A  HISTORY

OF  THE

ROYAL  ARMOURED  CORPS  YACHT  CLUB

1949  -  1998

Contents
iiFOREWORD


11.  FOUNDATION AND GROWTH


1The Beginning


3Club Administration


4Boat Husbandry


5Flag Officers & Committee


6Types of Yachts


72.  RACING


7Cowes Week


7Round The Island


7Seaview Regattas


8Ocean Racing


9Other Regattas


103.  STORMS & WRECKS


10Channel Storm


12The Fastnet : 1979


13Wrecks


174.  ANECDOTES & PERSONALITIES


225.  COURSES & QUALIFICATIONS


22Skippers


22Courses


23Testing


246.  CRUISING: AND OTHER JOYS OF SAILING.


24Burgees


24High Speed Sailing


25Cruising




FOREWORD


The idea that this history should be written was discussed one day during the RACYC regatta at Seaview. With her typical enthusiasm, Joan (Johnny) Lady Coates said it must be set down, as memories were fading fast. She turned to me, and ordered me to write it. So here we are. Wives are as much members of regiments as their husbands, and so it has always been in RACYC. Assembly of the necessary information was given a good start by the documents produced by Sheila Kayll, and by Johnny Coates herself. To keep the task within bounds, and do it with reasonable speed, the research has had to be limited. So no doubt there are omissions. The history had to be brief, or it would never have been finished, and you would not have time to read it. The pedant will notice a lack of standardisation of style. For instance, peoples’ rank is sometimes given as the junior one it was at the time of some early achievement, and sometimes the same person is given their final loftier rank. The title of regiments is another inconsistency, where it sometimes seemed appropriate to use an early title, and at another time an amalgamated one. Thanks are due to all those who reminded me of events I had forgotten, and told me about those of which I had not heard. Also, for proof-reading, thanks are due to Sheila Kayll, Johnny Coates, and the others; who between them corrected many errors, some serious. There are no apologies for digressions; this has often been done on purpose. Many memories had faded, but 2nd opinions were usually available to clear up conflicts. Tony Barne had already written down his contribution, and John Barkworth did his promptly, so I had these two vital contributions from the early days. David Fletcher produced from the Tank Museum library many important original records. Our thanks are due to all of these people.

Lytchett Matravers, 1998.

John Larminie.

1.  FOUNDATION AND GROWTH
The Beginning

On the 1st of April 1939 the Royal Armoured Corps was formed, by bringing together those Cavalry regiments which had been mechanised, and the battalions of the Royal Tank Corps. The Gunners had the RAYC with their yacht Rose, and the REYC Ilex. The members of the Ironsides had their sailing club at Poole, but the new RAC had no corps yacht club, so did their sailing under individual arrangements. That first summer was a short one. War was in the air, and rearmament was being hurried. In August, paid hands were laid off, and returned to the their normal winter’s work, and went to sea. The boats were hurriedly laid up, in many cases sadly rather haphazardly so, and their owners prepared for war. Your author went back from Anglesey to Hampshire, and did not sail again until May 1944, in a 12 foot scow licensed by his school as a fishing boat. The Hamble at Bursledon was so crowded by landing craft that you could almost walk from bank to bank. By the afternoon of D-Day in June, the river was empty. That September your author went to Bovington to be taught to be a soldier. For six years the members of the RAC had but little opportunity to sail, being busy winning the war, and boats and suitable safe waters for sailing were rarities.

By 1946 the war had been won, and thoughts turned at last to lovely things like sailing. The first need for a yacht club was voiced at once. The editorial in the new RAC Journal, first published in July 1946 had a long paragraph devoted to an evocative and persuasive description of the joys and military merits of Ocean Racing. The writer believed that an organisation larger than the Ironsides club would be needed, and that it should supply the facilities for Ocean Racing. The anonymous editorial went on to discuss the allocation of German service yachts, which were already arriving in Britain, sailed over by naval crews. The writer closed by posing the question as to how much support there might be for this idea. Bruce Cotterill, RTR, may be credited with authorship, as he was at Bovington at about that time, and was a member of the Ironsides Sailing club.

Despite all this, it was three years before the club was to be formed. This delay can easily be understood. After so many years of war, the RAC was in turmoil, and on the move. The Territorial Army was being stood down, the members of these illustrious regiments which had formed an important part of our armoured force who wished to soldier on had to move to regular regiments. The Indian Army was coming home ready for independence, and partition of that country, and its members had to be fitted into the British Army, at the same time as mass demobilisation was going on. As well as all that, the political situation was not all peace and amity. Nigel Duncan, who was later to be involved with RACYC, was commanding 2nd Armoured Brigade in 1946, which was part of 6th Armoured Division guarding the frontier of NE Italy, against expansionist aims of Yugoslavia, with A Squadron of the Bays forward in Slovenia, and the 4th Hussars in Croatia near Lipizana. In 1947 that brigade moved with 1st Armoured Division to Egypt, to deal with the Palestine problem. Although the REYC’s large yacht Ilex appeared in the Great Bitter Lake, the sailing 2nd Armoured Brigade had there was in Snipe dinghies built by German POW. Regiments in Germany had fleets of lovely captured boats, yachts at Kiel, and Dragons at Travemunde. Regiments were in odd places, for instance the 15/19th Hussars were at Khartoum. The future first commodore, Errol Prior Palmer was posted to Washington as Military Attaché, so was out of contact.

However, in 1948 things began to happen. Nigel Duncan was by then the Brigadier commanding the RAC  Centre at Bovington. Tony Barne was the colonel commanding the RAC Depot there. Harold Cassels KDG was back in England as a gunnery instructor. John Barkworth was on a gunnery course at Lulworth. David Kayll was at Bovington, setting up the Junior Leaders Regiment, later to be commanded by Clifton Rayment. Also Errol Prior Palmer came home, to be Deputy Director RAC. There was much discussion in the bar of the officers’ mess at Lulworth of the need to get hold of a loot yacht. All these had been allocated to service yacht clubs. But as the RAC had no club, it was not given a boat. At the RAC Conference in the autumn of 1948, the formation of a yacht club was raised, by Tony Barne amongst others. We were under way.

The RAC Journal of April 1949 reported that an inaugural meeting of interested officers had been held on 17 March 1949. The journal had as its frontispiece a fine picture of Theodora, which it reported as having been leased by the RACYC. The flag officers elected were listed as:- 
Brig G E Prior Palmer. DSO (ex 9L)


Commodore.
Lt Col J French. RTR (Joint owner Theodora)
Vice Commodore
Major W M Robb KOYLI.



Rear Commodore
Lt Col A M Barne OBE Royals


Hon Sec
The selection of Bill Robb as Rear Commodore is an oddity. He used to sail in Alamein, and lived at Lymington. It is assumed he was the Infantry representative at the Tactics School, then at Lulworth. The commodores over the years are listed in Annex A.

From that start the club ran the two yachts, Theodora and Alamein. These are described in Annex B. Members who had their own yachts included Tony Barne and John Barkworth who had similar Lymington-Slipway 5 tonners. Willy Turner (Bays), who had latterly been commanding the Driving & Maintenance School had a yacht of somewhat similar characteristics. Stug Perry who had been commanding the RAC Officer Cadet Training Unit in the Sandhurst Block at Bovington, turned his attention to the 6 metres and 5.5 metre classes for Olympic racing. In those days Bovington was very different from today. It was still a sea of wooden huts built in World-War 1. In Stanley Barracks at the bottom of the hill was the Specialist Training School, where fitters were trained. These fitters were regimental soldiers, until REME took those roles over in 1951. That sailor of Theodora, “Sprocket” Spencer-Smith of 7 RTR was to be found in the STS. The unreliability of engines in those days is beyond comprehension by modern standards. The engine of a motorcar would require new piston-rings, and its cylinders to be rebored after only some 35,000 miles. The STS had all the means for that, and one can assume that boat engines found their way there as well as those of the worn, prewar cars that perforce was all there were available. Sails were cotton, and though they might start white, they soon got mildewed when stowed damp. Thus they were tanned the familiar dark brown, to hide these marks, and prevent rot.

The inauguration of the club was at Lulworth, as that had benefited from the nice brick buildings built in the period of “Hore-Belisha” rearmament in the 1930’s. Thus the RAC Conference was held there. Although the Officers’ Mess at Bovington, where now is the Headquarters building, had some nice buildings on the edge of the sports fields there was nowhere suitable for the conference.

From that start the club grew. Theodora was raced hard in the major events of the Royal Ocean Racing Club’s calendar, and with some success. In her first year with the RACYC she retained the Jolie Brise cup in the Fastnet Race, which had been won in the previous Fastnet by her owners. She raced as far afield as Santandar. Alamein had her successes too. And there was time for cruising. In that first year of 1949 Barrie O’Sullivan took a crew of potential officers to Cherbourg in Theodora, one of these being Peter Cracroft. For another voyage to Cherbourg, one crew member from 7H, Cary Alexander, arrived too late, so flew out in his own light aircraft and joined her there. In several years she was sailed out to Germany for part of the summer. One major event each year was the Staff College’s battle-field tour to Normandy. All the yachts of the corps clubs would sail over, and lock into the river at Ouistreham. Golf clubs too were part of the impedimenta taken. The essence of this battlefield tour is set down in the admirable book, “Brightly Shone the Dawn”, by Brig Dunphie, son of Gen Dunphie, D-DRAC during the war. Theodora and Alamein were there together. The club thus enjoyed these two lovely big yachts. All the club’s yachts over the years are described in Annex B.

