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OPPOSITE Sunbeam, the
superbly elegant three-masted
topsail schooner built for Sir
Thomas Brassey in 1874. He
sailed her round the world
two years later, a trip which
took 425 days, and he was the
first man to make the voyage.

Introduction

achting today falls naturally into the two very different cate-
gories of cruising and racing, and it is a matter of tempera-
ment, very largely, which one chooses: either a man likes a
challenge or he does not. While cruising means comfort, time
for reflection and philosophizing, fresh mornings at sea and
strange ports, racing carries all the opposite attractions:
racers are built for lightness and speed, not comfort, they are tough to
sail in, and the very speed itself is tiring as the body is constantly thrown
about by the vagaries of wind and weather. In a sense, of course, racing
and cruising are complementary: racing can teach the most efficient use
of the gear and the most effective sailing methods (though racers some-
times overstrain their boats and subject them to unnecessary stresses) ; and
very often the search for speed and high performance in racing yachts
results in technical advances and design improvements in cruisers too.

The term ‘yacht’ is of Dutch origin, and the Dutch it was who introduced
the sport into Britain at the time of the restoration of King Charles 11 to
the throne. Charles can be considered the father of yachting; a sailor at
heart, he had a tremendous interest in his navy, while his predilection for
pleasure and frivolity directed him towards pleasure boats, and a yacht
— or, to use the Dutch term ‘jaght’ — is by definition one built for pleasure.
A ‘jaghtschip’ was originally a fast, light vessel of war, but in time this
description came to be applied to any sailing vessel of a good turn of
speed; when anglicized as ‘yacht’, though the term was first applied to
vessels used for state and royal purposes, the meaning broadened to
include any vessel whose purpose was neither war nor trade but purely
pleasure.

The steam yachts of the very rich in the days before the First World War
were something not far short of fantasy. The life aboard was one of
freedom and indulgence, in which expense was never even considered.
Often they provided a setting for over-eating, over-drinking, and adultery
—and for both the initiation and the demise of marriages. Starry nights at
sea can be a powerful romantic influence on men and women alike; at
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sca there 1s an automatic cut-off from the shore and all its restrictions,
and inhibitions tend to be blown along the four winds. The great private
yachts were worlds in miniature, like the ocean liners themselves that once
sailed from Tilbury to Sydney and Bombay, from Liverpool to Canada
and South America, from Southampton to New York and the Cape, with
the difference that the yachts could follow whatever course their owner
chose 1o set.

No detail was overlooked in providing comfortable interiors to these
scaborne palaces; the scale was lavish in the extreme, and nowhere more
so than in the great British royal yachts named in succession Victoria and
Albert. Aboard the old V and A - as each became affectionately known
to a loyal public = the list of stores was said to itemize ‘pot, chamber,
with two gold bands and crown, for use of H.M. The King; pot, chamber,
with one gold band and crown, for use of H.M. The Queen.” Women'’s
lib had not yet arrived to bring equality to the royal bedroom.

Until the start of the Second World War wealth was essential for the
owners of racers as well as steam-yacht cruisers. Though not all were
famous, rich they had to be on a scale that is no longer possible or relevant
today. Many were characters, one of the most famous being Sir Thomas
Lipton. A personal friend of King Edward vir (known as Old Tum-Tum),
he challenged for the America’s Cup with his Shamrocks no less than
three times during Edward vir’s lifetime though even his royal friend,
then Prince of Wales, had had to cut down on the grounds of expense.

Some of the paid crews were as well known as the owners for their
eccentricity : a member of the noted yacht-skippering family of Parker of
Southampton, when asked, peevishly, by King George v why the weather
was so bad during a certain Cowes Week, blamed it fair and square on
the Labour Government.

Fine seamanship was shown by the great racing yachtsmen of these
earlier days, and as time went by it was they alone who carried on the
traditions of the iron men who had driven the great windjammers and
clippers around Cape Horn to South American and Australian ports, or
brought the season’s tea racing home from China by way of the Sunda
Strait. As commercial sail began to leave the seas and the great merchant
ports of Britain, America, the Continent and Australia resembled less and
less a ‘forest of masts and yards’, the sail borne by the ocean and coastal
yachtsmen became a constant and welcome reminder of a great race of
men.
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he Surprise, first in a long line of royal yachts, was far from
glamorous; she was an ordinary coal-brig in which, after the
battle of Worcester in August 1651, Charles 11 completed his
escape to France with the help of his friends and the brig’s
master, Captain Nicholas Tattersall.

Having fled to the Sussex coast, pursued by the victorious armies of
Oliver Cromwell, the King rested at the tiny village of Brighthelmstone —
later to become Brighton — where he met Captain Tattersall who, for a
cash-down sum of £60, agreed to embark the royal party. Tattersall was
then kept all night at the George Inn, smoking and drinking with the King
and his companions. This was in case he should be prevented at the last
moment by his wife from assisting the King — as had happened at Char-
mouth during earlier negotiations.

However, two hours after midnight all was well: with Tattersall present,
the King rode alittle way west to the creek at Shoreham, whence Tattersall
had earlier brought the Surprise from Shoreham harbour; and between
7 and 8 a.m. on Wednesday 15 October, Tattersall sailed, ostensibly along
the coast for Poole in Dorset. At 5 p.m. that evening he altered course
towards the coast of France, noting that His Majesty had a good know-
ledge of navigation and was keeping himself occupied on deck by directing
the coal-brig’s course. The French coast was sighted next morning, but
the tide failed them and the wind shifted suddenly; Surprise was forced
to anchor two miles off Fecamp, due south of Brighthelmstone, and the
King, with his companion Lord Wilmot, was rowed ashore in the cock-
boat. Soon after they had landed in safety the wind shifted again and Tat-
tersall sailed for Poole, no one suspecting that he had already visited France
and safely landed his royal passenger.

At the Restoration Tattersall enlarged and embellished the Surprise, and
moored her in the Thames opposite Whitchall as a reminder to His
Majesty of his valuable services. These were indeed recognized and he was
rewarded with a pension of £100 a year, to be paid to his wife Susan after
his death, and then to his son Nicholas or his daughter, also named Susan.
The last recipient of this long-lasting pension was Sir John Bridger, a great-
grandson of Tattersall.

Shortly after the Surprise had been so strategically placed for the King’s
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ABOVE The Royal Caroline.
Originally owned by George 1
and known as Peregrine, she
was rebuilt and renamed in
the reign of George 11.

RIGHT George 11I’s Royal
Sovereign, launched at : ;
Deptford in 1804. Ship-rigged [ o

and armed, she was one of the
largest royal yachts of her /4}‘.’

time.
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attention, she was entered into the Royal Navy and her name altered to
Royal Escape, with Tattersall in command, though he had arranged for
a reversion of his Captain’s pay in favour of his son Nicholas. In the Navy
List of 1684 the Royal Escape is described as a small vessel of 34 tons,
ten men, and no guns; at the time of the King’s voyage in her she carried
a crew of only four men and a boy, in addition to her master. After the
King’s death in 1685 she was sadly neglected; and she ended her life in
one of the Deptford dockyards in a gradually worsening state of decay
and dereliction; finally, more than a hundred years later — which speaks
well enough for the stout timbers of the day —she was broken up to provide
fuel.

During the reign of Charles 11 there were no less than 27 royal pleasure
yachts all told, among them the Mary, given to the King by the Dutch
in 1660. Of 100 tons and thus on the large side for those days, she was
wrecked on the Skerries 15 years later. Charles owned a number of other
yachts of varying tonnages, mostly smaller than the Mary.

Under the aegis of William of Orange eight royal yachts were built, some
of them manned by up to 250 men, while Queen Anne’s reign produced
Charlot of 155 tons, re-rigged as a ketch in 1761 and named Augusta.
Under the Hanoverian kings the use of royal yachts was continued, George
1 having 15 built at different stages of his reign. On his accession in 1714
he had crossed from the Continent aboard the 14-year-old Peregrine,
renamed Carolina in 1716; rebuilt in the reign of George 11 she became
the Royal Caroline, but in 1749 was returned to the Navy under her old
name of Peregrine. George 11 made good use of his William and Mary,
and also sailed eight other yachts of varying rigs and tonnages. George
11 built another Augusta in 1771 and followed her up with Dublin of 148
tons, Portsmouth of 68 tons, and Bolton of 42 tons. But outstanding was
the Royal Sovereign,launched from Deptford in 1804. She was ship-rigged,
copper-sheathed, and carried eight guns. Richly ornamented with leaves
and medallions and a great deal of gingerbread work, her figurehead was
of the King himself wearing his imperial crown, while Neptune, lording
it aft, brandished his trident.

A long time before Charles 11 popularized yachting, some private vessels
had in fact been built purely for pleasure purposes; but it was not until
the Dutch introduced a habitable design and a suitable rig, derived from
the jaghtschips (fast despatch vessels), that the business of pleasure sailing
got fully under way. In the seventeenth century the Dutch developed their
sloop-rigged pleasure vessels, and it was they who first used the gaff —
a spar for extending the top of a fore-and-aft sail — and the leeboard (of
assistance in sailing close-hauled) ; however, the leeboard was soon to be
replaced by the straight keel which in the case of deeper draught vessels
was used to prevent falling off the wind. Other modifications from the
Dutch design were introduced to cope with English Channel conditions.
In America, to which country the Dutch also exported the concept of the
leeboard, development took the form of the centreboard drop keel. In the
1660s an early catamaran was developed as a breakaway from the Dutch
tradition by Sir William Petty, a statistician and cconomist who was
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oPPOSITE, ABOVE Cork
Harbour: the River Lee, home
of the Water Club of Cork,
first of the great yacht clubs
and later to become the Royal
Cork Yacht Club.

