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Kraken is going south in the best possible 
way, with our move to Bodrum from 
Istanbul now well underway.

We have moved into our new production 
yard at Icmeler Bodrum. It is being 
kitted out with new offices, a massive 
gantry and crane, and a full production 
mezzanine so that all five yachts in 
production can be worked on at deck 
level.

There are several motives for this move. 
One, in particular, is the harsh and 
unwelcoming winter and spring weather 
in Istanbul. This could not have been 
illustrated better than during my voyage 
down from Istanbul to Bodrum in White 
Dragon. Please read my article this month 
‘Cold Turkey’ and sympathize.

It was also due to the fact we decided we 
would not do International Boat Shows but 
instead would invite interested clients out 
to Turkey to join us for a ‘See and Sail’ 

event, so we can properly demonstrate 
the many differences between a Kraken to 
other yachts. However, we soon discovered 
that Istanbul’s climate ruled out half the 
year, whereas Bodrum’s 12-month sailing 
environment is much more suitable. 

Lastly, to meet the demand for the world’s 
best cruising yachts and deliver 10-12 
yachts a year we need a much bigger 
facility. Plus, with the first Kraken 58 
beginning in August, we need to be able to 
have 4-5 Kraken’s under consecutive build 
at any one time.

Our new facility is big but from the way 
demand for our yachts is increasing, 
we are certain we will soon be looking 
for a second shed to house the full 58 
production as well.

We are truly delighted with our move to 
Bodrum, especially our new huge facility, 
and we are very confident our clients will 
concur.

In the meantime, just in case we haven’t 
got enough going on, we have just 
launched the latest Kraken 50, Skymark. 

She’s truly stunning and looks superb 
with her full Flexiteek deck and Afromosia 
timber internal livery. Her owner 
John and Heather followed my strong 
recommendation for in-mast mainsail 
furling and Skymark will be the first 
Kraken 50 to feature this rig. The Kraken 
team and I are very keen to get her out 
onto the water for her test sails.

For Skymarks 500nm sea trial* we will 
follow the same route from Istanbul to 
Bodrum that I have just sailed on White 
Dragon, however, we are hoping for a big 
improvement in the weather!

* All Krakens undergo a unique 500nm 
continuous passage as part of our sea trials 
prior to handover to the owner.

By Dick Beaumont - Chairman and Founder of Ocean Sailor Magazine and Kraken Yachts

From The Pulpit

I’d like to say thank you to the Ocean Sailor and Kraken followers who have wished us well since 
the beginning of the war in Ukraine, but in truth, there is no impact on us at all in our idyll in 
Bodrum, other than the desperate sadness and empathy we feel for the poor souls of Ukraine. 

Ocean Sailor Magazine | From the pulpit

Central BodrumThe new Kraken facility in Bodrum
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Last March Tymur Mazur, a Ukrainian 
businessman and sailor, contacted us 
telling us that he felt there would be great 
interest in Ocean Sailor Magazine and 
Kraken Yachts in Ukraine and Russia.

We agreed and Tymur’s yacht charter 
company Sailing Duck has been publishing 
translated Ocean Sailor articles ever since. 
Tymur’s main company is an events 
company that has hosted music festivals in 
Lviv, but he and his family live in Kyiv.

Tymur contacted me a few days ago to tell 
me that his wife and children have fled 
but, with the majority of Ukrainian men, 

he is staying in Ukraine to help defend his 
country against the Russian invasion and 
to ask for my help to support Ukraine in 
that fight. 

To that end, Tymur and his entire 
company’s resources, as well as his friends 
and associates, are supplying help, food, 
clothing, shelter and medicines to his 
dispossessed countrymen in need.

I imagine this support will be needed for 
long after the Russian forces have left, if 
they ever do.

Ocean Sailor and Kraken Yachts will 
certainly help directly, but I would like to 
make this appeal to all our readers.

Please donate what you are able and 
willing to: palianytsia.com.ua/donate

I am sure all our readers’ hearts have 
gone out to the devastating destruction 
of Ukraine and it’s people. This gives us 
all an opportunity to help directly where 

it is needed. You may want to watch 
the YouTube video below about their 
campaign.

I have spoken to Tymur by phone to 
see how he is doing and to ask if what 
we are seeing on the TV could, against 
all odds, be true and that the massively 
outnumbered Ukrainian Army is defeating 
the Russians? He told me yes, now they 
are pushing back the Russian Army, but 
he also told me that as the Russian troops 
retreat they are looting everything they 
can carry off, visiting even more hardship 
on the old and infirm that are still left 
alive in their wake. 

Tymur promised me that every single 
pound, euro or dollar that was donated 
will go 100% to buy the supplies and get to 
the people in need.
Please help. 

Dick Beaumont

Ocean Sailor Magazine | Ukrainian Appeal

Ocean Sailor 
and Kraken 
Yachts 
Ukrainian 
Appeal

Learn more about the 
Ukrainian Appeal

Watch the video...

https://palianytsia.com.ua/donate
https://www.youtube.com/watch?v=B4WeXYE6154
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Sailors are more likely to encounter whales in our oceans 
today than for many decades previously. Dick Durham takes 
a look at the brutal history of whaling and the new threats 

these magnificent mammals face.

a 
bloody 

past

Feature | A bloody past
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Warning. Please be aware this article 
contains graphic accounts of whaling 
and its history. 

The storm had been blowing for days, but 
the crew of the full-rigged  American ship 
Cachalot, were loath to jettison the sperm 
whale shackled along her leeward side. All 
they could do was tend sail, batten down 
deck gear, and try to fend off the rolling 
carcass from smashing the bulwarks.
 
The tiny 400-ton ship had a crew of 37 
such was the labour involved in cutting up 
whales for their oil and body parts. They 
had been sailing for weeks - for without 
a catch there would be no pay – and had 
ended up in the Southern Ocean south of 
New Zealand, when they finally snared 
their prize.

But the crew had to tend the ship in 
the storm and could not start on the 
butchering of the dead whale, a bloated 
carcass which, one of her crew, English 
sailor, Frank Bullen, described as 
‘towering above the deck like a mountain.’

As the storm raged on, Bullen noted: 
‘Hour after hour went by without any 
change whatsoever, except in the whale, 
which, like some gradually-filling balloon, 
rose higher and higher, till at nightfall its 
bulk was appalling.’

Shocked by the strange spectacle, Bullen 
and his shipmates watched in anticipation 
until suddenly ‘with a roar like the 
bursting of a dam, the pent-up gases tore 
their furious way out of the distended 
carcass, hurling the entrails in one 
horrible entanglement widespread over 
the sea.’

Feature | A bloody past

The Cachalot
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Bullen’s crestfallen captain now had 17 
metres of worthless blubber threatening 
to tear his ship apart and ordered for it to 
be cut adrift. The crew were left penniless 
and fighting the gale for a further five days 
while breathing an ‘unutterable rancid 
smell,’ which ‘wrought its poisonous way…
permeating every nook of the ship with its 
filthy vapour until the stoutest stomach 
there protested in unmistakable terms 
against such vile treatment.’

In the 19th century the leading sea-ports 
were Nantucket and New Bedford on the 
eastern seaboard of the US. Whale blubber 
was rendered onboard the ship to extract 
oil for use in street lamps. Spermaceti was 
used for candles, ambergris in perfumes 
and whalebone in women’s corsets, 
whale skin was used as ‘leather’ for many 
items, most popularly, gloves. In 1845 
American whalers landed the equivalent of 
£1,420,447 worth of whale product for an 
industry that employed 18,000 seamen.

Way before whaling reached its peak, 
many countries had already been chasing 
them across oceans for centuries. The 
Norwegians and the Scots found them 
inshore back in the 9th century. In the 
13th century Alexander II allocated half 
the blubber catch for the altar candles of 
Dunfermline Abbey. By the 16th century the 
Basques were chasing them across Biscay, 
with competition from Dutchmen from 
Amsterdam and Englishmen from Hull.

The hunt for the great sea beasts produced 
one of the world’s greatest novels, Moby 
Dick, by Herman Melville who interviewed 
a survivor of the whaleship, Essex, 
which was rammed and sunk by an 
apparently enraged sperm whale in 
1820.

There are many other less well-
known incidents of whales 
taking on their hunters. One 
such is the story of Captain 
Albert Wood, of Nantucket, 
Massachusetts, who was 
mate of Ploughboy, who, 
in 1849 while chasing a 
sperm whale near Tahiti 
in the Pacific, managed 
to spear it with a lance 
before it capsized his 
longboat.

