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We take a look at the Climate Change factor,
which will affect boating everywhere.
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EDITORIAL

Surely, we have reached a
stage where only those who are
utterly selﬁsh and care nothing
of future generations, not even
their own children and grandchildren, can pretend to believe
that mankind has not seriously
damaged the earth’s environment and MUST attempt to reverse that damage?
Boaters and the boating industry have greater reasons than
most to want to reverse the
damage.
The effect of climate change
and environmental pollution
on the seas is, clearly, already
very signiﬁcant and multi-faceted. Dwindling ﬁsh stocks,
for example, are not just
something that means a
shortage of certain species for man’s consumption, it means an effect
on the entire marine food
chain, with consequences
for everything that lives in
the sea. That includes the
dolphins, which bring immense pleasure to boaters world wide.

frequent storms, will affect
yachts that put to sea, increased
incidence of ﬂooding will affect
those who prefer to cruise inland and increasing heat waves
will make cruising unpleasant in
some areas and insupportable
in others.
Many scientists believe that
the situation is on the verge of
changing from serious to potentially catastrophic. Even if you
don’t care whether Patagonian
glaciers are melting, European
ﬂora and fauna are being made
extinct and many areas of the
globe are suffering devastating
droughts, the prospect of catastrophic change should be of

concern to YOU.
“Catastrophic” would mean that
the effects of climate change
will no longer be something almost imperceptible that makes
people say “The weather never
used to be like this”, it will mean
unmistakeable and noticeable
changes.
One thing that will accelerate
is the already increased rate of
rising sea levels and that could
mean that, in the lifetime of
some readers, port and marina
installations could end up under
water! Food for thought?
Marian Martin

Increasingly unpredictable weather, with more
Page 4

Volume 1, Issue 3 - March 2007

So, you want to be a superyacht skipper; but
where do you start?

There was a time when a young
lad could get a job, as a deckhand on a large yacht, on the
strength of willingness to work
hard at scrubbing decks and
polishing brass. The pay wasn’t
great, but the perks were travel
to places he could never have
dreamed of visiting and getting
trained by senior crew in the
arts of seamanship and navigation. By studying hard and taking a few exams, along the way,
it was entirely possible that the
“deckie” could, eventually, work
his way up to captain.

sels over 24 metres are large
yachts - has been spectacular
and shows no signs of slowing
down. In the past 10 years, the
building, re-ﬁtting, chartering
and crewing of yachts, especially in the 35 metre plus size
range, has become a very signiﬁcant industry worth in the region of €10 billion per annum.

Yacht Rating

A high percentage of large
yachts ﬂy the Red Ensign and
come under the jurisdiction of
the UK Maritime & Coastguard
Agency and the MCA Code of
Practice for the Safety of Large
Commercial Sailing and Motor
Vessels requires all yachts of
24 metres and over to be safely
With the ﬂeet growing at an manned. This, basically, means
ever faster rate each year and that the crew must be appropriwith charter demand on the in- ately qualiﬁed and have recent
crease, it was inevitable that and relevant experience of the
owners, ﬂag states and insur- vessel type, vessel size and
ance companies would become type of operation in which it is
In some ways, today’s route to more aware of the need for well engaged.
captaincy is much the same. trained crew; with formal qualiWhile some ofﬁcers do arrive ﬁcations, to man and maintain In the case of vessels over 200
on the large yacht scene, well these substantial ﬂoating as- gross tonnes, any rating that is
qualiﬁed from the world of big sets. The result has been that, necessary for the safe manning
ships, most skippers have still from 1 February 2002 (one year of the vessel needs to be in poscome up through the leisure later in the USA), the majority of session of an MCA Yacht Ratside of the marine industry, but those working on large yachts ing Certiﬁcate or a recognised
the way they get there is very have been required to obtain equivalent qualiﬁcation such as:
different now.
certain certiﬁcates, mainly by an AB Certiﬁcate issued under
successfully completing a rec- the ILO AB Convention; a UK EfThe recent growth of the large ognised training course.
ﬁcient Deck Hand Certiﬁcate; or
yacht sector - technically vesa Navigational or Engine Room
Page 5
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Watch Rating Certiﬁcate issued
under the Standards of Training
Certiﬁcation and Watchkeeping
Convention (STCW) of the International Maritime Organisation.

been reached.

STCW 95 courses are usually
ﬁve days for the four elements:
Personal Survival Techniques;
Fire Prevention and Fire Fighting; Elementary First Aid and
Those who don’t hold one of Personal Safety & Social Rethe above certiﬁcates need to sponsibility. They can be taken
fulﬁll certain MCA eligibility re- separately though.
quirements to qualify as a Yacht
Rating: they must be at least 16 Holders of certain certiﬁcates,
years old; hold an approved recognised by the MCA, will
medical certiﬁcate; have had not need to complete the Yacht
at least 6 months yacht serv- Rating Training Record Book
ice, including 2 months at sea, and the 6 months yacht service
on vessels over 15 metres in may be reduced to 2 months
length; complete the four ele- sea service on vessels over 15
ments of approved STCW basic metres.
training (STCW 95) and complete the Yacht Rating Training Further details can be obtained
Record Book. The master(s) of by going to the MCA website
the vessel(s) that the applicant http://www.mcga.gov.uk
and
has trained on have to sign that downloading the document
the required level of compe- MGN 270.
tence, in various sections, had
Module Subjects for Deck Ofﬁcers
Ofﬁcer of the Watch, Yacht - Navigation and Radar
Ofﬁcer of the Watch, Yacht - General Ship Knowledge
Ofﬁcer of the Watch, Yacht - Oral Exam Preparation
Master Yacht - Navigation, ARPA and Radar
Master Yacht - Business and Law
Master Yacht - Seamanship and Meteorology
Master Yacht - Stability
Master Yacht - Oral Exam Preparation
Module Subjects for Engineering Ofﬁcers
Large Yacht Endorsement (Yacht 1)
Advanced Hotel Services (Yacht 2)
Chief Engineer Statutory & Operational Requirements (Yacht 2)
Applied Marine Engineering (Yacht 2)
General Engineering Science I (Yacht 2)
General Engineering Science II (Yacht 2)
Chief Engineer Statutory & Operational Requirements (Yacht 3)
Marine Diesel Engineering (Yacht 4)
Auxiliary Equipment & Basic Ship Construction (Yacht 4)
Operational Procedures & Basic Hotel Services (Yacht 4)
Engineering Skills Test (Yacht 4)
Marine Engine Operators Licence (Yachts)

Ofﬁcers qualiﬁcations
Anyone wishing to become
an Ofﬁcer of the Watch, Chief
Mate or Master of any yacht,
over 24 metres long, but under
3000 gross tonnes, must - with
certain exceptions - hold an
STCW Certiﬁcate of Competence. Candidates need to be
at least 19 years old, certiﬁed
ﬁt and have three years experience on the “ofﬁcial crew list”
of a vessel over 15 metres in
length. The required training is
tiered, to enable those aiming
to be captains to step up the
ladder in stages, both in rank
and in size of vessel they are
qualiﬁed to be in charge of.
The exceptions are for the
“smaller” yachts. For example,
someone with an RYA Yachtmaster Offshore Certiﬁcate can
serve as Master of a vessel
Course Length
10 Days
5 Days
1 Day
10 Days
5 Days
5 Days
5 Days
2 Days
Course Length
5 Days
5 Days
5 Days
5 Days
5 Days
5 Days
5 Days
5 Days
5 Days
5 Days
up to 10 Days
5 Days
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up to 200 gross tonnes, within
60 nautical miles of a safe haven and someone with an RYA
Coastal Skipper can serve as
Chief Mate on a vessel up to
500 tons, within 60 miles of a
safe haven.
So, in theory, someone who
has worked as a steward on a
large yacht, for three years, and
done a “zero to hero” 10 week
Yachtmaster course, could get
a job skippering a 30 plus metre
yacht, doing the Med port hopping charter route. In practice,
it’s almost certain they would
be passed over for someone
better qualiﬁed.

between 1 & 10 days. Courses
cover deck ofﬁcers and masters duties and the engineering
Training with the pros
disciplines speciﬁcally focused
I visited Warsash Maritime on the sophisticated systems
Centre on the banks of the river found on today’s luxury yachts.
Hamble in the UK, an MCA approved training establishment Much of the training is classthat has 50 years experience in room based leading towards
training commercial seafarers the MCA oral examinations for
from around the world. They Master or Ofﬁcer of the Watch
have training courses that are tickets. Engineers are spared
speciﬁcally designed to suit the the rigours of examination as
superyacht industry and the their course relies on continuous assessment, during trainpeople already employed in it.
ing, to decide if standards are
met.
Course Content
Each subject group is covered
in a training module that lasts

At Warsash, training can be
taken well beyond what is required for certiﬁcation. It’s a well
known fact within the industry
that the “hands on” ship handling opportunities for trainees
is limited. The reality being that
ships masters or pilots carry out
much of the routine and all of
the tricky manoeuvres, reducing the trainee to learning by
observation.

At the Centre’s Marchwood site,
they run a series of dedicated
ship handling courses using a
bridge simulator and manned
Putting theory into prac- models. Training scenarios can
tice
be set up to meet the speciﬁc
requirements of each trainee
and employer.
The full size bridge simulator
offers thousands of realistic
scenarios in hundreds of ship
types. With a 270 degree panoramic view of the action, the
radio chattering and the deckplates vibrating beneath your
feet, you very quickly feel “all at
sea”. Harbours, ships, weather,
trafﬁc, crew and support vessels, all controlled by Senior
Lecturer George Laing, a ships
master of long standing, conPage 7
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spire to make life interesting
for even the most experienced
master.
Manned models
In addition to the usual classroom and advanced simulator
training, ship handling theory
can be practised out on the water using model ships. I shared
a day on the lake at Marchwood
with berthing masters and pilots
from Bantry Bay, Ireland, a superyacht deck ofﬁcer and a harbour pilot from Dubai.
The 13 acre lake is carefully
windage she presents most of
the same challenges to the ship
handler that will be found while
manoeuvring large yachts.
Stern to and alongside mooring, narrow channels with sharp
turns, the effect of wind and water ﬂow can all be demonstrated
and worked with in this Lilliputian world.
Even tidal streams can be
simulated using electric outboard motors to produce the
ﬂow. One trainee commented
that he’d carried out more madesigned with canals, docking piers and complex buoyed
channels and is home to a ﬂeet
of seven beautifully crafted
scale model ships. Each vessel
is designed to precisely mimic
the handling characteristics of
it’s full size counterpart and to
give a realistic and safe opportunity for trainees to put ship
handling theory into practice.
Many superyacht employed
trainees ﬁnd their way to the
replica RoRo ferry “Normandy”. With plenty of power, twin
screws, thrusters and high
Page 8
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noeuvres in a day than he normally experienced in a year’s
sea time. All of the trainees, no
matter their level of experience,
agreed that the course is testing and very worthwhile. Many
of the big ship ofﬁcers had been
on the course before and will be
back again in the future, as part
of their ongoing training.
Captain Chris Clarke and his
team have a commendably light
touch as they pass on new skills
and sharpen the techniques of
the more experienced trainees.
Theories are explained in detailed brieﬁngs, exercises are
observed and de-brieﬁngs carried out, on the water, throughout the day.
Bow cushion effect
Demonstrations of “Bow cushion effect”, whereby two vessels approaching head on appear certain to have a collision
until water built up at each bow,
diverts them at the last moment
or the attractive power of Mr.
Bernoulli’s theory, where an
overtaking vessel attracts the
bow of the slower ship, which
strikes it amidships and is held
fast by the low pressure area
created by the water ﬂow along
the ships ﬂanks, are possible
using the models that if replicated in real life would cost millions of pounds, perhaps cost
lives and maybe do irreparable
damage to the environment.
It seems that some lateral thinking on training is going to be a
necessity if the superyacht industry is to continue its rapid
expansion.
Last year, BYM News asked
Joe Vittoria, owner of Mirabella
V, if he foresaw continued exPage 9
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pansion, in the large yacht industry, or whether he thought
the bubble would burst?

managed to get
a job, because of
another development. More and
more
employers
are demanding that
all crew members;
even stewardesses and others not
involved in deck
work, have a basic
STCW95
certiﬁcate. That means
an outlay that many
young people cannot afford.