Theodora was a complicated yacht. Such cutters had three foresails, topsails, and reefing topmasts, which could be brought down to deck in the worst weather There is a painting of her by Biddy Moreton in the officers’ mess at Bovington. She had a yard, and squaresail for down-wind sailing. All the running rigging was natural fibre, which swelled when wet, and stretched when it dried out. The sails were cotton. Gear or sail life was short Thus failures were common. Also she was a huge yacht being 54 ft (16 m) long. All this made her expensive and difficult to run and to maintain properly. In August 1952 she was on her way back to Portsmouth from Kiel, and during the voyage blew out all her headsails. Such a disaster was not uncommon in those days, especially during a long thrash to windward. She had to be towed into Harwich. The club took the decision that they could no longer afford to run her. Her owners generously allowed the club to sell her to clear her debts incurred for maintenance. Alamein was kept on for a further three years, and was sailed by both cavalry and RTR members of the club. However when she too was sold the RACYC became somewhat dormant. Tony Barne continued as secretary, holding the files and the accounts, and membership fees still came in, although the club owned no boat. This was the end of the beginning, and it was in 1959 that the club burst forth again, to continue unabated till today.

The revival was brought about by the then Col Sir Freddy Coates, who took over command of the School of Tank Technology. This school, the STT (as opposed to the STS mentioned earlier), had been moved down to Bovington from the fighting vehicles research and development establishment (now DRA) at Chobham near Chertsey in Surrey, by Col Ted Grylls (15/19H), also a yachtsman. The STT was in wooden huts where now is the Coach Park for the Tank Museum. Freddy took over secretaryship from Tony Barne. For the RACYC it was decided to buy a small yacht, within the realistic funds the club might have to run her. Freddy’s own boat Varthan was a South Coast One Design (SCOD), some 26 ft (8m) long. This led him to decide on a SCOD as the club yacht. This he bought second-hand, financing the purchase by a loan from himself. This boat, Troika was a great success, and so the club was away again. Freddy then set in train the building of a new SCOD, Red Jerboa This time, the finance was by a 100% grant from the Nuffield Trust. Because of Freddy’s imminent departure to the USA, John Larminie took over as secretary at Red Jerboa’s launching, immediately on his return from Germany before he had even had time to go to Bovington on his posting to the STT. As Red Jerboa slid into the water, he decided a larger and more modern yacht was needed as soon as possible. Only a modest increase in size was foreseen, and the costs of running the larger yacht would be offset by the use of modern maintenance free materials, the SCODS being wooden. This took 4 years to achieve, and resulted in White Knight. The details of the arrangements for financing these yachts are included in Annex B. With White Knight the club was on a steady course to the future, which allowed the members to benefit from the pioneering effort of two people who deserve especial praise: the first two secretaries; Tony Barne and Freddy Coates.
Club Administration

The chain of command in the running of RACYC was very different in the first twenty years, to what it has been for the last twenty. Latterly the secretary has been the office manager and a coordinator whereas in the early days the secretary was an executive manager, directing the club, and to a marked extent the club went where the secretary took it. The Commodore was some figure of note, who as an elder statesman “fathered” the club, rather than run it. They had usually, but recently returned from many years of war, and were happy to leave the running to the secretary. There was also a run of Commodores who were also experienced Senior Race Officers, such as Tony Barne, and they were busy with that.

As in all Army sports, be it football or polo, people have run sports, and used the administrative facilities of their regiment or unit to support them in the sport as much as in official work. Thus Tony Barne as its commander had the RAC Depot to support him. There is not a true modern equivalent to that unit. Until about 1957 very little world-wide movement of troops was done by air-trooping. Rather, journeys were by troop-ship, and they took a long time. Drafts were mustered, and kitted up at the Depot, which was a sort of giant Home Headquarters. Troops coming home could be received there, and documentation arranged. Thus the Depot was well placed to run the paper work of RACYC, and control such things as warrants for defaced Blue Ensigns. The Depot often had people “on its books”, waiting to go somewhere, or compassionately posted home, who wanted to sail, or could be conscripted to work on the boat. When Freddy Coates took over, the base shifted to the STT which he commanded. About this time, Brig Ralph Cooney, who later presented the gold cup raced for in the Seaview regatta worked as a retired officer at the STT. This was a large school, with good facilities, including a small workshop. The office clerk had been an RNVR officer during the war, and assistant harbour master of Poole. Thus he, John Saunders, knew how to arrange moorings etc, and he was bo’sn of Troika and very briefly of Red Jerboa. After Freddy left Bovington in 1962, successive secretaries were instructors at the STT; John Larminie 1962 to’66 during the time of fund raising for, and the ordering of White Knight. Then for 1966 to’67 it was Ian Tytler, RTR. He took delivery of White Knight, and kitted her out. He also had to sort out the mess when she was wrecked and rebuilt; see Chapter 3. It was Ian who started the Skippers’ course, which naturally was based on the STT, where was held a classroom phase. Bernard Greenwood (10H) and an RACYC member, was one of the STT commandants, and later Charles Delamain whilst commandant was the club’s commodore. John Larminie returned to the STT from 1967 to 1972, and was secretary again until Peter Cracroft (4/7DG) came to the STT in 1971. By then the STT had been renamed the Armour School, by a trendy commandant, who incidentally did not sail. Sadly, for both the Army and the club this sealed the school’s fate, as thereafter few people understood what it really did, so it was eventually axed. In 1973 DRAC gave permission for a member of his HQ staff to be secretary ex-officio. This gave long term continuity. The first under this new system, was Donald Entwhistle, followed in 1989 by Peter Gregson, until 1997. Neither of these RTR Lt Cols, sailed. Despite this they fulfilled the function with patience and kindness. They also had their office staff behind them, and the benefit of a known telephone number and such like. Thus we are indebted to them for this long period of stability. At the time of writing in 1998, the secretary is Major Chris Hall RTR, working at RHQ Royal Yeomanry in London.
Boat Husbandry

For much of the early years of the club, the Secretary both administered the club, and was responsible for the boat, without anybody specifically appointed as sailing secretary. In the 1960’s Francis Gradidge (17/21L) was sailing secretary, and looked after Red Jerboa. It was he who changed the colour of the top-sides from Desert-Sand to red; there was indeed logic in this, and a story. When this South-Coast-One-Design was ordered her name was to have been Jerboa, a Desert Rat, and thus her topsides were to be desert-sand yellow. When the project was well underway, a well known helmsman in the Dragon class, and a member of RACYC, Pat Dyas called his new yacht Jerboa. He did this as his regiment was one of those of the County of London Yeomanry, (which includes the Sharpshooters). The CLY was famed for its exploits in North Africa, and in Normandy, with 7th Armoured Division. Pat at the time of writing still calls his current Dragon Jerboa. With Pat Dyas having taken the name first, the club’s SCOD had at the last moment to be named Red Jerboa, after the colour of the badge of 7th Armoured Division’s variant of the desert rat. But Red Jerboa still originally had the desert yellow coloured topsides.

Later, John Ross (Greys) while at the Signals School, took on White Knight. In the period 1963 to ’74 there was no bos’n. The hideous cleaning up necessary after some charterers was done either by the sailing secretary, or secretary, and occasionally by a working party from a regiment at Tidworth. Special mention must be made of the Shropshire Yeomanry, who took White Knight every July, and brought her back in much better condition than when they took her over. In the winters, from 1960 to ’66, the yacht was laid up in the Yard of R A Newman, on Poole Quay, where now is Sunseeker. There she had a professional refit. The wooden SCODs were stripped internally, and the bilges repainted. The charter fees were set to cover this, and thus the boats were in prime condition, and there was no anguish should there be a lack of volunteers. When Newmans closed and was sold, this arrangement was continued, at Cobbs Quay, above the lifting bridge. Later still, the yacht was brought back to Bovington, and refitted in the workshop. This continued for several years, and proved much cheaper, but it was highly dependent on who happened to be at Bovington, and on what could be scrounged. In the last years of this arrangement, while White Knight II was the yacht, the refit at Bovington was organised by Capt Alan Healey, QDG, who was at Aldershot, as a member of the staff of the Army Sports Control Board, being responsible for all Army hockey and sailing. In 1992 a major change was made, since there was nobody at Bovington who could be sailing secretary. The RACYC yacht was moved to Portsmouth. There she could be maintained by Alan Healey in parallel with his responsibilities for the Army Sailing Association. Initially she was at Whale Island, with the REME and RE yachts. Later she was moved to take advantage of the ASA arrangements which blossomed into the Nuffield Marina in the Royal Clarence Yard at Gosport. The sad side of this was that there was no “Bovington yacht”, and no sailing from Poole Harbour. However, the handover arrangements in Poole had often been difficult, and it had also been difficult to keep a proper watch on the yacht if she was sitting on the mooring over towards Brownsea Island, when there was lack of a charter. From Gosport too, if our yacht was unchartered, crews from other corps might be found, and vice versa. There is also the flexibility of the nearby JSASTC (Joint Service Adventurous Sail Training Centre) in HMS Hornet at Haslar Creek. With changes later in the units and headquarters at Bovington, these arrangements have proved most practicable.
Flag Officers & Committee

From the earliest days, the club had a Commodore, as the leader of the club. He was backed up by the Vice Commodore, as second-in-command, or to be available as a stand-in. Sometimes, the flag rank of Vice Commodore has been the final step in promotion, before being the Commodore. Contrariwise, sometimes, the military postings of the current, or some other potential commodore, have meant that planned progression to that rank has been impossible. Thus there have been anomalies of tours of duty of commodores, and of appointments of Vice Commodores. Rear Commodores have been appointed in a flexible manner. The rank has been be used to give authority to various appointments, such as rear commodores: BAOR; boats; regattas; etc. As these tasks have varied, in general growing, so too has the number of Rear Commodores varied from year to year.