‘The next thing I knew 
he had swung his jaw 
between my legs and 
I found myself sitting 
astraddle of his jaw under 
water with his jaw holding 
me tight. While I was in that 
position, he brought his fluke 
down across the stern of the 
boat killing the boat-steerer.’ 

As that happened Wood broke free 
and was later rescued. He was taken to 
Tahiti with serious wounds but survived.

Feature | A bloody past

Captain Albert Wood
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As sail gave way to steam the processing 
of whales became far less hazardous: gone 
were the days of cutting the catch up 
alongside and boiling the blubber in deck-
installed infernos, a method which saw 
many men washed overboard. Instead, 
by the early 20th century ships used sea-
planes to hunt the schools, then, having 
killed them with automatically fired 
harpoons, filled them up with air and left 
them floating while going for another kill. 
Eventually a whole catch would be towed 
into sheltered waters to be dealt with. 
Factory ships also hauled them up inside 
their hulls over a specially designed ramp 
aft, before cutting them up.

But now further uses were found for the 
meat and oil of whales. Whale meat was 

eaten by the Japanese and also used as 
cattle feed. In Norway it provided food for 
silver foxes, bred for their fur. The oils 
were used in face creams, soap, margarine 
and explosives.

Long before the founding of the 
International Whaling Commission which 
sought to regulate the killing of whales, 
scientists had noticed their numbers were 
falling. Also, that many species appeared 
to be migrating to the, briefly, safer 
waters of Antarctica.

Mankind began to ask itself if the 
leviathans of the deep were blessed with 
an intelligence not before noted. Certainly, 
Captain Wood and the crew of the Essex 
would not have disagreed.

And in another fascinating account of 19th 
century whaling, harpooner, Nelson Cole 
Haley, in a voyage from New Bedford to 
the Indian Ocean aboard the whaleship, 
Charles W. Morgan, between 1849-1853, 
describes a sperm whale close-up:

‘The eye of a 100-barrel whale is about the 
size of that of an ox, but it must be very 
powerful, for at times, when alarmed, he 
has the power to detect danger from long 
distances. The ear perhaps is the more 
wonderful organ of the two, as many 
instances have occurred in my experience 
when whales have become alarmed from 
sounds two or three miles away.’

Whaling in the 19th century Whaling in the 20th century

Image from the Swedish movie Whalers (Valfångare) 1939

Feature | A bloody past
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In contemporary times many yachtsmen 
have experienced the strange phenomenon 
of orcas ramming their boats along the 
Portuguese and Spanish coast (as covered 
in an earlier edition of Ocean Sailor 
magazine) with some environmentalists 
expressing the view that lack of food 
might be causing ‘resentment’ among this 
hungry school of mammals.

While welcome, the success of 
conservation measures to bring back 
whale species to healthy numbers, means 
that sailors need to be able to trust the 
build of their boats. Kraken Yachts’ 
chairman, Dick Beaumont, had a brush 
with a whale in the South Atlantic while 
delivering his 66ft Kraken, White Dragon 
from Hong Kong to the Mediterranean. 
The brush-off left his boat with nothing 

more than a twisted skeg shoe, but the 
skid-marks down the underside of the 
hull reinforced Dick’s mantra in heavy 
lay-up, as well as his tried and tested 
recipe of integral keel and skeg-hung 
rudder. 

Kate Wilson of the Cambridge-based 
International Whaling Commission, 
told Ocean Sailor, that the battle to get 
whaling stopped was long and arduous.

‘The process of adopting the moratorium 
on commercial whaling was quite 
complex (although typical for an 
Intergovernmental Organisation). The 
proposed moratorium was discussed for 
some years.

‘In order to be adopted it required a ¾ 
majority vote. The vote took place at 
the 1982 meeting of the IWC and the 
moratorium was introduced in the 1985/86 
pelagic whaling season. The moratorium 
set all commercial whaling quotas to zero 
and this remains in place today.

‘The moratorium has allowed many 
populations to begin to recover. Some 
populations are estimated to have reached 
their pre-whaling size but recovery is not 
universal and today whales face a wide 
range of other anthropogenic threats: 
bycatch in fishing gear, collision with 
ships, ocean noise, debris, and chemical 
pollution.’

Ocean Sailor Magazine is against the killing of all whales and 
dolphins in the whaling industry, we believe the sea and her 
wildlife should be preserved in all its glory. To join the fight 
against whaling please sign the change.org petition:

Click here to sign the petition.

Where we 
stand

Modern threats to whales

Feature | A bloody past

https://oceansailormagazine.com/orca-attacks/
https://oceansailormagazine.com/orca-attacks/
https://oceansailormagazine.com/orca-attacks/
https://www.change.org/p/stop-the-hunt-of-dolphins-and-small-whales
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This months recommended reading from the Editor

By Alfred Lansing

By Frank Bullen

Published by: Hodder & Stoughton (1959)

Published by: Smith, Elder & Co (1902)

The subtitle is quite a claim, but one that still stands, decades after Lansing 
wrote it. The fact that it continues to be in print, by various publishers, says 
it all.

But perhaps the reason this particular adventure is more of a ripping yarn 
than most is because it was photographed by a lensman at the top of his 
game.

Frank Hurley’s monochrome images are simply stunning: a black sailing ship 
mounted in white ice; men dressed in frost-covered furs; the great sledge 
dogs which would eventually be slaughtered to save on food rations.

For me, the most chilling few lines come when Shackleton, at the helm of 
the lifeboat James Caird on route to South Georgia, brings a cheer to his men 
as he describes the storm they are riding beginning to break with a long line 
of light beneath the grey cloud astern. A cheer that doesn’t last long as the 
crew realise it’s not a clearing sky, but a breaking comber.

The first mate of the US whaleship, Cachalot, Englishmen Frank Bullen, took 
an extra watch one night as another officer was off sick. His burdensome 
duty was repaid when he witnessed a fight between two great creatures of 
the deep on the moonlit sea of the Pacific Ocean. 

Breaking the surface, he watched open-mouthed as a sperm whale tried 
to bite through the tentacles of a giant squid (known, as our readers will 
appreciate as a Kraken!) wrapped around its head.
I first read this fabulous account of a 19th-century whaling cruise around 
the world as a teenager and have never forgotten it.

It made a huge impact worldwide when it was published and no less a figure 
than the Victorian novelist, Rudyard Kipling, had this to say in the first 
edition:

‘It is immense – there is no other word. I’ve never read anything that equals 
it in its deep-sea wonder and mystery; nor do I think that any book before 
has so completely covered the whole business of whale-fishing, and at the 
same time given such real and new sea pictures. You have thrown away 
material enough to make five books, and I congratulate you most heartily. 
It’s a new world that you’ve opened the door to.’

Mariner’s Library

Endurance

The Cruise of the Cachalot

Mariner’s Library | April 2022
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The Latest Kraken 50
The Birth Of A Blue Water Yacht

This month we will take a brief intermission from the Kraken 58 Birth of a Blue Water Yacht 

series to bring you an update on the latest Kraken 50 which will launch in April. As the finishing 

touches are made prior to launch, we would like to show you a retrospective of the build from 

the start to the present.
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Once the gelcoat is finished, 
lamination starts. After the 
outside skin, the structural 

foam is cut, laid and laminated 
using vacuum bags.

The first step, as always, is to 
spray the gelcoat in the pre-

waxed mould. This boat owner 
has selected a white finish for 

the gelcoat.

The ZERO Keel™ receives its 
massive 6.4-tonne lead ballast. 
The keel mould is actually split 
in two at this stage, allowing 

us to laminate the space within 
the keel prior to the lead being 
inserted. Both sides of the keel 

mould are connected and the lead 
is laminated into place from the 

keel sump. This allows us to build 
the only fully integral keel in the 
world with no bolts, including an 

integrated ballast bulb.

1

3

2
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The structural stringers and 
frames are again cut from 

structural foam and laminated 
into place. This is a very 

different approach to most 
production yachts of today 

which use a one-piece skeleton 
that is bonded to the hull. Each 
structural element in a Kraken 

yacht is laminated in place 
and our transverse frames 

extend from the chainplates 
all the way to the keel base to 
distribute keel and rig forces. 

This provides the ultimate 
structural integrity.

One of the milestones of the build 
is the day the hull is removed 
from the mould. The mould is 
split apart and cranes lift the 

hull so that the two halves of the 
mould can be moved away. She 

looks stunning.

With the structural elements 
installed, the bulkheads are the 

next to be installed. Again, these 
are made from structural foam 
and laminated into place. Along 
with the frames, the bulkheads 
help produce a very rigid hull. 

5

4

6
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Once the deck is finished, it is 
released from the mould and 
the various hatch plants are 
removed before receiving the 

final touches.