OoPPOSITE, BELOW The
Caernarvon Regatta of 1849.
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believed to have obtained his nautical ideas from scamen who had
observed such craft in India.

Perhaps the first ocean racing to be seen off the British coasts was when
Petty’s catamaran The Experiment won its owner £50 by beating the
packet-boat from Holyhead to Dublin m July 1663. The Experiment
reached Dublin at 5 p.m., 15 hours before the packet-boat: such was the
surprise when the catamaran came in that it was assumed the packet-boat
had gone down. Later The Experiment featured in another and more
official race — against the King’s barge and a boat from a man-o’-war.
Despite the loss of a rudder, Petty’s weird craft was the winner. However,
catamarans received a setback when one of Perty’s double-hull vessels, en
route for the West Indies, went down in the Bay of Biscay; and it was
very many years before the concept was to be revived.

The cighteenth century saw the rise of the great yacht clubs in Britain,
the first (in 1720) being the Royal Cork Yacht Club, first known as the
Water Club of Cork. This was situated on Haulbowline Island where, until
the Irish Free State came into being in 1922, the British Army and Navy
maintained a fortified base. The club was chiefly social and indulged more
in resplendent regattas than in competitive racing; it has the distinction
of being the most senior of them all. In its early days formality and strict
etiquette were the rule. The annual procession of boats to sea under their
Admiral resembled the setting forth of a fleet of the King’s ships of war,
the annually-elected Admiral wearing his flag proudly and leading his
squadrons forth with beating drums and sounding trumpets to receive due
honour and acclaim. Indeed, all the proceedings were conducted along
Royal Naval lines, and the club rules read rather like King’s Regulations
and Admiralty Instructions for the Navy, if not the Articles of War them-
selves — which threatened death for all manner of nautical crimes. Forma-
tion sailing was practised and the vessels moved to the sound of gunfire
signals, of which there were always an inordinate number; forfeits were
introduced when, on club-day rendezvous, those boats that were not in
sight as the Admiral came abeam of the castle were fined a half-crown
to be put towards the gunpowder fund. Dress was strictly ordered: no
long-tailed wigs, no voluminous sleeves, no ruffles ; while on another tack,
even the Admiral was not permitted to bring aboard more than two dozen
bottles of wine.

The next club to be founded was the Cumberland Sailing Society, better
known as the Cumberland Fleet, in 1775. It was named after the Duke
of Cumberland, George 111’s brother, who had begun to encourage the
sport in a big way. The club, based on the Thames, was later to become
the Royal Thames Yacht Club. It boasted a very wide membership from
its inception, a membership drawn from all classes — gentry, professional
men, merchants, men-about-town — the only persons barred being those
who earned their living from the hiring-out of pleasure craft. In its first
year the Duke of Cumberland presented a silver cup to the club, to be
competed for in a race from Westminster Bridge to Putney Bridge and
back, the event being open to boats between two and five tons burden.

This race was held on 13 July and there were 20 entries. The Duke of
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Cumberland attended in his state barge with the Royal Standard hoisted,
accompanied by another vessel with a band embarked. The winner was
Aurora, a yacht owned by a Mr Perkins of Ludgate Hill. After the finish,
toasts were drunk with full ceremony in claret, which was handed round
in the winner’s cup by a butler, to the accompaniment of vociferous cheer-
ing from the thousands of spectators, the blaring of brass bands, and many
salvoes of artillery. After such splendour, it is sad to record that it was
as the result of a dispute among members of the Cumberland Fleet that
the Thames Yacht Club, not yet Royal, was formed; it was in fact a break-
away group. In 1823 the Cumberland Fleet changed its name to His
Majesty’s Coronation Sailing Society, and two captains, as the owners
were referred to, disputed the interpretation of the somewhat embryonic
rules; supporters of one of the parties then resigned in a body to found
the Thames Yacht Club.

The first event of the new club took place in September 1823 : Blackfriars
Bridge to Cumberland Gardens for a cup valued at 25 guineas. After this,
two races took place every year until 1840. In the meantime the Duke of
Clarence, later William 1v, the Sailor King, had become the club’s patron
and his appointment led to further races; when the Duke succeeded to
the throne in 1830 the club was honoured by the addition of Royal to
its title. In 1848 the club was awarded, by Admiralty warrant, the right
to wear the Blue Ensign. In May 1866 the Nore to Dover Race was in-
stituted and in 1874 the Prince of Wales, later Edward vii, became Com-
modore; Thomas Brassey of Sunbeam fame, later Lord Brassey, joined
the King as Rear-Commodore. On the occasion of the Queen’s Golden
Jubilee in 1887, the Royal Thames gave a prize of 1,000 guineas for a
Round Britain sailing race, Dover being the finish line.

These events were not in fact the first races to receive royal patronage,
for back in 1749 George 111, then Prince of Wales, had become patron and
trophy-presenter of the first of all races for a cup. Held in August, this
was from Greenwich to the Nore and back, and the cup was won by the
Princess Augusta, owned by a Mr George Bellas. The Gentleman’s
Magazine of the day says: ‘His Royal Highness the Prince of Wales, with
five orsix attendants in his Chinese Barge and the rowers in Chinese habits,
drove gently before for some time and a crowd of boats about him, the
people frequently huzzaing, at which he pulled off his hat.’

The Royal Yacht Squadron

In 1815 the Yacht Club was formed, to become the Royal Yacht Squadron
in 1833, with the right — granted in 1829 — to wear the White Ensign. Its
members, exclusively of the aristocracy and gentry, wore a uniform of
a blue jacket, single-breasted and short in the body, with white trousers;
it was not unlike the uniform worn by petty officers in the Navy of the
day, whose short jackets were possibly the forerunners of the ‘bum-freezer’
worn more recently as mess dress by naval officers. These were the days
of full-blooded, hard-drinking men, whose roistering and uninhibited
ways included a vigorous retaliation in the face of misfortune. In 1829,
for instance, a race took place between Menai, Lulworth and Louisa, the
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first two owned by unutled gentlemen, the third by Lord Belfast. Menai
had gone hard aground after rounding the Nab shoal when Luliworth and
Lowisa collided, just as they were nearing Cowes at the finish. In true Royal
Naval fashion, Belfast’s men, encouraged by many warlike shouts, drew
cutlasses and entered battle, slicing through the enemy’s boom lacing as
well as her reef pendant. Not to be outdone, Lulworth’s bold sailors
hacked back. The official decision was reached that to cut away rigging with
axes was not justified, whercupon Lord Belfast announced that in future
he would cut in half any vessel attempting to cross his bows when
tacking.

Lord Belfast was not, of course, renowned only for his arrogance and
cutlass drill: it was he who built the famous Waterwitch, brig-rigged (two
masts, square sail on both) and one of the fastest sailers of her day - soon
to be copied by the Admiralty for naval use.

Some of the vessels owned by members of the Royal Yacht Squadron
were quite remarkably warlike. Lord Cardigan of Light Brigade fame took
his yacht to the Crimea, wearing full uniform with spurs when aboard.
Lord Yarborough, Commodore in 1835, owned the 351-ton yacht Falcon,
which was ship-rigged (square sail on all three masts) and equipped with
abroadside of 11 cannon. The Duke of Portland’s 350-ton brig Pantaloon,
built in the Duke’s own yard at Troon in Ayrshire, was commanded by
a sailing master who, in his RN days, had been a member of one of the
Navy’s press gangs: any stray men below the estate of gentleman they
happened to catch were rounded up for immediate sea service.

In 1838 the Royal London Yacht Club, first known as the Arundel Yacht
Club, was founded, and then thick and fast came the Royal Western at
Plymouth, the Royal Northern on the Clyde, the Royal Anglesey at Beau-
maris, the Royal Southern at Hamble near Southampton (where now is
kept Britannia’s racing flag presented by Edward viin and Queen Mary in
1936), and very many more. The British Empire responded with the
Gibraltar Yacht Club, later Royal, while in the farther dominions and
colonies other great clubs were formed: in 1838 the Royal Hobart Regatta
Association was born, in 1844 the Royal Bermuda Yacht Club, in 1867
the Royal Prince Alfred Yacht Club of Sydney, in 1869 the Royal South
Australian Yacht Squadron at Adelaide and in 1875 the Royal Perth Yacht
Club of Western Australia. In later years many others were to follow,
indicating the growing nation-wide — indeed world-wide — popularity of
the sport and the social occasions that went with it; but the Royal Yacht
Squadron remained the pinnacle, guarding its membership list jealously,
resisting for as long as possible the intrusion of trade and industry — as
was witnessed by the long exclusion of Sir Thomas Lipton. When Victoria
celebrated her Golden Jubilee in 1887, the RYS marked the occasion by a
great race from Cowes to Cherbourg via the Nab Lightship and back to
Cowes by the Eddystone Lighthouse, the homeward course being south
of the Isle of Wight and the Nab. The race was for schooners, cutters
and yawls above 30 tons, British and foreign, though in fact there were
no foreign entries, and the prize of £500 was won by John Mulholland’s
schooner Egeria.
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from an engraving by William
Daniell.

