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Following Dick Durham’s investigation 
into container losses in last month's Ocean 
Sailor, we have since heard that a further 
750 containers were lost from the Maersk 
Eindhoven on the 17th Feb 2021.

As Dick reported, the Maersk Essen lost 
over 700 containers on the 30th Jan 2021.
That’s almost 1,500 containers in just over 
two weeks, which makes the 1,400 a year 
figure estimated by the World Shipping 
Council look suspiciously low?!

Worryingly for sailors in the South China 
Seas, the Chinese government has just 
introduced new laws allowing its coast 
guard forces (CCG) “more freedom to use 
force” in the region. The CCG launched its 
largest maritime patrol vessel the Haixun 
06, a week after the new laws were passed 
and we understand it will be deployed in 
the region.

China has laid claim to large areas of the 
hotly disputed Spratly Islands, a huge 
sprawling archipelago of tiny islands and 
atolls between The Philippines, Malaysia, 
Brunei, Indonesia, Vietnam and China. 
It’s an area I sailed and dived extensively 
around 10 years ago, but because of the 

aggressive actions of the CCG in recent 
times, it’s now considered a no go area for 
all yachtsmen and divers.  

Dick Durham and I posted our second 
Ocean Sailor podcast on the 22nd Feb 
and it’s available wherever you get your 
podcasts. This time we introduced our first 
guest, Max Lieberman, and we had great 
fun hearing about and discussing some of 
Max’s adventures.

We also discussed how climate change is 
effecting sailing, especially on extended 
offshore voyages and how we sailors can 
affect climate change ourselves by sailing 
more and motoring less. We’ve had mostly 
very good reactions to the podcast, but also 
one or two negative ones, to the subject 
itself and our views on it. We hope listeners 
can accept they are just that, our views 
only, you can take then or leave them, but 
I think just the fact that we are getting a 
response means sailors are listening to the 
podcast. We’d be delighted to hear from 
readers and listeners on any of the subjects 
we discuss or on subjects you’d like us to 
discuss, they will be posted in the newly 
titled article ‘Receiving You Loud and Clear’, 
found on page 2 of this months issue.
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Hi Steve,

Thanks for your experienced perspective 
on this subject. 

I’m surprised to hear that the filled 
containers are not, or were not, weighed.
I can easily understand that the centre of 
gravity, and therefore righting moment, 
which greatly affects the vessel's stability 
and rolling motion, will be impossible 
to calculate if the container weights are 
inaccurate and compromised. This lack of 
weight control will, and no doubt has, lead 
to very dangerous situations, especially in 
heavy weather. Seems crazy.

Dick B

Hi Hans-Peter,

Thank you very much for your kind words 
regarding Ocean Sailor.

I think it’s an excellent suggestion to 
compile the OS articles into a book.
I confess I have often been told that I 
should write a book but I never seem to 
find the time, of course in your suggestion 
we’ve already written it.

We will talk to Imray and see if they 
are interested in an ongoing series 
comprising a full year of articles. 

Dick B

Hi there 'Ocean Sailor',
One major cause of container ship instability 
is when the shipper falsely declares the weight 
of cargo within said container. You will never 
get shippers to admit to this, but it happens. 
Relentless commercial pressure and the need 
to sail the moment the last box is loaded will 
sometimes make checking the draft against 
declared weight impossible.

On a short hop from an east coast UK port 
to Rotterdam we were about to sail.  We 
were asked if we could take another tier of 6 
empty containers on top of the existing stack. 
Yes we could...we would just comply with 
minimum stability requirements. On went 
the 1st box and we lurched to starboard, then 
another and we rolled back the other way.  I 
demanded they were taken off and weighed. 
Sure enough each container had in excess of 

Dear Ocean Sailor
I have enjoyed reading all 13 previous issues 
very much and most of your articles are very 
informative and very useful for all sailors 
doing or preparing for long legs of ocean 
sailing.

I would like to pick out a few of the many very 
good articles:

The ones concerning weather and wave 
patterns, the one concerning the use of 
drones, or problems related to fuel supply and 
of anchoring- just to name a few.
 
What is clear in these articles is that they 
are derived from vast practical experience of 
sailors, I presume mostly of one sailor who 
covered lots of thousands of sea miles and 
visited many remote countries with a sailing 
boat. This is in contrast to most articles you 
can read in well established journals like 
Yachting World, Sail  (in the US), French 
ones and German ones like Yacht. In these 
contributions journalists, who of course also 
have quite some experience writing articles, 
but presumably on a different level of practical 

20 tonnes within.  An empty 40 footer weighs 
around 4 tonnes. Imagine what it does to a 
ship’s stability to have 5 times more than you 
had calculated for on the top tier. The easy 
way to visualise a ship’s stability is to think 
of a metronome. All the weight at the bottom 
and you get a quick rolling stiff ship, all the 
weight at the top and you get a slow rolling, 
very tender ship. If your ship is too stiff that 
can be a problem too. You roll so quickly you 
can eject the containers of the stack with the 
momentum.

 So don't put all the blame on the crews....
we've got plenty of people within shipping 
offices covering up their own dastardly 
monetarist schemes by doing that already!"
Brgds Steve Mallett  - Retired captain of 
container ships and coasters.

experience if your daily work consists in a 
significant part of testing new boats and being 
somehow related to companies like boatyards 
which are customers with advertising pages in 
the same journal. Ocean Sailor I know is also 
related to a boatyard - Kraken Yachts- but 
this is a different way and very obvious to all 
readers.
 
You should consider to produce a book out of 
your articles, perhaps a format that allows 
to have a growing content or consisting of 
more than one volume. There might be some 
publishing companies available like Imray 
or others which should be capable not only 
producing a book but which also have some 
marketing power to sell them.
 
This is just a short suggestion that I wanted to 
make and I thank you for all the help you have 
given me .
 
Very kind regards"
Hans-Peter Howaldt

"

"

"

This is the section where you can have your say or ask questions of any of the Ocean Sailor 
crew. Please send any questions or comments to hello@oceansailormagazine.com and one of 

the OS team will answer you in this section.

Receiving You Loud and Clear

RE: Container Chaos

RE: Ocean Sailor magazine

Thank you tide.chaser!
Dick D

Something great to read during these 
lockdown days!! Thank you 😊" 
tide.chaser
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Hi Michael,

Our focus, as I’m sure you know, is 
building the best blue water/world 
cruising yachts and generally our owners 
are looking to sail off as husband and 
wife or family crews, so even a 66’ is a big 

boat for that purpose, however we would 
consider building a bigger model if there 
was demand. We would not want to build a 
twin engine Kraken because the potential 
for props out of line with the keel to pick 
up nets, lobster pot lines is significant.  

I think the advances we expect to see 
coming through will be in solar panel 
generated power and in hydraulic power. 
I think a sail cloth with built in solar 
cells isn’t impossible within a few years? 
Maybe it’s already out there? If any 
readers know please tell us? 
Thanks Dick Beaumont.

Oh well, seems we touched a nerve here, 
you can’t win them all.
Dick B (China man)

Thanks Allen, please tell Paul K 🤣😩

I could easily listen to these two old salts talk 
all day. BTW thanks for letting us know about 
the free magazine I had zero idea it existed." 
DaSimpArmy

I concur with DaSimpArmy. I very much 
appreciate the conversation between these 
two highly experienced salts and I have now 
subscribed to the magazine. I do have one 
question for Mr. Dick Beaumont. Do you 
foresee Kraken Yachts ever creating a yacht 
larger than the 66' yacht that is currently 
available? What modifications do you foresee 
Kraken Yachts making to their yachts in the 
future? For example, do you ever foresee 

Kraken Yachts producing a yacht containing 
two engines instead of just one? Thank you 
for your help. When my wife and I retire we 
would like to purchase a Kraken Yacht to sail 
around the world. 🌍" 
Michael Orndoff

‘Had to turn the podcast off due to the 
absolute garbage spoken by 'China Man'. Even 
the IPCC, who have been caught with their 
hand in the cookie jar falsifying data, have 
stated that there is no evidence of an increase 
in weather severity or frequency.

To call someone who does not agree with the 
popular religion an internet trawler looking 

Max’s audio quality is pretty bad which makes 
him hard to understand for my American 
English ears"

During covid, we are following the 
local covid guidelines which makes it 
difficult and we’ve needed to change the 
equipment, but rest assured providing 
the highest quality audio quality is of the 
utmost importance. We will get there.

Trystan Grace
Ocean Sailor Podcast producer

Can I suggest the content prior to the 
interview and after can be streamlined."

As we progress with the podcast, we 
certainly want to polish all areas we can 
to fit in the 45 mins to 1 hour timeline. We 
really appreciate all feedback so please 
contact us at the link below.

hello@oceansailormagazine.com

Trystan Grace
Ocean Sailor Podcast producer

Thanks for your feedback Larry, Dick 
D and I are on a steep learning curve 
with this podcast game, so we are very 
glad to hear constructive criticism from 
listeners.