Meanwhile, lamination takes 
place on the deck mould through 

the same steps as the hull.

After a dry run, the deck is 
raised up and onto the hull 

where it is bonded into place.

7

9

8
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Whilst work continues on system 
installation within the yacht, 
the carpentry team builds and 

mocks up each cabin’s cabinetry. 
This boat owner has selected 
an afrormosia interior with 

afrormosia and ash striped cabin 
sole. Here we see the galley 
cabinetry being mocked up. 

10

The cabinetry around the 
navigation station. 11
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The stunning finished cabin 
sole sections are all ready 
to be moved to the boat. 
Afrormosia has a lovely 

colour and is complemented 
well by the ash stripe.

14

Here we see a section of the 
afrormosia and ash cabin sole, 

prior to varnishing.
13

The saloon sofa area. Once the 
carpentry team are happy with 
the mock ups, they are sent to 

the varnishing paint shop.

12
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The finished table is ready 
to be taken to the paint shop 
for varnishing. The team was 
very proud to show off their 

craftsmanship.

16

And finally, the varnished 
table elements are stored in 

the drying room before being 
taken to the boat.

17

The carpentry team also work 
on the cockpit table.

15
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Within the yacht, the cabinetry 
is prepared prior to the final 

appliance installation.
19

With the deck in place, the team 
starts to install the stainless 

steel equipment, deck hatches 
and prepares for the Flexiteek 

synthetic decking.

18
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The deck is now laid, the 
stainless stanchions, deck gear, 

hatches and windshield are all in 
place. A water test needs to be 
performed overnight to ensure 

there are no leaks. We run a long 
term soak test and pressure test 
over a 12 hour period to ensure 

there are no leaks to the interior 
of the yacht.

21

The system installation is 
ongoing. The electric cables 

and plumbing need to be easily 
accessible and labelled clearly.

20

The Kraken 50 is prepared 
and loaded onto a truck. We 
are now ready to head to the 

launch point. Check back next 
month to see our coverage of 
the launch or subscribe to our 

social media channels.
22

  | Birth of a blue water yacht

https://www.facebook.com/KrakenYachts
https://www.instagram.com/kraken_yachts
https://twitter.com/Krakenyachts
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By Mawgan Grace

Spring Time
It’s Spring Time! Time to dust off your skills 
and remember this very useful manoeuvre.

Sailing Skills



Page 20
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Rudder
amidships

Spring
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Power a
head

Power ahead

Power astern

Why do we need to know how to spring?

What type of spring should I use and what do I need to set up?

Springing the stern off the dock using the Bow Spring (from the bow of the yacht to the dock):

Many of you may think that springing 
off and onto a mooring is simple 
but having just completed my RYA 
instructor course it was interesting 
to see how even experienced sailors 
struggled with the planning, concept 
and execution of this manoeuvre.

Humans will generally choose the 
simplest option and most of us can 
often get away with just untying the 
dock lines and pushing off to leave a 
dock or have crew jump onto a dock 
and pull the boat in when arriving. 

However, on larger boats or when 
faced with challenging environmental 
conditions such as a strong on-
dock breeze or when moored in a 
tight space, springing is the safest 
and most efficient method to leave 

a dock. Springing on is perfect for 
short-handed sailors. Below I will 
refresh your memory on the two ways 
to spring off a dock and a suggestion 
of how to dock in a strong off-dock 
breeze.

Spring Time

1. The tide: Look at the tide, it is 
king, and generally has more effect 
than wind. If there is no tide, look 
to see how you can use the wind 
to help you. Planning is crucial. 
Perform the setup and manoeuvre 
in your mind before doing 
anything.  

The bow will be the pivot point and 
the aim is to swing the stern out 
off the dock. This is useful with 
a tide coming from the aft of the 
yacht, with an on-dock wind or an 
obstruction fore or aft. 

1. Set a slipped spring line from the 
bow around a midships dock cleat. 
Make sure your lines are cleated 
properly in the RYA fashion O-X-
O-O so they can be removed under 
tension but won’t slip. Try to use 
two separate cleats on the bow for 
ease of removal.  

2. Place a suitable fender at the pivot 
point on the bow or have a crew 
member with a roving fender in 
position.  

2. Spring type: A bow spring can be 
completed with essentially just 
one dock line. It is preferable as it 
gives more control. 

3. Dock lines: Choose long dock lines 
so they can be slipped (taken from 
the yacht, placed around the dock 
cleat and fed back to the yacht 

3. When set up, put the engine 
throttle into forward idle and set 
the helm to turn away from the 
dock. The prop wash over the 
rudder will hold the stern against 
the dock. 

4. Take a look at the remaining dock 
lines; they should all be limp/not 
under tension and can be removed.  

5. When ready gently turn the helm 
towards the dock and the stern 
will drive away. You will notice 
the control you have and should 
be able to swing the stern towards 

so they can be released onboard). 
However, care must be taken with 
slipped lines as they are prone to 
fouling. 

4. Fenders: Apart from midship 
fenders the bow or stern will need a 
good size fender - use a ball fender 
if possible for the pivot point.

or away from the dock using the 
helm. Remember this for springing 
onto a dock which I’ll explain later. 

6. When your departure angle is 
acceptable, set the throttle to 
neutral and ask your crew (or 
yourself) to remove one end of 
the spring line and pull it onto the 
yacht.  

7. When the line is on the yacht 
continue astern until you are clear 
of the dock using a good burst of 
throttle to provide some way and 
manoeuvre as required.

Sailing Skills | Spring Time
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Hold yacht against dock with 
forward throttle, helm to hold 
stern into dock. Now attach 
the remaining dock lines.

Let yacht drift 
away from dock 
then gently 
motor forward.

Gently motor up to the 
dock and lasso or pass 
line to helper/step 
onto dock.

Power ahead Power ahead

Power astern

Power ahead

Springing the bow off the 
dock using the Stern Spring 
(from the stern of the yacht 
to the dock):

How do you come alongside 
a dock with a howling off-
dock wind?

The stern will be the pivot point and 
the bow will swing off the dock. This 
method is used with a tide coming 
towards you or an on-dock breeze 
and is also useful if there is an 
obstruction fore or aft. This method 
requires two primary lines - a slipped 
aft spring and bowline.

Use the bow spring method above in 
reverse…

1. Set a long bow spring with a length 
at least half the length of the 
vessel and have a crew member 
ready at the bow with the warp 
in hand. If short-handed you can 
rig it up as a loop to lasso a cleat. 
Also, set up your normal dock lines 
coiled and at the ready on the deck. 
Position normal dock fenders.  

2. Gently motor up to the dock into 
the wind with the crew member 
calling distance from the dock. 
Either pass the bow warp to a 
willing helper on the dock or have 
your crew member step onto the 
dock or lasso a cleat. 

1. Set a slipped aft spring from an 
extreme corner of the stern to a 
midships dock cleat. Again make 
sure it’s secured on the yacht in 
a proper O-X-O-O with the other 
end on a separate cleat if possible. 
 

2. Set a slipped bowline.  

3. Place a suitable fixed or roving 
fender at the aft pivot point of the 
yacht.  

4. When the setup is ready, put the 
engine throttle into reverse neutral 
with the helm set to neutral. Only 
the aft spring and bowline should 

3. Secure the other end of the 
bow spring onto a dock cleat. 
Remember the length is important 
for the spring to work so ask them 
to just tie the end of the warp to 
the dock cleat - don’t shorten it. 
 

4. When ready, slowly motor ahead 
gently and parallel to the dock. As 
the tension is taken up the spring 
line will pull the boat towards the 
dock. Use the helm to keep the 
yacht parallel to the dock ending 
up with the vessel alongside 

be under tension. Remove the 
other lines. Note: The propeller 
wash isn’t going over the rudder 
so the helm will have no effect. 
Communicate with the crew to 
release the bowline and the bow 
will start to move away from the 
dock.  

5. When you have the required angle 
to leave the dock, set the throttle 
to neutral and ask your crew to 
remove the aft spring. Like all the 
dock lines this should be done 
gently making sure they don’t foul. 
When the line is out of the water 
the throttle can be set to forward 
and you can manoeuvre away from 
the dock. 

stationary, with forward throttle 
and the helm positioned away from 
the dock thereby holding the stern 
into the dock.  

5. Get the crew to secure the stern 
line first and other dock lines. 

6. After the yacht is secure, set the 
throttle to neutral. 

Sailing Skills | Spring Time
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Comments and questions from our readers, listeners and watchers.

Quick question for Dick regarding the 
Solent rig and having both genoa and 
jib mounted so far forward. Given 
that Kraken’s aim to be built to be 
bomb-proof I think I must be missing 
something. 

