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We are pleased to see that the message
about the dangers of gas on boardoceansailormagazine.com/eliminatinggas-on-board - is starting to get through,
see ‘Ditching the Gas’ from the November
issue of Yachting World. It’s good to hear
that the message we put out some time ago,
about the risks and inconvenience propane
gas causes for world cruising, is beginning
to be appreciated.

By Dick Beaumont - Chairman of Kraken Yachts

We are thrilled to announce that the Kraken
50 has been nominated, yet again, for the
British Sailing Awards ‘Blue Water Cruiser
of the Year' the ‘Oscars’ for sailing yacht
designers and builders. To be nominated
three years in a row is unique in itself, but
to sail away with the golden statuette we
need your vote, we need your crew’s vote,
your club member’s vote and anyone who
understands about blue water cruising’s
vote. Come on, let’s win this!
Kraken’s are without question the strongest
and safest ocean cruising yacht in build
today. With her one-piece hull and keel
(Zero Keel™), full-skeg rudder, heavily laidup hull, three-tank fuel polishing system,
deep centre cockpit and Solent rig, to name
just a few of it’s unique blue water features,
need I say more? Please vote now.

We are introducing a new section in Ocean
Sailor which will be a review of sailing
clubs and institutions around the world ’.
Each month Dick Durham will interview
an elected spokesperson from a nominated
yacht club or organisation. If you would like
to nominate your yacht club please contact
dickdurham@oceansailor.com
Finally, following many readers’ requests,
we have introduced a new Ocean Sailor ‘tell
a friend’ button as below. Click this button
and fill in your friend’s email address. This
will ping a link straight to their inbox.
If they want to subscribe to our free online
magazine, they can, if they choose not to,
their email address is not revealed to us or
added to any mailing list.
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Readers Questions
" Dear Mister Beaumont,

Can you give your opinion
upon longer keels, lifting keels,
shallow keels?
Thank you. I enjoy your
magazine very much.
Leon V"

Dear Leon
Thanks for your question. It comes back to
the question, what and where will you sail
your yacht for the majority of the time. You
can’t have it all and you have to decide what
is most important to you. I’ll give you my
opinion based on what I want to do with my
own yacht. It is also the primary purpose
Kraken yachts are built for, blue water and
world cruising, whether in the warmth of
the tropics, or in cold of the high latitudes.
To provide the most stable and comfortable
motion the yacht needs to have a long keel
(cord length) that has its ballast weight
spread over its length and carries the
ballast as far out in the keel as possible.
That will create a directionally stable yacht
that holds its course through the waves,
with less pitching. This means that the
autopilot or the helmsman will not have to

be working continuously to keep the yacht
on a straight course.
The yacht needs enough positive righting
moment in its keel so that it can carry
enough sail to sail well, especially up
wind. If it’s a long keel it will not need to
be as deep as a shorter keel. It's a major
design consideration deciding what's
deep enough and what’s too shallow. It’s
of course desirable to have as shallow
draught as possible, so one can get closer
in at anchorage or other shallow areas. I
think between 6’6”- 8’ (2 -2.5m) for a 4858 ft yacht is the ball park. If you want to
have shallower draft you need more ballast,
or will be able to carry less sail; read Fil
Sochaj’s article on yacht design in this and
last months issue.
All the yachts I have sailed over 45 years of
world cruising have had a drafts in this area
and I have never felt restricted from getting
into places that were big enough for a 50 ft
plus yacht to go.
Lifting keels is another subject, with some
overlaps to what I’ve said above. To my
mind, the entire purpose of a yacht with a
lifting keel is to go up shallow estuaries and
rivers and be able to dry out on the mud at
low tide.
If that’s what you are going to do, as your
main purpose then you need a lifting
keel, but if it’s only something you might
like to do occasionally beware, because
you lose a lot, in terms of ocean sailing
considerations. The lifting keel doesn’t
carry the ballast weight, so it has to go in

much higher up, in the bilge of the hull.
Proponents of lifting keel will tell you
they maintain adequate stability by
supplementing ballast weight with form
stability, but they are not the same.
The motion characteristics of a yacht with
reduced or raised position ballast, using
increased form stability, is very different
from one stabilised by well positioned keel
ballast. The later is the way to go I’m sure
unless, as I said shallow and or drying
anchorages are your thing.
I am also concerned about the vulnerability
and mechanical failure potential of a lifting
keel. The less moving parts underwater the
better I feel.
One final point on the lifting keel issue is,
as I said, the ballast now must go in the
hull, in the bilge, and that means less space
for the tanks and or storage, both of which
need to be maximised for blue water live
aboard cruising.
I hope that answered your questions,
but please get back to me with any further
thoughts you have?

Dick Beaumont
We are very happy to receive
readers questions on anything
relating to blue water sailing.
Contact us at:
hello@oceansailormagazine.com

The Ocean Sailor Knot of the month
Strangle knot
This is an excellent knot to use as a ligature,
to create a tourniquet, or bind a broken limb
perhaps? It’s also the knot I use to tie fender
lines since the commonly used clove hitch
easily comes undone and tends to slide
along the rail out of it’s intended position,
whereas the strangle knot tightens the
more it’s pulled.
Another use I make of it is tying hanks of
ropes up for storage.
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Weather Feature

A Weather
Eye
Part Two
Plain sailing or battling
storms: You chose
By Dick Beaumont
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Weather Feature
The sailor’s ability to access weather charts
during ocean passages via satellite has
reduced the probability of running into
heavy weather. Undoubtably it improves
safety at sea immeasurably. Although it
will never be an alternative to a blue water
yacht’s liferaft, I believe it to be at least of
equal importance.

seasons becoming far less predictable than
they once were, due to the effects of global
warming, every blue water sailor should
include this equipment and the weather
services they can provide on their yacht,
as a matter of course. I believe every blue
water skipper should know how to use the
vital information it will provide.

Twenty-five years ago my trusty Carl
Ziess sextant was usurped by a hand-held
GPS that gave me an instant position fix,
accurate to 25mts or so, anywhere in the
world, simply by switching it on. Three
or four years later electronics chart chips
relegated paper charts to the same locker
as my sextant. Both became the backup
plan, but while virtually every yacht
today has a GPS chart plotter installed,
Satellite Communication systems are still
considered by many to be a wish list item.
Think again. With weather patterns and

In preparation for this article, we began
downloading grib files for an imaginary
ocean passage across the Atlantic from
Gran Canaria to Annapolis USA and we got
lucky.
The series of weather charts below perfectly
illustrates the huge benefit to safety at sea
that use of the satellite link and weather
charts will provide.

of November after the end of the supposed
hurricane season. We were planning on the
basis of a 21-day crossing which averaged
160nm a day. This is a conservative daily
run allowance on a 50ft cruising yacht such
as a Kraken 50.
These are real charts as downloaded since
the 10th of October 2020 via LuckGrib.
Without the accurate and reliable weather
forecast charts we show below, if this had
been a real voyage, had we had continued
on the passage plan we made, as you would
normally do without being able to see how
the weather systems were changing, we
would have run straight into the centre of a
very serious storm that developed after we
had left port.

On this imaginary voyage, we planned to
arrive in the Florida sea area around the 1st

Start

Day one
actual weather chart

This is a weather chart generated by GRIB
files on the day of our virtual departure. I’ve
input the passage plan or route I had chosen

in white. It shows very stable weather
conditions which would be perfect for the
crossing if it held good.
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Day one
5-day forecast chart
I normally use weather forecast charts for
the period 5 days ahead. Anything further
ahead than that often proves unreliable. If
the 5-day forecast identifies something of
concern I then start looking at the shorter
and longer-term forecast to get a handle
on what might develop. It’s a great time to
go. We will follow a route from Las Palmas,
Gran Canaria along, or just below latitude
30deg North then at about 10-11 days we
will start to swing north as we get closer
to Florida. All should be good downwind
sailing, most of the way.

Start

Day FIVE
5-day forecast chart
Day 5

We’re almost 1,000 miles along and the
5-day forecast is still looking good although
we may lose the wind further along.

Day Seven
5-day forecast chart
Uh oh! The 5-day forecast doesn’t look
so good now. I don’t like the look of that
depression forming right on our route.
Because I have five days and nearly
1,000nm of sailing to run before reaching
the forecast position of the depression, we
have time to change course and go north
keeping the wind behind us and avoid the
depression if necessary.

