
side of the aft end of the cockpit and can 
be operated by the helmsman. Each line 
in this group also has a clutch located 
within reach from the winch.  

2. Primary Winch Group (Green) 
All foresail sheets go to these winches. 
They are located centrally along the 
cockpit and provide easy access for 
both the helmsman and crew. None of 
the sheets feature jammers or clutches, 
so there is no additional hardware to 
manipulate during tacks or sail trim. 
A change from our previous design 
was to run the jib sheets outside on the 
side decks instead of inside the rope 
channels. The reasons for this are as 
follows: by running on the side deck, 
we simplify the route of a line that will 
work a lot during sailing. The jib sheet 
is the single hardest working line, on a 
K50 the jib sheet can experience 2,500kg 
of load, that’s over 600kg more than the 
next hardest working rope that runs 
inside the rope channel. By removing 
the jib sheets from the rope channels, 
we managed to reduce the rope channels 
size which, in turn, improved the 
visibility from inside the saloon.  

3. Secondary Winch Group (Blue) 
The most forward pair of winches 
operate the main halyard, topping lift, 
vang, reef lines, flying sail halyard and 
the halyard rack tail line. All of these 
lines will not usually be used when 
gybing or tacking and therefore their 
controls do not need to be as close to 
the helmsman as the others mentioned 
above. If sails do need to be hoisted or 
dropped, even then, only one extra crew 
is required, since modern autopilots can 
be set to steer to the wind thus allowing 
both crew to attend the halyards. 

4. Lines that terminate on mast (See Fig 2) 
Some halyards run onto the mast rack. 
they are controlled by an interchangeable 
halyard ‘tail. The purpose for doing 
this is two-fold: a) to keep the cockpit 
clutter to a minimum and b) adjustment 
of the halyards on the mast rack can 
be left for fair weather conditions. We 
also have the slab reefing mainsail 
outhaul on the boom (only on slab reef 
systems) it is a 16:1 cascade inside the 
boom and comes out at the bottom of 
it as a 6mm Dyneema line that can 
be hand tightened, cleated off and for 
most sailors, forgotten about until its 
necessary to remove the mailsail fully. 
The truth is that if it’s tight it’s OK and 
the only time you will want to loosen it 
is when the wind is light, so chances are 
the sea is calm too. Continued...

Fig 1

Fig 2
(See Fig 1)
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Rope 
Channels
The design of the rope channels is by far 
the most challenging part of the whole 
arrangement. The strict design criteria of 
strength, longevity and serviceably as well 
as minimal impact on the interior space, 
means the design went through numerous 
iterations before arriving at the final form. 

The purpose of the rope channels is to 
carry ropes coming off the mast back to 
the cockpit to where they can be controlled 
via two banks of clutches and a pair of 
secondary winches. The channels must 
achieve that with minimal additional 
friction to the rope. At the same time, any 
deflection greater than 60 degrees will 
result in a load on the deflection point 
higher than the original load from the 
sail. This means that, if the sail is pulling 
2000kg on the halyard the block at the deck 
level with a 90degree deflection has to 
withstand 2820kg of static load. 

On the other hand, the interior design 
prevents the designer from just running the 
ropes in a straight line from the deck collar 
to the clutch bank in the cockpit. The rope 
channels run under-deck from the deck 
ring, out to the side, up the corner window 
mullion and along the saloon roof to the 
clutch banks in the cockpit (See Fig 3).

One of the driving decisions for the rope 
channel design was to use bullseye fairleads 
throughout the system to divert the lines. 
The only exception to this was the deck 
ring where a fixed halyard block was used 
as the deflection was 90 degrees. The use 
of fairleads like this gives us two major 
benefits (See Fig 4): 

1. The simplicity of build and therefore 
of maintenance by the end user - no 
movable parts to service 

2. Much lower profile and therefore 
lesser impact on the interior and lower 
deflection angles as well. 

The material we use for the custom 
fairleads is a type of a non stick anodised 

aluminium. The material must be 
impervious to tens of years of use, very 
strong and ‘slippery’ to allow the lines to 
slide through them with minimal friction. 