RIGHT The ship-rigged Falcon
carrying 11 cannon, 3§51 tons.
Falcon was owned by Lord
Yarborough, Commodore of
the Royal Yacht Squadron in
1835.
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A wise and wealthy man once remarked that if a man needed to ask what
it cost to run a yacht, then he couldn’t afford to run it. Yachting was a
rich man’s pastime - the names of those who indulged m the nineteenth
and carly twentieth centuries were enough indication of this: the Dukes
of Portiand, Norfolk and Leeds, Lord Vernon, Sir Richard Williams-Bu!-
keley, Lord Iveagh of the Guinness family, Lord Francis Cecil, the Earl of
Caledon, the Marquis of Ailsa and many others. Here were no Chichesters,
no Chay Blyths. There was no sponsorship and the expenses were enor-
mous, constant repair bills having to be met with a smile, bills that were
infinitely larger in real money terms than today’s because the vessels
themselves were much larger, many of them carrying three masts with a
huge sail area, comparable with that of a man-o’-war or a merchant-
man. The crews were large, so, therefore, was the wages bill: 30 in a racing
crew was not unusual. The deck gear was vast compared with today’s
racers: spars, sails, blocks and rope by the hundreds of fathoms. But if
the lavishness made possible by wealth had remained constant, rigs and
types of vessels were always changing: the day of the schooner rig was
already passing, to be replaced by the gaff-rigged cutter. Perhaps the epi-
tome of schooner-rigged vessels was the famous America, whose first
arrival in Cowes in 1851 altered the future course of yachting. The Queen’s
Cup had just been thrown into the ring, as it were, and was available by
courtesy of the Royal Yacht Squadron to the world. Under Captain John
Stevens, the 170-ton America of New York was the first of her nationality
to come to Britain.

After a dispute over time allowances, America’s owner withdrew from
the race for the Queen’s Cup, and it was held without her. But the Royal
Yacht Squadron decided, in the interests of fair play, to offer another cup
for a race around the Isle of Wight; in this America took part, Queen
Victoria and Prince Albert watching from the Victoria and Albert, the
royal yacht of the day. It is a matter of history that America outraced
all her rivals, coming home almost 20 minutes ahead of her next astern,
the 47-ton cutter Aurora. The cup was hers — henceforth known as the
America’s Cup, not the Queen’s, being hers alone by right of conquest.

Early days in America

The first recorded American pleasure boat or yacht was John C. Stevens’
20-ft Diver, built in 1809, followed in 1816, the year after Waterloo, by
Trouble. Fifty-six feet in length and carrying two masts, Trouble was a
good seaboat and a comfortable one; success with her encouraged Stevens
to build more and more experimental prototypes, some of which were
failures, some being subsequently handed over to the United States
Government for use in the coastguard service. In 1835 came the frst
organized race, in which John P. Cushing’s schooner Sylph raced Stevens’
Wave off Cape Cod. By 1844 the numbers of vacht owners had grown
to such proportions that a meeting held aboard Stevens’ yacht Gimcrack
led to the formation of the New York Yacht Club with Stevens himself
as its first Commodore. Five years later the Southern Yacht Club was
founded. From then on the sport grew rapidly, and some large yachts began
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LEFT The trophy for the
America’s Cup race, first won
by the US cutter America in
1851. Despite numerous
challenges from Britain, and
more recently from Australia,
the cup has remained in the
United States ever since.

RIGHT John C. Stevens (1785—
1857), first Commodore of the
New York Yacht Club and
part owner of the great
America.

BELOW Spectators at the New
York Yacht Club’s Annual
Regatta, 10 June 1869.




GREAT YACHTS

to come along, notably Stevens’ 16o-ton sloop Maria, built by William
Capes of Hoboken, and the schooners La Coquille, Brenda and Cygnet.
Maria was a first-class racer, winning many trophies. Of 111 ft in length,
she had a 26-ft 6-in beam, 5,790 sq ft of canvas and two centreboards,
the after one being used to assist the steering. In 1849 Brenda raced against
the British-owned Pearl and beat her — in the first recorded international
race — by a margin of only 55 seconds.

America was jointly owned by Stevens and a number of associates, in-
cluding his brother E. A. Stevens, and built by George Steers and W. H.
Brown. She was intended to be a crack boat and much money was lavished
on her. After her victory over Britain in the Royal Yacht Squadron’s cup,
she had an enormous influence on American yacht design, with everyone
trying to re-design their boats along her lines. However, at the close of
the 1851 racing season, she was transferred to the ownership of Lord de
Blaquiere; she went to Britain, where she remained for some ten years;
then, back in America during the Civil War, she sailed the seas in the inter-
ests of the Southern Confederate States. Sunk in Florida, she was raised
to take part in the blockade of Charleston, and she later became a
midshipman’s training ship at the Naval Academy at Annapolis in Mary-
land. But, a racer to the end, she made a come-back in 1870 when she
was refitted at staggering cost to race against the British Cambria for the
America’s Cup, her own cup, under the ownership of the United States
Government itself. In the event she in fact took fourth place but came
in ahead of the British entry. After many vicissitudes, the old America was
bought by a yacht club in the eastern states for use as a floating clubhouse.
Finally, in 1924, she was returned to Annapolis to become a nautical
museum.

The racing yachts of the late nineteenth century were in many cases
— perhaps most — not just racers: much ‘gracious living” went on aboard
them, and in the fine, spacious saloons, kings, presidents and the very rich
were entertained to superb food and drink. Such a yacht was Galatea,
alarge-class cutter owned by a retired British naval officer, William Henn,
which made an unsuccessful challenge for the America’s Cup in 1886. Her
saloon was fabulous and, by today’s frugal standards, incredible: tiger
skinslay atop expensive carpeting, cushioned sofas and rich door hangings
abounded, the walls were adorned with valuable pictures, just like any
wealthy Englishman’s home ashore, and an exotic variety of plants stood
in front of an ornate fireplace. In its time, none of this seemed incongruous
— even on a racing yacht.



2 Slate dMlendour and
Rivalry

he British royal yacht in use when Queen Victoria came to

the throne in 1837 was the three-masted man-o’-war Royal

George, next of her name after the more famous battleship

in which Rear-Admiral Kempenfelt had perished with all his

ship’s company when she capsized in Portsmouth Dockyard
on 29 August 1782. The royal yacht served four monarchs: George 111,
George 1v, William 1v and Victoria.

The Queen was an indefatigable traveller, especially on the railways,
which she much enjoyed; the sea did not appeal to her so much and she
was an indifferent sailor, while her husband Prince Albert was a worse
one, growing pale and queasy the moment he spied a ship. In Victoria’s
early days, before she came to the throne, the royal yachts included the
sailing vessel Emerald; during a voyage to Plymouth as a girl Victoria was
sick for half an hour, but later managed to eat a hot mutton chop for
lunch, a feat of endurance that gave her much gratification. In the after-
noon she was rescued from a falling mast in the nick of time when Emerald
fouled a hulk on entering harbour under tow of a steamer.

Despite sickness and danger, the Queen was a determined woman when
it came to duty ; the various royal yachts were made good use of in convey-
ing her, to the cannon-roar of gun salutes on arrival and departure, around
the coasts of Britain and across the Channel to the Continent. The Royal
George finished her days at Portsmouth as a receiving hulk for the officers
of the royal yachts, and was broken up in 1905. She was followed in 1843
by the first Victoria and Albert (a steam yacht of 1,034 tons, 225 ft in
length), designed by Rear-Admiral Sir William Symonds and engined by
Maudslay and Sons’ double-cylinder, direct-acting engines, which drove
paddle-wheels. She had one funnel and two masts and her complement
was 77 officers and men plus 35 riggers from the Pembroke dockyard,
where she had been built; her bunkers carried 170 tons of coal. She was
first under the command of Captain Lord Adolphus Fitzclarence, a natural
son of William 1v.

Her maiden voyage took the royal couple on a visit to France, Queen
Victoria’s first experience of foreign travel and one that was to be of some
diplomatic importance: this was the first time a British monarch had set
foot in France on an official visit since Henry viin had met Francis 1 at
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the Field of the Cloth of Gold in 1520. Furthermore, Anglo-French rela-
tions had been strained since 1840 when the two countries had taken
opposing sides in the quarrel between Egypt and Turkey : the Victoria and
Albert was sailing to repair the breach.

Itis recorded that the Queen made a much more comfortable and luxuri-
ous voyage than had been possible in the Royal George. Before crossing
to France the yacht cruised gently along the south coast of England to
Plymouth, no doubt to give the Queen her sea-legs, calling at a number
of ports en route, at one of which the mayor, much excited by the thought
of being presented to the Queen, fell into the sea. When hauled out he
was too wet and dishevelled to be presented or even to make his address
of welcome.

On 2 September the Victoria and Albert sailed for Le Treport under
escort of the royal squadron of warships, Her Majesty seated on a camp-
stool on deck immediately outside the rum store and thus causing a certain
dilemma for the ship’s company when the pipe ‘Up Spirits’ was made for
the drawing of the daily ration. The royal yacht was met off Le Treport
by the yacht Pluton, carrying the Prince de Joinville, son of the French
King; it is recorded that the whole visit was a great success and that it
helped to create a fellowship between the two countries. When the Victoria
and Albert cleared away finally for the return journey, the Queen was to
be seen sitting on one of the paddle-boxes and graciously receiving the
farewells of Napoleon 111, who was waving his hand and calling his adieus
with enthusiasm.

When a new yacht was built in 1855, the first V and A suffered a name-
change to Osborne, was finally paid off in 1859 and broken up nine years
later.

The new vessel, also a paddle-wheel yacht, this time with two funnels
and three masts, was designed by the Controller’s Department of the
Admiralty and built, like her predecessor, at Pembroke in Wales; she was
putinto commission on 3 April 1855. Of 2,470 tons, she was 300 ft in length,
with a beam just over 40 ft and a 16-ft-plus draught. She was much bigger
than the first V and A and her speed of 14-75 knots, given by her Penn
and Sons’ oscillating engines, was some three knots faster. She was a
supremely comfortable yacht and beautifully fitted out, with a huge
complement of 240 officers and men; Queen Victoria held levees and
parties aboard of much brilliance and elegance.

