





inspects the craft and checks that it has all
the necessary safety equipment. Prior to
every major race, the yachts and their safety
equipment are again inspected. Also, every
time a yacht changes ownership, its licence
to proceed to sea off Durban is cancelled,
and it has to be re-inspected and a new
clearance certificate issued. To say that the
yachis were not prepared for the race is
libellous indeed.

Every skipper of every vacht had a
Durban Pilot's Exemption certificate, and
many of the skippers had an even higher
grade CASA Certificate of Competence.

Weather

The race organisers monitored the weather
prior to the race and all the met. reports that
were broadcast by the SABC and Durban
Radio in their broadcasts to shipping.

The forecasts were for south westerly
winds of 30-35 knots, while in the early
evening broadcast they did say that the
winds could be as strong as 45 knots.

Every single vacht in the fleet could easily
handle 45 knots of wind, as all had endured
these wind strengths at some fime or
another.

Skipper/Owners

Responsibility

The onus and responsibility of starting a

vacht race rests entirely with the skippers,

and not with the race organisers. The race

organisers purely set up the infrastructure

for the race, and are not responsible for any

of the consequences arising therefrom.
The South African Yacht Racing

Assocation rule needs to be quoted.

Headed, Fundamental Rules, there are two
headings: Fair Sailing, and the one which
applies here, The Responsibility of a Yacht.
“It shall be the sole responsibility of each
yacht to decide whether or not to start or to
continue to race.”

All skippers were instructed to bring
CASA General Condition (4) — Liability
Release — to the attention of each crew
member, and were notified that the signing
of the crew list with the liability release
signified the acceptance or compliance with
the conditions. These absolved CASA or
the Point Yacht Club and any other parties
assisting in the race organisation from all
responsibility for any injuries or loss of life to
any person or persons or for damage to any
yacht, yachts or other property arising from
any causes whatsoever while taking part in
this race or related activities.

Should the race have been called
off? _
It is no easy thing to call off an ocean race
once it has started, particularly as the fleet
was spread over a huge chunk of the sea.
A special message could possibly have
been broadcast over the radio with the met.
reports, and a large portion of the fleet may
have heard it. But, calling off the race at that
stage would have made little, if any
difference to the outcome, as the storm was
already upon the fleet.

What then went wrong?

From the outset, it is important to stress
that despite the loss of three vachts at sea
(assuming that Rubicon is not found) and
the beaching of Sensation, the standard of
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seamanship shown was of the highest order
indeed.

Every single vacht made it back to port
under its own steam and without outside
assistance. This included the six yachts that
were dismasted, and also included
Transformer’ that was dismasted and
without a rudder. Transformer was offered
a tow by the NSRI and refused it, preferring
to make her own way back to harbour.

This standard of seamanship I am sure
would be difficult to find in any nother parts
of the world.

Nearly all the decisions to turn round and
head for home, or to lie-a-hull, were taken
because it was the safest thing to do, and
that it would be foolish to continue racing in
those conditions. It was the state of the sea
- rather than the strength of the wind —
that forced skippers to make their
decisions.

Only one yacht decided to make for East
London having ridden out the storm. She
was Shava Mova, but on Saturday having
been told that the race was abandoned, she
too also headed home.

What was the reason for damage to
the fleet?

There are many factors that could be taken
into account here, and | am sure that many
skippers have learnt a lot of lessons from
this race.

The biggest cause of damage was, I am
sure, due to the seas which were whipped
up by the current.

The charts for the area do warn all
mariners that ‘freak waves of up to 20
metres in height, preceded by a deep
trough, may be encountered in the area
between the edge of the continental shelf
and 20 miles seaward thereof. These can
occur when a strong south westerly is
blowing: the sea 1s rough, and the
barometric pressure is low.

Many vachts went to seaward to make
the most of the Agulhas current, and were
therefore in the area where freak (or rogue
wabes, as | prefer to call them) are found.
This was not necessarily a bad thing,
because some of the vachts started heading
inshore late in the afternoon, while others
came in once the storm started, getting out
of the danger area, and then running for
home.

Having made a decision to head for home,
some vachts still in the current, set a
reciprocal course for Durban, and then
went diagonally across the current and seas
to make port. By doing this, they were in the
danger zone far longer than any other yacht
that headed for the shore first, and then for
home.

I am not advocating that it was wrong to
set a course for home immediately the
decision was made to return, but purely
wish to point out the fact that by doing this,
yachts had a greater chance of being caught
by a rogue wave as they were in the danger
zone longer.