The rope channels are moulded into the 
deck and coachroof with access to them via 
removeable deck panels only so they are 
100% watertight.

The window mullion section of the rope 
channel acts as a structural member in 
itself. This eliminates the “doubling” of 
structure in a critical area. The result is 
a GRP box section of 120x100mm with 
walls averaging 12mm thickness. This is 
connected with laminate to the foredeck 
and the saloon coach-roof. 

The rope channel is a separate moulding 
which is inserted into the deck mould itself. 
This is bonded into the deck mould using 
further laminates and extended tabbing 
for increased strength. By doing this we 
achieve best laminate integration between 
the two structures resulting in the rope 
channels being part of the deck. 

Fig 4

Fig 3

Next month
Part TWO: Cockpit layout 
and design
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They say ‘the way to a sailors heart 
is through his or her stomach’!

So, galley design, especially on a world 
cruising yacht is very important. It needs 
to be functional, safe, light, airy and easy 
to clean. Each Kraken follows this design 
brief, providing an enjoyable place to cook 
at anchor or underway. The cook, like the 
helmsman, should be able to stand in one 
place and reach everything without the 
necessity of moving around much. It’s 
critical that you can brace yourself with 
your feet and butt, leaving both hands free 
to work. If you have to hold on with one 
hand, the design has failed.

The positioning of the galley in the most 
centralised location provides mid-point 
stability, this combined with the ZERO 
Keel and overall displacement offers a 
smooth sailing motion, eliminating jerky 
movements, always unwelcome for the
sea-chef.

The birth of a

blue water yacht
Trystan Grace walks us through a Kraken 50 galley
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In-Build at Kraken

Cabinet corners are radiused, and 
handholds are placed throughout, and, 
easy-to-clean HI-MAC counters include 
moulded fiddle rails. Ample storage is 
provided throughout for food perishables 
dry goods and tinned supplies required for 
extended periods offshore, and dedicated 

draws and cupboards are designed to 
store all the crockery, cutlery, pots, pans, 
storage boxes, toasters, and coffee and 
bread makers. You will need a considerable 
amount of storage. Oh, and of course
a wine rack!

The heart of any galley is the cooker, and 
the Kraken 50 includes, as standard, a fully 
gimballed electric cooktop and pot clamps 
with electric combi oven. 

The choice of electric over traditional gas 
was a decision based on two factors, the 
first being the obvious safety benefits of 
removing the potential explosion risk of 
propane gas. The second is eliminating the 
need to refill or buy new gas bottles.

When visiting the more remote parts of 
the world, gas bottles may either be not 
available or will not be exchanged because 
the bottles differ or may require different 
regulators from those you already have.

An air conditioning handler is located above 
the cooker. An option to install an induction 
cooktop further improves safety with ‘cold 
to touch’ hobs.

Built into the inner countertop are dual-
purpose garbage bins alongside each other 
to enable the disposal of biodegradable 
waste overboard and a deep bin for non-
biodegradable shore- side waste. A wooden 
chopping board that slots in above the sink 
is designed so food can be prepared and 
washed whilst keeping countertops clear. 

It’s all in the detail!

Large Refuse Bin

Organic  / Overboard Receptacle
Chopping Board. Removable and Sliding



16

An opening hatch to the cockpit directly 
above the inner countertop allows cups, 
plates and bowls, to be handed directly out 
to the helm and crew thus eliminating the 
need to negotiate the companionway in 
pitching seas. 

As standard, the galley includes two 
refrigeration units; a double drawer fridge 
unit with 144L of usable capacity and a 
single freezer drawer with 75L of capacity. 
Freezer size can be upgraded to give more 
freezer storage.

