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Introduction
“For years I have said that sailboat racing is like malaria,” writes Dick Carter in his
stimulating memoir. “You never get rid of it.”
That’s one of the rules of life in this very entertaining and instructive memoir
of a man obsessed not only with boats but also with the lure and challenge of radical
innovation. As he says, “I love examples of ideas that are counter-intuitive.” Put such
a mind in a sailboat and there’s no telling what will happen. When he came out of
nowhere in 1965, The New York Times called Dick the “mystery man in American
yachting.” A young businessman and Yale graduate from inland New Hampshire
who first sailed on a small lake, he transformed himself through a spectacular act of
will into a brilliant, daring yacht racer and designer. He changed his sport, creating
new types of boats and winning big races while surviving daring voyages.
“It was a moment engraved in my memory,” he writes of one of these adventures. “For the first time in my life, I was leaving the civilized world and moving into
Mother Nature’s vast realm… all to be experienced from the deck of a 34-footer.”
Despite his lack of formal training in naval architecture, Dick Carter made
himself into a skilled yacht designer with radical ideas and a record of daring and
continuing success. Blessed with what sailors call “an eye for a boat”—an intuitive
understanding of why some boats sail faster and better than others, and the ability to
transform that understanding into new expressions—he also had an insight into how
intuition blossoms when it is teamed with a probing mind and personal courage.
When he dared not only to build a boat to his design, Rabbit, but to enter the
high-tech, cutting-edge, elite regattas run by the Royal Yacht Squadron and the
Royal Ocean Racing Club, Dick Carter surprised everybody by winning the prestigious Fastnet Race. Over the next decade he and his boats dominated the intensely
competitive new golden age of Grand Prix yacht racing, sometimes in American
waters but mostly in the windy, rough, cold English Channel and the North Sea.
In Rabbit and other boats, he and his loyal crews beat the world’s best sailors and
yacht designers, meanwhile establishing a new look and innovative technology for
racing yachts.
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His influence reached all the way to the America’s Cup, whose breakthrough
1967 winner, Intrepid (designed by Olin Stephens, the world’s most successful yacht
designer) sported an important new feature that Dick had developed on his own,
the trim tab. When the sailing world decided to change its design rating rules, he
was so widely respected that he was appointed to the planning committee alongside
Stephens.
This story of the underdog sailor taking on the world (and conquering it, too) is
often surprising—and also roundly entertaining as well as inspiring and instructive.
His approach was straightforward: challenge the common wisdom with a daring that
he described this way: “Once a challenge is met, or met successfully, that is enough
for me.”
The last challenge was the first he could not successfully meet—the petroleum
crisis of the 1970s that depleted economies and nearly destroyed the boating business. Dick Carter, just a decade after he burst on the scene, retired from boats, and
moved on to a whole other life so completely that, before long, many of his old
friends and shipmates were sure he has died.
Now Dick is back, with his remarkable story.
—John Rousmaniere, September 9, 2017
Author, Fastnet, Force 10; The Annapolis Book of Seamanship;
A Berth to Bermuda; After the Storm; and other books about sailing and the sea.
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5
A New
Approach
to Offshore
Yacht Design
When Bertrand raised the question about how to improve the
downwind steering on his Medalist, ASTROLABE, it was the first
time I began to think seriously about the hull and rig. I always
accepted these elements as fixed, as do most one-design sailors. My
major emphasis, both in dinghies (International 14s and Fireflies)
and ocean racers, had been on sails, tuning, tactics, and boat speed.
There was nothing one could do to the hull but clean the bottom.
As the conversation intensified, I found myself finally agreeing with
Bertrand on doing a joint design for the 1965 Fastnet Race. I was
caught up in the excitement of it all, such was his enthusiasm and
technical expertise. Back in Cambridge a few weeks later, I received
a letter from Bertrand. He got straight to the point. He was unsure
about his next boat or whether to keep ASTROLABE. In short, he
had reconsidered. He didn’t want to pursue the idea of designing
and building a new boat together.
Axiomatic drawing of my new design, RABBIT.
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In talking over this development with my next-door neighbor Vin, he listened
sympathetically. On the one hand, I was disappointed at abandoning such an interesting project. On the other, I must admit, I felt a twinge of relief. Vin responded
in his quiet way: “Why don’t you design your own boat? You have an ‘eye.’” What
Vin was really telling me was that I should design a boat for the Fastnet. What a wild
thought. Much as the prospect terrified me, I could not think of any reason for not
doing so. But it took a while to build up the nerve. Vin’s was not an offhand comment. It was a test of my courage and, for that matter, a test of my character.

A Preliminary Design Study
At Yale during the years 1946–1950, I was exposed to the architectural work of
Walter Gropius, founder of the Bauhaus movement in Germany; Le Corbusier in
the south of France; and Frank Lloyd Wright in the U.S., among others. They were
exploring new ideas in architectural design and using building materials in innovative ways. “Form follows function,” and “Less is more,” were some of the phrases
used to describe this new thinking. I found it all very exciting. Gropius became head
of Harvard’s Graduate School of Design in 1937, and founded the Architects Collaborative in Cambridge, which became world famous. By the time I moved there in
1953, Cambridge was already a hotbed of modernist architectural design.
When I began my design study, I was questioning every single element of the
boat, not unlike the pioneers of the new, modernist architecture. Leading designers
of cruising boats for RORC racing were generally emphasizing windward performance, especially in a strong breeze. From a psychological viewpoint, it is human
nature to remember the vivid experiences, say, the battling of the elements, rather
than the comfortable or mundane. The ’63 Fastnet was a perfect example. The rough
start and the stormy finish were indelibly imprinted in my memory, yet they only
represented 6% of total racing time (8 hours out of 134). My first idea was to have
the new design excel in light to moderate air, the most frequent weather conditions
in a long distance race.
My second idea related to windward performance. For over a century, the Solent
had been England’s favorite arena for closed-course, round-the-buoy racing, which
requires a boat capable of excellent windward performance. Success in the Solent was
considered the hallmark of an outstanding yacht design; thus, the Solent exerted a
powerful influence on British yacht designers. But in my view of offshore racing, it
made no sense when rounding a mark to go on the wind, strapping in the sails and
sailing close to the wind, when the next mark is, say, 50 miles away. Wind direction
and velocity more often than not can change over a 50-mile leg of a course. So I was
willing to sacrifice a bit of windward performance to gain more pure speed.
The third idea was axiomatic. I wanted the new design to be a comfortable
cruiser––light and airy below deck like the Medalist––quite unlike the narrow-beam
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boats of the era, which were dark and deep. To satisfy these three objectives, I came
to the conclusion that a beamy, shallow-draft boat (the traditional American design)
would do the job perfectly under the RORC rule.
The next step was to crystallize my ideas into a design concept. I decided on a
24-foot waterline (1.5 feet longer than the Medalist), the minimum length accepted
by the RORC, and a 10-foot beam.
Never having designed a boat before, I began a design study based on the Medalist while correcting its flaws. In simple terms, the Medalist had a sharp hollow bow
(which contributed to difficult downwind sailing in rough weather) and a big fat
stern. It was an extremely unbalanced hull form. Bill Tripp mentioned in a private
letter that he considered the Medalist a “freak”, though I might add, a fast “freak.”
So my objective was to create a boat with more balanced ends and in the process go
through the daunting exercise of putting pencil to paper. For the moment, I would
ignore the governing RORC rule.
The most important rules in the 1960s were the Cruising Club of America
(CCA) rule in the U.S. and the Royal Ocean Racing Club (RORC) rule used in
England, Europe, Australia and New Zealand.
Rating rules allow boats of different sizes and designs to race against each other.
It worked as follows: since the waterline length (LWL) of a yacht is the rough measure of its potential speed, the RORC rule, for example, measured the shape of the
hull, sail area and a host of other factors to arrive at a rated length, or “L”. Then,
using a formula, the “L” would generate a Time Correction Factor (TCF). At the
completion of a race, the elapsed time for each boat would be adjusted by multiplying it by its own TCF to give its corrected time. The boat with the lowest corrected
time is the winner. The Cruising Club of America rule employed different systems
but its purpose was the same as the RORC rule.
Top yacht designers of this era, however, didn’t publish lines plans and that
included Bill Tripp. But the Dutch builder of the Medalist had included in his brochure a reproduction of the boat’s arrangement plan. This included the entire shape
of the hull, including keel and rudder. The top view of the arrangement gave a precise view from bow to stern, showing the beam and fat stern. Since the Medalist
had been designed to the Cruising Club of America rule, my CCA rating certificate
provided additional design information.
At Yale, I had taken Engineering Drawing, a drafting course. The significance of
this decision cannot be overstated. Unfortunately, it ended just as we were about to
learn how to draw curves. As a friend of mine joked years later: “Dick Carter went to
Yale to learn how to draw a straight line.” There was an element of truth in that. But
there aren’t many straight lines in yacht design.
Since I was unfamiliar with the technical aspects of yacht design, I acquired
a copy of Skene’s Elements of Yacht Design, first published in 1902 and beautifully
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modernized by Frank Kinney in 1962. The problem of curves was quickly resolved.
Long curves, a sheer line for example, were drawn using a long flexible plastic spline,
which could be anchored into the correct position by lead weights (called “ducks” for
some reason). Tighter radius curves for the cross sections of the hull were achieved
by using a thin plastic drafting tool about a foot long that could be bent into any
desired curvature, and hold its shape. For a non-draftsman like me, this was a wonderful solution.
Another absolutely necessary tool was the planimeter. With this instrument, one
could trace the area of each section and through a formula, determine the displacement of the boat straight from the drawing and, therefore also the displacement/
length, and sail area/displacement ratios, all of them important ratios in comparing
boat designs. It was a tough slog to calculate the design ratios longhand, for example
the sail area/displacement ratio was sail area in square feet divided by the cubic feet
of displacement taken to the two thirds power: SA/D = Sail Area sq. feet/ (Displ.
cubic feet/1000)2/3 .
In 1972, Hewlett-Packard would come out with the first handheld scientific
calculator, the HP-35. When it came to figuring out the 2/3 power, I would punch
in the .66, press the plus button, and voilà, out came the answer. It was magic. But
that technology was still eight years away. I completed my design study in about a
month and a half.

The Builder
I was still doing advertising work for Ted Hood, and Ted was designing boats, some
of them in steel, that were being built at the Frans Maas yard in Breskens, Holland.
In designing one’s first boat the selection of the builder can be crucial. I had no naval
architectural training and no engineering background, so I had to rely on the skill
and expertise of others. I was looking for a builder who would be receptive to new
ideas, was a yacht designer himself and had deep ocean racing experience with his
own designs. Frans Maas fitted the bill perfectly. He had designed and built a successful ocean racer, TONNERRE DE BRESKENS, and was a serious offshore racer.
This greatly simplified life. Later on, when in doubt on some element of RABBIT’s
build, I would tell Frans, “Do it like TONNERRE”. Problem solved. I owe an enormous debt to Frans because he gave me, a beginner designer, absolute confidence
that it was no big deal to build a boat.
In May of 1964, I flew to Amsterdam, then headed south, and crossed the River
Schelde to the small fishing village of Breskens, where I was to meet Frans Maas.
Frans had transformed the yard started by his father from building fishing boats to
building modern cruiser-racers. After a tour of the yard, I told Frans that I would
like to place an order for a boat of my own design for completion next May, 1965.
I could see he was pleased. Then I added that I would like to make a deposit. “Not

78

necessary”, he replied. I insisted. “Not necessary,” he repeated. Finally I explained
that “it’s not for you, it’s for me” and I made a down payment on the spot. I had
crossed the Rubicon. There was no backing out now. We were to build the hull out
of 3mm steel and I would submit my lines plan by the end of October, 1964.
Very few people were aware that one could build a small cruiser-racer in lightweight steel. Because I could shape the steel hull any way I wanted, it was ideal for
one-off construction. To me, its great appeal was strength: one could set up a very
tight rigging. The designer did not have to worry about structural failure. One could
drive the boat hard in any kind of weather. Steel strips (3 mm thick) welded onto
small T-frames produced a strong, monocoque hull that would weigh approximately
the same as a wooden hull. The T-frames also took up less space than traditional
wooden ribs, thus allowing a more spacious interior. I was thrilled to be building
in steel. I left Breskens with a deepening resolve and began conceptualizing my new
design within the parameters of the RORC Rule.