He replied “I don’t think the
bubble will break for the demand, I think what’s going to
happen is that the crew situation is going to get very difﬁcult.”
“The schools aren’t bad at preparing engineers and captains,
for these new requirements,
but I have on board – as a
guest in this period - a captain
who was with me ﬁve years;
one of my favourite captains.”
“Well, you know, today he
wouldn’t have the paper qualiﬁcations to drive one of these
boats, with the rules that are
there now. They require weeks
of schooling to get it and, of
course, he’s older now - though
still a young man - but he’s
got a family, so there’s no way
he’s going to go back through
all that. He can go and deliver
someone’s boat, because he’s
an excellent captain, but he
cant work in the charter trade.”
“This, to me, is what’s going
to cause the problem. These
big yachts are sucking up crew
and making the availability ever
more difﬁcult. The rules that
have been put in place are good
ones, but I don’t think enough
people are thinking about preparing for even greater demand.”
“They should be looking at
young people coming out of
the naval service, from an engineering and technology side,
and sending them to whatever
school is needed for a brief period of time to get them to understand what you need on a

To be continued ...
Tom Walsh
yacht. Then they could be available as second engineers and
move up to ﬁrst.”
“Engineering positions are the
toughest ones to ﬁll right now
and captains are difﬁcult, so
this is going to be a problem,
especially for a lot of the people
who are having these big motor
yachts; sailors tend to be a little
more experienced.”
”These people aren’t, necessarily, aware of this and no one’s
going to make them aware,
because they want the contract. Then they learn and what
happens is that it is becoming
a case of supply and demand,
so a ﬁnancial problem, and it
needs to be looked at, because
it is going to become a bigger
problem.”
Qualiﬁed and experienced
Masters can command salaries
of over €150,000 per annum,
Engineers, can earn €100,000.
So there should be no shortage
of would be ofﬁcers, yet there
is. Conversely, we’ve heard of
young people who have never

Tom Walsh is
a very experienced ocean going sailor and
racing man, with
a
Yachtmaster Ocean certiﬁcate. He has
skippered
and
crewed on a wide
variety of craft.
Tom will be continuing this series about careers in yachting,
with further, well
researched, articles.
Coming
next “Finding a
job in the superyacht industry.”
Page 10
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WORTH ANOTHER LOOK AT?
Every month, around 700 stories are published on
the BYM Product & Industry News service many of
them are about products. Some, like these inﬂatable fenders from Boat Bunkers, which struck us
as great space savers, attract our attention more
than others. Here’s a few more that, recently,
caught our eye.
Boat cruiser Sail Boat Edition
The problem with most GPS chart plotters is that they assume you will travel
in a straight line and, of course, sailing
boats often don’t.
NavSim says that the new Sailboat edition of its BoatCruiser software takes
tacking into account, even with multiple
waypoints.
It’s on our “Must test this” list.
Electric Boat
This 6 metre pontoon boat was built by the Tamarack Lake Electric Boat Company for boss
Monte Gisborne, an alternative energy enthusiast who drives a hybrid electric car and mows
his lawn with a solar powered tractor.
Even if you aren’t so “green” minded, the fact
that this craft travelled the 200 kilometres, between Kingstown and Ottawa, for a total fuel
cost of $3 has to sound good.
Floating radio
It’s always struck us as a bit odd that so many bits of boating kit don’t ﬂoat if you drop them overboard and that applies to most handheld radios. Now ICOM has introduced
one that does.
ASAP, a supplier of Environmentally Friendly Products to the marine industry, recently
made the ﬁrst European sale of a CentekMycelx wash down water remediation system in Europe. Let’s hope it is just the ﬁrst
of many sales of products that can help to
clean up the lakes, rivers and seas that we
go boating on.
Page 11
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CANDID TALK
Almost six years ago, we met up
with Tony Bullimore at the end of a
circumnavigation in The Race 2000.
At the time, Tony gave us an interview, in which he spoke very freely.
So, with speculation and rumour,
about his forthcoming solo record
attempt on the increase, we decided to talk to him again. We found
him just as open about this circumnavigation as he had been about
the last one.
These stories about waiting for the right weather
have been going on for
almost two months now
and people are saying
that there simply can’t
have been no window in
that time. What do you
say?
I know it seems impossible, do
you know what the maximum
wind speed has been today
…… 7 knots. One of the local
papers thought it couldn’t be
true, so they got a guy who is a
professor, who holds the Chair
in Meteorology at a University
– the University of Tasmania
I think, I can send you his details if you like, but I don’t have
them with me now. Anyway,
they asked him to check up and
he came back with exactly the
same thing Lee Bruce has been
saying, it’s indisputable, there
hasn’t been the right weather.

on the way round.
You know, I’m not on a brand
new super yacht. I’ve got a very
old boat, a 23 year old boat, and
I’m going after a record held by
a brand new boat, specially built
for single handing. I think I can
do it, but I’ve got to give myself
the best possible chance.
If this were a race, I’d have to
take my chance and go the day
the organisers say go, but that
doesn’t apply here. The only bit
I can control, weather wise, is
the start and it’s no good leaving and being, practically, becalmed on the way to New Zealand. I need a minimum of 36
hours of the right winds – 25 to
35 knot north westerlies – to get
to NZ and turn that corner towards the Horn.

The kayaker who was
sadly lost, whilst trying
to paddle from Tasmania
Why is it so important to New Zealand, found a
though to have exactly weather window?
the right weather at the
start, when there’s no A kayak isn’t a 100 foot catamaway of knowing what ran, it’s looking for much lighter
the weather will be like winds. The Chairman of the

World Rowing Association told
me that the ideal conditions for
human powered boats are following winds of about 8 to 10
knots.
Some people have suggested that you haven’t
had enough money to
prepare the boat; not
enough to set out even.
Is there anything in
these stories?
The boat is in superb condition,
it has had the best reﬁt that
love, care and attention can
produce. It is absolutely ready
and I’m going to be able to push
it hard.
Enough money? You know my
history, I’ve never had enough
money, except back in the ‘80s
when Apricot sponsored me.
The fact is that very few people
have enough money, enough
sponsorship. I’m not talking
about America’s Cup style
money, with a hundred million
thrown at some campaigns;
that’s just because people like
Ellison and Bertarelli are passionate about it; it’s big toys, for
Page 12
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big boys. I’m talking about the
sort of money that’s needed to
be pretty sure you’ll break ocean
records and win races, barring
accidents or bad weather luck.
The sort of money that means
that all you have to do is sail the
brand new boat someone has
bought for you, because someone else prepares it, delivers it,
does everything except sail it.
Very few sailors have sponsors
that come up with that sort of
money, so the rest of us are always struggling to ﬁnd enough
and we have to do a lot of work
on our boats ourselves.
As to not having enough money
to set off, what do I need? I’ve
got everything, I just have to
put the provisions on board. My
freeze dried stuff was bought
from a New Zealand company,
they didn’t sponsor me with
free food, but they did do a very
good deal and are supplying
me through a Tasmanian retailer. It’s all there ready for me
to pick up, but they have better conditions to keep it in, so
I won’t load it on the boat until
I’m ready to leave.

the start options don’t
look too good?
Absolutely, there is no way that
I’m not going. I’ve dreamed of
this for so long and devoted the
last 2 years of my life to it. Not
going is out of the question and
this is my last chance. Francis
(Joyon) will break Ellen’s record
next year, with his new tri and it
will be beyond my reach.
I hope Francis does take it, but
I’d like to hold it for a bit. I’m
a big admirer of Francis, he
came to see me in Bristol and
we sat half the night talking and
he said we should both have

a crack at the record. Well, he
did and smashed it and I got
involved with the Oryx Quest,
which was a very big mistake.
I ﬁnished second and never
got a penny of the prize money
and Brian Thompson who won
didn’t get anything either. That
money would have been a big
help in preparing the boat for
this record attempt.
Did you effectively get
the prize money in Qatari sponsorship?
I can’t give you details of the
sponsorship, because of conﬁdentiality clauses, but no.

Are you going to leave?
Just a few days ago, one
magazine said the only
place you’d be sailing
was home.
It’s sad when people say things
like that, without even bothering to talk to me. I have to leave
before the end of March – that’s
the very latest – and you can be
sure I’m going to. Lee e-mails
me every other day; he’s now
looking at best options, rather
than the sort of conditions we’d,
ideally, like to have at the start.
Yes, but will you deﬁnitely have a go, even if
Page 13
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Coming back to the You’ll be ﬁnishing at the
record; do you really beginning of winter down
think you can break it?
there. Won’t that mean
that you’ll have to stay
Why not? It isn’t as though I don’t high up, so you’ll be addknow what I’m doing; I’ve done ing to the distance and
a lot. It’s odd, but it only seems thus losing any chance
to be back home that people of breaking the record?
talk about me like I was Captain
Pugwash. In France, which as I don’t think so, I should be able
you know is the home of ocean to get down to about 40° and, if
multihulls, no-one treats me as you check the charts, you’ll see
a joke, I’m respected for what that’s about where Francis and
I’ve done.
Ellen sailed. The thing is that, at
that time of year, there should
As I said earlier, the boat is in be a succession of depressions
superb condition. I won’t say going through that I’ll be able to
I’m in superb condition, but I am ride. The rule is that, if you’re
in good condition and very ﬁt. going across an ocean with the
Yes the boat is old, but so was prevailing systems and want to
the boat Francis smashed the ride a depression, you need to
record in and remember that be between its centre and the
Ellen only just beat his record equator. I think 40° will put me
and she had two weather rout- where I need to be and the likely
ers, whilst he had none and he weather patterns should make
admits making mistakes that for a fast run home.
cost him a lot of time. So, I think
I have a good chance, because My biggest enemy will be the
Francis proved that having an cold, but I’m well prepared.
old boat doesn’t mean you can’t I have a suit with a hood that
do it and I have a weather router covers my head and face. Also,
so, hopefully, I’ll avoid the things the galley has gone, to save
that slowed him in places.
weight, and my little stove is in
the pod where I’ll be doing the

navigating, so when I’m in there
preparing my food I’ll be getting
warm too.
Can we clear up some of
the things people have
been speculating about,
like why you haven’t
taken your Bellerive Club
helpers sailing, as you
said you would?
Robin, Don, two Johns, Simon
and Alistair have been terriﬁc.
They aren’t young people, three
of them are retired, and they’ve
worked hard and been a huge
help in getting the boat ready.
I’ll tell you what’s planned, as
soon as it looks like a window is
going to open, they are coming
down into the Southern Ocean
with me. We’ll be spending a
night out, because we’re taking
a cameraman too and he wants
to get day and night pictures. So,
we’ll sail about 100 miles south
and have a great evening, cook
a curry, spend the night down
there and then come back.
You were going to take
part in the Bruny Island
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Race, but didn’t. Why
was that?
The Commodore of the yacht
club advised against it. The
course goes through some very
narrow gaps and the Committee
didn’t think it would be wise to
do it in a boat with no engines.
If the wind had died, whilst we
were going through one of the
gaps, we could have ended up
drifting onto rocks; it just wasn’t
worth the risk.
Final thing is, the names
of your supporters club
members
that
were
on the boat have been
rubbed off; why is that?
I put those names on, with a felt
tip pen, which was a mistake,
because they started to run.
I’ve given the list to a local ﬁrm
and they are putting them on to
plasticised sheets that will be
stuck on and won’t come off.
Marian Martin
Page 15
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EARTHRACE