The Commodore and other flag officers have always governed the club through the Committee. This was composed of the flag officers and other officers of the club such as secretary and treasurer. There have often been on the committee some elder brethren whose experience was so useful for continuity and historical reasons, particularly those living in Dorset who could easily attend. Apart from Freddy Coates, who usually held some appointment such as Race Officer if not a flag officer, there has been of note David Kayll and Clifton Rayment. The latter established a record for attendances at committee meetings.
Types of Yachts

At the start of the club, ocean racing was seen as a prime requirement for the club yacht. In those days the handicap rule was the Royal Ocean Racing Club rating, which tended to favour a beautiful and seakindly yacht. Thus the cruising folk were content with what those keen on racing favoured. However, the ability of small racing yachts, as later to be proved by the Junior Off-shore Group had yet to win acceptance. Thus there was a tendency to favour large yachts. Once the small JOG yachts had been shown to be acceptable, the size of the club yacht could come down. Thus White Knight was only 31 ft long. She was a twin of the champion in that size of RORC rating, and was a lovely cruising yacht. Had there been a driving urge for ocean racing, then the money might have been spent to kit her out accordingly with the potential to be campaigned with winning potential. Although she raced with credit, her prime role came to be that of cruiser. However, cruisers and racing yachts diverged with the adoption of the International Off-shore Rule. Thus White Knight II was a compromise, designed before IOR yachts became extreme. She was a Contessa 32, of which there were several already owned by the services, and a large civilian racing fleet, who raced keenly, though only with limited keenness for the RORC calendar. For those wishing to do ocean racing, the Army bought its dedicated yacht, Redcoat. RACYC members have been closely concerned with the various Redcoats, particularly Peter Scholfield, and Nick Bate. Thus the need for the RACYC to have an ocean racer became less. Therefore, when the time came to sell White Knight II, she was replaced by a commodious cruiser; White Knight III. Thus the club policy came to be that of providing a comfortable yacht for cruising, and to rely on service yachts from the ASA, or Joint Services centre, both for racing and adventurous sailing. All rules have exceptions. And thus for a short period the RACYC owned a second boat, the thorough-going IOR racing yacht Ocean Cavalier. Details of all these yachts are in Annex B. Ocean Cavalier had to be sold because the club cold not sustain the running of two yachts. However, she continued to sail under the RACYC burgee, as she was bought by the Martin family, of which one of the brothers is Hugh of Scots DG.
2.  RACING

Cowes Week

The regatta at Cowes in early August has its special popularity and fame. It is nice to be one amongst all that fleet of lovely yachts. The racing is fun, and so is the social side of things. It was also seen by the club committee as an opportunity to keep our club in the public eye. Thus the charter of the club yacht for this occasion has often been a matter for committee decision. In 1962 in particular, with the new yacht Red Jerboa being a member of the SCOD class with its keen rivalry, and the class results always reported in the press, the decision as to who should be allocated the club’s yacht for Cowes Week was considered particularly important. There was some competition from potential entrants to be chosen by the committee. Harry Gauntlett (Major 16/5L) was very keen, and persistent at lobbying, so made it in the end. This then started him on a long career as the user of the club yacht.


In about 1967 White Knight was entered by 14/20H, with Mark Goodhart as “charterer”, but on board also was their Colonel-in-Chief, the Princess Royal, Princess Anne. It is interesting that White Knight was a Rustler 31; and the princess now owns a Rustler 36. White Knight II competed here in the Contessa  32 class. Successes here included those of David Scholfield Scots DG. Pat Dyas mentioned for his Dragon Jerboa in Chapt 1 has been a pillar of Cowes: Captain of Dragons; and Admiral of the Royal Corinthian Yacht Club.


Nick Bate then Adjutant 16/5L, in his lovingly restored Dragon Svanehvit was sailing her at Cowes early in the 1993 season, when being on Starboard Tack helped him not at all. Another Dragon rammed them below the waterline, and they sank with all hands; one of those left swimming being his Commanding Officer. 

Round The Island

Another race where the spectacle is magnificent is the Island Sailing Club’s race anti-clockwise round the Isle of Wight. This race has perhaps seen the most consistent support from RACYC, with both the club yachts of the time, and the private yachts on the south coast participating. For yachts based in Poole Harbour, there has also often been a race from Poole to Cowes on the previous day. This merely formalises a reality, as there is a race for a mooring there anyway. The club has had members dismasted (Christopher Barne); and produced the smallest yacht in the race, which was also far from the last to finish, (John Larminie’s Nacorra). White Knight achieved a 4th place in class (Gen Dick Ward, being aboard, as commodore at the time).

Seaview Regattas

Members of RACYC first used the lovely Mermaid yachts, and met the fine facilities of the Sea View Yacht Club when competing there in the Army Inter-Corps Gold Cup, and the Inter-Service Coningham Cup. Thus when a gold cup was presented to the club for an inter-regimental regatta, Seaview was the obvious venue. The cup was presented by Brig R C Cooney DSO OBE (RTR), and the first regatta was in 1967.


The Seaview Mermaids are a fleet of 12 identical racing yachts 26 ft(7.8m) long. Originally built in cold moulded wood, they are now being replaced by glass-reinforced plastic boats, the mould having been taken off one of the wooden boats. All the boats are owned by the Seaview Yacht Club itself. These Mermaids are beautiful to look at, with long overhangs at bow and stern, and they also sail beautifully. The boats, and all the facilities of the club are hired by the charterers. The members of the club use their Mermaids when there are no charters. Thus, RACYC hires the boats, and the bridge atop the clubhouse, with all the facilities for controlling the racing, including the club launch. Then there are all the amenities of the club-house, for food, and holding parties in the evening. All this provides a regatta with evenly matched and highly enjoyable racing, and social entertainment. The numbers of members competing has been large, there being teams of three people from regiments, and other RAC units. The regatta has racing on two days; some years have had three. Each day as many races as possible are arranged. Boats are allotted by ballot, and all teams race all comers. The main trophy is Ralph Cooney’s Gold Cup, for regular regiments. There is also the Royal Yeomanry Trophy, presented by the Inns of Court and City Yeomanry, for regiments of the Territorial Army. Other trophies are for various things like young skippers, and for units other than regiments, such as schools and headquarters, and dunces etc. For many years Ralph Cooney’s widow Marcia came to the regatta, and presented the prizes. The Seaview Regatta has been over the years the annual event where members young and old meet each other. Thus more than anything else, it has been this regatta that makes the RACYC into what is truly a club.


For many years the RACYC regatta has been run by Major T A Colquhoun 14/20H. Tim’s toil over this astoundingly long period of over 20 years has been a labour of love of which the club has been a most fortunate beneficiary.


Members of RACYC find themselves racing at Seaview in some of the other regattas there. For instance there have been the Bankers’ and the Vintners’ regattas, which have been noted for many familiar faces reappearing in their non-military (retired) guises. John Coleman QDG has twice arranged a regatta for his friends and associates, with a strong QDG flavour. The Inns of Court and City Yeomanry hold their own regatta, under the leadership of Col Digby Thompson. This has been prompted by the fact that many renowned yeomanry regiments are no longer in the RAC. The winners of the RACYC’s Gold cup over the years are listed in Annex C.


Not to be forgotten though, there are still the higher level service regattas held at Seaview. The last recorded success by the RAC in the Inter-Services cup was in 1991. Nick Bate, then Capt and Adjt 16/5L and Lt Jonny Dart had been let down by their 3rd crew member. So they hauled off the bridge Roland Notley ScotsDG then a Brigadier, and a Flag Officer of the Army Sailing Association at Seaview as a race officer; and they won.

Ocean Racing

Since Ocean Racing was a dominant factor in the formation of the club, it does not come as a surprise that it has been an important feature of club life all the time. It would be tedious to recite all the successes, so a few are reported at random. White Knight (ie the original White Knight) was 3rd in class in the Fastnet Race of 1973, with skipper Peter Scholfield RH. Under the aegis of Army Sailing RACYC members have been prominent. Redcoat I the Army’s Offshore-One-Design 34 with skipper Peter Scholfield took part in all major events of the RORC calendar with success, and the same later for Redcoat II a Sigma 38. Redcoat III, another Sigma 38 was campaigned by Nick Bate QRL in 1995 and ‘96. She did not complete the whole RORC programme, as the Sigma 38 class do not enter for all. Instead she did things like the 3-Peaks Race.


During the time the club owned Ocean Cavalier she acquitted herself well in RORC races.


Major John Moreton QDG competed with the 34ft yacht Polar Bear in the race round the British Isles, with a largely QDG crew, in 1976 and ‘80. This race was non-stop, and fully crewed, leaving Ireland and England to Starboard. In 1980 it was to windward most of the way to Muckle Flugga. Then followed a long and exciting spinnaker run in a lot of wind down the North Sea. After turning to windward in Force 8 off Dover they were eventually beaten into 2nd place in class. Mouse Moreton’s and many of the same crew members’ close call with Polar Bear in the 1979 Fastnet race is described in Chapter 3.


The RAC was well represented in the 1989/90 Whitbread Round The World Race. The 80 ft long racing yacht SatQuote British Defender was sailed by a crew found from the three services, and the RAC provided critical expertise to support and sail her. Roland Notley was the Army’s representative for the project, and Peter Scholfield coordinated the training and shore support. The training trip went to Antigua, and took in Antigua Race Week, the crew including Scholfield, Tony Singer, Justin Packshaw and Nick Bate. Bate and Packshaw raced in the legs from Uruguay to Australia and New Zealand, and onwards round Cape Horn and so back to Uruguay. They suffered or endured wind of 69 knots, surfing at 29 knots, and a broken forestay and gooseneck in mid-ocean. Luckily there are nicer memories of the warm antipodean welcomes. Sadly on this race, Bernie Phillips QDG was lost in the Southern Ocean. He was sailing as a watch-leader on Creighton’s Naturally. A winch broke, and in his typical style, he unclipped his harness and rushed to help deal with it; and at a critical moment was swept overboard.