The New Design – The Hull
Although it was not immediately obvious to many designers, the RORC rule encouraged wide beam and higher freeboards, both key elements in my desire to produce a
spacious cruising boat.
I had been giving a tremendous amount of thought to the underbody. At the
time, there was much discussion in design circles about wetted surface. The basic
idea was that a boat with less wetted surface and therefore less resistance would be
faster. I now saw that the Medalist had too much hull resistance. The boat was extra
wide and rather deep, so Tripp had been forced into cutting away the keel fore and
aft to keep the wetted surface within reasonable limits. But in my view, the most
dramatic way of reducing wetted surface and at the same time solving the Medalist’s
downwind steering problem, was to separate the rudder from the keel and move the
rudder aft for better steering. This seemed like such a logical solution that I didn’t
think twice about it. I wanted good downwind control. Ever since my International
14 days, I have loved wild downwind sailing.
I also wanted a wine glass midship section, not only for increased stability but
also for speed, an easy motion in waves and minimum wetted surface for the given
displacement. I was aiming for a moderate displacement of 10,800 lbs.
But it was the keel where I gave the most thought. The RORC rule had a shallow draft bonus––the idea being that if your boat had a shallow-draft keel, it would
suffer going to windward and therefore deserved a reduction in rating. To qualify
for the bonus, the keel could not exceed 80% of the maximum draft allowed. The
shallow-draft idea occurred to me when reading L. Francis Herreshoff ’s description
of a challenger for the America’s Cup. He thought the yacht was unsuccessful because
she was “wide and deep,” that is, she had excessive wetted surface.
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In weighing the pros and cons, the shallow draft benefits were obvious. So I
concentrated on the negatives. Clearly, as the RORC rule suggested, windward performance, especially close-winded performance, would be adversely affected. But as
I have already pointed out, I have long been of the opinion that in ocean racing,
one should sail a boat full on the wind rather than close. We made out like bandits
with ASTROLABE in the 1963 Fastnet Race from Land’s End to the Fastnet Rock
because we footed for speed. From 0500 hrs to 2400 hrs we held a boat two feet
longer than ours on the waterline simply because we sailed for speed. I always sailed
the Medalist that way.
Another potential disadvantage of a shallow-draft keel was that it would make
the boat more tender. The conventional thinking at the time was that the way to
increase stiffness for heavy weather was to have a deep keel with plenty of lead, the
so-called “lead-mine”.
Ted Hood once told me an interesting story about ROBIN, a centerboarder he
had designed three years prior. Just before the start of the St. Petersburg–Ft. Lauderdale Race, he had run hard aground. The centerboard was jammed. During the
long run down to Rebecca Shoals, the crew worked tirelessly to free the centerboard
before facing the windward grind up the Straights of Florida, but without success. So
Ted had to sail to windward with his centerboard jammed in the up position. Everyone on board was amazed to see how stiff the boat was with the board up, simply
because most people think it makes a boat stiffer if you put a ballasted centerboard
down. He went on to win in very rough conditions.
In the 1964 race, Ted’s new ROBIN, also a centerboarder, had a shallower keel
than his previous ones. The reduced resistance gave him better speed to windward than
his previous centerboard designs. I love examples of ideas that are counterintuitive.
I ultimately decided that my new design would have a shallow draft keel of 4 feet
8 inches. It seemed to tie in well with stability gained by extra beam and was very
compatible with my desire to sail the new design relatively upright, dinghy-style, not
to exceed 22°–24° angle of heel. More and more I saw that the key to yacht design
was to be absolutely consistent in the development of an idea. Every element should
play its part in a harmonious whole. The design that resulted seemed very unusual
then—just how unusual was noted by Peter Johnson, an influential English ocean
racing sailor, yachting historian and journalist, when he wrote about RABBIT in his
1972 book, Ocean Racing and Offshore Yachts: “She put the seal of approval on the
beamy, moderate draft, large foretriangle boat of the sixties and showed, contrary
to popular belief, that windward ability was not the only criterion by which a yacht
could be judged.” Before RABBIT, most boats designed by Sparkman & Stephens,
Camper & Nicholsons and other firms were aimed at sailing fast upwind, especially
in fresh winds.
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In order to make the shallow-draft keel more effective, I pinched in the garboards and minimized the conventional flared connection between keel and hull.
This reduced hull resistance a bit (at least that was the hope) and made the keel
slightly more efficient. This was one of the huge advantages of building the hull in
steel. I could shape things anyway I wanted without worrying about strength. The
toughest decision, however, and the one I wrestled with almost to the last moment,
was how thick to make the keel. The few American centerboard boats that I saw out
of the water had one characteristic in common; their shallow draft keels were all fat.
This allowed them to have more lead and thus greater stability. Frankly, I gambled by
going thin, only 6 inches, reasoning that an easily driven hull sailed upright did not
need as much power to drive her to windward. Time would tell.
Because I was unsure about my design’s windward performance, I added a trim
tab (trim rudder) on the trailing edge of the keel in the hope of improving the keel’s
lift. The trim tab worked much the same way an aircraft increases the lift of its wings
when landing by putting its flaps down, which, incidentally, was where I got the idea.
Towards the end of August, I set up shop in my apartment bedroom and started
work on the boat’s design. Hovering in the background was my anxiety about
whether or not I had the art, skill, or whatever, to produce a successful boat. People
have always referred to the genius of Nat Herreshoff, widely considered the greatest
American yacht designer. Could I as a mere mortal tread in his shadow? The Germans have an apt expression: “Fingergefühl”. It means that special skill in the fingers
with the implication that you either have it or you don’t. With no experience whatsoever in yacht design, I could only try my best.
Early on I had to make a basic decision whether to design in feet and inches or
metric. Frans Maas’ yard worked in metric, but my experience with the Medalist
was all based on familiar feet and inches. I figured Maas had the skill to convert my
efforts into metric. So I settled on a scale of 1/2 inch equals a foot because that’s all I
could fit on my small drawing board. RABBIT’s design on paper was only 17 inches
long, for a boat 33 feet overall. A big advantage to drawing at such a small scale was
that it enabled me to visualize the whole boat more easily. I was determined to design
a boat that looked good.
In the beginning of September I received a cable from Frans Maas saying that
unless he received the lines plan immediately, his yard could not deliver the boat on
time. I couldn’t believe it! In my response, I referred to our original agreement of
lines due on November 15, then added, “…the lines plan is only halfway finished
and I will work as rapidly as possible to finish it up.” On October 30, I sent the plans
to Maas along with a letter that started off, “Herewith my first effort at design.” It
was one of the great experiences of my life. A boat, even on paper, takes on a personality long before it is launched. It was very hard to believe that all those hours of
sailing, thinking and studying were now crystallized in a shape.
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RABBIT’s lines plan.
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The Rig
I approached the rig design with far more confidence than the design of the hull.
My goal was to reduce windage (wind resistance). I was determined to clean up the
rig as much as possible. This was doubly important because my design objective to
excel in light to moderate air required a mast over three feet higher than the one on
the Medalist.
A few years earlier, when motoring the Medalist down the Intracoastal Waterway into a 25-knot headwind, I remembered how much extra power was required
to drive the boat. The resistance aloft was dramatically brought to light. Here was
something I could get my teeth into.
So I asked myself the question: if one could have halyards inside a dinghy spar,
why not do the same for an offshore boat? I saw no reason why not. When I mentioned this idea to Bob Derecktor, an outstanding yacht builder in Mamaroneck,
New York, he asked, “What happens when they break?” I said, “It’s like side stays:
you design them so they don’t.”
When I approached Sparlight, the English spar builder, with these ideas, I got
turned down: too radical. This was a blessing in disguise, as I then turned to Ted
Hood. Ted had such a strong reputation as a sailmaker that few people knew that he
also had a sparmaking operation. This was an ideal situation. I could work directly
with Ted’s sparmaker, Willy Frasier, making on-the-spot decisions. We developed
a spar with luff groove, tapered, with all tangs internal, (the swaged fittings were
exposed enough for inspection purposes). All halyards were internal and inside fairleads eliminated the need for sound-deadening material. Referring to the tangs, Ted
commented, “They don’t even do that on the 12’s.”

RABBIT’s Spinnaker Halyard
The toughest problem was the spinnaker halyard. I wanted to reduce wind resistance as much as possible. The conventional system for a spinnaker halyard was
simple enough. A line was led up to the top of the mast, through a swivel block and
back down to the winch. It was very effective. But I wanted to eliminate the wind
resistance, going to windward or close reaching, of the rope going up and the rope
coming down, not to mention the block itself at the top of the mast. I replaced
the rope going up with wire. Its smaller diameter reduced the windage and it fitted
snugly on the leading edge of the mast. The rope tail of the halyard would come
down inside the mast.
The big question remained however: how to attach the end of the wire to the
spinnaker? Working closely with the spar builder, we came up with the following

RABBIT’s sail plan with short boom.
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solution. We swaged a cone-shaped fitting at the end of the wire, and at the exit
point on the mast, we created a conical-shaped receptacle to receive the cone-shaped
spinnaker fitting. I loved this solution. It was structurally sound and at the same time
gave flexibility of movement for the spinnaker. Thus, a wire replaced the rope halyard
along the mast and the turning block at the top of the mast, resulting in less windage
in normal windward sailing.
The mast would look dramatically different, bare, even, perhaps vulnerable to
offshore racing weather but, in fact, the aluminum extrusion would be perfect for a
34-foot boat. The mast would be as clean as clean could be. It would be a first. I like
to think that Gropius would have approved.
The other problem that I found so annoying on the Medalist was the roller-reefing system. With the roller-reefer attached to the boom and located just
behind the mast, this meant that the tack of the mainsail required a jack line to
bridge the gap over the roller-reefer. It was definitely a two-man job to reef. By
indenting the roller-reefer into the mast, the tack of the mainsail could be located
almost directly below the luff groove, a major simplification hopefully making
reefing a one-man job.
The traditional method for supporting the middle of the mast was to have fore
and aft stays. I came to the conclusion we could replace the two forward lowers with
one stay touching down on the centerline of the foredeck. More simplification.
The RORC rule favored sail area in the foretriangle while penalizing mainsail
area more strongly. So I decided to load up on the sail area of the foretriangle with a
maximum size genoa (180% L.P.). Since this permitted (like on ASTROLABE) an
extra foot of length on the spinnaker pole, I was able to get a 920 sq. ft. spinnaker on
a 34-foot boat. I was not lacking in sail power.
One of the major advantages of less sail area for the mainsail was the shorter
boom––only 12.5 feet in length. This meant the mainsheet track could be mounted
on the bridge deck directly in front of the helmsman for easy adjustment. A shorter
boom is also safer. A long boom, when tacking or jibing in strong breeze, can be
quite lethal.

The Bow Pulpit
I had long been unhappy with the design of bow pulpits on small ocean racers.
They were three-legged affairs, not particularly sturdy, and I wanted to change it
on the new design. My mind went immediately back to the time when I had been
sailing my Medalist alone in rough weather, seeking a harbor of refuge (without
success) on my way to St. Petersburg for the start of the St. Pete–Ft. Lauderdale race.
Utterly exhausted and faced with a night of more wind and spray, I was overjoyed at
my counterintuitive solution of anchoring in open water despite the erratic waves.
I was on RABBIT’s foredeck, with anchor, chain and line in hand when a freak
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RABBIT’s spar with
all halyards internal.
Photo: Dick Carter
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wave tossed RABBIT and me to leeward. Fortunately, the lifeline prevented me from
going overboard.
One of the enjoyable aspects of designing your own boat is that you can draw
on your own ideas and experience to create exactly what you want. The classical,
conventional 3-legged bow pulpit projecting forward from the bow had provided no
assistance in my near accident, other than supporting one end of the lifeline. What
really would have been helpful would have been a 4-legged pulpit behind the headstay
to provide solid support for someone on the foredeck, especially during bad weather.
The structure would also be really solid for the foredeck man, so he could wedge
himself into the pulpit, thus freeing up both his hands when changing headsails.
With upcoming racing in the North Sea, English Channel, and Irish Sea, and their
potentially rugged weather, I opted for the 4-legged pulpit for safety reasons. Also, it
would not interfere with the foot of the genoa, thereby eliminating chafe. Locating
the pulpit behind the headstay seemed like the logical solution. (See page 105.)

Aesthetics
I wanted RABBIT not only to be fast but also look fast. This was a challenge for a
34-foot boat. To me, the sheer line from bow to stern is one of the most important
lines of the whole design from an aesthetic point of view. The sheer line should be
crisp. Combined with the waterline, it defines the entire shape of the boat. My intention was to define that shape in a more vivid way by painting both the topsides and
the bottom white, thus emphasizing the navy blue waterline. Painting the bottom
white would be a first in Europe.
Another major decision revolved around the coach roof. I did not want to have
it extend onto the foredeck. I wanted the foredeck to be as open and uncluttered as
possible for easy sail handling. Moreover, by placing the coach roof behind the mast,
it did not interfere visually with the sheer line, and also maintained the boat’s visual
center of gravity aft of the mast. Thus the forward end of the boat looked taut and
purposeful, and the sheerline, crisp.
The traditional stern looked old fashioned to me. To make it look ‘right’, designers had to lift the stern’s sheer line slightly. But with a reverse transom stern, the
stern’s sheer line can be parallel to the waterline, effectively giving the boat a more
powerful look. An unintended consequence of RABBIT’s reverse transom was that it
became universally adopted by other designers.
A true unsung hero of the new boat was Christiaan Hitters of the Scheepswerf
De Amer yard in Drimmelen, Holland. He built the steel hull and produced an outstandingly fair shape. He also delivered on time at the beginning of February.
Shortly thereafter I received photos from Frans Maas. Here, at last, was the
three-dimensional realization of the lines. No piece of sculpture ever received more
study. It is so difficult when drawing a boat for the first time to visualize what she will
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RABBIT’s steel hull delivered to Maas’ yard.
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look like when built. The dream was becoming a reality.
The next few months were non-stop activity. I never realized how much work
was required to design and build a boat––especially the first one. Frans, with his
ocean racing experience, was also a great help in identifying equipment that needed
ordering, in particular, items to satisfy RORC safety regulations.
Frans took my interior arrangement plan and redrew it in metric. I commented in
my response how nice it was to see a professionally drawn layout of my design.
But it was accompanied by a host of questions concerning details. It was an
efficient system considering we were 3,000 miles apart. It was hard work, yes, but
exciting.

Crew
Another challenge was finding crew. I was discovering that this was a very difficult problem to solve, in part because I was envisioning a campaign over two-plus
months. Brother John happened to mention my predicament to a fellow sailor at
Cataumet. He responded that he had a nephew serving in the U.S. Army in Germany who was soon to be discharged and might be available. So I wrote to Sandy
Weld asking whether he might be interested in campaigning a new boat in RORC
races, including the Fastnet. His response was immediate: “Interested? He couldn’t
wait…” The timing was perfect. He would be discharged from the Army May 21st,
and could meet me in Breskens for the scheduled launching on the 29th. At last I had
found an enthusiastic crew mate.
It was ironic that Sandy had learned to sail at Cataumet in a Herreshoff 12 1⁄2.
Although I had never met him in Cataumet, I have a vague memory of seeing his
mother going for a sail with her two young sons clad in orange life preservers. One
of them was Sandy. Now he was a strapping six-footer, raring to go. Again and again,
Sandy would prove invaluable in everything from launching boats, tuning them, troubleshooting, racing, crewing and steering. I couldn’t have done any of it without him.