The royal apartments were superbly furnished: the Queen’s bedroom
had mahogany fittings, and her canopied bed was hung with rosebud
chintz lined in green silk; green silk blinds and white muslin curtains
covered the ports. Her dressing-room contained a writing-desk-cum-dress-
ing table, and the bulkheads were lined with charts and maps operated
by spring rollers. The state drawing-room, hung with chandeliers, was
large for a yacht — 26 ft by 18 ft 6in — and hung with many portraits of
Victoria’s large family. The furniture was of bird’s-eye maple, and in-
cluded an Erard piano, a bookcase and writing tables as well as two large
sofas and some easy chairs. Rich curtains, also green — a strange choice
for two seasick travellers —draped the corridors of all the royal apartments.
There was alords’ and ladies’ dining-room and twelve cabins for the royal
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OPPOSITE, ABOVE
America, the famous
schooner-rigged yacht
from New York, winning
the race round the Isle of
Wight in 1851 to which
she gave her name.

OPPOSITE, BELOW The
dining-room on the second
Victoria and Albert, its
furniture upholstered in
green leather and its large
windows fitted with spring-
roller blinds.
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servants. Until 1888 light was provided by candles, but in that year the
Queen gave grudging permission for electricity to be installed and 42 ac-
cumulator cells thereafter provided the illumination. This change was
made on the advice of the Queen’s oculist; her own inclination, as with
all things, was to cherish and retain the old in preference to the new —
candles having been a cherished childhood memory.

Aboard Victoria and Albert 11 the Queen witnessed the great Fleet Reviews
of 1886, 1887 and 1897 — the last being the year of the Diamond Jubilee,
when massed warships steamed out of Spithead past the royal yacht in
salute as they made out to sea, trailing their smoke behind them until they
faded into the distance; it was a huge steel armada that gladdened the
old Queen’s heart and brought tears to her eyes. The sailors waved their
sennit hats, their cheers resounding across the water as each stately ship
passed by.

In the previous year the Duke of Connaught had travelled in the royal
yacht to attend the coronation of Tsar Nicholas 11 in St Petersburg; the
Victoria and Albert navigated the Neva River right into the heart of the
celebrating city. On 3 April 1900 the Victoria and Albert made her last
royal voyage, sailing from Holyhead to Kingstown in Ireland in a heavy
south-westerly gale. The Queen and some of the other passengers suffered
badly from seasickness — nevertheless, the customary nine-course dinner
continued to be served under the aegis of the royal chefs.

On 1 February 1901 the Victoria and Albert 11 had the melancholy duty
of escorting the Queen’s body across the Solent for her state funeral in
the capital. Troops in full-dress uniform lined the route as the coffin was
carried from Osborne House, where the Queen had died; it was embarked
on the tender Alberta at Trinity Pier, East Cowes, on the Isle of Wight.
Alberta led the sea procession, Victoria and Albert came immediately
astern, followed by the Osborne, the Hohenzollern carrying the Queen’s
grandson Kaiser Wilhelm 11, the Enchantress with the Board of Admiralty,
and then the Trinity House yacht, all accompanied by eight torpedo-boat
destroyers steaming ahead to form the extended naval escort. Minute guns
were fired by the Fleet en route; at Portsmouth the Queen’s body remained
aboard the Alberta all night and next morning was borne in state to the
train for London. On 3 December 1901 Victoria and Albert 1l was paid
off, to be broken up and burned three years later.

Alberta, also a paddle-wheel yacht, with two funnels and three masts,
was built at Pembroke and launched on 3 October 1863, commissioning
at Portsmouth in the following month. Of 370 tons and capable of 14
knots, she was often used by the royal family for the short passage from
Portsmouth to Cowes and acted as a tender to the Victoria and Albert.
In 1875, when on passage from Cowes to Gosport, she had been in collision
off Stokes Bay with the 120-ton schooner-rigged yacht Mistletoe. The
Queen was much upset and urged all hands to a swift rescue of the men
thrown overboard in the collision. Commander Fullerton of the Victoria
and Albert, following astern, behaved with much gallantry, jumping into
the sea in full uniform; but the yacht was a total loss and one of her crew
was drowned, to the Queen’s great distress. Alberta was broken upin 1913.
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ABoVE Hard tack and unruly waves led to queasiness
aboard the royal yacht. In this cartoon of the 1840s
Queen Victoria (to the right of centre) makes a dash for
the side.

LEFT Queen Victoria’s visit to Le Treport in 1843.
The Queen is said to have charmed the French
Emperor, Napoleon 111, and to have done much for
Anglo-French relations.

sELow The Queen’s bedroom in Victoria and Albert
I1, furnished in mahogany and hung with rosebud
chintz.
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Earlier yachts of Victoria’s reign included Fairy, a screw yacht of iron con-
struction, 317 tons, with oscillating geared engines by Penn Brothers, built
at Blackwall on the Thames and commissioned at Portsmouth in July 1845.
The royal yacht tender Elfin was a paddle-wheel steam yacht with one
funnel and two masts, commissioned at Portsmouth on 1 May 1849, built
at Chatham and broken up in 1901.

The third yacht to bear the name Victoria and Albert was a twin-screw
steamer with two bell-mouthed funnels and three raked masts; she was
built at Pembroke, designed by Sir William White, KCB, and launched
on 9 May 1899 by the Duchess of York (later to become Queen Mary),
accompanied by the Duke of Connaught. Commissioned at Portsmouth
on 23 July 1901, she was of 5,500 tons and capable of a speedy 20 knots.
Her complement was 367 officers and men, plus 40 royal servants. She
could steam 2,500 miles on her bunkers at her economical 14 knots.

The largest of all the world’s yachts, her royal apartments were grander
than any luxury yacht afloat today. On the upper deck the royal reception
lobby, furnished in red morocco, dining- and smoking-rooms all had great
windows — square ports — giving a magnificent all-round view. The royal
dining-room was equipped to seat 30; sideboard, table and chairs were
of a Hepplewhite design made in satinwood. Down through this
apartment drove the mizzen-mast, while the main mast went through the
smoking-room, giving the only indications, apart from the motion, of
being aboard a ship at sea. On the starboard side were the King’s and
Queen’s bedrooms and on the port side the drawing-rooms and bedrooms
for other members of the royal family, plus nurseries. Royal Marines
carried the food from the kitchens to the serving lift for the dining-room;
the china pantry was filled with the best Crown Derby, and the glass —
one of the responsibilities of the Keeper and Steward of the Royal Cabins
— was of superb quality. The Royal Marines, in addition to their food-
bearing duties, provided the band.

Everything on board went by established precedent: England’s
monarchs, at least until the advent of Edward viii, were nothing if not
conservative. Silence was the order of the day aboard: commands, which
in any ordinary vessel of the Fleet would have been shouted at the highest
pitch of the gunner’s-mates’ or boatswains’ voices, were passed quietly
by hand signal. Officers and seamen wore soft-soled shoes so that the heavy
clump of feet should not disturb Their Majesties or their guests. At night
the duty officer, in rubber soles, would silently make his rounds, seeking
out potential noise be it human or cockroach.

When entering and leaving harbour there was much ceremony: on
the bridge would be the Admiral, the Navigating Commander and a
Lieutenant-Commander as Officer of the Watch; the First Licutenant-
Commander stood at attention, facing forward, at the heel of the bow-
sprit on the topgallant fo’c’sle, with another Lieutenant-Commander in
general charge aft. When passing other ships there would be bugle salutes
and piping parties, and when entering or leaving harbour the gun salutes
boomed and roared amid much smoke from the saluting batteries ashore.

In her long career this great vessel cruised with her different monarchs
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RIGHT The Naval Review, 3
July 1897: Victoria and Albert
Il passing through the lines of
the Fleet.

seLow A distant view of the
Fleet’s night-time illuminations
at Spithead. Long lines of
battleships and cruisers, many
with famous names, afterwards
stcamed past the Queen who
watched from the royal yacht.
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to Lisbon, Copenhagen, Cherbourg, the Norwegian fiords and the western
Mediterranean, including such ports as Piraeus, Toulon, Corfu, Gibraltar
and Venice. In 1905 the Entente Cordiale, Edward vir’s great dream of
the establishment of harmony with his neighbours, was much cemented
by a joint review from the Victoria and Albert of the combined French
and British Fleets, the former under the command of Vice-Admiral Cail-
lard, the latter under Admiral Sir Arthur Wilson. In the following year
the King and Queen visited the Mediterranean, spending a week in Athens,
afterwards cruising the Greek coast to Katakolo with the Greek royal
family embarked as guests. In 1908 she took Edward vi1 to Reval on a
visit to the Russian Emperor. During the First World War she was laid
up, but returned once more to service when peace came, although she was
not used again as frequently as before. Nevertheless, she was a welcome
sight at the Fleet Review of 1935 on the occasion of George Vv’s Silver Jubi-
lee, and again in 1937 for the coronation of George vi, when a huge con-
course of ships — the last time a great assembly of capital ships was to
be reviewed — lay ready for the King, who was wearing the uniform of
Admiral of the Fleet: battleships, battle-cruisers — among them HMS
Hood, later to be lost in the Denmark Strait — aircraft-carriers, cruisers,
destroyers and submarines stood at anchor, each ship’s company cheering
as the Victoria and Albert passed down the lines.

Last of her name, Victoria and Albert 111 was not replaced until Queen
Elizabeth 11 came to the throne in 1953, though 1937 marked her last
official appearance.

