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This issue

AUGUST 2020
first Kraken 50 to go 
to the United States

I’m very pleased to announce we have now 
sold the first Kraken 50 that will go to the 
United States.

Annapolis businessman and yachtsman 
Brian Ward has confirmed his purchase and 
his Kraken 50 will go into production on 1st 
November 2020.

Congratulations Brian!

I’m delighted that a Kraken will not only 
be going to the USA, but will be based in 
the very heartland of American sailboat 
cruising, Chesapeake Bay.

Brian will sail his new yacht from Istanbul, 
Turkey, where she will be built at our Tuzla 
shipyard to full ABYC specification. Her 
maiden voyage will see her head across the 
Mediterranean to Gibraltar then, across the 
Atlantic via the Canary Islands, through 
the Caribbean and onto Annapolis. She will 
be based here for two years until Brian’s 
retirement. Then he will sail off around the 
world, on a trip he has dreamed about for 
years.

Brian’s yacht, yet to be named, will be 
shown at the 2022 Annapolis Boat Show 
and the East Coast yachtsman says he’ll 
be happy to show off his K50 to compatriot 
sailors.

In the July edition of Ocean Sailor, I 
reported that interest in Kraken’s yachts 
was gaining momentum, as our brand 
establishes itself as the builder of the 
world’s best true blue water yachts. While 
no one wishes to benefit from the misery 
of others, there has been a sea change in 
mindset caused by the Covid-19 pandemic. 
During the last month many people have 
said words to the effect that Coronavirus 
has taught them not to put life-changing 
decisions on hold, but to act in the now 
before it’s too late. With all the concern 
over flying what better way to holiday and 
see the world than by sailing yacht, your 
exclusive luxury travelling bubble.

Liveried in dove grey and white she’ll doubtless be the talk of the American sailing scene

We are very happy to receive 
readers comments and would 
really appreciate your feedback 
on any element of Ocean Sailor. 

Contact us at:
info@oceansailor.com
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Sailing
the 
world
A FOUR-part series

Part four:
On passage
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ship which has appeared on the radar that 
has already crossed your track and is 20 
miles away. It goes with the territory.

On a passage across the Bay of Biscay after 
24 hours in the cockpit I was called up on 
deck every 20 to 30 minutes, right through 
my off watch, by a crew who insisted he 
had seen a lighthouse to the west of us. I 
explained patiently the nearest lighthouse 
was Cape Cod in the USA 4,000nm miles 
away. Eventually I too saw the ‘lighthouse’: 
lightning generated from a thunderstorm 
in the far distance. I admit I might have 
uttered a silent curse. 

So now you’re off with the freedom of the 
open ocean ahead of you.

with some sandwiches and quick snacks, 
minimising time spent below in the galley.
There will be plenty of time for cooking 
once everyone has got their sea-legs.

It’s important for a novice crew to 
experience their first day at sea in daylight 
to familiarise themselves with the boat 
and her systems, so as you make your final 
port clearances, if the departure time starts 
to slide, leave port by all means, but look 
for a nearby anchorage to spend the night. 
Then muster at first light and head out. 
Such a procedure will build confidence and 
reassurance. Spending the first night gently 
rocking in an anchorage will find the crew 
fully rested, raring to go with 12 hours of 
daylight ahead.

It’s also essential the crew know that as 
skipper you are on call 24/7 and that they 
must not hesitate to call you about anything 
they are uncertain or concerned about.

Try not to swear and curse under your 
breath when you get the call, having just 
crawled into your bunk tired and exhausted, 
only to find the crew are concerned about a 

Hopefully all crew have had some tuition 
from the skipper to familiarise them with 
the navigation electronics before setting 
off, so all crew members can be given a 
watch.

The first issue the skipper needs to decide is 
the best watch system to suit the strengths 
or weaknesses of his crew.

The watch system must be tailored 
according to the crew’s sailing experience 
and knowledge of the yacht and her 
systems.

Whilst a Kraken yacht is designed to enable 
one crew on watch to set, trim and reef 
all sails from the cockpit, with ease, most 
yachts will require one or more extra crew 
to be called on deck for a sail change or reef.

If you have, say, four crew, two of which are 
experienced but two who are not I suggest 
using a rolling or ‘Swedish’ watch system. 
This works like this:

1st watch. (Skipper)
Two hours on the helm, next two hours on 
standby resting or sleeping in the cockpit, 
then four hours off watch. 

2nd watch (Inexperienced crew)
Two hours on the helm (with the Skipper 
resting on hand in the cockpit ) two hours 
on standby in the cockpit, then four hours 
off watch below deck.

3rd watch (experienced crew)
Two hours on the helm (with an 
inexperienced crew on standby in the 
cockpit ) two hours on standby in the 
cockpit, then four hours off watch.

4th watch (inexperienced crew)
Two hours on helm (with experienced crew 
on standby ) two hours on standby, then 
four hours off watch.

For many years I have introduced a ‘free 
hour’ into this system at dinner time, 
where the watch system is suspended to 
allow all crew to eat, chat and meet once 
a day. Then all are involved in clearing up 
the galley and washing up. This works 
very well, allowing everyone to talk about 
their experiences together. It also breaks 
the rhythm of the watches to alleviate 
monotony. With this system all watches 
step forward an hour each day so all crew 
members experience get the dawn watch 

every fourth day. Dolphins alongside the 
yacht under sail at first light is a memory 
no one ever forgets.

If the crew is, or becomes, experienced, the 
rolling watch system may not be necessary 
and you may change to a one-crew watch 
system. I strongly suggest only running 
three hours during the night time. If you are 
just two-handed it means your maximum 
continuous sleep time will be around two 
and a half hours, which will be hard at first, 
but crew fully adjust in about three days.
(More about watches in the Psychology of 
Crew article next month) 

With experienced crew I run four-hour 
watches during daylight changing to three-
hour watches at a prescribed time after 
evening dinner through the night. 

Watches

Start your voyage by choosing a weather 
window that offers at least two days of easy 
sailing with wind strengths of 10-15kts if 
at all possible. If a big blow has just gone 
through, allow a couple of days for the 
swell to die down. The first consideration 
should be ensuring the crew settle into an 
‘at sea’ pattern, overcoming seasickness, 
eschewing the nine-to-five routine and 
acclimatizing to cooler temperatures, all 
problems that one should expect with a 
crew that haven’t regularly been to sea. I’ve 
been told many times ‘Don’t worry I never 
suffer from seasickness’ only to discover 
that person hanging over the rail on the 
first day. Most people that aren’t regularly 
at sea suffer varying degrees of mal de mer 
during their first two days or so at sea and 
virtually all people get over it after a couple 
of nights at sea. It isn’t a competition.

I’ll cover this further in a follow up article 
on the ‘Psychology of Crew on Ocean 
Passages’ in next month’s Ocean Sailor.