Breskens
I was thrilled to watch the finishing touches being applied to my new boat. If it is
your own design, and the very first one at that, the excitement can be almost unbearable. Such was my state on that chilly May afternoon in 1965 as the ferry crossed the
River Schelde to the little fishing town of Breskens. In a few moments I would be seeing my new design at Frans Maas’ yard. I would be seeing her as a three-dimensional
shape, as something one could walk around, climb on, and even go inside. And sail.
Frans met me at the ferry and drove me into his yard. There, sitting on the quay,
was my new boat, bigger than life. All I could say was, “She looks like a boat! She
looks like a boat!” Frans shrugged his shoulders with a “Why not?” She looked better
than I dared hope.
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Arrangement plans for RABBIT (top)
and the Medalist.
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During the next few days, hundreds of bits and pieces had to be pulled together.
I was relieved to hear that the Hood spar, rigging and sails had arrived safely from
the U.S., and I was pleased to see the boat’s name, RABBIT, painted on the transom
along with her hail port –– Boston. The design now had an identity.
Much of the activity was below deck. The interior was a mass of wood shavings
and tools and although the architecture was in place, there was a great deal of finishing to be done.
While I was sitting in the cockpit trying to solve some problem or another, a
workman climbed aboard carrying the newly made tiller. After we had adjusted the
height for optimal ease of steering, I asked him if he could reduce the diameter of
the grip. If you have to hold the tiller with a semi-open grip for hours on end, the
tension will radiate up your arm. Twenty minutes later he came back with the perfect
solution.
In the middle of Friday afternoon, Sandy showed up. The greeting was brief.
There were still so many decisions to be made. But the big event of the day was
stepping the mast and installing the rigging. Fortunately, everything went to plan.
There were no hitches, though the riggers had to work long after the yard had closed.
Everything had to be set for the next day’s launch. In one week to the day, we
would start the North Sea Race at Harwich on the east coast of England. As Sandy
put it, we made lists of lists, and then retired for a much-welcomed supper in a local
restaurant overlooking the river.
After the strain of the past few days, not to mention the jet lag, Sandy’s strong
support was a tonic for me. We discussed the possible number of races leading up to
the Fastnet, and began to define the summer’s campaign. We left unspoken whether
or not RABBIT would be competitive. RABBIT was scheduled for launch at noon.
It would be the first big crucial test of my design. Would she float on the designed
waterline? Or not?
The following morning, RABBIT was a beehive of activity. Shortly before noon,
all the shavings and tools were removed from the interior. Then the new cushions
were installed. In the space of an hour, the interior was transformed from a work site
into a real yacht. It was breathtaking.

RABBIT’s reverse transom with her name and hail port.
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RABBIT’s interior.

Around noon, RABBIT slid quietly into the water. There was no ceremony, no
speeches, only quiet satisfaction. RABBIT floated. Sandy and I rushed around to the
opposite dock to get a look from the side. She was floating very near her designed
waterline: a near perfect launch.
As a novice yacht designer, I was of course pleased that my first project not only
looked like a boat but floated like one, too. I still had no idea how well she would sail.
Before we could find out, we had to get RABBIT away from the dock. That meant
using the engine.
It started up immediately, but what happened next was disconcerting. As soon
as we put it in forward gear, the boat went backwards. Uh oh! The Swedish Albin
engine called for left hand pitch propeller. Unfortunately, the Martec folding propeller, specially flown in from California, was right-handed. The twin compasses were
scheduled for adjusting that afternoon. It would be conducted in the most unusual
fashion. Since running the engine steadily in reverse (in order to make the boat go
forward) would put too much strain on the engine, we opted to conduct the compass
adjusting exercise motoring RABBIT backwards. I had taken the unusual step of having two bulkhead compasses, one mounted on each side of the companionway. The
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RABBIT prior
to launching.

recently developed Constellation compass, with its extra large, easy-to-read compass
card sitting literally under the helmsman’s nose, would make course steering ever
so much easier, particularly at night. The compass adjuster, much amused by our
backward motoring antics, got the job done. It was another item crossed off our list.
The next morning was strangely quiet. It was Sunday and the yard was closed.
No hustle and bustle. But for Sandy and me, it was a red-letter day: we were going to
take our first sail in RABBIT. After motoring out from shore, again going backwards
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of course, we set about rigging the sails. Since there
were only two of us and I had to stay at the helm,
Sandy had to manage largely on his own all the awkward problems associated with raising the mainsail
for the first time. The luff groove in the mast worked
fine. With mainsail up, I turned off the engine.
RABBIT responded well to the helm. It was tremendously exciting. Then Sandy got the #2 genoa up
and we just took off.
After sailing for a couple of hours, we returned
to the yard. To say that I had a smile on my face
was to put it mildly. Two major questions had been
answered. RABBIT floated on her waterline, and the
steering, with the experimental separation of rudder
from the keel, seemed normal. The remaining major
question could only be answered during the North
Sea Race. Would RABBIT be competitive?
Monday morning again there was feverish
activity. The most important task was fitting a lefthanded fixed propeller for normal motoring until
Martec could air freight a left-handed folding one
from California. The yard could not complete everything before we had to sail Tuesday evening for
Harwich for start of the North Sea Race. The plan
was to return to Breskens after finishing the race at
Rotterdam, so that everything could be completed
to mutual satisfaction. After the yard closed at 1700
Tuesday, Sandy and I, along with two Dutch sailor
recruits, set off for England.
All night we motored in a lumpy sea. In the
morning, a northeast breeze came in and we began
to sail at speed until we reached Harwich at mid-day.

RABBIT afloat.
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Reviewing the
North Sea Course
with Sandy Weld.
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This was the end of our tune-up. High on the list was to obtain navigational equipment. We had borrowed a chart showing the eastern approaches to the English
Channel. The marine store had no large-scale charts and no navigational equipment
such as parallel rules and dividers. They would have to come from London and, of
course, never did. I also did a fruitless search for woolen yarn. This was a big disappointment. Yarn made a perfect wind pennant on each side stay to show accurate
wind direction. We had to improvise.
There was one test I felt absolutely necessary to conduct before the race: the
spinnaker. It had never been out of the sail bag. Our approach was unorthodox. We
anchored by the stern and hoisted it aloft. It worked perfectly. The cone at the end of
the wire halyard seated itself nicely in the receptacle. The idea worked. Then, much
to my chagrin, when we uncleated the halyard, the cone wouldn’t unseat itself. The
spinnaker wouldn’t come down. The only solution was for Sandy to crank me up
in a bosun’s chair on the main halyard. I pulled the cone out easily enough, but for
racing, the only solution I could think of was to attach a small shackle just before
the cone to prevent it from completely seating. It was unseamanlike, but there was
no alternative.
On Friday we made one last visit to the marine store. Then we provisioned the
boat in preparation for the 13:55 start of the 220-mile race. Ready or not, we set off.

Sandy and I, with
our Dutch crew,
set off for Harwich,
England, for the
North Sea Race.
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Campaigning
RABBIT
Photo: Bateaux Magazine
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In the North Sea Race, the RORC had decided that due to the large number of Class
II and Class III boats, the fleet should be split into A and B subdivisions. Since RABBIT was one of the smallest in the fleet of 106 yachts, we could observe four starts
before it was our turn in Class III-B. Although the windward end of the line was
favored, I opted for the leeward end. I wanted clear air so as to sail RABBIT at full
speed rather than get involved in a tactical battle for the best start. At the ten-minute
gun, we turned off the engine and raised our #1 genoa for the first time. It fit perfectly and brought RABBIT to life in the 5-knot breeze. At the 5-minute gun, my
heart was going crazy. The next few minutes would determine our fate.
At the start, we hit the line with speed, but conservatively. There is no point in
risking being over the line early in a 220-mile race. To windward was ALADDIN,
designed and skippered by the great Dutch designer, Ricus Van de Stadt. She was
going well, but so were we. ALADDIN was a good benchmark and we rounded the
first channel marker right in her wake. But then we settled down on the long fetch to
the West Hinder lightship. Soon we were catching the stragglers of Class III-A and
leaving behind boats of our Class III-B, including ALADDIN. It took a while for me
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to comprehend that my design idea was to have RABBIT excel in light to moderate
air to windward and close reaching. In a quiet, subdued way, I was euphoric. We were
passing boat after boat, not only III-A, but bigger Class II boats as well. Towards evening, we spotted HESTIA abeam. As a Class III-A boat, she had started 15 minutes
ahead of us. HESTIA, raced by the Van Beuningen family, had a first-rate reputation.
She had won Class III in the North Sea Race the previous four years, winning overall
in three of the four. As darkness fell, we lost contact in the light and variable wind.
But we were able to keep RABBIT moving and at five in the morning, rounded
the West Hinder Lightship with HESTIA ten minutes behind us. We were to learn
later that we had gained two hours over ALADDIN at West Hinder. We were now
amongst Class II boats. Some time mid-morning, a crewman on TONNERRE DE
BRESKENS said, “it looks like RABBIT up ahead.” Frans Maas, also crewing on
TONNERRE, replied, “Not possible.” A little later, “I think it’s RABBIT up ahead.”
Frans, again, “Not possible.” We were not just ahead of TONNERRE but we beat
them boat for boat to Smith’s Knoll Lightship too. But more significantly, we had
also caught FIREBRAND, a new 30-foot waterline Sparkman & Stephens design
with Rod Stephens on board before Smith’s Knoll. Our reaction was unrestrained
elation, especially since we were racing short-handed.
Since RABBIT’s waterline was only 24 feet, the RORC minimum, is it any wonder that we were positively giddy with her performance. We were able to hold HESTIA
for most of the leg to Smith’s Knoll but she rounded 15 minutes ahead of us.
The last leg to the Hook of Holland was very frustrating. The sea was lumpy
and RABBIT, with her broad beam, didn’t like it one bit. In the light air, it was
almost impossible to keep the spinnaker drawing, whereas HESTIA, with deeper
displacement, was steadier in those conditions and could keep her spinnaker drawing
effectively. She pulled out on us. Early Sunday morning, as we approached the Dutch
coast, we were surrounded by fog. Fortunately, there was abundant commercial traffic heading to the port of Rotterdam. So we followed the shipping to the finish line,
finishing at 0732 Monday morning.
We motored up the Rhine River until we reached the Royal Maas Yacht Club.
After tying up, we learned that we were eleventh to finish, boat for boat, despite
our starting 15 minutes to an hour behind the larger ones. Then we collapsed into
bunks. On coming to, we learned from provisional results (boats were still arriving)
that ZWERVER, a Dutch Class I yacht, was first overall, HESTIA was second, and
RABBIT, third, in the fleet of 106 yachts. As Sandy put it, not bad for a boat not yet
released from the yard. I was thrilled beyond words that all those hours of studying,
learning how to design a boat and making endless decisions at Maas’ yard had culminated in RABBIT’s outstanding performance in her first offshore race.
As the afternoon wore on, we began to hear rumors about our bow pulpit. Then
around five o’clock, two measurers came aboard to check our compliance with the
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RORC safety regulations regarding our life raft, anchor and chain, spare tiller, height
of the life lines and so on. They said not a word about the bow pulpit so we assumed
we passed the safety regulations check with no problems.
On our way into the awards dinner, we stopped to look at the final race results
that had just been posted. To my horror and disbelief, I saw the word, “disqualified”
after RABBIT’s name. I went rushing up to the head table and introduced myself to
Alan Paul, the longstanding Secretary of the RORC. “My name is Dick Carter. I’ve
come 3,000 miles to participate in your race. As to the disqualification, the least the
protest committee could have done was shown me the courtesy of inviting me to the
protest meeting.” I was physically and mentally exhausted from the strain of preparing RABBIT for launching at Maas’ yard, sailing short-handed to Harwich, racing
short-handed, feeling overjoyed by RABBIT doing so well in her first race, followed
by the shock of having her achievement wiped away. I was upset at the secretive handling of the protest, and felt I was denied my “day in court.”
Once the committee had decided a sin was committed, they had three choices:
1. Give me a “rap on the knuckles” and a warning that a new pulpit must go
‘round the headstays before the next race. This was not forthcoming.
2. Apply a 5% penalty on corrected time (the traditional approach to a transgression) with a similar warning concerning a new pulpit for the next race. The 5%
time penalty had no effect on our overall position since we were a full hour and
twenty-four minutes ahead of the next boat on corrected time.
3. Disqualification. The Committee decided to throw us out even though no one
from the Committee inspected our pulpit or informed me of the protest meeting.
In one stroke, the disqualification nullified the great effort we had made, and
more significant for me, there was no acknowledgement of RABBIT’s success as an
offshore cruiser-racer.
The following day, Des Sleightholme, Editor of Yachts and Yachting, paid a visit
to RABBIT. It was such a pleasure to have somebody come aboard with genuine
curiosity about the design. Of course, there were many questions about the pulpit
and he took a photo of me demonstrating its use. But the person who summed it up
best was Bernard Hayman, Editor of Yachting World. He wrote that I had paid the
price for being an innovator.
Through the grapevine, I heard that my being denied a hearing elicited some
heated arguments among many RORC members themselves. Funnily enough,
another strong reaction emerged when word got out that we ate peanut butter and
jelly sandwiches (PB&Js) while racing. Sandy and I had no idea that such a simple
thing could strike the English psyche so strongly. We discovered that most English
sailors found peanut butter revolting. But it begged the question: Why did we settle
on peanut butter and jelly sandwiches in the first place? Preparation of a meal is a
distraction to 100% concentration, eating a meal even more so, and washing up,
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I am demonstrating

more still. But with a PB&J, you slap some peanut butter on a slice of bread, add a
bit of jelly, and you can eat while you steer. To English sailors, this was unimaginable.
As Sandy later wrote, PB&Js “were met with near mutiny” by the English crew on
board RABBIT. All in all, I’m not sure whether it was our bow pulpit or our choice
of sandwich that generated more notoriety.
Regardless, I was really proud of our accomplishment. Sandy and I were the
main drivers of the boat, doing all the sail changes and steering ourselves. Despite
racing against fully crewed vessels, we were, as I discovered after the fact, first overall
at West Hinder and first overall at Smith’s Knoll. The crew of HESTIA felt that after
we split with them on our way to Rotterdam, they got better wind. But I did not
feel badly at all being beaten by HESTIA. We battled her for hours, but ended up

the use of my
controversial bow
pulpit. Photo:
Des Sleightholme

105

Peanut Butter
RABBIT back in
Maas’ yard for

beaten by a champion. We finished up second in Class III and third overall out of
106 yachts.
Something I didn’t know at the time was that the North Sea Race was the first
trial for selection to the three-boat, 1965 British Admiral’s Cup team. Thus, this race
attracted all the topflight boats from the Solent (measuring 30-foot waterline minimum), including the new Nicholson designs, QUIVER IV and NORYEMA IV, plus
the new Sparkman & Stephens design FIREBRAND. All three were selected for the
British Team, which would win the 1965 Admiral’s Cup later that summer. In the
North Sea Race, RABBIT managed to beat all of them on corrected time, finishing
two hours ahead of FIREBRAND.
Two years later, in 1967, I was at Cowes during Cowes Week, racing a new boat
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(RABBIT II), when I happened to run into an English East Coast sailor. As soon as
introductions were over, he immediately brought up the 1965 North Sea Race and
Rod Stephens’ initiating a protest of my bow pulpit. Rod was a partner in the famous
design firm of Sparkman & Stephens. I obviously gave him an incredulous look.
“Didn’t you know it was Rod?” he responded. I let out a soft noooo….
The day after the North Sea Race awards dinner, Sandy and I caught a favorable
tide out of Rotterdam at 1 am and sailed RABBIT back to the Maas yard in Breskens.
There were many details that needed tending. Number one on the list, needless to
say, was a redesign of the bow pulpit!
The RORC had now introduced more precise language in their regulations,
namely, that the pulpit must go around the headstay. So I decided to take it literally

completion and
new pulpit.
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New design of bow pulpit.
Photo: Lanoue