On March 6, this unusual looking craft will leave Barbados on the
ﬁrst leg of a round the world record attempt. The course is very
different from that taken by sailors, as the rules require power
boats to pass through the Panama and Suez canals.
The aim is to take 10 days off Cable & Wireless’ 75 day record
and to do it on bio-diesel.
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On the face of it, the idea of
charging round the earth in
a powerboat, whilst burning
$200,000 worth of fuel on the
way, scarcely seems the right
way to draw attention to environmental issues, but that’s
before you know the bio diesel
bit.
Pete Bethune is the man who
dreamed up the Earthrace
project, as well as the boat’s
skipper. He has re-mortgaged
his house three times, extracting $200,000 to keep the project
aﬂoat, as well as borrowing
$75,000 for the boat build.
The team had, originally, estimated that the cost of the circumnavigation would be $500,000,
including the fuel, which was to
have been donated by Better
Bio Diesel, a small start up bio
diesel production company, in
Southern Utah. Three months
after signing up as sole biodiesel supplier, the company said it
would no longer, ﬁnancially, be
able to supply Earthrace with
the promised fuel for the race.
Earthrace is thankful for the
three months of support and
the total of $50,000 sponsorship over those three months,

but is now at a loss as to how to the Earthrace project, which is
ﬁnance the entire circumnavi- meant to promote it.
gation.
Why this is so is hard to unThe crew members keep on derstand, but it’s clear that this
asking themselves “What are project has not captured the imwe doing wrong?” They have agination of the industry or the
all made sacriﬁces to keep alive public, in the way the team had
the dream of “Racing Around hoped. Despite a world tour,
the World for a Better Planet”, stopping at major cities, and an
as the team’s slogan says, and appearance at the recent Miami
to promote an alternative fuel Boat Show, website visitors are
that will help future generations far fewer than anticipated and
- Bethune is in serious danger donations disappointing.
of losing his home - yet they
are ﬁnding it hard to get sup- The record attempt will start,
port from bio fuel companies. In whether it is completed is a
fact, the entire bio diesel indus- moot point. The team needs
try has donated less then 5% to to ﬁnd sources of sponsored
bio diesel in Port Said, Malta
and the Canary Islands; about
17,000 litres in each of those
places! It also needs donations
of air miles to get the shore crew
from place to place and accommodation for them when they
arrive. In an attempt to attract
wealthy individuals, in search of
excitement, they have cut back
the crew for each leg, from 4 to
3, and hope to sell the fourth
place to speed lovers.
Cathy McLean
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“If it looks right, it is right!”

We’ve all said “That
looks right” more than
once; maybe about a
boat, a car, a building,
perhaps about some
very mundane object.
Most times, we’d be
hard pushed to answer,
if someone asked us
why we said it.
The answer has nothing to do with a particular aspect, it doesn’t
lie in the detail, it’s
an almost indeﬁnable
thing. You just know
that, whatever the purpose of the object that
“looks right”, it will fulﬁl that purpose admirably. I’ve never seen a
Catana that didn’t look
right to me, so I decided to pay a visit to the
shipyard and get to the
bottom of the design
and engineering behind
this catamaran.

Catana in Canet
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Catana has been producing its distinctive yachts,
in the little Mediterranean town of Canet-en-Roussillon for over ﬁfteen years. The company employs
a workforce of 130, in the three large buildings
alongside the town’s small yacht harbour, so it is
a signiﬁcant contributor to the economy of what
is, essential, a summer holiday destination.
My visit began in the design ofﬁce, where I learned
the reasons behind some of the features that make
these boats so distinctive.

increase in both weight and Catana hulls are designed to
forces acting on the boat.
minimise any tendency to pitch,
by creating a hull form that preMy education about the Catana
concept began at the bows. One thing, which a number of vents either bow or stern wantEveryone knows that cata- people I’ve spoken to do not ing to dip. This is achieved by
marans are more stable than like about sailing on a catama- having ample volumes, at both
monohulls, which is why they ran, is that many have a “rock- ends of the boat, which is the
don’t heel much; Catana’s de- ing horse” motion in certain sea reason behind that unusual and
signers have taken that a stage conditions. This can be espe- very distinctive underwater bow
cially uncomfortable in some proﬁle. The bulb effect helps
further.
wind over tide conditions, when to control pitching, but the narOne thing that makes it certain the motion becomes diagonal. row waterline ensures excellent
that you will always recognise a The stern of one hull and the performance in calm seas
Catana is the outward tilt of the bow of the other rise alternately,
hulls. This greatly increases the creating a motion that can lead Performance is also improved
righting moment, without the to debilitating seasickness, in by the overall hull shape; Catana hulls are almost torpedo
disadvantages that come with some people.
shaped, whereas most cruisadded beam and its attendant
Stability
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ing catamaran hulls are best
described as pointed ellipses.
The torpedo shape means that
the width of a Catana hull is
more uniform, throughout most
of its length, so the maximum
width can be less, without loss
of space. This results in less
drag and thus a higher speed
for a given sail area, or engine
power.
Another thing that makes a Catana unmistakeable is the size
and shape of the superstructure. In car terms, the Catana is
a close coupled sports coupé,
whilst most cruising catamarans are saloons.

having it in the right position.
For the same reason - reducing pitch - stowage has been
carefully designed. The forward
area, in front of the watertight
bulkheads, is reserved for light
items, such as fenders and
spinnakers; heavy objects, like
the anchor, are positioned at
the foot of the mast, along with
fuel tanks and batteries.

The ﬁrst reason for this compact and aerodynamic design
is obvious; the windage is considerably reduced. the second
reason is, again, to reduce
any tendency for pitching by Looking at the boat, from outminimising high up weight and side, you might think it would be

rather sports car like inside, with
not a lot of room for everyone,
but that isn’t the case at all.
Strength
Catana hulls are produced
using a sandwich technique,
cured under vacuum. The core
of the hull and bulkheads is 20
mm (minimum) PVC foam, with
a density of 75 kg per sq mtr. In
other areas, such as the deck
the foam is up to 40 mm thick.

Catana 58
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Top left: Twaron in inner skin.
Top right: PVC foam sandwich.
Left: Carbon ﬁbre reinforcement.

All 21 structural bulkheads are
reinforced with carbon ﬁbre on
both sides. The result is that
Catanas are not only strong,
but very durable.
That doesn’t stop the company
from constantly striving to make
the yachts better and stronger.
A recent change has been to
mould the hulls and beams in
one section, thus avoiding a n y
possible long term weakness in
That’s a tremendous consideraa bolted construction.
tion, for anyone contemplating
ocean crossings and here’s anUnsinkable
other. Each hull has watertight
Those bulkheads, together with crash boxes front and rear, so
the volume of foam, make a even if the boat suffered a colliCatana truly unsinkable. Even if sion, water would not enter the
one were to become completed living area.
ﬁlled with water it would still ﬂoat.

Ocean cruising
Strength, unsinkability,
speed and good handling are all amongst
the reasons that owners who want to cruise
extensively have chosen Catana yachts.
Another reason is the
fact that even a big one
is easy to sail short, or
single handed.
One of the difﬁculties round the
world yachtsmen encounter is
the draining effect of frequently
broken sleep. This is inevitable,
on long passages, if the yacht
needs several people to shorten or raise sail, so being able to
reef on a long passage, without
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needing to call for others to
come on deck, makes for less
tiring, so more enjoyable voyages. That in turn leads people to take more adventurous
cruises to remote places.
Seventy year old Bruno
Nicoletti circumnavigated Antarctica in a standard 44 foot
Catana. He left Puerto Madryn, in Argentina, and headed
towards the Cape of Good
Hope, where he encountered
50 knot winds. On the way to
New Zealand, he hit a whale
and was forced to change a
rudder at sea. Between New
Zealand and Valdivia, in Chile,
he had ﬁve days of 75 knot rails and top quality deck
winds. Bruno arrived home, hardware.
nine months later. His next
world girdling voyage was in a What next?
Catana 471.
Catana introduced its new 50
The key to ease of single hand- (pictures on this page) at the
ing, even in the most testing Dusseldorf Boat Show. Sevweather is this tunnel under the eral reﬁnements have been
hull that leads the sheets to the incorporated in this new verback of the boat, where they sion and I am looking forturn through 90° before being ward to going sailing on it in
brought into positions where the near future.
everything can be controlled
from the cockpit. Other factors,
that make the boat easy to sail,
with conﬁdence, are uncluttered decks, well positioned
toe rails, lifelines and hand

The most exciting Catana
development, though, has
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to be the monster that I
saw under construction.
The Catana 87, Orion,
will be the largest yacht
the company has built
to date and takes the
yard into the megayacht
league.