It’s a good idea to stock up with a couple of 
days’ worth of pre-made meals for each of 
the crew, and put them in the freezer, along 
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With the advent of electronic navigation 
systems that do not require a paper 
chart position fix to be marked up, many 
contemporary cruising skippers do not keep 
an hourly log. This is a mistake because, if 
properly run, the hourly log update can be 
very useful for several reasons:

Should your electronics fail, you’ll know 
where you were just one hour previously. 
I know plenty of skippers that complete a 
log every twenty-four hours or so, but in 
that time you could have sailed more than 
200nm and will have created a wide error 
factor into your estimated position.
Aboard modern yachts great reliance is 
placed upon electric and diesel power so 
it’s really important that all crew, not just 
the skipper, understand they must monitor 
battery and fuel levels and take appropriate 
actions when circumstances require it.

As a result of all crew recording the data 
revolving around the management of the 
yacht, the whole crew is brought together to 
understand all elements of the voyage in a 
way briefings never can.

A log should include the recording of the 
wind strength and direction, so the skipper, 
or next watch, can see if the wind strength 
has been building, weakening, backing or 
veering, enabling the helm or skipper to 
be considering what sail changes may be 
required soon.

The log should be kept and completed below 
deck. This means that at least once an hour 
the crew must get up from the helm seat, 
go below, check the data required in the log, 
fill the log in and consider what actions if 
any are required. This keeps the crew awake 
and alert.

Course across the ground
Autopilot course
Compass course magnetic
Speed across the ground
Cross track error (how far we 
are off the prescribed course)
Distance to next waypoint
Apparent wind angle
True wind speed
House battery bank level
Engine hours
Level of fuel in day tank

COG -
AutoCours -

COMP -
SOG -
XTE -

DIST-GO -
AWA -
TWS -

BATT -
ENGINE -

DAYTANK -

Ship’s log

It’s important that the skipper lays out the 
lifejacket procedures that he is comfortable 
with and makes it clear that this regime 
must be adhered to.

Of course we all know that the rule book 
will say all crew must wear a lifejacket 

all the time they are on deck, but in my 
experience this is very rarely adhered to 
especially in the tropics.

I’ll weather the storm of criticism that I 
raise in revealing my own rules, but I 
only insist LJ’s are worn in winds over 20 

kts during daylight hours if the crew are 
in the security of the cockpit, but must 
wear LJ’s at all times during the night or if 
leaving the cockpit. Each skipper will have 
his or her own rules.

Lifejacket procedure

Note: This is my own log that I have 
drafted, you won’t find it in any chandlery.

Ship’s Log Key
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Prevention will always be better than cure, 
the only way to prevent a problem before 
it happens is by carrying out daily, weekly 
and monthly checks on the critical systems 
of the vessel and then maintaining the 
yacht’s equipment while you are using it, 
and when you are not.

This can be accommodated much more 
easily if the yacht has been designed with 
easy direct access to all the system’s ‘vital 
organs’ including fuel filters, sea chest or 
strainers, bilge pumps, engine coolant, 
engine and generator dip-sticks and fan 
belts, stern gland and sea-cocks.

Most yacht designs look to shoe-horn in 
as many berths as possible, because that’s 
what works at boat shows but having to 

dismantle a berth to check a generator or 
any equipment that requires servicing can 
be a real nightmare at sea. In my view a 
true blue water yacht must have a dedicated 
equipment and engine room and at Kraken, 
no yacht is built without one.

If it is a quest to check these vital service 
areas it will get overlooked and the problem 
will surface only when the system breaks 
down, potentially damaging the equipment. 

One of our Kraken followers recently told 
us that whilst chartering a Jeanneau 54 
the generator packed up. The yacht charter 
company told them to drop the dinghy 
garage platform and access the generator 
through the transom garage. Even where 
that is possible, it would be a dangerous 

action to try to perform at sea. Sadly this 
type of problem is becoming more common 
as boats become more like caravans and 
are estranged from their proper seagoing 
environment.

I suggest you elect one crew member to do 
all the daily ‘at sea’ checks.
Once they are familiar with the checks it 
shouldn’t take them much more than 30 
minutes to complete them.

Checks at Sea

As you can see the engine bilge was 
discovered to be oily and oil was also later 
discovered in the main bilge. We discovered 
an inverted oil container with a slightly 
loose cap.

It’s important that all actions undertaken 
are noted with the measurements of how 
much was topped up or whatever action 
was taken so one can see a pattern building 

up. Any variation from that pattern then 
indicates a problem.
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Get into the habit of downloading a 
weather grib file and weather charts for 
five days ahead, or less as you approach the 
destination. Accessing weather on route is 
a giant leap forward to mariners safety at 
sea because, even though you may not be 
able to avoid getting some heavy weather 

completely, you will be able to mitigate it 
and sail more productively.
 
It’s a good idea to tell the all crew how 
you’re progressing and what to expect 
in the coming days, so if there is heavy 
weather ahead you can be well prepared 

with no surprises. It makes a big difference 
to confidence. Choose a wide area for the 
download so you can see the whole weather 
picture developing, such as the weather 
chart below.

Good time to go, winds will be force 2 or 
less through the Gibraltar Straits which is 
good as the Straits are very very busy so 
being under motor is fine.

As we get away from the Straits the wind 
will gradually fill in at around 160 deg. 
Whilst under motor I would head to the 
east of my direct route, this will allow us 
to sail more westerly later on the passage 
therefore keeping the wind at around 
140-160 deg, however if I am carrying the 
dual headsail rig with a Code K, I would 
head more easterly to turn and run dead 
down wind with the Code K and Genoa set 
Butterfly rigged with no mainsail.

We would now start to curve our course 
more westerly to benefit from the predicted 
20-25kt wind that will be at around 150 
degrees to the course.

Re-routing on passage

1st August 2020
06:00 hours

2nd August 2020
06:00 hours

Downloaded Weather charts for 750 nm passage Gibraltar to Santa Cruz Tenerife

6
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As you begin to approach your final 
destination, start to plan your arrival two or 
three days out to allow arrival in daylight. 
Ideally arrive in port early in the morning. 
If that’s not looking feasible, slow down 
so that it is, or look for a quiet anchorage 
nearby where you can drop the hook in 
daylight and go in the following morning. 
Don’t allow anyone to go ashore, tempting 
as it might be, and take out a broken piece 
of equipment, a clamp, a burst piece of pipe 
or an old fan belt and leave it to hand, so if 
you are unlucky enough to get a Coastguard 

visit you can explain you needed to fix 
it before proceeding into port on engine. 
Don’t pull this stroke in Australia however, 
Aus Customs and Immigration are very 
strict and are likely to arrest you!

Call customs on channel 16 VHF as soon as 
you are 20nm out. If they don’t answer, call 
them every hour as you get closer. If still 
no answer, call the port control before you 
enter port. You should know their channel, 
but if not try channel 12 or 14, most are on 
one or other. Although in the UK it is not 

mandatory to have a VHF radio, very few 
yachts today are not fitted with the device 
and harbour controls assume all vessels 
have them aboard.

Many people worry about the demands of 
an Ocean Passage, but without doubt, it’s 
easier sailing than when coastal sailing as 
there is no lee shore to worry about, the 
winds are steadier and generally there’s 
only deep water ahead for many days.

Next month the Psychology of Crew on Passage.