The waves were high and extremely
steep, and were often described as “express
trains’ because of their speed and the noise
they generated.

There is an interesting formula known as
Stevenson'’s Formula which one can use to
determine the height of a wave.




Wave Height =/ 1,5 X Fetch (in nautical

miles).

The Fetch is the uninterrupted stretch of
water over which the wind can operate.

Assuming that the wind originated deep in
the South Atlantic, some two or three
thousand miles away. The wave height
could have been between 54 and 67 feet
high.

It is always difficult to determine the
height of waves from a yacht, and this is why
there were so many vastly different wave
heights reported.

All the yachts that lost masts were
knocked down - some more severely than
others — and most occurred while they
were running with the seas. There were
vachts that did 360 degree rolls, and others
that had knockdowns between 90 and 180
degrees. Fortunately, all crew members
were harnessed on, and those that were
thrown overboard, were all able to get back
aboard.

It was mandatory that every safety
harness should have a crutch strap, and
every safety harness was inspected prior to
the start. (This ruling was made as a result of
the Fastnet Race Inquiry.)

Was there anvthing to be learnt?
A unanimous ‘ves’ from virtually everyone |
have spoken to.

For many, this was their first taste of
running under bare poles, or even lying a
hull.

Many of the knock downs occurred a few
hours after the main brunt of the storm had
been borne. This could have been because
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This safety harness belonged to a person

who was washed overboard when his yacht

was knocked down. These carbine hooks

bent under the immense load placed on
them.

the wind strength had moderated
considerably, vet the seas had not. This
could have led to a false sense of security
due to the wind moderating, and helmsmen
not being as alert as they should have been.
The exhaustion factor could also be a
contributing factor to the knock-downs.
Harnesses appeared to cause no
problems, as every one washed overboard
was refrieved. One point that did arise, was

that some of the self-tightening harness
types could overtighten with disastrous
results. Also, under load, there is only one
way that a harness can be undone, and that
is with a knife.

How many crew carried their own
personal knives is probably an
embarrassing question? Often, there is no
time to get the knife that is “just inside the
hatch”.

John Gordon-Thomson of 1. 26 fame, and
a yachtsman with many sea miles under his
belt, insists on crew carrying their own
knives.l learnt this from experience sailing
with John, who is one person who never
goes to sea without a knife.

While on the subject of safety harnesses, |
believe that it is important for every crew to
have his own safety harness. Not only is it
permanently adjusted, but he gets to know
how to wear it correctly, and in a hurry. It
also gives him just that little extra sense of
security.

Navigation did not appear to be a real
problem, but once the storm hit and every
one had settled down, the navigator often
did not know exactly where he was.

In the conditions experienced, navigation
can tend to be considered a second priority.
Often, navigators do not get the crew or
helmsmen to fill in the log every hour, and
without all this information in the log, the
navigator can have a difficult time working
out exactly where he is.

Keep an up to date log at all times!
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Again, in the prevailing conditions, proper
lookouts were not maintained, as the safest
position for the crew was as low in the boat
as possible, or down below. If the crew are
going to sit in the cockpit, they should be
instructed to have a good look out every ten
minutes or so.

There was a lot of shipping that night in
the same area as the yachts, and some
vessels reported reasonably close
encounters with ships, despite a navigation
warning being broadcast to ships informing
them of the fact that there was a vacht race
on.

Life rafts, fortunately did not come under
the spotlight, but what was made
abundantly clear was that liferafts needed to
be securely tied down, yet still remain easily
accessible.

There were reports of liferafts breaking
loose during knock-downs, and in one
instance, the raft actually began inflating. In
another reported instance, the rip cord to

inflate the raft had not been attached to the
yacht! These may appear to be minor
issues, yet they are major enough to make
the difference between life and death.

At the de-briefing, a week after the event,
a number of skippers felt that storm sails
should be made out of orange coloured
sailcloth to make the yachts more visible.
Orange storm canvas is available, but as it
almost doubles the cost of the storm sail,
owners are reluctant to spend that extra
money, and sailmakers even more reluctant
to import the cloth,

Visibility did appear to be a problem,
particularly for the aircraft accounting for
the fleet.

One suggestion from a skipper who was
dismasted, was that storm jibs should have
cringles along the luff to act as
cunninghams. His mast broke at the
spreaders and he was able to set his storm
jib on the topping lift, but could not get
enough tension on the luff. Admittedly, he

—=

DA

had hanks, whereas yachts with twin luff
grooves do have eyelets along the luff of the
storm jib.