Day 7
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Day nine
5-day forecast chart

Day 9

The 5-day forecast now shows that the low
has formed and is expected to deepen as
it draws in the warm moist air from the
Caribbean sea. Looking further ahead I have
seen the low will probably track north from
now. I would actually have been checking
the 5-day forecast every twelve or twentyfour hours now, not every two days, but the
stages we have used illustrate it best for the
reader's convenience.

Day eleven
5-day forecast chart
Day 11

The five day forecast shows it’s going to be
a storm and will continue tracking north
and deepening, as expected. I’ll continue
further north-west to go well clear north of
the storm. I’d be looking at the forecasts for
1-4 days too from now on, so I can see any
changes to the forecast.
Note: My original course would be taking me
right into the path of the storm.

Day 16

Day Sixteen
Actual chart
This chart is an actual real-time weather
chart for day sixteen. We are now right
over the top of the storm. We’ve kept a
freshening wind behind us all the way and
would have made very good progress.
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Day twenty one
actual weather chart

We made it into the Chesapeake Bay on
time! The storm passed right through our
track, but as you can see, we kept well clear
of it throughout our passage.

With weather charts at your fingertips, via
satellite link, your actual passage making
can be as achievable as this virtual one.

We sailed around 150nm further, but picked
up good following wind, so would have
sailed a bit quicker, virtually.

Day 21

After getting battered by a forming typhoon
off the coast of Palawan, on passage to
Borneo eight years ago, I installed a Sat
Com system and have utilized GRIB file
weather forecasts on every passage since.
I’ve had a few bad squalls, caused by local
thunderstorms, that produced up to 50

knots of wind for a few hours at most. I’ve
also knowingly sailed into winds of 50kts
plus when it was abaft the beam, which
in a Kraken yacht poses no challenge, but
have avoided the head-on heavy weather
that populated my ocean sailing before
I installed the satellite system onboard

Moonshadow, my yacht prior to White
Dragon, Kraken’s flagship.
Fair winds.
Dick Beaumont
Chairman, Kraken Yachts

Next Month: Reading the signs, clouds, wave
trains and the barometer.
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Technical & Equipment

Grab
the GRIBs
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Technical & Equipment
If ever a digital invention required an
acronym it’s 'General Regularly-distributed
Information in Binary form', GRIB to you
and me.
To decode and view the grib data, you will
need a grib viewer or viewing app. There
are many options available that present the
forecast in different ways, or have varying
levels of complexity. Below are a few
examples.

and present the forecast. Apps such as
Windy or PredictWind not only use very
large amounts of data, they also do not give
the reader such a clear understanding as
the more basic data provided from GRIB
files that illustrate the weather systems
with isobars.

Due to the high cost per megabyte involved
with satellite communications, using
traditional weather services or apps are
impractical when sailing offshore, weather
GRIB files were invented to provide a lowcost alternative for weather forecasting.

Depending on the platform you prefer to
download, i.e. Windows, Mac, tablet or
phone, there are various options available
to you. Whatever platform you will use
you will need to download the grib file.
The most cost-effective way to download
these files offshore is to use an email
service. There is a process you need to learn
depending on the service used, details are
on their respective websites.

Instead of sending a large picture or
weather map file, the weather data is sent
in the form of computer instructions that
require a special viewer to decode the data

Most of the apps and files will download a
full profile of the weather conditions and
allow the user to select which elements of
the forecast data they wish to use. Whilst

it’s tempting to request all data files, this
will greatly increase the download time and
increase the airtime cost, also the forecast
chart will become cluttered and less clear to
use.
We suggest a sailor limits their data to;
wind strength, pressure and Cape. This
acronym stands for 'convective available
potential energy'. In short, this means the
propensity a given area has for a depression
and later a storm to be created. You could
justifiably leave that to the weather
professionals since if you keep up to date
with the 5-day forecasts, they will show a
depression forming.
We advise requesting twenty-four hour
forecasts for up to 5 days ahead since we
have noticed that the longer-term forecasts
become less reliable, and again it limits the
data stream used.

Grib download apps & programs
Teleport
weather
by Mailsail

Sail DOCS
by Sail
docs

Teleport Weather is provided by Mailasail
the same company that supplies the
Red Box wireless router system that
integrates with the satellite, WIFI and
3G/4G communication services, so offers a
unified onboard communications platform
featuring low-cost routing, wireless NMEA
instrument data, firewall, enhanced GPS
tracking, crew email and web optimisation.

Sail Docs was the first GRIB service
designed by sailors for sailors. It is the most
economical and flexible service available
but is a little clunky to use.

Covers:
Website:

weather.mailasail.com

Platform:
Cost:

Covers:
Website:

£10 a month

Wind, pressure, rain,
CAPE, waves, air and sea
temperatures
saildocs.com/gribinfo

Platform:
Cost:

LuckGrib
by Craig
McPheeters

Wind, pressure sea level
and above, waves, CAPE,
air and sea temperatures

The presentation style is very clear and
there are additional features like route
planning built-in. Grib files can be
downloaded through the app with a highspeed internet connection or imported from
other services such as MailaSail or SailMail
when offshore. Bear in mind that LuckGrib
is designed for Apple systems and is only
available on Mac or as an iPad app.

Covers:

Website:

Free

Wind, pressure, sea level
and above, CAPE, rain,
snow, dew point, cloud
cover, waves, currents,
relative humidity, air and
sea temperature
luckgrib.com

Platform:
Cost:

£23.99
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Covers:

PocketGrib
by Nicko
Brennan

Extensive range of tools and the charts are
clearly presented but the area selection is
via a graphic chart which does consume
more data and airtime.

Website:

Wind, rain, pressure,
air temperature, cloud,
relative humidity, CAPE,
waves (including the
Mediterranean and
the Black Sea,) Current
(Atlantic only). Up to 8
Day Forecasts
pocketgrib.com

Platform:
Cost:

Covers:

SailGrib
by Sailgrib

As a free version will only show 2-day
forecasts. The app offers a variety of
presentation formats and also has a
weather routing app available.

Website:

Covers:

XyGrib
by Opengribs

Wind, pressure, rain,
cloud, air temperature,
waves, CAPE, tidal and
oceanic currents
pocketgrib.com

Platform:
Cost:

A versatile option for laptop-based systems.
It offers many data options as well as
various presentation choices. Weather can
be downloaded from within the app or
opened from other sources.

£5.99

Website:

Limited free version.
£7.99 plus £45.99 for
routing app

Wind, Pressure, CAPE,
Rain, Snow, Dew point,
Cloud Cover, Waves
(Height/Direction/
Period), Currents, Air
and Sea Temperature,
Relative Humidity
opengribs.org

Platform:
Cost:

Our Favourite

Free

Our current favourite is LuckGrib since its
charts are very clear and show the weather
systems and the isobars that delineate
them well. The above is a selection of GRIB
file readers, but there are many other
options available in the form of apps or
desktop programs.
For further information on viewers please
visit - https://weather.mailasail.com/
Franks-Weather/Grib-File-Viewers

LuckGriB

For further information on apps, please visit
- https://weather.mailasail.com/FranksWeather/Grib-Files-Apps#Mobilegrib
Many thanks to Mailasail for providing
information.
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Worse
things CAN
happen
at sea
Dealing with medical
emergencies at sea.

Part Three: Diagnoses and Treatment
By Major Henry Chandler MBChB, MRCS, DMCC
And Dr Chris Chandler FRCOG
11

Medical Feature
Landlubbers say that worse things happen at sea, but that’s not quite accurate. It’s just that
the bad things which happen on land are worse if they happen at sea, for obvious reasons:
no doctors surgeries, ambulances or hospitals. So we need to be prepared for all medical
emergencies as best we can. What follows is a concise and clear guide to recognising the
symptoms and how best to deal with them when you are far out at sea.