Yachting was one of the many interests of Edward v1i, both as Prince of
Wales and as King; in 1907 Victoria and Albert was present in the Isle
of Wight for Cowes Week when the King sailed his racing yacht Britannia
and watched the race for the King’s Cup, which was won by the German
Emperor’s yacht Meteor. From 1882 to 1901 Edward was Commodore
of the Royal Yacht Squadron; on ascending the throne he became the first
Admiral of the Squadron, an honour that later went to his son George
v. Edward owned, besides the splendid Britannia, seven smaller yachts:
Dagmar, 36 tons, built in 1886, Princess 1869, Alexandra 1871, Zenobia
1872, Hildegarde 1876, Formosa 1880 and Aline 1882. The King’s nephew
Wilhelm 11 of Germany was also keenly interested in the great schooner-
rigged racers, though possibly his interest was due more to his wish to
encourage his people to become sea-minded than to pure sporting in-
stincts. Nevertheless, he disliked losing (and was not, in truth, much of
a sportsman). In 1893, when the Kaiser’s Meteor I and L.ord Dunraven’s
Valkyrie were in competition during Cowes Week for the Queen’s Cup,
there was an unsavoury incident: the German Emperor alleged that the
winning Valkyrie had passed on the wrong side of the mark, disregarding
the fact that the usual mark had been replaced by the Bullock Patch buoy,
as he very well knew. This was a frivolous complaint, but to avoid un-
pleasantness Lord Dunraven (himself a holder of a Board of Trade Extra
Master’s certificate) waived his claim to the award; the German Emperor
thus won not only the trophy but also the contempt of the yachting com-
munity. It was largely as aresult of this fracas — not helped when the Kaiser
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oprrOSITE The Prince and
Princess of Wales in 1898,
watching the Cowes scene
from Victoria and Albert, in
rather greater elegance than is
possible today.
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let it be known that he regarded all rules as inoperable agamnst Germany
—that his long-suffering uncle the Prince of Wales withdrew for some years
from the racing scene and sold Britannia, though she was later to come
back into royal ownership.

The Kaiser was the first owner of the cutter Thistle. When Thistle was
soundly thrashed by both Britannia and Valkyrie he had a new yacht
designed by the great G. L. Watson ; but when it proved unsuitable he gave
it away; in 1896 he took delivery of the cutter Meteor 11, designed once
again by Watson and built at Henderson’s yard. Although a great success
she was to be replaced by Sabyrite, and, renamed Orion, she passed into
German Naval service.

The schooner Westivard, designed in 1904 by the noted American
designer Herreshoff for A.S.Cochrane, was later bought by a German
syndicate after successful racing at Kicel. Renamed Hamburg 11, she was
used by the Kaiser in his racing stable. At this time there was great rivalry
between Britain and Germany in yacht racing, and at Kiel Regatta in 1913
the British Margherita, skippered by the famous ‘Shrimp’ Embling, raced
Meteor, Westwward and Germania, which belonged to Krupp, the arms
manufacturer. Much to the Kaiser’s annoyance she won five firsts. Marg-
herita was later sold to Sir William Reardon Smith (of Smith’s of Cardiff,
noted tramp-steamer owners) for use in training scamen ; renamed Davida,
her rig was altered and she was fitted with auxiliary diesels. These and
many others of the day — notably the American schooner Suzanne — were
vessels of great beauty and character and most were to have long careers,
though not exclusively in racing.

As regards state yachts, things were somewhat different in America. It was
said that the American presidents of the nineteenth century allowed their
rich citizens to sail in rather more style than they did themselves; cer-
tainly, the first of the presidential yachts was nothing spectacular. It must
be admitted, however, that presidents of the United States had not the
same need for yachts as had, for instance, the kings and queens of Britain;
most presidential travelling was done by the railroad that was soon to
traverse the great land mass of America from coast to coast and from north
to south. That was really all that was needed and the sea was of secondary
importance.

The first yacht was the River Queen, a steamer of 536 tons. Used by
President Lincoln, she was in fact a vessel rented from a private owner,
George N. Power; it was aboard the River Queen that Lincoln, on 3
February 1865, held a vital conference with the Peace Commission of the
Confederacy, thus taking the first faltering steps towards the modern con-
stitution of the United States. In 1873 the president was accorded his own
vacht, when the Despatch was bought by the US Navy for the joint use
of themselves and the president.

Despatch was a somewhat ungainly vessel of 560 tons, rigged as a bri-
gantine and mechanically propelled by a single screw. She was in fact little
used on presidential duties other than a number of cruises on the Potomac,
where President Hayes and his vice-president held many parties aboard.
She was finally wrecked, coming to grief on the coast of Virginia.
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Nextcame a yacht both finer and larger: the Dolphin, a 1,465-ton three-
masted screw schooner built in 1884 in Chester, Pennsylvania, and also
used on combined presidential and naval duties; and she was often the
carrier of important foreign visitors as guests of the president. In use at
the same time was Sylph, a screw schooner, much smaller at 152 tons,
shared by the president and the Secretary of the Navy and much used by
Presidents Taft, MacKinley and Theodore Roosevelt. A good-looking
vessel with elegant lines, she was a favourite of Roosevelt’s.

In 1902 Mayflowwer came into use for presidential duties. Designed by
G. L. Watson and Clyde-built in 1896, she was of 1,806 tons, 275 ft long,
with two masts, a long bowsprit and a single funnel — all very symmetrical
—and was propelled by two triple-expansion engines giving her 16-5 knots.
She undertook many naval duties, serving at one time as flagship of the
US North Atlantic Fleet under Admiral Dewey and later as flagship in the
Mediterranean and the Caribbean; Theodore Roosevelt was aboard her
when peace terms were agreed in 1905 between Japan and Russia. Earlier,
Mayflower had seen active service in the Spanish-American War, having
been present at the blockade against Cuba. Laid up by order of President
Hoover as a measure of economy, she was later sold after suffering fire
damage in Philadelphiain 1931. But she was taken back into service during
the Second World War, when she joined the Coastguard. She was to be
the last of the large presidential steam yachts, diesel being preferred and
the yachts becoming very much smaller.

As in Britain, foreign royalties maintained luxury vessels for use on
great occasions of state as well as for pleasure and relaxation, and in
most cases the vessels concerned were a charge upon the country’s naval
service and could be used as despatch vessels or hospital ships in time
of war.

Britain’s greatest yachting rival before the First World War was Ger-
many: Wilhelm 11, grandson of Victoria, nephew of Edward vi1 and cousin
of George v first brought power politics into sport; he saw yachting
through the eyes of Mars — as a means of increasing his people’s awareness
of the important part a strong German Navy could play in war. His feelings
against Britain were already strong; for one thing, Victoria was a tiresome
grandmother for a grown man; for another he could not resist poking
fun at his Uncle Edward. It was a source of glee to the Kaiser that his
third racing yacht, Meteor 11, built in 1896 by Henderson on the Clyde
— the builders who had produced Britannia — was a foot longer than his
uncle’s, and that her sail area was greater by 2,000 sq ft. Meteor I shone
brilliantly in the *96 season, outracing Britannia. In the following year her
fortunes changed, but, when converted to yawl rig in 1899, she won splen-
did victories in Cowes Week; the Kaiser seemed set to be hailed as the
world’s most successful yachtsman. He then acquired Meteor Ill, a 412-
ton schooner, a vast racer indeed, product of Carey Smith of America.
His ambitions were boundless: he persuaded his industrialists to build
yachts, set up a training scheme to teach his young men the art of handling
sail, and, determined to bring Germany to the forefront of yacht building
and design, he encouraged the inflow of builders and designers from
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America and Britain. The Kaiser was a frequent attender at regattas in
the Baltic, and became a member of the (British) Royal Yacht Squadron,
coming over in his state yacht for Cowes Week to ensure the superiority
of the German Empire in British waters.

Wilhelm 11 had inherited the paddle-schooner Hohenzollern (later Kai-
seradler), laid down by the North German Shipbuilding Company at Kiel
in 1875, some 13 years before his accession to the throne, and completed
in 1876. She was a large yacht: 1,707 tons, 268 ft overall, beam 33 ft,
draught 14 ft. Her complement was 145 officers and men. Two-masted,
with along bowsprit and clipper bow, her hull was of iron and her paddles
churned her through the water at 15 knots. In addition, she carried 3,560
ft of stcadying sail. Her iron sides were broken by large square gunports;
she had a brace of bell-mouthed funnels and two 3-4-in guns. Also for
royal use was the Royal Louise, a sailing frigate presented years before
by William 1v of England to Frederick William 111 of Germany.

The Kaiser had been taken as a child in 1869 to Wilhelmshaven by his
father, and there for the first time he saw a warship — the Konig Wilhelm,
biggest in the German Fleet; it was this impressive sight of gun-power
that first gave him his lifelong desire for a powerful navy.

In 1893 the Vulcan Shipbuilding Company built at Stettin a new and
larger Hobenzollern, ordered to the specifications of the German
Admiralty. This new yacht took the place of the old Hohenzollern, which
was now renamed Kaiseradler and earmarked for the use of the Crown
Prince — ‘Little Willy’ as he was to become known to the British troops
in the Great War. The Kaiser gloried in his new yacht. Of 3,775 tons, she
was steel-hulled, 382 ft in length with a 45-ft 9-in beam and 23-ft draught.
She was capable of 21-5 knots from her two triple-expansion engines by
Vulcan-Stettin, their steam produced by eight Scotch boilers. Hohenzol-
lern was a splendid yacht, admirably fitted for any emperor; but it came
as some surprise to the German Admiralty that His Majesty expected the
sole use of the great new ship. She had been intended for use by the Navy
as a despatch vessel, and it was only when he performed the launching
ceremony that the Kaiser made it very clear that she was, in fact, to be
his private yacht. <062437

He was now well in advance as regards the European royal yacht league,
having overtaken the Queen’s Victoria and Albert 11 along with all the
others. Hohenzollern, with her great ram surmounted by the crest of the
Imperial Eagle and much gilded work, delighted Wilhelm. He loved being
at sea in her, and used to gaze for hours from the bridge, especially in
starry Scandinavian waters at night, when he would dream of German
naval power. Hobhenzollern was also to be seen sailing majestically in
the Baltic, the Adriatic, the Mediterranean and the North Sea (to the Ger-
mans, the German Ocean) sometimes with a warship ¢scort. One of the
things the Kaiser was said to have liked about life aboard was the fact
that he was isolated from affairs of state and could not be ‘got at’, while
free to transmit his own orders at will. He was often accompanied by con-
genial guests, mainly generals of his army — Prince Philipp zee Eulenberg,
General von Chelius of the Guards Hussars, his ADC General von
Halinke, and General von Kessel.
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RIGHT A racing scene aboard
the German Emperor’s yacht
Meteor.