Re-routing on passage

Continue with our planned course curving 
west with the expected North North East 
wind steady around 25 kts and still well 
behind the beam.

Last 150nm or so to run into Tenerife, ETA 
05:00 5th August. Therefore arriving Santa 
Cruz early morning.

3rd August 2020
06:00 hours

4th August 2020
06:00 hours

Note: planning a passage to arrive at early 
morning gives 12 hours of daylight to 
accommodate slower than expected daily 
run distances.

This route plan was based on 170nm per 24 
hour day which we would generally expect 
to achieve in a Kraken 50 with reasonable 
wind.
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Sailors’ stories

STOP THE WORLD, 
I have TO GET off

One man’s ocean sailing dream has inspired a following of 130 
million YouTube viewers. Brian Trautman of SV Delos spoke 
to Dick Durham on passage from the Bahamas to Maine 
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Well, we tell stories, we 
impart a little knowledge 
and we supply, vicariously, 
a dream.”

Night is falling, the wind is increasing, the 
seas are building and as Brian Trautman 
decides to head further out into the ocean in 
a bid to avoid the worst of an approaching 
storm, you could forgive him for thinking 
that dumping his day-job was a bad idea.

But the former computer services executive, 
who sold his home, gave up his 70-hour-
a-week business, and left behind a broken 
marriage for the sea, knows there is no 
turning back, either on passage from Cape 
Town to Reunion Island, or in life.

‘It’s going to be nasty and uncomfortable,’ 
he tells his crew, reassuringly, ‘but not 
enough to make it dangerous.’

His boat, Delos, a 53ft Amel Super Maramu, 
leans to the howling 50 knot wind, her lee 
rail awash. The lowering sky is a grey rag, 
the hissing seas mountainous, between 
them the last of the day’s light is squeezed 
into a dying, angry flare.

The engine powering the reefing system 
breaks down, the bow thruster starts 
leaking into the bilge from the pounding 
seas and a knockdown breaks loose a 
loudspeaker from the saloon sound system 

which almost hit Brian’s brother Brady.
One of the novice crew opens a galley 
window and gets a wave in her face, 
another is sick in a bucket, and the 
autopilot’s gearing packs up: the teeth worn 
down to a gummy housing with no grip.
How do I know all this?

Because I watched it on the SV Delos 
YouTube channel along with millions of 
others, not to mention the site’s 505,000 
subscribers.

The videos are watched in 195 countries 
with the greatest hit rates coming from 
nations as diverse as the Philippines and 
Australia and with support coming mainly 
from the US, the UK and Scandinavia.
By support I mean cash, because although 
the videos are free to view, people are 
invited to throw Brian and his crew online 
cash to keep ‘em coming. And at 14,000 US 
dollars a time, they clearly do want them to 
keep coming.

The site has published more than 200 of 
them from adventures including sailing 
around Indonesia, Mexico and Brazil, 
through crew dramas such as getting bitten 
by a barracuda, to techy stuff done with a 

light humorous touch such as ‘Watt the hell 
is an amp hour?,’ ‘Hello lithium, goodbye 
propane’ and explanations of weather 
routing.

So popular has Brian’s story-telling proved 
that mainstream TV stations have offered 
big cash to turn his escapades into a reality 
show, which to his great credit, Brian has 
turned down.

So, does he think his viewers feel morally 
bound to pay for all the enjoyment his 
hedonistic lifestyle brings them?
He laughs: ‘Do you feel morally bound to 
pay a waiter a tip if the meal has been good 
and the service a joy? If someone tells you a 
story in a pub that makes you laugh, do you 
buy him a beer?

Sailors’ stories
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Brian, 44, has taken time off watch aboard 
Delos on passage for Maine from the 
Bahamas, first stop New York, to tell me 
how he turned sailing the dream from 
platitude to latitude.

Brian had a plan back in the early 2000s to 
leave behind the corporate world and take 
an 18-month sabbatical to find himself.
‘At the time the only thing I enjoyed was 
the bus to and from work,’ he said, ‘It was 
the best part of my day, the only time 
I could listen to music, look out of the 
window, be myself. The rest of my day was 
answering 150 emails and having 10-minute 
breaks between 50-minute schedules. 
I wondered if this was it, for the rest of 
my life.’

Then the 2008 crash came along and 
brought forward Brian’s plan. He wanted a 
boat, ‘so that I could carry my home with 
me from country to country with all the 
creature comforts and not worry about 
booking hotels.’

He bought Delos, named after the Greek 
island birthplace of the God Apollo, and 
they sailed away arriving in New Zealand 
where Brian and crew started working on 
superyachts for 200 dollars a day to fund 
their next voyage.

‘We were like seasonal workers just 
bumming around.’ Then one day a friend 
suggested they make videos of their 
unconventional life and they did so, 

thinking that family and friends would 
enjoy them. Brian’s mum and dad reacted 
by asking when he was going to get a 
proper job, but others were watching too. 
And when one entrepreneur suggested they 
could monetise their video diaries the rest 
became history. 

Brian’s 18-month sabbatical became a 12-
year odyssey of 70,000 miles of blue water 
sailing across the Atlantic, Pacific and 
Indian oceans. 

On his website Brian has deliberately 
juxtaposed a photograph of him as a geeky 
office worker and a piratical-looking ocean 
rover. The transformation is remarkable: 
as though Colonel Bilko had morphed into 
Conan the Barbarian.

Sailors’ stories
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He now has a team of people ashore doing 
all the sort of legwork, Brian escaped from: 
answering Facebook questions dealing with 
Instagram, editing videos, re-styling blogs.
‘For a long time, the world has been 
saturated with sailing videos, but many 
people aren’t interested in sailing, so we tell 
stories about people we meet, places we’ve 
been, about self-sufficiency, and other 
sports such as scuba-diving,’ he said.
Brian’s living costs are low, although wife 
Karin, from Sweden, has recently produced 
a baby girl and the boat is 20-years-old.
However, Brian was left unimpressed with 
the craft on display at the last Annapolis 
Boat Show.

‘They all just looked like floating, 
fibreglass, IKEA apartment-style 

showrooms. They were all about living 
space which would be an absolute disaster 
at sea.’

Brian described Kraken Yachts as an ‘very 
interesting concept,’ and he is now talking 
to Dick Beaumont, Kraken’s Chairman 
about his next boat.

Soon the followers of the Delos way of 
life, will be viewing very different videos 
from the sun, sea, and sand idylls, they’ve 
become used to.

‘We’ve done a lot around the islands and 
beaches of the tropics and want to try 
something colder now`̀ ,’ he said, ‘we hope 
to make it to Nova Scotia in Canada and 
then Newfoundland, but we will have to 

wait in Maine to see if the Canadians will 
let us in. I don’t blame them if they don’t. I 
wouldn’t let in a boatload of Americans in 
the middle of this Covid-19 virus,’ he jests.
Before I watched the heavy weather video 
on the Delos site, I was full of scepticism for 
the social media diaries of those escaping 
the daily grind.

Afterwards I was full of nothing but 
admiration for Brian, his wife and their 
passengers. Anyone bemoaning his or her 
lot would do themselves a great service 
by settling down for some Delos magic. I 
guarantee they will be inspired to change 
the circumstances of their own lives.