RACYC has its own trophy for ocean racing. In 1969 Major General Johnny French (RTR) CB presented the Theodora Trophy, a silver cup. He had been the first Vice Commodore of the club, and one of the joint owners of Theodora. The Theodora Trophy was given to mark the 20th anniversary of the club’s foundation. It is presented annually to the member who scores the most points in the season’s races run by the RORC. Over the years many skippers who could have entered for this trophy have failed to send their season’s score in to the committee.


In 1998 the Theodora Trophy was awarded to Major Nick Fenton, QDG, for his performance with Capt Hugh Martin Scots DG in the Ninth Two-handed, Round Britain and Ireland Race. They competed using the army yacht Longbow, a Sigma 38. The race started and finished at Plymouth, and had compulsory stops of 48 hrs at: Cork; Barra; Lerwick; and Lowestoft. At these halts they could do repairs, replenish, and perhaps get a good rest. A shore party to support them was provided by Scots DG. As well as sailing, propulsion by rowing was allowed. Longbow could achieve just over 1 knot by this means. Historically 19 % of starters fail to finish. In 1998 it was 34 % of the 41 starters. Longbow was the only service entry. They had an elapsed time of 14½ days sailing, which when corrected for handicap gave 16½ days, and the overall placing of 20th. Under the Channel Handicap System, they were 3rd  out of the 7 in class 4.

Other Regattas
Germany.

In the summer, at Kiel, an annual RAC Regatta is held under the direction of the RACYC Rear Commodore Germany, using the British Kiel Yacht Club boats. This is well supported by those regiments out there.

England.

As a one-off event, a regatta was held in September 1993 in Poole Harbour. At the Dorset Lake yard, near the Royal Marines establishment in Hamworthy, is a numerous fleet of identical small yachts, for hire for “corporate entertainment.” The boats in 1993 were the old, obsolete fleet of wooden Bembridge Redwings, which had been replaced by GRP boats. Thus RACYC hired them, just for fun; for a Non-regatta. The Redwings have mainsails of exceptionally high aspect ratio, and Poole Harbour has a lot of mud. So it was instructive sailing. That evening was the club dinner at the Royal Motor Yacht Club at Sandbanks. Thus all went to make up a good day.

3.  STORMS & WRECKS

Channel Storm

The best documented tales of tempests tend to come from those that hit ocean races, as then the reports from a whole fleet are available, to be collated until a broad picture is built up of what must have happened. So it is that we can start with the Channel Storm of July 1956, in which sadly the RACYC was represented, although both yachts were cruising, rather than being in the race.


The big picture of this storm is comprehensively and lucidly described by Adlard Coles in Chapter 11 of Heavy Weather Sailing (published in1967; by Adlard Coles Ltd). His description of how the racing fleet coped with their various adventures in this race is reason enough for reading this book. There was a revised edition in about 1995. The details for this chapter of the book had their origins in a study by Adlard Coles of the records held by the RORC. Twenty-three yachts started in the evening on Friday 27 July 1956 in the Channel Race. There was a 220 mile course from Southsea, to Eastbourne, and thence to the Le Havre light vessel. Early on Sunday the 29th July the wind began to increase, by which time the larger yachts had rounded the Le Havre mark and thus had set course back to the Solent. A rapidly deepening depression moved up the channel, and its speed and the extent to which it deepened went beyond the forecasts. Wind Force 11 was recorded at the Lizard, with gusts of 81 knots. The principal characteristics of this storm included its extreme turbulence, with gusts above hurricane force. The epic adventures of various yachts in the race are well described in the book. Also related by Adlard Coles is the fate of Dancing Ledge, a heavy displacement yacht probably of about 35ft length. 

Dancing Ledge.

Dancing Ledge had been chartered by Lt Col Barry O’Sullivan (RTR), commanding the Junior Leaders’ Regiment RAC at Bovington, and with him he had as crew, two young members of his regiment, and his wife. He was an experienced yachtsman, and a member of the Royal Cruising Club. They had sailed from Salcombe on Thursday, the 26th, and crossed the Channel to Ushant. There they altered course to the Eastward for the Channel Islands, because of fog. On Saturday, the 28th at about 1730 hrs they headed for Cherbourg, as the forecast told of two shallow depressions. They arrived off the entrance through the breakwater into Cherbourg harbour late in the evening. By then the wind was funnelling out of the harbour entrance. They tried every combination of sail and engine to get in but repeatedly failed. At midnight they decided to run off under storm jib. The approximate course was for Bembridge Ledge, but it was dictated by the wind and seas, as the yacht had to be steered to avoid being pooped. The yachts of those days tended to have a deep cockpit, often not self-draining, and with doors through to the cabin rather than a bridge deck. Also, being heavy displacement they did not scoot out of the way of a great wave coming up astern, but resisted it. All through the night the boat remained dry. At dawn on the 29th July, Sunday, St Catherine’s point was sighted in the distance. The wind was Force 8 and rising. The need to keep stern-on to the seas, and the effect of the West-going tide meant that they could not make to the East of the race at St Catherine’s Point. At 1020 hrs Dancing Ledge’s storm jib blew out. This was at the critical moment when steerage way was essential to keep to the East of the overfalls of the race. The engine was of little use, as the propeller was out of the water for most of the time. They were pooped almost at once. The cabin top coaming broke, and two or more seas poured into the cabin. The yacht went down very rapidly, the engine still running, and hit the bottom. Mrs O’Sullivan fought her way out of the cabin, and got to the surface, where all four were able to get together and cling to the upside down, rigid dinghy which had broken free from its chocks on deck. They clung to it, helped by their life-jackets, and drifted along the coast till they could see the panes of glass in the windows of the houses at Ventnor. In due course HMS Keppel came in sight. Already one crew member had died, and another was in difficulties due to his Kapok lifejacket giving no support to his head as he became weaker. The two O’Sullivans had been trying to support his head with one hand each, while holding on to the dinghy with the other. Col O’Sullivan took off his own orange life jacket to wave it to attract attention, and this succeeded. Mrs O’Sullivan, eventually unconscious, was rescued by a man secured by a life-line who came into the water and got her up the scrambling nets. The others were lost.


Thus it was in later years at the Junior Leaders’ Regiment passing out parades, that Mrs O’Sullivan would present to the deserving young soldier the award in honour of her husband.

Alamein

The Ironsides’ yacht was also out in the Channel Storm, with another RTR Sullivan. Alamein had gone on a weekend’s cruise to Cherbourg, with skipper Major W.D.P.Sullivan; Sully to all and sundry. He was serving at Bovington, at the Equipment Trials Wing, the then equivalent of today’s ATDU. Sully was later to be the personality who brought the amphibious 6x6 truck Stalwart into Army Service. The tale of Alamein in the Channel Storm was published in the RTR magazine Tank, of April 1957, at Page 272, and was written by Lt M.J. Moore 15/19H. He told their story well, and with great modesty, having just come out from a long spell in hospital recovering from a broken leg. In those days quite minor ailments could involve long periods bedridden, thus leaving the patient very weak on release. Moore tells of his inability to put much weight behind hard pulling.


Alamein left Cherbourg early on the Sunday morning, 29 July 56, with a good weather forecast. At 0830hrs they were hit by the full fury of the hurricane. The jib blew out before they could lower it. With the wind came a cross-sea. They could head North under bare poles, and this was suitable both for the sea and the required course. Moore was flung across the cockpit against the companionway hatch, and this broke, and was blown away before it could be secured. A ground-sheet was nailed over the opening. The top three feet of the waves were being blown into the cockpit in blinding spray. Alamein was rolling her stanchions under. The waves were huge and steep, with the troughs like an abyss. The bilge pump blocked, and so bailing was continued by bucket. They sighted an aircraft carrier, and a helicopter came over. They held up a chart to signify they would like to know their position. The helicopter began to lower a message but the line took a turn round the mast. Although the line was quickly released by the helicopter, it meant that they could no longer hoist any sail. At 1700hrs they sighted St Catherine’s Point, and by 2200hrs on that Sunday they had reached Ventnor under power. By then the wind had steadied to a strong gale, and the waves had become regular as great long rollers. On Monday at 0100hrs they rounded Bembridge ledge. Petrol was running low, and the tide was about to turn against them, so they fired a Verey pistol. HMS Plover came to take them in tow. This minelayer, while passing the tow, rolled on them, breaking stanchions and the coaming. Plover anchored until daylight, and then towed them to Camper & Nicholsons’ yard in Portsmouth Harbour. They realised they were lucky to be safe, and knew that Alamein had proved herself as a lovely sea-boat, but Michael Moore also thought of the extra orderly-officers impending for being back late. When they did get back, they were told that the spray had run over the top of the cliff at Lulworth.

The Fastnet : 1979

A storm in 1979 caught the fleet of the Fastnet Race in the area between Land’s End and the Fastnet Rock. There was a change of wind, which produced a violent wave pattern. At that time yachts which were competitive for handicap purposes under the International Offshore Rule, suffered the penalty of poor stability. Thus havoc was caused to the yachts racing. The reasons for the large number of yachts being overwhelmed are described and argued in Seaworthiness: The Forgotten Factor, by C.A.Marchaj, published by Adlard Coles in 1986. Marchaj is a renowned expert on the Aero-Hydrodynamics of sailing.

RACYC

Entered in that Fastnet Race of 1979 was a Sigma33 chartered by club members. The arrangements had been made by David Scholfield (Scots DG), as adventurous training, and the skipper was his brother Peter, (RH). They were within 50 miles of the rock when forced by the conditions to lie a-hull. During this time they were swept many miles away from the rock, and then they sailed home unscathed.