Aldous Grenville
-Crowther

ORION
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Ocean Racing Round Up
The racing New Year began on day one, with the
presentation of Rolex Sydney Hobart prizes.
The majority of the silverware was picked up by Bob Oatley’s
Wild Oats XI and Simon Kurts’ Love & War, sailed by a team
led by skipper Lindsay May. The former was awarded the J. H.
Illingworth Trophy for winning line honours, the Jack Rooklyn
Memorial Trophy, for being the ﬁrst yacht out of Sydney Heads,
and the F&J Livingstone Trophy for being the ﬁrst yacht due
south of Tasman Island, as well as ﬁnishing second in IRC Division 0 and the Rolex Challenge. Love
& War’s Lindsay May received the Tattersalls Cup for winning overall under IRC handicap and a
Rolex Yachtmaster timepiece. May was also awarded the Sir Arthur Warner Trophy for coming ﬁrst
in IRC Division 4.
David Kent’s 32ft Cavalier 975 Gillawa scored its third win in a row! He again got the wooden spoon,
for last boat in, but the crew members were happy to have, at last, achieved their ambition of reaching Hobart in time for the traditional New Year’s Eve ﬁreworks display.
At the prize giving, it was announced that the Wild Oats XI crew had clubbed together to donate
AUD$ 2,000 for the cancer fund-raising being carried out, during the race, by British skipper Michelle
Colenso, who’s Oyster 55 Capriccio of Rhu won the Cruising Division. Midway through a round the
world cruise, Colenso was diagnosed with breast cancer and she competed in the Rolex Sydney
Hobart despite being in the middle of chemotherapy treatment. The donation from the Wild Oats
crew was later matched by Lindsay May.
The Sydney Hobart was still in the news a week after it was over, when homeward bound Berrimilla
& Wedgetail had to be taken in tow in the Tasman Sea. Berrimilla was dismasted in a roll and Wedgetail suffered steering failure.
Global Ocean Challenge gets its ﬁrst USA team entry.
Global Ocean Sailing Ventures announced that a new Rodger Martin designed Class 40 was being
built in Rhode Island, USA, by Al Fresco Composites, for experienced sailors Stuart Williams and
Jared Lazor. Williams, who is a former member of the US Ski Team, will skipper the boat. He said “It
has been a dream of mine to race around the world, but until now I felt that I could not compete in the
major offshore ocean races. They are too expensive and too technically complicated, but the Global
Ocean Challenge is the perfect event for someone like me. As soon as I heard about the race, the
idea of being a part of it took hold. It’s now about to become a reality with the boat, to be named
Gwaihir, after the Lord of Wind in J.R.R. Tolkien’s Lord of the Rings, well under construction.”
Thompson out Malbon in and with a new boat at Artemis
Following a very successful ﬁrst year in Ocean Racing including sponsoring an Open 60, breaking the Round Britain and Ireland record and
competing in the Route Du Rhum, Artemis and Brian Thompson parted
company. Jonny Malbon, who skippered Artemis Ocean Racing to victory in the Round Britain and Ireland race last year, will be skippering
this year and the team will be building a new Open 60, designed by Rogers Yacht Design, to compete in the
2008 Vendée Globe.
Jeanneau Sun Odyssey faster than B&Q Castorama
Ellen MacArthur’s Taipei to Hong
Kong record, set aboard her trimaran, “B&Q Castorama,” was
beaten by a Jeanneau Sun Odyssey 47. Philippe Grelon skippered the yacht to a time of 2 days 15 hours, beating the trimaPage 24
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ran’s time by 1 hour 20 minutes.
Caffari gets Yachtsman of the Year award and unveils
new plans.
Dee Caffari won the prestigious Yachtsman of the Year award, making
it a double for the ladies, with Katie Miller taking the Young Sailor of the
Year title.
Dee revealed that she will be undertaking an intensive Open 60 racing
campaign culminating in the Vendee Globe 2008, with Aviva She wants
to be the ﬁrst woman to sail solo, non-stop around the world in both directions.
Jean le Cam awarded FICO World Ocean Racing Championship 2006
The last race in the FICO Oceanic calendar for 2006, the Route du Rhum, decided the FICO World
Championship. Going into the event, Jean le Cam was leading the points table, which covers Oceanic races held over a two year period. His second place in the Vendee Globe, third place in the
Jaques Vabre and second place in the Route du Rhum secured the Championship.
Jean-Pierre Dick & Damian Foxall talk
about their Barcelona World Race double
act
Why did you choose Damian Foxall as co-skipper
for the Barcelona World Race?
Jean-Pierre Dick: First, Damian has good experience in offshore racing since he has already sailed in
5 Around the World races and has sailed on different
types of boats. Then, this Around the World will last
for nearly three months, so it is important to leave with
someone you like, which is true of Damian. For me,
the human side of racing is as important as the sporting side, since those who win the race will be the best united team!
What are Damian’s qualities?
Jean-Pierre Dick: He’s been around for a good while. Damian is versatile and skilled in many areas.
He could easily be the skipper of the boat on his own. He’s an excellent technician who will lend a
hand in preparing the boat but will also help out if there’s a problem during the race. He’s both intuitive and rational, and we both have the desire to perform well in common.
What made you enter this race with Jean-Pierre Dick?
Damian Foxall: When Jean-Pierre asked me to be his co-skipper for the Barcelona World Race, I
didn’t need to think hard about it! We had already sailed together in the Sailing Tour de France in
2001 and I really enjoyed it. He has been working on projects that produce good results for a long
time. For me, he is one of the favourites in this race. So, there was no hesitation!
What do you think of your duo and this race?
Damian Foxall: We are both really motivated by this race which is the event of the year 2007. In human terms, it will be very rewarding. I think that there will be lot things to discuss with Jean-Pierre.
This is important, because we’ll be together for a long time! However this is an excellent race concept with a great line up. From a sport point of view it is interesting since it ﬁts with our common
objective: preparing the Vendée Globe.
How is the start of your collaboration shaping up?
Damian Foxall: I’ll be leaving to meet up with Jean-Pierre in New Zealand mid-February. We are
going to concentrate on preparing Paprec Virbac before bringing her back to France. And then we
will do a lot of sailing together this year, since I will be sailing with Jean-Pierre in all the races this
season.
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ABN AMRO Two awarded Rod Stephens Trophy
for recovery of Hans Horrevoets
The crew of ABN AMRO TWO was selected by the Cruising
Club of America (CCA) to receive the 2006 Rod Stephens Trophy for Seamanship for its recovery of Hans Horrevoets during
the Volvo Ocean Race. This is a perpetual trophy made possible by shipmates and friends of the late Rod Stephens to recognize “an act of seamanship that signiﬁcantly contributes to
the safety of a yacht or one or more individuals at sea.” While
ultimately unsuccessful in saving Hans life, the crew located
his body by acting quickly, following good, previously rehearsed procedures and using excellent
judgment in carrying out search tactics.
Why are we waiting?
Tony Bullimore has spent longer waiting to start his solo round
the world record attempt than he hoped it would take to go
round the world. Tony says “I am not prepared to leave until Lee
Bruce, our American weather router is conﬁdent that I can hook
up with a series of low pressure systems that will carry me all
the way to Cape Horn.”
Meanwhile, Bullimore is not short of Supporters Club members,
though the names he adorned the hull with are having to be replaced with something more durable than ink!
Maud Fontenoy unharmed after Oréal Paris dismasts
Maud Fontenoy’s attempt to sail the wrong way around the
world, from Reunion to Reunion, looked as though it might end
when Oréal Paris dismasted, about 900 miles from Australia. A
clearly shocked Fontenoy said “I was making about 7 knots, the
sea state was good and the wind about 20-25 knots, when the
mast fell and broke in two. It landed beside me, but I was able
to jump into the cockpit and wasn’t injured. One of the pieces is
in the water and tapping against the hull. It’s pitch black and I

have neither light nor instruments.“
The Adelaide Express, a German container ship, was diverted by the Australian maritime authorities, but Maud had decided she was going to get her boat back to Reunion, under jury rig.The rendezvous was psychologically disturbing, because – after she’d said she didn’t want assistance – she
began to wonder if she’d done the right thing. “I was in a bad way this morning.” she admitted “That
ship, with all the crew on the deck got under my skin.” Then she focussed on the resolve to get back
to her friends on Reunion and the moment of self doubt gave way to action.
Four days later, she was sailing again. The hardest part was getting the boom hoisted into a vertical position and in a way that meant she could be conﬁdent that it wouldn’t fall down at the slightest
blow. It took her 10 hours. She then hoisted a small foresail and got going again, but she admitted “I
didn’t know if I would ever manage to get going again. I have to say that there were times when my
nerve seemed to be leaving me; my hands hurt so much and my body was ravaged by the efforts.”
Determination and strength of character enabled Maud to surmount a lot of obstacles during her
voyage, but this episode was clearly very difﬁcult for her. As she says “First there was the psychological shock of the mast falling beside me, then the anguish of the blows on the hull all the ﬁrst
night, then to have to plan to leave the boat, which I had not prepared for mentally... and then ﬁnally,
step by step, climbing this long spiral staircase. “
Cathy McLean
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THANK YOU KOJIRO FOR THE ONGOING PHOTO ESSAY

Kojiro Shiraishi won the media prize for the Velux 5 Oceans ﬁrst leg. He
richly deserved it, for the glimpses he gives us into his world. More of his
superb images can be viewed in the BYM Photo Gallery.
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KNIGHTLY WOES

Oh Sir Robin, what’s it all about?
Sir Robin Knox-Johnston is a round the world sailing legend, but the
saga of Saga’s problems, in the Velux 5 Oceans, is scarcely the sort of
swansong that he can have wished for.
Following the loss of Hugo Boss
and the dismasting of Ecover,
Sir Robin Knox-Johnston’s
Saga Insurance ﬁnished leg 1
of the Velux 5 Oceans in third
place.

It arrived with a host of problems though, including broken
sail battens, weather reception
difﬁculties and malfunctioning autopilots, not to mention
exhausted stocks of Scotch
and Gentleman’s Relish, which at times had
seemed to concern Sir
Robin most of all.
Sir Robin has a good
sized shore team, contacts and reputation,
so getting hands on
deck to ﬁx up the boat
wasn’t a problem. An
ex-Bill Green employee
repaired keel damage
caused by a ﬁshing
line and dealt with an
enlarged gap around
the keel entry into the
hull. Simon Clay (seen
up the mast) and Pete

Cummings, who lead the shore
team, were backed up by Huw
Feenie and Tim Ettridge from
the UK and Dilip Donde from
India. The veteran sailor said
“We have a good, experienced
and strong team at work.” and
went to spend a few days with
friends.
It wasn’t just the shore team
working to put the boat into
tip top condition. David Swete,
from North Sails NZ, ﬁxed all
the tears caused by broken battens and added a fourth reef
to the mainsail. Replacement
instruments were installed by
Tom Green of Raymarine.
The ﬁrst problem of leg 2 occurred the day before the restart. Returning from a ﬁnal sail,
a rope got caught round the
propeller causing the sail drive
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to shear, necessitating some
midnight oil burning.
Sir Robin made it to the line,
but during the night both autopilots, whose problems he had
thought resolved during the
stopover, failed and refused to
re-start. He returned to Fremantle and said, shortly afterwards
“We had specialists onboard
this morning who identiﬁed the
problem. The wiring to the autopilots wasn’t big enough to take
the power. It was like pushing
lots of water through a tiny pipe.
Now that we have identiﬁed the
problem it explains a lot of the
issues we had in the last leg, so
ﬁnally we know.”
Whilst Saga was in port, Duane
Hand came down from Maxsea
and re-programmed their weather programmes. “So, hopefully,
I won’t be sailing blind this next
leg.” said Sir Robin.
It was not to be, within a few
days, the veteran sailor reported “I am hampered by the fact
that the new Iridium phone has
switched itself to internal use
only, so cannot make outgoing
calls. This means I cannot up-

date the weather and I’m having
to use, now, a 2 day old forecast. Under that forecast I expected to be headed last night,
but in fact it never happened,
so I could have borne away and
gone faster instead of keeping
hard on the wind.”
He was scathing about the industry. “Why doesn’t the Iridium
phone work now when it worked
ﬁne when installed and, initially,
after I left? Don’t ask me, just
accept it as another example
of the electronics industry. Imagine what would happen if
washing machines failed on the
same scale as these electronics I have do?”

to get the Fleet 77 satellite system up and running resulted in
much groaning from the dome
and a message about the motor, which I can believe. I doubt
we can get this working before
Norfolk and I am, certainly not,
trying to take the dome off to
look at it down here. We know
the antenna to the new Iridium
works as it is working with my
spare, but I cannot connect
that up to get the weather so
am now dependent on the Australian text maritime forecasts
which have nothing like the detail of the info I did have.”