Yachts and Yachting noted: “RABBIT, nice and upright,
going to windward well at the start of the Morgan Cup.”
Photo: Bateaux Magazine
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and designed a 3-legged pulpit where the leading leg sloped off parallel to the headstay. But I wanted to get the foot of the genoa as close to the deck as possible, so
with the ingenuity of Frans Maas’ welder, we welded two stainless steel hooks, one
on each side of the stem head fitting, dubbed “rabbit ears”. Now we could attach a
genoa either inside or outside the lifelines and get clean air flow.
In addition, I needed a backup system for the spinnaker halyard in case the
halyard chafed through during a race. We drilled a hole in the masthead fitting that
could accept a shackle and block, thereby enabling us to reeve a new rope halyard
outside the mast in an emergency. Better safe than sorry.
The left-hand Martec folding propeller had arrived, was fitted, and RABBIT’s
white anti-fouling bottom paint was applied. We were ready to go.
We had the opportunity to learn more about RABBIT during the long, exhausting sail from Breskens to Cowes, Isle of Wight, and two cross-channel RORC races.
I was really pleased with the way RABBIT dealt with rough weather. She rode
the waves beautifully. The Morgan Cup Race was a disaster for Class III boats due
to lack of wind. We dropped out. We entered the Cowes-Dinard Race, which was
very exciting at the finish at St. Malo, adjacent to Dinard, in Brittany. We had light
air with very strong current. Some boats misjudged the line and had to beat back to
cross. Then the fog came in. We managed to finish before the visibility deteriorated,
which forced some boats to anchor. The overall winner was ALCATRAZ, a Class III
yacht and member of the French One Ton Cup team.

The 1965 One Ton Cup
The next main target was the 1965 One Ton Cup series. It was the brainchild of
Jean Peytel of the venerable French yacht club, le Cercle de la Voile de Paris. The
One Ton Cup trophy was originally the championship trophy for the One Ton class,
which began racing in 1898. After decades of disuse, the trophy was resurrected
by Jean Peytel for a One Ton Cup race series for offshore boats with the same rating––22.0 foot RORC measurement. The idea was so simple, many sailors wondered
why nobody had thought of the idea before. The notion of cruising boats racing
boat for boat (together as one class), instead of on a corrected time basis, caught the
imagination of offshore sailors everywhere.
I was entranced by the idea. RABBIT at 34 feet overall was too small (RORC
rated length is difficult to explain; a 22.0 foot rated length would indicate a boat
between 36 to 37 feet in overall length). But I very much wished to participate in
this new venture. The only possible way to gain more speed was to increase the size of
the mainsail and hope this would be effective in reaching and running, particularly
in light to moderate wind. By adding 6 feet to the boom, we achieved a substantial
increase in mainsail area and raised our rating to 21.3, still well short of the target
22.0, but maybe enough to give us a fighting chance.

110

When Jean Peytel envisioned the competition for the One Ton Cup, he thought
it would be largely a parochial affair of interest only to sailors from France, Holland,
and the UK. So a limit of three boats from each country was introduced. To his
surprise, boats from Belgium, Germany, Denmark, Sweden, and the U.S. entered as
well. The total was fourteen boats from eight different countries––quite impressive
for the inaugural regatta.
After the Cowes-Dinard race, my wife Polly, along with our daughters Catherine
(age 3) and Susan (age 1), joined us in St. Malo. We were faced with the problem of
sailing RABBIT around France’s Cherbourg Peninsula to arrive at Le Havre’s yacht
basin by Monday morning. We had to register and get inspected for the inaugural
One Ton Cup. All sails would be measured for compliance and each boat had to fit
the cabin headroom requirements of the IYRU Eight-Meter cruiser-racing class.
With tides rising and falling in the 30–40-foot range and strong currents as
high as 9 knots in the Alderney Race, the strait between the island of Alderney and
mainland France, cruising the Brittany coast is fraught with interesting challenges.
We were sailing past Cherbourg in a light northerly. We had timed the Alderney
Race perfectly and had zoomed past the coast assisted by its powerful current. The
only hitch was that we had run out of diesel that morning so we had no engine.
Our target for the day was Barfleur, a small fishing village that lay around the corner
of the Pointe de Barfleur, which was easily identified by its towering, sleek granite
lighthouse. The Pointe de Barfleur had its own “race,” though not as powerful as
Alderney. Unfortunately, our projected timing was such that we would have adverse
current at the Pointe, with no engine. To make matters worse, the chart indicated a
string of rocky outcroppings leading out from the Pointe for approximately 11⁄2 miles,
the end of which was marked by a buoy. The chart also indicated an inner passage
right next to the Pointe. What to do? Sail inside or outside?
I had a copy on board of the book Channel Harbors and Anchorages, by Adlard
Coles. Adlard was one of the top English offshore racers and his book covered both
English and French harbors. The French harbors in particular were described in great
detail, including many sketches. I quickly found the page on Barfleur but unfortunately there was no description of the inner passage at the Pointe. It was not even
mentioned. I quickly opted for the inner passage as the lesser of two evils. And
besides, it would be a real adventure.
By the time we converged with the shore a couple of miles from the Pointe, the
wind had shifted into a light westerly. We doused the genoa to reduce speed as we
edged in towards the sandy beach. I was really pleased to discover that we could sail
right up to the beach, so steep was the shelving. Here we were sailing quietly at slow
speed with just the mainsail along the beach towards the Pointe, while just offshore
the adverse current was building strength as it noisily swept against the rocky outcroppings. We were being aided by a counter current, which hastened our arrival

111

1º

Cap de la Hague
POINT DE
BARFLEUR

Cosquets

ALDERNEY RACE

CHERBOURG

To Le Harve —

Sark

GUERNSEY

JERSEY

Plateau des

Minquiers
ISLES
CHAUSEY

40º

ST. MALO
DINARD

40º

MONT
ST. MICHEL
1º

Map of Barfleur.

112

to the Pointe. Someone had placed a pole at the tip of the Pointe that we surmised
was done to mark the inner boundary of the passage. It also allowed us to gauge our
progress with accuracy. Suddenly RABBIT slowed to a stop, and then began to lose
ground.
I told Sandy to raise the genoa and in a flash, up it went. With the genoa wung
out (boomed out), the extra sail area in that light southerly stopped RABBIT’s backward slide and moved us towards the calm, safe water ahead. As we rounded the
Pointe, I looked back at the dramatic overfalls, where the building main current was
colliding with the countercurrent, with a feeling of pride and relief. We had successfully run the inner passage of Barfleur and, what’s more, did it with no engine.
There’s a reason Adlard Coles had omitted the inner passage from his book. It was
his way of saying, “Stay away”.
The morning before the One Ton Cup racing began, I was having coffee in the
yacht club, la Société des Régates du Havre, when I noticed Adlard Coles and his
crew eating breakfast. They would be racing Coles’ yacht COHOE. I was excited to
tell the author of Channel Harbors and Anchorages about RABBIT running Barfleur’s
inner passage two nights ago. So I walked over to his booth and introduced myself.
As I recounted my story of the inner passage, Adlard was listening very intently. I
could tell right away that he had never run it. I confess that my competitive instincts
got the better of me when I finished my story with the words, “And I figured out
how to run the passage at night!” By now Adlard and his whole crew were hanging
on every word.
“The trick is to head for the beach. You need a crewman at the bow with a flashlight. You’ve got to get as close to the beach as possible, like you can just jump ashore.
When you’re really close, put an X on the chart, take a bearing on the lighthouse, and
that’s your inner passage at Pointe de Barfleur.”
Later that afternoon, a notice was posted on the yacht club’s bulletin board:
“The buoy off Pointe de Barfleur will be respected at all times”, meaning that no one
could run the inner passage while racing. Obviously the word had gotten out. My bit
of gamesmanship had had its impact.
A quiet, friendly American showed up and asked if he could do anything to help.
It was Eddie Stettinius, Port Manager for U.S. Shipping Lines in Le Havre and the
son of former U.S. Secretary of State Edward R. Stettinius, Jr. As it happened, there
was a dock strike in New York, so Ed had some time on his hands and, being a sailor,
he was fascinated with the whole One Ton scene. For us, Eddie represented a home
base, another American. He shared his knowledge of Le Havre and supplied us with
special weather reports. He provided a real psychological boost too, as we were the
only American contenders. I also sensed that he really liked our boat.
Three races were scheduled: 30, 240, and 30 miles. In the first race, RABBIT
was competitive in the light to moderate conditions until the weather went haywire.
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HESTIA, having split with the fleet, was a mile ahead running with spinnaker to the
windward mark. After rounding, her crew reset the spinnaker when a new breeze set
in and carried it to the finish off Le Havre. We finished 5th behind HESTIA, Van
de Stadt’s ALADDIN, GIRAGLIA, and ALCATRAZ. The two French boats were
fiberglass sisterships and the only ones specifically designed for the 22.0-foot rating
of the One Ton Cup. The nearly ten hours of high intensity racing with innumerable
sail changes left us exhausted.
And joy, oh, joy!, the next day’s start of the long distance race presented us with
a 60-mile dead beat to channel #1 buoy off Cherbourg. By the 2 pm start, the wind
had built to a fresh sou’wester. It was definitely not RABBIT weather. During the
afternoon and evening, the wind kept building and we kept shortening sail. As the
light faded, we identified DIANA, (an early S&S design for windward sailing in a
strong breeze) from Denmark well ahead to leeward while HESTIA was ahead and to
windward. It was a wild night. The wind kept increasing, with gusts in the 35-knot
range, what ocean racers call Force 8. The seas were chaotic with spray flying. We
had reduced sail to working jib and reefed main to the second batten, which we had
never done before. There was nothing to be done except tough it out. Amidst all this
turmoil, the English crew member, a tough sailor from the East coast, piped up and
said, “Dick, I want you to know, RABBIT is the most comfortable boat I have ever
been on.” Of course I laughed. It was such an absurd comment in the circumstances,
but I really appreciated it.
As dawn broke, our morale was really low. We had hardly slept during the night.
DIANA had disappeared, but HESTIA was in sight. It was amazing to me that we
were able to hold HESTIA going to windward in such wild and wooly conditions. As
the sun came up, the wind slackened and before we knew it, we were back to our #1
genoa and full main. We rounded CH1 at 9:30 in eighth position with ALADDIN,
HESTIA, and ALCATRAZ directly ahead of us by 8, 7, and 1 minutes, respectively.
Despite our efforts, we were not able to catch any of them on the long spinnaker
run across the Channel to the Nab Tower, as the sun went down. The times were the
same as CH1 off Cherbourg. On the long fetch back to Le Havre, it was a close reach
until the sou’wester became more westerly. Now it was a question whether to set the
spinnaker or not. ALADDIN did, and we followed suit. Both of us were sailing on
the edge of control, one mile from the finish. As luck would have it, ALADDIN hit
a wave and took a knockdown. As she careened to a stop the spinnaker sheet broke
loose. We sailed right past, only 20 yards away. So after an exciting ride across the
Baie de la Seine, we finished a couple of minutes behind HESTIA and were able to
beat ALADDIN and ALCATRAZ across the line.
Although the overall place (6th) was nothing to write home about, the experience of boat for boat racing in the long-distance race was unforgettable. It epitomized
the One Ton Cup. The final 30-mile race, however, was predictable. RABBIT was
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A friendly get-together on ASKOY ll. Jean Peytel (next to compass) was the
originator of the One Ton Cup idea. Left to right: Marcel Leeman, the chief
measurer in Belgium and the Netherlands, the host, me and Frans Maas talking
to the hostess.
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too small for a windward slog in fresh conditions. DIANA stayed ahead of HESTIA
to win the race, thereby winning the One Ton Cup with HESTIA second. This was
quite a triumph for Sparkman & Stephens, the firm that had designed the top two
finishers. But it was an even bigger triumph for the Cercle de la Voile de Paris. Not
only was the historic One Ton trophy given new life, but Jean Peytel and his committee had introduced an exciting new challenge for offshore racers. Due to the Danish
win, next year’s One Ton Cup would be in Copenhagen. It promised to be special.
After the racing, Eddie Stettinius took me aside and asked whether I would
design a boat for him. I felt honored. In no way did I expect Eddie to be my first
design commission. Plus, I had never even considered going into the design business. I knew that he liked RABBIT because he was a regular visitor. As a big man,
he appreciated the roominess, but also seemed attracted by the amount of light and
airiness in the cabin, which was in such contrast with the other boats of the era. I
finally asked him what he had in mind. His answer showed that he had given the
matter much thought:
#1: He wanted a boat suitable for family cruising. He was struck by the simplicity and comfort of RABBIT.
#2: He wanted to do an occasional RORC Cross-Channel race.
#3: He wanted to participate in the 1966 One Ton Cup in Denmark the following year.
What a wonderful way to describe the design for a One Tonner. He added that
it would please him if I would skipper the new boat in the 1966 One Ton Cup. With
excitement of the OTC fresh in mind, how could I turn down a request like that? I
had to agree. So with my head buzzing, we set sail for Cowes with our two English
hands. We relaxed in the luxury of only two hours on watch and six hours off. The
Channel Race, Cowes Week and the Fastnet lay ahead.
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12
RED ROOSTER
and the
Admiral’s Cup

RED ROOSTER about to round Fastnet Rock.
Photo: The Cork Examiner
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the rectangular shape of NORYEMA’s keel looked a bit odd. The reason for this was
the necessity for a constant chord top to bottom, so that at any depth the slot in the
hull would be filled. At the same time it permitted a lower center of gravity of the
lead ballast.
Generally speaking, a large rudder is needed for low speed sailing and a smallish
rudder when traveling at high speed. The only practical way of achieving this on
NORYEMA was to have a retractable rudder hanging off the stern of the boat…
which is what we did.
Ron Amey designed the whole lifting mechanism for the keel himself, and
built a full-scale mock-up in his engineering shed with the assistance of Butch
Dalrymple-Smith, who then supervised the construction at Frans Maas. They did
a brilliant job. The boat was built of corten steel.