Dick covered the benefits of downwind 
(and upwind sailing) have been covered 
by him. But I was wondering if it didn’t 
give you a disadvantage with the lack 
of a cutter staysail, my understanding 
(it may well be wrong) is that by using 
a staysail in stronger winds you move 
the centre of effort closer to the centre 
of lateral resistance and therefore in 
stronger winds this makes the boat more 
controllable. With the Solent rig, it would 
seem that as you reef either foresail they 
are going to get further from the mast, 
which would do the opposite. Is there an 
additional stay for attaching a storm jib, 
or am I missing something (probably!).

Thanks in advance”

- Tom Riley

Hi Tom 
Thanks for your email. 
What works best of all to keep the 
boat balanced on a Solent rig, or 
cutter rig, in storm conditions, is 
to use a deeply reefed jib or staysail 
with a handkerchief of mainsail too. 
This really makes a difference to 
balance and response to the helm, 
which can be needed if breaking 
cresting waves are encountered.

The beauty of the blade jib of the 
Solent rig is it’s cut very low, with 
the foot of the sail running virtually 
parallel to the deck so the deeper you 

reef it the lower the point of effort 
becomes, which means the boat is 
less heeled than otherwise.

There are several points to note here:

• Self-tacking jibs cannot be
properly reefed because the sheet
angle cannot be changed by
moving a foresail car forward or
back. At Kraken, we won’t install
a self tacker because then you
would lose your storm sail.

• Modern sail cloths such as Hybrid
Spectra or Hydranet are far
stronger than the heavy cloths
used for storm sails a few years
ago.

• Kaan Is, of Quantum Sails, Turkey,
and I have worked together on
this to develop a better sail that
takes into account that the jib
will also be the storm sail. The
result is that all Krakens sails,
irrespective of cloth material, are
built with a heavier cloth on the
lower leech area, compared to the
rest of the sail, so the sailcloth
that is exposed when the sail is
deep reefed, is even stronger.

• An in-mast mainsail furling
system will allow infinite
variations of reefing, allowing
the crew to achieve much better
balance between the foresail and
mainsail. This benefit is often
overlooked by proponents of slab
reefing, who have only two or
at most three reef points in the
main. This means you should
then put away a compatible area

of foresail cloth to keep the boat 
in balance, this can often mean 
the yacht is under canvassed or 
out of balance. In conclusion, 
whilst I accept that slab reefed 
mainsails have a better shape 
than in-mast mainsails when 
going hard upwind, I do think, 
in performance terms, this gain, 
when sailing up wind, is easily 
offset by improved balance and 
ability to have just the right 
amount of sail set for every wind 
strength. 

• It should also be kept in mind that
most cruisers will avoid bashing
upwind when they can, so the slab
advantages reduce again.

• A backed jib will normally sit
‘hove to’ better than a staysail,
however it’s unfortunately true
that, due to the short cord length
of the average modern yachts
keel, most won’t hove to anyway,
Krakens of course do.

I would love to know if the twin-
rudder wonders, featured on most
modern yachts, do hove to? I suspect
they won’t?

Good questions Tom. I imagine you 
don’t buy into the ‘this boat is so fast 
she’ll outrun the weather‘ bs?!
Best regards,

- Dick Beaumont, Kraken Yachts
Chairman & Founder

Advice:
1) Kraken needs an entry-level price
boat, maybe a 40 or 45 footer under
€750,000. This way, many more people
can move into the Kraken brand and
then move up the line.
2) Prices are too high as your 50 footer is
30-40% more expensive than Amel 50. 
Consider moving production abroad for 
cheaper skilled labour 
Yeah, basically that’s it. Nice selection 
of Yanmar for the engine. An amazing 
looking engine room.”

- Andre

Hi Andre,
Thanks for your email, but I’m a 
bit confused: The price of a Kraken 
50 with a ready to sail the world 
specification which is Kraken 

standard (meaning it’s already got 
everything you need to cross oceans 
and to live aboard in total comfort 
and luxury) is €979K, so €750K for a 
40-45 seems a bit expensive. We are 
considering a K44 but to be honest, 
our order book is full with orders for 
the K50 & 58, so it will have to wait a 
while.

Price too high against an Amel 50!?!

Firstly, I would respectfully say you 
cannot compare any production boat 
to a handcrafted Kraken, not even a 
posh one.

Secondly, even if you do I am afraid 
your cost comparison is incorrect.

It’s true that at €940k a standard 
Amel 50 is €39K less than a standard 
Kraken 50, BUT, the Amel standard 
is a long way short of the Kraken 50 
standard.

To bring an Amel 50 to the same 
level as a K50 the extras will cost 
you €125k-€150k more and that’s 
even if you could get them all, which 
you can’t. Try asking Amel for a 
triple fuel tank with fuel polishing 
and transfer system, or a full Solent 
rig, let alone a fully skegged rudder 
or an integral keel, not to mention 
the huge added cost created by the 
unique Zero Keel(™).
Best regards,

- Dick Beaumont, Kraken Yachts
Chairman & Founder
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Hi Robert,
Thanks for the compliments, we 
have just today launched Skywave 
Kraken 50-004 and I will be taking 
her on her Kraken 500nm continuous 
sea trial to Bodrum, so I‘m sure 
we’ll get some great photos.

There are scuppers but as you will 
know we like to do things differently 
(and better) at Kraken. Please see 
the photo below. The scuppers are 
incorporated into the cleats!

Re In-Boom. Unfortunately, I fell for 
the in-boom sales lines when I chose 
the rig for White Dragon too. Please 
read the article I wrote on the subject 
‘Which Mainsail Furling System is 
Right for You?’ from our January 
2020 issue.

Hi Joaquin,
Eventually, Kraken will develop a full 
range of yachts from maybe 36ft-
66ft because we realise many many 
sailors really want a yacht they can 
depend on, to get them home come 
what may. However, as I said in my 
answer to Andre, the demand for the 
K50 & K58 has been so strong that 
we need to focus on the orders we 
already have in hand.

I founded Kraken only 7 years ago 
now and trying to build them in 
China lost us 3-4 years before we 
relocated to Turkey. Now we have 

After my extensive use of White 
Dragon’s in-boom system, 
regretfully my belief is that it is not 
compatible with shorthand sailing, 
especially in heavy weather.  

I understand our Creative Director, 
Trystan Grace, has been in touch and 
will shortly send you the hi-res file. 
I have that one on my wall too! 

Best regards, 

- Dick Beaumont, Kraken Yachts
Chairman & Founder

the craftsmen to back up the design 
concepts that are the basis of Kraken 
Yachts we are moving fast forward, 
so please watch this space and we 
will try not to keep you waiting too 
long.

Best regards,

- Dick Beaumont, Kraken Yachts
Chairman & Founder

Just love the Kraken 50 and all of Dicks 
comments. A couple of things - when 
you take a wave over the bow, where 
does the water go? Appears to be trapped 
by the toe rail, no scuppers?  How many 
Black Water storage tanks are there on 
the 50, and how big are they?  Is in-
boom furling an option? (You can always 
just drop the sail). This would seem to 
be a better and safer option than in-
mast furling. I love the photo of White 
Dragon in 55 knots of wind, just out for 
a little sail. How big were the seas when 
this was taken and can I get a high-
resolution copy of the photo as I would 
love to hang it in my study?  Thanks.”

- Robert

I wish he would make a 30-32 footer.

I agree about the bolt on keel issue. I 
see so many new to sailing in the last 15 
years buy the cheap fixer-upper and put 
all the effort into painting and getting 
the icebox to work and hardly anyone 
ever takes the time to inspect keel bolts 
or any structure involved with the keels. 
Lots of flexing keels out there. Get a 
shoebox, keep twisting it back and forth 
and you get an idea of what happens to 
the knuckle between the keel and the 
hull after a few miles. When you look 
at the corners of the shoebox and how 
deformed it has become.”

- Joaquin

Comments and questions from our readers, listeners and watchers.

White Dragon going hard up the wind 
in a Cape of Storms gale. (55-60kts!)

https://oceansailormagazine.com/which-mainsail-furling-system-is-right-for-you/
https://oceansailormagazine.com/which-mainsail-furling-system-is-right-for-you/
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Don’t miss out!

It is exceptionally busy at Kraken Yachts this month, as you will have read in From The Pulpit. 
Because of the newest K50 launch and preparing the new facility in Bodrum, the Ocean Sailor 

Podcast will we taking a bit of a break, but we’ll be back in a few weeks with some great episodes!