Fridges with front opening doors are not a 
proper solution on a blue water cruiser as, 
if the door is opened when heeled, you’ll be 
wearing the contents!

When discussing and advising boat 
owners on their galley options, we always 
recommend the inclusion of the Quooker 
boiling water tap. This energy-efficient 
tap sits alongside the main galley tap and 
constantly provides boiling water. In rough 
conditions, a loose kettle is a potential 
danger aboard a yacht. Due to the design 

of the insulated tank acting as a vacuum 
flask, the Quooker only requires 10 watts 
of energy to keep the water ready for use, 
so unlike a kettle, you don’t waste energy 
heating water to go cold again.

In-Build at Kraken

Next month
The saloon and interior 
pilot station
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Sailors stories

The boat they 
laughed at
With unemployment beckoning, Max Liberson hooked 
dorado instead of dole on his first Atlantic crossing

All smiles from Max and Ed as a fish 
supper of dorado is hauled aboard

Like all the best adventures,
it happened by accident. By 2009 the 
financial crash had put an end to my 
employment as a motorcycle courier. I had 
seen it coming and gained an RYA cruising 
instructor certificate thinking that I could 
make a living teaching people to sail, with 
yacht delivery as a side-line, meanwhile,
I managed to get a job working in Gallions 
Point Marina near London’s City airport. 
There, in-between being deafened by the 
jet engines of landing aircraft, I fixed boats 
and helped to maintain the crumbling 
infrastructure. There were several flies in 
the ointment, one of them being the long 
commute from the old Dutch barge I lived 
aboard on the River Crouch, in Essex to the 
grid-locked roads around the East
London marina.

What I needed was a small motor-boat that 
I could live on during the week, I asked 
around. There were some rare old wrecks 
just about floating. Eric, the boss, suggested 
I might like to buy Gloria, a 38ft Ferro-
cement schooner. She was much bigger 
than the boat I had in mind, but the owner, 
a man who went by the name of ‘Concrete 
Ken’, was all over me like a rash when he 

heard I was looking for a boat to live aboard. 
When I showed a specific interest in Gloria 
it was as though I was offering water to a 
man in the desert. He insisted I come on 
board and inspect her.

It was a seedy and daunting experience: the 
previous occupant was someone with an 
obvious fascination of the female form, I’ll 
say no more! Tarpaulins were draped over 
the obviously very leaky coach-roof, the 
masts were unshipped and lay forgotten on 
the dockside, and there was no rigging. The 
only thing going for her was the amount
of space: with a 14ft beam, she was
very roomy.

I was not impressed, especially when 
Concrete Ken told me he was looking for 
£6,000. I’m sorry to say I laughed and left. 

I wish I had been kinder to Concrete Ken 
because that was the last time I ever spoke 
to him, he dropped dead from a heart 
attack not long after. His poor widow was 
left with a string of poorly maintained 
boats in various parts of Essex, all of them 
racking up mooring charges. A close friend 
of Concrete Ken came and saw me a couple 
of weeks after the funeral. He said: ‘Gloria 
has to be sold, she has got a good hull, why 
don’t you make an offer?’
I said: ‘She’s too big for what I want, plus I 
only have £1,500 for a boat.’ Expecting not 
to hear anything more, I left it at that. 
A week later, Clive came to see me: ‘Okay, 
they will accept £1500.’ Somewhere I 
thought I heard a door close.

Some months later, I lost my job at the 
marina. I now had a 38ft wreck clocking up 
marina charges, and with no money coming 
in. I called in all my favours and some.

With mates’ help I ripped off the old 
coach roof and made a new one, I bought 
terminals off eBay, and I rigged the 
masts with wire swapped for a dinghy 
and outboard. I had the starter-motor 
refurbished and managed to get the engine 
working, which was when I found out it was 
held onto its bearers by leather belts! 

With two pals I left the marina, bound for 
Battlesbridge, in Essex, where my house-
barge was moored at the bitter end of the 
River Crouch.