New Brig

Freddy and Johnny Coates were in the race in their OOD34, a one-design off-shore 34 footer, plus friends as crew. They rode out the storm with New Brig hove-to. The yacht was flung over violently till the mast was horizontal. Luckily she went no further, as such yachts had a tendency to stay upside down. The crew in the cockpit were washed overboard. Those below in the cabin were unaware of this. In the water was Freddy, with his gammy leg, and fairly heavy build, and John Drake. The latter recalls how in the water he looked upwards, and could see the sea all bright green above him. An OOD34 has high freeboard. Fortunately the wind held the yacht hove over so that the gunwhale came down low enough for them to get themselves back aboard. Their electronic navigation aids were amongst the things damaged, so they took themselves to Milford Haven. Once safely there, they found further significant damage to the hull, so New Brig was brought home by road.

Polar Bear

This yacht was 34 ft long and built in Cold-moulded mahogany by McGruers of Clynder, for John Clothier. Mouse Moreton had navigated her since she was launched. In this Fastnet Race, Mouse was skipper, with his wife Biddy, and three other QDG as crew. At the height of the storm Robin Roberts and John Hick were in the cockpit. No sail was set, and John Coleman was at the mast riding on the boom as if on a horse, to get a better view. They had seen flares, but visibility was awful. They zigzagged downwind. Coleman saw a dismasted hull about 400 yards away but kept loosing sight of it in wave troughs. He saw an enormous wave coming, and shouted to those in the cockpit. The yacht was pitch-poled. Biddy clung onto a stanchion, and thus as the boat did its loop, her shoulder was dislocated. John Coleman had his harness round the mast, and found himself in the sea, which was a mass of bubbles. The mast had gone overboard, and was in two pieces. John managed to climb back on deck. The port side of the Bear’s coach-roof was stove in from mast to cockpit, leaving her with more damage than any other yacht which survived. Back on board Polar Bear, Mouse and his crew thought that there was little chance that she would stay afloat in such very severe weather. Hoping to do so themselves, and knowing from earlier radio traffic that there was a vessel nearby, they took to their liferaft. They were soon picked up in an epic feat of seamanship by the destroyer HNLMS Overijssel, under the command of Cdr Peter Smit, who also rescued the survivors from “Trophy”, and the crew of “Callirhoe IV”. The next day another Smit, Bert, the Canadian master of his own coaster found Polar Bear, bailed her out, salvaged the mast and rigging, and towed her to Plymouth without further damage. In the spring of 1980, with a strengthened coach roof she was bought from John Clothier by the Moretons, and thus they went on with the QDG element of the crew to further races, including those which were related in Chapter 2.

Wrecks
Two Catastrophes in One Voyage of White Knight.

The original White Knight suffered great indignity, through a succession of decisions by her skipper, many of which were proved wrong. In the mid summer of 1967 the yacht was chartered by a well known member of RACYC. He was the long standing friend of all the committee of the club, and was a kind and generous person. However he was one of those persons who was so clever that he was too clever for the common good. One aspect of his kindness was that he would take the young sailing, and train them to be skippers. Thus the skipper set out with a crew of junior officers bound for Normandy. Rather than the usual route going West from Cherbourg, they turned to the East, planning to visit St Valery en Caux, with its connotations of the 51st Highland Division in 1940. The entrance to the estuary was tricky, with the channel marks unlit, and running between sandbanks which tend to shift. It was the top of spring tides, which were about to take off. They arrived off St Valery towards the end of the day. Only some of the flood tide remained to rise. Despite all these factors, they headed in. The skipper left one of his students in charge in the cockpit, to get experience, and went below. The inevitable happened, and they were on a sandbank until the next high water. Next morning a motorboat came out from St Valery and offered to tow them off at high water. The offer was declined in fear of salvage charges, although the boat was reputedly from the local yacht club. In successive high-waters White Knight lifted, but could not get clear. She came upright, and then lay right over again on her bilges, both of them at various times, so the filth in the bilges worked its way up into the lockers both port and starboard. No digging seems to have been done, nor things like the chain taken off to lighten her, so ultimately, she was well and truly neaped, a long way from the subsequent high water channel. Luckily the weather was set fair, because the sandbank was fully exposed to the open sea.


The RACYC secretary back at Bovington was Ian Tytler RTR, then a major. In due course he was informed of the stranding. He arranged to send over a rescue party. The crew due to take over White Knight when she got back were that of the Royals, who had booked her for Cowes Week. Looking ahead it appeared sensible for that regiment to provide the rescue party, so that they could sail her back, and go straight from St Valery to Cowes, as time was short, however quickly they might get her off. Accordingly a large expedition set off in two cars by cross-channel ferry. From the Royals, went Christopher Barne, as the local Dorset based team member, and John Aylen, and Patrick Brook. Most important, Christopher also took with him Horace Hoare. Horace was a rigger, living in Hamworthy, Poole, who had great experience laying moorings etc. He had worked for R A Newman’s yard on Poole Quay until they closed. At Newmans they moved all the yachts, some of them huge, around the yard without a crane or a spoken word of command. Horace was also the rigger who overhauled our yachts’ masts each winter, even after Newmans had been closed down.


Horace told the tale well. He ordered the “young sirs” to go and find a bulldozer, while he constructed a bridle around the hull. Initially he also arranged skids for the hull to move along as she was pulled towards the water. The bulldozer arrived, and needless to say the driver did not speak English, nor Horace French. But they went in to action as a fine working pair. As the yacht moved along the skids, the mast vibrated in violent fashion; it was very bendy GRP (fibreglass). So to avoid putting the mast at risk, perforce they had to continue to pull her with her bare hull on the sand, realising this would abrade it. Time was of the essence, lest the weather change. The pull was a long one, as it was by now neap tides. Eventually they got low enough for the next high water to be likely to float her. They dug a channel to help her be pulled off. So finally there she was afloat. They started the engine, and it worked. Then at once, despite a damaged rudder they sailed out of the estuary for Cowes, and the car drivers headed for the ferry.


At this stage the financial implications for the club of the damage to the yacht were poor. The insurance would pay for the damage to the hull, and the bulldozer etc. But they would not pay for lost charter fees while the rudder and the abrasion of the hull were mended. Anyway, regardless of who might be paying, Cowes was the place to head for, as the Royals had still not given up hope of competing in The Week, and it was probably going to be easier or quicker to get the repairs done there than in Poole. Thus they arrived at Cowes, with Horace Hoare still aboard, and moored for the night. They were rafted in a trot, and were third boat from the outside. As Horace described it, they were still asleep below in the morning when there was a mighty bang, like an explosion. They shot out of their bunks and up on deck. There they discovered that a sand-carrier lighter had run into the trot of yachts. The two outermost yachts were built of wood, and they sank. White Knight had been cushioned by their destruction, and also was stronger; apart from being built in GRP she was to Lloyds 100 A1. However, the explosion those aboard had heard, had been one side of the topsides cracking from gunwhale to below the waterline. This then meant an altogether greater scale to the repairs needed. White Knight was taken back to Poole, and to her builders, Anstey Yachts. There she had to be put back in the mould to hold her in shape as the hull was repaired. All this time Ian Tytler was dealing with insurance assessors, and contacting those who had booked the yacht, including the Larminie family for their summer cruise. Ian had also had to dekit the boat, so that the hull was empty, for access to the work. When at last the time came for her to be rekitted, after the mast had been restepped he had one final, disgusting task. Those who stranded the yacht in France, never came to clean her out once she was ready for work. The builder’s staff merely cleaned what was essential to gain access to a clean hull, and to remove the filthy stench of the muck so that it was adequately civilised as a place to work. The author came down from Surrey where he was then living while working in the Ministry of Defence to help Ian, and was horrified to see the mess with which Ian and the shipyard staff had been coping. However, there was a beneficial aspect to the second catastrophe in Cowes. The lighter that ran into the yachts there, had caused the most extensive part of the damage, and thus its insurance company paid for loss of charter fees.

Miscellaneous Sinkings and other crisis’.


What a subject to have in such a history; but that seems to be the way things have gone. White Knight II, the Contessa 32, was catastrophically holed, but saved from sinking, by getting in time to the beach near Lepe, at the entrance to Beaulieu River. Queen Charlotte, the boat owned by 16/5L also might have a tale to tell; but it was not told to the author! White Knight III spent one winter based on Gibraltar, to extend the cruising season. During one cruise she entered Spanish waters from The Rock and then visited a forbidden area. This caused some diplomatic ructions. At the ridiculous end of the scale of horrors, the mast of the small QDG yacht Galoche was stored one winter in the big tank hangar at Wimbish, near Saffron Walden. Somebody moved it from its safe position, to a vulnerable one, where inevitably it was run over by a Scimitar, the track completely ruining the mast.


On another occasion an embarrassing event occurred to White Knight when she was coming in to berth at Poole Quay. She had been put in the water for the coming sailing season, at Cobbs Quay where she had wintered, the previous day. She had been brought down through the lifting bridge that first day, and put on the author’s mooring at Poole Yacht club at Hamworthy. On board was merely the genoa, the anchor plus chain, and a good supply of warps. All the rest of the kit was going to be put on board at Poole Quay, this being more convenient than at Cobbs Quay. All to-ing and fro-ing was to be done under engine power, with the Genoa ready in case of engine failure. On the second day, with a flood tide, we were motoring round the Eastern end of Poole Quay, when the engine failed. It transpired later that those who had laid her up had not drained the fuel tank, and condensation had collected during the winter. The Genoa was quickly hoisted, and gave some steerage way the while the tide swept White Knight along between the quays, heading swiftly towards the lifting bridge; which was down. We turned to stem the tide, and come into the quay, and at the critical moment, the buildings blanketed the wind, and away, she went towards the lifting bridge. It was too late for the anchor to have held, and anyway there was an electricity cable just there. It was remarkable that nothing was broken! The bridge eventually stopped the yacht quite smoothly, the bridge span hitting the shrouds just below the spreaders. Flakes of rust came off the bridge and fell onto the deck. The yacht heeled over to quite an angle, and then like a toy the yacht was held by the bridge. Various tiny low powered motor boats circled around, and it appeared that to ask them for a tow would increase problems rather than save the day. Those on the quay looked on in astonishment. A warp was tied round the waist of the other crew member, Michael Teale 15/19H, a Sqn Ldr at the Junior Leaders Regiment, so bound to be very fit. The angle of heel made climbing the mast relatively easy, and he was up it in a moment, and then stepped across onto the bridge, whence he went to the quay. Meanwhile warp after warp was tied to the end of the one round his waist, until he could at last secure it on the quay. The cockpit winches were then used to pull White Knight to the quay. The shrouds survived, but it was a worrying few minutes.