We do have some great guests lined up, 
some very notable in sailing circles, some 
less so, but with some great stories to tell. 
We’ll certainly invite Jimmy Cornell on. 
Don’t feel bad about not understanding 
Max, with his broad Devonian accent 
most Brits can’t always understand him 
either!

Thanks and keep it coming, Dick B

Fantastic podcast - we have seven children if 
you need us to make sure it can house a rugby 
team for a week or two." 

Allen Swaim

for a conspiracy is outrageous. Sad as I quite 
liked everything else"

Paul Kennedy (email)

Receiving You Loud and Clear
RE: Ocean Sailor Podcast

Larry from Hong Kong gave us some feedback about the podcast and suggested we interview Jimmy Cornell who is currently sailing around 
the world in a fully electric catamaran.

"

"

"

" "

"
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Sail to 
save the 
planet

Feature

More rain, more wind and rising sea levels 
as our climate continues to change gear. 

Dick Durham taps the barometer.
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Climate feature

Scientists are measuring what sailors 
are experiencing first hand; a marked 
change in weather patterns. Gales are 
more frequent, rainfall is increasing, and 
ocean currents are changing. Kraken 
Yachts’ chairman Dick Beaumont has 
experienced nightmarish brushes with 
out of season typhoons as the monsoon 
seasons in the South China Sea and Western 
Pacific become less predictable since Sino 
industrialisation. 
 
On the other side of the world in the North 
Atlantic, solo sailor Max Liberson tried 
to rely on a Gulf Stream that had petered 
out, extending his passage across the 
Atlantic considerably. You can listen to their 
shocking reports in Ocean Sailor Podcast, 
Episode II. Meanwhile in the Arctic, 
American yachtsmen, Brian and Brady 
Trautman of Delos told us of their despair 
at the retreat of glaciers, and polar bears 
that were struggling to find food due to the 
reduction of ice floes. You can read about 
their experiences in the April issue of Ocean 
Sailor magazine too. Many sailors have 
been noting anecdotal incidents of unusual 
weather and climate effects in their logs in 
recent times.

On a deep-sea fishing trip off Florida 
several years ago, I listened to a gnarled old 
skipper tell of his shock at the shivers (the 

collective name for a group of sharks) of 
hammerhead sharks that were running up 
the coast “much too early” in the season. 
 
Fishermen off the East Coast of Africa tell 
us about the failure of the sardine run due 
to changes in the Agulhas Current.
 
Even the most vehement sceptics of climate 
change had to think again when Texas 
suffered a massive freeze over for the first 
time this century. Thousands of turtles 
had to be rescued as sea temperatures 
plummeted.
 
All these effects are the result of global 
climate change, a slow but consistent rise 
in global temperatures. The greatest rises 
in temperatures have been at high northern 
latitudes. In the Arctic, this has become 
more obvious with the thinning of sea ice 
and the retreat of glaciers. The reduction 
of ice has been such that the Northwest 
Passage is being discussed again as a viable 
trade route to the Far East, reports Ocean 
Sailor.
 
Chris Tibbs, a world-renowned 
meteorologist, told Ocean Sailor: 
“The summer shrinking of the ice and 
glaciers at the poles has been 7.4 per cent 
per decade since satellite observations 
began in 1978. Consequently, there’s a 

slow but consistent rise in sea levels – 
something of the order of 3mm a year – 
and it’s been increasing over the last 10 
years. That might seem insignificant in 
some coastal areas around the world but 
the increased water level combined with 
the increased incidence of high winds is 
causing huge problems in low-lying areas 
already at threat during high spring tides. 
Thermal expansion of the sea due to a rise 
in temperature is a further factor that is 
increasing water levels as the great oceans 
slowly warm.” 
 
The UK’s Met Office reports that the 
warming oceans mean the hurricane belt 
has also expanded, that changes in ocean 
currents have occurred, and that more 
extreme weather is to be experienced, such 
as frequent, more intense storms. Their 
prediction for 2070 is winters being four per 
cent warmer and 30 per cent wetter, and 
summers up to six per cent warmer and 60 
per cent drier. From 1902 to 2015, sea levels 
have risen 16cm, putting low lying areas at 
risk of flood during surge storms when low 
pressure combines with big tides and gale-
force winds.
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Climate feature

The RYA, the UK yachting certification 
body, say that flood risk is “one of the 
greatest climate change threats for the UK.”
Met Office meteorologists also report that 
ocean acidification is increasing and that 
this, combined with an increase in sea 
temperature, is causing unprecedented 
coral reef diebacks, something that Dick 
Beaumont has experienced whilst diving 
in the Philippines, Indonesia, Malaysia and 
Thailand, as well as on the Great Barrier 
Reef in Australia. “It’s sickening to see 
because you know, once the dieback and 
bleaching happens, that beautiful multi-
coloured reef, one of the most diverse 
habitats on the planet, is gone forever,” 
said Dick.

The Met Office reports: “The evidence is 
clear: the main cause of climate change 
is burning fossil fuels which create 
greenhouse gases. There is a large scientific 
consensus that humans are the leading 
cause of climate change.”
 
On the other side of the Atlantic, 
the National Oceanic & Atmospheric 
Administration in Washington D.C., better 
known as NOAA, concur with the UK’s Met 
Office: ”Human activities have increased 
the concentration of carbon dioxide in 
the atmosphere is amplifying the earth’s 
natural greenhouse effect.”
 
They say CO2 levels in the atmosphere have 
risen by 25 per cent since 1958.
 

Chris Tibbs said: “There will always be 
those who deny the evidence and claim it’s 
some kind of conspiracy, but there’s truly 
overwhelming evidence that the earth is 
warming and at an increasing rate. This 
will contribute to changes in wind patterns 
and extra-tropical storm tracks. We’re also 
likely to get more extreme weather events. 
It may be stormier conditions, very heavy 
precipitation or heat waves. In effect, the 
weather will be more variable with a greater 
chance of storms. If the storm tracks shift 
towards the poles, as expected, we’ll get 
higher rainfall towards the poles and less 
near the equator. The weather around the 
world is likely to become stormier with 
deep depressions forming more often.”
Chris, who has raced three times around 
the world and is the author of the RYA 
Weather Handbook, has listed 10 main 
points about climate change for Ocean 
Sailor:
 
1. More extreme weather events in both 

summer and winter 

2. Increase in summer storms 

3. Changes in the weather patterns from a 
less predictable position of the jet stream 

4. Increase in the average wind speed over 
northern Europe, however, a reduction 
in wind further south and over the 
Mediterranean has also been observed 

5. Sea levels will continue to rise, possibly 
1m by 2100 (thermal expansion and 
meltwater) affecting our moorings and 
marinas (or at least our grandkids use of 
them! - Dick B) 

6. More extreme weather events causing 
greater storm surges and coastal erosion 

7. Stronger more intense hurricanes and 
the possibility of more “Medicanes” in 
the Mediterranean (like a tropical storm 
with storm or hurricane-force winds) 

8. Destruction of coral reefs from increased 
temperatures 

9. Increase in the length of our sailing 
season 

10.  The Arctic becoming increasingly 
ice-free during the summer months 
extending our cruising areas

One can see a benefit to sailors in points 9 
and 10, but at an environmental cost that’s 
far too high to pay. 

Chris runs Sailing Weather Ltd, a weather 
forecasting service for the marine industry, 
he can be reached at:
info@sailing-weather.com 

As yachtsmen, we can perhaps give 
ourselves a pat on the back, because every 
time we make sail we’re offsetting our 
carbon footprint.

Before After
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Climate feature

As Dick Beaumont put it: “There’s a lot of 
talk these days about hybrid drive forms 
of transport. Well, we’ve been using one of 
the purest hybrid drive systems possible 
for more than half a century, using direct 
wind power to drive our sailing yachts 
since Joshua Slocum embarked on his world 
voyaging in the late eighteen hundreds.”

Back in the late 1960s, I was mate of the last 
commercial ship to carry freight under sail 
alone, the Thames spritsail barge Cambria. 
It sported 5,000 square feet of canvas, set 
by just two men, and carried 180 tons of 
cargo; enough to remove four juggernauts 
off the road. We transhipped freight from 
cargo ships in the London docks and carried 
it to the smaller ports they could not reach.

When asked how long it would take to 
arrive at our discharge port, the old skipper, 
Bob Roberts, always gave the same reply: 
“Five past three on Wednesday afternoon.” 
His tongue-in-cheek response parodied the 
expectations of a mechanised world. As he 
explained to me, “what does few days extra 
matter when this freight has sat on a quay 
on the other side of the world, come across 
an ocean, and sat in the docks for a week?”

