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  Introduction


  I was trying to get some sleep in the shallow Antarctic night when there are only a few hours of solid darkness between long half-light dusks and dawns, a sunlight limbo, that reinforced my feeling of being stuck in between. I was sailing back from Antarctica across the renowned and feared Drake Passage, about halfway toward my destination of Puerto Williams, a small town in Tierra del Fuego. I had heaved-to and essentially let the boat drift for 48 hours to wait out a violent storm north of me that refused to abate. I finally gave up waiting and started sailing north again in spite of 6-meter waves and gale-force winds. My tentative sleep was disturbed by a new motion of the boat that seemed much faster and more heeled over than when I had turned in. Getting out of my bunk, pulling on my boots and jacket, and going out on deck, I saw the genoa headsail was fully unfurled instead of having three reefs where I had left it. It made no sense. Then I looked at the genoa furling line on the port side deck that’s used to wind the sail up around the forestay. It was lying slack on the deck, having snapped at some point while I slept, letting the headsail fully deploy. The boat was ripping along in 40-knot winds and violent waves driven by a large sail I could no longer control.


That was one of several crisis moments on the voyage I had undertaken, a voyage that began with an airplane or, more specifically, while writing a book about flying an airplane to seven continents. Between 2011 and 2014 I had flown solo in my single-engine airplane N788W, a Lancair Columbia 300, to all seven continents. In 2015 I published a book about those flights, Flying 7 Continents Solo.


As I was finishing the book it occurred to me that if I were to sail solo to seven continents, I’d become the first person to do both. I know the other solo pilots who have landed on all the continents—there’s only a few—and none of them are offshore sailors. Becoming the first person to both fly and sail solo to all the continents became the primary objective that drove the voyage described in this book.
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In boating terms, being alone on a boat is referred to as being “single-handed,” meaning only one “hand” (crew member) is on board. It doesn’t mean, as some might guess, that I would be sailing with one hand tied behind my back. To avoid confusion, and to employ the same terminology used in flying, I will use the term “solo” throughout this book in place of “single-handed.”


I had sailed for many years, first as a teenager in my dad’s boat off the coast of Southern California and later in a small Capri 22 sailboat on Fern Ridge Reservoir near Eugene, Oregon, where I lived for many years. After I sold my wireless engineering software business, EDX Engineering, Inc., at the peak of the tech boom in 2000, I moved to Bainbridge Island, Washington, sold the Capri 22, and eventually bought a Bavaria 37 sloop in 2006. I named it Raytrace after an engineering technique called ray-tracing for predicting wireless signal propagation that I commercially pioneered in 1994. Over 12 years I sailed Raytrace around the Pacific Northwest and along the Inside Passage toward Alaska, learning a lot about the various systems on cruising boats and about boat maintenance. I never took it offshore through the Strait of Juan de Fuca. In 2018 I sold Raytrace to my neighbors across the street. I wasn’t sure I would ever own another sailboat—it seemed like sailing was a chapter of my life that had come to an end.
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My plane, N788W, in Antarctica. I used it for all my international flights







While the idea of sailing solo to seven continents was compelling, I had many reservations about it. With my previous sailing experience, I knew that sailing could be a lot of work and physically demanding. It was also really slow compared to flying my plane. Ocean crossings that took hours in the plane would take weeks in a sailboat. Being on the ocean for such extended periods also meant I would be much more exposed to bad weather. With the plane I could easily outrun bad weather or fly around it, something I’d done many times. If the weather was really bad, I could always stay on the ground and wait for a better day. I couldn’t do any of those things while sailing. Once I was offshore, I would have to deal with whatever weather came along. With sufficient warning I could run for shelter, but shelter could be days away. Considering all of this, while writing the flying book in 2015, I dismissed the idea of sailing solo to seven continents. “Nope, not for me,”  I thought.


Fast forward five years to 2020 when I changed my mind about it for two reasons. First, in the intervening years I had completed two more solo international flights I really wanted to do. In 2018 I flew my plane over the geographic North Pole from Resolute in northern Canada to Longyearbyen in the Svalbard Islands, a part of Norway. Though not the longest flight I’ve made, it was by far the most isolated; I was out of radio contact for almost the entire 1,630–nautical mile (nm), 10.5-hour flight. The second flight was a westbound solo circumnavigation that took me through Alaska, Russia, Japan, China, Kazakhstan and across Europe. With those two flights completed, in addition to my original flights to seven continents, I felt satisfied with what I’d accomplished in solo international flying. I didn’t feel a need to do more flying; I wanted to turn my attention to something that offered a new challenge.


The second reason I changed my mind was the global COVID pandemic. Like most people in 2020, I was sitting around my house, not able to travel anywhere, and frustrated by an inability to do something truly engaging. To deal with that, I decided to resurrect the idea of sailing solo to seven continents. If nothing else, thinking about it and planning it would give me something interesting to do.


I began my research into such a voyage by reading the many online blogs written by people who have been cruising the world’s oceans in sailboats, sometimes for years. I was surprised at the size of the cruising community, especially compared to the community of small-plane pilots flying internationally. There are thousands of cruising boats out there, both sailboats and powerboats, located all over the world. Many have turned cruising into a lifestyle; the boat is their home and their transportation. They don’t have a house on land. For some older couples, it’s a way to downsize, maybe reduce living expenses, while providing an opportunity to see the world.


I also started buying books, mostly cruising books but also books about equipping and provisioning a sailboat for long ocean passages. Books written and published by Jimmy Cornell, in particular World Cruising Routes and Cornells’ Ocean Atlas, have become fundamental sources of information for anyone undertaking their own voyage across an ocean. There are many other books I consulted listed in appendix G.