RED ROOSTER

Working with Jim
Andersen in the
renovated tower.
Photo: Priscilla
D. Carter

Early in 1969, work on the tower had been completed and it was time to move
in. I had two important commissions for Admiral’s Cup competition. So when I
heard through the grapevine that Jim Hartvig Andersen was leaving Sparkman &
Stephens, I contacted him and offered him a job. He joined me in the tower at the
beginning of April and was an excellent draftsman. Now, for the first time, all plans
going out of our office would have professional printing in the lower right hand
corner. I was never good at printing by hand. Now I had horsepower to work on the
new design commissions.

NORYEMA (VII) VGX
The VGX stood for Variable Geometry Experiment. NORYEMA, of course, was
Ron Amey’s name spelled backwards. This was a most interesting project. The basic
idea was to design a maximum depth keel for windward performance, which could
be retracted partially or fully depending on wind direction and velocity. I had proven
with RABBIT that shallow draft could be effective in offshore racing. In profile view,
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I was so fired up designing Ron Amey’s NORYEMA VGX boat that I decided to
have one last fling and do a boat for myself. That way I could accept higher risk. If
an experimental idea didn’t work out, I would have only myself to blame. My basic
concept was to swing the keel like a centerboard, and then figure out some way to
close the slot in the hull, regardless of whether the keel was up or down, in order to
prevent turbulence and drag. Because I opted for a tiller rather than a wheel, I could
raise or lower the rudder and tiller as a unit. So I reserved space at Maas’ yard. I was
committed.
A few months prior, my six-year-old daughter Catherine and I had been carving
a balsa model of a boat. When I asked her the name of our boat, she replied, “RED
ROOSTER”.
Later, when I told Catherine that I had finished the lines of my new swing-keel
boat, she asked, “What are you going to name it? RED ROOSTER?”
I coughed and mumbled something about how I always called my boats RABBIT. Whereupon, she said, “Well, if you paint the boat red, you’ll call it RED
ROOSTER.”
So I decided to paint the boat red.
Because I had been selected for the U.S. Admiral’s Cup team with an unbuilt
boat, it was imperative to race RED ROOSTER in the Cowes-Dinard Race for a
basic tune-up, especially because she was so experimental. Cowes-Dinard was the last
offshore race prior to the start of the Admiral’s Cup series.
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Lines plan,
RED ROOSTER.
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When I arrived at Maas’ yard on Wednesday, July 9th, 1969, nine days before
the start of Cowes-Dinard, I was shocked to discover RED ROOSTER still in the
construction shed with no coach roof. It had not even been started. Frans Maas did
his best to dissuade me from the Cowes-Dinard idea. But there was too much at stake
for me, so Frans implemented a crash program to finish the boat. Peter, the young,
outstanding foreman, told me that coach roofs either go on easily or they don’t.
Fortunately, ROOSTER’s went on quickly and smoothly. When Sandy arrived on
Friday, there were 20 people working on the boat, mostly on the interior. Everything
was geared for a launch on Saturday evening so Sandy and I could go sailing on
Sunday when the yard was closed. There was one major problem. The reduction gear
was too small, making it impossible to raise the keel. A larger one was discovered in
the north of Holland. With luck, it would arrive before our necessary departure date.

Arrangement plan,

On our Sunday sail, we started with keel up, then progressively lowered the keel
until it was fully extended. ROOSTER seemed fast upwind but only racing would
provide the real answer. The biggest and most disturbing problem, however, was the
excessive weather helm while reaching. After a discussion with Frans, we added a
small skeg in front of the rudder and hoped it would cure the problem. It did.
ROOSTER was out of the water first thing Monday morning, followed by two
hectic days. The larger gear had arrived late Tuesday and was installed by 2 am,
Wednesday, just in time for us to catch the 3 am tide for England. Frans Maas and
his yard were heroic in accomplishing the impossible. My gratitude (and relief ) knew
no bounds as we set off for Cowes.

RED ROOSTER.
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1969 Cowes-Dinard Race
We arrived in Cowes just in time to do food shopping before the stores closed late
Thursday. Friday morning, with a pick-up crew, we headed for the starting area. But
we could only motor backwards! Our shifting gear was stuck in reverse and despite all
efforts, we could not dislodge it. We made a strange sight, milling around the starting
area, stern first. The wind was very light from the west, which meant a spinnaker
start with a strong current in the same direction. This presented a major problem:
how to avoid being swept over the line before the starting gun. I decided to anchor
off the stern, with RED ROOSTER’s bow facing the starting line, so we could head
for the line with spinnaker pre-set, ready for hoisting at the gun. I was rather pleased
at this unorthodox solution when suddenly four boats decided to follow suit and
anchored in the normal fashion (anchor off the bow) between us and the starting
line. We were boxed in. At the gun we had to wait for all four boats to retrieve their
anchors, turn around, and cross the line before we could winch in our anchor from
the stern––so much for cleverness on my part.
Once we were clear and spinnaker set, we immediately began to raise the keel.
Sandy, who bore the brunt of the keel raising, described it thus:
“The larger gear enabled us to lift the keel, but not without considerable effort.
One person could take about 25 turns (depending upon the person’s condition) on
the handle before tiring. We developed a chain-gang effect with one or two people
cranking at a time. After 25 turns, a new cranker or crankers would take over. The
result was a stream of people rushing below, either through the forward hatch or
down the companionway, and another continuous line of people staggering back up
on deck to relieve someone for his turn below.”

In solving the problem of hoisting a 4000-pound keel, I had decided to give
priority to speed efficiency rather than ease of lifting, hence the intensive cranking
power required. The other major problem had been how to close the keel slot to
achieve a smooth bottom. I developed a system that seemed crazy, yet worked like
a charm. We positioned a reel of heavy rubber belting at the aft end of the slot that
could be pulled along a track to the front end of the slot, thereby sealing it. We called
it “the curtain.” With the keel in the up position it was imperative that the slot be
opened before the keel was lowered; otherwise the belting would be ripped from its
track. Needless to say, we instituted a very strict program. We had almost naval discipline that no one would touch the keel crank without approval from Jim Anderson.
We never had problems in that regard. I was really pleased that such an experimental
system worked really well from the first try.
With the keel up and slot closed with the curtain, RED ROOSTER began to
slowly sail away from our Class II competitors.
After rounding the Nab Tower at the eastern end of the Solent, we were sailing
to windward for the first time. We were catching the earlier Class III starters, one of
which happened to be MORNING CLOUD, owned by Ted Heath, leader of Great
Britain’s Conservative Party. As he wrote later in his book, Sailing*:
“We tacked out again across the Channel. I have a vivid memory of looking
astern and seeing that we were being rapidly overtaken by a larger boat at an unbelievable speed. It was the American boat RED ROOSTER, designed by Dick Carter.”
And that was how I introduced myself to the future Prime Minister of Great
Britain. We were able to win Class II in our warm-up race. I was, of course, happy
with our performance. We learned we could not only foot faster but also point higher
than other Class II boats. But there was still a lot to learn. RED ROOSTER was a
fascinating boat to sail.

The Admiral’s Cup

Sandy raising
the keel at the

When we returned to England, we sailed straight to the Berthon Yard in Lymington
and got hauled. I wanted to calibrate the swing keel and deal with a host of minor
problems.
Although I had placed a plexiglass window on top of the keel housing, it was difficult to determine visually the actual draft at various keel positions. I wanted to link
draft numbers with swings on the crank. It took 175 cranks to raise the keel from
fully down (9-foot 4-inch draft) to full retraction (2-foot 9-inch draft). I also wanted
to reduce the chord of the rudder above the waterline to lessen the visual prominence
of the rudder. It was strictly an aesthetic decision.

business end.

*Edward Heath, Sailing, 1975.
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Keel housing. Note
plexiglass viewing
window on top.
Photo: Yves Guegan

RED ROOSTER was back on the water Friday evening in time for the Saturday
and Sunday races. These were not unimportant races, as most of the Admiral’s Cup
boats were out in force. Australia was determined to retain the Admiral’s Cup they
had won in 1967.
Their three-boat team of RAGAMUFFIN, designed by Sparkman & Stephens
for Syd Fischer; MERCEDES, a member of Australia’s winning Admiral’s Cup team
in 1967; and KOOMOOLOO, a later design based on MERCEDES, had all been
selected through extensive trials. Britain, in response to the Aussie challenge, had
trials for 18 boats of which eight were new builds. The RORC selected PHANTOM,
with its highly trained crew; PROSPECT OF WHITBY, a brand new Sparkman &
Stephens design built by Frans Maas; and CASSE TETE, a fiberglass S&S production Swan 43 built in Finland.
The U.S. team was comprised of IBM CEO Tom Watson’s 57-foot PALAWAN
III, designed by S&S in 1966; the veteran Dick Nye with CARINA, a new aluminum
sloop designed by McCurdy & Rhodes to the CCA rule, but modified to the RORC
rule with a shorter boom and higher aspect ratio mainsail; and RED ROOSTER.

RED ROOSTER in slings
in order to calibrate her
swing keel.

198

199

After the two weekend races, we retired to Lymington again for a couple of
days of rest and relaxation. Wednesday, two days before the start of the Channel
Race, the first leg of the Admiral’s Cup, Sandy and I went over to Cowes to pick up
our Cup crew. Brother John and Jim Andersen flew in from the States to join two
Californians, Bill Green and Skip Allan. Skip, from Newport, California, had won a
Transpac plus a Congressional Cup match racing series. He was returning from the
Soling World Championship in Copenhagen so he jumped at the chance to race on
RED ROOSTER.
Arriving at Cowes, I
saw Arthur Slater’s new
S&S boat, PROSPECT
It was a hilarious experience. Try as we
OF WHITBY, in the water
could, we couldn’t get RED ROOSTER
for the first time. She was
lying very, very deep, so
to take a knockdown. She just skidded.
much so that her waterline
was covered. It was unusual
for a top English offshore sailor trying to make the British Admiral’s Cup team to
have his boat built in a foreign yard, in this case, at Frans Maas. Although S&S had
never used Maas’ yard before, they recommended it to Slater in order to maximize
the scantling component of the RORC rule by building a steel hull with stringers,
etc. And Maas, of course, had much experience building steel hulls. I also heard
that after PROSPECT left Maas’ yard, Slater added a ton of lead of inside ballast.
My immediate reaction to seeing PROSPECT half-sunk was that the stringers
were no longer above the waterline and should therefore not contribute to the
boat’s lower rating.
Unfortunately, I couldn’t find any RORC measurer that evening. However, the
night before the start of the Channel Race, I ran into Brigadier David Fayle, the chief
RORC measurer. I asked him whether anyone had re-measured the location of PROSPECT’s stringers after the ton of ballast had been added. He knew exactly what I was
talking about. He replied he would look into it. I learned later that he came up with an
ingenious solution. He calculated a new, slightly higher rating, taking out the scantling
bonus. Thus PROSPECT could race without fear of being disqualified.
We went sailing Thursday afternoon to familiarize the new crew with RED
ROOSTER. In particular, I wanted to take some knockdowns with the keel raised.
It was a hilarious experience. Try as we could, we couldn’t get RED ROOSTER to
take a knockdown. She just skidded. To skid in a 9.75 ton yacht was a brand new
and exciting experience. The other surprise was the stability of RED ROOSTER
while running under spinnaker with the keel up. It was counterintuitive. I called it
“dynamic stability.” NORYEMA VGX experienced the same phenomenon.
Another lesson I learned from the preliminary races was that a six-man crew

“

”
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could barely cope with the demands of lifting the keel while maintaining good sail
discipline. Skip mentioned that he knew two Californians who had been racing at
the Soling World Championship and were now looking for berths. Friday morning
Skip located Warwick Tompkins, whom everybody called “Commodore”, and Taylor
Grant. The morning of our 6:30 pm Channel Race start, we had our full complement of eight-man crew. I was really pleased to be sailing with such an outstanding
group of sailors.
Skip later said, “few non-locals, and certainly no Yanks knew the Solent and
its idiosyncrasies better than Dick Carter in his prime. Matched to Dick’s local
knowledge, RED ROOSTER was the ultimate racing instrument. She drew 2 feet,
6 inches, a significant advantage in the Solent where ledge-hopping is the name of
the game. You could see the gears engage and the lights come on in Dick’s brain as
he steered his way around and over the ever-changing spits, ledges, and banks of the
Solent. Duck inside Gurnard Ledge? Over the Bramble on a falling tide? Dick, wearing his ubiquitous railroad engineer’s cap, was the conductor and ROOSTER’s crew
his orchestra. “Keel up now” Dick would command. Off we’d go below to grunt the
winch. ROOSTER’s crew never quite knew the full nuance of what was about to
happen. Neither did the competition. Once, spinnaker reaching in traffic, we had to
get down to the mark. Dick whispered “Keel up.” Without changing course or trim,
we slid nicely sideways, leaving the competition to wonder, “How’d they do that?” At
one point we sailed between RAGAMUFFIN and PHANTOM, both of which were
aground. Dick smiled and didn’t say a thing.”

Channel Race
At the 6:30 pm start off Portsmouth, there seemed to be more current than wind.
Once we cleared the Solent, we had a true beat to windward towards the Owers Light
Vessel. We had tacked out toward the Channel in a moderate breeze. We were moving well when all of a sudden the tiller broke and came off in my hand. Commodore,
who was sitting next to me, jumped up immediately, went aft and, holding onto
the backstay, attempted to steer the outboard rudder with his foot. I slowed RED
ROOSTER down and dived into the starboard sail locker looking for the spare tiller.
The RORC Special Regulations required all kinds of safety equipment and amongst
the long list of items was a spare tiller. I had chafed at the necessity of carrying something I might never use. Now I was thanking the Committee for insisting that I had
to have an extra ‘useless’ tiller. Of course it was stowed at the very bottom of the sail
locker and so after pulling out every single sail bag, I retrieved it and quickly inserted
it into the rudder. Commodore, meanwhile, had kept RED ROOSTER on course.
We then resumed full speed. I was really impressed with his seamanship. It was a
perfect example of someone with deep sailing experience reacting instinctively to an
emergency without hesitation. Bravo, Commodore!