Sepsis / Septicaemia
Sepsis is one of the biggest health concerns
for a skipper and his or her crew. It is a
potentially life-threatening condition
whereby an infection is overwhelming
the body's own immune system and
causing organ dysfunction or failure. It is
a combination of the infection itself and
the body's own response in an attempt to
fight it. In an austere environment, you
are essentially travelling back hundreds of
years (medically speaking) to a time when
people could die from "a simple scratch".
This makes early recognition and decision
making essential.
Recognising sepsis is not always
straightforward, even in a hospital so the
difficulty increases exponentially on a
boat. The safest course of action is to have
a very low index of suspicion, so If a crew
member feels unwell, ask yourself, "could

this be sepsis?". There has to be a source
of infection somewhere, so they may have
a temperature (>38 degrees C) or feel hot
but in some cases, the temperature may
actually be low, so absence of a raised
temp does not exclude it! An infected
cut, abdominal pain, a productive cough,
toothache, pain on passing urine, headache
and neck stiffness may be your only clues.
Check the vital signs (pulse, breathing rate
and blood pressure) within the limitations
of your expertise and equipment. You can
always assess a pulse: Place two fingers
on the palm side of the forearm just up the
arm from the wrist crease on the thumb
side. If you can feel a pulse, check the rate
against a watch. If it is racing (>100 bpm)
for somebody who has been lying in their
berth, this is cause for concern. Does it feel
like your own pulse or does it feel weak?

A weak or absent pulse at the wrist suggests
low blood pressure, another indicator of
sepsis. If the signs point towards sepsis, or
you strongly suspect it, it is time to start
antibiotic treatment and plan your fastest
route back to civilization.
It is likely that your casualty will
deteriorate. Support them by strict
administration of sips of fluid. With sepsis,
absorption through the gut is impaired, but
without intravenous medications, this is
still your only hope. Large volumes taken
orally will sit in the stomach and make the
patient feel sick or vomit. The antibiotics
usually take between 24-48hrs to make a
noticeable difference, so give them early.
If you are giving antibiotics, you should be
making your way to higher medical care
and asking for advice.

Quick guide to Sepsis symptoms
High temperature
(or rarely low)
Raised respiratory
(breathing) rate

High heart rate
Low blood pressure
(weak pulse)
Source of infection
(chest, urine, wound, abdomen)

• Start antibiotics
• Support fluid intake
• Seek medical help/advice
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Stroke
The acronym FAST will give you a very
good indication if you are dealing with a
stroke incident.
At sea, if somebody is unfortunate enough
to have a stroke, you need expert medical
assistance pronto. This is a real “pan-pan
medico” situation. There may be a large
vessel in the vicinity that can evacuate your
casualty. The supportive measures you can
provide are reassurance and warmth.
Get the victim somewhere safe and
comfortable and try and keep them awake.
Don’t try and force them to drink as they
may choke.

F
A
S
T

Facial weakness
Arm weakness
Speech problems
Time to call for help

Broken Bones
Broken bones, although always painful,
can be assessed as serious or less serious.
The very serious includes open fractures,
where the bone is poking out through the
skin, or a fracture that incapacitates a crew
member vital to the safe running of the
vessel. The management for both types
is largely the same, but as very serious
fractures are limb- threatening they
require immediate decision-making to try
to get the casualty to safety as soon
as possible.
In the marine environment, managing
fractures is about managing pain. The
best way to relieve the pain of a broken
bone is to put it back together and hold it
there rigidly. As such, splinting the limb
effectively so the fracture doesn't move
with every wave should be the aim of
treatment. Immobilise the joint above
and below where possible.

If the limb is visibly deformed, try to
straighten it. This straightens the blood
vessels and should give the foot or hand
beyond the fracture the best chance of
survival. This will hurt about as much as
the original fracture, so if this is required,
give painkillers first.

is the enemy and in this scenario could
rapidly become life-threatening. Wash
and dress the wound as above and start
antibiotics whilst planning your evacuation.

Splinting a deformed limb is very difficult
and the muscle imbalance across the
fracture will promote more pain and
swelling, but a few seconds of agony
is worth the relative comfort over the
following days/weeks whilst sailing
to safety. Be aware of swelling and be
prepared to release any splints if the pain
is getting worse, not better. Elevate the
injured limb above the heart.
Open fractures should be managed in the
same way, but with consideration to the
wound as discussed previously. Infection

Heart Attack
It is increasingly rare to be at risk of having
a heart attack without your doctor having
picked this up and started treatment.
High blood pressure, increasing age, high
cholesterol, being male, a family history of
heart attacks and smoking all increase your
risk of having a heart attack. The biggest
risk comes from having previously had a
heart attack, even if you've had a stent.
"My coronary arteries are like a 25 year
old's! I've been told". As mentioned
previously, ensure a good supply of all
prescribed medications are brought and
stowed by the individual. If somebody
suffers from angina (chest pain caused
by the heart not getting enough blood/
oxygen) you should seriously consider
the implications of travelling to remote
environments.

In the event of somebody experiencing
chest pain on exertion that then radiates
into the neck/jaw and/or left arm, along
with looking pale and clammy, insist that
they stop what they are doing and rest.
Give them 300mg Aspirin, as well as any
medications they have been advised to
take for the onset of symptoms, if they
have a history of heart disease (eg Glyceryl
trinitrate spray, isosorbide mononitrate).
The aim is to reduce how much work the
heart is having to do thereby reducing how
much blood the heart muscle requires from
the dangerously narrowed blood vessels
supplying it. Seek urgent medical help and
continue 300mg Aspirin twice daily.
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Chest infection
A new productive cough, pain on breathing,
increased effort to breathe, in combination
with fever, may indicate a chest infection.
These symptoms tend to come on over
a few days. In severe cases can lead to
sepsis. Start antibiotics if a chest infection
is suspected. It is hopeful that the patient

Food Poisoning
will recover and the trip can continue,
but reassess regularly. People prone to
chest infections may well have rescue
medications with them including steroids
and inhalers and will hopefully have told
you beforehand!

Prevention is key. Prepare your food
properly and wash your hands regularly.
The body is pretty good at ridding itself
of anything harmful that is ingested, by
vomiting it out early on. Occasionally, the
effects are not noticed until the food has
passed the stomach, this will lead to a more
systemic illness associated with diarrhoea.
Sip fluids and oral rehydration salts until
symptoms settle.

Abdominal Pain
There are many causes of abdominal pain,
from trapped wind, to intestines that have
strangled their blood supply and died.
In hospitals, trying to differentiate between
them is difficult and often requires blood
tests and CT scans to aid the diagnosis.
At sea, all you will have is what’s onboard
and perhaps medical advice via sat phone.
Abdominal pain is more likely to be
due to last night’s meal or constipation.
Dehydration can easily occur at sea,
especially in warm climates and one
consequence may be constipation. Dried
fruit or over the counter remedies will
usually suffice, but constipation can
lead to straining and bleeding external
haemorrhoids (generally painless but an
alarming sight). Constipation in severe
cases can cause a mechanical blockage of
the bowel leading to severe abdominal pain
and vomiting.

If something inside the abdomen has
ruptured, burst, or perforated the noxious
contents irritate the lining of the abdomen
which will do everything in its power to
wall off the offending organ. This will
make the tummy hard and board-like. The
patient will likely want to remain perfectly
still, their pulse rate will climb and they
will look unwell. Start painkillers and
antibiotics remembering that they will
struggle to absorb oral medications, so use
alternatives (intravenous/intramuscular)
if that is an option. If your casualty is
suffering inflammation of an internal organ
(such as appendicitis as opposed to a burst
appendix), they may well get better with
time, painkillers and antibiotics, but this
should only be found out whilst executing
your escape.

Burns & Scalds
Hardened ocean sailors take care to avoid
sunburn with liberal coatings of sunblock
and a wide-brimmed hat. However, even old
salts can get caught out. I have spent many
summers sailing in the Mediterranean
and have never been burnt, but a couple of
years ago we chartered in the Caribbean in
February. I followed my usual early holiday
Med routine, but the next day I was like a
lobster fresh from the pot.
Treatment involves keeping the area
cool, (fresh or saltwater will suffice) and
application of a soothing moisturiser,
ideally one containing Aloe Vera. Taking an
anti-inflammatory agent such as Ibuprofen
may help but it is also very important to
keep well hydrated. Thereafter, keep the
area covered with a “rash vest” or similar
appropriate clothing. If blisters occur don’t
be tempted to burst them as they form an
effective barrier against infection.