Such thinking is making a comeback as 
large freighters today are being fitted with 
‘blade’ wings, and even the Thames Estuary 
trade is making a fledgeling comeback with 
the brand new, engineless sailing barge Blue 
Mermaid, aboard which I have been invited 
to make a passage.

Conclusion
The conclusion we can draw from all of 
the above is that seasons are changing, 
the predictability of weather patterns 
is becoming less reliable, and extreme 
weather events are occurring more often.
There are two things sailors can do to try 
to combat the effects of climate change:

1. Lead by example and reduce our 
carbon footprints to the minimum by 
sailing whenever possible. This does 
mean becoming less precious about 
our schedules, allowing time for low 
mileage days and longer passages. 
After all it’s all about the voyage not 
the destination. 
 

2. Understand that weather systems and 
seasons are changing and may not follow 
the patterns they once did and accept 
that we need to keep better informed 
about the weather that can affect us on 
any given voyage. 
 
We strongly advise blue water sailors 
to install satellite communication 
systems onboard. You can’t completely 
avoid heavy weather but you can change 
your route to reduce the impact of it. To 
know when and where severe weather is 
heading is king in passage planning. 

Cambria - last commercial ship to carry freight under sail alone

Dick Durham (right), Bob Roberts and 
Penny in the state room of the Cambria

Oceanbird - A hybrid drive cargo ship
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The growing threat to a yacht’s fuel system

Technical & Equipment

Up to 80% of breakdowns and failures on blue water cruising yachts are due to 
fuel contamination. With restrictions imposed from the pandemic and sailors 
unable to visit their yachts for regular maintenance, this is a timely concern. 
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Diesel bug is a general term used to 
describe microbial bacteria, filamentous 
moulds and yeasts that inhabit fuel tanks. 
They thrive at the interface between water 
and diesel, living off the oxygen in the 
water and feeding on the fuel.

As soon as fuel leaves the refinery, it is 
exposed to microbes in the air and trace 
amounts of moisture. Fuel used quickly, 
by motorists, regular marine traffic or the 
aviation industry, suffer far less from diesel 
bug than that used off and on, on sailing 
yachts, where the fuel is stored for much 
longer periods. Unfortunately, a half-full 
tank in a tropical location is the perfect 

The microbes have a very short life span, 
but one microbe can produce more than 7 
million new microbes in a 24-hour period! 
The waste they create falls to the bottom of 
the tank and with their high reproduction 
rates, form a large amount of sludge quite 
quickly. This is then in prime location to 

environment for condensation to form 
on the walls of the tank and trickle down 
into the fuel. Once there, it descends to 
the bottom of the tank as it is heavier than 
diesel. 

As the illustration below shows, diesel bug 
forms and grows in the layer between water 
and diesel.

get sucked through the fuel lines, blocking 
filters and eventually causing major 
damage to the engine. Around 147 species 
have been identified living in infected non-
biodiesel fuel. Biodiesel is much worse with 
over 1,400 organisms living in the fuel.

Diesel bug has become a much bigger 
problem in recent years as biodiesel is 
added to most petroleum diesel. The 
average globally is 5-10%, but the really 
bad news is that biodiesel contains 10-15 
times more water than petroleum diesel, 
according to the American Chemical 
Society. As a result, it is almost impossible 
to keep water out of your fuel tank.

Technical & Equipment

What is 
Diesel Bug?

How is Diesel Bug formed?

Warm humid air

Fuel Tank

Diesel

Fuel Tank

Diesel

Condensation as the Tank Cools

Condensation Water Collecting

Diesel Bug Black Sludge

Diesel Bug Breeds Here
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Effects of water in diesel

Technical & Equipment

Contaminated Fuel
Contaminated fuel is another problem 
to be aware of. In the remote regions of 
the world, the quality of the diesel can be 
questionable and in extreme cases, it’s 
been well-documented that gas station 
owners will deliberately add water to the 
diesel to make supplies go further! In New 
Zealand, 600 boats suffered severe cases of 
diesel bug due to a single supplier selling 
contaminated fuel. The cost to fix the 
problem was around USD$19,000 per vessel. 

Between 1999 and 2006, the EU and 
US introduced legislation to reduce the 
amount of sulphur in diesel in an attempt 
to reduce harmful emissions. This led 

to the introduction of ULSD (Ultra Low 
Sulphur Diesel) fuels. Today, USLD is often 
combined with Fatty Acid Methyl Esters 
(FAME), aka biodiesel. Whilst the removal 
of sulphur is good for the environment, 
the introduction of biodiesel poses risks to 
the fuel’s integrity. Research has indicated 
that sulphur may have a bio-static effect, 
i.e. suppressing the growth of diesel bug. 
The inclusion of FAME soyabean oil and 
other vegetable oils certainly gives the 
diesel bug more to feast on. In scientific 
terms, biodiesel has a much higher 
hydroscopic property compared to regular 
diesel. Hygroscopy is the phenomenon of 
attracting and holding water molecules 

via absorption from the surrounding 
environment, so an increase in FAME, 
combined with a lower sulphur content, 
dramatically increases the potential for fuel 
contamination.

Biofuels are one of the largest sources of 
renewable energy in use today. Unlike 
other forms of converted diesel, biodiesel 
is compatible with regular engines without 
the need for additives or modifications. 
For this reason and the slight reduction in 
cost, biodiesel is widespread, especially in 
Europe. 

Poor engine performance

Leaking fuel tanks

Increased fuel 
consumption

Higher fuel usage

Increased Exhaust 
emissions

Blocked filters

Engine failureAltered fuel 
composition/degradation 

of fuel components

It is imperative to test your fuel regularly. A diesel bug infection can bloom quickly and produce some serious side effects. A small infestation can 
clog filters and injectors, however, a severe infection can cause structural damage to the tanks and injectors.

(caused by insufficient fuel reaching 
the engine)

(caused by corrosion) (in severe cases)
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Technical & Equipment

How to keep your tanks 
free of diesel bug

How to combat
severe contamination

Good Husbandry
The best defence of diesel bug is prevention, 
which means good husbandry. This can be 
regular visual checks and removal of water 
if it’s occurring. There will always be low 
levels of diesel bug present, however, it 
really becomes a problem at moderate or 
severe levels of contamination. If possible, 
top your tanks up to remove the air gap and 
thus reduce the risk of condensation.
It is a very good plan to regularly use 
biocides, even at very low levels this will 
kill it before it starts. 

Regular Testing
This is by far the most cost-effective way to 
maintain good diesel integrity. Identifying 
diesel bug early and treating it with a 
manageable amount of biocide product will 
keep your tanks free of the damaging diesel 
bug sludge. 

An immunoassay antibody test is the 
quickest and easiest way to test your 
fuel. It is designed to reliably test for the 
specific microbes that are damaging to fuel 
compared to other testing methods such 
as ATP (Adenosine Triphosphate) testing 
which targets all microbes, even those that 
are not harmful to fuel integrity. Minimal 
equipment is needed and can be completed 
on-site. The results are ready in minutes 
and are presented in a ‘traffic light’ 
style system demonstrating severe (red), 
moderate (amber) or negligible (green) 
levels of contamination.

Biocide
There are many options on the market 
for biocides that heavily vary in cost and 
effectiveness. In general, there will be 
different dose types; a maintenance dose 
for managing clean tanks, or a shock dose 
if your diesel is compromised. Practical 
Boat Owner published an article in which 
they tested many biocide products in-
depth and published their results. We would 
recommend checking out their findings 
www.pbo.co.uk/gear/12-diesel-bug-
treatments-tested-43353 

Dick Beaumont on White Dragon is currently 
using Kathon FP 1.5. He has found it to be 
very effective and it’s available in 5lt and 
10lt containers at a relatively low cost per 
litre compared to other brands. A higher 
dose of this biocide can be used if testing 
shows it’s necessary and it will still come 
out cheaper overall per litre, especially if 
the alternative is only available in one-litre 
containers. 

Prevention is much better than cure.

Unfortunately, severe contamination is 
expensive to remedy. Recently a yachtsman 
known to Ocean Sailor, discovered he had 
a severe case of diesel bug and specialists 
were called in. The first step was to 
introduce a shock dose of biocide and top 
the tanks. This was then left for 24 hours. 
Upon returning to the boat, the tanks were 

pumped and the diesel was syphoned off. 
In moderate cases, this diesel can be used 
again after it has been polished. however. 
his diesel was in too bad a state to be used 
again. The tanks had to be fully steam 
cleaned, which is no easy job on a small 
sailing boat with baffles getting in the way. 
The water created from the steam cleaning 

had to then be fully removed prior to fresh 
diesel being added to the tanks. Finally, a 
maintenance dose of biocide was added to 
the tanks to maintain healthy fuel. 
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Technical & Equipment

Kraken's Answer
Triple fuel tanks, a dedicated running tank and a fuel 
polishing system. Built into every Kraken as standard.
Fuel polishing and centrifugal separators, 
while commonplace on superyachts are not 
included in most cruising boats, even when 
they are sold as blue water cruisers. Kraken 
is the exception to the rule, following 
chairman Dick Beaumont’s experiences 
picking up dirty or water contaminated 
fuel in far-flung regions of the world. The 
unfortunate fact of the matter is that the 
system is just as important in the developed 
world where biodiesel is widely used.