This research led to planning a route that would let me efficiently sail to and land on seven continents while taking best advantage of the ocean winds and currents, and avoiding tropical storm seasons. Some places, particularly Antarctica, are only accessible for a few months a year in the austral summer (the summer months in the Southern Hemisphere), when the ice pack is at a minimum. Chapter 1 discusses my process for choosing a route in some detail.


No less important than having the right route is having the right sailboat. As a successful high-tech entrepreneur, the cost of the boat was never an issue for me. I was encouraged by the many blogs I’d read of people in old boats, in small boats, in poorly equipped boats, successfully sailing across the ocean. Some misgivings I had about undertaking this voyage were mitigated when I knew I could afford a great boat with no compromises regarding how it would be equipped. The process of choosing and buying a boat and outfitting it are discussed in chapters 2 and 3.


With the route planned and the boat purchased and equipped, the seven-continents project was done except for the sailing! Chapter 4 and the chapters that follow it describe my amazing sailing adventures to these continents and many points in between. It turned out to be a much different experience than I anticipated, requiring me to adjust my schedule, my route and my equipment as I was incrementally educated from being a novice off-shore sailor to someone who could confidently cross any of the world’s oceans.


I have included a spreadsheet showing the details of my sailing route, distances and dates in appendix A. Other appendices list various equipment, tools, spares and other supplies I took on my voyage, primarily the things I started with but which were added to and subtracted from as the voyage progressed. Appendix H includes copies of the complete documents I submitted to the Environmental Protection Agency (EPA) and the National Science Foundation (NSF) to get permission to sail solo to Antarctica.


Finally, there are many sailboat and nautical terms used throughout this book. To make the book more accessible to non-sailors, I have included a glossary following the appendices where explanations of these terms, as well as abbreviations, can be found.


As I mentioned in my flying book, I’m not a pilot’s pilot. You will never hear me say I “love” flying, as many other pilots might say. The plane is a vehicle that opened the door to some unique and challenging adventures, like flying over the North Pole, that I couldn’t have had any other way. Becoming skilled at flying through difficult circumstances gave me a satisfying sense of accomplishment.


I feel the same way about the boat and sailing. I’m not a sailor’s sailor, definitely not an “old salt” with decades of engaging nautical stories to tell in a pub over a beer. The boat is a vehicle that, like the plane, opened the door to the rare and amazing adventures described in this book, adventures I couldn’t have experienced any other way.


One of the positive surprises I’ve had from these flying and sailing adventures was meeting great people along the way, especially while sailing. Because fuel and other logistics often had to be arranged ahead of time, flying internationally was a fairly scheduled activity. I was rarely in any place longer than about three days unless some maintenance was being done on the plane. Even so, I made lasting friendships within the international pilot community.


Because it’s much slower, sailing was very different in that regard. I would typically spend a week in any place I stopped, often longer. Other cruisers (people who sail the world on their own boats) I met would stay in places much longer. That provided an opportunity to meet people and get to know them, joining them for dinner or drinks on each other’s boats or ashore. What set me apart in most cases was the fact that I was on a mission; I had the particular sailing objective of efficiently landing on all the continents while most everyone else was truly “cruising,” enjoying just hanging out in the places they stopped. Some were intent on completing a circumnavigation but taking a leisurely approach with maybe a five or ten year plan to complete it. In crossing the oceans to get where we were, we all shared common experiences and difficulties—one of the quickest ways to form friendships with other people, whether short-term or enduring.




After studying electrical engineering in college, during which I lived in a van for my junior and senior years, and getting my bachelor’s degree in 1972, I took a job with a small consulting firm in the San Francisco Bay Area. After three years of the daily grind, it became clear to me I would never get to do the things I really wanted to do with annual two-week vacations. I was 25 years old. I asked for and got a one-year leave of absence from my job. During that year I hitchhiked from Nairobi to Cape Town and back, climbed Mt. Kilimanjaro, lived in the South of France for several months and rode trains all over Europe. That year changed my life. I returned to the same job for a few years but eventually went into business for myself. The sense of independence and self-reliance I experienced during my year off gave me a new perspective on what I was capable of doing on my own. In many ways my career as a high-tech entrepreneur, my solo flights all over the world, and my solo voyage to seven continents are ongoing extensions of that year of independence. It’s a perspective that will continue to drive my life.
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1


Planning the Route




The world’s oceans cover about three-quarters of the surface area of the earth so there are many possibilities for where a boat can go. However, for a sailboat, the oceans can have many “one-way streets,” defined by prevailing winds and currents, where it’s more difficult to sail a boat in the wrong direction, against the winds and currents. The sailors in the early 16th century who first crossed the oceans soon realized that the quickest way to get between two places was rarely achieved by sailing along a route with the shortest great circle distance. Without any weather-forecasting tools, they discovered by trial and error that sailing with the prevailing winds and currents, though not the shortest route, was faster. This quickly became apparent for ships sailing around Cape Horn at the southern tip of South America with the intention of crossing the Pacific to Asia for trading. Instead of taking a direct route, it was faster to sail north to the vicinity of the equator where (now) aptly named “trade winds” could be found that would push them westward with relative ease. Similar trade winds are found in the Atlantic Ocean around the equator, making sailing from West Africa to the Caribbean and the east coast of North America an easy downwind voyage, at least for much of the year.