For other burns and scalds, as ever, assess
first. In the event of fire make the boat
safe first. Fight the fire, if safe to do so,
and ensure ignition sources, (gas etc) are
switched off. Actually it is far more likely
that this type of injury will be a simple
contact burn from a hot pan, or a scald from
boiling water.
Run the injured area under cold water to
reduce the immediate heat and prevent
secondary burns. Seawater is absolutely
fine for this and in far more plentiful
supply than your freshwater. If the skin is
intact, keep it that way. When the blisters
burst naturally, keep the area clean. Again,
copious amounts of seawater is fine for this,
and then pat dry. Protect with dressings.
Non-adherent dressings will be far less
painful to change. Change the dressings
when they become saturated. Use each
dressing change as an opportunity to clean

the wounds. Over time they will dry out and
unless very deep, burns will heal with new
skin fairly quickly.
Deeper burns heal with granulation
and scar tissue, but in the remote ocean
environment, should be treated in the same
way. Deep burns across joints could cause
permanent restriction to the movement
of the joint and should be managed by a
plastic surgeon.
Burns around the airway or inhalational
scorching can cause airway swelling and
obstruction. Without skilled medical
intervention this type of injury can be
quickly fatal. Mild airway burns can lead to
a hoarse voice and difficulty breathing or
swallowing. Support the patient with sips of
fluid and anti-inflammatory medication.
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Wounds and Bleeding
Sailing vessels are festooned with
contraptions seemingly designed to inflict
pain on the user. Steel cleats to kick,
metal winches at shin height and huge
amounts of potential energy stored in
ropes under tension. Bumps and scrapes
are commonplace and should not cause any
additional problems. As previously stated,
the box of sticky plasters will be far more
useful than the vast majority of the first
aid kit. Deeper wounds, away from medical
care, may require additional input. Infection
is the enemy, so ensure all wounds are
thoroughly irrigated with copious amounts
of water, seawater is fine.
The next decision is about closure. If the
skin edges are healthy looking - not too
ragged or thin and they can be pushed
together without too much tension holding the skin edges together by any
means will allow the wound to heal in time.
Steristrips are often adequate for this.
They should not be cut as the length of the
Steristrip is intended to give maximum

adhesion and therefore hold the wound
edge best. Any tape will do in an emergency.
Tissue glue can be used in the same way
and applied over a closed wound, not
squirted into an open wound. All adhesives
stick best to dry skin, so you need to stop
the bleeding first. With sufficient pressure
and elevation above the heart where
possible, all bleeding stops eventually.
Pressure should be applied directly to the
bleeding point, so one finger is better than
two, which is better than a palm, which is
better than a bandage. Do not be tempted
to check before five minutes. The first clot
is the strongest. In cold weather with cold
extremities double this to 10 minutes as the
blood's ability to clot is impaired. Once your
wound is closed, maintain pressure with
an elasticated bandage and elevation. Avoid
'checking the wound' too regularly. Once
every couple of days is fine. If your bandage
becomes saturated with blood, start again.
Whilst the above describes a relatively
simple wound, the principles are the same
for much larger wounds.

Clean, stop the bleeding and close the
wound. If wound closure is not possible
due to skin or tissue loss, keep the area
clean, apply non-adherent dressings
with something adsorbent secured in
place with elasticated bandages. This will
allow a stable clot to form and with time,
the wound bed will granulate, the edges
contract and scar tissue will form. Major
wounds to the chest, head or abdomen
will likely require surgical management
and should be managed as above whilst
planning the shortest route to medical care.

Urinary Infection / Retention
Cystitis/urinary tract infection is another
common problem which may be more
likely if dehydrated. Pain on passing urine,
passing urine more frequently or even
blood in the urine will all usually respond
to increasing fluid intake and a course of
antibiotics as above.

Conclusion
I would like to thank Henry and Chris
Chandler for this valuable and incisive guide
for blue water sailors. It’s clear that they have
committed considerable time and thought
putting this three part series together. In my
years sailing I have experienced, albeit on

Many (male) seafarers are now of an age
where prostate problems are common.
Ultimately, the prostate gland can become
so enlarged that it presses on the urethra
(pipe carrying urine from the bladder)
and prevents the normal flow of urine
(retention). This extreme situation is
unlikely to occur without some warning.

The individual will almost certainly
have noticed needing to pass urine more
frequently and having to get up more than
once at night. Don’t ignore these symptoms,
get them checked before you set off on a
long passage. You really don’t want to suffer
fluid retention away from medical help.

Staying ashore will not protect you from
the slings and arrows of the human
condition. Going offshore requires the
skipper to take time and think about and
plan for certain emergency situations. In
many respects, you will be better prepared
than the landlubber who falls back on the
emergency services and will go a long way

to mitigating the risks. Nothing can truly
eliminate fate, whether you remain in
your back garden or set off across the blue
beyond, but if you're thinking about it, and
have good medical supplies onboard, you
can improve you and your crew’s chances of
avoiding real medical difficulties.

very rare occasions, some of the incidents they
catalogue here. I wish I’d had the benefit of
their sound advice and guidance with me at
the time. I’m sure the information they have
given will make a difference to, and be greatly
appreciated by, Ocean Sailor readers. Can I

suggest that anyone who is contemplating
voyaging across oceans, where they must rely
on their own resources, download or print
these three invaluable articles off and keep
them in the first aid locker."

- Dick Beaumont, Chairman of Kraken Yachts
15

The birth of a

blue water
yacht
This month we start lamination
on the newly built deck mould
and continue to work on the
interior of the hull.
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In-Build at Kraken
As systems are being prepared
for installation, the prop shaft is
installed and holes are cut to install
the Kraken V Bracket.

The V bracket is placed and heavily bolted
through the hull until finally being
laminated into place. We install a V bracket
instead of a standard P bracket to provide
the maximum, support, strength and
protection for the propellor and shaft.

The bilge area is painted and the
timber floor structure is cut and
placed into position.
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In-Build at Kraken
The base layers of flooring are laid on top of
the floor structure.

The K50 carries 900L of fuel within its three
fuel tanks, which comprise the basis of
the total fuel polishing system and 670L of
water. The tanks can be seen located under
the saloon cabin sole.

The gelcoat process begins on the deck
mould. Teams work quickly and efficiently
to ensure a constant supply of gelcoat
reaches the technicians who are spraying.
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In-Build at Kraken

Multiple coats of gelcoat are applied, a grey
for the bulwark area and white for the rest.
The team then prepares to start lamination.

The first layers of lamination are now
complete, the scaffolding is moved and
foam core is prepared to be laid.

Sections of foam core are cut and laid
into position. A technique called ‘vacuum
bagging’ is used to laminate the foam core
sections to ensure good adhesion between
the foam and the outside skin. This
eliminates air pockets. Once this process
has been completed, new GRP layers are
laminated over the entire deck.
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In-Build at Kraken
The carpentry team has made good
progress on the carcass of the galley area.
Here you can see the port side with the
cutout ready for the electric oven. Once
the counter frames are installed into the
yacht, the finished Hi-Macs countertops,
high quality real wood veneers and vinyl
panels will then be installed. It’s all taking
shape nicely.