That same day, he lost his main
liferaft. He was setting more
sail when, in his own words “I
Three days later, foresail prob- noticed a line trailing aft and
lems added to his woes. “This went back to pull it in only to
morning I went to unravel the discover it was the liferaft paintbroken furler line,” he report- er. Some time during the night
ed “but found the furler itself the raft had been swept from its
damaged. Its central disc has alcove in the stern. I think it was
been bent, torn out and is now about midnight as I felt a slight
jammed. This means no reach- tug then and wondered, for a
ers for the rest of the voyage second or two, whether we had
I’m afraid, as there is no way I caught another ﬁsh net. The
can get one down on my own. rules require us to carry two life
They are just too large.”
rafts, but that is my big Solas
one lost. The lashings are inHe added “Frequent attempts tact so suspect they may have
slipped off the ends, a
small lashing holding the
two together would have
avoided that.”
“My concern then was
the inspection hatch
from inside the boat to
the liferaft alcove. It is
protected when the raft
is there, but vulnerable
on its own. I have lashed
a spare grab bag ﬁlled
with all the banners into
the alcove; they break
up any following sea
that tries to hit the stern
and hope it will be good
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enough to break their force.”
That wasn’t the end of that
day’s troubles though, he went
on “Whilst in the lazarette, I noticed the hydraulic ram is still
leaking oil from its motor, but
I still cannot determine where.
You cannot miss the leak; the
lazarette is like an ice rink.”
“There were also 3 holes in the
transom, where people install-

ing equipment had ignored the
proper gland and just drilled
a hole. One ﬁrm had ﬁtted a
gland to one of their wires, but
not the other, quite disgraceful.
You cannot watch everyone all
the time, but those holes have
now been Sekoﬂexed.”
Knox-Johnston celebrated the
anniversary of 50 years of seagoing by ﬁxing an electronics

problem. “I’d had a small problem with the Maxsea dongle, but
after some careful surgery with
a clasp knife on its terminals
succeeded in getting it working
again.” He added “This success
warranted the declaration of a
headland! I can now, at least,
see where we all are, although I
still cannot get any weather.”
February 7 was the date of his

worst problem yet. The headboard car, attaching the top of
the mainsail to the mast track,
broke. He reported “When I
got it down I discovered it had
sheared one of its lugs. It came
apart because its connecting
pin dropped out. There are bits
of it up the mast, bits broken
and bits missing, not an encouraging situation. So now I can’t
hold the top of the mainsail to

the (mast) track. I put a spare
slide on as a stopgap, but it did
not survive the ﬁrst gybe and
came off the track, hopefully
doing no damage on the way.
After some 6 hours of various
attempts, lengthened by the
sails bolshy determination to
get caught behind the lazy jacks
and runners at every available
opportunity, I have some main
set at the moment, a fathom or

so short of the 3rd reef, but it is
baggy because I don’t want to
put too much pull on the leech
and wouldn’t get me to windward and will be a critical handicap if I cannot ﬁx it when we get
lighter conditions. If the slides
don’t drop down I may have to
go up and get them, but not in
these conditions.”
He went on “I always said this
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was a test of equipment and
boat as much as the sailor and
so it is proving. The failure of
this ﬁtting will cost a lot more
miles than we’d lose if I slept 6
hours on the trot. I do not have
a spare for this ﬁtting since you
don’t expect it to fail, and in any
case, you cannot carry a spare
for every single item as you’d
never move through the extra
weight.”
Approaching the Horn, Sir Robin made a decision to stop for
repairs “I am going to pull in to
Ushuaia, the southernmost port
in Argentina.” he said “I don’t
want to stop, I’m into a good routine, but have thought it through
and this is the right move. Saga

Insurance may have moved up
to 3rd and this will mean dropping back to 5th again, but the
rational is as follows: I cannot
be competitive without weather
information. Neither of my satellite systems that would give
me this is working. We can ﬁx
them with the right spares we
hope. This is the main reason
for pulling in, bloody electronics
that don’t work. You only have to
look at the way Koji has slowed,
as he hits the variables, to appreciate how vital this weather
info is; I can get a new head car
for the mainsail and ﬁt it; I can
get a new furler for the reachers; I can ﬁx the ballast tank
valve.”

Simon Clay ﬂew out to Ushuaia
with spares, the locals pitched
in to help and the work was
done. After taking the helpers
out to dinner, Sir Robin motored
off to restart the race where he
left off.
We could scarcely believe it
when, within hours of Sir Robin
starting to sail again, we got yet
another report that something
was wrong. “I am underpowered at the moment as the lazyjacks are the wrong side of the
mainsail and I need daylight to
sort it, so I can only put up the
4th reef.”
Marian Martin

MEAN WHILE, BACK IN
THE
NORTH
ATLANTIC
BERNARD STAMM SURGES
ON, ALMOST 4000 MILES
AHEAD OF SIR ROBIN.
What caused this saga of
failures and misfortunes?
To use Sir Robin’s washing machine analogy; the ﬁrst thing that a
household electrician does, before
ﬁtting one, is to make sure the wiring is up to it. So, how could any
marine electronics specialist have
failed to notice that a wire to the
autopilots was too small? Yet this
went unobserved both during the
UK reﬁt AND during a Fremantle investigation as to why the autopilots had malfunctioned on leg 1. I guess that, if you were to ask Bernard Stamm to comment, he
would say “Incroyable!”
This veteran sailor has had a series of problems that he has taken in his stride, but
if they had occurred to someone who did not have his vast experience, that sailor
could have ended up in serious Southern Ocean trouble. Whichever way you look at
it, this saga is an indictment of either the standards of preparation, or the equipment
ﬁtted to a yacht which, previously, had a tremendous track record.

Why?
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Ocean Racing is demanding, but
is there anything more exciting to sail than a skiff?
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These pictures of the Fat Face team in action are by
French photographer Christophe Favreau
Many more photos of skiffs racing can be found in the
BYM Photo Gallery
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MEGAYACHT NEWS
December 2006
The OCEA Commuter 108 Abely
Wheeler completed her ﬁrst round the
world navigation.
She arrived in Les Sables d’Olonne,
two and a half years after leaving for
an Atlantic crossing towards the Caribbean and the Panama Canal
After an efﬁcient 18 months
construction programme, the
45 metre Transocean Explorer
Yacht Marco Polo was launched
in November and carried out
initial trials during the last week
of December.
Commissioned by Hong Kong
based company MCC, Marco
Polo was the ﬁrst of their Transocean Explorer series to be
launched from the Cheoy Lee
Shipyard to designs by Ron Holland Design, with interior decoration by London based KCA International.
January 2007
Following two years of development,
major investment in new shipyard facilities and establishing a highly specialised workforce, the Yacht Division
of Sunseeker International ofﬁcially
launched its 37 metre tri-deck at the
London Boat Show. With a second
37metre well underway, a third hull
being moulded and further orders
already taken Sunseeker said it was
conﬁdent that this new model would
spearhead the development of a
new range of exotic yachts bearing
the Sunseeker brand name.

Pershing, the Ferretti Group brand and famous Italian shipyard specialising in the production of luxury yachts, was in Shanghai to receive the
prestigious Performance Luxury Yacht 2007 prize. This award, based
on the Chinese market, was the result of the “Best of the Best” opinion
poll conducted by the important Chinese ﬁnance and lifestyle magazine,
“The Hurun Report”.
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4Yacht Inc. was made exclusive Central Agent for two new Gigayacht projects, a 200 metre and
a 165 metre designed by Donald Starkey. The 200 metre yacht, appropriately named Everest, is
Donald Starkey’s idea to design a yacht that would surpass all others, by taking a gigantic leap forward to above 200 metres. It is possible that this could be the largest private yacht for some time to
come.
Trinity Yachts delivered
the 161 ft tri-deck motoryacht Imagine. After successfully completing her
sea trials, the yacht left
for Fort Lauderdale and
then on to the Bahamas.
After a short shake down
cruise, Imagine proceeded onto the Caribbean for
some private sailing with
the new owners.

Royal Denship celebrated the launch, in Aarhus, Denmark, of the ﬁrst example of its 85’ Flybridge,
which is the latest addition to its ‘New Range’ of semi-custom luxury motor yachts. The occasion
was marked by a lavish party.
2007 started with a bang
for Jongert, with the signing contracts for three
new projects in the ﬁrst
week of the new year: a
2400 sailing yacht, a 36
metre motor yacht and
another power boat with
a length of around 40
metre.
French builder Couach
unveiled the silhouette
and interior views of its
latest model, the 3000
Fly. The ﬁrst vessel will
be launched in spring
2007 and the second one at the beginning of summer. The yacht boasts a slender, resolutely modern proﬁle and looks certain to make a mark on the strength of its performance.
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February 2007
The Azzura Classic 100, Cambria
II, was shortlisted as one of six
ﬁnalists for the prestigious World
Superyacht Award in the semidisplacement Yachts of 30m to
40m LOA category.
Cambria II is a traditional styled
motor yacht that has captured the
eye of many designers, boat owners and members of the general
public.
Azimut
announced
that the world premiere for the new
Azimut 103S will take
place at the Dubai
Boat Show in March.
The Middle East is
one of Azimut’s prime
markets and ART Marine of Dubai, the winner of the Best Overseas Dealer at the last Azimut Dealers’ Meeting, will act as
host for the launch in Dubai.
OCEA Shipyard, located in Les Sables d’Olonne on the French Atlantic Coast and builder of the
OCEA Commuter Yacht Series, signed a contract for the ﬁrst OCEA 85 to be delivered for the summer 2008. The OCEA 85 has been designed, by Joubert-Nivel, to cruise extensively and to the most
secluded places.

GOLDEN OLDIE
Iduna was launched, in 1939, by De Vries, for
the 77 year old Dutch shipping magnate Philippus van Ommereb III. The 100 foot yacht remained the largest Feadship built until 1960.
After a three year rebuild, carried out in the Classic Yacht Darsena yard, in Italy, Iduna now combines classic splendour with 21st century standards of comfort. Inside and out, she exudes the
golden age of yachting, but now combines mahogany , teak, brass, crystal and ﬁne ﬁttings of
the epoque, with modern conveniences such as
air conditioning, audiovisual entertainment and
computers.
Iduna is a classiﬁed yacht d’époque and can be chartered for classic regattas. though, as a true
motor sailer she is unlikely to lead the pack.
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THE BLACKER SIDE OF YACHTING

In 2005, in collaboration with
Camper & Nicholsons, the Monaco Yacht Show decided to become Carbon Neutral. The Carbon Neutral Company provides
expertise to help companies
reduce the impact their activities have on the environment,
both by identifying direct ways
of CO2 reduction and through
offset schemes.
Last year, the Monaco Yacht
Show committed to taking part
in three offset projects: The
Te Apiti Wind Farm, in New
Zealand; The Coal Methane
Capture, in the USA and The
Forestry Project, in France.
To ‘neutralise’ its emissions,
in 2005, Camper & Nicholson
supported a forestry project
in Scotland and a small hydro
project in Bulgaria and has now
also signed up to the New Zealand wind farm project.
The way offset works is that for
every 1 tonne of CO2 you cannot reduce, you pay for 1 tonne
to be reduced somewhere else
in the world. It’s better than
nothing, but there is still a perception that it is a way for companies and individuals to buy
their way out of making a real

effort to make real changes.
The large yacht industry is not
the greenest of industries. Few
yachts career out of Monaco,
Antibes, or Antigua leaving
black smoke in their wake, but
a number envelope the quays
in blue smoke when they start
their engines; something that
– in many cases – better maintenance could prevent.
Then there’s the build process;
there are directives governing
styrene emissions and many
companies meet or improve
on the limits imposed, many do
not though. Visit a region with
a number of boatyards and you
are sure to recognise the unmistakeable smell of the potential carcinogen outside one of
them.
The use of anti-fouling containing tributyl tin (TBT) has been
banned on Europe’s smaller
yachts (under 25 metres), because the consequences of
concentrations in marinas presented an unacceptable risk to
sea life, especially molluscs. Yet
this substance is still a constituent of the bottom paint of many
large yachts. One of the effects

of TBT is to cause female molluscs to develop male sexual organs, something to think about
before ordering shellﬁsh on the
Côte d’Azur!
Tropical hardwoods are something else that the superyacht
industry consumes in abundance; how many owners and
builders take care to ensure
that a yacht’s interior is not
furnished with products of illegal logging, which is not only
destroying forests that absorb
CO2, but causing serious hardship to native populations.
There are owners and builders who do care: the late Claus
Kusch recommended Siberian larch decking, instead of
teak, for White Rose of Drachs;
Ice, formerly Air, was commissioned to have as little environmental impact as possible
and Le Grand Bleu was built to
Lloyd’s “Environmental Protection” classiﬁcation. Some owners have gone even further and
shown that being green can
mean saving on running costs,
read on ……
Marian Martin
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MY White Rose of Drachs

MY Ice

MY Le Grand Bleu
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BEING GREEN & SAVING MONEY
Allan Lear is doing it with Black Gold, Joe Vittoria is doing it
with Mirabella V; why aren’t more owners?