At the head of the muddy River Crouch 
the boat they laughed at dries out



18

Sailors stories

Our first stop was Thurrock Yacht Club, on 
the lower Thames, for a desperately needed 
scrub-off. Somehow, we got there. It wasn’t 
pretty. The engine filters kept blocking up, 
and she would not sail because the hull was 
so badly fouled.

Other members fell about laughing at poor 
old Gloria and bated by this show of bad 
manners I said: ‘You may laugh, but I’ll sail 
her to the Caribbean one day,’ more hoots of 
mirth followed my tantrums.

I sailed from Thurrock single-handed, 
as I could get no crew to assist me. That 
night I anchored in the Swale, Kent after 
the gearbox had lost its drive. But I had 
been pleasantly shocked to discover Gloria 
actually sailed quite well in the right 
conditions. I found the gearbox needed 
more oil and topping it up got it working 
again. The next day I was at the entrance 
to the River Crouch at low water and now 
faced a six-hour lift of spring tide to cover 
the 25 miles of winding river. The wind 

was from the south-east, which would 
make most of the trip a broad reach. We 
arrived at the really tortuous last few 
reaches, several metres above chart datum 
on the last hour of the tide, but a turn to 
the north put the wind on the nose, so I 
started up the motor, to find the forward 
drive had gone again. But I had stern power, 
and as we went aground gently, I got the 
mainsail off her and pulled us off astern. 
The engine’s leather belts shifted, moved 
and the whole lump had wrenched itself out 
of the seawater cooling pump, causing the 
exhaust to fall off too. I went below, levered 
the engine back in place, tightened up the 
belts and re-connected the exhaust. I re-
started the engine and backed Gloria stern-
first through the last of the bends, quickly 
reset the main and somehow managed 
to sail the last mile, which is just a small 
creek, and into the berth just in front of the 
barge I lived aboard.

Not long after that my good mate Edmund 
Whelan, a barrister, who had just retired as 
the RYA’s legal chief after 24 years, called 
me and said: ‘I hear you have a schooner, 
I am coming up to see her, we will go for 
a sail.’ A date was set, Edmund showed 
up in a top-of-the-range Porsche. It was 
worth more than 50 Glorias put together. 
We sailed down-river to Foulness Island, 
anchored for the night and sailed back. 

Before he left Edmund said: ‘Well she’s 
pretty rough, but tell you what, sail her 
down to the Las Palmas in the Canaries by 
November the 21st, and we’ll go across the 
pond, I have done it on a very fast yacht, but 
I would like to do it in something slower,’ 
and he departed. 

That’s how it started, and in that muddy 
river it also ended, but not until Edmund, 
myself and a strange Belgium chap I met in 
the Jolly Sailor bar in Las Palmas had sailed 
the 16-ton Ferro-schooner to the Caribbean.

Max looks on as his home-made cooker prepares a meal. ‘It’s rough’ said the RYA barrister as he came below

Edmund showed up 
in a top-of-the-range 
Porsche. It was worth 
more than 50 Glorias 
put together.”

Continued...
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Whilst becalmed in the Mid-Atlantic, I went 
for a swim and using goggles inspected 
Gloria’s bottom. I kept it to myself when 
I noticed a rather large hole in the keel 
section. It was plugged with Essex MUD! I 
exchanged the Essex mud plug for cement 
once I hauled her out in Grenada. Once 
I had run out of money, and the engine 
had finally blown up, I sailed her back to 
England solo. It took 53 days non-stop from 
Carriacou to Falmouth. 

In Cawsands Bay, Plymouth my brother 
fitted an outboard bracket he had made, 
and with a long-shaft Mariner outboard 
to get in and out of harbour, I sailed Gloria 
back up to the South Coast and round into 
the Thames Estuary, I waited for a perfect 

Max Liberson, 63, is a former trawlerman 
from Plymouth, Devon, England. He started 
small-boat voyaging to counter-balance 
his city life as a motorcycle courier. He has 
since made a second Atlantic Circuit, both 
ways solo, in a 25ft Trapper 500, Sarah.
He has also sailed to Norway in a 25ft 
bilge-keeler, and to the Ionian Sea from 
Essex aboard a restored, Greek gaff-rigged, 
sponge diving boat.