Here we see the starboard side of the galley
showing cutouts for the sink and the two
waste bins, biodegradable waste that can
go overboard and general waste that can
be subdivided later in port. The Vitrifrego
stainless steel draw style fridges are ready
to be installed.
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Understanding
Yacht Design

A three-part series: Part 2
Naval architect Filip Sochaj explains
the complexities of hull form
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For new readers just joining Ocean Sailor,
this is part two of a series of articles in
which we take a deeper look at the world
of yacht design. We examine how statistics
and ratios shape the yacht, how they
affect its stability, performance and sea
kindliness. As we do so we are advising
readers not to take everything at face value
or rely on one statistic out of context,
as that will only give a partial picture.
Last month we talked about ballast
ratio, sail area/displacement ratio and
displacement/length ratio. This month
we look at hull form stability, motion

comfort and a yacht’s ability to carry sail.
The subjects are determined by various
formulae and statistics such as the Block
coefficient, Prismatic coefficient, Brewer’s
motion comfort rating and the Dellenbaugh
angle. In the next issue, we will bring it all
together with AVS and STIX.
My objective in writing this article is not
to teach you how to be a yacht designer,
but to allow you to understand the
principles which need to be grasped when
deciding if the type of yacht the designer
has drawn is most suitable for the type
of sailing you wish to do. Once again, it

comes back to deciding what you want to
do with your yacht and what your primary
considerations are, because you cannot
have it all.
This subject is quite complex, but hopefully,
at the end of the series, you will have a
good understanding of what we are trying
to achieve. If you have any questions please
email us at the address below and we will
do our best to answer them.
hello@oceansailormagazine.com

Brewer’s Motion Comfort
Mr. Brewer came up with this comfort ratio
in order to assess sea kindliness of yachts of
the same type and similar shape. To quote
the author himself:

“Given a wave of X height, the
speed of the upward motion
depends on the displacement
of the yacht and the amount
of waterline area that is acted
upon. Greater displacement,

or lesser WL area, gives a slower
motion and more comfort for
any given sea state.”
This ties in nicely with last month’s issue
where we talked about ballast ratio and
how a heavier boat will usually be better
at seakeeping. The absolute champions of
this metric are the heavy cruisers of old,
like those from the Colin Archer design
school, which sit heavy in the water while
maintaining a slim underwater profile.

Brewer’s equation ranges from 0 to 80.
Classic heavyweight cruising boats of 30
or 40 years ago might have sat around
40, while a modern production cruiserracer such as Benetau, Hanse, Jeaneau or
X-Yachts would be 20 to 25. We believe a
well-appointed modern blue water cruiser
should not be less than 30. Kraken’s range is
35 to 50 depending on size.
The aspect of speed also comes into play
as sails act as a stabiliser for the motion
caused by waves. This we cover in the next
section dealing with power to carry sail:

Form Stability
Form stability deals with how the buoyancy
of the hull is affected by its crossways
shape or beam. As the name implies, this
is simply the stability of the hull which is
provided by its shape. A yacht stays upright
thanks to two factors; the weight that sits
below the centre of buoyancy - ballast,
and the shape of the hull - its form. A
more technical explanation would be that
as the boat heels, the centre of buoyancy
moves outboard as new areas of the hull are
submerged. The further outboard it goes
the better it is at counteracting the heeling
arm. The principle is simple - a yacht that
is wide and flat is harder to overturn than
one which is narrow and round, however
an extreme example would be a catamaran,
which is very stable until it goes over, but
then doesn't come back.
All yachts need both. The famous Swedish
warship Vasa sank because her ballast was
not low enough, nor was there enough
of it. This caused her to capsize as soon
as she left port. Lack of form stability,
and therefore hull volume, will make the
yacht sink down into the waves as she gets
powered up, as per the Cp discussion below.

A wider hull
means bigger GZ

GZ

GZ

CG

Waterline

CG
CB
CB

Lifting keel designs like the Allures, Garcia,
and Southerly, rely heavily on form stability.
That’s because they have un-ballasted
lifting keels, and all internal ballast sitting
in the bilge. Because of the shorter lever
arm, the righting moment induced by the
ballast is smaller and must be subsidised by
form stability.

matter in ocean sailing where due to
heavy weather, there is a potential for a
knockdown. Whilst it is true that form
stability can be used to supplement keel
ballast, the problem lies in that once the
yacht goes past the point where form
stability is holding it up, there is little keel
weight to bring it back up again.

This is not a problem in absolute terms
as the sum result is the same, but it does
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Form Stability (Continued)
Saying that a wide hull will be just as stable
upside down as it is the right way up might
be true to the law of physics, but it is hardly
the desired result for a cruising family!

For that, you need to look no further than
the section above where we look at Cp and
the optimal band for fullness of hull which
minimises drag.

Hull shapes with high form stability mean
that internal volumes can be increased. This
is Gold dust to interior designers who are
trying to fit all the optional extras the sales
team are selling to potential buyers, but
those buyers should be careful what they
wish for.

Even if you do want the faster performance
achievable by using a delta-shaped hull, we
must consider the very negative effect that
these hull shapes will have on its comfort
motion, or sea kindliness, especially if the
yacht’s main purpose is extended ocean
passages and blue water sailing.

So why not have both a deep and heavy
keel with a generous hull to provide all the
room and form stability you might want?

Bear in mind that a flat U-shaped crosssection will slam as it comes down from
each wave and a vertical stem will cut into

the wave rather than lifting over it. This
produces a very wet foredeck which the
crew must sometimes work on and requires
them to endure constant slamming. This
slamming is debilitating at the best of
times and is extremely destructive to the
yacht’s integrity and construction.

Block Coefficient (Cb)

Block Area

Let’s make a rectangle in which the
dimensions are described by the length
of the waterline (LWL), breadth of the
waterline (BWL) and canoe body draft (D).
What we have is a trunk-shaped box with
right-angle corners that encapsulate the
underwater section of the hull. The relation
of how much of that box is filled with the
underwater section of the hull is the block
coefficient.

All ratios enjoy a sweet spot, and for this
one, it is usually between 0.4 and 0.7. That
said, modern yachts try to stretch this as
high as possible to maximise the internal
volume with minimal draft.

very important tool for designers, giving
them a good indication of the sort of
performance to expect from a hull’s form.

The reason I mention Cb here is that it
is similar and often mistaken for the
Prismatic coefficient (Cp) which is also a
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Prismatic Coefficient (Cp)

Midship Area

This coefficient deals in volume
distribution. Again, let’s imagine the same
trunk-shaped box as we used for Cb, but
instead of taking the true underwater
profile of the hull, we take the biggest
cross-section and stretch it along the whole
length. The equation then compares how
much of the trunk-shaped box is occupied
by this new “hull” and gives a coefficient
that is under 1, usually between 0.4-0.7. A
box-shaped barge would have a Cp of 1, a
shapely yacht a Cp of 0.5.
This is because the area that dictates the
bounding box is defined by the max crosssectional area (usually midship). The way to

If we take the Kraken 50 as an example;
she has a maximum hull speed2 of 9.5
knots, so her S/L ratio of 1.34 gives a Cp of
around 0.63. A boat will only spend a small
amount of time travelling at hull speed,
and therefore, it makes sense, therefore,
to design for a Cp that corresponds to
the actual cruising speed of the yacht,
otherwise she’ll be punished by a hull form

change the Cp is to increase or reduce how
full or slim either end of the hull is. In other
words, the Cp describes the fullness of the
body.
• A low Cp indicates a hull with fine/slim
ends
• A high Cp indicates a hull with full ends
(box barge example)
Knowing how to calculate Cp we can then
focus on how it affects performance.
We know thanks to thorough testing by
American Admiral David W Taylor that
for every Speed/Length1 ratio there is an
optimal Cp.

optimised for a condition that is rarely
experienced.
Kraken’s designer, Kevin Dibley, set the
Cp at 0.55 which corresponds to 1.15 S/L or
around 8.1knts. This is the speed that this
hull is designed to be most efficient at, in
terms of it’s displacement.

Fig. 4 showing correlation between
S/L ratio and Cp

S/L Ratio			Cp
1.0 & below			
.525 (fine)
1.1				.54
1.2				.58
1.3				.62
1.4				.64
1.5				.66
1.6				.68
1.7				.69
1.8 & above			
.70 (full)

If volume is either too high or too low—that
is if Cp is too big or too small—your hull
drag is going to go up. This means either
the boat is going to have to push too much
water out of the way (Cp too big) or it is
going to sink into its own waves (Cp too
small).

1 = Speed/Length ratio= Speed (in knots) divided by square root of waterline length (in feet)
2 = Hull speed is the theoretical max sustainable speed achieved by a hull of a given length
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Dellenbaugh Angle
Let's dive further into the world of yacht
design and look at a metric called the
Dellenbaugh angle, often referred to as
‘the power to carry sail’. This is overall a
simple equation to show how much a yacht
will heel in a given wind speed. Below we
explore how this can be calculated:
• We can simplify and say that all of the
heeling forces will act through the centre
of effort of the sail plan (CE)

• The heeling force will be equal to the sail
area x wind pressure
• Therefore the heeling moment = sail area
x wind pressure x heeling arm
• If we divide the heeling moment by the
righting moment @ 1 degree we get a
simple approximation of the equilibrium
heel angle.