Over the decades—in fact, centuries—mariners crossing the oceans have logged the winds and currents they’ve experienced on their voyages at different times of the year. This information has been collected and compiled in ocean “pilot charts.” Pilot charts are maps of the oceans with “wind roses” set in 2.5, 5, or 10 degree latitude and longitude boxes forming a grid of information that illustrates the winds that have been experienced in each box. The wind roses themselves have wind arrows showing the percentage of time the wind arrives from compass directions spaced every 45 degrees. The wind roses also show the relative strength of the wind every 45 degrees at the wind rose location. The pilot charts are prepared for each ocean/sea and for each month of the year, allowing a mariner who is contemplating an ocean crossing to choose the best time to make that crossing. Using the pilot charts as a guide, it’s possible to plan a voyage anywhere in the world that takes best advantage of the prevailing wind conditions.
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Sample pilot chart for the North Atlantic in the month of May







Pilot charts can be found online and downloaded for free. They have also been compiled into a convenient large-format book, along with interpretive information, named Cornells’ Ocean Atlas, published by Jimmy Cornell (see appendix G).


In the sample pilot chart shown here for the North Atlantic in the month of May, the wind roses along a line eastward from Chesapeake Bay to the Azores generally show the longest wind arrows (prevailing wind) from the southwest and west. This would be a good time to sail east because the wind would be generally behind the boat, resulting in efficient and comfortable downwind sailing. Once past the Azores, the longest wind arrows are generally from the northwest and north along a route approaching the coast of Portugal. These are still favorable wind conditions, with the boat sailing on a port beam reach.


There are other significant weather phenomena that are important to consider when planning a voyage to all seven continents or around the world. Chief among them are hurricanes in the Atlantic Ocean and tropical cyclones (typhoons) in the Pacific and Indian Oceans. These occur during reasonably well-understood seasons. The Atlantic hurricane season has traditionally been considered to occur from June 1 to November 30 each year. Similarly, the Pacific tropical cyclone season lasts from November 1 to April 30. The Indian Ocean also has a tropical cyclone season in the austral summer months that’s further affected by the northeast and southwest monsoon seasons.


However, climate change has begun to break down the long-held understanding about when these potentially violent storms will occur. Increasingly, storms are forming outside of these well-known storm seasons and following unexpected paths across the oceans. For a small sailboat, encountering such a big storm at sea can be catastrophic and life threatening. Even when a boat is at anchor in a sheltered harbor, or in a marina, it can be seriously damaged if hit by a tropical storm. An initial plan to sail around the world must avoid, to the extent possible, being at sea in the affected ocean during these tropical storm seasons, with the realization that violent storms may occur in months outside of what has been traditionally defined as the storm season.


As I discuss in the next chapter, I wasn’t able to start this voyage on the date I wanted primarily due to the delay in delivering the boat. I had hoped to make my first ocean crossing eastward from North America to Europe early in the year, ideally in April or May, well ahead of when the Atlantic hurricane season would usually start. As a result of the delay, I didn’t actually leave Norfolk, Virginia, in Chesapeake Bay, sailing eastward until August 2, 2022, well into the hurricane season. Fortunately, no hurricanes or tropical depressions crossed my route to Europe, but that was a matter of luck, not good planning. The point is, even a good plan that considers weather conditions can be upset by other factors such as boat preparation, maintenance, repairs and other voyage logistics like country arrival formalities.
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For the first part of my seven-continents voyage, the main imperative driving the schedule was crossing the Drake Passage to Antarctica in a suitable month. Because of ice conditions and extreme cold, the months when it’s possible and advisable for small boats to sail in Antarctic waters is typically limited to December, January, February and part of March—the austral summer months. Even large cruise ships usually limit their season in Antarctica to these months, as do some Antarctic research stations that remove or reduce their research teams at the end of February. Wherever and whenever I started my voyage, I had to get to Antarctica during one of these months or I would have to wait a year for another opportunity. I definitely did not want to do that.


Considering all the ocean weather factors and timing to make the crossing to Antarctica, I came up with the route and schedule shown on the world map as the original planned route. I’ve shown only a few planned departure/arrival months from my original route map, a schedule that was immediately thrown off by the late delivery of my boat. As the voyage progressed, I changed my mind about where I wanted to go, in part due to information I gathered along the way that made one destination more desirable than another. For example, I had originally planned to visit the Cape Verde Islands on my way to Brazil, but once underway from Lanzarote in the Canary Islands I decided this stop was superfluous. I was already behind schedule getting to Tierra del Fuego and Antarctica, so I was looking for ways to eliminate unnecessary stops and resulting delay.


Such on-the-go adjustments to the original plan were not that unusual for me. On my first flight around the world in 2011 I made several changes to the places I would land primarily due to changing logistics—i.e., changes in the places where high-octane aviation gas was available and where I could get permits to land. Jet fuel, which is basically kerosene, is available pretty much everywhere because it’s essential for commercial jet and turboprop planes. Small planes like mine have piston engines with big cylinders that need high-octane gasoline. Standard-octane gasoline for automobiles is generally not good enough. Small private planes are a relative rarity in many parts of the world, so naturally the availability of the fuel needed to support them can be correspondingly limited.


After reviewing my planned route, it occurred to me that I could accomplish my goal of sailing to all the continents by turning north after landing in Australia, landing somewhere in Malaysia or Thailand for my landing in Asia, then continuing north and ultimately east to return to North America for my seventh continent landing. That plan would also put me back in my home cruising grounds, and at my home, in the Pacific Northwest. However, taking that route wouldn’t result in completing a circumnavigation—sailing around the world. Although a circumnavigation was not my primary goal, I thought it would be shortsighted to sail most of the world’s oceans and not complete a solo circumnavigation. I therefore rejected that plan and stayed with the original route, which would take me across the Indian Ocean to a landing in India and Asia. From there I would sail around the southern tip of Africa and across the Atlantic for the third time for my return to North America at Florida. By adding a solo circumnavigation, I now had two goals.