Stanchion anchor points need to be
carefully checked, as in many cases, the
bases pulled through the deck as bodies
were washed with great force into the
guardrails.

In many instances, having made the
decision to turn for home, vachts were going
too fast, even under bare poles for it to be
safe, Many vachts streamed warps, and in
two cases, skippers also decided to stream
the anchor and all its chain, together with
the warp. In all cases, this definitely slowed
the yachts, but in some, it increased the
number of times they were pooped.

In summing up, many lessons were learnt,
yet the standard of seamanship displayed by
all vachtsmen during the race was of the
highest order indeed, and of a standard that
everyone can be proud of.

U
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VASCO DA GAMA RACE
TRAGEDY

The 1984 Vasco da Gama Race produced
what is probably the biggest tragedy in the
history of South African offshore racing. A
number of yachts were rolled; some did 360
degree rolls, a number were dismasted, two
sank, one ran aground and one is missing.
All this occurred when a severe (60 knot
plus) south westerly gale caught the bulk of
the fleet some 80/90 miles from Durban,
sorne way offshore (between 15 and 35 miles
outj.

The fact that the missing boat is Rubicon,
built and skippered by Siggie Eicholz, must
make us all think ... if it can happen to Siggie,
it can happen to anyone.

At the time of writing {early May), it
seems that Siggie and his crew must surely
be lost. Siggie has had a great deal of
experience, he was skipper in several South
Atlantic Races and sailed his boats home
again. This included sailing his previous
vacht Passat from Rio to Cape Town
singlehanded.

Siggie was a good seaman, an excellent
navigator and was extremely practical,
having built both Passat and Rubicon
himself to a very high standard. The fact that
Rubicon, her competent and practical
skipper and crew (which included Tony
Holst) met with an emergency they could
not survive, is sobering indeed. Normally,
even if rolled and dismasted, an ocean-going
yacht will remain afloat in most conditions. |
can't imagine what could have befallen a
well-found vacht such as Rubicon, and we
will probably never know. The relatives and
friends of Siggie and his crew have our
sincere sympathies.

How did it happen? 4

Was the Race Committee wrong in starting
the event? No, not in my opinion. The
- weather reports, the synoptic charts

available and a weather report from Ocean
Routes, an independent world forecasting-
service based in America gave no indication
of winds over 30/35 knots.

What about the boats?

Were the boats properly built and
equipped? Again, the answer is absolutely
positive. The 29 yachts all carried valid
seagoing clearances from their home ports
and all were reinspected by the Race
Committee during the 14 days prior to the
start. The race was classified as a CASA
Category Il race; there is only one higher
category and that is for trans-ocean races.

Were the skippers competent?
Again, the answer must be an unequivocal
yes, All the skippers were well gualified to
take part in the event, and most craft had
two or three people aboard capable of
taking charge.

What went wrong?

In the light of the above, what went wrong?
In short, the weather did not act as
predicted, and the 29 skippers had planned
their tactics or “game plan” around the
anticipated weather. Most were expecting
the pleasant 15/18 knot north easterly to
shift to a south westerly of 25/30 knots
sometime during the night of Thursday April
26th. As such winds would not present any
problems to well-found yachts, most craft
were well out to sea (between 15 and 35
nautical miles) by sunset on Thursday,
making use of the strong south westerly flow
of the Mozambique Current.

Weather forecasts and reports before
and during the event gave no indication of
impending disaster. The first indicaiion of a
gale came from the 7.03 pm (1903 local time)
weather forecast from Durban Rzadio which
predicted gale force winds of up to 35 knots
in the area.

The five cruising yachts which started the
previous day were already experiencing 60

knots at this stage, and less than one hour
after this forecast, the bulk of the racing fleet
encountered winds of well over 60 knots.

Those within about 20 nautical miles of
the coast had time to sail into the coast
before the “giant”, “rogue” or ‘“freak”
waves, really had time to build up. Once
within about two nautical miles off the coast,
the waves moderate dramatically as one
leaves the fast flowing Mozambique current.
Although as | write this, the organising
club’s debriefing has not yet been
completed, it certainly seems that of the
boats dismasted, rolled or damaged, most
were in the area of current when the damage
occurred.

Again, as reported in other disasters such
as the 1979 Fastnet Race, giant waves with
steep faces caused the damage, not the
wind strength per se. The knockdowns and
rollovers often occurred well after the wind
had started moderating. As high gale force
winds moderate, the seas tend to become
wild and unpredictable before they too start
moderating.