201

There was much changeable weather including a stretch of windward work to
the Le Havre buoy in 25 knots of wind. We were down to a #3 genoa and a deep
reef in the main. When we rounded the buoy in the dark, I had no clear idea of
our position in the race. We set the spinnaker, raised the keel and headed across
the Channel for home in a 20-knot sou’wester. When dawn broke, we could spot
only one boat a couple of miles off our aft quarter. Nobody else. We could neither
gain on nor lose to this unidentified yacht. As we converged near the Nab Tower
we recognized it as QUIVER V, a Class I boat designed and skippered by Peter
Nicholson. We were able to hold him off at the finish. Although not selected for the
British Admiral’s Cup team, QUIVER was a bigger Class I boat which we were able
to hold on even terms with our smaller Class II RED ROOSTER. RAGAMUFFIN
was first on corrected time, we were second (one minute behind RAGAMUFFIN),
with PROSPECT of WHITBY in third. But it was the One Tonner RAINBOW II
skippered by Chris Bouzaid that won the Channel Race overall. It was worth noting
that PROSPECT, even with the lower of her two ratings, would not have overtaken
us in the final results.
With the Sunday finish, we normally would take a lay day on Monday, but
the Queen’s Cup was on offer and I wanted the crew to have at least one race in
the Solent before Admiral’s Cup action in the Britannia Cup on Tuesday. In the
meantime, PROSPECT went up the Medina River for smooth water to have freeboard measurements taken. This would determine whether her stringers were above
or below the waterline. As it happened, we won our class in the Queen’s Cup. And
the crew gelled nicely.
The following morning I was semi-awake in my bunk when I heard this “thunk”
in the cockpit. I crawled up on deck and discovered a rolled-up copy of The Daily
Telegraph, a national British newspaper. It contained an article that questioned my
sportsmanship in calling attention to PROSPECT’s rating. PROSPECT was retaliating. Some Aussies I was talking with later were almost more ticked off than I was.
“You could sue them (the newspaper) for defamation of character.” But I decided
to ignore it. This was not the first time I had run into headwinds. Nevertheless, I
found the attack by the owner of PROSPECT a bit excessive. There was no need to
go to a national newspaper to express a grievance (he was upset by my last minute
challenge). In my mind it was legitimate to question PROSPECT’s rating after he
had added an extra ton of inside ballast. But I was to learn more about PROSPECT’s
construction later. The PROSPECT story was not over.
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Britannia Cup (30 miles)
The story of the Britannia Cup was simple enough. Roughly halfway through the
race the fleet split: the main body running in the middle or island side, the other
on the mainland side. We were in the middle covering most of our competitors.
PROSPECT and MABELLE, a surprise star on the Italian team, were leading on the
mainland side. Then the whole fleet was becalmed. After a while, the new wind came
in from the north. PROSPECT was the first in the fleet to get it, MABELLE the
second. So PROSPECT won the Britannia Cup with MABELLE second. We were
third, and RAGAMUFFIN, seventh.
The British press was ecstatic. At last they had a British victory to write about.
But I was most interested in another story. Eight boats, or 25% of the Admiral’s Cup
fleet, had been disqualified. It was disgraceful! The Squadron had failed to live up
to our agreement of two years ago. After winning the Britannia Cup in 1967 with
RABBIT II, I voluntarily withdrew after a protracted discussion, on the condition
that the Squadron would make the start mark a mark of the course, thus eliminating
ambiguity. I should have asked for it in writing.

New York Yacht Club Challenge Cup (35 miles)
On our way out to the start, I was pleased to see a steady easterly of around 15 to 20
knots. Since the course was to the far eastern end of the Solent and the next mark
was off Lymington, a good distance to the west of Cowes, it meant a long windward
leg of 20 miles, a very long 30-mile run, followed by a 5-mile beat to the finish. As
I was mulling this over in my mind, I was unaware that the entire crew had slowly
gone below deck. Suddenly, they all came streaming up through the fore hatch and
companionway, dressed in t-shirts and hats similar to my own. On the front of the
shirts, Jim Andersen had written ‘Red Rooter’ (omitting the ‘s’ in his haste) and on
the back, he had written ‘Carter Factory Team’. I was delighted—it broke the tension. It was Taylor Grant’s idea. All the crews of the top teams wore uniforms: the
Aussies, the Brits, French, and Italians. We were a bunch of ragtag Americans. So
Taylor thought we should smarten up.
We got a pretty good start and it was close quarter racing, particularly with the
Australian KOOMOOLOO, Italian MABELLE, and PROSPECT. We were ahead
at the beginning of the 20-mile leg running with the spinnaker. But ahead on a direct
course lay the shallows between Southampton and the Lymington buoy. There was
no way of knowing in advance the depth of the water over the shallows. I decided
to risk it. And it was a risk even with the keel fully retracted. The first indication we
had of our arrival in the shallows was the sight of the German Class I yacht, RUBIN,
about 100 yards outside of us coming to an abrupt halt. The entire fleet behind us,
as if on command, veered to the left. We continued merrily on.
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RED ROOSTER crossing the
Royal Squadron line to win the
New York Yacht Club race.
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Earlier we had discussed how to measure shallow draft more accurately. Taylor came up with
the idea of using the 12-foot long boat hook and
marking off 3-foot increments. Lying on the foredeck, Taylor would aim the boat hook forward and
push down. He only hit bottom a couple of times
at nine feet as we crossed the shallows. It gave me
great confidence as RED ROOSTER drew 9 feet 3
inches with keel down.
On the final beat, we sailed well and won.
We were ahead of MABELLE by 19 seconds,
corrected time. RAGAMUFFIN came in third,
KOOMOOLOO, fourth, PROSPECT, fifth. It
was interesting to note that the NYYC course kept
everybody away from the problematic Squadron
line. There were no disqualifications in the Admiral’s Cup fleet.
Even before the Fastnet Race, where placings
would count for triple points, the outcome of the
Admiral’s Cup seemed pretty much settled. The
Australian team had a huge lead. It was highly
unlikely that Britain could overcome a 44-point
deficit. The U.S. team, trailing Italy by six points,
was a massive 73 points behind the Aussies.
PALAWAN was having a tough time of it
despite having America’s Cup winner Bob Bavier
onboard. Of the first three races, she had a 26, 18,
24 record out of 31 boats. CARINA had fared better with an 8, 14, 8. With RED ROOSTER, we
scored 2, 3, 1. Nevertheless, I had this unusual idea
of a team meeting. A much-bewildered Dick Nye
agreed, and at 10 am the day before the Fastnet
start, we met with Tom Watson at the Squadron. I
suggested we should have a strategy for the Fastnet.
Getting right to the point, I said I would try to
cover PROSPECT of WHITBY, and “You, Dick
(CARINA), if you could try to cover RAGAMUFFIN” and then turning to Tom (PALAWAN), I
had a brain freeze. What on earth could I say that
was meaningful? Fortunately, out came the words,
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“And Tom, if you could break away.” Then we all shook hands and wished one
another the best of luck. We were a team.
That afternoon I arranged to have RED ROOSTER hauled at the Groves and
Gutteridge yard for a last minute scrub of the bottom. After we finished and the
travel lift was about to lower RED ROOSTER back into the water, I asked for a
pause. I wanted to lower the keel so we could scrub that, too. We had lowered the
keel most of the way when all of a sudden, it went straight to the vertical. Sandy on
the crank shouted that it now freewheeled. Something had broken. Immediately I
knew that if worse came to worst, at least we could race with the keel down. But
I hated to give up the capability of raising the keel and I certainly didn’t want our
competitors to learn about our misfortune.
Back came RED ROOSTER on the travel lift. She was lowered carefully into
a cradle so as to bring her keel mostly in the raised position. Then Sandy and Jim
Andersen, who had helped design the gearing, removed the cover. In essence, a twoinch diameter pin apparently couldn’t support the keel loads. After consultation with
the key yard people, a plan of action was agreed upon. But it took a while for me to
understand they were prepared to work through the night if necessary to machine
the new parts. What they really wanted to know was whether I would pay overtime. Once I had agreed (a small price to pay considering the consequences), they
informed us they would tap on the hull around 4:00 in the morning when they were
finished. Sandy and Jim woke at 4:30 am and went to the machine shop to check
on the progress. The job was finished at 5:00 and they returned to RED ROOSTER
with the parts. If they had misgivings about reassembling the system and the cover,
they didn’t let me know about it. Two hours later they informed me that they were
successful. They could raise the keel. What a great job!
There was no easy way to explain to curious observers why RED ROOSTER
spent the night on dry land, especially the night before the Fastnet. But I must say I
felt a bit queasy watching the Class III boats heading for the start line while we were
still on the hard. What if the travel-lift broke down? At last we made it back on the
water with full crew ready for the Fastnet start.

The 1969 Fastnet Race (600 miles)
The Admiral’s Cup boats started in light air under spinnakers as a separate division
from the rest of the fleet. Despite the changeable winds, we were able to get past
Portland Bill and Start Point with favorable tides. The most exciting moment came
as we were sailing to windward under the Lizard and encountered a fisherman in a
small boat. He was not your normal fisherman; he knew all the boats. He told us
that AMERICAN EAGLE, the converted 12-Meter sailed by Ted Turner, was only
an hour and three quarters ahead of us, followed closely by CRUSADE, and RAGAMUFFIN, all big Class I boats. Then near the top of the Lizard we encountered
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The night before

the 73-foot KIALOA from California. The Californians on RED ROOSTER were
beside themselves. They knew most of the crew on KIALOA and so there was much
cheering and hollering. And the big joke on RED ROOSTER was that KIALOA
tacked on us to cover us. Then we saw PALAWAN. Bob Bavier was quoted as saying,
“We were disgusted to see RED ROOSTER. She had no business to be there, but
there she was and she was flying.” (I don’t think he got the message we were on the
same team.) I felt we could “skin” the point of the Lizard and pick up valuable time
on the big boats that were giving it a wide berth.
I knew we were in pretty good shape so we took a conservative course to Fastnet Rock, arriving in a fresh 20-knot northwester. As we were to learn later, RED
ROOSTER was 1st of the Admiral’s Cuppers on corrected time, PROSPECT 2nd;
MABELLE 3rd; RAGAMUFFIN 4th.

the Fastnet start,
RED ROOSTER
was on dry land
due to mechanical
breakdown. It was not
a restful sleep for me.
Photo: Christian
Février
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Skip Allan at the
helm sailing fast
downwind towards
Bishop Rock 200
miles away with
Taylor Grant
(white cap) and
John Carter.
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On rounding the Rock, our Solent training came to the fore. While setting the
spinnaker, we simultaneously retracted the curtain and started cranking up the keel.
When the keel was fully up, we pulled the curtain forward until the entire slot was
closed. The crew did a superb job. And in that 20-knot wind, we were off to the races.
Despite a quartering sea, which unfortunately was not sufficiently behind us to
surf, RED ROOSTER was surprisingly stable on the 200-mile run to Bishop Rock,
situated at the edge of the Scilly Isles.
On that run several boats took knockdowns under spinnaker. The quartering
sea required close attention from the helmsman. We had no difficulty whatsoever.
We learned later that RAGAMUFFIN, 3.5 feet longer on the waterline than RED
ROOSTER, gained only five minutes on us after 200 miles of running from Fastnet
Rock to Bishop Rock. After rounding, we close reached to the finish (approx. 100
miles) without incident. We learned later we finished at 3:50 am. We tied up at
Plymouth Basin. Everybody retired to his bunk. Brother John and I were unwinding
and rehashing the race while sitting atop the edge of the pier. Suddenly, pointing at
the water below, I said, “Look!” “What am I looking at?” asked brother John. The
water which a moment ago had a ruffled surface now had a glassy look. The great
calm had arrived. We had gotten in just under the wire.
After a brief sleep, we learned late morning that we were provisional winners,
one minute eight seconds ahead of the Class I CRUSADE. The calm was extensive
and long lasting. Most of the Fastnet fleet was stranded, including the two Australian
boats, KOOMOOLOO and MERCEDES. That afternoon, much to my surprise, it

RED ROOSTER’S

was announced that the American team had won the Admiral’s Cup. The impossible
had become true! My thoughts went back to our team meeting at the Squadron,
and my suggestion that we have a strategy for the Fastnet. As it turned out, Dick
Nye sailed a brilliant race in CARINA, placing 3rd to RAGAMUFFIN’s 2nd. I covered PROSPECT and Tom Watson in PALAWAN “broke away” with the help of
Mother Nature, gaining 8th. At the same time, the two small Aussie boats, KOOMOOLOO and MERCEDES, got caught in the calm and finished 19th and 20th.
What a heartbreak for them. We had never even entertained the idea of winning the
Admiral’s Cup. Heading into the Fastnet, the Australians had what seemed to be an
insurmountable lead. My original objective was for RED ROOSTER to be high
points boat in the Admiral’s Cup series, which we accomplished. RAGAMUFFIN
was 2nd.

winning crew.
Back row: Bill Green,
John Carter,
Taylor Grant.
Front row: Sandy Weld,
Jim Andersen,
Skip Allan, Commodore
Tompkins, Dick Carter.
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Tom Watson’s

Telegram from

telegram

the Australians.