You can follow the adventures of the 
Delos crew at youtube.com/svdelos
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The Power 
to Roam
110v or 240v? Tom Cooper explains Kraken’s go-Anywhere 
plug & play solution for sailing the world

Technical & EquipmentTechnical & Equipment

Eighty percent of the world uses 220-240V 
with the remaining twenty percent using 
110-120V.

The twenty percent includes the USA, 
Canada and the Japan Islands and a few 
other countries.

How many European or Antipodean 
cruisers won’t want to visit at least one 
of these countries as they voyage around 
the world, and how many American 
world cruisers don’t want to visit Europe, 
Australia or New Zealand?

So what’s the solution? At Kraken Yachts we 
have grasped this thorny problem.

For boats that never leave their home 
country, the choice is simple – use 
whatever your resident Voltage AC (VAC) 
supply is. Normally that is either 240VAC 
(range 220-240) or 120VAC (range 110-120), 
but for any owner serious about blue water 
cruising you need to use the shore power 
that’s available anywhere in the world. 
Luckily nowadays, whether you’re a US 
yacht leaving for Europe or a European 
yacht heading for the States, the solution is 
not as complex as it once was.

For a well set-up cruising boat it’s worth 
considering how to deal with various shore 
power and electrical issues so that you’re 
best prepared. This also ensures safety and 
the long-term resale value to your boat, 
especially to aspiring world cruisers. 

Depending on where you’re starting from 
you have to confront the Hertz issue, the 
frequency of AC electricity, not the hire car 
company!  

Technically there are multiple ways 
to ‘skin the cat’ and it’s getting more 
straightforward with the evolution of 
electrical products, but, let’s face it, there’s 
more electrical conveniences wanted by the 
modern owner, so this subject is becoming 
more critical.

It is relatively easy to transform 240V down 
to 120V but the big issue is that the USA, 
Canada and Taiwan use 60Hz, Japan uses 
50 and 60Hz and pretty well the rest of the 
world uses 50Hz and changing frequency 
from 60 to 50Hz or the other way round is 
not easy. 

Eighty percent of the world uses 
220-240V with the remaining 
twenty percent using 110-120V.

Simply put, if at all possible, you 
want to plug into shore supply 
anywhere in the world.
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Sure if you have a superyacht, then there’s 
the option of a large, heavy and expensive 
VAC/Hz conversion unit, but for vessels 
up to 80’ (24mts), this is generally not 
practical.

Luckily to overcome the hertz issue is 
nowadays relatively easy with some 
forward-thinking and planning and the 
design stage. First, we need to select AC 
equipment that is dual-frequency. Ten years 
ago only around 50% of products could be 
run on 50 or 60Hz. Today that percentage 
has risen to 90-95%, so we have plenty of 
brands to choose from across the products 
we need. 

Most global manufacturers now offer 
electrical products in 240VAC with both 

A shore power isolation transformer is 
necessary to ensure 240VAC - 50/60Hz can 
be reduced down to 110-120V if required. 
It is an important part of the solution. 
This type of transformer brings a number 
of advantages:

• On the boat side you can split supply to 
both 240VAC and 120VAC (if needed)

• Reduces a variety of earth connection 
issues you may otherwise find 
worldwide, including the US

• Self polarizing – eliminating polarity 
issues

See Fig 1

Whatever the earthing method used, an 
interruption to integrity in the grounding 
circuit can pose a serious electrical 

shock hazard to persons onboard. If the 
grounding is faulty, a short circuit inside 
any VAC appliance can cause a fatal 
accident. With careful electrical design 
and adequate overcurrent protection a 
correctly installed isolation transformer 
will eliminate this risk.

By splitting off 120VAC at the secondary 
side of a 240VAC isolating transformer we 
can incorporate 120VAC supply circuits for 
plug outlets, which provided outlets are 
clearly marked, comply with US electrical 
regulations. This means the yacht will have 
both 240V and 120V plug outlets.

The owner can decide whether this is really 
necessary as most consumer products 
such as laptops, audiovisual, phones 
are designed to operate worldwide on 

120/240VAC – 50/60Hz
You must be aware that some devices, such 
as hairdryers or toasters may not be, so if 
you spend a considerable amount of time 
in the USA, Canada, Japan or Taiwan it will 
be worthwhile having dual-outlet sockets 
fitted.

Some dedicated equipment not used daily 
(like a dive compressor) may not suit dual 
50/60Hz operation but can always be paired 
with and run off the generator. It’s essential 
to check your kit and also ensure all your 
GPO circuits are clearly marked. Audit your 
vessel – understand the rating plates.

A vessel must have adequate overcurrent 
protection including the all-important dual 
pole protection on the primary side.

If the vessel will only visit areas of the 
world with 60Hz currents for a few months 
then the transformer to 120V may be 
considered unnecessary, as long as you 
continue to use 240V hand appliances in the 
sockets, but you need to check they are dual 
hertz. Most are.

This shore power and operating voltage/
hertz is really just an integral part 
of a complete AC electrical system, 
encompassing your generator, load 
schedule, inverter’s loads, usage and 
compliance.

Owners who want their creature comforts, 
combined with unlimited cruising 
restrictions, create the need to fully assess 
the complete yacht electrical system at 
design and specification time, but a hassle-
free result can be achieved very cost 
effectively.

A yacht set up like this will operate all over 
the world, and you will only need to rely on 
your generator while you eat the world’s 
finest Sushi!

50/60Hz or 120/240VAC- 50/60Hz, so this 
has greatly simplified the situation. Having 
dual hertz equipment is the very key to a 
world cruising solution.

Kraken’s option for an owner who wants 
to spend time in areas that have differing 
hertz frequencies available, is to set the 
yacht up using only equipment that is 
compatible for either 50 or 60Hz. 

That leaves the voltage issue to deal with.

US and Canadian marinas offer 240VAC / 
60Hz power direct, or as 240V comprising 2 
x 120V positives, also at 60Hz and it’s part 
of their standard supply. Japan, regretfully, 
is more difficult but 240V is available, we 
are told, in some of the bigger marinas.

All marinas in the rest of the world offer 
240v /50Hz.

There are a number of benefits in supplying 
the more powerful electrical equipment 
onboard such as ovens, air conditioners or 
water makers at 60Hz because you have 
approx 20% more power available. 

Dual-frequency equipment will continue 
to run efficiently and safely at 50Hz but 
will run faster at 60Hz, but we must ensure 
that at 50Hz, minimum operating speed 
of equipment is achieved, so you don’t 
encounter problems of undersupply.
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Dirty 
Diesel
The problem that bugs all cruising yachts

Eighty percent of breakdowns and failures 
on blue water cruising yachts are caused 
by fuel contamination and the further one 
wanders off the beaten track the more 
difficult it becomes to access good quality 
clean fuel.

Dick Beaumont 
explains how it 
can be eradicated
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I was once sailing, or rather mostly 
motoring, through Indonesia on passage 
to Bali and our fuel reserves were getting 
very low, so we decided to put in to a small 
Indonesian Island called Pulau Sangkapura 
in the Java Sea.