BElL.ow Nicholas 11, Tsar of
all the Russias, with, to the
right, Kaiser Wilhelm 11 of
Germany.

BELOW RIGHT The German
Emperor’s steam yacht
Hohenzollern at Cowes Week,
1894. Of 3,775 tons and steel
built, she was intended as a
despatch vessel for the
German Navy but was
appropriated by the Kaiser for
his personal use. Driven by
twin screws, she was capable
of 21-5 knots.
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It was Wilhelm 11’s dream that the annual Kiel Week should outshine the
British Cowes Week. But Kiel was all too militaristic, having none of the
charm, gaiety and informality of Cowes. Kiel Regatta was a thing of many
court and official functions and dinners, of much splendour — and even
more boasting, the Kaiser hoping to use the event to help stimulate his
nation’s interest in achieving a stronger navy. Usually the existing might
of the German Navy was at Kiel for all the world to see and marvel at:
lines of battleships and battle-cruisers, flotillas of destroyers and sub-
marines that eventually were to be sent to meet the British Fleet in war.
That was Kiel: a naval and military occasion first and foremost; thus,
although there was much social glitter, famous names and great
yachtsmen, it was never quite Cowes. There were too many brass bands,
admirals and goose-stepping soldiers, busy naval launches, and the
humourless, uniformed Kaiser scowling when his yachts lost their races.
There were yachts, both racing and cruising, from half the world —
America, Britain, Italy, France, Norway, Spain; at the 1912 Regatta many
of the great transatlantic liners were also present, on charter to German
wealth, to act as grandstands for the privileged spectators, dressed overall
with gay coloured bunting like the German warships, while overhead flew
acroplanes and zeppelins. Almost all the world’s best racers had entered
for the 24 events; sadly for the Kaiser, victory went to only nine German
entries.

Wilhelm 11was keen to improve relations with the Tsar of All The Russias,
Nicholas 11. In July 1905 there was a meeting between the two Emperors,
Wilhelm sailing to Bjorko in Russian waters aboard Hohenzollern and
Nicholas joining him in his royal yacht Polar Star. The Kaiser was invited
aboard for luncheon; all went well and that same day both Emperors
signed a treaty of friendship known as the Treaty of Bjorko; alas, it proved
meaningless, as it was not ratified by the Kaiser’s advisers on his return
and never came into force. After this, the royal yachts of Germany and
Russia figured in two more equally abortive meetings — at Swinemund and
Port Baltic, the former in filthy weather, good neither for the Tsar’s sto-
mach (Nicholas was sick every time he went to sea) nor for the Kaiser’s
complimentary Russian uniform, soaked when he was transferred to the
Tsar’s vessel at anchor. Meanwhile, the Kaiser’s naval ideas were growing
apace; the waves were there to be ruled, and Britain had been at it long
enough. As the nineteenth century ran to its close he sent a remarkably
boastful telegram to Tsar Nicholas as from the ‘Admiral of the Western
Ocean’ to the Admiral of the eastern one. The only reaction of the British
Admiralty to this self-assumption was a shrug of the shoulders and a
remark to the effect that so far as they knew, Admiral Lord Fisher was
still in charge westerly.

By 1913 Hobenzollern had been surpassed in size by both the new Vie-
toria and Albert 1l and by the Russian Tsar’s Standart, and the Kaiser’s
nose was out of joint. Although he laid down an immense yacht of some-
thing over 7,000 tons by way of revenge, her building was overtaken by
the outbreak of war; it was while the Kaiser was aboard Hohenzollern
at the Kiel Regatta in late June 1914, with his yacht dressed overall in
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honour of the splendid occaston, that a telegram was delivered to him
saying that Archduke Franz Ferdinand of Austria had been assassinated
at Sarajevo. The Kaiser cancelled the Regatta, lowered the Imperial Stan-
dard to half mast, and returned at once to Potsdam. Leaving Potsdam
again on 6 July for a cruise in Scandinavian waters, he sent orders from
Hohenzollern for the German Fleet to move from Jutland to their bases
at Kiel and Wilhelmshaven. When he was given news that the Britsh Fleet
was stcaming from the Spithead review to what looked like their war
stations, he ordered Hobenzollern back to Kiel. The stage was set for war.

The Tsar of All the Russias was as anxious to attain maritime supceriority
over Great Britain as was the German Emperor, and, like Wilhelm 11,
Alexander 11 saw the prestige of a great yacht as a way towards this end.
In 1880 the Govan yard of John Elder built the triple-screw steam yacht
Livadia of no less than 11,000 tons, 266 ft in length with a huge 153-ft
beam. This was a most splendid royal yacht, regal in her appointments
if of unorthodox Russian Admiralty design; this gave her a curious and
topheavy aspect and a duck-like progress through the water — for she was
not far off spherical. Other unusual features were the goal-post foremast,
foreshadowing the ocean-going freighters of a later age, and the sub-
division of her double bottoms into watertight compartments, which was
uncommon at that time. Her unwieldy, matronly roundness kept her
mostly in the Black Sea, where the Tsar (assassinated before she arrived in
Sevastopol) had intended to make use of her as a palace upon the waters
rather than venture too far beyond the Bosphorus. Splendidly fitted out,
with marble mosaic alleyways and a fountain set in the main saloon amid
beds of flowers, she had a 12-ft clearance between her two main decks.
However, she was never put to much use and was broken up in 1926 in
the port of her first arrival in Russian waters.

In 1888 the Russian-built twin-screw schooner Poliarnaia Zvesda, much
smaller at 3,270 tons, replaced the Livadia. More conventional, she had
a 46-ft beam and a length of 336 ft: roundness was out. Tsar Alexander
111 and his family took a cruise each year in the Baltic, but this apart, she
too was little used. In 1895 a Copenhagen yard, Burmeister and Wain,
produced another twin-screw steam schooner, the stately black-hulled
Standart of 4,500 tons with a speed of 18 knots, to the annoyance of the
German Kaiser and the pleasure (if pleasure it was, considering his sto-
mach) of another new Tsar, Nicholas 11, who had ascended the throne
the year before. Standart was a finely proportioned vessel with two white
funnels and three masts, as in the case of Poliarnaia Zvesda; again her
fittings were magnificent and this time a children’s room and even a chapel
were included in her accommodation. There were canvas awnings in
plenty, and wicker chairs and tables lined the gleaming, spotless decks.
The drawing-rooms and dining-rooms below, beautifully panelled in
mahogany, were lit by crystal chandeliers. A platoon of the Imperial
Marine Guards was normally embarked, while the vessel carried her own
balalaika orchestra and a military brass band. Very often there were royal
children aboard, for Nicholas thoroughly enjoyed his annual family
cruises off Finland. Each child was placed in the personal charge of one
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RIGHT The Imperial Russian
steam yacht Standart, pride of
Tsar Nicholas 11. He made
much use of her and
frequently cruised in Finnish
waters, despite his seasickness.

BELOW The Tsar with his
mother, Marie Fedorovna,
and his daughters, Olga,
Tatiana, Marie and Anastasia,
on the deck of Standart in

1913.
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of Standart’s scamen, whose-duty it was to keep the child safe, aboard
and ashore, his reward being a gold watch presented by the Tsar as each
June cruise came to an end.

Nicholas did much work aboard his yacht, and routine reports similar
to the Queen of England’s despatches reached him daily. Standart was
an impressive sight, with her big gold-encrusted bowsprit, especially when,
for special occasions, her masts were decorated with coloured flags and
pennants. She was very much in use for the conduct of international
affairs: in 1897 Felix Faure, President of the French Republic, had a meet-
ing with Nicholas 11 on board the yacht, even her weather decks being
carpeted for the occasion, and it was then that the Franco-Russian alliance
was cemented. There were frequent meetings with the German Emperor
— kinsman, via the ubiquitous Queen Victoria, of the Tsar. Standart was
present, with the Tsar to take the salute, when in 1904 the Russian Fleet
under Admiral Rozhdestvensky sailed for the world flag-showing cruise;
this event was largely instigated by the Kaiser, but it ceased when the
Russian ships were destroyed in the war against Japan by the Japanese
Admiral Togo in the Tsushima Strait.

In August 1909 the Standart brought Nicholas to England and Cowes
Regatta; there, in the uniform of a British admiral, he carried out a review
of the British Fleet at Spithead in company with Edward vir and later took
part in the glittering dinner-parties and balls of Cowes Week. In June 1914
Standart took the Russian royal family to Constanza on the Black Sea,
where they met King Carol of Rumania with the object of arranging a
marriage between the King and the Tsar’s 18-year-old daughter, the Grand
Duchess Olgaj; it is recorded that when this proved a fruitless voyage, no-
one was more relieved than Olga herself. At the end of June, at Kronstadt
in the Baltic, Nicholas reviewed Britain’s First Battle-Cruiser Squadron
under Vice-Admiral Sir David Beatty, the Lion, the Queen Mary, the
New Zealand and the Princess Royal steaming in might and majesty past
the Russian royal yacht to their anchorage — after which Nicholas and
his family lunched aboard Beatty’s flagship.