These “rogue” waves and the generally
exceptionally high seas are caused by gale
force winds blowing against the
Mozambique current. Conditions were
ideal for the formation of these waves. After
seven days of north easterly winds, the
current was flowing very fast (up to 4 knots)
and satellite information indicated that the
core of the current was close inshore.

Aboard our Magic Carpet, we took water
temperatures constantly to ascertain if we
were in maximum current, and we recorded
temperatures of 260C only 10 miles offshore.
This was the reported temperature of the
core of the current. Low barometric
pressures are also recorded before periods
of rogue waves and the pressure went down
to 1002 m/b before the blow.

The speed at which the south westerly
came through was astonishing, even to
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skippers and crews who have sailed this
coast for many years.

Aboard my own boat, we were expecting
a south westerly of some 30 knots. It was
pitch dark and we were carefully watching
for the oncoming front while running
comfortably under spinnaker and full main.

Hardly had we spotted the telltale line of
clouds across the sky, when we were hit by a
full 60 knots plus. Although well prepared,
the spinnaker was ripped before we took it
down; and we also lowered the main and lay
under bare poles until we “got the feel” of
the situation and decided we could carry a
triple reefed mainsail.

We then headed in for the shore (we were
18 miles off the beach), and two hours later,
decided the seas were high enough to
warrant slowing right down. We lowered the
mainsail and reached into the coast under
bare poles. Here, wave conditions were
much more manageable.

What were the problems, what was the
damage, and what can we do to prevent
such devastation occurring again? The main
villain of the piece was a blow of over 60
knots when only 30 knots was expected.
Had such a gale been forecast before the
race, the race would almost certainly have
been delayed. Had a warning been received
during the event, most of the skippers would
have changed their “game plan” and come
closer inshore. ¢

I am certainly not knocking the met.
office. Experts to whom [ have spoken,
agree that from the synoptic charts
available, the strenath of the gale should not
have been what it was. However, the gale,
not as strong as we experienced it, did pass
through P.E. and East London on the
afternoon of April 26th. We should be able
to devise some system wherey warnings
can be issued on the marine radio
frequencies when events such as described ®
above, occur.

Did the boats and crews cope with the
severe conditions? | would say, ves, Of 29
starters, the statistics look like this:

1 Missing

2 Sunk

1 Beached

7 knocked down below 90" (some did
3607s)

1 deck stove in when knocked down

17 No significant damage

Although a massive search and rescue
aperation, mainly trying to locate Rubicon
and successfully locating Spiffero, was
mounted, none of the 25 vachts which
survived required outside assistance to
return to port (some were towed part of the
way by other competitors to speed the
return journey). | believe this says a great
deal about the calibre of the crews, and the
calibre of the boats and their equipment.

The organising club, Point Yacht Club,
with the assistance of the Durban offshore
Yachting Commitiee and CASA are
debriefing the 28 skippers in a most
thorough manner, and all information will be
made available to the authorities and the
boating public in the interests of safety at
sea.

The tremendous effart put into the search
and rescue operation by the authorities, the
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NSRI and by the Commodore of Point
Yacht Club and his committee was
oustanding.

Yachtsmen everywhere, appreciate the
unprecidented effort to save lives. Thank
you. In the aftermath, which will follow this
tragedy, let us all try to keep our
perspective. The sea, is at times, a cruel
master. Man has never completely tamed it
and never will. However, if we treat it with
respect and prepare ourselves and our craft
with care, we can sail upon it with a
minimum of risk to ourselves and others.

RACE
ORGANISERS
BLAMELESS

says Jerry
Whitehead

THERE ARE two ‘sharp ends’ to every
vacht race. One of these — the cold, tiring,
often uncomfortable and sometimes storm-
tidden end is the ot of yachtsmen
themselves, to whom the exhileration and
rewards of racing more than make up for the
mental and physical strain.

The other ‘sharp end’, perhaps stormier
than the first, is the lot of the race
organisers, the middlemen who stand
between the sometimes temperamental
yachtsmen on the one hand, and the
watchdogs of public safety, especially the
newspapers, on the other.