• The heeling will be balanced by the
side force generated by hull and acting
through the centre of lateral resistance
(CLR)

SA x WP

CE

HA
T LA ND
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CQR

CQ
R
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• The distance between CE and CLR is
called the heeling arm (HA)

CLR

Side Force

To calculate the Dellenbaugh Angle for your
boat you will need its righting moment, or
metacentric height. To get these, the easiest
way is to perform an incline test.

Tender
Stiff

The equation does have some serious
limitations. It assumes the sails are flat
planes and the wind is acting at a right
angle to them. Neither of these conditions
can be true in the strictest sense, but, the
closest we are going to get to this is at
relatively light winds and small heel angles.
What the Dellenbaugh angle is good at is
predicting how stiff or how tender the boat
will be. The lower the angle the stiffer the
boat, while higher angles mean she will roll
more.

Fig. 7 shows distribution of DA. Elements of Yacht Design by Norman Locke Skene (1970)

It is worth noting that, with the modern
design school of beamy hull forms, the
yachts of today have shifted the trend lines
by 15-20% towards the stiff side.
Arriving at precisely the right DA comes
back to the same old issue, making sure
you first determine the purpose of your
yacht. A degree of stiffness is desirable,
otherwise she cannot carry enough sail to
drive her up wind without being heeled too
far, but too much stiffness will induce an
uncomfortable jerky motion. A Kraken 50
sits in mid range at 11 degrees.

"With the use of numbers and ratios (Cb, Cp, Form stability
and DA), as discussed above, you can optimise a yacht to be
very fast and/or voluminous, no doubt. At Kraken Yachts,
where we focus purely on blue water cruising yachts, we
believe that these are not as important factors as safety and
motion comfort. Of course, we want Kraken yachts to sail
well, and they do, but not at the cost of what we believe are
the primary consideration; to deliver the crew safely and
comfortably across the oceans.”
- Dick Beaumont, Chairman of Kraken Yachts
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From The Galley

White
dragon
fish curry
By Dick Beaumont &
Dinka Kuramsudka
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From The Galley
The credits for this recipe go back a
very long way to Dinka Kuramsudka,
a Hindi Asian exile of Idi Amin’s
Uganda. We were both market traders
back in the late seventies and early
eighties (general markets, not the
money market!).
We were often invited over for a curry,
but cooking would never begin until
everyone had arrived. Dinka believed
that the cooking and preparation of

the meal was the entertainment and
the dinner was the finale. He had a
point eh?
Dinka never used packet sauces, only
freshly ground spices, herbs, fresh
vegetables, meat, prawn or fish were
accepted!
Trying to weigh ingredients on board
a yacht isn’t a good plan, so it's all
done by volume.

INGREDIENTS
• 1 medium-sized sea fish about 1’.6’ - 2’.6” long, (depending on how
hungry you are), Bass, Kingfish, Spanish Mackerel, Barracuda,
Snapper or Wahoo or any firm-textured fresh fish are perfect

• 1 pint of fish stock. Make this from the head and bones of the fish
• 2 x large aubergines
• 4-5 x large white onions

My
garam marsala
My garam marsala mix is in this
ratio, all ground spices, no whole.

•
•
•
•
•
•

3 x tablespoons cumin
3 x tablespoons coriander
2 x teaspoons cardamom
1 x teaspoon cinnamon
1 x teaspoon of cloves
1/2 x teaspoon powdered bay
leaf (you’ll have to grind this
yourself)

• 1/2 x teaspoon allspice (also
called pimento)

• 1/2 x teaspoon mace
• 1/2 x teaspoon nutmeg
• 1/2 x teaspoon black pepper

• 1 x large or 2 x small heads of garlic
• 1 x 4-inch stem of fresh ginger
• 6 x green chillis
• 1 x bunch of fresh or frozen coriander
• 1 x mug of greek style yoghurt
• 1 x tablespoon of cornflour or potato starch.
• 1/2 mug of ghee or sunflower oil
• 1 x lemon
• 3 x tablespoons of coconut paste/cream
• 2 x teaspoons of salt or to taste

Dinka and I always make our
garam marsala, the base mix of
Indian ground spices, but you can
buy a basic GM ready-made in
most authentic Asian groceries.
I leave out turmeric because it
stains everything in the galley, and
everywhere else bright yellow and
there are enough other spices to
cover its omission.

• 10 x Cardamom pods
• 2 x bay leaves
• 1/2 teaspoon cumin seeds
• 1/2 x mug garam marsala
(Ready-made or see my recipe, right)

By Dick Beaumont

Serve with basmati rice and (or) naan bread
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Pour the oil or ghee into a deep cookpot and
turn up the heat to mark 7 on the hob.
Finely chop the onions and add to the
cookpot.
Stir vigorously for 5 mins to stop the onion
burning. You don’t want the chopped onions
to brown at all.
Turn down to mark 3 or 4 so the onions are
sweating down. Keep the lid off.

When the onions are cooked and are
clear add the finely chopped garlic, finely
chopped root ginger and cumin seeds.
Fry for 5 mins at mark 4-5, stirring often to
stop the garlic sticking to the pan.
Add the chopped green chillis, to taste. You
don’t want the curry to be too hot as this
will mask the flavour of the fish.
Add the garam marsala and if necessary
more oil, the frying mixture should not be
too dry. Stir vigorously for 5 mins at mark
5. Do not allow the mixture to stick. Turn it
down a little or add more oil if it does.

Now add the yoghurt and stir vigorously
until thoroughly mixed.
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Add the fish stock, cut the lemon into
quarters and squeeze the juice into the pan
add two-quarters of the whole squeezed
lemon to the pan.
Add the aubergines diced into 1” cubes,
cardamom pods, bay leaves and coconut
paste.

Simmer for 30 mins or until the
aubergines are completely cooked.
Make sure the rice and or naan bread are
ready.
Bring the temperature of the pot up,
stirring so nothing sticks.

Add the filleted and diced fish with the
skin on.
Turn back to simmer for 5 mins max, do
not stir.
If the fish is starting to come away from
the skin it’s overcooked. It will continue
cooking on the table, so don’t worry.
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Serve with steamed rice and naan bread. It’s a two-pot dinner so perfect for cooking on passage.

Enjoy and let me know how it went hello@oceansailormagazine.com
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AND THEN
THERE
WAS ONE
TWIN RUDDERS: A STORY OF
OCEAN FAILURE. DICK DURHAM
REPORTS ON THE LOSS OF A
RUDDER IN MID-ATLANTIC
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Sailors’ stories
From the wide Atlantic to the frozen
Arctic Circle, from the sunny Caribbean
to lowering skies of the Outer Hebrides,
many of Roy Hart’s adventurous voyages
have started in a waterway no wider than a
drainage ditch.
It’s to the heart of the Essex marshlands in
the UK that I head in order to hear his story
of mid-ocean rudder failure.
It is high water at Battlesbridge and the
reeds of the River Crouch are upright. Soon
they will tilt eastwards as the ebb comes
away. ‘We’ve got bass here now,’ says Roy
proudly, waving a disfigured hand across
the water which laps at the brickwork of his
converted tide-mill as he shows me into his
study.
On the ancient walls surrounding us are
half models of some of the yachts this
intrepid British sailor, now aged 74, has
owned. There’s Victory, the 12-metre built
by tycoon Peter de Savary for the 1983
America’s Cup.
It was on this yacht in 2001 that Roy lost the
top of a thumb when the aluminium boom
jumped from its crutch, as the mainsail
was being set. It chopped off the digit as
it dropped onto the wheel where his hand
was. I was there when it happened, and
although Roy was taken off in a RIB to
hospital, he was soon back onboard. On
learning that the surgery would keep him
away from the America’s Cup Jubilee racing
in Cowes, something that he’d waited so
many years for, he told the plastic surgeon
to forget the thumb and he turned up for
racing on time, but with a bandaged and
modified hand instead!
Then there’s Greensleeves his Memory
19 gaffer, a fast little boat which Roy has
deployed successfully in many Old Gaffer
Association events. The 50th Anniversary
of the OGA which included a cruise right
round Britain, many legs of which Roy
sailed, much to the disapproval of several of
the OGA bearded cognoscenti, who thought
her too small for offshore passage-making.
And there’s Moon Boots, Roy’s Sadler
Barracuda in which he and I sailed to
Norway for the midnight sun celebrations
on June 21st 1999. What I did not know
then was that Moon Boots had lost her port
rudder just three years before during an
Atlantic delivery trip.