Beyond those two goals I could imagine many secondary goals—mainly stopping in places that might be interesting or unique where I hadn’t been before. Having routinely traveled internationally during almost 50 years, and having visited more than 100 countries, I’d had the opportunity to visit most of the places that someone might put on a travel bucket list. I had already been to many islands that commonly draw cruisers, like Easter Island (Rapa Nui), the Galapagos Islands, Fiji and Tahiti, whether via commercial flights or in my own plane. Even Tierra del Fuego at the southern tip of South America was not a stranger to me, as I had flown my plane there twice and landed in places like Puerto Williams, Punta Arenas and Puerto Montt. Of course, visiting places I’d been before but doing it in my own boat would make the experience new. Would it be different enough to justify detours off my primary route, and schedule delays, to go there? I decided that would be an ongoing, case-by-case judgment call, not part of my original plan.
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2

Buying the Boat


With my decision in the summer of 2020 to attempt a solo voyage to seven continents, I began the process of choosing and buying the right boat for what I now saw as a mission, a process that can be very arduous and time-consuming. The variety and types of sailboats available for the voyage I had planned is really enormous. People can spend months, even years, searching for the right boat for their own ocean cruising dreams that will fit their budget. They’ll hire consultants, presumably experts in oceangoing boats, to help them find just the right boat. The boat they seek could be nearby or almost anywhere in the world.

After they’ve found a candidate boat, a serious evaluation of its status is needed. Hiring a boat surveyor to evaluate the boat comes next. The surveyor will conduct an on-site inspection of the boat and all its systems and prepare a detailed report. Analyzing the engine oil alone, and cutting open the oil filter to examine it for metal particles, can reveal serious internal problems with the engine. Boats have many systems—plumbing, electrical, navigation electronics, autopilots, solar panels, wind generators, pumps, etc.—that must all be assessed when deciding if the boat is worth buying and, more importantly, how much work and expense there’ll be to fix it up so it’s sound enough to take across the ocean.

For a sailboat, an experienced rigger is also needed to inspect the rigging, including going up to the top of the mast(s). An older boat may have a lot of wear and tear not only on the standing rigging but on the sails and the running rigging—lines, blocks, clutches, and winches. A boat that’s been sitting in or around saltwater for years will naturally show the effects of that environment with rusty metal components and corrosion.

Depending on the boat, taking it out on the water for sea trials to assess its performance may also be warranted, or necessary if the boat is sitting on land in a boatyard and can’t be tested for leaks until it’s put in the water.

I’ve touched on a few of the general points to consider when buying a boat for offshore sailing. This list is by no means comprehensive. There are entire books devoted to the subject of evaluating and buying a boat for this purpose, or for other sailing purposes, and as I mentioned, many consultants are available to assist with the process.

Fortunately, I already had enough sailing experience with a cruising boat to quickly narrow down the possibilities for what I wanted for my sailing mission to seven continents. As I mentioned in the introduction, I had previously owned a 37-foot Bavaria sloop, Raytrace, that I sailed mostly solo for 12 years in the Pacific Northwest. I wanted something of a similar size that felt comfortable for me to handle alone. That size would also be large enough to easily handle offshore sailing; in fact, people have crossed the oceans in far smaller boats. From owning the Bavaria, I also had a great deal of experience with operating and maintaining the many systems on a cruising boat. I knew several attributes I wanted when buying another boat, like large fuel and fresh water tanks, two things the Bavaria lacked.

The destination on my planned route that really narrowed down and simplified the boat selection process was Antarctica. Even though many have sailed to Antarctica, and along the Antarctic Peninsula, in fiberglass hull boats without a problem, I was convinced I wanted a boat with an aluminum hull. If a serious encounter with floating ice occurred, an aluminum hull will deform and dent but still stay watertight. Under similar circumstances, a fiberglass hull could potentially crack, compromising its watertight integrity and perhaps requiring some temporary level of repair just to make the return voyage to Tierra del Fuego, or farther north, for more permanent repairs. From my research, the yacht repair facilities in Tierra del Fuego, at either Puerto Williams or Ushuaia, are not capable of handling major repairs. A sailor would have to go farther north to Puerto Montt in Chile or even Uruguay to accomplish the repairs.

While at the time there were a few used aluminum hull boats meeting my criteria on the market, I would still be left with the challenging task of evaluating their seaworthiness, especially since some of them were far away in Europe where it was impossible to travel in 2020. If I bought a used boat, I would also be paying for equipment upgrades, especially electronic upgrades, to make it the boat I really wanted. Also, even the best boat surveyor’s evaluation can still fail to find some hidden problems. Like buying a used car, there’s always the risk of buying someone else’s problems.

Fortunately, I was in a position to greatly simplify the process. As a successful high-tech entrepreneur, I had made a lot of money when I sold my software businesses. I wasn’t restricted to a budget as many cruisers are; I could afford to buy exactly the boat I wanted. I therefore decided to order a new boat directly from the factory, thus eliminating any hidden, unknown problems I might encounter buying a used boat. I would get a new engine with zero hours on it and be able to specify exactly the optional equipment I wanted on board.