Madame Pompadour in The Gulf of Aqaba.

In 1954 the Queen’s Bays left Germany bound for Korea, to relieve the Armoured Regiment there acting as part of the UN garrison after the war. This was three years before the Bays amalgamated with KDG. When they were in Tidworth preparing to embark for the journey by troopship, it was decided that no regiment was required in Korea anymore, and therefore the Bays went instead to Jordan, to Aqaba. Four of the Bays going there, had been there before, but more important, Harold Hall, the recent Commodore of the Royal Lymington Yacht Club, and formerly a Bay, had explored the length of the Gulf of Aqaba in his yacht, and had tantalising photographs of anchorages such as Sharm-el-sheik, and descriptions of the fishing, and the clear water with lovely coral.


As there were no prospects of polo at Aqaba, regimental funds were available to take advantage of these excellent opportunities for sailing. Rapid action was taken to acquire some boats. First the 36ft (11m) yacht Barbimaris was bought at Bursledon. She was a motor-sailer, a converted RNLI lifeboat, built of teak, with comfortable accommodation, a large cockpit for fishing, and ketch rigged. She had twin engines, important for getting back to Aqaba against the prevailing northerly wind. She was taken by tank transporter to Chatham, and loaded onto an RN fleet auxiliary, to be off-loaded while passing through the Suez Canal, in the Great Bitter Lake into the Army Craft that provided logistic support to the garrison at Aqaba. Meanwhile on the way out by air, the advance party bought in Egypt a 20ft(6m) open boat, with balanced lug rig. This was Madame Pompadour, a One-Design, called a Bordeaux, used by the French community in Ismailia. She was safely delivered by the Army ship to Aqaba. This was fortunate, since the navy got cold feet about stopping in the canal, and “dropped” the Barbimaris; literally dropped her, in Malta. Her bottom was damaged, and she was sold at considerable loss, to become a fishing boat. Taken on the troopship were three 11ft sailing dinghies, with folding hulls, of plywood topsides, and canvas bottoms. These were made by Prouts, later to be famous for their Catamarans. Aqaba was then a tiny place, as also was Eilath on the Israeli side of the head of the gulf, and both had very crude civilisation. The Egyptian shore was devoid of any building and deserted. So there was lovely sailing and bathing, but little else. Madame Pompadour’s mooring had to be close inshore, as the bottom shelved very steeply indeed. Sadly, came the day when the prevailing northerly wind turned to the south, and blew strongly. The mooring was in the area of surf, so Madame Pompadour filled. The waves scoured out her buoyancy, and there was a lot of damage by the time she was safely on the little military quay. Thus in their turn, the little folding dinghies came into their own, so that sailing could continue in that lovely place whilst the local Jordanian shipwright repaired Madame P.


In due course, the Bays moved on to Sabratha in western Libya, taking the folding dinghies, but selling Madame Pompadour to their relief, the 10th Hussars. 10H continued to use the same mooring, so when they too suffered the same southerly winds, much the same crisis occurred, so the shipwright was busy again. But the sailing there, and the underwater swimming from the boat, were lovely. They needed to be because 10H were trapped at Aqaba by the Suez Crisis/War, and the closure of the canal.

4.  ANECDOTES & PERSONALITIES

RACYC’s strength


Anything like a club is brought into being, and propelled onwards by a series of personalities. Many who gave so much to our club have been described in earlier chapters, and our debt to them is colossal. So let us start this chapter with an oddity.

Idiosyncratic Blue Ensign.

We had a member, who sailed a lot and achieved international fame. When he retired, he went to live on a river, with a lot of pleasure craft passing the end of his lawn; on which he raised a flagmast. There is a lot of confusion in this land of ours about what flags can be flown ashore. Our friend asked the club’s secretary to apply for an Admiralty Warrant to fly a Blue Ensign defaced by the club’s badge, on his lawn. When the secretary pointed out that such premises were not a ship, the member insisted that the secretary apply. Which he did; indeed he did. He told me at the time, and reminded me recently. As might be guessed, the application was rejected by the Admiralty.

French Piracy.

The French are noted for taking their disputes with authority to extremes, such as blocking their cities with heavy lorries, or loads of farm muck. The membership of RACYC was greatly inconvenienced in the 1970’s or 80’s when the fishermen of France in some feeling of spite, decided to blockade the port of Cherbourg. This was done by putting a hawser across the entrance, and patrolling it with fishing boats. Maybe their prime target was the cross-channel and cruise-ship fleet. Anyway, they bottled up inside, a large number of yachts, including White Knight. Also there was a yacht chartered by Francis Gradige(17/21L), with a crew of friends. They took particular exception to this action, because their charter period had little time left, and were they to be late back in England, they would be forced to pay some penalty. As one expects of military people, they were alert to possibilities, and thus they saw and seized their opportunity. When the fishermen lowered the hawser, to let one of their own fishing boats in to land its catch, out sped Francis to the outer harbour. There they were pursued by a large and strong fishing boat that would have sunk them if it could hit them. This it tried to do. For some time, a dangerous game of dodgem ensued. In the outer harbour was also a French naval vessel. Around this the pair circled, playing hide and seek with potentially high stakes, while the naval vessel did nothing to prevent the attempt at piracy. Flares were fired in anger. One of the Gradidge crew, female if memory is correct, was fluent in French. This ability was used a lot, in particular to try and stir the French navy to do their duty. Eventually they escaped. Meanwhile inside the harbour there was still White Knight. Tempers were getting frayed on all sides. The skipper of White Knight was the Adjutant General, Sir Patrick Howard Dobson (7H). He therefore took on the task of negotiating on behalf of all pleasure craft with the French authorities, to try and get law, order, and freedom restored. He reported later it was not an easy task.

Parents and Grandchildren

Part of the joys of the RACYC are the family connections running through it. From the earliest days, carrying on from the Ironsides and Alamein, we had the Binghams. Jack the father/grandfather set up our club base at the Parkstone Yacht Club in 1950 or so. At PYC we had a locker in which to keep things such as the outboard motor for the dinghy, and a mooring for the yacht. The dinghy was originally a wooden boat called Little Willie, and we used her as our tender until the mid 1960’s, when we changed to a fibre glass, and bigger dinghy. PYC also provided a launch out to the mooring. Then; there is Jim, Jack’s son, who came to the club’s rally at Bucklers Hard etc, and who still lives in Dorset. John Bingham, Jack’s grandson, who has also made his appearances at Bucklers Hard, and in the 1980’s raced at Seaview, is the third generation member of RTR. He now moors his boat in Poole Harbour. The founding secretary, and tireless race officer, Tony Barne was followed by his son Christopher, who we still have around today, and who is in his turn a race officer of The Squadron. Another early commodore and founding member was Stug Perry. Stug won an Olympic Silver medal in the 5.5 metre class. From this class sprang the Darings. Stug’s son Charles is now captain of the Daring class at Cowes. It was most amusing when Tony Barne and Stug used to be the two race Officers at our Seaview regatta, with both their sons competing. The arguments became quite fierce as to which was doing better, and why.


At present we enjoy having as members, the brothers Scholfield: David ScotsDG, and Peter RH. Many do not know the part their father Dick played in the good fortune of RACYC. Himself a Gunner, Dick Scholfield was one of the joint owners of Theodora, who gave her to the club. Later he raced his own yacht Fandango with great élan. Scots DG gave us another family of three generations; that of the Swetenhams. Teddy commanded the Greys in the 1940’s. Teddy retired as a Brigadier, to farm in Yorkshire, and was not a sailing person. His son Foster in 1964 did the 2¼ year Long Armour course at Bovington at the School of Tank Technology (later, Armour School). Foster, who had fairly recently married took his father sailing in Red Jerboa. At Hurst narrows, in the overfalls, Teddy was hurled across the cabin and landed on his daughter-in-law! Foster whilst a cadet at Sandhurst had sailed in the RMAS yacht, at that time Robbe (described in Annex B). Later, when an instructor there he skippered Sandhurst’s new yacht Wishstream in the Fastnet and the Harwich to Christiansund races. Subseqeuntly Foster’s son Jeremy appeared competing in the RACYC regatta at Seaview. He also took his father’s yacht, a Sigma 33, ocean racing; and his performance was such that he won our Theodora cup. At present Jeremy is part way round, on a circumnavigation of the world, in a 37ft aluminium yacht co-owned with his father, and is at the time of writing approaching, India. One day the author, then secretary went down to Poole Quay, where Red Jerboa was moored for crew handover. Her small cabin was very full of the menfolk of the Keightley family, all of them big men. There was Gen Sir Charles, then Colonel Commandant RAC, and his two sons, Richard 5Innis DG, and Patrick RHG/D. About a year later Lady Keightley named White Knight at her launching.

Regiments.


Looking at things from the Regimental point of view, Shropshire Yeomanry with the David Corbett and Jeremy Stephens families were great users of White Knight, and supporters of the Bucklers Hard rallies. Their timings always depended on the harvesting of the Currant crop. 