He now sails Wendy May, a 25ft Maurice 
Griffiths-designed gaff cutter, built in 1936 
which he keeps on a mooring in Newport, 
Wales.

His book, The Boat They Laughed At, which 
tells the full story of his first ocean exploits 
is available on Amazon and Max lectures on 
long-distance sailing and is also available 
for yacht deliveries:
maxliberson@yahoo.co.uk

wind and tide to make a return visit to 
my old club at Thurrock, where this time 
nobody laughed. 

Then I sailed her back to the berth I had left 
9,000 miles beforehand, her bottom now 
able to withstand the ingress of Essex mud. 
The 10 months I was away, taught me more 
about the sea, boats and myself than I ever 
could have imagined. If you ever want to 
live, really live, go sailing. If you have a 
choice, pay more and get a good boat with 
a solid hull, a keel that won’t fall off and a 
skeg hung rudder, like the Kraken 50
I so admire, but the important thing
is to just do it.

Max Liberson

Ed Whelan takes a sun sight Max arrives in Grenada…the mud plug has worked

Max at the helm of his current boat Wendy May
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Cabin fever: 
Pandemic in the 
Philippines
For seven centuries ships, riddled with infectious diseases, have been quarantined 
in restricted harbours. But what happens when the port itself is in lockdown? 
Tamara Rapoport found out...

After selling all our possessions and taking 
delivery of Looking Good II, our Kraken 50, 
in Hong Kong in June 2019, who would have 
foreseen we would end up in quarantine 
lockdown in the Philippines for 12 weeks at 
the Cebu Yacht Club less than a year later?

We set sail from the magnificent area of El 
Nido heading towards the central Visaya 
region of the Philippines to enjoy what we 
thought would be months of white sandy 
beaches and crystal-clear waters.

Instead, my husband, Malcolm, and I found 
ourselves in Cebu City (Lapu Lapu) where 
we had gone to await delivery of spare part 
for our windlass.  We are confined to  Cebu 
Yacht Club, which has the worst facilities 
we have ever seen and is totally run down 
and completely unhygienic.

The fact that the marina management 
refused to offer us a monthly or even 
weekly rate instead charging us the 
extortionate day rate of $50 Aus is clearly 
exploitative, to put it mildly and smacks
of profiteering.

We were informed three days after our 
arrival that we would be unable to leave the 
yacht club harbour and in case we decided 
otherwise, physical barriers were rigged 
across the entrance. The office was then 
closed until further notice with no further 
information or assistance forthcoming.

We were about to be marooned, as all 
public transportation, taxis and the 
Uber equivalent, was due to cease, so 
we were fortunate to find a driver who 
spoke excellent English, who acted as 
translator and transporter, taking us to the 
Coastguard, Immigration and local council 
to obtain all the required documentation. 
All businesses other than supermarkets, 
pharmacies, fuel stations and fast food 
outlets were closed with no alcohol sales 
for the duration of the lockdown, another 
authoritarian dictat.
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Our quarantine pass allowed one person per 
‘household’ to go out on alternate days. The 
queues to get into the supermarket were 
very ordered, unlike the chaos we heard 
reported from back home in Australia. Here, 
even with average waiting times of two 
hours, the people had amazing patience and 
rarely complained. There would have been a 
riot back home. Very early on, rationing and 
a  Government price freeze was imposed 
on basic food items. Supermarket shelves 
were thus kept fully stocked with all fresh 
produce available.