To keep up to date on all things Ocean Sailor and Kraken, there will be daily content 
available through our social media channels covering everything we are up to!

https://www.facebook.com/KrakenYachts
https://www.instagram.com/kraken_yachts
https://twitter.com/Krakenyachts
https://www.facebook.com/oceansailormagazine
https://www.instagram.com/oceansailormagazine/
https://www.facebook.com/oceansailormagazine
https://twitter.com/oceansailorpod
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OCEAN        SAILOR

Podcast

Out now & Coming Soon from 
the Ocean Sailor Podcast

Psychology At Sea

Psychology At Sea

with Brian Trautman of SV Delos

with David Willson
David 
Wilkinson

Coming Soon

Coming Soon
The second part of our chat with Brian 
of SV Delos continues to discuss the 
psychology of the sea, crew and the 
captain’s chair.

Continuing on the theme of Psychology 
at Sea, we welcome this episode’s guest, 
David Wilkson. David is a long time sailor 
and embarked on a perilous voyage to 
recreate William Bligh’s 18th Century 
voyage from Tonga to West Timor. After 
4,000 nm in an open boat, David certainly 
has some insight into the psychology of 
sailing and crews. David now sails his 
Kraken 50 around the beautiful islands of 
Hong Kong, a far more relaxing affair.

In case you missed it, read about David’s 
epic recreation of the William Bligh 
voyage here.

Stay tuned for some great guests and topics in episode 
15 and beyond. To get in touch with some feedback or 
to suggest a guest, please contact us at:
hello@oceansailormagazine.com

Episode Featuring

Featuring

Don’t forget that you can read all our previous articles or download all the back issues at
 oceansailormagazine.com

Episode

https://oceansailor.podbean.com/
https://oceansailor.podbean.com/
https://oceansailor.podbean.com/
https://oceansailormagazine.com/blighs-nightmare-voyage-relived/
mailto:hello%40oceansailormagazine.com?subject=On%20Watch%20-%20Ocean%20Sailor%20Podcast
https://oceansailormagazine.com
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The fates of Shackleton and Franklin

Sailors’ Stories

Poles Apart
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This month the wreck of the polar 
exploration ship Endurance was found 
perfectly preserved beneath the Antarctic. 
It follows the 2014 find of the 19th-
century ship HMS Erebus beneath the 
waters of the Arctic. Dick Durham looks 
at two disastrous voyages of discovery: 
one fatal, the other a triumph of survival.

Peering at the ghostly taffrail of the 
Endurance it’s not hard to imagine one of 
her crew is shortly due on watch to take 
the wheel. What is hard to imagine is that 
the 144ft, three-masted schooner barque 
is sitting bolt upright on the seafloor over 
3000 metres below the Weddell Sea in 
Antarctica. 

The coal and sail-driven polar exploration 
ship was found by the submersible video 
cameras of a survey ship manned by the 
Falklands Maritime Heritage Trust last 
month (March 2022).

She lies just four miles from where Sir 
Ernest Shackleton and his 27-strong crew 
abandoned her on their voyage to cross 
the unexplored region of Antarctica and 
reach the South Pole. She succumbed to 
the vice-like grip of pack-ice in 1915, just 
before she sank. 

Their bid to walk to the South Pole was 
over, now the real challenge had begun; 
how to get back.

A port bow view of Endurance’ (1912) stuck in the ice

The Endurance

Photo © Falklands Maritime Heritage Trust/National Geographic.

Sailors’ Stories | Poles Apart

Sir Ernest Shackleton 
HMS Endurance
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Camped out on ice-floes which continually 
broke up, and surrounded by hungry killer 
whales, Shackleton ordered his men into 
three lifeboats, salvaged from Endurance. 
After a struggle through storm and ice, 
they eventually made it to solid ground on 
Elephant Island. No rescue party would 
ever look for them on Elephant Island and 
with just three months’ worth of food and 
supplies left, Shackleton decided he had to 
risk sailing for assistance.

The nearest help lay 500 miles to 
windward at Port Stanley in the Falkland 
Islands. There was a whale station on 
South Georgia, but that was 800 miles 
away, however, the prevailing north-
westerly winds would provide a beam 
reach. Both passages required a crossing 
of the most feared stretch of water in the 
world, the Southern Ocean.

As anyone who has been in the open sea in 
a small boat knows, what followed has to 
be the greatest voyage ever made.

The 23ft double-ended whaleboat, James 
Caird, was an open lifeboat, but the ship’s 
carpenter Timothy McCarthy decked 

her out as best he could using sheets 
of plywood covered with frozen canvas 
thawed out over seal blubber fires. He 
was the first hero of the crew. Next came 
Frank Worsley, captain of Endurance and 
an intuitive navigator. He was followed by 
second officer Tom Crean, winner of the 
Albert Medal for Scott’s last expedition. 
Shackleton also hand-picked John Vincent 
and Harry McNeish to make up two 
watches of three men. That left 22 men on 
the ice who waved off the James Caird as 

she was towed out through the breakers 
by another of the boats before setting sail 
and heading northeast.

For 16 days they fought high seas and 
three gales, chipping off the ice from the 
gunnels and baling out sea water taken 
aboard during hair-raising surfs. On day 
11 they were hit by a sea which inspired 
Shackleton to write: ‘During 26 years’ 
experience I have not encountered a wave 
so gigantic.’

Leonard Hussey (meteorologist) and Reginald James (physicist) in the laboratory 
(known as the ‘Rookery’) onboard ‘Endurance’ (1912), during the winter of 1915

Sailors’ Stories | Poles Apart

Launching the James Caird
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They were twelve days out when Worsley 
managed a sun shot on his sextant which 
put them 100 miles from South Georgia 
and two days later floating seaweed and 
cormorants appeared; a sure sign of land. 
Then the black cliffs of South Georgia 
appeared. They’d made it. 

Next followed a desperate landing through 
breakers and a mountaineering expedition 
to cross the 2,500 ft peaks to the whale 
station on the leeward side of the island.

Finally, after three failed rescue bids, the 
relentless Shackleton reached his men in 
a chartered Chilean steamer, Yelcho, four 
months after he’d left them. Every man 
was successfully taken off the ice.

Sailors’ Stories | Poles Apart

South
Georgia

Escape route

Endurance
search area

Endurance
route

Endurance
drifts in ice
and sinks

Elephant Island

WEDDELL SEA

Ernest Shackleton Tom Crean, Second Officer
Frank Worsley,

Captain of the Endurance

The Chilean steamer, Yelcho



Page 30

The sonar-generated image of HMS Erebus 
looks like a half-built matchstick model. 
With its bluff-bowed wooden hull half 
deconstructed, the wreck of the full-
rigged ship which disappeared in 1848 
has its deck mostly missing, offering a 
tantalising glimpse into its interior. The 
stern is also missing.

It was in the stateroom that an Inuit 
native described seeing a large man 
seated with a broad grin on his face. It 
is speculated that this could have been 
the corpse of Captain Sir John Franklin, 
a rictus smile produced by gum and lip 
recession.

The sonar image is produced by Parks 
Canada whose scientists found the wreck 
in 2014 and who, two years later, found 
the wreck of her sister ship, HMS Terror.

Sailors’ Stories | Poles Apart

HMS Erebus scan

HMS Terror

John Franklin

Credit: Parks Canada

Credit: Parks Canada

Sir John Franklin
HMS Erebus
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Both ships set out from England in 1845 
with 129 men on a mission to find the 
fabled Northwest Passage; a waterway 
that would link the Atlantic with the 
Pacific saving thousands of sea miles for 
merchant and military shipping.

The last time any of the expeditions were 
seen by Europeans was in July 1845 when 
they spoke to the crew of the whaling 
ship, Enterprise, who reported they were 
waiting for the ice to break up before 
entering Lancaster Sound.

They supposedly had enough stores to 
carry them through into June 1848, but 
by autumn 1847 nothing had been seen 
or heard and it was feared something had 
gone wrong.

In the spring of 1848, the Admiralty sent 
Sir James Ross in two ships to find the 
missing explorers. His mission failed.

Further rescue parties were sent out 
including one funded by Franklin’s wife 
Lady Jane. 

Eventually, in 1851, some grim evidence 
was stumbled across of their fate. On 
Beechey Island near the Wellington 
Channel, three graves were found, along 
with some abandoned huts and a pile of 
empty meat tins; the party had clearly 
wintered there.

It was not until 1854 that Dr John Rae of 
Hudson’s Bay Company met a group of 
Inuit who said they had come across a 
party of 40 half-starved Europeans who 
were dragging a boat south over the ice on 
the west side of King William Island. 