The Kraken fuel polishing system consists 
of three tanks; comprising two main side 
tanks which are directly filled from the 
deck fuel access hatch, and a running 
tank. No fuel can be directly filled into the 
running tank unless it is transferred from 
the port and starboard storage tanks via 
the polishing system. This ensures the fuel 
is uncontaminated and safe to be used by 
the engine or generator. Below is a diagram 
showing the Kraken fuel polishing system.

We have heard some boat builders 
describe the Kraken triple tank and 
polishing system as overkill, but you 
won't think so if your engine stops as you 
thread your way through a coral reef or 
narrow rock strewn channel!

Racor Fuel Polisher

Racor Filter

Manifold

Duel Racor
Filters

fuel PUMP

Port Fuel Tank Running Tank Starboard Fuel Tank

Fuel Deck FillerSEngine

Generator
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The birth of a

blue water 
yacht

She’s really taking shape now! With 
just two months to go before launch, 
we’re all eagerly anticipating her 
completion. The onboard electric 
systems are being installed while the 
carpentry department finalises the 
saloon cabinetry and the deck gear 
begins to be fitted.

13



In-Build at Kraken

The aft cabin cabinetry is now being 
unpacked and installed. The bedside tables 

are stacked in the bed until the cabling is 
completed in their final locations.

In the saloon, the Victron inverter charger, 
shore power supply systems and DC circuit 
breaker box are installed in proximity of 
the navigation station. The power systems 
boards and Victron Quattro plant will then 
be enclosed in accessible cabinetry.

The AC electric circuit breaker box is 
installed in the engine room above the 

generator, again  providing easy access.

14



In-Build at Kraken

Up on deck, the polished stainless 
steel pushpit, incorporating the G&T 

seats, are dry fitted to the aft deck 
before final installation.

At the bow, the anchor plate and 
heavy-duty twin bow anchor rollers 
are also dry fitted.

The installation of the deck hardware has 
also now begun. Here we can see the first 
Lewmar winch being placed and checked 

prior to final fit.
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The Spinlock clutch cleats, for the running 
lines and halyards, are installed at the point 
the lines run into the sub-deck rope gullies.

The heavy stainless steel cheeks of the 
rudder pintal shoe are bolted directly 
onto a massive steel beam in the core of 
the skeg. We can justifiably claim that 
a Kraken Yacht has the strongest skeg 
rudder system ever built.

In-Build at Kraken
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In-Build at Kraken

Note the hand-laminated companionway 
steps which are shaped to allow the crew to 

traverse to and from the cockpit safely at all 
angles of heel.

Each step is built from 50 layers of timber 
which provides maximum strength. Lower 
handholds are located downside of the steps 
for the convenience of younger crew.  The 
step sides will be radiused next, ready for 
final fit after varnishing.

17



In-Build at Kraken

The saloon cabinetry is assembled and 
prepared for final installation.

This beautifully crafted saloon bench stool 
demonstrates the quality and standards of 
our accomplished Turkish carpentry team.

18



Technical & Equipment

The Global Maritime Distress and Safety System

RESCUE 
CHANNEL

Photo by Matt Hardy

The Global Maritime Distress and Safety System (GMDSS) is an internationally agreed set of safety 
procedures, equipment, and communication protocols used to increase safety, making it easier to rescue 

people in distress. There are now two satellite providers of GMDSS: Inmarsat, which is good for equatorial 
regions, and Iridium, with their 66-satellite constellation in low earth orbit for higher latitudes.
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Rescue Alert Satellite

Rescue Centre

GPS Satellite

406mhz

PLB

121.5mhz

Technical & Equipment

1 / Emergency Position-Indicating Radio Beacons (EPIRBs)

EPIRB’s work by transmitting a coded 
message on the 406 MHz distress 
frequency via satellite and earth stations 
to the nearest rescue coordination 
centre. There are two types of EPIRB; 
standard and GPS. Both transmit a signal 
on 406MHz including an identification 
code. GPS-enabled-EPIRBs also transmit 
position information that GEO satellites 
(Geostationary Orbit) will immediately 
download to an earth station. The position 
information may come from a built-in 
receiver or from a link to the vessel’s own 
GPS receiver.

Standard EPIRBs’ positions are found using 
Doppler Frequency Shift Theory by Cospas-
Sarsat satellites, requiring two overhead 
satellite passes before an appropriate 
position can be found. 

It’s important when in distress not to 
activate all your EPIRBs at once. The 
larger handheld yacht units built to SOLAS 
standards should transmit for 48hrs. 
Once their batteries have died, it’s time 
to transmit on another unit to ensure the 
longest period of emergency positioning.

TIP: We recommend the Ocean Signal PLB1 
to be installed in life jackets as it has a 
battery life of 24Hrs minimum.
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SART
Direction line

Distress transmitter will lay along this line

Vessel

Technical & Equipment

2 / Digital Selective Calling (DSC)

This is the red button on your VHF/ HF 
radio. DSC distress alerts, which consist of 
a preformatted distress message, are used 
to initiate emergency communications 
with ships and rescue coordination centres. 
DSC was intended to eliminate the need for 
persons on a ship's bridge or on shore to 
continuously guard radio receivers on voice 
radio channels, including VHF channel 
16 (156.8 MHz) and 2182 kHz now used for 
distress, safety and calling. 

Modern DSC-equipped MF/HF and VHF 
radios are connected to a GPS ensuring 
accurate location information is sent to a 
rescue coordination centre if a distress alert 
is transmitted.

TIP: Without a valid MMSI number, 
depressing your radio’s red button will 
do nothing! MMSI stands for Maritime 
Mobile Service Identity. It is a 9 digit unique 
number that is associated with your specific 
VHF installation, and really like a digital 
“Call Sign”. 

1. Make sure your VHF has DSC capability. 
If not, invest in a new one.  

2. Make sure it’s connected to a GPS unit.  

3. Register and get your individual MMSI 
number. www.boatus.com/products-
and-services/membership/mmsi 

4. Program your MMSI number into your 
VHF. 

After the setup is complete, depressing your 
DSC red button on your VHF will send out 
a general emergency call including details 
of your MMSI number and your exact 
position automatically. Even if everyone 
on board becomes incapacitated, the VHF 
continues to broadcast the emergency with 
all relevant details. 

A personal MOB AIS /SART (Search and 
Rescue Transponder) is basically a low 
power class-A transmitter (1W). Once 
activated it should start transmitting its 
position every 1 min and continue until 
the battery is dead. They also output a new 
safety-related message (SRM) every four 
minutes. When held 1m above sea level the 
AIS/ SART should be received by all AIS 
receiver units within a 5NM radius.
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GPS Satellite

MOB

Chart plotter

Audible alarm
in cockpit

Technical & Equipment

2 / Digital Selective Calling (DSC) Continued

The best chance of a successful rescue, if 
you fall overboard, comes from your own 
vessel. Even in the most moderate of seas, 
it is alarming how quickly a visual sighting 
of a man overboard can be lost. A MOB AIS/ 
SART, once activated, will transmit an 
alert to all AIS receivers and AIS enabled 
plotters in the vicinity. The integrated GPS 
ensures a precise location is sent to your 
vessel and any others that may be assisting. 
An additional feature of some units is their 
ability to activate the DSC alarm on your 
vessel’s VHF, alerting your crew. Make sure 
you follow the manufacturer’s instructions 
when setting up the unit.

SART’s produce a disincentive ‘echo’ on the 
radar screen of any 9GHz radar. On initial 
contact with a SART, the radar shows a line 
of dots giving the range and direction of 
the casualty. As the radar closes in on the 
SART the dots broaden into arcs. When the 
arcs complete one complete circle the SART 

is within one mile. A search and rescue 
helicopter at 3000ft can pick up a SART 
48 miles away and a radar scanner seven 
meters above sea level can ‘see’ a SART at 
about 6 miles. 

TIP: The SART starts transmitting when 
it receives a radar signal. Switch off your 
vessel’s radar before abandoning ship to 
prevent your SART from transmitting 
before rescuers are in range. Position 
the SART as high as possible to gain the 
greatest range. 