Filipinos are very poor, and rely on 
shopping daily as they rarely have 
refrigeration and certainly do not own 
freezers, nor do they have the money or 
storage for bulk purchases. They can’t 
afford cars, so rely on public transport 
to get to the markets each day for food. 
Several generations of these large families 
live together, from hand to mouth to 
survive. Earnings from Filipinos working 

away from home, who send money back to 
support their relatives, is no longer coming 
in, as jobs have been lost worldwide.

Every day we have seen the queues at the 
money lenders and pawn brokers getting 
longer as desperation sets in. 

At the end of our street, we have a large 
water village where the poorest people live 
in shacks. The majority of the residents 
have lost their jobs, no matter how menial, 
and are now starving.

The local councils, called Barangays, are 
overwhelmed and are battling to provide 
some relief with bags of rice doled out to 
the poorest citizens. People in Australia 
who complain about having to spend 14 
days in quarantine in a hotel with three 
meals per day paid for by the Government 
should see the starving people and animals 
that surround us every day. It is tragic and 
has been a very humbling experience.

We are completely stymied by the lockdown 
as even if we could leave, we don’t have 
another country we can sail to in the region. 

Malaysian ports are in lockdown and so, 
too is Singapore where anyone entering 
faces draconian fines. Even vessels in need 
of freshwater are being denied access to 
supplies.

Plus, anywhere we arrive at once the 
lockdown is lifted, will require a further 14 
days quarantine on the boat. 

On top of all that the typhoon season is 
about to start so, we need to move south as 
soon as we can. 

At least we are healthy and can afford to 
buy anything we need, even though our 
resilience has been tested regularly as the 
dates for lifting restrictions continues to 
change so we have plans ranging from A-Z. 

Our wonderful life of freedom on the ocean 
waves remains on hold for only a little 
while longer, we hope. 

All the latest worldwide cruising 
information for which countries are now 
open and which still closed is available at 

www.noonsite.com

Sailors stories
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Cape 
crusader

Travel & Discovery

Ocean Sailor reader, Kevin 
Ward, reports on a gruelling 
passage back to Cape Town 
from Madagascar...
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Travel & Discovery

South Africa pushes it’s Southern Cape 
into the Southern Ocean. The Cape of Good 
Hope is flanked on either side by two of the 
planets other great oceans, to the west the 
Atlantic and to the east the Indian Ocean. 
With cold currents to the west, stirring with 
warm currents to the east, with prevailing 
westerlies clashing with S. E. Trades, 
and high-pressure systems going up and 
down like yo-yos on both sides, it is no 
wonder that the Cape of Good Hope creates 
more weather than just about any other 
promontory on earth.

One of them is a cyclone bomb or weather 
bomb, which tears up the east side and will 
always catch out the unaware.

All the coasts around this great beak have 
been christened with names not featured 
in any glossy, yacht charter brochure: the 
Skeleton Coast, the Cape of Storms, the 
Wild Coast.

Sailing around it in any direction requires 
a sound boat and a skilled skipper, and 
lifelong sailor Kevin Ward, 60, who has 
doubled the cape, was left asking himself 
if his boat, Canace – Poseidon’s lover from 
Greek mythology – an Elan Impression 434, 
really did pass muster.

“The area around Nosy Be on the North-
west Coast of Madagascar is a beautiful 
place to cruise. The pace of life is slow, the 
surroundings idyllic and the sailing is little 
more than short hops in the gentle diurnal 
winds. But for us, this came at a price and 
by October, after five months, we had to 
make the return to our base to escape the 
cyclone season.

With heavy hearts, and a degree of anxiety, 
we started our trip back south through the 
Mozambique Channel.

We were day-sailing along the coast of 
Madagascar because, during some night 
sailing on the passage north, I had come 
across many unlit fishing craft which 
proved hazardous and I did not want a 
repeat performance.

Russian Bay

Kevin’s boat ‘Canace’ Elan Impression 434
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We spent three days at Russian Bay, where 
the daughter of an old friend of ours taught 
us how to cook coconut rice with fish.