They reported both their ships had 
become icebound. Many of the men 
had tried to walk out to safety but had 
succumbed to cold and even cannibalism. 
The Inuit later found 30 dead bodies on 
the Canadian mainland and five more on a 
nearby island. Rae bought relics from the 
locals including watches, telescope parts, 
compasses, firearms, silver spoons and 
forks plus a silver plate with Franklin’s 
name engraved on it.

With this revelation, the Admiralty 
decided all were lost and no more money 
should be spent on investigating what 
happened.

However, in 1859 Lady Jane financed 
another mission that discovered more 
relics on King William Island. This 
included unburied skeletons, two of which 
were headless holding guns that had been 
fired, and an abandoned boat on a sledge. 
Then they found a cairn over a metal 
container in which rust-streaked paper 
included a note from James Fitzjames, 
captain of Erebus. It recorded that the two 
ships were abandoned in April 1848 having 
been beset in ice since September 1846. 
The note also recorded Franklin’s death on 
11 June 1847.

Sailors’ Stories | Poles Apart

Gjoa Haven

HMS Terror
found September 2016

HMS Erebus
found September 2014

HMS Erebus & HMS Terror
abandoned April 1848

King William Island

Boothia Peninsula

Adelaide Peninsula

HMS ‘Erebus’ in the Ice, 1846
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Dick Durham, editor of Ocean Sailor 
Magazine, put the following questions to 
Claire Warrior, Senior Content Curator, 
of the National Maritime Museum, 
Greenwich:
 
 
DD: Sir John Franklin’s ill-fated 
expedition has thrown up many theories 
as to what caused their death: Lead 
poisoning from tinned meat; scurvy; 
murder and cannibalism at the hands of 
local Inuit tribes; starvation; exhaustion 
from hauling sledge-boats. Is the 
contemporary view that all or some of 
these were to blame?
 
CW: Certainly nothing to do with Inuit, 
who assisted the expedition where they 
could and were in no way responsible 
for its demise; any cannibalism was 
amongst the men of the expedition, 
whose desperation can only be imagined. 
In terms of causes, it’s probably several. 
Scurvy, general ill health after 3 years, 
the misfortune of being trapped where 
they were (a particularly barren part of 
the Canadian Arctic, called ‘the back of 
beyond’ by Inuit because there were so 
few animals there), particularly cold 
weather conditions, hypothermia, TB, 
exhaustion. Possibly lead poisoning, 
although some suggest now that this 
was not as important as once thought, as 
Victorian Britain had relatively high levels 
of environmental lead.
 
DD: They were only a few miles from 
the Canadian mainland. Is it believed a 
search party comprising the youngest, 
and strongest of the men had reached a 
whaling station/township for help while 
the older, less fit members of the crew 
remained on the ships?
 
CW: No, I’ve never heard that suggestion. 
They were probably heading from HBC fur 
trading posts on the mainland. Several did 
reach the mainland (their remains were 
found at what has been called Starvation 
Cove). As far as I’m aware everyone left 
the ship, although there are Inuit reports 
of men being on the ship after it seemed 
to have been abandoned and the finding 
of the wrecks may tell us whether or 

not anyone returned. People need to be 
aware that the distances between areas of 
human occupation in the Arctic are vast. 
They were not a few miles from mainland 
Canada, and the distances get exaggerated 
by the logistical challenges created by 
the landscape, weather and their own 
equipment (or lack of it).
 
DD: Shackleton’s voyage to the Antarctic 
in Endurance in 1914 saw the ship get 
set in ice. He survived one of the most 
remarkable small boat voyages in history 
and returned with another ship to 
rescue all 27 of his men. How and what 
technological improvements had been 
made to polar exploration since 1845, 
assisted Shackleton in this?
 
CW: Endurance was certainly built as a 
polar vessel, whereas Erebus and Terror 
were repurposed bomb vessels. I’m not 
aware of any other major technological 
improvements - there must’ve been 
improvements e.g. in understanding the 
nutritional demands of polar exploration, 
and perhaps some improvements e.g. 
in clothing, but I would say that these 
were step-changes rather than being 
revolutionary? Perhaps radio - although I 
don’t think the equipment that they took 
was particularly advanced. You can’t really 
compare the two expeditions. 

Franklin’s was a sea-based expedition to 
sail through sea lanes in the archipelago 
to reach the Pacific. The land-based 
work was targeted and mission-focused 
with the ships as the base. Shackleton’s 
expedition was to be land-based using 
dogs and sledges to travel on purpose 
across the continent. Equipment 
improvements included the Nansen-
designed sledge, which was more versatile 
than the older 19th-century sledges. The 
use of skis also made travelling across 
snow easier and faster. And, by this stage 
Shackleton’s acceptance that dog sledges 
were a faster form of travel than man-
hauling.
 
DD: Perhaps Shackleton’s challenge to 
reach the South Pole was a clearer goal 
(and therefore less demanding mentally) 
than to find a (then) fabled Northwest 
Passage which lay in yet to be charted 
waters? Is it the case that there is now a 
Northwest Passage which is open all year 
round, or only during summer months in 
the Northern Hemisphere?
 
 CW: Shackleton was aiming to cross the 
Antarctic continent via the South Pole, 
not just reaching the South Pole, and 
I’m not sure that’s any less demanding, 
particularly as it was crossing land, rather 
than being safely aboard a ship! By the 
time Franklin set out there was a sense 
that the NW Passage was very much in 
reach, in any case (hence an even greater 
shock when the expedition was lost). 
There were only 900 miles to chart. The 
beginning and the end of the NWP had 
already been charted – it was the bit 
from the top of Peel Sound down to the 

shore below King William Island that 
needed mapping. In fact, the assumption 
that the expedition was lost is wrong. 
The expedition knew where they were. 
The issue was then getting out of the 
predicament.

Ice in the Arctic archipelago is currently 
unpredictable, partly because so much is 
being lost from the western Greenland ice 
sheet. In terms of sea ice cover, I don’t 
think there is a reliably ice-free Northwest 
Passage yet. The area covered by sea-ice 
in the Arctic is certainly decreasing, and 
it is projected that Arctic sea-ice will be 
gone by 2035.
 
DD: Is there a view that Shackleton’s 
voyage was an act of imperial symbolism 
against Franklin’s quest which was to find 
an important new trade route? 
 
CW: Both are embedded in empire and 
in ambition. The 1845 expedition was 
less about trade routes than it was about 
the projection of British seapower (the 
Northwest Passage hadn’t been thought 
of as a viable trade route for some time). 
The Arctic was also seen as a proving 
ground for British sailors. And, of course, 
there was the desire to explore and to be 
the first. The NWP expedition was also 
a challenge to Russia and the USA. By 
mapping North America you can define 
how big Canada is and lay claim to the 
islands (while ignoring any Indigenous 
populations living in the region). This 
then restricts the ‘interests’ of other 
nations into definable boundaries. It is 
effectively geographical imperialism.

The National Maritime Museum 
Greenwich
 
Collections of both expeditions are 
showcased in the permanent ‘Polar 
Worlds’ gallery, which contains some 
of the most famous objects recovered, 
including the medicine chest, tins 
of food, cutlery, Franklin’s Guelphic 
Order, and a boot from Starvation Cove. 
Other objects, not on display, can be 
seen by appointment at our Collections 
and Conservation Store in Kidbrooke 
(collectionaccess@rmg.co.uk)
More information at www.rmg.co.uk
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Claire Warrior: Senior Curator 
at National Maritime Museum

National Maritime Museum

mailto:collectionaccess%40rmg.co.uk?subject=
https://www.rmg.co.uk/
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Knot/Splice
of the month

Knot/splice of the month | Double Sheet Bend

The Double Sheet Bend, similar to the Weaver’s Knot, can be used for joining two ropes together, particularly if 
they’re lines of differing sizes. Aside from joining two lines together, the Double Sheet Bend can also be used for 

building hammocks and in net making.

Double Sheet Bend

3

4

1 Pass the thin rope through
the thick rope bight

2 Wrap it around the bight
and tuck it under itself

Repeat the previous step
to double the knot

Hold thick end and pull
thin rope ends to tighten

HOLD
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When you mention Turkey to most 
people they instinctively think of warm 
evenings and baking sun, and whilst 
generally, that’s about right for Bodrum 
and further south it’s certainly not 
true for Istanbul in winter. I learnt this 
the hard way, on a passage I had long 
planned; sailing White Dragon from Tuzla 
Marina, Istanbul to Bodrum.

We waited and waited for the cold snap 
that had enveloped Istanbul to ease but it 
held its grip on the city, right into mid-
March. By now the first sign of spring has 
usually appeared, but, due to the topsy 
turvy weather patterns we are all now 
witnessing around the world caused by 
climate change, nothing can be considered 
certain. Although it was still really 
freezing, I decided to make a break for 
Bodrum and the sun.