With that decision made, the choices were reduced to three French yacht manufacturers that specialize in building standard-model aluminum hull sailboats that can be customized with a wide variety of options. These manufacturers are Allures, Ovni and Boréal, all located on the west coast of France. All of their boats have retractable aluminum centerboards. When the centerboard is in the up position, these boats have a draw (their depth in the water) of about 1 meter, unlike fixed keel boats which draw much more. The shallow draft makes it possible to navigate some very shallow water and even beach the boat on its forefoot with the boat remaining upright. It’s not possible to do that with a fixed keel boat. I didn’t have any plans to beach the boat, but having a shallow draft could be important in some places I planned to visit, like coral atolls in the South Seas.

Of the candidate boat manufacturers, the smallest Boréal 44.2 was larger than I wanted, so that eliminated them. Ovni had just come out with the Ovni 400, which was the right size and had some other characteristics I liked such as large fuel and water tanks, but in sailing videos I’d seen putting the Ovni head-to-head against the Allures 40.9 (a boat of a similar size), the Allures definitely looked like the better boat sailing upwind.

There was also the question of delivery time. Even though it was 2020 and in the middle of the COVID pandemic, I knew it would take at least a year to build the boat after ordering it. I anticipated taking delivery when the pandemic was hopefully winding down. As a practical matter, I had been reading blogs written by other sailors who reported being pinned down all over the world, wherever they happened to be, when the pandemic hit. They could not travel home; in some cases, they could not even leave their boats to go ashore. Provisions had to be brought out to them where they anchored. The borders of many countries were completely closed to foreigners, including those on visiting yachts. I didn’t want to launch a voyage, and probably couldn’t launch a voyage, under such circumstances.
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The hull of my boat under construction




The final factor that ultimately made my decision was the representation for Allures and Ovni in the US. I called the Ovni brokers in Florida and spoke to a woman who told me she really didn’t handle Ovni sales and that I should call back the next day when her husband returned from sailing. He could help me. It was not the full-service involvement I wanted when buying a new boat that would eventually cost more than US$500,000.

Allures is represented in the US by Swiftsure Yachts, conveniently based on Lake Union in Seattle, a short ferry ride across Puget Sound from my home on Bainbridge Island. Ryan Helling of Swiftsure responded to my inquiry right away, sending me detailed information on the Allures 40.9, available options and initial pricing. He also said they had an American project manager by the name of Kevin Bray on-site in Cherbourg, France, where Allures yachts are built. Both Ryan and Kevin are expert sailors with considerably more sailing experience than I had at the time. Given that, and a promised delivery time from Allures of about a year, and my view that the Allures 40.9 was probably the better sailboat compared to the Ovni 400, I decided to order the Allures 40.9. That began a process that would occupy a lot of my time for the next several months.
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The deck of my boat before attaching to the hull




The list of options available for  the Allures 40.9 was several pages  long. The first step was deciding on  a model with two sleeping cabins or  three. I chose the two-cabin version  because it offered a larger head (bathroom) with the third cabin space  turned into a “technical room” with  drawers for tools and storage space for other equipment like spare lines, spare parts, and so forth. When setting off on a voyage that would take me around the world, having a full set of tools and spares to fix the boat myself was important.

Beyond that, there were a myriad of other available options. I chose from among those additional options with expert advice from Ryan and Kevin, who understood my sailing objective and had that in mind when making their recommendations. One thing I opted for were electric winches for the halyards and genoa sheets. By pressing a button instead of cranking a winch handle, I could quickly raise and lower the mainsail, and trim the mainsail and genoa sheets, with very little effort. As my voyage progressed and I experienced the physical demands of solo sailing and learned how quickly I wanted to adjust the sails when suddenly hit by a violent rain squall, selecting electric winches proved to have been a great decision.

For redundancy, I also opted for dual autopilot (AP) computers and drive units. Sailing solo, I would be relying on the autopilot extensively as a second “crew member” to steer the boat not only while I was sleeping but essentially all the time. That approach would free me to trim sails, prepare meals, take care of other chores around the boat, or simply relax. In those situations where I was navigating a narrow passage or coming into a marina or anchorage, I would be manually steering the boat instead of using the autopilot. I also ordered wireless remote controls for the autopilot so I could make course adjustments from any place on the boat.

I chose to have two 9-inch chartplotters, with one at the starboard helm position and one at the navigation (nav) station inside the cabin. This also proved to be a good move because I could steer the boat and control all its functions from inside the cabin instead of outside in the weather. Typically, the only time I would go on deck would be to adjust the sails or to sit and watch the hypnotic motion of ocean waves and the many brilliant sunsets and sunrises.

At the starboard helm (where the engine throttle is located), I had the boat equipped with a remote control for the anchor windlass, a control which included a chain counter showing me how much anchor chain I had deployed when dropping the anchor. This was far more convenient than the arrangement I had on the Bavaria 37 which required me to go to the bow to raise and lower the anchor. Without a chain counter, I had to use small fluorescent cable ties evenly spaced every 30 feet on the chain links to determine how much anchor chain I had lowered. Knowing how much chain has been released is a critical matter when anchoring a boat. The typical objective is to have the length of chain deployed be five times the depth of the water where the anchor is dropped. This number is called the anchor scope. Generally, the higher the scope, the more secure the anchor will be and the less likely it will be to drag across the bottom. When expecting high winds or seas, a considerably larger scope than five may be advisable. If the water is deep at an anchorage, a scope of five may not be possible with the available chain length. I had 80 meters of chain on my Allures 40.9. At St. Helena Island in the Atlantic, the water depth in the anchorage was 17 meters. Even using all the chain, the best scope I could achieve was 4.7.

All the boat electronics including chartplotters, supplemental sailing displays, radios, AIS (automatic identification system), radar and autopilots were the latest available gear from B&G, renown as one of the premier manufacturers of electronics for sailboats.