At Turtle Island, we stopped to try and 
capture the shellbacks on camera, without 
success!

In Honey River, we bought some nectar 
from bees which hive in the mangroves.

All these inlets were marked at sea by the 
dark brown water, full of soil, which pours 
out of them. 

I was wary as we rounded Pointe 
Berangomaina as this was where I had 
grounded on the way up. We had anchored 

here and dragged during the night when 
the wind got up. We found ourselves over 
at a 10-degree angle with the totally 
unprotected rudder dug well into the sand.
I was worried I had damaged it as there 
were no facilities, travel hoists or even 
quays to lean against for hundreds of 
miles around. Fortunately, we left without 
damage, but it did leave me thinking.

In Parrot Bay, we couldn’t resist a return 
visit to see the spectacular white and brown 
lemurs and seek out the parrots hiding in 
their rocky crevices. 

Village in Honey River

Malagasy Dhows

Learning to cook coconut rice with fish

White and brown lemur in Parrot Bay

A harder-to-master element 
of the coconut rice class!
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Here there were a large number of other 
yachts all either returning to South Africa 
or en route on a circumnavigation. This leg 
– across to Mozambique – held most of the 
circumnavigators in trepidation.

The fleet seemed to grow until a final 
victualling stop at Mahajanga, for diesel, 
fresh food, wine and beer. 

Twelve days after leaving Nosy Be we 
anchored in Baly Bay and the next day, 
October 31, we left Madagascar.

The current on the western side of the 
Mozambique Channel runs strongly 
south for much of the time, but unlike 
the Agulhas, further south, it cannot be 
relied upon to assist, instead, it runs in 
large anti-clockwise eddies. There are 
accounts of yachts crossing to Mozambique 
encountering strong foul currents on the 
220-mile crossing from Cap St Andre to the 
Mozambique Coast. Winds in the channel 
are shaped by mostly benign northerlies, 
‘South-easters’ coming from the south of 
Madagascar and strong southerlies arising 
from low-pressure systems passing further 
to the south.

Access to good weather data is essential for 
efficient planning, but here our luck had 
run out. The modem on our trusty Iridium 
phone packed up and we became dependent 
on the goodwill of those who would send us 
brief updates by SMS.
Our hope had been to head south keeping 
outside of the many reefs and islands until 
at the latitude of the Barren Islands we 
would bear off south-west to Bazaruto. 
In the event, the winds headed us and we 
found ourselves steering west across to the 
Mozambique Coast. Here we encountered 
a strong southerly current and a very 
confused sea as the wind countered the 
current. 

The currents were all over the place – it was 
like being in a washing machine producing 
choppy 6ft waves. The Elan is normally 
a dry boat, normally a secure boat, but 
I was sitting behind the wheel and I got 
absolutely soaked by an incoming sea, so I 
crouched in the companionway waiting for 
a lull. I didn’t even venture out to look at the 
instruments as the sea and the weather got 
worse. It was a pretty unpleasant 24 hours.

Our difficulties persisted until the current 
and a backing wind eased and five days 
later, we made our way through the 
narrow sand channels to anchor off Ponta 
Gengareme on Bazaruto Island.

You can never get bored of sailing sunsets.

Colourful houses in Mahajanga
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A couple of days after we left for the passage 
to Richards Bay.  The much-discussed 
current failed us completely and winds were 
light until about two miles out of Richards 
Bay all hell broke loose. Fortunately, I 
managed to get the third reef pulled down 
before a 45-knot squall hit us and the 
harbour, that was visible, had disappeared 
from view and it was a tortuous two hours 
before we bashed through the squall and 
we were able to make our way in. Next day 
when I unfurled the genoa, the luff spar fell 
apart. How the genoa had remained furled I 
will never know. We had to wait a month for 
spares to be sent out from Sweden.