This island is very remote and its isolation 
has regretfully created poverty, rather 
than beauty. There were no marinas, or 
even garages and after some translation 
difficulties we managed to explain, to the 
hundred or so villagers that had gathered, 
that we needed diesel, called Solar in 
Indonesia. This involved several five-mile 
journeys on mopeds with our jerry cans, 
back and forth to the shack of the Solar 
man. 

He proudly pulled the tarpaulins off four 
open-topped, 500 litre, steel, oil drums. 
As we began to syphon fuel - he had no 
pump - from the first one into a jerry can, 
Toby my crew shouted ‘STOP, STOP.’ He told 
me he’d seen debris and what looked like 
water going through the syphon pipe into 
our jerry can and said ‘Dick we can’t put 
that s**t in our tanks’. We put a stick in the 
drum and stirred a little to see leaves, twigs 
and bits of cockroach swirl round. I told 
him there was no alternative, it’s this diesel 
or nothing.

We had to take the diesel but constructed 
a portable diesel filtering system, which I 
continued to use successfully for a further 
seven years as I sailed around SE Asia, and 
beyond. (see fig 1) 

It was the inspiration for the development 
of the three tank with fuel polishing and 
transfer system we now fit on all Krakens 
as standard, see fig 2.

After this experience we rated all diesel 
purity as 1 - 9 cockroaches per gallon, the 
fuel in Pulau Sangkapura was an 8, only 
surpassed by a Filipino Solar seller who 
admitted he added water to the diesel. 
When asked why, he said ‘It goes further’ 
meaning his sales of diesel, not the engine 
that was using it!

10 Micron 
Racor Filter

12v or 24v
Fuel Pump

12v or 24v Fuel Pump 10 Micron Racor Filter

Jerry Can

Cable to Deck Socket in CockpitDeck Filler

Racor Fuel Polisher

Racor Filter

ManifoldDuel Racor Filters

Generator

fuel PUMP

Port Fuel Tank Running Tank Starboard Fuel Tank

Fuel Deck FillerSEngine

Fig 1

Fig 2
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Whilst in an ideal world, you would simply 
refuse it and go elsewhere there are many 
places in the world where that isn’t an 
option as I mentioned above. Many fuel 
barges and fuel bunkering jetties in the 
wilder parts of the world will only have 
poor quality fuel.

Sod’s law, it will start to rain as you fuel up, 
and whilst you can put an umbrella or sheet 
over the filler, water, salt and grime wash 
along the scuppers and on most yachts, 
with flush deck fillers, the water and all, 
will go straight into the tanks.

We developed the dual recessed and covered 
fuel filling station to solve this problem 
on all Kraken yachts because, once the 
contamination is in the tank it is a major 
operation getting it all out again. 

Water in the humid warm air, 
condensates on the tank sides, 
internally, when the tank cools 
down. 

What many cruisers are not 
aware of, is that all diesel now 
contains biodiesel  www.ucsusa.
org/resources/biodiesel-basics 
and biodiesel holds and absorbs 
more than six times more water 
than petroleum diesel tinyurl.com/
y6ahkfeu, and water in diesel allows 
diesel bug to form and grow.

Note: both port and starboard are filled 
from this one position so there’s no need to 
drag the dirty black fuel hose across your 
lovely teak decks.

Fuel contamination can be caused by:

Taking on dirty 
fuel containing 
foreign matter

Allowing water 
and contaminants 
into the fuel 
whilst filling your 
tanks, i.e. when it 
starts to rain

Leaving fuel 
tanks half empty

Filling up your 
tanks!

1

2

3

4

Warm humid air

Fuel Tank

Diesel

Fuel Tank

Diesel

Condensation as the Tank Cools

Diesel Bug Breeds Here

Condensation Water Collecting

Diesel bug in a fuel filter
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If left in the fuel system diesel bug, which 
is actually a type of bacterial fungi, will 
get past your fuel filter and right into your 
engine fuel system, then even into your 
engine and generator’s injectors. To say it 
will shut you down is an understatement, 
as the whole fuel system will need to be 
cleaned and flushed through and it’s a 
horrible job.

To avoid engine and generator shut down 
you must run them on clean pure diesel and 
in the Kraken three tank system you cannot 
under any circumstances fill the running 
tank directly from the shore, all fuel 
must go into either the port or starboard 
storage tanks and fuel from those tanks 

can only be transferred into the running 
tank by passing through the fuel polishing 
system that eliminates all contamination 
and water. The same can be achieved by 
using the portable fuel filtration system 
in fig 1, however, as I have said due to the 
introduction of biodiesel, and the water it 
holds, a diesel biocide should still be added 
every 4 or 5 fills even so.

There are many brands of diesel biocide 
available. I use Kathon FP1.5 Biocide which 
is produced by DuPont. It is available in a 
5 litre container which, as a preventative, 
treats 30,000 litres so will last me a good 
while.

If the running tank isn’t too big, only 
enough to run for 2 days or so, small 
volumes of water that do aggregate in the 
running tank will, due to the yacht’s action, 
emulsify into the diesel and get burned 
through the engine, as long as the diesel 
bug hasn’t had a chance to grow, all will be 
fine.

White Dragon is now three years old but 
has already sailed the distance most yachts 
cover in ten years or more and her tanks, 
especially the running tank, remains 
totally clear.

The percentage of biodiesel has been increasing in the diesel we use, 
so this is a growing problem.

This is the fuel transfer system on White 
Dragon. Note all Racor filters are in full 
view. The large filter and water seperator 
on the right is the the filter for the fuel 
polishing system through which the port 
and starboard fuel storage tanks supply 
the running tank.
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The zero keel
The How and the Why

(As featured on the front cover and on every Kraken Yacht)

In this edition of Ocean Sailor in the regular 
feature ‘The Birth of a Blue Water Yacht’ 
we are unveiling for the first time HOW 
we achieved the seemingly impossible, by 

having an integral keel, with its complete 
bulb-shaped lead ballast, inside the keel, 
writes Dick Beaumont.

In this article, I want to explain WHY a
Zero Keel™ is so much better than any 
other keel for a world cruising yacht.



The Zero Keel is part of the hull 
and it can never come off. There 
are no bolts used anywhere in the 
construction of the keel or hull. 
This is why we named it the Zero 
Keel because there are zero bolts 
holding it on. This makes the hull 

Whilst a standard integral keel is 
always preferable to a bolt-on job     
they have significant drawbacks 
which the Zero Keel overcomes.