In terms of rigging, I chose to include a staysail on a furler. A staysail is a second smaller headsail on a mast stay (or guy wire) attached to the deck behind the genoa, which is the primary headsail and is on a furler mounted on the forestay. The staysail is useful in high winds where it’s better to have less sail set and better to have the center of force from the sails closer to the center of the boat. I specified that both headsails supplied by Allures be made of Hydra Net sailcloth, the most durable sailcloth available at the time.

The biggest change I made with the rigging was to order the boat without a mainsail boom. I had been thinking about the effort involved in reefing the mainsail when the winds pick up. If the winds increase rapidly, like when encountering a squall, it’s best to reduce the amount of sail quickly. In reefing with conventional booms, so-called slab reefing, the mainsail is pulled down with reefing lines and secured to the boom with ties. Instead of this approach, an increasing number of sailboats are equipped with in-mast furling where the sail is reduced by winding it up on a roller inside the mast. My Bavaria 37 had such in-mast furling. In the early days, these systems were problematic, but evolving technology has made them a reliable choice. The drawback is that you can’t include battens in the sail because they won’t roll up, meaning the sail shape itself can’t include a roach and is less efficient for that reason.

The other approach to reducing the mainsail is to wind it up, or furl it, inside the boom. This allows the mainsail to have battens and better sail shape because the battens, which run parallel to the deck, can be rolled up with the sail inside the boom. There are a handful of boom furling systems available; the best of them is  made by Schaefer Marine. That  is the system I chose to have on  my boat. Unfortunately, Allures  would not (or could not) install a  Schaefer boom on my new boat. Consequently, I ordered the boat  without the boom or mainsail  with the plan to have the Schaefer  boom installed once the boat was  delivered to the US, as described  in the next chapter. With the  Schaefer boom, the mainsail  needed was a custom design to fit  the boat and the boom. I ordered  that mainsail from Neil Pryde  Sails, who have made many sails  for Schaefer booms in the past and had a close working relationship with them. Like the two headsails supplied by Allures, I had Neil Pryde use Hydra Net material for the mainsail.
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Phywave being launched in Cherbourg




Throughout the process of specifying the details for the boat, I traded literally hundreds of emails, and a few video calls, with Kevin and Ryan to get the boat built the way I wanted. It was not a simple process. Kevin compiled and sent me hundreds of photos he had taken showing the state of the construction at various times. These photos proved invaluable later when I was trying to investigate installation details and troubleshoot various things on the boat.

One of the final steps was deciding on a name for my new boat. I wanted a name that was absolutely unique in the US Coast Guard vessel registry. As I prepared a short list of candidate names, I checked each one on the Coast Guard website to see if anyone else was using it, or had used it. I also didn’t want a personal name like many sailors who name their boats so they can speak to them like a friend or partner. Mulling over names went on for months, it seemed, until the deadline approached for finally choosing a name and applying for Coast Guard registration and documentation. I chose “Phywave” more by default than any compelling reason—I simply couldn’t get enthusiastic about any of the other names on my short list. Those names seemed too oblique, too contrived, somehow phony. “Phywave” is a name I came up with many years ago for an engineering consulting business I started after selling my software business in 2000. I already had a website: www.phywave.com. At some point I stopped doing engineering consulting work and Phywave, Inc. became the corporation that published my flying book. Phywave is still an active corporation but doesn’t make much money. I decided to continue with “Phywave” as the name for the boat and convert the Phywave website into a personal website that could include information about many of my activities like flying, sailing and wireless engineering. I also considered how recognizable and easy to use it would be as a boat name when sailing around the world and visiting many foreign ports with different languages. I was surprised and amused when I later heard over the radio how “Phywave” was pronounced in Spanish and French.

The boat was ordered and the contract signed with Allures in September 2020. The contract called for the boat to be finished and ready for delivery in October 2021. As that date approached, it was clear that construction was well behind schedule. Allures kept pushing the completion date back into 2022. The boat was not actually put in the water for the first time until March 22, 2022. A small leak was found and required the boat to go back to the assembly building for a welding repair on the aluminum hull. The boat was launched again on April 12, when it was confirmed the leak was fixed. The final delivery documents were signed on April 22, 2022, and Phywave was officially mine and free to leave the Cherbourg boatyard for delivery to the US.

Overall, the boat was delivered fully six months late. My contract with Allures called for a penalty to be paid to me for late delivery that would have amounted to several thousand euros. Allures refused to pay the late delivery penalty in spite of my arguing by letter that I was entitled to it. I think Swiftsure Yachts also agreed Allures should pay the penalty. I contacted a bilingual lawyer in Paris who reviewed the contract documents and agreed with me that Allures owed me the penalty amount. He was willing to take the case. After thinking about it for a week, I decided not to pursue legal action. It would only serve to further delay delivery of the boat and the beginning of my voyage to seven continents. While I like the boat they built, I now consider Allures to be an untrustworthy company for refusing to pay the penalty. Although the boat is great, I would hesitate to buy a boat from Allures because of the way they do business.

Now that I owned Phywave, I arranged for Kevin to sail it across the English Channel to Southampton in the UK, the port where a Sevenstar Yacht Transport ship would pick it up and carry it to Baltimore, Maryland, where it would be oﬄoaded. Sevenstar ships are equipped with cradles on the deck that allow a fully rigged sailboat with the mast stepped (erected) to be transported across the ocean. Boats are lifted from the water onto the deck with a shipboard crane, tied down and then dropped into the water again by crane at the delivery destination. To prepare Phywave for transport, Kevin had to remove the headsails, stow them below and take down the backstays so the slings could be fitted under the hull with the boat alongside the ship. The boat was then picked up out of the water and placed in its cradle on the ship’s deck. Once it was in the cradle, the slings were removed and the backstays reconnected to make sure the mast was properly supported during the ship’s passage. With that done, Kevin could leave the Phywave keys with the ship’s captain and return to Cherbourg by ferry.