The New Wave built bio fuelled catamaran, Black Gold, is more
than a yacht; it’s a high tech ﬂoating reﬁnery.
Innovative Queensland businessman Allan Lear has a simple explanation when associates query why he named his
revolutionary New Wave built
catamaran Black Gold. It’s simple, the 20 metre vessel, which
has been secretly planned for
several years, is a high tech
ﬂoating reﬁnery capable of turning black used oil sludge into
a money saving alternate fuel
source.

They contain the sophisticated bio fuel blending technology which collects and reﬁnes
waste engine or vegetable oil
for re-use as a lower cost alternate fuel.

In fact Black Gold, designed
by Paul Birgan and built under
a special commission by Peter
Cavaliere, at New Wave Catamarans in Colmslie Brisbane,
is powered with twin 600 hp
Detroit diesel engines which
Top side the sleek catamaran will run on the low emission
looks a picture of ﬂoating luxury and environment friendly fuel,
but out of sight her spacious produced from her compact in
hulls reveal a mind bending house reﬁnery when making oil
scene of modern engineering salvage voyages to and from
and associated technology. Australian and Paciﬁc Island

ports. This concept, which was
inspired from a collection of experiences gained by Allan Lear,
when sail cruising around the
world and working in oil reﬁneries in Kuwait, is claimed to be
the ﬁrst of its kind in the World.
Allan Lear, who has pioneered
this revolutionary technology,
conﬁdently believes the bio fuel
processing will signiﬁcantly reduce fuel costs. “The most outstanding feature of the reprocessing and blending technology
is the availability to solve oil
waste problems in remote regions”.
“In addition, the computer manPage 39
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aged blending allows rates to
be changed to suit viscosity.
This means that a blend rate
can be accurately reﬁned from
various used oil stocks to then
be blended as clean fuel for
diesel engines”. Mr. Lear said.

conditioned crew cabins.

As is to be expected it’s a whole
new world down in her hulls; the
twin engine rooms are relatively
normal, but there are a number
of tanks to stow diesel, waste
engine oil, coconut oil, cooking
In every respect, Black Gold is oil and tallow to be converted
a very interesting fully self con- into fuel by the specially detained factory ship supported signed reﬁnery in her portside
with two custom designed ten- hull. There is also a modern
ders including a jet boat and an heavy engineering workshop
amphibious vessel. The yacht in the starboard hull including a
has three levels, with the state lathe, metal saw, press drill and
of the art bridge deck contain- welder and various other tools
ing the latest satellite naviga- needed to carry out repairs at
tion aids and engine control remote ports.
systems plus the master’s
quarters, while the entry level Amazingly, the approximate
saloon deck contains a chef 12 tonnes of extra weight has
style galley and comfortable air not restricted the performance,

with Black Gold logging a peak
speed of 22.5 knots during her
initial sea trials. This performance alone will allow Black Gold
to be an effective on the spot
fuel oil reﬁnery, but more importantly a fully self contained
recovery vessel for treating oil
spills with her surface cleaning
system ﬁtted to the tunnel between her hulls.
Black Gold will be fully commissioned and ofﬁcially launched
at Sanctuary Cove International Boat Show, where she will be
open for public inspection from
May 24th to 27th.
Ian Grant

Mirabella V is a sailing boat, but her generators run day and
night and their oil is continuously reﬁned.
The traditional method of oil
changing and particle ﬁltration adopted by nearly all other
pleasure vessels is not used
on S/Y Mirabella V. The yacht
is ﬁtted with Puradyn ﬁltration
systems.

damage to our planet, but that
is by no means the only reason
that you would want to run the
Puradyn setup.

heated evaporation chamber.
The main generator prime mover, with a sump of 40 litres, uses
the smaller PFT-60 model.

Mirabella V is ﬁtted with 2 different models of Puradyn. The
main engines, with lube oil
We are all aware the need to sumps of 100 ltrs, run the TFprevent further environmental 240 Model with the electrically

During the service of the main
generators we change the lube
oil ﬁlters, the coolant ﬁlters
and the fuel oil ﬁlters and take
a sample of the oil. We also
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change the Puradyn ﬁlter and
associated O-rings. We DO
NOT change the oil, we just top
it up and bring the generator
back on line.

results:
Moly less than 2
Water less than 0.1
Oxides 4.8
Fuel less than 2
TBN 9.1
If Mirabella V were not ﬁtted Nitrates 2.7
with the Puradyn system, we Soot 0.6

tion of their lubricants.

would have to change the oil
and dump the 40 litres of used
lube oil into a storage tank, to
be shipped ashore at a later
date, then reﬁll with 40 litres of
new oil, which would have been
kept in another storage tank.

all day, every day, service time
comes around about every 12
days, which equates to about
30 services each year. Without
the Puradyn system that would
mean 30 X 40 litre oil changes
on each generator and there
would be about four main en-

We analyse the oil sample for
various substances and keep
the results for our records. The
analyser machine is a touch
screen setup and very simple
to use.

The oil viscosity was 13.3.
You can see, from those ﬁgures that, even after such high
hours, the oil was not suffering
from any contamination, or loss
of viscosity, so did not need be
changed. When I ﬁrst started
working with the
Puradyn system
I found this to be
quite amazing.

In addition to analysing lubricants
in the machinery
that is using the
Puradyn system,
we also sample
and test other
systems such as,
hydraulic system,
CPP,
gearbox,
keel, furlers, bow
thruster, windlass,
cranes to name a
few. The beneﬁts
are clear; we have
When this generator had run a lot more knowlfor 4723 hours and was due edge about wear in all our sysfor an overhaul these were the tems on board and the condi-

The savings from having the
Puradyn system ﬁtted are
threefold; time, cost and storage space.
With the generators running

When the port generator had its
ﬁrst service, following an overhaul, the oil analysis showed
the following, in parts per million:
Moly less than 2
Water less than 0.1
Oxides less than 2
Fuel less than 2
TBN 9.9
Nitrates less than 2
Soot 0.3
The oil viscosity was 12.2.

gine 100 litre oil changes each
year.
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Not having to
change the oil
clearly means a
big direct cost
saving, but there
is also a big time
saving. Not just
the time needed
to ﬁll and drain a
sump, we don’t
need to ﬁll a dirty
oil tank and get it
emptied ashore.
The cost of pumping oil ashore to a
salvage company
can, at times, be
more expensive
than taking it on
board in the ﬁrst
place. We don’t
need to have a large clean oil
tank ﬁlled either. We don’t have
such tanks, so there’s a big saving in space too.
There are also some less obvious advantages. Early detection of faults, picked up by the
oil analysis, can save vast sums
of money and time, not to mention the potential lost revenue if
a generator should fail just before a charter.
Then there is the important fact
that the cost to the environment
is minimised, because we limit
the amount of oil that we use
and waste. We also limit the
risks of pollution in case of an
accident, by not having tanks
of fresh and used oils in the engine room.
Simon Done. Second Engineer S/Y Mirabella V
The majority of birds, oiled as a result of spillage from the beached MSC
Napoli, were contaminated by light oil that leaked from storage tanks. If a
Puradyn system had been used that oil would not have been on board.
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SPONSORS

If you’re looking for one, you need to know why they do it.
Any marketing textbook will tell
you that sponsorship is an element of the communications
strategy. That is very true. But
like all simple deﬁnitions it does
not do justice to the diversity of
communications strategies that
can successfully employ some
form of sponsorship.
The reasons for using sponsorship are many and various.
It may appear surprising but,
over a period of time, the vital
“Opportunity to See” offered by
sponsorship can be very cost
effective. Just think about the
cost of sponsoring the team
shirt of a premier league football club. You will probably be
talking a few million pounds,
but the team will play in front
of anywhere between 30 and
70,000 people 38 times plus
cup competitions plus maybe
European competitions. Many
of those games will appear
on TV, not only in the UK but
world wide. Therefore, the to-

tal number of people, who will
have seen that sponsors name
at least once during the season, could be in the billions.
Add on the replica shirt sales
that the club achieves and the
Opportunity to See total makes
those million pounds outlay very
cheap indeed. The corporate or
brand name has been kept in
front of a mass audience.
In yachting, there have to be
other advantages for a sponsor. Volvo will justify their sponsorship of the round the world
race on a number of bases, not

least being that a major part of
their business lies in the marine
sector. However, their sponsorship offers them so much more.
Just go to the start or the ﬁnish or any of the stopovers. The
whole place is festooned with
Volvo banners. Volvo has the
chance to entertain and meet
with its suppliers, distributors
and agents, (and not just for
its marine business but also
its cars, trucks etc.). It even
has the opportunity to talk to
the average yachtie, who may
be thinking of re-engining or
upgrading. With this jamboree
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sailing may
be ideal for
you. On the
other hand,
if you want
to reach a
mass audience then
you would
be
better
served wooing a mass
sport such
as football.
Finally, you
also have to
take into account what
comes the whole media circus insurance company sponsorwe
might
call
the
CEO factor.
that will ensure that, every time ing a boat in the Volvo. Now the
the race is mentioned, so is the insurance company may not If you have a CEO who has an
name “VOLVO”. All of this for even specialise in marine in- interest in sailing or the kind of
a lot less money than it would surance, but it can fruitfully use people who go sailing then you
cost to sponsor an F1 car for its sponsorship as the corner- have a far easier pitch to make.
the season.
stone of promotional efforts. It However, if the CEO is a pistoncan relate the boat itself to the head then he is likely to be far
One of the elements of sponsor- ﬁrm – ﬁnely honed to succeed, more responsive to a proposal
ship that is important to the cor- encompassing the latest tech- to sponsor an F1 car.
porates is what may be called nology, rugged enough to face
the Halo Effect. Here an organi- anything that the environment Up to now we have considered
sation will look to be seen to can throw at it etc etc. Then the sponsorship in terms of national
be involved with an activity that company can relate the crew to and international sailing, but the
has attributes that they would its own people – highly experi- same type of factors also exist
wish their organisations to be enced, good team players and for SMEs who wish to sponsor
associated with. Therefore, we there for YOU when times are a regatta or even a race in a local club.
will ﬁnd ﬁnancial and computer tough.
companies sponsoring boats,
when their own business activi- Importantly, you have to con- The use of sponsorship as a
ties have little or no direct rela- sider the audience that sailing communication activity has to
tionship.
attracts. If you are producing be very carefully managed.
goods and services that are tar- Sponsorship will not work on its
Whilst yachting can still be said geted at particular groups then own. It has to be integrated with
to encompass intangibles such sponsorship can be a very ef- all of the other elements of the
as endeavour, risk, team spirit fective way of communicating communication mix. It also reetc. it will attract companies that with them and inﬂuencing their quires very careful budget manmay otherwise be considered decisions. If we look at the peo- agement. Any marketing direcas being “grey”. Add to that the ple who show interest in sailing tor will tell you that, no matter
same possibilities as Volvo en- we will ﬁnd a high preponder- how big or small your budget
joy and you again have a very ance of people from speciﬁc is, it is the effectiveness of the
cost effective way of projecting groups e.g. age, education, po- spend that is important.
yourself in public.
sition, socio – economic groups.
Therefore, if you want to target Dave Renton
Let’s take the example of an these people then sponsoring in
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boot Düsseldorf 2007