Once again I got involved in controversy. CRUSADE, a Class I non Admiral’s
Cup boat owned by Sir Max Aitken, which finished a minute and eight seconds
behind us on corrected time, took their own time with a chronometer as they crossed
the finish line. It differed from the official time. A formal protest was entered by Sir
Max on the grounds that his time was incorrectly recorded. What a dilemma for Alan
Paul, Secretary of the RORC.
An international committee was formed, but had not reached a decision prior
to the start of the prize-giving ceremony at the Guildhall. Our RED ROOSTER
team walked in not knowing whether we had won or not. Finally, Alan Paul arrived,
and walking past me, whispered, “You’re the winner.” What a relief! At last we could
celebrate. It was a shame Tom Watson wasn’t there. After the finish in Plymouth, he
had taken the first flight back to IBM in New York. But I would have loved to see his
face when somebody interrupted a meeting to tell him the U.S. team had just won
the Admiral’s Cup. He sent a very nice telegram to me.
I received a telegram from my surprised parents and a few others. But the one
that stood out was the one from the Australians.
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It was the finest congratulatory message I had ever received. What an absolutely
magnanimous thing to say! The Australians had the Admiral’s Cup locked up until
Mother Nature inflicted her devastating blow in the Fastnet—the calm. I had always
admired the Aussies. They were so well organized and competed at a very high level.
The despair felt by the crews of KOOMOOLOO and MERCEDES certainly must
have been experienced back home in Australia. The telegram, in my mind, reflected
sportsmanship to an exceptional degree. Thank you, Merv Davey.
After the Fastnet, Skip Allan recalls, “the cast of characters coming by RED
ROOSTER to extend congratulations seemed never ending. Dick seemed to be
everywhere but I clearly remember him returning to the boat with a cardboard box
of 1000 golden cockerel (rooster) lapel pins and a can of spray paint. The Courage
Brewery, with its golden cockerel symbol, was in Plymouth, and Dick used his brilliant imagination to come up with this wonderful memento of our victory. With a
can of red spray paint, we turned the golden cockerels into red roosters and then
handed them out freely to admirers and well-wishers. It seemed everybody in Plymouth, including the Lady Mayor, was wearing the red rooster pins.”
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I’m holding the
Admiral’s Cup with the
U. S. Team Captain,
Dick Nye, skipper
of CARINA. It was a
shame Tom Watson
of PALAWAN was not
there to celebrate.
Photo: Christian Février

Over the next few days, Sandy and I caught up on sleep and cleaned the boat. I
had promised my family that after the Admiral’s Cup we would go on a family cruise.
A French sailor had recommended the Golfe du Morbihan on the south coast of
Brittany as a fascinating destination, with its charming, protected waters and nearby
megalithic sites. So with a few French crew, we sailed RED ROOSTER out of Plymouth, heading towards France’s Atlantic coast and the entrance of the Morbihan.

Further Thoughts on RED ROOSTER and the Admiral’s Cup
There was no question: RED ROOSTER was a fascinating boat to sail, particularly
downwind. It was difficult to explain why she was so stable running with spinnaker,
with the keel fully retracted—I called it “dynamic stability.” It was analogous to my
experience with the International 14. Once you started planing, the dinghy achieved
real stability.
But how to explain RED ROOSTER’s impressive downwind speed? During
a long reach in one of the Solent races, an Australian reporter noted that RED
ROOSTER ran boat-for-boat next to RAGAMUFFIN for miles, despite the fact
that RAGAMUFFIN was three and a half feet longer on the waterline. His conclusion was that RED ROOSTER’s sensational speed was due to her retracted keel. Yet,
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when we were out practicing before the Channel Race, we happened to sail along
side RAGAMUFFIN. Both of us had spinnakers up. Again, we were sailing dead
even, but on this occasion our keel was fully down! The only explanation I could
think of related to the top of the keel of RED ROOSTER. There was no flare at
the junction of keel to hull. Rather, it was a right angle––super efficient. I had made
the leading edge of the keel in the retracted position parallel to the waterline. Additionally, I had flattened the midship sections so the keel’s open slot would be parallel
to the leading edge of the keel, thereby allowing the curtain to be pulled straight
across the slot. RAGAMUFFIN, on the other hand, was of wooden construction
with a 50% ballast-to-displacement ratio. The top of her keel was strongly flared in
its connection to the hull. In short, she was designed by S&S for excellent windward
performance. But I suspect the strong flaring of the keel connection had a negative
effect on her downwind performance compared to RED ROOSTER.
To my delight, when we rounded Fastnet Rock, we watched several boats
experiencing knockdowns with their spinnakers, yet we experienced no problems.
Although we were running on a broad reach, the leftover seas were coming in aft of
the beam. It was the first time I had raced in a 19,000 lb. boat with no keel in such
conditions. When a wave hit, there was no tipping response caused by a keel in relatively calm water below the surface. It was a revelation to understand that the keel
could have an adverse effect on the seakindliness of a fixed-keel yacht in such a sea.
As with our knockdown trials in the Solent, RED ROOSTER absorbed the shock
from the wave, skidded slightly, and never lost directional speed. It was a shame to
have had such limited time racing RED ROOSTER. I learned a lot, but had the
feeling I was just scratching the surface.

The Admiral’s Cup
The RORC learned the hard way that it had to improve the timing system at the
Finish line to avoid future controversy. And to its credit, it did so.
When the Fastnet Race was finally over, the press focused on the Australians’ bad
luck and the Americans’ surprise win of the 1969 Admiral’s Cup. Totally overlooked,
however, was the performance of NORYEMA VGX. Incidentally, I loved Ron Amey’s
designation of ‘Variable Geometry Experiment’ (VGX) instead of NORYEMA VII.
Later he called her NORYEMA VG, with VG standing for “Very Good”.
With 18 boats competing for the British Admiral’s Cup team, it had been a
tough job for the selectors to winnow the contenders down to three––a thankless
task. NORYEMA had been designated a “reserve B” boat while CASSE TETE had
been appointed the 3rd boat on the British team. A simple analysis of the Admiral’s
Cup results revealed that if NORYEMA had been selected as a member of the British
team instead of CASSE TETE, Great Britain would easily have won the Admiral’s
Cup. And NORYEMA sailed the identical courses to the Admiral’s Cup boats.

213

NOREYEMA VGX.
Five Crewmen can insert
4-foot levers into the hydraulic
system and pump the 7000
pound keel into full retraction
in three minutes. Photo: Lanoue
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Although Ron Amey never said much to me
at the time, later I was told that of all the boats
before and after VGX, VGX was his favorite. I
understood totally.
My curiosity about PROSPECT OF WHITBY’s construction had not abated. When I first
heard that S&S was building a boat for an Englishman at Maas’ yard, it caught my attention. It meant
only one thing: S&S was out to exploit the scantlings component of the RORC rule. And exploit it
they did. PROSPECT, although similar in overall
length to RABBIT II, was built of steel 5mm thick.
RABBIT II was 4mm—giving a 25% increase in
bonus for PROSPECT. Then you would add the
bonus from fore and aft steel stringers. As if this
were not enough, a steel deck was added to PROSPECT for a strong bonus. To top it off, a teak deck
was laid which served a double purpose: it hid her
steel deck and generated even more bonus. I was
unsure whether Olin had ever designed an offshore boat in steel before, but I sure as heck knew
he had never designed a boat with a steel deck
prior to PROSPECT. It was the best-kept secret of
the British Admiral’s Cup team. The other interesting bit of information I learned later was that
the owner of PROSPECT was “sore” at me for
my last minute protest on his stringers because it
prevented a re-measurement before the start of the
Channel race. In truth, there was plenty of time
for measurement before the evening 6 pm start.
In fact, it gave him time to prepare his boat (dare
I say, lighten?) for the measure on the following
Monday. The stringer turned out to be only 1⁄8
inch above the waterline. I suspect the real reason
for his ad hominem attack on my character in The
Daily Telegraph was not just that he was sore, but
that he was also worried that my poking around
might reveal that PROSPECT had a steel deck! It
would have created a sensation.
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RAGAMUFFIN
(left) and RED
ROOSTER sparring
on an off day.
The Aussies were
surprised at our
downwind speed.
Photo: Eileen
Ramsay
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Honor Roll
YEAR

RACE

RANK

CLASS

BOAT

OWNER

TYPE

1965

ROYAL YACHT
SQUADRON 150th

1st

Overall

RABBIT

R.E. CARTER

Custom 34

FASTNET

1st

Overall

RABBIT

R.E. CARTER

Custom 34

1966

ONE TON CUP

1st

Overall

TINA

E. STETTINIUS

Tina

1967

ONE TON CUP

1st

Overall

OPTIMIST

G. KÖHLER

Optimist

ONE TON CUP

2nd

Overall

TINA

E. STETTINIUS

Tina

ONE TON CUP

6th

Overall

ESPRIT DE
RUEIL

A. VIANT & E.
JAUPART

Tina

ONE TON CUP

7th

Overall

JORAN

J.C. BERGER

Tina

NEW YORK
YACHT CLUB CUP

1st

Overall

RABBIT II

R.E. CARTER

Rabbit II

FASTNET

2nd

II (b)

RABBIT II

R.E. CARTER

Rabbit II

FASTNET

1st

III (a)

ESPRIT DE
RUEIL

A. VIANT & E.
JAUPART

Tina

FASTNET

5th

III (a)

JORAN

J.C. BERGER

Tina

FASTNET

7th

III (a)

L'ORGUEIL IV

G. des MOUTIS

Tina

RORC
CHAMPIONSHIP

1st

III (a)

ESPRIT DE
RUEIL

A. VIANT & E.
JAUPART

Tina

NORTH SEA
RACE

1st

IV

ANGEL

D.E. EDWARDS

Custom 34

ONE TON CUP

1st

Overall

OPTIMIST

G. KÖHLER

Optimist

ONE TON CUP

5th

Overall

BELITA VI

J.S. BOUMAN

Tina

ONE TON CUP

6th

Overall

ALPHA TAURI

J. MENCKE

Optimist

GIRAGLIA

2nd

III

HELISARA

H. von KARAJAN

Tina

GIRAGLIA

3rd

III

KRISHNA

Dr DAVID

Tina

MARSEILLE
WEEK

1st

III

KRISHNA

Dr DAVID

Tina

YARMOUTHLEQUEITO

1st

III

ESPRIT DE
RUEIL

A. VIANT & E.
JAUPART

Tina

COWES-DINARD

3rd

IIIa

ESPRIT DE
RUEIL

A. VIANT & E.
JAUPART

Tina

RORC
CHAMPIONSHIP

1st

III

ESPRIT DE
RUEIL

A. VIANT & E.
JAUPART

Tina

1968
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YEAR

RACE

RANK

CLASS

BOAT

OWNER

TYPE

1969

MARSEILLE
WEEK

1st

III

ESPRIT DE
RUEIL

A. VIANT & E.
JAUPART

Tina

BASSURELLE
RACE

1st

III

ESPRIT DE
RUEIL

A. VIANT & E.
JAUPART

Tina

D.M. POWELL

Rabbit II

OWERS-CH1SOUTHSEA

2nd

II

MERSEA
OYSTER
(ex-RABBIT II)

OWERS-CH1SOUTHSEA

1st

III

CAVALIER
SEUL

D.
PAUL-CAVALLIER

Tina

OWERS-CH1SOUTHSEA

2nd

III

ESPRIT DE
RUEIL

A. VIANT & E.
JAUPART

Tina

III

ESPRIT DE
RUEIL

A. VIANT & E.
JAUPART

Tina

D.
PAUL-CAVALLIER

Tina

OWERS SHAMBLE

1970

OWERS SHAMBLE

3rd

III

CAVALIER
SEUL

MORGAN CUP

2nd

III

ESPRIT DE
RUEIL

A. VIANT & E.
JAUPART

Tina

III

ESPRIT DE
RUEIL

A. VIANT & E.
JAUPART

Tina

I

NORYEMA
(VII) VGX

R.E. AMEY

Custom 50

PLYMOUTHLA ROCHELLE
PLYMOUTHLA ROCHELLE
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2nd

2nd
2nd

YEAR

RACE

RANK

CLASS

BOAT

OWNER

TYPE

FASTNET

2nd

II (b)

GAZELA

A. GOUDRIAAN

Tina

FASTNET

3rd

III (a)

BELITA VI

J.S. BOUMAN

Tina

FASTNET

4th

III (a)

TINA

E. STETTINIUS

Tina

FASTNET

6th

III (a)

ESPRIT DE
RUEIL

A. VIANT & E.
JAUPART

Tina

FASTNET

6th

II (a)

MERSEA OYSTER (ex-RABBIT
II)

D.M. POWELL

Rabbit II

BERMUDA RACE

3rd

E

CEPHEUS III

J. SHEPPARD
POOR

Rabbit II

GERMAN ONE
TON TRIALS

1st

Overall

OPTIMIST B

H. BEILKEN & R.
SCHMIDT

Custom
One-Tonner

GERMAN ONE
TON TRIALS

2nd

Overall

APECIST

B. FISCHER

Optimist

GERMAN ONE
TON TRIALS

3rd

Overall

WINDLIESE IX

P. ENTZ von
ZERSSEN

Optimist

BURNHAM TOWN
CUP

1st

Overall

NORYEMA
(VII) VGX

R.E. AMEY

Custom 50

E.A.O.R.A.
CHAMPIONSHIP

1st

I

MERSEA OYSTER (ex-RABBIT
II)

D.M. POWELL

Rabbit II

SYDNEY HOBART

3rd

Overall

WAI-ANIWA

C. BOUZAID

Custom
One-Tonner

CANDIDE

M° J. MOLCO

Carter 40

R.E. CARTER

Carter 40

BURNHAM TOWN
CUP

1st

Overall

NORYEMA
(VII) VGX

R.E. AMEY

Custom 50

ONE TON CUP

2nd

Overall

OPTIMIST

G. KÖHLER

Optimist

COWES-DINARD

1st

II

RED
ROOSTER

R.E. CARTER

Custom 41

MARLBORO CUP
(Fr. Med)

3rd

COWES-DINARD

1st

III

ESPRIT DE
RUEIL

A. VIANT & E.
JAUPART

Tina

LA ROCHELLE
WEEK

1st

I-IV

STAY LOOSE

ADMIRAL's CUP

Top Boat
Overall
Points

RED
ROOSTER

R.E. CARTER

Custom 41

SKAW RACE

1st

Overall

GALLANT III

GIRAGLIA

1st

Overall

PHARAON
(ex-PALYNODIE
III)