[image: image]
Phywave being offloaded from transport ship in Baltimore




The boat was first scheduled to be picked up by Sevenstar in April. But with the leak repair, that pickup date was missed. Kevin was finally able to get Phywave to Southampton on April 26. The next Sevenstar pickup date in Southampton was May 21, so Phywave sat in the Town Quay Marina there for nearly a month. On May 21 Phywave was finally loaded on the ship, which then sailed for the US that day. After dropping off some other yachts in Newport, Rhode Island, the ship would make it to Baltimore harbor and be in position to oﬄoad Phywave on June 1.

I would have to be in Baltimore when the ship arrived to climb on board as Phywave was lowered over the side, ready to drive it away when it hit the water and the lifting straps were removed. Ryan from Swiftsure joined me for this oﬄoad process since he had been through it many times before. From there, the closest place to have extensive boat rigging and other work done was in Annapolis, Maryland, where there are several boatyards, chief among them the Bert Jabin Yacht Yard. As my first experience with Phywave, I drove it from the oﬄoad point in Baltimore to Bert Jabin where Ryan and I put it in a slip I had already reserved. From there the additional Phywave outfitting would start.

Getting my hands on Phywave, I felt like the adventure I had been thinking about and planning since the summer of 2020 was finally underway. The long preamble to my voyage had become a real boat that floated and sailed and would carry me across the sea. It was a time for an incremental mini-celebration, so Ryan and I went to a restaurant for Maryland-famous crab cakes and margaritas.

There was relief that all the work I had done specifying the boat, and the large amount of money I had paid to buy it, had turned into something tangible. That relief was tempered by knowing I was just approaching the starting line, not yet in the race, and that there was still an enormous amount of effort ahead of me to achieve my sailing goals.
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3

Outfitting Phywave



With the available Allures options decided for Phywave, and the boat under construction, I created a list of additional equipment I wanted that Allures couldn’t or wouldn’t install, or where the option they offered was inferior to the equipment I really wanted. As the date for Phywave’s arrival in Annapolis approached, I started lining up contractors to install this additional equipment. Fortunately, Annapolis has a huge sailing community that supports a wide range of contractors who can furnish all manner of boating supplies and equipment as well as provide installation services.


Schaefer Furling Boom

Since I ordered Phywave without a boom or mainsail, these were the first essential items I needed to add. I wanted to install a Schaefer furling boom, which the Allures boatyard wouldn’t do. In October 2022, during the annual Annapolis Boat Show, I hired The Rigging Company, located at the Bert Jabin boatyard, to buy and install the Schaefer boom. They had worked with Schaefer before so they were a logical choice for this work.

My Schaefer Gamma boom was delivered to the boatyard the day after I arrived in Annapolis with Phywave, having already been cut to the right length at Schaefer. All the gear Schaefer sells is known for being very heavy-duty, including this boom and the pivoting gooseneck that connects it to the mast. Once I saw it all installed, I was impressed with how much more substantial it looked compared to conventional booms and goosenecks on other sailboats of similar size. It looked like it was ready for rough ocean  travel.

The new Hydra Net mainsail from Neil Pryde was delivered a few weeks later. A single continuous roll of fiberglass batten material was also delivered. The batten material had to be cut to exactly fit the batten sleeves in the sail. I enlisted the help of a local sail loft that could lay out the sail on a huge table, measure the sleeves, and cut the battens to the correct length. With that done, they delivered the sail to Phywave and fitted the foot tape into the slot on the boom. Next, we fitted the sail luff tape into the Schaefer hinged mast track and raised the sail, inserting the newly cut battens as we did that. For the first time I saw Phywave with its fully hoisted mainsail, a moment worth a few photos.




[image: image]
Phywave at the Bert Jabin Yacht Yard




Forespar Whisker Pole

A whisker pole is attached to the mast on one end and the clew of the headsail on the other end. It’s used to pole out the headsail so it catches more wind when sailing downwind. Allures wouldn’t install the track-mounted telescoping whisker pole I wanted, instead offering to install their standard spinnaker pole as an option. I declined that and had The Rigging Company furnish and install the track and Forespar whisker pole I wanted.



Watermaker

Though watermakers are often reported to be troublesome by other cruisers, I decided I wanted one on Phywave. Watermakers turn seawater into fresh water using a high-pressure pump that pushes the seawater through a very fine membrane that filters out the salt and discards the brine overboard. They’re essentially desalinators. There are many companies that manufacture watermakers for yachts. I chose model 260-DML-1 from ECHOTec, which has separate components connected with hoses so there is more flexibility in how it can be installed in the boat. Sailing solo, my fresh water usage would be less than a sailing couple or a family. Even so, the watermaker would eliminate any concern about running out of fresh water. Allures did offer a watermaker preinstall option that provided the thru-hull fitting for the seawater supply already welded into the hull. This watermaker can nominally provide about 15 gallons per hour (gph) of fresh water, more than enough to easily refill Phywave’s water tank in a reasonable amount of time. The high-pressure pump in the watermaker requires a fair amount of 12-volt power, so it’s best to run it only when either the engine or generator is also running to keep the batteries charged. The watermaker was installed by J. Gordon & Co. in Annapolis.