Later at the Zululand Yacht Club we met 
an Australian couple aboard the yacht 
Leventeia, a Beneteau Oceanis 43, who 
only had two reef points, told us they had 
encountered a storm of 60+ knots 60 miles 
north-east of Richards Bay. Their mainsail 
shredded totally. This coast was clearly 
living up to its reputation.

The coast south of Richards Bay is 
dominated by the strong south-west 
flowing Agulhas current, which can 
reach rates of five to six knots. For those 
travelling against the current, as we had 
on our passage north, this means hugging 
the shoreline to miss the worst, a stressful 
experience especially at night as there are 
few lights along much of this coast. On 

Something of an anti-climax maybe, but 
we were hugely relieved to have arrived 
safely and in good time. Other yachts 
which had left Richards Bay with us had 
stopped at East London or Port Elizabeth 
and were still there by Christmas, with one 
yacht sustaining damage at the latter, after 
breaking her lines in a strong blow. 

Madagascar is a truly beautiful and friendly 
island, and we will definitely visit again, 

but the passage to and from Cape Town 
offers serious challenges and I realised I 
needed a stronger built yacht, so as soon I 
was back in port I contacted Kraken Yachts 
to make enquiries about ordering a K50.”

Kevin Ward, 60, who has lived in South 
Africa for 20 years, was born in Surrey, 
England. He has been sailing since he was 
a teenager. From Chichester on the South 
Coast, Kevin has cruised the West Country, 

Brittany and Normandy. The whirl-pool 
like conditions he experienced in the 
Mozambique Channel reminded him of 
rounding the English Channel’s
Portland Bill with the adverse conditions 
created there by strong wind against tide.

the way up I was suffering fatigue and, 
at night, felt as though I was sailing in a 
canyon: I couldn’t turn to port because of 
the shallows, yet I couldn’t steer too far 
offshore either because of the current. 

This time we would have the current behind 
us, but it is essential to avoid wind against 
the current as the Wild Coast is famed 
for treacherous conditions with stories of 
monstrous freak waves of 60 feet which 
have claimed many vessels. There are few 
ports offering shelter along this coast 
which makes it essential to have a weather 
window long enough to make reasonable 
progress. A series of low-pressure systems 
generating strong south-west winds had 
delayed our departure from Richards Bay, 
but finally, on the morning of the second 
Monday of December we had our chance 
with a window long enough to reach East 
London 340 miles down the coast, or 
possibly even Port Elizabeth a further 135 
miles on before a monster cold front was 
forecast to hit Cape Agulhas, Africa’s most 
southerly point 770 miles away.

With the current under our keel we made 
good progress and by midnight on Tuesday 
made the decision not to call in at East 
London. East London is the last truly 
sheltered harbour with easy access in all 
conditions and it was tempting to stop, but 
with fair weather, it made sense to press on. 

After a month’s delay in Richards Bay, there 
was no telling when another opportunity 
might arise. We had made an overnight stop 
at Port Elizabeth on our way up and were 
in no hurry to repeat the experience - the 
marina is now sadly in poor condition -the 
sailing club’s future is threatened by the 
politics of the port - and in any case, offers 
poor shelter in strong winds - so it was a 
relief to find that our favourable weather 
window was extending ahead of us. With 
the Agulhas current finally falling away 
our speed was dropping to more believable 
numbers but even so by Thursday night 
we saw that we would not have to anchor 
at Mossel Bay - our last port of shelter 
with easy access on this passage and made 
instead for Agulhas and the home run to 
Cape Town. 

Cape Agulhas is low-lying and 
unremarkable from the sea, and it passed 
by in a light mist which intensified as we 
made for the spectacular and majestic Cape 
Point.

This was to be the first time we would 
round it at night, and we were disappointed 
to see nothing as we motored on through 
thick fog which persisted and hid even 
Table Mountain and Lion’s head as we 
arrived in Cape Town on the Saturday 
morning.

A rather gloomy arrival back home in Cape Town

Sailing the last leg from Cape Point to Cape Town
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