White Dragon seemed reluctant to head 
out into the icy Marmara Sea. A stern line 
caught and clung onto a pontoon cleat as 

we cast off and even her dingy made a 
last grab at a neighbour’s bow line as we 
departed the dock. 

For over two years White Dragon’s worldly 
wanderings had been on hold due to the 
rigours and restrictions caused by the 
Covid pandemic. Turkey had been firmly 
on Boris’s red list, despite the infection 
rate being 50% or less than the UK’s for 
most of that period, so I had to leave 
her, as if abandon, until my return was 
permitted.

Now at last, we were free again I thought, 
as we shook off the first chills of a 
Meltemi wind that was soon to freeze us 
to the bones. Within a couple of hours the 
fiercest of Mediterranean winds began 
hurling ice crystals in our faces as it’s 
first seemingly benign breezes built to a 
wintry tempest.

Travel & Discovery | Cold Turkey

A forbidding sky approaches 
the Marmara Sea
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The forecast told of a northeasterly gale 
for our crossing of the Marmara Sea, but 
I shrugged it off without concern. 40 or 
50kts of wind, from behind the beam 
would be nothing to White Dragon, and 
with her interior forward saloon pilot 
station, where the crew could keep a full 
watch (with the heating on if necessary) 
I considered us impervious to the bitter 
wind that blew across the cockpit. Little 
did I know what was soon to follow.

I smugly replied to the enquiring 
messages from friends asking how the 
trip was going with ‘’it’s freezing outside 
but I’m in a Kraken, so who needs be out 
there?”, but, less than half the way across 
the Marmara, the Raymarine autopilot 
threw in a 90 deg turn then dropped out! 
I have had ongoing reliability issues with 
the Raymarine electronics White Dragon is 
kitted out with, and the autopilot has been 
the worst offender, so I wasn’t exactly 
surprised, but the realities of standing out 
in the cockpit helming manually dawned 
on me quicker than the icicles forming in 
my moustache and beard. My god was it 
cold.

Erkin, my trusty crew and I, stood just 
30-minute watches. We couldn’t take 
anymore, despite hats, gloves, thermal 
underwear, two pairs of socks, scarves 
and full offshore sailing jackets and 
dungarees. The bitter cold Meltemi wind 
pumped itself up to 50kts and more, and 
then it started to snow.

As I stood my watch with the desperately 
cold wind blasting right through me, I 
started thinking about the poor wretched 
souls in Ukraine, who must be out there 
night and day, freezing in this most bitter 
of winds which actually emanates in 
Russia and Ukraine. No heating, no food, 
no shelter, their lives torn apart by the 
bloody hands of Vladamir Putin.

Hand steering was made even harder 
because the low temperature had 
thickened the hydraulic steering oil 
so the helm was heavier than normal 
(White Dragon is the only Kraken to have 
hydraulic steering) and the compressed 
nitrogen in the boom vang depressurized 
with the low temperature, so the boom 
dropped lower than usual and had to be 
restrained by the topping lift.

Finally, we dropped anchor in the shelter 
of Marmara Island, the largest of the 
islands in the west Marmara Sea. Erkin 
and I rushed below deck and kicked the 
heating on. Soon the saloon was up to 22 
deg and we peeled off the multiple layers 
of clothing that had kept hypothermia at 
bay, just.

The next morning it was another early 
start as we had 95nm to run. Sailing 
overnight was a non-runner from two 
aspects; at night it was even colder, and 
as daylight had faded we discovered that 
our port nav light had failed. All had 
been checked and were working before 
departure.

Travel & Discovery | Cold Turkey
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The lights are Lopo Lights with sealed 
bulbs, so it was disappointing, as they 
are never supposed to fail, but this was 
actually the third Lopo I’ve had to replace 
in 5 years. Not good. We install a second 
set of Nav lights at the masthead on all 
Krakens now but White Dragon’s mast 
doesn’t have them.

After sitting on a dock in Tuzla for more 
than two years it is inevitable we would 
have gear failures, especially with the 
howling Meltemi wind testing everything 
to the full. When the nav light failed I 
confess Erkin and I were not heartbroken, 
now we had a legitimate reason for not 
sailing overnight, not only cowardice!

Our route that day took us out of the 
Marmara Sea through the infamous 
Dardanelles Channel and out into the 
Aegean Sea. I was headed for a sheltered 
bay on the south side of the Turkish wine 
Island of Boscada, but as we sailed west 
in the Dardanelles outgoing shipping 
lane, the reason for the surprising lack 
of commercial traffic became apparent. 
Turkish Coastguards intercepted us just 
a few hundred meters from the new 2.5 
billion Euro Cannakkale Bridge, they told 
us very clearly that passage under the 
bridge was forbidden for the whole day 
because it was being ‘opened’ by President 
Erdowan. Zeus*, my god of screw up’s at 
sea, had thrown in another curved ball. 

We pulled into a lumpy anchorage at 
Gallipoli on the Northern flank of the 
canal at 11:30 hrs and grumpily sat at 
anchor for the rest of the day. We watched 
coastguard ships pointlessly spraying 
water cannons into the air under the 
bridge as part of the opening celebrations, 
which finally took place in the late 
afternoon. 

This facade added an extra day to the trip 
in exchange for an uncomfortable night 
at anchor, as the soon to be redundant 
Gallipoli to Cardak ferries ran relentlessly 
back and forth, discharging their cars and 
passengers running parallel to the new 
bridge. Zeus had no doubt spotted that if 
we held to our passage plan the freezing 
wind would be coming off the land as we 
ran down the Dardanelles, providing a 
fragment of shelter. In the morning the 
wind was due to funnel straight down the 
canal.

We hoped for better progress as we 
weighed anchor just before first light, and 
headed back into the westbound shipping 

lane under the bridge and headed, once 
again, for the imagined warmth of the 
Aegean.

To my surprise and consternation, our 
passage down the westbound shipping 
lane was not as one would expect. We had 
to continually dodge Turkish coastal safety 
vessels that were going the wrong way up 
the shipping lane!

* Zeus is the god I blame for everything that 
befalls the best laid plans of mariners. He’s the 
one responsible for throwing a spanner in the 
works at the most inconvenient time. He kept 
himself very well amused on this trip!

Turkish Coastal Safety Vessel

A photo of where dolphins were, 
just before the photo was taken...

Travel & Discovery | Cold Turkey
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Finally, as we exited the Dardanelles we 
could turn south. We pushed on well on 
a deep reach with reefed main and genoa 
averaging 9kts with a relatively flat sea, 
as the still very cold northeast wind now 
blew off the land. 

We still had just over 50nm to run to an 
anchorage I had worked out should be 
sheltered from the Meltemi on the west 
tip of Lesbos. We made it just as the light 
was fading.

The holding was good in Limena bay, but 
throughout the night the wind continued 
to gust to over 40kts, and we were 
buffeted around our anchor, even in the 
shelter of the bay.

Our next leg south was through a narrow 
passage between the Greek Islands of 
Nisos Chios and Nisoi Oinousses. As we 
left the protection of Lesbos the seas 
began to build quickly and by the time 

we were 12 miles or so from the land 
we had 40kts of wind and a 3-metre 
sea. I had decided to take the inshore 
passage to enable us to pick up some 
protection from the Turkish mainland and 
some small Greek Islands as we headed 
towards another small group of Greek 
Islands between Ikaria and Samos, called 
Petrokaravo.

Travel & Discovery | Cold Turkey
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Chart 1

Chart 2
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As we approached the passage between 
Samos and Ikaria the now north wind 
really built up an awkward following 
sea as it funnelled us towards the last 
anchorage of our voyage.

The anchorage I had chosen was just a 
mile past a very narrow pass between 
Thymaina and Diapori, but as we 
approached the archipelago I could see 
the seas were quite big, as well as very 
broken and confused, so I chickened out 
of trying to run through this 60-70m gap 
with wind and high seas at our stern. My 
concern was, despite her 45-ton gross 
weight, White Dragon might start to surf 
after being picked up on a wave and 
lose steerageway, so we turned to port 
and sought sanctuary from the wind in 
Christomila Bay, Nisidhes, Fournoi.

The bay was much deeper than charted 
and we needed to drop all 100m of chain 
and 20m of the octoploid warp I had 
spliced into the head of the anchor chain 
several years ago. I’ve often found, in 
many areas around the world, the only 
option is to anchor in 35m + depth, so 
100m of chain supplemented by anchor 
warp is needed.

Our anchor held well, far enough out from 
a quickly shelving shoreline and all was 
fair and good…... Until the dawn.