A final reminder is to make sure your 
personal kit and equipment are regularly 
tested and maintained. All 406 MHz PLBs/
EPIRBs are required to be registered with 
the local maritime/coastguard agency of 
your vessel’s flag. According to the MCA, 
about half of the UK’s population of EPIRBs 
and PLBs (approximately 40,000) are not 
registered. This limits the effectiveness of 

the beacons. Registration is free and can 
be entered/updated online at www.gov.
Uk/406beacon. Remember, if you change 
your personal details, sell your vessel, or 
throw away your beacon, contact your local 
authority.

Batteries need to be tested regularly before 
use and replaced by the date stamped on 
the unit.

Air Travel

The lifejacket can be taken on most airlines 
as cabin/checked luggage but airline ground 
staff must be notified at check-in. The 
general rule is one life jacket and two refill 
canisters per person.
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Diving 
from a 
Yacht

Sailing skills

By Dick Beaumont
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Sailing Skills

To be able to dive from a yacht it will need 
four design attributes:

A perfect day for me is fishing while I’m 
sailing to a dive spot. To accommodate 
this, my passage plan and destinations 
have been determined by a desire to dive 
somewhere no one else has dived, or an 
iconic dive site that otherwise one would 
have to book specialist liveaboard dive 
holidays to get to.

I began diving back in the late ‘60s, 
inspired by the first sport diving couple, 
Hans and Lotte Hass. I was so passionately 
determined to learn to dive that I attended 
Thurrock BSAC dive club on my 16th 
birthday, the first day I was old enough to 

learn to dive. Some 51 years later, after more 
than 9,000 dives and having spent a year of 
my life underwater, my passion for diving 
hasn’t been sated and I’m still excited by 
the prospect of tomorrow’s dive, especially 
if I’m diving from somewhere off the beaten 
track from White Dragon, my Kraken 66.

I first began diving from sailing boats 
on Moonshadow, my previous yacht, and 
initially started by diving from the 3.4mt 
RIB she held in her davits. That worked, but 
it was a lot of aggravation. The RIB  had to 
be launched, then all the dive kit had to be 
loaded into this small inflatable, someone 

then had to do a boat watch on both the RIB 
and the yacht. That method severely limited 
the diving I could do, so I worked out a 
method of diving straight off the yacht. 

 Anchoring the yacht to dive isn’t 
preferable, since the best dive sites are 
going to be in close proximity of coral/rock 
reefs or wrecks and dropping a 50kg anchor 
and 10mm anchor chain onto a reef or 
wreck isn’t acceptable or desirable, since it 
will destroy the reef and also be impossible 
to recover back on board after the dive.

A dive ladder or at least a deep swim ladder. A herringbone 
configuration is best but it needs to run down at least one metre 
(3’3”) into the water and be strong enough to carry a diver and their 
dive gear.

A reverse sheer transom, so they can climb back up the transom 
without assistance.

An area to kit up, such as an aft cabin coachroof. Side gates in the life line/stanchion rails.
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Sailing Skills

Equipment
You will need a big soft rubber mat 
to cover the kit up area especially 
hatches and get coated areas that 
don’t fare well with contact from 
dive tanks and weight belts.

Ideally the yacht will have a dive 
compressor, this should be housed 
in the stern lazarette as you don't 
want to be moving the dive tanks 
around the yacht deck too much.

In addition to the standard 
dive kit each diver must carry 
a delayed SMB (surface marker 
buoy) and reel.

Each diver must wear a compass, 
so they know the direction they 
are going.

It’s a good idea to use weight shot 
pouches rather than solid cast lead 
dive weights.

The yacht will need a forward 
sonar and high definition down 
view sonar/fishfinder.

The perfect dive site is a pinnacle that is 
submerged to 4-5m depth so the yacht 
can pass over the dive site without fear of 
grounding. An atoll that sits just below the 
draft depth of the yacht is also good but 
otherwise coral walls are good too.

I very rarely look at dive guide books as 
normally there isn’t any for where I’m 
diving and there are special considerations 

Find an area on the chart plotter where 
the contours are close together. Headlands 
are often excellent dive sites, but the 
confluence of currents that form around 
them might cause problems in forecasting 
where the divers are going to be at the end 
of their dive.

for dive sites that you can dive from a yacht. 
You will need to get much closer to reefs 
and cliff faces than you would normally 
consider.

A common practice is to stand out too far, 
into deep water, but this will give the divers 
a tiring long surface swim to get to a depth 
they are ok to descend to, and if there is a 
current running, they may not even get to 

the sanctuary of the seabed before they are 
swept away.

Don’t plan a dive to start within 2 hours of 
sunset. You’ll need good light to locate the 
divers at the end of their dive.

Locating the dive site

Step one

EBB tide

1 mile

Flood tide

Fig 1

We named this dive site Manta Bank, 
on one dive we saw more than 30 giant 
mantas! It's in the Komodo National 
Park Indonesia. If the tide was ebbing we 
started at A and exited at B on a flood tide 
we started at B and exited at A
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max 2kt Land

Sonar 
Pulse

20m 5m
2m

REEF

SLOWLY MOVE FORWARD
PLACE WAYPOINT ON 
CHART AND BACK OUT

Current

1 mile minimum

A B

Drop Off 
Point

Potential Dive
Exit Point

Reef 2m 
5m

20m

Land

Sailing Skills

Using the forward sonar and with the 
plotter track on and set to the minimum 
distance, not time intervals. Head in 
slowly, stand well off, say 50m, stop the 
vessel and engage neutral, and watch how 
fast the yacht is drifting with the current. 

Continue heading in slowly at a 90-degree 
angle to the wall or pinnacle with one eye 
on the forward sonar and one hand on 
the gear lever, ready to go hard astern if 
there’s a surprise. Come in until the wall or 
pinnacle is clearly showing ahead and the 

Now work out how far a diver will drift 
in an hour, assuming they drift at the 
speed and direction of the current you 
experienced on the last drift test, and mark 
that position with another waypoint, that 
will be the planned dive exit point.

Go back out in a circle but this time head 
in towards the wall at an acute angle going 
uptide against the current you have noted. 

Maximum viable will be about 1-1.5kts.
Note the speed of drift and the direction. 
Change the track of the drift to a different 
colour and save it (See Fig 2).

seabed is around 20m on the down view 
sonar. Mark this spot with a waypoint. Now 
go astern 10m or so and stop and go into 
neural and again drift to create a track of 
the drift and note the speed of the drift.

Head along the wall parallel to where you 
think it is at the same distance off the wall 
from your marked waypoint and scan ahead 
and below (See Fig 3). 

On the run parallel to the wall, select the 
dive drop point and mark it with another 
waypoint.

Locating the dive site (continued)

Step Two

Step Three

Step four

Fig 3Fig 2
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Sailing Skills

The brief to the divers must be that they 
enter the water and drift with the current 
keeping the wall on one side only. If it’s a 
pinnacle or small island, do the same so the 
helmsman knows which way the divers are 
going around it. Maximum dive time must 
be 1 hour and they must be told not to fin 
with the current thereby outstripping the 
speed of the current, if the current is weak 
the diver should maintain steady progress. 
They must continue in the planned 
direction of the drift dive, however; 

a. If they must change direction they must 
send up the delayed SMB within a few 
minutes. 

b. They must send up the delayed SMB 30 
mins into their dive in any case. 

c. The helmsman must make it very clear 
that it is the divers’ responsibility to 
swim out into deep water to meet the 
yacht, the yacht must not go in to pick 
them up. 

d. The divers must stay together after their 
assent during the surface swim out to 
the yacht. 

e. When the yacht is heading to them and 
they are far enough from shallow water 
and the reef they should sit in the water 
2m apart.

Dive plan

A
Entry Point

Current

Changed exit point

New current direction
 or tide change

C

Planned Exit

Land

B

Divers route

Put up delayed SMB here

Fig 4
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Sailing Skills

During the time the divers are down 
the yacht should stand out to sea 200-
400m or so from where the divers will be 
drifting with the current. If the wind on 
the yacht accelerates, reduces or alters the 
drift direction and speed of the drift, the 
helmsman should correct that and come 
back to a position offshore where he thinks 

the divers will be (see Fig 5), assuming they 
will progress at around ½ knot.

The helmsman should be bearing in mind 
that he has marked where the divers might 
get to in an hour at maximum drift speed, 
the divers will be putting up a delayed SMB 
at 30mins or sooner, so the helmsman will 

always know the furthest the divers could 
possibly be, even if they haven’t sent up a 
delayed SMB as planned.

The yacht should be standing offshore of 
the expected exit point as the divers will 
drift towards the yacht rather than the 
divers drifting away from the yacht.