As in the case of the Kaiser aboard Hohbenzollern, it was aboard Standart
that Nicholas 11, a sick man by now, heard the news from Sarajevo of
the assassination of Archduke Franz Ferdinand; on the following day
came the even more startling news that Rasputin, the ‘mad monk’, con-
fidant of the Tsarina, had suffered an attempt on his life.

After the Revolution Standart was taken into the Soviet Navy, and in
1960 was still serving as a minelayer, under the name of Marti.

Other nations too aspired to royal or state splendour in their yacht-build-
ing. The Austro-Hungarian Empire under the Emperor Franz Joseph pro-
duced the 330-ton paddle-yacht Fantasie in 1857, London-built, 176 ft in
length with a 16-ft beam, a graceful vessel with a long bow and bowsprit.
She was used chiefly on the Danube, though it is believed that she carried
the Emperor to Egypt in 1869 for the inauguration of the Suez Canal. She
remained in use until the Miramar was built in 1872, another paddle-yacht,
this time of 1,830 tons, from Samauda Brothers of London, who had built
Fantasie.
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Belgium produced the handsome 1,322-ton twin-screw schooner Alberta
in 1896. Built at Troon in Scotland, she carried two masts on a steel hull
and had a speed of 17 knots. She had been ordered originally for
A. J.Drexel, an American tycoon, under the name of Margarita. Leopold
11 put her in permanent moorings at Cap Ferrat, using her principally as
an office; he was an eccentric rather than a seadog. She scarcely went
to sea again until she was taken into Russian naval service after the end
of the First World War, passing afterwards to the British Navy as HMS
Surprise, and as such took part in the Second World War.

The Danes, ever a seafaring race, built the Elephenten for the use of Chris-
tian v as early as 1687. She was a two-masted vessel with fore-and-aft
rig (yacht sails as opposed to the square rig of warships), and very ornately
decorated, especially in the royal apartments aft. She was also equipped
with small guns. In 1690 the larger Cronen replaced her. In 1845 came
steam and the three-masted paddle-schooner Slesvig of 740 tons, built as
the Copenhagen and becoming the royal yacht in 1856 after service in the
Danish Navy. In 1879 she was replaced by the larger and much more
impressive Dannebrog, also a paddle-schooner, whose elegance, though
not her size, put her almost in the class of the British Victoria and Albert
of the same period. In her the King and Queen of Denmark paid a state
visit to Britain in 1914, entering the Medway through lines of British war-
ships.

In France the royal yacht contender was L.’Aigle, a paddle-schooner of
some 160 ft in length. Built in 1858 for Louis Napoleon, L’Aigle was a
sturdy and well-fitted vessel with a bell-mouthed funnel and three masts,
plus imitation gunports such as had many ships of the period. In her the
Empress Eugenie attended the opening of the Suez Canal in 1869 — in fact,
as befitted the mother country of de Lesseps, L’Aigle led the procession
of ships through the canal. In 1859 was built Jerome Napoleon, a screw
barquentine, not a particularly beautiful vessel but useful for carrying the
various French royals on their ceremonial occasions. After her came La
Reine Hortense, another screw barquentine which conveyed the royal
family to Cowes Week, Napoleon 111 being a member of the Royal Yacht
Squadron. But this was to be France’s last royal yacht, for Napoleon was
shortly afterwards relieved of his throne.

In Italy, in 1883, Victor Emmanuel 11 built the screw barquentine Savoia
I, large for those days at 3,266 tons. This vessel was in service as a royal
yachtuntil 1902 after which she became a floating workshop for the Italian
Navy. In 1900 the ex-British merchantman Awmerica, renamed Trinacria,
came into royal use and proved a most impressive ship for her duties. She
carried an exceptionally large complement and some useful armament. She
was replaced in 1925, under Mussolini, by Savoiall, a twin-screw schooner
of 4,388 tons capable of 22 knots. She had been built at the Royal Arsenal
in Spezia under the name Cita di Palermo. Apart from her royal duties
for the King, she was used as Mussolini’s showboat for the Fascist regime.
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In her day the most luxurious of royal yachts, she was sunk by bombs
in the Adriatic whilst on service in the Second World War.

Holland, progenitor of the jaghts or yachts that came to Britain on the
restoration of Charles 11 to the throne, should not have hung back i the
royal yacht stakes, yet the fact remains that the first of her royal yachts
was a strange-looking vessel, the De Lecww, a paddle-steamer of somewhat
hedgehog-like aspect which carried only one tall, thin funnel and a skimpy
foremast. She was ornately decorated, the royal Dutch arms magnificent
upon the paddle-boxes, and she boasted a gallery aft, similar to the
admiral’s quarters aboard a man-o’-war, with a poop-deck above. Her
figurchead was a lion, giving her a ferocious aspect bows-on. She gave
55 years of sea service to the King, and she was finally replaced by De
Valk in 1882 — a paddle-schooner of only marginally more pleasing looks,
though she was bigger and faster and of a more conventional design, with
two funnels and two nicely proportioned masts. William 11 of the Nether-
lands, as a member of the Royal Yacht Squadron, brought De Valk to
Cowes on a number of occasions. She was returned from the roval service
in 1890 and no new yacht was commissioned until Piet Hein, a twin-screw
motor yacht of 151 tons, was built in 1937 and presented as a wedding
gift to the future Queen, Juliana.

Amphion, a schooner built in Sweden in 1778, was much used by Gustav
111 for his cruises, mostly in the Finnish Archipelago and on Lake Malaren,
where her shallow draught was a useful asset. Her sails were assisted by
oar-power —which raises interesting visions of galley-slaves. She remained
in the King’s service until he died in 1792, when she was relegated to the
status of a depot ship and survived as such until 1885. In 1887 the screw
schooner Drott was built. Drott was of 630 tons and could steam at 12
knots. With her two masts, two funnels and iron hull, she was a graceful-
looking vessel, in many respects ahead of her time, and followed the pat-
tern of much later craft in the shape of her stem, the conventional clipper
bow being discarded in favour of a straight stem.

The screw schooner Amelia Il was built in 1880 for Prince Carlos of Por-
tugal, who had previously owned the smaller Amelia, first of the name.
The Prince came to the throne as Carlos 1in 1889 and subsequently owned
Amelia 111, a twin-screw schooner of 9oo tons which had first belonged
to Colonel Harry MacCalmont under the name Banshee. Amelia 111, more
like a warship than a yacht, had the sad duty in 1910 of carrying the royal

family to Gibraltar, and exile, after the proclamation of the Portuguese
Republic.

Colonel MacCalmont supplied another royal yacht, this time to Spain in
1898: Giralda, a twin-screw schooner of 1,664 tons. Like so many other
royals, Alphonso x111 was a member of the Royal Yacht Squadron and
Giralda was much seen at Cowes during the week of the Regatra. Built
by the Fairfield Shipbuilding and Engineering Co. at Glasgow, Giralda,
when owned by MacCalmont, was the first private (as opposed to roval)
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RIGHT The paddle yacht
Fantasie, built in London in % ==
1857 for Emperor Franz
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BELOW A procession of ships,
led by the French paddle
schooner L’Aigle carrying the
Empress Eugenie, opened the
Suez Canal in 1869.
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o Millionanes and their
Steam Yachls

n the early days, steam as a means of propulsion was much

frowned upon: no sensible person would go to sea in a vessel

without sails, and those who used auxiliary steam could not

strictly be considered gentlemen.Steam meant coal, and coal and

smoke were dirty. The Royal Yacht Squadron turned up its
collective nose, notwithstanding the fact that as far back as 1819 an
American, Colonel Stevens, had taken the engine-equipped Savannab
across the North Atlantic, though certainly he had relied more upon sail
than upon the new-fangled steam. It was not until 1853 that all steam limit-
ing rules were rescinded by the Royal Yacht Squadron, though nine years
earlier they had admitted steamers to membership as long as they were
over 100 h.p.

Lord Brassey and Sunbeam

Thomas Brassey, born at Stafford in 1836, the son of a well-known railway
contractor and engineer, was one of the earliest owners of steam vessels.
He became Liberal Member of Parliament for Devonport in 1865, and
for Hastings from 1868 to 1886 — both seafaring constituencies. Raised
to the peerage in 1886, he became a Civil Lord of the Admiralty and later
Secretary to the Admiralty, and was known as an authority on naval mat-
ters. Brassey was also chairman of the Opium Commission, and other
commissions of such diverse character as those for unseaworthy ships,
coaling-stations, and pensions for the aged poor; he was also President of
the Institute of Naval Architects.

During 1876—7 Brassey, with his wife and four children, circumnavigated
the globe in his 170-ft screw composite three-masted topsail schooner
Sunbeam, a splendid, shapely vessel of 576 tons designed by St Clare Byrne
of Liverpool and built by Bowdler, Chaffer and Company on the Mersey
in 1874. Her engines, by Laird, produced 350 h.p., giving a maximum speed
of 10-13 knots and an economical cruising speed of eight knots, the latter
consuming four tons of coal a day. She could remain at sca without
bunkering for around eleven days, which gave her a good deal of cruising
scope.