M° G. TEYCHENE

Custom 50

ADMIRAL's CUP

Winning
Team

FASTNET

1st

NEW YORK
YACHT CLUB CUP

1971

Carter 40

RED
ROOSTER

R.E. CARTER

Custom 41

Overall

RED
ROOSTER

R.E. CARTER

Custom 41

GIRAGLIA

1st

IOR II

CALIGU IV

L. FECIA di
COSSATO

Custom 43

1st

Overall

RED
ROOSTER

R.E. CARTER

Custom 41

ONE TON CUP

2nd

Overall

OPTIMIST B

H. BEILKEN & R.
SCHMIDT

Custom
One-Tonner

CHANNEL RACE

2nd

Overall

RED
ROOSTER

R.E. CARTER

Custom 41

ONE TON CUP

5th

Overall

WAI-ANIWA

C. BOUZAID

Custom
One-Tonner

BRITTANIA CUP

3rd

Overall

RED
ROOSTER

R.E. CARTER

Custom 41

ONE TON CUP

6th

Overall

JORAN

J.C. BERGER

Tina
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YEAR

RACE

RANK

ADMIRAL's CUP

3rd Boat
Overall
Points

CLASS

TYPE

BELITA VII

J.S. BOUMAN

Custom 43

1st

Overall

BELITA VII

J.S. BOUMAN

Custom 43

FASTNET

2nd

II

BELITA VII

J.S. BOUMAN

Custom 43

II

MERSEA
OYSTER

D.M. POWELL

Custom 43

L'ORGUEIL IV

G. des MOUTIS

Tina

ORCA

R. GARDINI

Custom 43

C. BOUZAID

Custom
One-Tonner

FASTNET

3rd
2nd

III

MEDITERRANEAN
CHAMPION
ONE TON CUP

1st

SOUTHERN
CROSS SERIES

Top Boat
Overall
Points

WAI-ANIWA

SOUTHERN
CROSS SERIES

Winning
Team

WAI-ANIWA

C. BOUZAID

Custom
One-Tonner

N.A.Y.R.U.
HALF TON
CHAMPIONSHIP

1st

Overall

CROCODILE

J. CARTER

Custom 33

OFF-SOUNDINGS
REGATTA

1st

Overall

PIRATE

B. BAXTER

Carter 33

NORTH SEA
RACE

1st

IV

ANGEL

D.E. EDWARDS

Custom 34

SKAGEN RACE

1st

Overall

CHALLENGE

III

CAVALIER
SEUL

D. PAUL-CAVALLIER

III

CAVALIER
SEUL

D. PAUL-CAVALLIER

IZENAH III

M. HOLLEY

YARMOUTHLEQUEITO
MORGAN CUP

322

OWNER

NEW YORK
YACHT CLUB CUP

FASTNET

1972

BOAT

1st
3rd

Overall

WAI-ANIWA

C. BOUZAID

Custom
One-Tonner

1973

RACE

RANK

CLASS

BOAT

OWNER

TYPE

COWES-DINARD

2nd

II

MERSEA
OYSTER

D.M. POWELL

Custom 43

CHANNEL RACE

1st

Overall

ANGEL

D.E. EDWARDS

Custom 34

CHANNEL RACE

1st

IV

ANGEL

D.E. EDWARDS

Custom 34

AHMANSON
Series

1st

Overall

RED
ROOSTER

J. CALLEY

Custom 41

SETTIMANA
DELLE BOCCHE

1st

II

ORCA

R. GARDINI

Custom 43

SETTIMANA
DELLE BOCCHE

1st

Overall

ORCA

R. GARDINI

Custom 43

MIDDLE SEA
RACE

1st

II

ORCA

R. GARDINI

Custom 43

MORGAN CUP

1st

Overall

FRIGATE

J.A. BOYDEN & R.
AISHER

Custom 40

NORDSEE
WOCHE

1st

II

SAPHIR

DIECKELL

Carter 39

FEHMARN
REGATTA

1st

IB

INES

W. PEDDINGHAUS

Palynodie III

FEHMARN
REGATTA

1st

II A

SAPHIR

DIECKELL

Carter 39

FEHMARN
REGATTA

3rd

II A

CARINA III

D. MONHEIM

Custom 44

SKAGEN RACE

1st

Overall

MONA-LISA

MARLBORO CUP

1st

II

LEI

Pr. BERNARD

Carter 43

GIRAGLIA

1st

Overall

YDRA

M. BULGARI

Custom
One-Tonner

GIRAGLIA

2nd

III

CANDIDE

M° J. MOLCO

Carter 40

ONE TON CUP

1st

Overall

YDRA

M. BULGARI

Custom
One-Tonner

ONE TON CUP

3rd

Overall

HANN

C. BOUZAID
chartered

Carter 37

ONE TON CUP

5th

Overall

CHLOE

Syd FISCHER

Carter 37

ADMIRAL's CUP

Winning
Team

CARINA III

D. MONHEIM

Custom 44

ADMIRAL's CUP

2nd Boat
Overall
Points

FRIGATE

J.A. BOYDEN & R.
AISHER

Custom 40

ADMIRAL's CUP

3rd Team

FRIGATE

J.A. BOYDEN & R.
AISHER

Custom 40

Carter 33

Carter 33
Tina
Tina

CARDONNET-SOVEREIGN

2nd

MARLBORO CUP

1st

II

LEI

Pr. BERNARD

Carter 43

MARLBORO CUP

1st

III

VARIAG

M. HENRION

Tina

II

YEAR

Custom 43

MARLBORO CUP

2nd

I

CORIOLAN

C. de GALEA

Custom 54

MARLBORO CUP

2nd

III

FILPIA

M. POPP

Tina

COWES-DINARD

1st

III

CAVALIER
SEUL

D. PAUL-CAVALLIER

Tina
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YEAR

1974

1975

324

RACE

RANK

CLASS

BOAT

OWNER

TYPE

CHANNEL RACE

2nd

Overall

FRIGATE

J.A. BOYDEN & R.
AISHER

FASTNET

1st

II

FRIGATE

FASTNET

1st

III

FASTNET

3rd

RORC
CHAMPIONSHIP

1st

RACE

RANK

CLASS

BOAT

OWNER

TYPE

Custom 40

MARSEILLE
WEEK

2nd

IV

LE PETIT
PRINCE

QUEVAL

Carter 3/4
Tonner

J.A. BOYDEN & R.
AISHER

Custom 40

LA ROCHELLE
WEEK

1st

I to III

PEN AR VIR III

P. BONNET

Carter 37

HYLAS

D.E. EDWARDS

Carter 37

LA ROCHELLE
WEEK

3rd

I to III

PORDIN
NANCQ

J. LAMOURIC

Carter 37

III

VARIAG

M. HENRION

Tina

LA ROCHELLE
WEEK

1st

IV

LE PETIT
PRINCE

QUEVAL

Carter 3/4
Tonner

III

VARIAG

M. HENRION

Tina
3/4 TON CUP

4th

Overall

PETICACHE

S. KEEN

Carter 3/4
Tonner

ANNAPOLIS
SERIES

1st

CAPER

Carter 3/4
Tonner

CAPER

Carter 3/4
Tonner

RORC ALAN
PAUL TROPHY

FRIGATE

RORC OCEAN
RACER OF THE
YEAR

YEAR

J.A. BOYDEN & R.
AISHER

Custom 40

FRIGATE

J.A. BOYDEN & R.
AISHER

Custom 40

SORC Nassau
Race

1st

TONNERS WEEK
Marseille

3rd

Overall

OBSESSION

J. LEGRE

Carter 37

SEINE BAY RACE

1st

III

WINDSPRITE

B. BANKS

Texas
One-Tonner

SORC

1st

D

RABBIT

R.E. CARTER

Carter 39

SEINE BAY RACE

1st

Overall

WINDSPRITE

B. BANKS

Texas
One-Tonner

SORC

5th

Overall

RABBIT

R.E. CARTER

Carter 39

1st

III

WINDSPRITE

B. BANKS

Southsea-L.H-R.
Sovereign

CERVANTES
TROPHY

Texas
One-Tonner

3rd

III

HYLAS

D.E. EDWARDS

Carter 37

MORGAN CUP

1st

III

WINDSPRITE

B. BANKS

Southsea-L.H-R.
Sovereign

Texas
One-Tonner

3rd

III

HYLAS

D.E. EDWARDS

Carter 37

COWES-DINARD

1st

III

WINDSPRITE

B. BANKS

Texas
One-Tonner

MARLBORO CUP

2nd

III

AOUFA III

J. NERET-MINET

Carter 37
TRANSPAC

1st

C

MAMIE

MILTON B. SMITH

Custom
Two-Tonner

TRANSPAC

2nd

Overall

MAMIE

MILTON B. SMITH

Custom
Two-Tonner

FASTNET

4th

III

WINDSPRITE

B. BANKS

Texas
One-Tonner

TWO TON
CHAMPIONSHIP

1st

F. PIKU & D.
GAMBLE

Custom
Two-Tonner

GIRAGLIA

3rd

III

CHICA-TICA II

C. di MOTTOLA

Carter 37

MIDDLE SEA
RACE

2nd

III

CHICA-TICA II

C. di MOTTOLA

Carter 37

MORGAN CUP

2nd

III

PROTON

G.P. BALFOUR

Carter 37

PLYMOUTH-LA
ROCHELLE

1st

III

PEN AR VIR III

P. BONNET

Carter 37

COWES-DINARD

2nd

III

WINDSPRITE

B. BANKS

Texas
One-Tonner

SETTIMANA
DELLE BOCCHE

2nd

III

MAELSTROM

G.P. BALLERINI
PUVIANI

Carter 37

RORC
CHAMPIONSHIP

2nd

III

WINDSPRITE

B. BANKS

Texas
One-Tonner

MIDDLE SEA
RACE

Line
Honors

BENBOW

Dr RECCHI

Custom 65

TONNERS WEEK
Marseille

1st

Overall

OBSESSION

J. LEGRE

Carter 37

MIDDLE SEA
RACE

1st

Overall

BENBOW

Dr RECCHI

Custom 65

MARSEILLE
WEEK

2nd

III

OBSESSION

J. LEGRE

Carter 37

RORC
CHAMPIONSHIP

1st

III

WINDSPRITE

B. BANKS

Texas
One-Tonner

MARSEILLE
WEEK

3rd

III

ORCA

RIGAULT

Carter 37

E.A.O.R.A.
CHAMPIONSHIP

1st

I

HYLAS

D.E. EDWARDS

Carter 37

Overall

AGGRESSIVE
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YEAR

RACE

RANK

CLASS

BOAT

OWNER

TYPE

1976

CAPE TOWN-RIO

1st

Overall

CHICA TICA II

C. di MOTTOLA

Carter 37

MARSEILLE
WEEK

2nd

III

OBSESSION

J. LEGRE

Carter 37

SORC

2nd

Div 1 Class II

J&B

COPPA
PRIMAVERA

1978

1980

326

II

MINTAR

F.&M. GANDOLFI

I to III

PEN AR VIR III

P. BONNET

Carter 37

BERMUDA RACE

2nd

E

ANDURIL

J.C. FOSTER

Carter 39

L.A. to TAHITI
RACE

3rd

Overall

TENTATION

F. LUSSAN

Carter 37

MIDDLE SEA
RACE

Line
Honors
2nd

FASTNET

1st

MIDDLE SEA
RACE

Line
Honors

MIDDLE SEA
RACE

1st

TRANSPAC

II
III

TIDERACE III

RANK

CLASS

BOAT

OWNER

TYPE

1981

TIGULLIO
WINTER
CHAMPIONSHIP

1st

IIa

RAMANTA

F.&M. GANDOLFI

Carter 39

COPPA PASSARDI

1st

II

RAMANTA

F.&M. GANDOLFI

Carter 39

1982

CHICAGOMACKINAC

1st

Mackinac
Cup

LEADING
EDGE

E. MONDRY

NA 40

1983

CHICAGOMACKINAC

1st

Mackinac
Cup

THIRSTY
TIGER
(ex-ORCA)

A.G. D'OTTAVIO

Custom 43

1984

GIRAGLIA

New
Course
Record

BENBOW

Dr RECCHI

Custom 65

2006

BERMUDA RACE

1st

I

LIVELY LADY II
(ex-ANTELOPE)

W. HUBBARD

Tina

1st

Cruiser/
Racer

LIVELY LADY II
(ex-ANTELOPE)

W. HUBBARD

Tina

1st

Saint David
Lighthouse

LIVELY LADY II
(ex-ANTELOPE)

W. HUBBARD

Tina

William C. Finley Trophy

LIVELY LADY II
(ex-ANTELOPE)

W. HUBBARD

Tina

Thomas Fleming Day
Mem.Trophy

LIVELY LADY II
(ex-ANTELOPE)

W. HUBBARD

Tina

George Mixter Trophy

Michael Lawson-LIVELY
LADY II

William Snaith
Memorial Prize

Dick CarterLIVELY LADY II

Carter 39

2nd

BENBOW

RACE

Carter 39

LA ROCHELLE
WEEK

RORC
CHAMPIONSHIP

1977

1st

YEAR

Dr RECCHI
D.E.P. NORTON

Custom 65
Carter 42

VARIAG

M. HENRION

Tina mod.

BENBOW

Dr RECCHI

Custom 65

Overall

BENBOW

Dr RECCHI

Custom 65

2nd

C

MAMIE

MILTON B. SMITH

Custom
Two-Tonner

RORC
CHAMPIONSHIP

1st

III

VARIAG

M. HENRION

Tina mod.

E.A.O.R.A.
CHAMPIONSHIP

1st

Class I

MISCHIEF OF
MERSEA
(ex-WINDSPRITE

A. HILLS

Texas
One-Tonner

2011

CHICAGOMACKINAC

1st (Tie)

Mackinac
Cup

FAST TANGO

T. PROPHIT & P.
WENZLER

NA 40

SORC

1st

Div 1 Class B

J&B

M. ENGEL & J.
SUTPHEN

Carter 39

2012

FASTNET

2nd

IV

PERSEPHONE
(ex-GAZELA,
ex-ZEEHAAS)

Y. LAMBERT

Tina

GIRAGLIA

1st

II

JUNO TT

BUZZI

Custom Two
Tonner

1st

Classic

NAIF

I. GARDINI

Custom 44

A. HILLS

Texas
One-Tonner

PANERAI
CLASSIC YACHTS
CHALLENGE
COWES-DINARD

2nd

IRC 4

HELISARA

J.P. BESNARD

Tina

E.A.O.R.A.
CHAMPIONSHIP

1st

I

MISCHIEF OF
MERSEA
(ex-WINDSPRITE

TIGULLIO
WINTER
CHAMPIONSHIP

1st

IIa

RAMANTA

F.&M. GANDOLFI

Carter 39

COPPA
PRIMAVERA

1st

A, I & II

RAMANTA

F.&M. GANDOLFI

Carter 39

2014
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