“That’s where I wanna go!”
At the ﬁrst glance, the deeper truth behind the advertising campaign - with that slogan - that’s run, throughout Germany, for weeks
ahead of the show isn’t clear.
Only on arrival, as a ﬁrst time
visitor to that speciﬁc show
and a ﬁrst-timer on a journalistic mission to cover a show,
did I realise how true the deep
sense of this advertising was.
Everyone seemed to be running
there, with the train and tube to
the exhibition grounds stuffed
with expectant future visitors.
The crowd was made up of a
mixed bunch, ranging from the
mid-30s sailor, in his offshore
jacket, to the middle aged wellto-do couple, presumably on
the lookout for their new motor
boat, to the avid diver swapping
tales with a young windsurfer.

alogue, despite boasting 324
heavy pages, became my new
best friend.
A woman in her mid-50s looked
at it while I stood getting a ﬁrst

overview of the exhibition halls.
“Oh, that’s what we would need
right now, too. This show is far
bigger than expected, and how
on earth should one tell where
to go? I think they could have

What luck that journalists get so
much for free... the show’s catPage 45
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made it all a little smaller. If you
have nothing to look for directly
you can go mad on where to
turn!” I smiled then, but only a
bit, because it did seem daunting, and one and a half hours
later this smile had long faded.
Indeed this show, extending
over 17 exhibition halls, is too
large a feast to eat everything
in one day. If only I had planned
on a two day visit...
It is not for no reason that Düsseldorf calls itself “Europe’s
biggest boat show” and I soon
realised that I wasn’t going to
be able to dedicate attention to
everything on display. So, I decided to take a quick tour of all
the halls and ask random people what they thought.
“The show offers something for

everyone”, said a man, carrying
a big pack of brochures from
electronic equipment suppliers
under his arm. “My wife and
her friends have gone off to the
Super Yacht Show, my daughter hangs out in the surfer’s hall

and my son’s got stuck into diving sport equipment. Still, you
should know what you want, or
you’ll run your heels off.” True
enough!
Düsseldorf, like all modern
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boat shows, dedicates expanding space to the watersports
sector that for years had been
treated rather step-mother-like:

Fjord Boats of Norway).
Eye catchers in the range of
the small sailing yachts deﬁ-

nitely were the Maxi Dolphin 33
and Brenta 30 and 38, but as I
looked farther I just as much enjoyed the thoughtfully ﬁnished
details on the Salona 37, Boat
of the Year 2007, and the interesting concept of the SKUD 18,
which was designed to even allow disabled sailors to get out
on the water.
Of course the series yards from
the German-speaking area
were all represented. Bavaria,
Hanse, Sunbeam, Dehler; they
all can look optimistically to their
future. The general trend is up,
each yard displaying, or at least
announcing, a widening of the
model range into the regions
of 60ft. The same goes for the

Diving, Fishing, Surﬁng only
entered the boat show in the
most recent years. Most space,
though, is dedicated to the motor powered boats (6 halls),
second most to sailing boats
and yachts (4 halls).
Of the motor powered yachts,
two boats especially stayed in
my mind: the beautiful Tender
08 of Swiss Heinrich-Werft,
powered by a Volkswagen Marine motor, and the yellow Wally
Power-like Fjord 40 Open from
Knierim yard of Kiel, announcing the Brenta 60.
Deﬁnitely, Düsseldorf shows
that the money is there to build
bigger and better superyachts,
for the Super Yacht Show is still
expanding, with a second hall
this year. Take major German
super yacht yards like Abeking
& Rasmussen or Lürssen, as
well as foreign yards like CNB,
Jongert, Huisman and JFA; add
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a few design ofﬁces like Van
Peteghem & Lauriot Prevost or
Judel/Vrolijk and shake... it’s a
heady cocktail.

tionally styled Little Zaca was
an impressive 25 metres long,
and nothing about it justiﬁed the
“little” in its name.

tried to animate the seemingly
uncompetitive public to try the
grinder contest. Its counterpart
could be found on indoor display in hall 17. United Internet
“Of course there are boat shows Outside displays were scarce, Team Germany aimed to imthat are more important, just be- only T-Systems, in a little pa- press, but only left me with the
cause they’re dedicated to our vilion, next to the old America’s feeling of a maybe charismatic,
speciﬁc ﬁeld of construction, Cup boat of Team Shosholoza, but still somewhat amateurish
Monaco for example”, said
Laurent Charlier de Chily, of
French H2X Yachts & Ships
of La Ciotat. “Still Düsseldorf
gives us the opportunity to
meet with sub-contractors,
and we receive two or three
visitors each day, who are
truly interested in having a
bigger yacht built by us.”
Of the larger sized yachts on
display, the red hulled Bandido 90 explorer yacht and
the Little Zaca 73 from Dutch
Yacht Builders B.V. stayed in
my mind. After all, the tradiPage 49
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team.This impression wasn’t
helped by the interviews and
entertainment programme on
the day of my visit – Tuesday,
America’s Cup Day – which
included a match race with
scale America’s Cupper models in the display pool. Lots of
promotional games and talks,
but no real news.
After all, the entertainment
programme seemed well
equipped, with speciﬁc presentations and lectures on rig
trim, ﬂy ﬁshing, yacht restoration and the Barcelona World
Race. Ellen MacArthur, Alex
Thompson and Andrew “Capie” Cape faced a magically
enlarged crowd of intense listeners. Special acclaim was
awarded for Alex’ announce-

ment of probably skippering his
new Open 60 during Kiel Week
in summer, but, aside from that,
those who waited for the big

news were disappointed. Neither news about Ellen competing in the Barcelona World
Race, nor any new participant’s
announcements.
Still, with my freshly signed
copy of “Taking On The World”,
I could collapse into a state of
peaceful depletion. After seven
hours of intense bombardment
with all kinds of impressions,
full of shiny polished hulls and
blinking stainless steel, I was
totally ﬁnished off.
But one last stroll through the
Super Yacht hall brought the
smile back to my face, when I
beheld yacht designer Doug Peterson, talking while sipping on
a can of Carlsberg beer, leaving
the nearby bottle of champagne
unopened.
Maybe, in the end, less is more,
even when it comes to boat
shows.
Thomas Schmidt
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Climate change

Fact, or ﬁction?
This glacier, north of Puerto Eden, Chile has retreated several miles in the
last 20 years, leaving exposed rock.
Is there a real problem?
Climate change is happening. There is overwhelming
consensus among the world’s
leading climatologists that global warming is being caused
mainly by carbon dioxide and
other ‘greenhouse gases’ emitted by human activities, chieﬂy
the combustion of fossil fuels
and deforestation. These gases
remain in the atmosphere for
many decades and trap heat
from the sun in the same way
as the glass of a greenhouse.
The latest science report, from
the UN Intergovernmental Panel on Climate Change (IPCC),
published on 2 February 2007,
represents the most authoritative and up-to-date global scientiﬁc consensus on climate

change. It concludes that the
warming of the global climate
system is “unequivocal” and is
accelerating.
The global average temperature has risen by 0.76°C over
the past 100 years, with Europe
warming faster than the average, by around 1°C. The 15
hottest years on record have
all occurred during the last 20
years, 11 of them since 1995.
The second half of the 20th
century was the warmest period in the northern hemisphere
for at least 1,300 years. The
rate of sea level rise has almost
doubled from 18 cm per century
between 1961 and 2003 to 31
cm per century in 1993-2003.
The report points to a greater
than 90% probability that in-

creases in man-made emissions of greenhouse gases
have caused most of the temperature increase seen since
the middle of the 20th century.
The current atmospheric concentrations of carbon dioxide
and methane, another greenhouse gas, are the highest for
at least 650,000 years.
The results of the IPCC working group indicate that temperatures and sea levels will rise
further this century. The global
average temperature is projected to increase by between 1.1
and 6.4°C. Its best estimate,
assuming no further action is
taken to reduce emissions, is
a temperature rise of between
1.8 and 4.0°C and a further rise
in sea level of between 18 and
59 mm. However, the projecPage 51
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Exposed rock on the 50 metres high Pio XI glacier.
tions of sea level rise may be
underestimated as they do not
include the full effects of changes in ice ﬂows.

position is therefore that the
objective of global action must
be to keep the temperature rise
within this 2°C limit.

cipitation are very likely in high
latitudes and the tropics whereas decreases are likely in most
sub-tropical regions.

What impact is climate
change
expected
to
have?

The impacts of climate change
are generally forecast to include
the following:

The warming of the global climate system is already evident
in the increases in average air
and ocean temperatures, widespread melting of snow and
ice and rising sea levels. The
impacts of climate change are
expected to become progressively severe as temperatures
rise. There is strong scientiﬁc
evidence that the risks of irreversible and possibly catastrophic changes would greatly
increase if global warming exceeded 2°C above the pre-industrial temperature. The EU’s

Extreme weather events storms, ﬂoods, droughts and
heat waves - will become more
frequent, causing human suffering and economic damage. It is
likely that tropical typhoons and
hurricanes will become more
intense, with larger peak wind
speeds and more heavy rain.

Warm seasons will become
dryer in the interior of most midlatitude continents, increasing
the frequency of droughts and
land degradation.

Changes in rainfall patterns
will put pressure on water resources in many regions, which
will in turn affect both drinking
water supplies and irrigation.
Increases in the amount of pre-

Geographical shifts in the occurrence of different species
and/or the extinction of species
will occur. Cold weather mammals like polar bears could be
especially threatened.
Projections show that by 2080
cold winters could disappear almost entirely and hot summers,
droughts and incidents of heavy
rain or hail could become much
more frequent.
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Some European plants are likely to become extinct
What about impacts in
Europe?
According to the new IPCC projections, the temperature in Europe may climb by a further 4
- 7 °C this century as emissions
of greenhouse gases continue
building up.

ed disasters per year doubled
over the 1990s compared with
the previous decade.

A 2004 report by the European
Environment Agency identiﬁed
a broad range of current and future impacts of climate change
in Europe, including the following:

Economic losses from such
events have more than doubled over the past 20 years to
around €8.5 billion annually.
This is due to several reasons,
including the greater frequency of such events but also socio-economic factors such as
increased household wealth,
more urbanisation and more
costly infrastructure in vulnerable areas.