It is the organisers who most often take

the flak of public disapproval when things go -

wrong, as they did in the tragic Vasco Da
(Gama race late in April, But while these race
organisers must sometimes accept a
measure of responsibility for the events
which follow their approval for a race start,
misconceptions such as that created by the
Cape Times editorial on May 1, entitled
‘Three Yachting Fiascos', should not go
unanswered,

Reprinted below, with his stated
permission, is a letter written by Cape Town
yvachtsman Mr Jerry Whitehead, in answer
to the Cape Times leader. His years of sea
experience around the South African coast,
and a number of cross ocean passages
which included a rounding of Cape Horn in
his yacht Bootlicker in 1979, gives him more
qualification than most for his extremely
reasoned exoneration of the Vasco Da
Gama race organisers,

IN DESCRIBING a great gale, Joseph
Conrad wrote “The sea was white like a
sheet of foam, like a cauldron of boiling
milk”. Nature abhors a vacuum. Great gales
can rise suddenly without warning. Within a
space of two hours, steep, heavy seas build

up to majestic height and power, rolling

along, curling and breaking at the top. When
the new wind is contrary to the old, a highly
irregular, confused sea results.

Should these conditions obtain where the
Mozambique current meets the continental
shelf between Durban and East Landon and
the vast volume of the south-westerly
flowing current is opposed by a south-
westerly gale of over 60 knots, the confusion
becomes exacerbated and the seas become
highly dangerous.

Survival for a yachtsman depends upon
good design and construction of his boat,
stout hearts and stomachs of his crew, his
own past experience and a little luck.

These were the conditions that befell the
fleet of 29 vachts in the recent da Gama
race. Several boats were rolled over 360
degrees — some several times. One boat
was pitch-poled ie. stern over stem and then
rolled. Others had their decks stove in and
were dismasted. The fact that 25 yachts
survived these conditions of exceptional
severity and returned safely to harbour,
unaided, is firstly a tribute to the
outstanding seamanship of the skippers and
crews who took part. Secondly, it is a test of
the efforts of the organising authority for the
sport, the cruising association of SA
(CASA) which it passed with distinction.

Special requlations governing the design,
construction, equipment, accommodation
and safety standards for each vacht have
been faid down by CASA and are based on
stringent international standards. Each
competitor’s boat is inspected and every
item is checked by independent scrutineers
before every race. To ensure that
unnecessary demands are not made on the
rescue services, CASA has set standards of
competence for skippers and crews of sea-
going boats and suitable training courses for
achieving them. No unqualified skippers are
permitted to start.

The day of the race dawned after several
ddys of light north-easterly winds. At 08h30,
the weather report from Louis Botha gave
winds not more than 20/30 knots. The race
started at 1000 hours with no local
amendments in the weather. At 11h03 “No
gale warning”. At 15h00 “No gale
warning”.

At 19h00, nine hours after the start, there
was a warning of a 30-35 knot gale which is
no more than the daily lot of offshore sailors
on these coasts. However, at 20h00 the gale
exceeded 60 knats. Thus, weather
forecasting, in spite of satellite aids, still
remains an imperfect estimate of the
unpredictability of nature’s sudden moods.

This statement, 1 hope, rebutts the
grossly unfair and poorly researched
second leader “three vachting fiascos” in
The Cape Times of May 1 calling into
question the efficiency of the organisers
who were totally blameless.

In conclusion, one may ask if sudden,
unpredictable danger Jurks, is it right that
risks should be taken which require special
rescue efforts?

The answer is, | think, that in the last war
the SA Navy was built up from yacht club
members both fulltime and reserve. Such a
cadre of experience is in fine tune today
should the need arise.
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AT THE time of going to press, the search
for Rubicon, which has been described by
some as the biggest air/sea search ever
undertaken in the country, is still going on.

Rubicon had an extremely experienced
crew, and the skipper, Siggie Eicholz, was
one, if not the most experienced yachtsman
in the fleet, and a yachtsman who was
extremely safety conscious.

One can only presume that whatever
happened to Rubicon and her crew,
happened so fast, that there was absolutely
nothing they could do to help themselves.

Having sailed this coast on a number of
occasions, there are probably three things
that could have happened to them:

1. they could have been enveloped by a
rogue wave

2. they could have been sunk by a ship
3. they could have had their deck stove-in.

The waves were huge during the storm,
and were extremely steep. Ocean liners
have disappeared in this area without trace,
but a vacht, being so much lighter and more
buoyant, can ride the seas with relative
ease. If Rubicon encountered that rogue
wave, she could have pitch-poled or rolled
down its side and been eveloped by the
wave as it broke. If this was the case, she
had no hope whatsoever.

WITH THE Polish sail training ship
Pogoria’s eye-catching visit to South
African ports still so fresh in the mind, it isan
appropriate moment to announce the
launch of South Africa’s own sail training
vessel, albeit on a less grand scale.