With a Zero Keel, the ballast weight 
is centred in one area at the very 
bottom of the keel where it will 
have the best effect on the righting 
moment of the yacht under sail. This 
achieves several things compared to 
a standard integral keel. See fig 1

a. The centre of gravity is much 
lower so the yacht is stiffer and 
can carry a bigger sail area.

b. It can achieve the necessary 
righting moment whilst having a 
significantly shallower draft.

c. The bulb shape improves 
hydrodynamics. When wind 
pressure on the sails and topsides 
tries to force the yacht sideways 
- causing leeway - the bulb shape 
inhibits the bypass of water. With 
a Zero Keel the yacht makes less 
leeway and, instead, improved 
headway. See fig 2

and keel an integral unit. If you want to 
cruise around the world with the peace of 
mind that you will never lose your keel, 
then choosing a yacht with an integral 
keel should be your starting point. There’s 
nothing new about an integral keel, quite 
the reverse, not that long ago most quality 

yachts were built like this and had been 
for decades. Then builders started cutting 
costs; simply bolting a big piece of steel 
on, instead of moulding a keel and hull 
together. It is a big cost saving, but in our 
view its not compatible with blue water 
cruising.

1

2

E�ect of Righting Moment

E�ect of Righting Moment

Increased Effect of Righting Moment

Effect of Righting Moment

Fig 1

Fig 2

Technical & Equipment

Flow is blocked from going under the keel so vortexes out at the aft end of the keel
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Maximum structual stress here
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A Zero Keel is much longer fore 
and aft (cord length), compared to 
regular keels. The reason modern 
keels have a short cord length is so 
the yacht will turn around a race 
buoy swiftly. This means the yacht 

The lead ballast in the Zero Keel’s 
bulb is also much longer and the 
weight is evenly spread along the 
length of the keel. This means there 
is a much reduced tendency to see-
saw or pivot around the small axis 
created by a short cord length keel, 
as the yacht encounters waves, so 
the nauseating fore and aft pitching 
motion is largely eliminated.
See fig 3

The Zero Keel is tapered into the 
stem of the forward hull, so the 
hull and keel cut through the waves 
rather than slam into them.
See fig 4

The illustration below depicts the massive 
forces exerted on a bolt-on keel when the 
yacht is grounded when underway. The 
damaged caused by the stresses induced in 
the join between the keel and the hull on 
grounding, can be catastrophic of course, 
but perhaps worse, the damage may not be 
so obvious with the keel only cracking away 
1 or 2 mm. What happens then is the keel 
bolts start to flex. This will induce metal 
fatigue and they become brittle, loosing all 
their strength. If this happens the keel can 
literally drop off at any time.

If a grounding happens in the developed 
world you can haul out and check for 
damage within a few hours, in the wilder 
waters of uninhabited shores you cannot. 

When I ran aground on an uncharted coral 
reef in Raja Ampat, Northern Indonesia, 
the nearest haul out facility was 4,000 nm 
miles away in Cairns Australia. Because we 
had an integral keel we didn’t even need to 
haul out when we got there three months 
later. I rest my case.

is more twitchy and requires much more 
helming than that required with the long 
cord length Zero Keel. What you want on 
ocean passages is directional stability, 
and with the Zero Keel, the helmsman 
and the autopilot need to work less, as 

the yacht holds its course much more 
steadily. Nonetheless, all Kraken’s are very 
manoeuvrable, both forward and astern, 
and in any case, most owners specify a bow 
thruster.

3

4

5

Fig 3

Fig 4



21

the essence of a Kraken cockpit

Designing a 
kraken cockpit

Technical & Equipment

A three-part series

Part Three: Biminis, Dodgers 
and Pilot Houses
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Our criticisms of the standard bimini are:

1. Their primary function is to give 
protection from wind, rain, wave and 
sun until it has to be folded away because 
its to windy, which of course is when you 
need it the most to keep the cockpit crew 
dry and out of the wind and spray.

2. They are incongruous with the shape 
and design of the yacht and look like an 
afterthought, which invariably they are. 

3. They flap and rattle as the wind rises.
4. They leak at the connecting zips between 

the two parts of the bimini and dodger.
5. Due to their shape and lack of tension, 

it’s not practical to fit side screens.
6. Solar panels have to be removed if they 

are to be folded down.
7. They are vulnerable to strong winds so 

you will forever worry if your bimini 
will survive the mean-looking clouds 
on the horizon. And when you do decide 
to take it down it’s always an intricate 
dance with zippers and tensioning 
straps leaving you with a collapsed 
clothes’ airer type of structure sitting 
somewhere in the aft of your cockpit.

If I sound negative about folding biminis 
it’s because on one particular delivery trip 
from Gdynia in Poland to Carteret in France 
we continually had to collapse and then 
erect the thing again as the squalls went 
through, to prevent it taking off. 

Kraken Yachts’ 
design engineer 
Filip Sochaj 
explains the 
Kraken approach.

Come rain or shine, storm or calm the 
helmsman and crew need to operate the 
yacht from the cockpit and the bimini is 
there to provide shelter in all weathers. 
Yet on so many yachts, the bimini appears 
to be an afterthought; a ramshackle 
marquee secured by zips, straps, clips and 
hinged pieces of stainless steel tubing 
that bite your fingers and is more suited 
to protecting smokers outside a pub than 
ocean sailors in mid-Atlantic. So to prevent 
sailors flying away like Mary Poppins, 
Kraken Yachts’ chairman, Dick Beaumont, 
first asked himself ‘Why have a folding 
bimini, especially if it’s to be deployed in 
all weathers?’ The answer was; don’t, so for 
his yacht White Dragon, Kraken’s Flagship, 

he designed a fixed and rigid soft top 
bimini that is strong enough to withstand 
heavy weather whilst offering the crew 
better protection and which improves the 
aesthetics and functionality of the whole 
cockpit area.

After testing it in all weathers during his 12 
month, 35,000 nm trip from Hong Kong to 
Turkey, the design was fully approved.

Other than racing yachts, I can’t remember 
being on a boat which either didn’t have a 
bimini or which was being prepared for one. 
They are so important for protecting you 
and the crew from wind, water and sun.

Standard 
Bimini

The dodger is less obtrusive than the 
folding bimini but has major drawbacks:

1. It only covers a small portion of 
the cockpit leaving the crew, and 
particularly the helmsman, exposed to 
the elements. 

2. It is low, necessitating crew to stoop 
under it and descend the companionway.

3. It impairs forward vision when it’s folded 
down.

Regardless of the usability and 
construction shortcomings and 
the very questionable aesthetics, 
folding biminis and dodgers are 
popular as cockpit protection is 
essential for a blue water cruiser.

Dodger
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1. Creates a ‘clean and sleek’ look on deck.
2. Is fitted with removable clear panels 

forward and both sides so you can fully 
open the enclosed cockpit in a matter of 
minutes.

3. Allows for installation of solar panels.
4. Rigid fixed construction will stand up to 

any weather conditions.
5. Has bracing straps which may be fitted 

in very heavy weather.

of deck design. That way it all looks right 
because it is part of the boat and not an 
add-on.

For new Kraken owners there are three 
options to choose from:

Our new design solves all the problems 
identified above and has the added benefit 
of an overhead handrail that is used every 
time crew moves from the cockpit to the 
side decks. 

To overcome the issues of retro designing 
we integrated the bimini at the early stages 

6. Easy to clean without needing to be 
removed.

7. Provides full headroom throughout the 
cockpit.

A rigid flexible bimini is made up of a 
stainless steel frame with Ferrari Stamoid 
fabric stretched over it. A fixed windshield 
on the coachroof provides constant 
protection from rogue waves while 

removable clear plastic screens can be 
configured to provide the right amount of 
shelter from the elements whilst retaining 
full uninterrupted forward vision. 