Diesel Generator

Electrical power on a sailboat is a critical resource that’s used to run a number of essential devices including chartplotters, radios, the autopilot, lights and the refrigerator. The power on Phywave is 12 volts DC that comes from a 440-amp-hour bank of batteries, known as house or service batteries. That distinguishes them from a second, independent battery that is reserved for starting the engine, the start battery. As standard options from Allures, Phywave came equipped with a 520-watt solar panel array and a Silentwind wind generator to charge these batteries. The batteries are also charged by a 120-amp alternator when the engine is running. If the sky is cloudy or there is little wind, the solar panels and wind generator won’t be much help in keeping the batteries charged. In that case, boats without an auxiliary generator have no choice but to run the engine to recharge the batteries. This is not a fuel-efficient thing to do, and diesel engines generally don’t like to be run with such light loads. For these reasons, I decided to install a Northern Lights 6-kW generator in a place behind the main engine that was available for that purpose. Allures did offer an option to have a generator installed, but the make and model of generator they offered had a very bad reputation, so I rejected that option and chose to have the generator installed when the boat reached the US. As for the watermaker, Allures did offer a generator preinstall option that provided the thru-hull fittings already welded into the hull which are needed to supply cooling seawater to the generator and take exhaust seawater and fumes overboard. Northern Lights generators are the first choice for commercial fishing boats operating in the Pacific Northwest and Alaska. I took that as a solid recommendation on their quality and reliability.

With some research I decided the best place to get the generator installed was at the Haven Harbour Marina boatyard in Rock Hall, Maryland. Rock Hall is on the eastern side of Chesapeake Bay, opposite from Annapolis on the west side, so I would have to move Phywave over there when all the other outfitting was done in Annapolis. Among the Northern Lights dealers I talked to, the generator delivery times varied considerably. I finally ordered the generator from North Harbor Diesel and Yacht Service in Anacortes, Washington, and had it shipped to Haven Harbour for installation.

The generator installation alone took nearly a month, partly due to the boatyard being busy with other projects but also because it’s a difficult installation. The generator weighs nearly 400 pounds and has to be lowered by a crane down Phywave’s companionway where, with a lot of muscle, it was maneuvered aft to its mounting location behind the engine. It then had to be connected to the thru-hull fittings for cooling seawater. A separate start battery and switch were installed, and a fuel hose was attached to the main diesel tank. The final step was to wire the generator output to a switch that would select between shore power and generator power. The output of that switch supplies power to the battery charger and to the few US-style 120-volt AC outlets installed on the boat. Having those outlets installed instead of French-style outlets was another custom option I specified when ordering the boat.



SSB (Ham) Shortwave Radio

Over short distances, boats communicate via VHF radio using frequencies in the 156 to 174 MHz range. Communication is more or less limited to boats or shore stations that are within line of sight of each other. For communication over longer distances, SSB radios operating on shortwave frequencies in the 3 to 30 MHz range have traditionally been used. They rely on the shortwave signal bouncing between the ionosphere and Earth, sometimes multiple times (called “skip”)  to get the signal from the boat  to a shore station or another  boat that can be thousands of  miles away over the horizon. While once essential, over the  past 10–15 years the use of SSB  by boats has diminished signifi-cantly, having been replaced by  satellite-based communications  that can handle voice calls as  well as email and text. Even  so, being a ham radio operator  since I was a kid, with a current call sign of KB6AF, I decided I wanted an SSB radio on my boat. I bought an Icom IC-7300 and modified it so it would transmit on all frequencies between 3 and 30 MHz, including the marine radio frequencies. The IC-7300 was connected to an Icom AT-140 antenna tuner that, in turn, was connected to an antenna wire that was attached to one of the backstays on Phywave. Allures had installed the backstay with two insulators, one near the top of the mast and the other near the deck. That provided a long wire electrically isolated from the rest of the boat that would serve as an antenna. Such a long-wire antenna, when used with the antenna tuner, could be tuned to work efficiently over a wide range of frequencies. For the antenna counterpoise, I connected the RF ground lug on the antenna tuner to a 12-foot wire in the bilge of the boat that inductively couples to the aluminum hull and the saltwater surrounding it. This turned out to be a very effective antenna arrangement. I was able to contact ham operators, and SSB cruiser nets, thousands of miles away with good signal reports.
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SSB radio installed at the nav station




Unlike the other equipment I was having installed on the boat in Annapolis, the SSB was something I could install myself as a wireless engineer. I mounted the IC-7300 radio at the nav station and supplied it with 12-VDC power through a 30-amp circuit breaker from the main power bus. I then mounted the antenna tuner in the technical room and connected it to the radio by running the RF coax cable and control wire through the bilge. I also had to drill a hole through the deck for the antenna wire, which required a watertight clamshell cable pass-through fitting. With the antenna wire connected to the insulated backstay, the installation was complete.



Satellite Communications

When I outfitted Phywave for my voyage, the Iridium GO! was the most economical satellite system available. It provides basic communication services such as email, voice calls and some data downloads. Most importantly, it can download weather forecast maps in the form of compressed binary GRIB files that can be displayed in various apps available for iPads and iPhones. I chose the PredictWind app for this purpose. I also bought the Iridium satellite airtime plan from PredictWind. The drawback of the Iridium GO! is that the data speed is extremely slow. As an older guy I remember using dial-up modems years ago to connect to remote computers, and the Iridium GO! speed is even slower than that connection. Even so, as I began my voyage in 2022 it was the best option and an obvious choice to have on board. One clear benefit of the Iridium GO! is that it would automatically transmit a GPS position report every hour via the Iridium satellite network. That position report could then be displayed on a web page map so anyone could see the position of Phywave at any time.
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