Watch / Boat cover

Current

200-400m

Entry Point
Assumed 

Exit Point

A B

Reef 2m 
5m

20m

Divers planned Route

1 mile 

Fig 5

Once the dive plan is agreed divers must 
fully kit up. During kitting up time it’s 
worth slowly tracking along the wall or 
dive site, looking for the best spot to drop 
the diver following a track created as in 
Fig 3. When the divers are fully kitted and 
ready waiting at the gate that faces the wall 
the helmsman again follows the track as 
in Fig 3 and at a speed of max 2 knots. The 
helmsman should give a count down as the 

entry point is arrived and put the engine 
into neutral and then shout GO' at the dive 
entry point. The two diver do a giant stride 
entry 3 or 4 seconds apart. Due to the weigh 
on the vessel the first diver will be clear of 
the entry point before the other jumps in. 
The helmsman turns immediately out to 
sea, and engages forward gear once well 
clear of the divers.

Drop off
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WIND

20 M 

5 M 
Reef 2 M 

Land 

WIND

Track to pick up divers

✓

20 M 

5 M 

Reef 2 M 
Land

Sailing Skills

The helmsman must steer the yacht 
between the divers, head to wind and waves 
and can only be making slow headway, 
1-knot max at the point it arrives with its 
bow between the divers.

f. The helmsman must go hard astern once 
he loses sight of the divers at the bow, to 
take all weigh off the vessel, then puts 
the engine into neutral. 

g. As soon as the vessel is alongside each 
diver, the diver swims to the hull and 
shouts ‘ON’ loudly, the helmsman will 
not be able to see the divers but now 
knows where they are. 

h. The divers swim to the transom and 
reboard via the dive ladder.

Note: if the vessel is still making weigh 
the divers must let go of the stern so the 
helmsman can carefully go astern to take 
off the weigh, without fear of reversing over 
the divers.

Fig 6a Fig 6b

When the helmsman sees the divers back 
on the surface he must make an approach 
plan that allows him to pick them up with 
the vessel facing away from the reef or at 
least only parallel to it.

Remember you are very unlikely 
to be within realistic reach of 
a decompression chamber so 
be conservative with your air 
reserve and bottom time.

Pick up

1 kt 

Go Hard Astern to 
stop vessel When 

Divers are midships

Floating line
with small buoyFig 7

29



DIVING THE 
SCILLIES

By Dick Beaumont

Travel & Discovery
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The first time I visited the Scilly Isles was 
as a seven-year-old boy in 1960 for a family 
holiday. My dad had booked a flight out 
from Lands End Airport to St Mary’s to stay 
at a guest house there.

On the morning of the day before our 
departure to Cornwall, my mother woke 
in dread of what would have been our first 
ever flight. My father was in total despair 
as my mother insisted we would not get 
on the plane because a dream had foretold 
that the plane would crash. She was a very 
determined woman and despite all the 
tears and cajoling, she stood fast. Instead, 
we drove to Penzance harbour and caught 
the Scillonian ferry. My mother and father 
hardly spoke on the entire drive down to 
Cornwall.

The trip across to the Scillies was 
uneventful but as the ferry came into St 
Mary’s Harbour the small plane we should 
have been on, passed us overhead and 
flew straight into the hillside. Tragically 
there were no survivors. People on the 
ferry screamed but my dad just looked at 
my mum, and neither of them said a word. 
Spooky but true.

I last dived the Scillies in late August 1997. 
The week was memorable for completely 
different reasons compared to the idyllic 
week we had there the previous year. We 
had run the 32nm out to St Mary’s in our 
6.5m dive rib and two days after our arrival 

a massive summer storm hit the Scillies, 
but we couldn’t get a weather forecast due 
to all shipping forecasts being suspended 
while the BBC reported on the death of 
Princess Diana in Paris. Unbelievable but 
true, we nor any other mariner could get 
a weather forecast for two days, and we 
needed to run 32nm across open sea to get 
back to the mainland.

Fortunately, the weather did settle down 
and I was able to dive the infamous Seven 
Stones reef, which is halfway between the 
Scilly Isles and the English mainland's 
most western point, Lands End. This reef 
was the scene of Britain’s biggest ecological 
disaster, the wreck of the Torrey Canyon.

The diving and the islands themselves are 
really fantastic. There are literally hundreds 
of shipwrecks around the Scillies and when 
combined with underwater visibility often 
exceeding 30m, it’s easy to be drawn back 
there time after time. You’ll think you’ve 
been on a flight to the tropics; the colour 
and variety of the reefs and wrecks will 
astound you.

Wrecks such as the Italia, King Cadwallon, 
Minnihaha, Plympton and Hathor (two 
wrecks one lying across the other) were all 
excellent, but two wrecks still live bright in 
my memory 24 years later: 

Travel & Discovery

The Scillies had begun 
to weave its magical 
spell on me, but not in 
any kind of a way I could 
have imagined."

Gillatone.
Photographer David McBride

Kian Wall.
Photographer David McBride

Steering quadrant of the King Cadwallon.
Photographer Tim Allsop
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The wreck of the Douro, is more a wreck site 
than the visible wreck of the slave trader 
that sank in January 1843, but it’s grisly 
treasure, slave bangles, is what still draws 
divers to the area today. I found several of 
these artefacts wedged in the cracks and 
crevices of the Round Rock reef. I’m pleased 
to tell you that the Douro sank on the 
way out from Britain, so the bangles were 
unused as they headed out to Africa to take 
on their appalling cargo. 

The wreck of the Cita was unforgettable 
because she sank just 5 months before I 
dived her and curtains still wafted in and 
out of some of the portholes. The wreck had 
not fully settled and as we dived the intact, 
but fatally damaged ship, she ‘groaned’ 
eerily as her steel hull protested at her 
resting place. 

After more than 20 years on the sea bed, 
she has been fully claimed by the sea now. 
Her encrusted decks sit upside down and 
twisted in the cool waters of the Atlantic, 
home now to cuckoo wrasse, seals and 
every colour of anemone you could ever 
imagine.

If the wrecks don’t attract you the 
underwater topography will. The beautiful 
reefs, canyons, walls and drop-offs are so 
full of life they match coral reefs anywhere 
in the world and with seals, sharks and 
dolphins abounding, you’ll never know 
which way to look or point your camera.

I cannot recommend the Scilly Isles and 
the diving highly enough. As I write this 
article my memories of the strewn reefs and 
remote archipelago are drawing me back 
there. I called Dick Durham and proposed 
that we sail there once again, but this time 
in the most suitable vessel I could imagine 
for a voyage back into history, Betty II, Dick’s 
100-year-old classic centre boarded gaffer.

Look out for another story in Ocean Sailor 
about the fascinating Scilly Isles and our 
exploits on Betty II.

Contact Izzy Godden of Isles of Scilly Dive 
Charters for the best information for diving 
the Scillies contact her on +44 755 2145737 
or iosdivecharters@gmail.com I know Izzy 
will give you the best of Scilly welcomes and 
show you the very best dive sites.

You’ll need an 8mm wetsuit, or better still a 
dry suit. Although the climate is subtropical 
over much of the islands, the cold water 
comes up from deep in the North Atlantic.

If you’re looking for accommodation in 
the Scillies look no further than Schiller 
Holiday Suites owned and run by Dave and 
Sarah Mc Bride., Dave used to run a dive 
charter business there so you’ll get great 
accommodation and some tips on the best 
dive sites to head for.

Contact them on 01720 423162 or email 
schillerholidaysuites@gmail.com

By Dick Beaumont

Travel & Discovery

Dave McBride with slave bangles from the Douro

Upturned deck of the Cita as she is today.
Photographer Tim Allsop

Playful seal.
Photographer David McBride
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Sailors’ stories

A swift delivery trip of a 
brand new yacht where 

‘money was no object’ was 
declined by many skippers. 

When Max Liberson took 
the job, he found out why, 

he tells Dick Durham.

The Delivery 
Nobody 
Wanted
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After a gruelling Atlantic circuit in his 38ft, 
engineless, ferro-cement, schooner, Gloria, 
Max Liberson was looking forward to a 
hassle-free coastal delivery trip in a brand-
new boat.

It would be a summer jolly from Pwllheli 
in North Wales to the Hamble on the South 
Coast of England aboard a spanking new 
Dehler 35. “What could go wrong?” said 
Max.

The rugged Devonian and his tough mate 
had only five days to complete the passage 
as the owner had race meets lined up in 
the Solent and the forecast was for strong 
easterly winds.

Max’s old shipmate, the late Ed Whelan QC, 
the RYA’s top lawyer, had tipped him off 
about the assignment: “It’s a rush job so 
charge what you like.”

The delivery crew wasted the best part of a 
day getting there on a slow train that took 
in most of Wales. “It was very pretty,” said 
Max, “but it held us up.”

When they arrived at the yacht they 
discovered there was no cooking 
implements and the gas bottle was empty. 

Sailors’ stories

They rushed around and bought pots, pans 
and cups and a fresh gas bottle. Then Max 
checked the rig and found one of the split 
pins, used to adjust the rake of the mast, 
was missing at the foot of the forestay. He 
begged another from a neighbouring yacht.