On the subject of regiments special mention needs to be made of the 14/20th Hussars. They provided three commodores. Although the RTR have done this too, they did it when they had eight regular RTR regiments. 14/20H’s record at winning the Gold cup at Seaview is impressive; see Annex C. At Seaview one year, on the Sea View Yacht Club’s bridge we had from 14/20H running our regatta : Mark Goodhart; Billy Bowles; John Clifton-Bligh; and Tim Colquhoun; (incidentally all of them also members of The Squadron, and at one time or another Squadron race officers). It was the untimely death of Mark which was one of the sparks to get this history written. Thinking of Non-14/20H people running Seaview brings us to Robin (Mungo) Wilson, RH. He was the club’s treasurer for many years. Two sports were his prime enjoyments: hunting and sailing. Thus it was that his lovely slim yacht of Swedish design was called Bluecap, after a famous Cheshire hound. His sudden death occurred at Cowes after what he had described as one of the best sailing days. For many years at Seaview he allotted the boats, and paraded the crews for embarkation, thus ensuring that races could start promptly. We still have the trophy he gave for the best performance by a young skipper.

The Social Side.


There has been variety over the years on the social side. The Seaview regatta, apart from the key business of the racing; has always been a great social occasion as well. Wives and children come to cheer on the contestants. But there are other events in the calendar too. In the 1960’s there used to be dinners at Bovington in the officers mess, and one year it was a dinner/dance. For many summers there used to be a rally on Beaulieu river, at Bucklers Hard. Yachts would raft up on the mooring piles. Then on the Saturday evening there would be a barbecue ashore, at the King’s Bathhouse. One year the yachts gathered first in Cowes, and sailed on to Bucklers Hard in company. A large contingent would come by road. After a period when attendance seemed to drop off, this was replaced by a somewhat similar event at the Royal Motor Yacht Club, at Sandbanks in Poole Harbour. As a generality, if memory is reliable, it can be said that all these different ideas were successful at first, but attendance became worse as the novelty wore off.

Generals and their Boats


Our founding commodore, Errol Prior Palmer was the brigadier commanding 27 Armoured Brigade on D-Day. This brigade was in 79 Armoured Division, and was the one with the DD tanks, the duplex-drive amphibious Sherman tanks. These swam ashore a few minutes before H-Hour. He later took over command of 8 Armoured Brigade, and was doing that for the crossing of the Rhine. Beware of confusion about the Prior Palmer brothers; Errol’s brother Minnow commanded a brigade in Italy. After the war was won Errol, had a yacht built in Germany, called Whisper. Her design was the same as that of St Barbara which was being built in England for the RAYC, with the project run by Brig John Barrie. Many such senior officers came bumping down in rank once the Army began to run down; Errol to Colonel, when he went to the USA. He was back up to brigadier by the time the club was formed. Later he was promoted further to Major General when the Berlin Blockade provoked an increase in intensity of the Cold War. Errol formed a new armoured division, the 6th, in southern England. Once formed they did an exercise which involved an Armoured advance, complete with tanks, from the Blandford area to Imber on Salisbury Plain. It was a novel experience for the landowners of Wessex. Errol then took that division to Germany. There seems to be no record of what became of Whisper.


In Egypt, in 1947, 1st Armoured Division was near the Great Bitter Lake. There was a lot of sailing in Snipe 14ft dinghies built locally by German SEPs, surrendered ex enemy personnel. When the division had moved from Italy they brought over a captured Springboot, a German speedboat intended as a suicide weapon. It was given to the Bays to repair, and look after, for the General to enjoy. It proved nigh impossible in the hot dry climate, and with old mechanical components to have a boat that was not leaking like a sieve, at the same time that mechanically it would go. Plaintive queries would come from high HQ, asking, when could they use their boat? One day, all seemed set to work, so Div HQ was told; now was the time at last when senior officers could go for a spin. They came on Saturday afternoon. (In those long gone days one worked on Saturday mornings). The engine started, with a comforting roar of a V8. The senior officers reclined in the cockpit. The 20yr old Cornet of horse cast off from the jetty, reversed clear, turned and opened the throttle wide, and away they went in a whoosh of white foam. This could not continue for long, as the helmsman had little confidence in the boat, no radio, and only one small paddle, so a series of turns were made not all that far out from the shore; and lucky this proximity was. Quite soon, on throttling back for some manoeuvre, the engine seized. Silence reigned. The senior officers looked calm, but annoyed. The Cornet got out the paddle. Fortunately there was close by a large number of German SEP’s, not quite the same as POW’s, enjoying the day off in their canoes. Fortunately also, the Cornet could speak German. The canoes towed the senior officers back to the quay in quick time, with many a ho-ho and a laugh. The springboot was taken back to Div HQ, and the Cornet was promoted to Lt, and returned to sailing for his water sport.

Amphibious Trucks


Sully Sullivan RTR was introduced in Chapter 2, in the tale of Alamein in the Channel Storm of 1956. After retiring from the Army, Sully worked for Alvis, who had built the Saladin Armoured Car. As a private venture they produced the Stalwart six-wheeled amphibious High Mobility Load Carrier. It was an amusing period. Sully’s own choice of boat was a gin-palace. Freddy Coates was the Army’s chief user at Colonel level. The official military requirement was to be met by FV431, the tracked load carrier version of FV 432 which is still in service at the time of writing. Sully was often to be seen at Bovington, bringing down Stalwart prototypes for trials, and also what was referred to as keeping in touch, but actually was of course brain-washing or some such. But anyway many of us serving officers involved, or witnessing the long drawn out affair, were members of RACYC, including Sully. One peak of Sully’s bravado was great fun, and typical of the dear fellow. One day several of us were in the bar at the officers’ mess at Bovington. Time was getting near that for us to go into lunch, when Sully arrived extra red in the face, and not quite his immaculate self. After we had got him a drink, which as so often, he insisted on paying for, he was asked what business had brought him. He said the Navy had been most unkind. Having been at sea with a Stalwart on a Landing ship, off St Aldelm’s Head, they had launched him for a trial down their bow ramp, then pointing, they said “England is that way”, and themselves sped off to Portsmouth. So Sully had headed for Sandbanks. As he knew he was liable to be late for lunch, he took the quickest route, and came out of the sea up the chain-ferry ramp. The driver then dropped him off at the mess and headed for the cookhouse for his own lunch. The daily papers gave us another good Stalwart story, or at least a “might have been”. This was after the truck came into service in Germany. Two soldiers at Hohne, Royal Hussars if memory is correct, set off for England, either home-sick, or perhaps hoping to sell their story to the press, travelling not in some old motorcar, but by Stalwart. They got as far as Calais, which itself is good going, intent on crossing to Dover. At the last moment they did not like the look of the weather, and gave up. Anyway, however reliable both stories might be, they sounded good tales at the time.

5.  COURSES & QUALIFICATIONS

Skippers
Early Informality.


A relaxed system operated for the club in its early years, to decide who could take the yacht out. This arose from the contemporary fashion for such things, be it an invitation for a day’s shooting, or some other activity. A simple few questions would be asked, if the sailing secretary did not already know enough about some applicant. Otherwise, it was usually quite easy to find out about the fellow from a third party. Initially, skippers were by a large majority officers, which in most cases implied some common sense. It could also be assumed that if they wanted to go sailing, they probably had some aptitude. It must be said that in those days there was a plethora of nicknames in the RAC which could be a cause of worry: “Crash”; “Looney”; “Loopy”, to name a few with whom the author had dealings, although all on non-sailing matters. Such informality was essential, since there were no formal qualifications known to, let alone approved by the club. Also, if there had been rigorous tests, nobody other than the ancients who had learned real yachting before the war, would have been able to take the boat out.

Formal Qualifications.


Set standards for competence originated in the British Yacht Club at Kiel. They set grades of competence, and had a testing system. They also ran courses. Potential users of the club yacht who had qualified at BKYC came back to England, and asked to take out the club yacht. This could be a difficult moment, because often, they had to admit they had not sailed at all in tidal waters. 


The converse was if anything more difficult. Our members of great experience going out to Germany had to undergo a test before being allowed to take out a boat from BKYC.One day, the secretary of the RACYC was asked by one of our members to give him a certificate of competence to prove his ability to Kiel. A telephone call to the Hon Sec of the REYC showed that they were in the same quandary regarding Kiel, and suffered the same lack of rules of competence. So then the RAYC were contacted. They did have a set of qualifications, and agreed to send us and the REYC a copy. So we three adopted these common standards, and persuaded Kiel, very reluctantly, to accept certificates of competence based on them. Our existing club members were then credited as being of what seemed an appropriate grade of competence, according to their experience and/or reputation.


John Barkworth 3DG, who was Commodore 1974-’78, and an active committee member for years, took this early set of rules forward in a wondrous way. The rules we had adopted from the Gunners became the rules for the whole Army, via the ASA. Then they became the Joint Service standards. For many years John Barkworth had been a leading character in the affairs of the Ocean Youth Club. OYC had to have standards, and a testing system. Thus the Joint Service qualifications became the official national system, under the joint aegis of the Royal Yachting Association and the Department of Trade and Industry. At each stage of progress our members were asked to confirm their standards and experience, and so negotiations carried their names and competence forward in the system. This whole process was a monumental task executed with much effort, and in great style by John Barkworth. Its result was of both national benefit, and that of club members.

Courses

After RACYC implemented these qualifications in the mid 1960’s, the next logical step was to run courses to train people up to their standards. A particularly important need was for junior ranks. When Ian Tytler took over as secretary, he started courses. Ian was an instructor at the School of Tank Technology at Bovington, so the courses assembled there, and started with a short period in the classroom. Then they went down to Poole, and embarked. There were normally three yachts: the club yacht, White Knight, the Kayll’s Moon Saga, or later September Song; and the Coates’ Morning Brig or later New Brig. These courses, in evolved form, and now based on Gosport, are still run each summer.