We use Ferrari Stamoid because of its 
excellent stretch properties which when 
tensioned drum tight eliminate all flapping 
and sagging. That same material was used 
on White Dragon and after 3 years there is 
no sign of deterioration.

Kraken Yachts’ 
Bimini

Fixed Rigid Soft Top Bimini1
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Some clients have requested a hard top 
bimini others have requested a pilot house 
style. It really depends where you are 
expecting to spend the majority of time 
cruising.

We have two further options:

1. Composite construction to keep the 
weight as low as possible.

2. Increased resistance to mechanical 
damage.

3. Clear flexible panels in the front and 
sides which are removable to allow full 
airflow from all sides.          

4. Solar panel compatible. 
5. Follows the design lines and angles of 

the saloon deck and cockpit.
6. Has bracing straps that may be fitted in 

very heavy weather.
7. Allows full headroom throughout the 

cockpit.

1. Is more enclosed than rigid Bimini.
2. Can have a flexible dual height extension 

and drop down side to cover and enclose 
the cockpit fully.

3. Solid plexiglass panels have the 
benefit of staying 100% clear and not 
obstructing vision. 

4. Centre windows open to provide better 
airflow into the cockpit.

5. Has reduced headroom.
6. Can only accommodate reduced 

solar panels.

Hardtop Bimini with integrated windscreen

Hard Top Pilot House

Summary
We think the best all round solution is 
the soft top rigid bimini because it is less 
obtrusive than either the hard top bimini 
or the pilot house, has less windage,  offers 
good overhead hand holds for climbing in 
and out of the cockpit, gives maximum 
space to mount solar panels on the top, 
can have multiple clear panels to give good 

vision of sails and the mast and can enclose 
a bigger area for when the weather is poor.

Ultimately it’s the owners choice and it 
depend a lot on where the yacht will be 
based. In higher cold latitudes the pilot 
house version with an additional soft top 
extension might be considered a preference. 

However if you do go to the tropics the 
air flow restriction will not be ideal and it 
should be considered that all Krakens can 
have a forward full vision nav/pilot station 
where a most of the time on watch can 
carried out in the warmth and protection of 
the saloon.

2

3



The birth of a

blue 
water 
yacht
Another busy month, with 
multiple areas of focus 
throughout the Kraken 50 
project. Work to build the deck 
mould moves into it’s final 
stages, whilst lamination 
continues on the hull, in the 
mould. We are also proud to 
show the ZERO Keel’s method 
of construction in detail.
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In-Build at Kraken

The locations of the deck hatches, equipment 
lockers and the fuel locker are marked out 

and plants are built onto the plug.

Deck Mould

Deck Mould (Continued)

Hull Mould

As the standard boat comes with a non-skid 
deck, this texture needs to be built into the 
deck mould. These panels are planned, cut 
and placed throughout the deck.

After the initial layers of laminate, the foam 
core is cut, placed and further lamination 

continues.
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In-Build at Kraken

Lamination of the hull is complete and the 
mould is prepared for the lamination of the 

internal structural elements which provides 
a Kraken with ultimate structural integrity.

Hull Mould (Continued)

Zero Keel™

Zero Keel™ (Continued)

Meticulous design was undertaken to help 
us achieve a fully integral keel with the lead 
ballast bulb inside. The ZERO Keel mould 
splits in two to allow us to insert the lead 
ballast into the pre laminated bulb. Tracks 
are laid to assist pushing the lead ballast 
into position.

The team pushes the 6,500kg lead ballast 
into position inside of the split ZERO Keel.
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In-Build at Kraken

Strops are attached to allow the removal of 
the tracks. The lead is then carefully moved 

into position whilst the other side of the 
keel is moved into place.

Zero Keel™ (Continued)

Zero Keel™ (Continued)

Rudder

Bolts and clamps are used to ensure a 
perfect fit, allowing the lamination team 
to start working on the deep transverse 
frames which bond the whole hull and keel 
into one piece.

The large stainless steel skeleton of the 
rudder skeg is laminated with foam core 

and inserted into a similar split rudder. The 
pre-laminated sections are bolted together. 

This huge skeg section provides the ultimate 
strength and protection for the rudder.
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In-Build at Kraken

The aft cabin cabinetry and bed are built 
and finished with high grade veneers and 

solid timber. The headboard and bulkhead is 
now ready to be finished with vinyl and high 

quality laminate. Ongoing cabinetry work 
by the carpentry team during lamination 

allows a more efficient build. The team will 
move forward to the galley next.

Cabinetry
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Discovering 
the lost 
world of 
Papua New 
Guinea

Travel & Discovery

By Richard Cooper
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One of the most untouched and 
uncompromised places on earth, Papua 
New Guinea maybe just 70nm north of 
Australia but in many respects it’s a million 
miles away from the 21st Century. It’s a 
country where the myth and folklore are 
so powerful that such culture leaves you 
questioning the digital age. 

We took the long flight from a dystopian 
Heathrow to tropical Cairns in Australia, 
an arduous journey for any traveller. Cairns 
is the most accessible place, via air,  to this 
mysterious country. Another flight from 
Cairns took us to the capital, Port Moresby. 
On leaving Australian soil, the Immigration 
officer offered some friendly advice: ‘Look 
after her,’ he said nodding towards my wife, 
Laura.It was an unexpected farewell and 
also a stark reminder of where we were 
headed. Our anxiety increased when we 
read the in-flight magazine reporting Port 
Moresby as the ‘World’s Most Dangerous 

City,’ undoubtedly not the angle the Papua 
New Guinean tourist board would like one 
to read. 

I’ll be honest, our knowledge of Papua 
New Guinea was slim, we’d heard about 
cannibalism and shrunken heads, but 
surely these were just fairytales?

We landed in Port Moresby after the short 
hour and a half flight from Cairns. Our 
connecting flight left from the domestic 
terminal where we would take the slightly 
longer journey to the north of New Britain 
and our base, Kavieng. On exiting the 
international terminal, we got our first 
view of Papua New Guinea. With in-flight 
articles circling our heads, coupled with 
previous misconceptions, our first brush 
with the natives were not reassuring. Their 
grins were big. Good. Their teeth were 
stained red. Not so good. 

Later, we learnt that the red gums was 
nothing more blood-thirsty than the habit 
of chewing the naturally growing stimulant 
called Betel nut. Chomped daily it provides 
a buzz similar to that of a cigarette or cup 
of coffee. The unfortunate side effect is that 
it makes the addict look as though ‘long 
pig,’ as the white man was once known 
before being dropped into the cauldron, still 
had homo sapien on the menu. 