"I’ve always been
an outsider"
‘I’ve always been an outsider,’ says Roy,
looking thoughtfully out at the first of the
ebb turning his restored mill wheel.
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He has certainly sailed his own course and
has made a name as being unorthodox,
to say the least. The successful ski-wear
trader, who made a fortune selling footwear
used by female Scandinavian fish-gutters
to ski-fanatics for walking through
snow, which he renamed Moonboots,
is a generous seaman. He has regularly
helped sailors in trouble, including myself.
On a trip on my old gaffer Wendy May, I
sustained severe damage on the rudder,
Roy dropped everything and made me a
temporary rudder which we jury rigged and
got the old girl home. He has also raised
many thousands of pounds for the RNLI.

He has had so many adventures while
completing AZABs, Round Britain Races,
Yachting Monthly Triangle Races, Solo
Trans-Atlantics and can count among his
friends Sir Robin Knox-Johnston, the first
person to sail single-handed and non-stop
around the world. It’s hardly surprising he
had completely forgotten about losing a
blade rudder.

In 1996 Roy, his wife Julie and son Justin
sailed Moon Boots across the Atlantic to
the Caribbean to take part in Antigua Week.
Arriving In English Harbour, Roy, in his
classically unorthodox non conformist
style, laid his own mooring picking up
some old disused ground tackle for his
mooring. This old heavy chain was believed
to have once been laid by Lord Nelson to his
hurricane anchor.

‘I was pooped for the first time in 100,000
miles of ocean sailing,’ Roy recalled, ‘but I
had fitted extra cockpit drains, so the water
ran away quickly.’

At the end of Antigua Week, Julie flew back
to the UK leaving Roy and Justin to bring
Moon Boots back to her mooring in Benfleet
Creek, Essex.
They plotted a course for Bermuda, but
as they closed the island, they faced
headwinds for the last 90-mile stretch,
so Roy eased the sheets and instead they
shaped a course for Horta in the Azores.
A day later they were hit by a southwesterly storm.

I stumbled across the tale recently when I
ran into one of Roy’s old crew, Dick Smith,
who told me the story, but I wanted to hear
it from the horse’s mouth ( Roy himself ).
The Sadler Barracuda 45 was an iconoclastic
Tony Castro design of the late 1980s,

with double-skinned ‘unsinkability’, a
hydraulically-operated lifting keel, and
twin rudders. One of only nineteen built,
it featured in the TV soap opera, Howard’s
Way.
But it wasn’t kitchen sink drama that
attracted Roy, it was her turn of speed.
With her long waterline length and shallow
displacement hull, she went like a rocket
when off the wind. I well recall sailing
Moon Boots at 10 knots for hour after hour
as we screamed across the North Sea to
Kristiansand, however, beneath the fingerlight wheel was a steering arrangement
which could be potentially disastrous.

After the storm passed, Roy heard a ‘funny
noise’ as he steered Moon Boots and upon
inspection found the three-inch stainlesssteel stock of the port rudder had sheared
clean off.
‘We hadn’t actually lost the blade, it was
hanging there flapping about on the shoe.
It was worse than useless’. Justin said, ‘as
we are only 100 miles off Bermuda, maybe
we should head back’? I told him the boat
was sound, at least we have one rudder left,
we’ll carry on.’
It was over 1000 nm to the Azores!
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The Sadler Barracuda rudders did at least
have skegs, so the rudder hadn’t fallen
away to the sea bed some 2,000 metres
below and Roy was able, eventually, to
salvage the blade. Had this happened on
the popular modern designed twin blade
rudders, he would have lost the blade
altogether, because most, if not all, yachts
in production today feature twin blade
rudders that have no skeg to protect them
at all, or stop them falling off completely if
they shear.
I have covered several stories over the years
in which twin rudder systems have failed
and the crew have sent out a Mayday, been
rescued by a ship and abandoned their
still-floating boat. One couple even insisted
staying on their sinking vessel until their
insurer confirmed they would be paid out!
Roy Hart is made of sterner stuff.
‘My theory is the port rudder failed because
the boat was on a drying mooring and she
was port-side to, against the bank, and that
the rudder which took all the weight every

time she dried out with each tide, and I
think this may have caused metal fatigue,’
he told me.

‘I decided that if we could cross 1,000 miles
of the Atlantic on one rudder we could
continue to Falmouth,’ he said.

Roy and Justin then faced four days of flat
calm. ‘We were both quite depressed,’ Roy
recalls, ‘we thought the wind would never
return, but as I lay in the saloon on a lovely
warm evening on day four of the calm,
something felt different…then I heard Justin
say: “We’ve got a breeze, Dad.’

A further nine days saw them in that West
Country port, where they stopped for
provisions and then continued up Channel
and into the Thames Estuary where Moon
Boots was hauled out at Benfleet and the
rudder stock welded back on.

Moon Boots sailed 1,000 miles in just over
five days, motoring just the last 80 miles
into Horta.
Justin had to return to the UK on business
and so Roy was joined by Dick Smith, an old
friend and long-time offshore sailor, who
flew out to join him in the Azores. They
moved the boat to Ponte Delgada, capital
of the Portuguese archipelago, and using
cargo nets on each end of the 45ft hull, Roy
had Moon Boots lifted by two giant quay
cranes. As she started to clear the water, he
decided it might put too much strain on the
hull and so had her dropped back in.

Image Courtesy Patrick Roach

I must confess I would have been very
reluctant to push my luck as far as Roy did
in his severely damaged yacht. Perhaps
it was a testament to his very competent
sailing skills, or perhaps he was just
lucky that he didn’t encounter any heavy
weather whilst his yacht was so badly
disabled, but whichever, one must respect
his determination to never give up. No
doubt many others would have diverted the
100nm to Bermuda, or called for assistance
before reaching the Azores.

Image Courtesy Patrick Roach

*This is a salutary lesson about the weakness of the twin rudder system. If the wind had been in the opposite
quarter…from the east…then the boat would have been much more difficult to steer, as her remaining
rudder, the starboard-hand one, would have been partly out of the water.
Rescue out on the open ocean, should never be relied upon.
34

Mariner’s Bookshelf
This months recommended reading from the Editor

Moby Dick

Ice bird

As a man who witnessed the harpoon sink into the
blubber of the leviathans of the deep himself, Herman
Melville drew on his own experiences to pen what
is often cited as the greatest sea story ever written.
Vivid descriptions are interspersed with profound
philosophical musings in the telling of a fictional tale
of revenge as Captain Ahab, who lost a leg to a great
white whale – an albino sperm whale - returns to wreak
vengeance. The book is partly based on the true story
of the sinking of the whaleship, Essex, rammed by a
female sperm whale, leaving her crew miles offshore
in longboats. Melville, writing in the mid-19th Century,
was influenced by Shakespeare, and the Holy Bible.

Ocean sailor and Polynesian scholar, David Lewis, made
a brave attempt at becoming the first yachtsman to
circumnavigate Antarctica. The bid almost cost the East
End physician his life after his 32ft steel yacht, Ice Bird,
capsized three times and was dismasted twice.

By Herman Melville

The book, poorly received at first, has never been out of
print since the beginning of the 2Oth Century when top
writers such as William Faulkner and D. H. Lawrence
hailed it as a masterpiece.

By David Lewis

Ice Bird is one of those stories that appeals to the voyeur.
Sitting in the safety of my European home, thanks to
Lewis’ powerful prose, I followed each coming weather
system as though it was going to capsize my armchair. I
was almost too scared to turn the pages for fear of what
ghastly challenge was coming next.
I salute Lewis for making a great voyage and thank him
for writing about it so well that I will never have to do it
myself!
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Technical & Equipment

The most stunning pictures
of your boat will be taken
from a drone. Photographer
Trystan Grace tells us how.
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Technical & Equipment
Many people tell me that flying a drone for
the first time over water is very daunting,
but I maintain that learning to fly over
water is simple, if you are completely
familiar with the controls of the drone and
the limitations flying over water imposes.
You need to be as vigilant over the water as
you do over the land. Start flying over land
first, then move up to flying around the
yacht at anchor, next try it out under motor,
then you're ready to go for it under sail.