I have deployed and recovered the anchor 
chain/warp dozens of times over the last 
five years, but Zeus had another plan. 

The heavy octoplait rope warp seemed to 
have thinned a little, it wasn’t chaffed, 
but one short section now jammed firmly 
in the chain groove of the anchor roller as 
it was recovered. It had never done that 
before.

We dropped it a little and tried again, but 
again and again it stuck in the same place 
of the warp. We tried every manoeuvre to 
get the warp up past the roller, but every 
time it stuck firmly.  After exhausting 
all the easy options, we ran a second 
rope down over the roller and tied it to 
the anchor warp with a rolling hitch, we 
then led the rope back along the deck to 
the primary cockpit winch and hauled it, 
bypassing the roller. It worked. We began 
to haul the warp up onto the foredeck, 
then, just as we brought the chain up 
enough to get it in the windlass gypsy, 
the hydraulic oil high-temperature alarm 
started bleeping. Zeus hit us again.

I wasn’t sure what was causing it so I 
hit the emergency stop button for all 
hydraulics which is on the helm console, 
and went to investigate. With immaculate 
timing, Zeus had disabled the hydraulic 
cooling feed pump somehow and it had 
failed just when I needed it.

The hydraulic oil had hit 65deg. There was 
nothing for it but to leave the hydraulics 
off for 30 mins or so, until it had cooled 
down. 

Time was ticking on, we had 65nm to 
go to get to Bodrum and I wanted to get 
there in daylight. It was already 09:30 and 
we needed to get going soon.

After half an hour the oil temp was back to 
below maximum. It would only take 2-3 
mins to lift the chain and anchor and we’d 
be on our way again... right?
Ahh no, unbelievably the warp to chain 
splice was now jammed in the windlass 
hawse pipe, where it leads the anchor 
chain into the chain locker. It was as if 
this set-up had never been used before, 
but it had been used, dozens and dozens 
of times. Perhaps, due to the cold, the 
rope splice was stiffer than before? I really 
don’t know. There was only one choice; 
to cut off the warp. We hooked the anchor 
snubber into the chain and secured it to 
one of the bow cleats, so that we could not 
lose the anchor chain, then we cut off the 
anchor warp to chain splice, which had 
taken me hours to do several years ago.

Up came the anchor at last.

We sailed out of Christomila Bay at 10:30 
hours and headed for the narrow pass that 
had spooked me the precious evening (see 
the chart below). Fortunately, the seas had 
not built up to the extent it had before and 
we dropped all sail and motored through 
without incident 

The temperature was warming up and 
the wind moderated to a 20kt breeze 
and we had a great sail through some of 
the idyllic Greek Islands that sit within 
a half-day sail of Bodrum. We dropped 
anchor in just 10m of water in Gumbet 
Bay, Bodrum, just 5 miles from Iҫmeler 
and the new headquarters and production 
base for all Kraken Yachts.

Travel & Discovery | Cold Turkey
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Steak 
Tartare

In The Galley

In the galley | Steak Tartare

by Rob Beaumont
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This serves 4 generously, as a rather 

nice starter.

• 500g beef, lamb or other four-

legged game. Lean cuts only - 

fillet, sirloin. Remember to keep it 

in the fridge until the last moment.

• 50g cornichons

• 50g capers

• 75g shallot

• Worcestershire sauce

• Black pepper

• White pepper

• Finely chopped flat leaf parsley

• Olive oil

• 4 egg yolks

• Salt

• Cayenne pepper

Steak Tartare

In the galley | Steak Tartare

I managed to get my hands on some 
really good beef the other day from 
my butcher - ex-dairy cow. There 
are a number of good reasons why I’d 
say that out of all the bespoke beef 
I’ve tried, this ranks as my favourite. 
Firstly, the flavour and fat marbling 
are excellent. Secondly, it’s not overly 
expensive for something with that 
kind of marbling and husbandry 
- wagyu for instance is a lot more 
pricey. Thirdly, it’s from a cow that 
has spent its life as a dairy cow. 
That means it’s not been reared just 
for beef - pumped with grain and 

finished on grass when the animal is 
relatively young. Instead, these cows 
actually work producing milk for as 
long as their yield is good and then, 
when most aged-heifers would fall by 
the wayside, forgotten about, these 
beauties are put out to pasture to 
enjoy their halcyon days in the sun, 
before being sent to the abattoir.

In a world very concerned with 
sustainability, it’s hard to think of a 
more viable beef stock than an ex-
dairy cow. The meat, in this case, 
came from a Friesian cow, a staple of 

British dairy, and given its absolutely 
fabulous colour, texture and fat, I 
thought the very best way to do it 
justice was as simply as possible.

And when it comes to beef, there are 
few dishes as pure as Steak Tartare.

But don’t let all this specialist beef 
stop you if you can’t get your hands 
on it; any good fillet or sirloin, or 
lamb - even venison saddle works 
really well. Kudu and Springbok are 
also excellent choices. The main 
thing is the cut. Nice and lean. 

Ingredients

by Rob Beaumont
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Add a good 4 tablespoons of olive oil, 
extra virgin as long as it’s not too 
strong in flavour. Add the shallots, 
cornichons and capers and season 
with Worcestershire sauce, salt and 
ground black and white pepper. 
Lastly, fold in a few decent sprinkles 
of the finely chopped parsley. This 
is the last chance to check the 
seasoning, so make sure it’s right. 

3

If you’ve got a hand mincer, remove 
the meat from the fridge and pass it 
through until you have a nice, fine 
mince. If you haven’t, dice with a 
sharp knife as small as you can get 
it, removing any big fatty pieces, 
gristle or trim, so you’re left with a 
lovely fine dice of lean meat.

2

In the galley | Steak Tartare

First up, finely dice the cornichons, 
shallots and chop the parsley. Using 
the flat blade of the knife, crush the 
capers and then roughly chop these 
until fine. Set aside.

1
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Enjoy!

In the galley | Steak Tartare

Set into rings on 4 plates, 
remembering to oil the inside of 
the rings so they slide off with ease 
when full. 

Press gently with the back of a spoon 
into the meat, creating a little divot, 
and finish each with an egg yolk 
placed into it, (the best quality you 
can find- bio/organic is a must in 
my opinion). Add a small pinch of 
cayenne to set off the yolk.

Enjoy with some melba toast, good water biscuits 
or crackers and a lovely glass of Chablis!

4
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Showcasing your favourite anchorages.

Malta Special
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From Jeremy, Ocean Sailor reader from the UK

Even if you have not heard of Dwejra Bay 
before, I am certain you have seen pictures 
of it or seen it in movies. This picturesque 
and safe anchorage is located on the western 
coastline of Gozo, a small island northwest 
of Malta. Although there are many famous 
anchorages in and around Malta such as 
the Blue Lagoon, Dwejra Bay is far quieter 
and offers a perfect spot to drop the hook 
overnight. There is no beach in the bay but 
the impressive rock formations such as 
Fungus Rock are a sight to behold. 

The anchorage itself is within a very well 
protected horseshoe bay with only two small 
entrances on either side of Fungus Rock. The 
depths are fairly consistent at around 10m 
(32ft) and there is good holding. For me, it is 
one of the most memorable anchorages in the 
whole of the Mediterranean.

Location Dwejra Bay, Gozo, Malta     Coordinates 36°2.81’N 14°11.48’E
Seabed Good holding in sand     Protection Very well protected anchorage from all sides

Dwejra Bay
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Just to the north of the bay is the famous, but 
unfortunately now collapsed Azure Window. It 
was a magnificent natural arch that collapsed 
during storms in 2017 after years of erosion. 
For those that love to dive, Dwejra Bay is a 
great staging point for some noteworthy dive 
sites such as the Blue Hole, one of the most 
famous on the island. This naturally circular 
limestone sinkhole is protected by a small 
ridge of rocks, allowing divers to enter the 

water safely even when the wind picks up. 
The maximum depth of the site is 15m (49 
feet) and a stunning underwater window leads 
to open water.

Divers can also visit the Azure Reef and Coral 
Garden dives nearby but one of the most 
memorable is diving the inland sea. This 
semi-shallow lagoon is connected to the sea 
by an 80m (260ft) long tunnel. The depth 

of the tunnel at the inland sea end is about 
3m (10ft) but descends down to 26m (85ft) at 
the sea end. A very unique dive and another 
where the rock formations make up for the 
lack of sea life.

To find out more about sailing in Malta, 
click here to check out this extensive article 
by Dini Martinez

https://oceansailormagazine.com/malta-the-island-with-a-george-cross/
https://oceansailormagazine.com/malta-the-island-with-a-george-cross/
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