“I was disappointed to find the mainsail 
only had two reefing points and also that 
even the smallest working jib was still 
vast.”

They set off and enjoyed a cracking sail 
with a beam wind offshore along the Welsh 
coast; “it was all sunshine and dolphins 
and we fought each other to get on the 
helm.” That was a large wheel around 
which the helmsman struggled to get into 
place. “Behind the steering position the 
transom was open and there was just a tiny 
length of wire to stop the helmsman being 
swept overboard, which I thought very 
unseaworthy.”

Once they rounded Land’s End the wind 
was against them so Max decided to motor-
sail. “But soon the engine alarm went off. 
The thermostat had jammed, the engine 
was overheating.” There was nothing for 
it but to beat to weather under single reef 
main and jib. She seemed ok at first, but by 

the time they got to Start Point, the seas 
were unruly and building. The wind had 
increased to 32 knots.

“It was very unstable up on the coachroof in 
the heavy seas and as I pulled in the second 
reef, I slipped on the heaving coach roof 
and almost went overboard. I had a harness 
on, but if I’d gone over the side it would 
have been fatal,” said Max, “by this point, 
as the slamming and crashing increased, 
my affinity for the boat was waning!”

“The boat was overpowered so there 
was nothing to do but drop the mainsail 
altogether and sail under foresail alone, 
but it was incredible, she was still going 
to weather like a torpedo. We accelerated 
up to eight knots and were hitting waves 
with ear-shattering crashes and because 
of the boat’s shallow entry, flattish 
sections, narrow chord length and light 
displacement, she was a devil to steer too.
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Sailors’ stories

“She was described as a performance 
cruiser, but in those conditions 
performance was the last of my concerns. 
In the troughs, the boat was slamming 
sickeningly and the whole rig was shaking 
and shuddering. I was in no doubt without 
that second split-pin we would have lost 
the rig. We had to feather her along, luffing 
up and constantly filling and then spilling 
the wind in the foresail, paying off to try 
to lessen the impact of the seas. It was very 
hard on the pair of us...totally exhausting. 
I wondered how much more of the 
slamming the boat would take before she 
suffered from serious structural damage. It 
was incredibly noisy and shook us down to 
the fillings in our teeth.”

After the second night, they could set a 
slightly easier course, but Max estimated 
they were too late to get through Hurst 
Narrows and into the Solent before the tide 
turned against them and so instead they 
headed for Portland Harbour.

Max’s tactics for stopping the boat was to 
drop the headsail at the last minute, fire up 
the engine, and run it just long enough to 
get a turn in before it seized up.

When that last-minute came, the engine 
failed to start, so they hurriedly opened 
the anchor locker only to find the plough 
anchor still in its bubble wrap. Max’s crew 

Peter ripped it open with his teeth!
“Fortunately, I managed to start the engine 
eventually and finally we moored up.”

With some tools borrowed from the harbour 
authorities, Max managed to get the engine 
thermostat working and they eventually 
motor-sailed into Hurst Narrows.

“Even against those relatively  small seas, 
the boat slammed so hard, I was seriously 
worried again about damaging her hull, so 
I eased her down to 1.5 knots just to give 
her steerage way and let the tide carry us in 
against the wind.”

When they eventually moored up in the 
Hamble, Max discovered that every hatch 
in the coach-roof had leaked and the brand-
new boat “looked like a bomb had hit it.”

The pair had to muster at 05.30 to clean up 
and “put the boat back together again.”

When the owner turned up she was 
gleaming once more and Max pointed out 
the extra split-pin he’d fitted at which the 
owner said: “Oh we only use one as we’re 
always adjusting it for racing”!

Max said: “I'm sure she is a great boat for 
racing in sheltered waters, but how on earth 
a boat like that could get Category A status 
in the RCD is beyond me. In my opinion, she 
did not fit the criteria of being seaworthy 
far offshore in the open sea.”

Later Max ran into his old RYA Yachtmaster 
examiner who told him: “We’d all heard 
about it, but nobody around here wanted 
that job.”
The type of boat plus the time constraints 
and a forecast of strong headwinds had the 
old salts of the Solent making a collective 
decision to stay in the pub!

“It was left to a sucker like me!” said Max. 
“In the light of hindsight, it was clear we’d 
invoked an unholy trinity: New boat, new 
crew and a bad forecast.”

Max was the two Dicks first guest on the 
new Ocean Sailor Podcast. It’s out now on 
Apple Podcasts, Google Podcast, Spotify 
and Amazon.

When he is out of the lockdown he sails 
Wendy May a 26ft Maurice Griffiths 1930’s 
classic gaff cutter.

Liberson’s books: The Boat They Laughed 
At; about his Atlantic adventures in Gloria 
his £1,500 ferro-cement schooner, and 
53, The Singing Yacht, about his second 
Atlantic circuit aboard Sarah, his self-
modified Trapper 500 and other salty 
yarns are available on Amazon.
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Chasing CoralThe RYA Weather 
Handbook

Chasing Coral is both an excellent documentary video and a sobering 
wake-up call to the effects of climate change on our oceans. Directed 
by Jeff Orlowski, director of the Emmy award-winning Chasing Ice, 
he brings us closer to the beautiful world found under our oceans. Jeff 
founded the Ocean Agency alongside Richard Vevers, very much the 
driving force behind the film. 

The team does a great job of explaining how these fragile organisms 
function and the important role they play in maintaining our 
underwater ecosystems. With the increase in greenhouse gasses and 
the subsequent warming of our oceans, they show that even a tiny 
change of a couple of degrees can decimate entire reefs.

Using time-lapse photography and special underwater filming 
equipment, both leading scientists and photographers are able 
to show once vibrant coral reefs are being reduced to abandoned 
wastelands of bleached dead coral. Although a stark reminder of 
the predicament we find ourselves in, there is hope if we can make 
sustainable changes for our world.

Learn to read the sky and sea in both the Northern and Southern 
Hemisphere with this easily grasped weather book, written by a 
man who is both an ocean sailor and a meteorologist. Practical 
information on theory, weather charts, clouds, predicting the wind, 
and the technology used in sourcing meteorological information 
abounds throughout its pages.

This new edition is fully updated and provides all the information 
required about obtaining forecasts from the growing use of 
technology. It shows you how to monitor the tell-tale signs around 
you for any indication that the weather may not be what was forecast.

The areas that have been substantially updated and enhanced with 
additional content are:

• Tropical weather (hurricanes, cyclones and sailing in the tropics)
• Climate change
• New technology

The illustrations have also been redrawn and redesigned, bringing 
clarity to the most complex subjects.

It’s a must for the onboard library, my own copy is dog-eared, sweat-
stained and well-thumbed with diesel oil prints!

Directed by J. C. Chandor

By Chris Tibbs

This months recommended reading from the Editor

Mariner’s Library
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Hold here

The Ocean Sailor Knot of the month

Locked blood or 
fisherman’s knot

This knot is excellent for joining thin lines 
together, such as twine, braided, or nylon 
lines. We have illustrated a locked blood 
knot rather than a standard blood knot 
because the locked blood knot will not slip.

It’s best to wet the knot in your mouth 
before pulling it tight.
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Anchorage feature

Showcasing your favourite anchorages.

Readers' favourite 
Anchorages of the World

Dropping 
Anchor
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Travel & Discovery

From Ocean Sailor Readers John & Heather Leslie

A lovely escape from the madness of St. 
Barts or Saint Martin is to be found some 
23NM and 7NM to the south in Crocus 
Bay, Anguilla. It is an excellent anchorage 
with nice restaurants and bars a short 
dinghy ride away on the beachfront. The 
restaurant Da’Vida is especially good 
boasting great food, drink, views and 
friendly staff.  

The bay has a colourful history being a 
landing point for a French invasion force 
in 1745 and more recently a berthing area 
for British frigates, the latest being RFA 
Mounts Bay which offloaded all-terrain 
vehicles and construction material after 
Hurricane Irma.

One of the best features of Crocus Bay 
however is that it serves as a perfect place 
to leave early and head to Prickly Pear Cay 
which lies about 7NM to the northwest. 
This uninhabited island is the epitome of a 

tropical paradise with white sandy beaches 
and turquoise water. It was deserted from 
about 8 am when we arrived until other 
boats started arriving at about 2 pm.

Location

Coordinates

Seabed

Protection

Crocus Bay, Anguilla

18°13.250'N 63°04.076'W

Fairly good holding in sand

Good protection from the northeast to the south

Crocus Bay
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Travel & Discovery

From Ocean Sailor Reader David Wilkinson

The yacht club itself is well worth a visit. 
Established by local yachtsmen in 1991, it 
resides in a lovely wooden building that 
boasts a great restaurant and bar. The staff 
are very welcoming. There is an active 
sailing community and the yacht club 
organises three regattas each year and 
sail programs for the local kids. There are 
fuel services here and the yacht club can 
organise maintenance work. They can be 
contacted on +63 43 287-3401 or on VHF 
channel 68.