What
Drone?

The elements that take time to master are
advanced manoeuvres and smooth flying,
which in turn allows you to take the best
cinematic video footage. As with anything,
the key to success is practice and the best
place to start is on a nice clear still day in a
wide open area.

my earliest footage, I remember the lessons
I have learnt along the way. I hope this
article will help to get you started and to
make the most of your drone when afloat.

I expect many of our readers would love to,
or already do, take a drone with them when
they go cruising. As I look back at some of

hello@oceansailormagazine.com

With the rise of the consumer drone, there
are many choices and each one has different
features and camera qualities. The market
leader is undoubtedly DJI and I have been
using their products, not just drones, for
about six years. Their gimbal technology
is excellent and now they have acquired

Hasselblad, they have seriously stepped up
their camera quality.

I’m happy to answer any questions you may
have, if so please email me at:

I always ask students what their purpose is
for purchasing a drone:

Tello

Mavic

Phantom

for beginners

Small & Easy to carry

Enthusiast / professional

I recommend the Ryze Tello Edu Drone or
DJI Spark, both are less expensive options
but they still have many of the features you
will find on higher grade drones. It is also
a good idea to get a very small, very cheap
toy drone to acquaint yourself with the
controls.

The Mavic series is the best choice with
their small form factor and folding rotor
arms which allows it to be packed in a bag
easily. The Mavic Mini, Mavic Air 2 and
the most powerful Mavic Pro 2, each have
varying degrees of features and the price to
match.

My personal choice is the Phantom 4 Pro.
It is an excellent workhorse and with its
iconic skids, it is a far easier option to catch
off the deck of a moving boat and works
well in heavier weather. I use this in a
professional capacity, a Mavic could be a
better choice if you would like to use the
drone in multiple situations. Just consider
the Mavic will be harder to catch and will
not be as competent in windy conditions.
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Settings
There are a few settings to look at before
you start flying: One of the most important
settings to turn off for yacht photography,
is the maximum distance setting which
will not allow the drone to fly past a set
distance from the take-off point. Most
modern drones do have an ‘emergency’
return to home button which will
automatically activate when the battery is
low or the signal is lost. This is redundant
when sailing since after takeoff on a yacht,
the ‘return to home’ GPS position then
disappears over the horizon behind you.

You will also need to turn off obstacle
avoidance. Flying the drone off a yacht
with rigging, sails and lines, can confuse
the drone’s avoidance systems and disrupt
your approach. The downward sensors
also can get quite confused when flying
over rough water, so it is best to turn it off
too. Remember with these settings turned
off, you do not have the safeguard of the
sensors, so you should be comfortable
before you do this. You should never
be reliant on drone sensors, instead,
avoid obstacles through good flying and
observation.

Tip: You can set a custom low battery
warning and ‘return to home’ battery
level. Set the warning higher than the
default % to ensure time to safely land.
The return to home level should be at
the minimum point as you should have
landed before this activates.

Wall of China in minus conditions, my older
Phantom 3 required time on the ground to
warm up the batteries before even being
able to take off.

help. I suggest returning at around 40% and
adjusting this depending on the conditions.
I would recommend, you read the manual
thoroughly and learn about safe battery
use, charging and storage. If you are flying
out to your boat location it's important to
check the airline's battery policy; usually,
you can take no more than two batteries
and they must be in your hand luggage.

Battery
Running out of battery is unforgivable, and
when filming off a boat you won’t have the
luxury of features like automatic return
to home (which you should never rely on
anyway). With higher wind strength and
the fact that the drone is flying alongside a
moving boat, the battery will drain faster
than on a normal flight. The temperature
also affects the battery efficiency and in
cold conditions, your flight time will be
reduced further still. Flying over the Great

It is very important to leave yourself
enough battery charge to return to the boat
and successfully land. If the conditions are
rough, you might need a few attempts to
safely land. Adding stress to the situation
because of a low battery will certainly not

Weather
The weather is the single most important
factor when flying a drone and the biggest
safety consideration is wind speed. Each
drone has a manufacturer’s recommended
maximum wind limit, however in the
right situations, with the right planning,
this can be stretched. As an example,
with my DJI Phantom 4 Pro, 22mph (19

knots) is the maximum wind strength.
In reality, the drone is capable of a lot
more and I have flown in winds of up
to 30 knots to capture the shots I need,
especially when photographing sailing
yachts. It is important to keep checking
the wind strength as it can change quickly.
Smaller drones like the DJI Mavic series are

excellent for on the go situations but are
more prone to possible 'fly-aways' in strong
winds. For beginner pilots, I would always
recommend you stick to the manufacturer's
recommended limits.
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Sea-state
The sea state is also an important factor
when returning the drone to land back
aboard. I would recommend having
someone who can help launch and catch
the drone for you. Practice this on the land
a few times so you can both get acquainted
with the process. With pitching seas, it can
be hard to make the final approach.
I experienced this a lot when flying in Cape

Town. On more than one occasion,
it had taken a few attempts for my assistant
to safely catch the drone as the boat rose
and fell in the waves. It is important not to
overcompensate, for example, as the boat
ducks into a trough, allow the boat to come
back up to the drone instead of descending
too far, or your assistant may have to
deal with a fast-approaching drone with
dangerous propellers.

Tip: Fly the drone backwards when
making your final approach and position
yourself behind the catcher. It is always
best to simplify the situation and flying
backwards will mean a conventional
control layout, left is left, forward is
forward.

Time of day
The time of day is an important
consideration for achieving the ideal
lighting for your shoot. Filming in the
midday sun usually does not provide the
best results due to the harsh nature of the
light. Filming too early or too late will
stretch the sensor to its light limits and
your footage will suffer from graining and

noise. The best time will be at sunrise or
sunset, that lovely ‘golden hour’ light, as in
the example below.
Tip: If you would like to take your drone
photography seriously, I cannot stress
enough the importance of ND (neutral
density) filters, these are essentially

sunglasses for your camera. These
varying levels of filter allow you more
freedom to choose the settings of the
camera, especially when taking video
footage to achieve a great cinematic
look. I would recommend using Polar Pro
filters, but you need to understand the
best way to use them.
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Composition
There is a certain amount of freedom of
composition when photographing yachts
however there are certain angles which
are better. It rarely looks good showing
the yacht straight from the side on and
finding the sweet spot from the forward
and aft quarters generally provides the best
aesthetics. Height really is dependent on
the yacht but, bringing the drone below the
deck level is a great shot and usually makes
the yacht look more powerful. It is critical

if you bring the drone below the level of
the deck that you constantly maintain eye
contact on the drone, as you do not want
to crash into the water or the yacht itself.
Flying directly over the top of the yacht
creates a unique perspective too, especially
in shallow clear water.

As you can see, the rougher sea-state was
an issue this day. Some excellent shots can
be taken from in front of the yacht, but the
risk of collision is quite high, so you need
to be comfortable with your flying. Having
Dick Durham, our editor, posing at the bow
added interest.

The photograph below shows the
aesthetically pleasing angle from the
forward quarter and is from a low angle.
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Local Rules
It is important when flying drones to
practice safe procedures. There are many
factors to consider and this is increased
when filming over water. Each country has
very different rules and in the extreme,
your drone may not be allowed entry in
some countries, such as India, for example.
Check up on any local rules before flying in
a new area.

It is also very important you do not fly near
airports or other no-fly zones. Modern DJI
drones are programmed so that they cannot
fly into 'Geo Zones'. The DJI Fly Safe GEO
Zone Map is the best way to check if there
are any restrictions in the area you are
planning to fly.

I would highly recommend learning a basic
level of photography and how settings can
manipulate your photos or video content
before you begin.
I hope these tips have been informative and
I wish you many happy flying hours. Don’t
hesitate to get in touch if you have any
further questions:
hello@oceansailormagazine.com

Trystan Grace
Originally from Cornwall, England, Trystan
Grace moved to Hong Kong where he
started sailing. This developed his keen eye
as a marine photographer and he quickly

made a name for himself, especially as an
aerial photographer in South East Asia and
beyond until finally, he joined the
Kraken team.
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