Seen by the South African Sail Training
Association (SASTA, directed by attorney
Mr Bunny Curran) as a pilot scheme, the
Lavranos-designed 10,7 m steel gaff cutter
was scheduled for launch in Cape Town on
May 15.

*Members of the association,
businessmen mainly from Cape Town,
decided at a meeting in Cape Town in May
1982 to formally register SASTA as a non-
profit making organisation in terms of the
Company's Act, 7 Mr Curran said. “We
were faced with, and considered, a number
of options in regard to a vessel. These were:
a full rigged ship, a vast undertaking with an
estimated cost of RI12-million; the
acquisition of a second-hand vessel, eg. a
Baltic Trader at a minimum cost of
R500000: the conversion of side-trawler
with a minimum of R250 000 in conversion
costs; and the reality of a small, traditionally
rigged yacht at a cost of about R50000.

“The final option was chosen as a pilot
scheme, and the yacht was scheduled for
launch in mid-May.”

Precedents already exist for this
approach. The Association of Sea Training
Organisations of Great Britain musters a

RUBICON

The * second possibility cannot be
discounted either. There was a lot of
shipping in the same area as the yachts
during the storm. Visibility was bad, and
there were reports of close encounters with
ships. A navigation warning was broadcast
to ships, warning them of the race, so
hopefullly, those on watch were keeping an
extra careful lookout. Some vyachts
reported electrics failing, and if this was the
case with Rubicon, she could have had no
lights, and she would have been very difficult
to see.

If she had been hit by a ship, she would
have gone down so quickly that there would
have been nothing that anyone aboard
could have done. With the noise of the wind
and the sea, the ship would not even know
that she had hit anything, and therefore
could not have offered any assistance.

The third possibility is that a wave broke
with such force on her deck, that it stove in
and she sank. This happened to Black
Magic, but fortunately for her, it only
cracked the deck and stove in a window.

Why is there no wrekage? This will
remain a mystery of the ocean forever, as,
had they had time to launch a liferaft, they
would almost certainly have been found
within a few days.

all trainer launched

By John Fensham

fleet of over 40 boats, ranging from the 300-
ton schooners of the Sail Training

* Association to the 32 ft “Spirit of Discovery”

of the Scouts, and they cannot cope with the
demand for berths!

The SASTA vessel willaccommodate five
trainees and one instructor. Gaff-rigged,
and with the accent on pulley-hauley work,
it is planned that she will make as many ten-
day ‘adventure voyages' as possible each
year. Trainees will be mainly, but not
exclusively, teenagers drawn from all
backgrounds — schools, institutions,
service clubs etc. — with no regard to race.

Funding for the Association is to be raised
from three sources, with an initial target of
R100000. Ordinary members who will make
an initial and only contribution is an
enrolment fee of R100; berth sponsors, who
will pay an enrolment fee of R1000 and
donations from voluntary contributors.
Berth sponsors will have the right to
nominate one trainee each vear for each
berth sponsored, and each trainee will have
to pay a fee of R100.

“It is recognised that this may be beyond
the means of some trainees, so a
scholarship fund is to be established,” Mr
Curran said. “Berth sponsors may elect to
pay this fee in addition to their berth
sponsorship. Service clubs and other
organisations will be invited to contribute,
and a portion of any grants from the
Department of Sports and Recreation will

be channelled through this fund. A further
source of revenue will be through charter
fees to approved persons, and training
courses conducted on a fee-paying basis for
applicants not nominated for a sponsored
berth.”

The immediate targets of the association
are to create a working fund of R10000 by
enrolling one hundred ordinary members,
and a construction fund of R100000 by
enrolling 100 berth sponsors (the vessel has
been built with private funds on loan to the
association and this will be repaid when the
consiruction fund attains its target).

“In an increasingly artificial world, a
passage under sail, dependent and close to
the elements, can be a unique experience,
especially to someone who, in the normal
course of their life, might never get the
opportunity to sailatall, let alone at sea,” Mr
Curran said. “The aim of SASTA is not to
teach young people to sail, but to provide
them with this unique experience, and while
it would be false to suagest that ten days
aboard a sail training vessel can transform a
young person, it can certainly influence his
or her attitude towards life.

“Young people in particular are attracted
to a challenge, they are ready to sacrifice
comfort for a sense of achievement, and
they have an instinctive realisation that real
satisfaction comes with achievement. This
is what SASTA stands for.”
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