The local area offers great scuba diving, 
snorkelling and hiking and there are great 
beaches dotted along the coastline, such as 
White Beach to the west. As with the rest of 
the Philippines, the food is good and cheap, 
the people are friendly and the Filipino 
rum, Tanduay, is plentiful and cheap.
 

Puerto Galera is on the northern shore 
of Mindoro, one of over 7,600 islands in 
the archipelago nation of the Philippines. 
Although you are unable to clear into 
the country through Puerto Galera, it is 
generally the first tropical anchorage you 
will find after clearing in the country 
from the north at Subic Bay or Batangas. 
With only two entrances into the bay, it is 
extremely well protected in all directions 
from swell and wind. In fact, it is one of the 
best natural typhoon shelters in the region. 
There are multiple anchorages throughout 
the bay however, I advise using Boquete 
Bay or Dalaruan Bay. You should also be 
careful not to damage the coral and local 
ecosystem. With a shallower draft, you can 
use the Puerto Galera visitor mooring buoys 
in the channel close to the town and ferry 
pier. There is not much boat traffic apart 
from visiting yachts and small Filipino 
ferries that run services to Batangas in 
the north. 

Location

Coordinates

Seabed

Protection

Puerto Galera, Philippines

13°30.621’N 120°57.016’E

Good holding in mud

Well protected from wind and swell

Owner of Seneca Kraken 50

Puerto Galera
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Travel & Discovery

From Ocean Sailor Reader Rene Tiemessen

Just to be clear. We have seen thousands of 
beautiful bays and anchorages on our many 
years sailing around the world. And there 
are at least a hundred that could fit in this 
section. But sailing in Turkey is probably 
one of the best in the world to begin with. 
While living aboard our 1965 Classic 60ft 
Philip Rhodes sloop Alondra, one day we 
sailed into this beautiful spot along the SW 
coast of Turkey, close to Olüdeniz, some 13 
NM from Fethiye and 16 NM SE of Göcek. 
Nearby is Gemiler Island, also known as 
St. Nicholas Island where you find the 
Byzantine ruins of five Greek churches built 
between the fourth and sixth centuries 
AD. Modern archaeologists believe that 
the island is the location of the tomb of St 
Nicholas, the patron saint of sailors. One of 
the churches on the island is dedicated 
to him. 

Sailing into the bay you see the white 
dome-shaped water cistern (Sarnıç) on top 
of the hill. Anchor just about anywhere, but 

we prefer the west side of the bay. Make 
sure to lay down as much chain as you can, 
and tie a line to the shore to settle right in. 
And then, pour a drink. You’re in heaven. 

Actually, the reference to Cold Water bay 
can be experienced when you jump off the 
boat and take a swim deeper into the cove. 
Here a cold current flows into the sea from 
subterranean rivers. 

At the beach, there is a path up the hill 
to Ali’s Restaurant. It offers excellent 
Turkish food and some Thai dishes (Ali’s 
wife is Thai), and if you have dinner in 
the evening, usually the next morning's 
breakfast is for free. Also, Ali, or one of his 
mates, usually helps out in their dingy to 
tie your line to the shore.

Location

Coordinates

Seabed

Protection

Best time of the year

Cold Water Bay (Bestas Limani), Oludeniz, Turkey

36°33.805’N 29°04.958’E

Sand, good holding. Anchor in six to ten metres of water

Protected from all directions especially the prevailing north wind

April, May, June, September and October

Cold Water Bay
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Travel & Discovery

Would you like your favourite anchorage featured in Ocean 
Sailor Magazine? If so, send the anchorage details with a brief 
description of why you like this anchorage, photos, showing 
the layout of the anchorage ideally, plus the primary details: 
Location, coordinates, seabed type and protection.

What's your 
favourite anchorage?

To send us your favourite anchorage

Click Here
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In The Galley
With Rob Beaumont

Roasties | Spuds

That Old 
hot Potatoe
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From The Galley

Before we begin though, there are two very important issues we must address:

So, that said, here’s how to cook roast potatoes:
Let's begin

Out of all the things I cook, the one 
thing I get asked about more than 
anything else is roast potatoes. I’ve 
listened to anguish about things not 
turning out correctly, or consistently, 
or that they’re difficult to time right. 
I thought it might be good to dispel 
a few myths, solve the problems, 
and from here on in, have the last 
words on how to make the perfect 
roast potato every time, whatever the 
galley or kitchen.

Roast potatoes are the first thing to think about when starting to cook a 
roast. They take the longest to cook (assuming you’re not roasting a whole 
side of pig). I always get them on first. Everything else follows. Nothing is 
worse than waiting for the potatoes to brown, by which time that beautiful 
leg of lamb is getting overcooked. Most people don’t realise that once a joint 
of meat is cooked, it needs to be removed, wrapped in foil and rested. You can 
leave it to rest for an hour - no one will say anything other than great things 
about it and no one will mention it’s tepid. It’s how all good restaurants work. 
So, go at it knowing that the meat can rest, but the roasties, despite taking 
a while to get good, need serving within a 20-minute window once they’re 
ready. Otherwise, you’re serving hockey pucks.

You need a floury variety of 
potato. Maris Pipers are hands 
down the best, so if you can, 
opt for those. If you can’t find 
Maris Piper, you want a potato 
that isn’t waxy. Nothing fancy. 
Nothing small. But above all 
else, floury, not waxy. If you 
can’t get anything but waxy 
potatoes, make something else. 

Peel the potatoes and set them into cold water. Don’t hesitate 
to get them in the water.  Enzymes start the browning 
process immediately and water stops it. Once all potatoes are 
peeled, drain to remove any excess starch, and refill with cold 
water to cover them. This can be done the night before if time 
is an issue and won’t affect the quality at all.

As any reputable Englishman or 
woman will tell you, we English love a 
roast dinner on Sunday. 

Be it chicken, pork, beef, lamb, game 
or something exclusively vegetarian, 
the roast potato is an essential 
constituent. Actually, I’d go much 
further: The roast potato is the most 
important part of a roast. It’s the bit 

people look out for. It’s the biggest 
indicator about the rest of the plate’s 
potential quality because if you can 
do a roastie well, everything else is 
pretty simple.  

They’re not difficult and require very 
little skill, but once you’ve got it...
you’re everyone’s best friend.

From The Galley

44



From The Galley

Cut the potatoes into chunks about the 
size of half a tennis ball. Cut them along 
the longest part, so they sit flatter, rather 
than higher.

Put the pan on to boil with a good pinch of salt. Once boiling, keep on a rolling boil for about 10 minutes, or until 
the potatoes start to look like they’re disintegrating. This disintegration is what gives rise to the nobly, rough 
surface which is essential for a good crunch. The longer the better, but just keep an eye out. You want them 
starting to come apart a bit, not falling to mash.

Once you’re happy, carefully drain them in a colander. Remember, if you’re too energetic pouring them into the 
colander, they’ll mush. So take care, and a few more seconds of effort here will repay you. Once drained, lightly 
shake the potatoes so the colander holes scarify and rough up the surfaces that bit more.

Set the potatoes on to a wire rack. They need to dry. Completely. This is the bit no one realises is the most 
important thing. If there’s water steaming off them, they won’t crisp whatever you do. They need to stop 
steaming, completely. The longer you leave them, the better. I give mine at least half an hour. Open a window, 
it’ll help get things moving. While you’re waiting, turn on your oven to 200c and think about what to decant.

Once the potatoes are dry to the touch (and colder now, too), take the roasting tray you’re going to use and pour 
in a good amount of olive oil, around 10mm (1/3 “). Don’t use extra virgin, there’s just no point, normal olive oil 
is fine. If you’ve got any beef dripping or lard, add a couple of big lumps to the olive oil tray, then pop it in the 
oven for everything to melt and heat. 

While it’s doing so, take a large mixing bowl. Taking about 8 -10 pieces of potato at a time, put them in the 
bowl, pour in a couple of tablespoons of olive oil, and sprinkle with salt and pepper. Give them a shake to coat. 
Once coated, carefully remove your oven tray from the oven (the oil will be very, very hot) and, working quickly, 
drop the seasoned potatoes into the oil. They should fizz and crackle as they hit the oil. Pop the oven tray back 
into the oven.
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From The Galley

Enjoy and let me know how it went hello@oceansailormagazine.com

Repeat step 7 until all your pieces of potato are 
done, and in the oven. Once all in, make sure 
the tray is in the top third of the oven.

Turn them every 30 minutes, so that each side gets to be golden brown 
with a deep thick crunch. After 1 hour 30 minutes they should be really 
good and ready to serve.
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