Thinking of the session there used to be in the classroom at Bovington reminds one of Col Robin Stephenson, RTR. He took the lessons on Boatswain’s work. The serious teaching was interspersed with tales of his time as Military attaché in Bulgaria, with his wife Mary being recognised in London as his essential assistant MA. Living at Wareham, Robin was working at Bovington as the retired officer in charge of the RAC reserve, under its various names over the years. Each year he would arrange for them a dinner at Bovington. The attendances at this were faithfully reported in the press each year, under the title Stephenson’s Horse.

Testing
Testers


The adjunct to the courses, was that the club needed to have the necessary authorised testing officers. Over the years we always had somebody, such as Freddy Coates, and later Anthony Collis (Lt Col 13/18H).

Some Skippers


Qualified skippers come in all sorts. QDG had an unusual one, Dean Ransome, who in 1944 on D-day was an RN officer on HMS Vigilant, escorting mine-sweepers and providing gun-fire support for the troops ashore. Many years after he had got over the drama of joining the 8th Hussars in time for the Korean War, and finally finding his niche in The Bays he came to Lulworth as an instructor. With his past well known to the club’s secretary, he was not asked for his skipper’s licence when he first took out Red Jerboa. One year, in mid-channel, his training at damage control was useful. One crew member went below into White Knight’s cabin, and found the water level well over the floor boards. The engine was having one of its frequent bouts of temperament due to corrosion, and parts of the cooling system had become like a string vest.


Then we had a well known very popular member, who’s major qualification was champion point to point jockey. He said of himself with resignation, that he seemed to have antipathy towards those who were to test him; who were not the RACYC testers. So he failed, and as far as is known, never qualified. This was awkward enough regarding use of the club yacht, but fatal at Kiel. Undeterred, “Bodger” (Mike) Villiers RH, bought his own lovely 35ft yacht, calling her Cherrypicker, and planned to take her out to Kiel. The name Bodger came from a character in a strip cartoon in a newspaper. Moored at Poole Yacht Club some weeks prior to departure for Kiel, it was apparent the tester’s judgement was not completely unfair. The portfolio of charts for the area of gas rigs in the North Sea was out of date, and clearly marked “not for navigational purposes”. Luckily the crew member who spotted this matter had time to order up some younger charts, but Bodger was a bit put out at such a comment on his judgement. The voyage out did require some swift lateral thinking, as a skipper’s ticket was required for the passage of the Kiel Canal. Luckily one of his crew had one. Cherrypicker was a huge success, and regimental asset, in the Baltic. Later Mike had a larger yacht, in which he came to the club’s boat meet in Poole Harbour.

6.  CRUISING: AND OTHER JOYS OF SAILING.

Burgees

It is probable that only a minority of the club’s members cruise under the RACYC burgee. Often, they will be sailing from their base mooring where it will be correct flag etiquette to fly the burgee of the local club. Others who belong to The Squadron may prefer the White Ensign to a defaced blue one. Seeing what burgee a yacht might be flying is complicated by the forest of instruments and lights at the masthead, and sometimes a host of flags at the crosstrees, such as that of the RNLI. So it is seldom that a fellow member can be recognised by the burgee.

High Speed Sailing

At the time of writing in 1998, sailing at high speed is quite a common thing, and many have enjoyed the exhilaration it gives. A large boat can now cover 400 miles in 24 hours. Dinghies with the crew out on a trapeze, or on the side frames can plane like a speed boat at some three times their theoretical “boat-speed”. Large yachts, with hulls like giant dinghies, and shiftable water ballast, in suitable wind conditions do indeed behave like giant dinghies. Nowadays it is common to step from yacht to dinghy, or to sailboard, and vice versa. But in the early days of the RACYC things were very different.

Sailing dinghies.


A typical yacht of the era just after World War 2 could sail no faster than her “boat-speed”. This is a speed in knots; equal to the square root of the water-line length in feet, multiplied by 1.35. Thus for a yacht of 36ft waterline length, the normal maximum speed is 6x1.35=8knots. This is that speed when the wave length of the wake is such that she begins to squat by the stern. A yacht tramping along at full speed to windward, with a “bone in her teeth” is indeed a lovely machine, and has its own exhilaration. However, a sailing dinghy is so much lighter, that given a suitable hull shape it can by its speed generate the lift to plane along the surface of the water, without making a normal wake. Thus a dinghy can, off the wind, quite readily achieve about twice “boat speed”. In the late 1920’s racing dinghies had shown what could be done, but they tended to be of expensive construction to keep the weight low. Also many had ballasted centreboards, so could only plane in a bit of a breeze. The development during World War 2 of marine glues for wood, allowed dinghies to be built of plywood, and thus to be of light weight and cheap cost. The centreboard could also be of plywood. An immediate post war example of such a boat was the GP14. This dinghy of 14ft water line length can only do 4 ¾ knots close hauled, but 10 or 12 with the wind on the quarter. Thus such boats brought a split in points of view on boats in the club. Those who sailed dinghies, often liked the comfort, and ability to cover long distances of a yacht, but for exhilaration still liked dinghies. However, in the 1950’s there were many club members who failed to appreciate the joys of a dinghy, and tended to think it was not real sailing. Thus one year John Larminie decided to try and prove a point by sailing around the Isle of Wight, in company with the Round-The Island-Race; in his GP14 Pirouette. He had done that race many times in the club yachts, Red Jerboa, and White Knight. But this was going to be different. An ideal wind would be SW Force 3 gusting 4. In these conditions the dinghy should be much faster than the various RACYC yachts on the stretch from the Needles to Bembridge Ledge. Accordingly with his elder son James as crew, and a forecast of Force 3 they set off from Lymington at the same time as the race fleet, in those days of some 400 yachts, started from Cowes. This timing would hopefully mean that the yachts would catch up the GP14 just before the Needles. Then there should be the opportunity to show the relative speed along the “back” of the Island. In the event, the wind was much lighter than hoped, only Force 2 for much of the time. The dinghy could sail flat-out to windward in this, but not the yachts. Thus the Coates, did not catch up till St Catherine’s Point. Where there was much hollering and rudery. Johnny Coates shouted “what are you doing out here in that little boat?” Soon after, fog descended, so it was not possible to see other friends. Then the wind died to a flat calm. As it was only a sail in company for those in the GP14, this was easily dealt with by lifting the outboard motor onto Pirouette’s stern, and starting it. This was done between Ventnor and Dunnose Point. The next thing seen other than the stationary yachts racing, as collisions were avoided, was when the fog lifted. The Fort off Seaview was close by. Although deprived of the joy of planing at speed along the back of The Island, and actually overtaking the yachts in a feast of showing off, little Pirouette had made her point. On arriving at the committee boat on the finishing line off Cowes, only ten yachts had by then finished. Meanwhile most of the racing fleet had missed their tide up the Solent. About then a breeze picked up; to waft Pirouette back to Lymington, to the trailer, and a journey home. It was a great saga.


Tony Collis did a somewhat similar thing in about 1968, by sailing his Enterprise dinghy(13ft length) to Seaview for the RACYC regatta, accompanied by Charlie Blount, also 13/18H. One factor was that the Isle of Wight ferry is one of the most expensive sea crossings in Europe. They embarked at the Parkstone yacht Club, and spent a night en route in a B&B at Christchurch. They had an enjoyable two days at the regatta, and having brought suitcases in the dinghy they were suitably dressed for the party there.


They sat off back to Poole with a favourable East wind. They were so engrossed gazing at the QE2 as she sailed down the Solent, that they failed to notice, and thus prepare themselves for her wake, which was like a tidal wave. When it reached them, they did two violent rolls, and then capsized. Eventually they reached Yarmouth very soggy with the wet. There to the amazement of the crowd on the quay, they unpacked the suitcases, and hosed down all their party clothes to desalt them. After a night at Yarmouth, they had a splendid sail back to Parkstone without further incident. A wonderful expedition, but Tony seems to remember that they took the ferry to the Isle of Wight the next year!

Cruising

Those many club members who are keen on ocean racing, are matched by another body of people who cruise far and wide. There is sometimes a problem in getting a balance between enthusiasm and fanaticism. Thus there are skippers who get a reputation as being unable to relax when cruising, with their poor crews making frequent sail changes, or being denied any fresh water for a shower. They had better here, be allowed to remain anonymous. There is a club trophy for the best cruising log in a summer’s season. Logs should be submitted to the committee at the end of the year. In the first few years after the competition was introduced, there was quite a rush of entries. Judging their merits was difficult. However, in the long term over the years, there have been in total very few entries. 


There is a host of RACYC yachts cruising here and there, particularly in the English Channel. The voyages of just two of those who have gone far afield are given a special mention.

The Kaylls.


David Kayll plus his family was one of the earliest recorded long distance cruisers of the club. In September Song they went down the West coast of Europe, and into the Mediterranean. The yacht was laid up for successive winters in various places, like the Balearics, Malta and Greece. Then they crossed the Atlantic. After touring the Caribbean, they cruised along the East Coast of America, and thence home. Now Murray Kayll (16/5L), David and Sheila’s, son still has September Song in Dorset.

The de Candoles.


Few club members have “Sailed away into the sunset” for a life afloat. One pair who did is Lisa and John de Candole (QDG), in their yacht Damara. She is a Westerly 33, her length extended beyond the 33ft by a bowsprit, and a scoop on the stern. This was for that particular type of long term cruising; living aboard. First they did a trial trip to Spain. Then they set off for good, in 1994. The first major halt was a call at Gibraltar. Then they sailed in company with the ARC fleet across the Atlantic to the Caribbean. They have visited the USA, Mexico, Central, and South America. They may hold the club record for length of time living-aboard, and are likely to sail back to England in 1998. They have been showing the club’s burgee far and wide, as their blue ensigns alternate between those of the Royal Lymington, and RAC yacht clubs.

And All the Others.

Then there may be many others who’s travels and achievements have not come to the author’s notice. To them: “Best wishes and good voyaging”.
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