Almost two out of every three
catastrophic events since 1980
have been directly attributable to
ﬂoods, storms, droughts or heat
waves. The average number of
such weather and climate relat-

The annual number of ﬂoods
in Europe and the numbers of
people affected by them are rising. Climate change is likely to
increase the frequency of ﬂooding, particularly of ﬂash ﬂoods,

which pose the greatest danger
to people.
Glaciers in eight of Europe’s
nine glacial regions are in retreat, and are at their lowest
levels for 5,000 years.
Climate change over the past
three decades has caused decreases in populations of plant
species in various parts of Europe, including mountain regions. Some plants are likely
to become extinct as other factors, such as fragmentation of
habitats, limit the ability of plant
species to adapt to climate
change.
Aldous GrenvilleCrowther
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FOUND, AFTER 63 YEARS, THANKS TO BYM NEWS,
THE INTERNET & THE SYDNEY HOBART

On June 28, 1944, Flight Lieutenant Dennis Mason (above left) jumped from
a Lancaster over France. This month, BYM News received an e-mail from
Howard Sandall, who had been looking for Dennis Mason on behalf of his
uncle, Flight Lieutenant John Gray. (above centre) Searching the internet,
Mr Sandall had found a December BYM News story saying that the 2006 Sydney-Hobart starting cannon would be ﬁred by a 90 year old, English born,
World War II hero, Dennis Mason, and asked if we could help him to track
him down. Less than a day later, the two families were in touch. That’s the
happy ending, here’s the beginning of the story
My Uncle F/Lt John Gray DFC
a rear gunner with 622 Squadron from June 1944 to January
1945, relayed the following account to me. Due to the actions
of the crew on this particular
night repelling a night ﬁghter
attack, three members of the
crew were awarded the DFC.

destined to become a centurion Lancaster and complete
113 operations and is featured
in several books. The following
extract is taken from an account
of the evening and recited to
me by my Uncle F/Lt John Gray
DFC, Rear Gunner on that particular night:

F/Lt R.G. Allen and crew lifted
off the runway at RAF Mildenhall in Lancaster GI-J LL885 at
21.55 hrs en route to Stuttgart.
This particular Lancaster was

On 28/29 July on our way to
Stuttgart, having reached the
Orleans area of France, we
were attacked by a German
night ﬁghter, which suddenly

appeared out of the darkness.
The night was shrouded in
bright moonlight and made the
whole crew feel vulnerable and
although I could seen nothing
down below the rear turret, I
knew only to well that a Lancaster would stand out quite
clearly to German night ﬁghters
from below. We had already witnessed one Lancaster go down
in ﬂames which we believed to
be GI-K piloted by F/O Peabody and crew, which was later conﬁrmed, with all the crew
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members losing their lives. The
night ﬁghter (JU88) came from
underneath and the ﬁrst thing
we knew about the attack was
when the bullets began to lacerate the rear part of the fuselage, tail and elevators.

clipped on his ‘chute’ and baled
out! Reconnecting my radio in
the fuselage I noticed the rear
door was open, so I knew the
mid-upper had gone. I checked
with the skipper about what
was happening, and was told
to hang on. Our skipper and the
There was a terriﬁc smell of ﬂight engineer F/Sgt J. Barker,
cordite and some ﬂares were set were both struggling to pull the

on ﬁre. I ordered a ‘corkscrew’
and our pilot put the Lancaster
into the manoeuvre, rising up
and then plunging down earthwards. I heard the call to put on
parachutes so disconnected the
R/T and climbed back out of the
turret. Mid-upper gunner F/Lt
Dennis Mason must have misinterpreted this precautionary
instruction for he, immediately,

bomber out of its headlong dive,
and managed it at 1,500 ft, then
jettisoned the bombs.
We had lost the ﬁghter, and
the damaged Lancaster was
turned for home with the Bomb
Aimer manning the mid upper
turret. One third of the elevators had been shot away and all
the trims, and there were large

holes in the tail plane. The skipper made as assessment of the
damage and managed to obtain
a degree of control of the Lancaster whilst heaving back on
the stick to keep her level and
decided to head for home, although alone and vulnerable to
further attack. The concentration of the bomber stream was
a major protection factor for
a
Lancaster
against the individual interception controlled
from the ground
stations,
and
GI-J was now
appearing as a
neat little mark
on the German
radar tubes on
the ground, a
clear target for
the
German
night
ﬁghter
force.
After about 30
minutes something blew off
from the tail section and our
pilot was able to ascertain a
greater degree of control and
we climbed up to 10,000 feet
and we removed parachutes.
On reaching the Channel the
wireless operator sent out an
S.O.S. so that we would be plotted over the sea in case we had
to ditch. We crossed the Channel and then came the question
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whether to jump out or try to
land. At this time, I was giving
the skipper constant updates on
the state of the elevators, which
we suspected would gradually
strip. The whole crew had the
utmost conﬁdence in our pilot
and we decided to stay with the
damaged aircraft and attempt a
landing back at Mildenhall.
Our Lancaster was still shuddering in the turn and the pilot was
having difﬁculty turning to the

left, staying
on
course
and
reducing
height to
land, but
eventually
reduced
height to
1,500ft.
T h e r e
w e r e
about 5 circles of aerodromes
round Mildenhall so as we came
near to base, skipper asked
base to ﬂash their lights on and
off so that we could identify
which was our landing strip. We
crossed the boundary of our
airﬁeld at 140 m.p.h. and the
throttles were closed and the
skipper very skilfully controlled
the aircraft as long as he could
and, with one big bounce, we
were running along the runway.
GI-J LL805 landed back at RAF

Mildenhall at 02.35 with extensive battle damage. We slept
soundly in our beds that night
and the next day had a look
at the damage. The Lancaster
was a wreck around the tail and
we were lucky to get back.
My Uncle later told me that, on
examining his parachute on
terra ﬁrma, he discovered that
it was full of bullet holes and,
if he had baled out, then he
surely would have been killed.
Bomber Command lost 39 Lancasters that night.
Howard J. Sandall

If you have any stories of GI-J LL885 and
its crew please contact Howard Sandall
by e-mail. ENROUTE62
AT AOL.COM

Page 56

Volume 1, Issue 3 - March 2007
Hauptmann Heinz Rökker
Heinz Rökker was born on 20 October 1920 at Oldenburgh. He joined the Luftwaffe, in October 1939,
and began ﬂying training with Flieger-AusbildungsRegiment 22 at Güstrow, in July 1940.
In August 1941 he attended Blindﬂugschule 5 at Belgrade-Semlin before completing his training in September 1941 at Nachjagdschule 1 at Neubiberg near
München. Rökker was posted to I./NJG 2, operating
in the Mediterranean theatre, on 6 May 1942. Leutnant Rökker was assigned to 1./NJG 2.
On 20 June 1942, Rökker shot down a RAF Beaufort
twin-engined bomber, by day, over the Mediterranean Sea whilst transiting from his base at Catania
to Kalamaki in Greece. His aircraft received 25 hits
from return ﬁre during the action but he landed safely at Kalamaki.
From bases in Libya, he undertook intruder missions over Egypt claiming
four RAF Wellington twin-engined bombers shot down.
0n 16 February 1943, Rökker undertook night ﬁghter missions over Sicily
and Tunisia, recording a RAF Wellington twin-engined bomber shot down
near Marsalla on the night of 19/20 April to record his sixth victory.
On 2 July 1943, Rökker led the unit back to northern Europe to undertake Reichsverteidigung duties. Rökker enjoyed much success at this time,
claiming three victories on each of the nights of 15/16 March 1944, 22/23
March and 24/25 March.
On the night of 6/7 June, he claimed ﬁve British bombers shot down in the
area of the Allied landings in Normandy. Oberleutnant Rökker was awarded
the Ritterkreuz on 27 July 1944. He recorded his 40th victory on the night
of 7/8 August. On the night of 4/5 November, he shot down four enemy
aircraft. He recorded three victories on the night of 3/4 February and destroyed six Lancasters on the night of 21/22 February.
Hauptmann Rökker was awarded the Eichenlaub on 12 March for 60 victories.
On the night of 15/16 March, Rökker recorded four enemy aircraft shot
down, as his last victories of the war, including a RAF Mosquito twin-engined bomber shot down over his airﬁeld at Hugplatz St Trond.
Heinz Rökker was credited with 64 victories in 161 missions. He recorded
63 of his victories at night, including 55 four-engined bombers. On the night
of our story, he had taken off with Johannes Hager and, immediately, ran
into the bomber stream. He had claimed GI-J LL885 as a “kill”, having seen
it diving earthwards.
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CHALLENGER
Thomas
Hahn,
a
BMW engineer and
member of the BMW
ORACLE Racing design
team,
talks
about the challenges
of the Challenger of
Record.
Certainly top-class boats which
are absolutely competitive. Our
team has designed a structural concept with unique characteristics. With this target in
mind, the designers, construct-

you were constructing
the yacht?

ing engineers and boatbuilders worked around the clock
under major pressure. We are
pursuing the same objective
as all the other team members
– doing our very best in order to
What can CEO and skip- achieve the best possible result
per Chris Dickson and – winning the 32nd America’s
the management team Cup.
expect of the yachts of
What was the biggest
the current generation?
challenge for you when

of approximately 30-35 degrees
to the wind, for example, the
keel ﬁn is subjected to a weight
of around 12 tonnes from the
sides alone. This weight must
be borne. You need to be aware
of the maximum forces that
may come into play, whether
you are dealing with a car or an
America’s Cup yacht. That is
the prerequisite, which will enable you to take full advantage of

You are an engineer with
BMW and a member of
the 38-person BMW ORACLE Racing design team
for the past three years.
What is the main difference between building an automobile and a
high-tech yacht?
Our two racing yachts USA 87
and USA 98 were essentially
constructed on the basis of
computer simulations. In order
to save time, amongst other
reasons, we did not use prototypes, as is customary in the
ﬁeld of automotive construction. Building a car is a stepby-step development which
involves upgrading the respective forerunner model. In the
case of yachts, we move from
computer models and one-third
scale tow tank models straight
to full scale. The construction
of a yacht truly is a thrilling challenge for engineers.

Gaining control of the extremely powerful forces. If the boat is
sailing close-hauled at an angle
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time.
What lies ahead
of you these
coming weeks
in Valencia?
Now that the countdown is on for the
America’s Cup, the
ﬁne tuning is getting
more and more sophisticated as we are
trying to increase the
speed by yet another
percent or two. Our
working day usually
begins at about 7:30
in the morning with
the ﬁrst team meetthe maximum capacity when it a few. However, 25 March 2006
comes to the structural design. was deﬁnitely an unforgettable ing. In the evening, the crew
day for me. This was when USA provides us with feedback on
With regards to your pro- 87 with the innovative structural the strengths and weaknesses
fession, what was your concept was ﬁrst launched into they detected on the water. We
most enjoyable experi- the water. I felt tremendous are then expected to solve the
ence over the past three personal satisfaction seeing problem during the night. Afyears?
the full-scale yacht that I spent ter all, the yacht needs to be
three years developing actually in race-ready condition for the
Without a doubt there were quite ﬂoating in the water for the ﬁrst next day on the water.

LOMBARDINI MARINE

CLICK TO FIND A DEALER
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THE 2007 AMERICA’S CUP

Coming soon to a website near you
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