The two-hour flight to Kavieng took 
us to our home for the next 60 days. 
Moonshadow, a 58ft Tayana sloop offered 
the credentials for any seasoned blue water 
circumnavigator. Kavieng airport is less 
an airport, more a strip of tarmac in the 
middle of the jungle. A small hut doubled up 
as baggage retrieval and Customs. We were 
very much out on a limb. At the gate, we 
were greeted by Dick, our skipper and chief 
explorer for the rest of the journey.
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On our first full night in Kavieng we heard 
tales from Australian locals of what you can 
expect from Papua New Guinea. We heard 
of tribal warfare between factions that 
overspill into villages, shootings of tourists 
and enough horror stories to justify the 
Australian Immigration officer’s warning. 
But luckily for us our experiences were 
mostly benign. Nevertheless it’s a place 
where you need to be on your toes. We have 
a few rules of thumb that kept us in good 
stead throughout the trip. 

• Be extra vigilant in the major cities, 
there seemed to be a correlation between 
alcohol availability and the potential for 
trouble. The further you keep from the 
cities, the alcohol availability reduces, as 
does the risk. 

We headed south from Kavieng. Hugging 
the coast we took in one extraordinary 
event after another. One evening we 
anchored inside a sunken volcano and the 
next we heard stories of an undiscovered 
B52 bomber full of gold bullion sunken 
somewhere off the coast. We felt like we 
were characters in a Famous Five novel! 

• Have a plan. Although we never had to 
execute one,  it’s worth having a strategy 
of what could happen if you’re boarded. 
Papua New Guinea is a tribal nation so 
if you have the numbers, head onto deck 
as a show of strength. Be prepared to 
protect yourself if you need to. 

• It’s advisable to consider what are “high 
value” items to the residents of where 
you are. If you’re in rural areas your 
fishing rods and hooks have vastly more 
value than your ipad or camera. So keep 
them hidden and off show at night.  

• On arriving in an anchorage do the polite 
thing and ask to speak to the chief of the 
village. Getting approval from the chief 
will make your stay even more enjoyable. 
If English is your mother tongue you’ll 
be pleased to encounter good levels of 
English spoken throughout the country, 
even in the rural areas. 

If diving is your thing, then Papua New 
Guinea offers some of the very best in the 
entire world. Visibility was as clear as gin 
in totally isolated dive spots offering an 
abundance of unspoilt reefs and some of 
the most incredible sea life you can wish to 
see. On one particular dive we witnessed a 
rare ‘treat’ when a five-metre Tiger shark 

• We found that  two questions helped 
establish if the area was safe “Are 
there Raskol’s here?” and “Are there 
crocodiles?” (the second is certainly 
worth knowing when you take your 
morning dip).  

With a crew of five and a yacht that looked 
largely out of place amongst the locals 
dug-out canoes, Moonshadow received 
admiring looks everywhere we went. There 
is a currency in rural Papua New Guinea, 
not money, but locally-sourced produce. If 
you’re heading to this neck of the woods 
make sure you’ve stocked-up with flour, 
sugar and fish hooks and use them to 
barter for the freshest fruit, vegetables and 
crocodile your taste buds will ever discover. 

finned into view not 10 metres from our 
vision. Sharks were aplenty, every time you 
hit the water you’d be met by a swarm of 
curious grey, black tip and white tip sharks, 
this is what happens when you’re exploring 
parts of the world less furrowed.



33

Travel & Discovery

On one mind-boggling day - these happen 
more often than not in Papua New Guinea 
- we headed to the tribal village of Boga 
Boga on the tip of Cape Vogel, home to a 
sunken WWII B-17F wreck “Black Jack”. 
Nestled at 40M this is possibly one of the 

best-preserved and accessible wreck spots 
on the planet. By arriving at Boga Boga we 
were following in esteemed flipper- steps, 
no less than French TV diving legend 
Phillipe Cousteau, who set foot there aboard 
his famous exploration vessel Calypso. We 

even managed to meet the boy, now a man, 
who was named Calypso, who had been 
born 21 years before, and who was filmed 
being born, during this famous Pacific 
Explorations film. 

Sailing Papua New Guinea is never easy, 
having a fuel filtration system will be 
essential if you’re heading to this part of 
the world, unless you’re willing to fish 
cockroaches out of your fuel. You’ll need 
a safe, sturdy and reliable yacht too, as 
finding reliable supplies and replacement 
parts may leave you waiting and wanting.

Outside of the fraught cities, Papua New 
Guinea is a stunning place for anyone 
looking for the more exciting side of life. 
Yes, the country will take you outside your 
comfort zone, but this is what makes it so 
special. In a small world, it’s unique to find 
a place to explore that still feels untouched 
by the choke-hold of consumerism and 
mass tourism. The people are mostly 

amiable, warm and inviting, others that 
are not so friendly are called Raskols, the 
name is a clue to their disposition, and if 
you want a trip that might take you to a 
land of volcanoes, shark-infested waters, 
unspoilt tropical islands and wildlife like no 
other, then look no further than Papua New 
Guinea.



Celestial Navigation for Yachtsmen

Adrift

Not many books run to 12 editions and 
the reason this one still exists in a world 
of satellite navigation is that most self-
respecting ocean sailors expect to be able to 
use a sextant. That they can do so without 
too many tears is thanks to Ms Blewitt’s 
clear and concise prose.

Never forget that batteries run out, aerials 
snap off, sea-water rots electronics and 
lightning strikes happen.

When Hurricane Raymond spun westward 
across the Pacific Ocean in June 1983 a 
Trintella 44 Ketch, Hazana, was heading 
straight towards the storm’s path. 

Onboard were skipper Richard Sharp and 
his fiancée Tami Oldham Ashcraft, the 
boat’s delivery crew on passage from Tahiti 
to San Diego.

The boat was pitch-poled, dismasted and 
Sharp was washed over the side, and lost.

So much for the facts, but when this film 
was released two years ago so concerned 
were the Trintella builders they sent a 
newsletter to their customers pointing out 
that the boat used in the biopic was not a 
Trintella, but a ‘kind of Taiwan clipper.’

Certainly, when actress Shailene Woodley, 
playing Oldham Ashcraft, dives overboard 

to try and unfoul the jammed helm she 
finds a sail jammed between the spade 
rudder and the hull, something which could 
not happen on a rudder with a skeg, which 
most Trintellas are fitted with.

As seafarers, we are duty-bound to nit-pick 
our way through representations of our 
pursuit on the silver screen, but leaving 
aside the fact that a deck hatch is left open 
as the seas break aboard, that water is left 
to slosh around in the bilge and that any 
sail at all remains set in winds of 145 knots, 
I enjoyed this tear-jerker and was left truly 
humbled at the brave and relentless battle, 
fought by Woodley/Ashcraft to survive 
under jury rig, using self-taught sextant-
positioning and nibbling meagre rations in 
a 41-day ordeal alone on the open ocean, 
Adrift is testament to a remarkable sailor.

Available on Netflix.

Ocean sailor John Passmore, a solo Transat 
yachtsman and former Daily Mail journalist 
said he read Mary’s tome while sailing 
down the English Channel and by the time 
he’d reached the Atlantic he could master 
his sextant!

All you need to be able to do is add and 
subtract, which explains why the book has 
been a bestseller for over 50 years.

By Mary Blewitt

Directed by Baltasar Kormakur

Mariner’s Bookshelf
This months recommended reading (and watching) from the Editor
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