Sunbeam left Chatham on 1 July 1876 and cleared away from Cowes
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for Ushant on 6 July with 43 people aboard, the guest list including a Cap-
tain of the Royal Naval Reserve and a Commander of the Royal Navy.
Among the 34 crew members were a sailing master, a surgeon, a bosun,
a carpenter, a signalman/gunner, coxswains of the gig and cutter, a captain
of the hold, 11 common seamen, two engineers, two stokers, a cook for
the fo’c’sle hands and four stewards; for the guests there was another cook
and a mate, a nurse, a lady’s maid and a stewardess. Sunbeam travelled
35,400 miles of ocean on her world cruise, spending a total of 112 days in
various harbours; she visited Madeira, Teneriffe, the Cape Verde Islands,
Riode Janeiro, Monte Video and Buenos Aires, and navigated the Strait of
Magellan and the Smith Channel to Valparaiso before moving on across the
Pacific. Whilst on the coast of Patagonia she rescued the crew of 15 hands
from thebarque Monkshaven;laden with an inflammable cargo of smelting
coal, she had been on fire for six days before Sunbeam found her.

The yacht was richly and heavily furnished and decorated in the contem-
porary style, with ornate mantelpieces around the fireplaces, fussy lamps
and oddments — china plates, pictures, knick-knacks — fixed to the bulk-
heads: a floating home from home. The fo’c’sle hands lived mainly in deck-
houses swept, as in any ordinary merchant ship of the period, by spray
and solid water when a gale blew up. These men were mainly fishermen
from the Essex coast, trained among the banks and shoals at the mouth
of the Thames — most of them related by blood or marriage to the sailing
master, Isaiah Powell. On his return from his world cruise, Brassey wrote
a letter, published in The Times on 2 June 1877, describing his seafaring
experiences and drawing certain conclusions in regard to the dangers of
the ocean and the causes of past marine disasters: he attributed them
largely to negligence, offering it as his opinion that safe navigation was
perfectly possible in any water and under any conditions so long as proper
prudence was maintained — a blanket conclusion with which many
mariners might well disagree.

Sunbeam herself had had her share of misadventure: at Yokohama fire
had broken out aboard owing to the nursery coals being made up danger-
ously high one cold night; on another occasion the yacht was attacked
in Chinese waters by pirates, wild men who made an attempt to board
but who were driven away by the use of the deck hoses. On subsequent
cruises Brassey’s guest list included Lord Tennyson and the grand old man
of British politics, William Ewart Gladstone.

Sir Thomas Lipton

Thomas Johnstone Lipton was born in Glasgow in 1850, the son of poor
Irish parents; at the age of nine he started work as an errand boy for his
father, who ran a small grocery shop. At 15 he emigrated as a steerage
passenger to America, where for some five years he worked as a tram
driver, a labourer on a plantation and as a grocer’s assistant. When he
returned to Glasgow he went back to grocery and a year later was able
to open his own business — a small provision store. Ten years later
he owned a string of shops all over the United Kingdom. He bought
extensively overseas: a packing-house for pigs in Chicago, tea and coffee
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plantations in Ceylon, while developing bacon-curing, fruit farming and
baking businesses at home.

Lipton was a sportsman through and through, a generous man who
never lost his early love for the sea and the open air, despite the intense
pressures of his vast business interests and the long, hard climb from
poverty in the back streets of Glasgow to the pinnacles of fame and success.
Always interested in yachting and the great contests for the America’s Cup,
he decided, when he was in a financial position to do so, to enter for the
race himself; accordingly the first Shamrock, a superb 129-ft yacht (reficted
N 1979 at a cost of around a million pounds and renamed Quadrifoglio)
was built in 1899 by Thorneycroft to William Fife’s design. She was fol-
lowed by asuccession of Shamrocks; and although after five attempts Lip-
ton never did win back the Cup for Britain, he carned tremendous respect
on both sides of the Adantic for his tenacity and good humour.

‘Tea Tom’ (as opposed to his friend *Whisky Tom’ Dewar) was perhaps
one of the best loved, admired and respected of all the yachtsmen of his
time, in spite of his extraordinary flair for publicity. But although he was
a personal friend of Edward vii, both as Prince of Wales and as King,
it proved impossible for many years to put up his name for the Royal Yacht
Squadron. Its members were bitterly opposed to him on account of the
way he was said to have used yachting as a means of propagating the gospel
of Lipton’s Tea in the United States. Nor was a certain voyage aboard the
liner Oratava to Ceylon easily forgotten or forgiven. Some of the ship’s
baled cargo had had to be jettisoned after an unfortunate grounding in
the Red Sea, and Lipton, cajoling a crew member into cutting him a stencil,
was to be found painting DRINK LIPTON’S TEA on to the cast-away
bales in the hope that they would float into areas of the world where his
empire had not yet been established. Enterprising, perhaps, but the liner’s
captain was much displeased by such opportunism. So badly did the
crowned heads of Europe take to the idea of trade entering a gentleman’s
sport that the Kaiser was heard to refer acidly to the fact that the King
of England had taken to going sailing with his grocer.

Lipton’s interest in the sea was not confined to sailing and racing: he
owned one of the finest and biggest steam yachts of the day — Erin, built
in 1896 under the name Aegusa and intended for an Italian owner. Erin
displaced 1,330 tons and her overall length was 287 ft; her 4-cvlinder
triple-expansion engine gave her 15-6 knots via a single screw. She made
many cruises to the Mediterranean, often carrying the King’s mistress Mrs
Keppel as a guest, Lipton in his turn being entertained aboard the royal
vacht Victoria and Albert. Erin was the last word in comfort and opulence
and her interior was striking: watercolours by de Martino and Parker
Newton adorned the bulkheads; the music-room contained brasses,
bronzes, ormolu, buhl, blue Sevres vases, even a harp. The great saloon
was magnificent at night beneath blue lampshades, the table glittering with
silver, crystal and the jewels of splendidly dressed women. These guests,
largely from the British upper crust, attended a formal dinner every night
at 9 p.m. When weather permitted, luncheon tables capable of accommo-
dating 70 people were set up on deck. The owner’s and guests’ staterooms
were fitted with gilded beds, with wash-stands that also did duty as desks,
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and rich carpets. At tea-time - Lipton gave lavish tea parues, always
at 3 p.m. — tea was freshly made for each guest, even for cach cup. Hot
crumpets and broiled birds were served with champagne, and there was a
gift for every guest. Some 3,000 lamps lit the vessel at night when in port.

Lipton was aboard Erin in New York when Admiral Dewey of the US
Navy entered in honour and glory aboard his flagship Olympia, after
destroying a number of enemy vessels in Manila during the Spanish-Ameri-
can War which had just ended. New York was en fete ; the huge procession
of yachts and steam vessels which had turned out to welcome Dewey was
led on the port column by Erin, while the starboard column was led by
Corsair belonging to J.P. Morgan, a fellow millionaire. Later in the pro-
ceedings, which included a great parade of the cadets from the military
academy at West Point with Governor Roosevelt present, Lipton accom-
panied Dewey to the triumphal arch in Madison Square and the saluting
base. The reason: tea. Olympia had called at Colombo on her way back
to the States, and packets of Lipton’s Tea were given to each member of
the ship’s company. No doubt this gesture appealed to the Admiral’s sense
of humour as well as eliciting his gratitude. The sage gentlemen of the
Royal Yacht Squadron across the Atlantic must have shaken their heads
and muttered. Tea, after all, was still trade.

In 1914, whilst on passage to the United States in company with Shamrock
1V, Erin’s radio intercepted a message from one German cruiser to another
which stated that war had been declared between Greart Britain and Ger-
many. Erin’s master then contacted a British cruiser in the vicinity and
was ordered to make for Bermuda. After spending a few days there she
completed her voyage to New York and then returned to a British port,
to be placed by Lipton at the disposal of the Red Cross. Soon the Duchess
of Westminster was sailing in Erin to France with a number of doctors,
nursing sisters and orderlies, plus medical stores and equipment, only to
be somewhat rebuffed by Lord Kitchener, who disliked amateur inter-
ference in soldiers’ concerns. Erin thereupon took the Duchess to Serbia
with a hospital unit; the yacht had now been painted in hospital ship
colours with red crosses along her sides. In Piraeus the King and Queen
of the Hellenes lunched on board, then photographs were taken of the
King and Queen, Prince George and Prince Alexander of Greece, Prince
Henry of Battenberg, and the Grand Duchess George of Russia. In Yugo-
slavia soon after, from the royal palace balcony, Lipton saw Belgrade being
shelled by the Austrian armies, an intense artillery bombardment which
he watched at a discreet distance. However, the Lipton name was both
magic and news, and in America the press announced in large letters L1P-
TON UNDER FIRE. Tea had made it again.

Later in the war the great yacht was handed over for naval service, under
her original name of Aegusa. In 1915 she was sunk in the Mediterranean
when going to the assistance of a torpedoed warship and many of her
crew were drowned. After the war Lipton replaced her with Albion, a
steam yacht which, once again, he renamed Erin. A year before he died
at the age of 83 Sir Thomas achieved one of his great ambitions: he was
finally admitted to membership of the Royal Yacht Squadron.
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oprrOSITE Christina, the
1,600-ton steam yacht
owned by Aristotle
Onassis. Her re-fitting in
1954 made her
exceptionally elegant and
luxurious; she was the
focus of an élite social life
and a colossal business
empire.
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The proliferating Vanderbilts

There were literally dozens of Van der Bilts, Van Derbilts and latterly Van-
derbilts, the first of them — Jan Aertson Van der Bilt — arriving in America
from Holland as far back as 1640. Although poor at first, they did not
remain so: they were hard workers in a country of opportunity and
expansion, and were also men (and women) of acumen in business and
social matters. The great-great-grandson of Jan Aertson was the practical
sailor and shipowner, Corneel (Cornelius) Vanderbilt, who became
famous world-wide as ‘The Commodore’, the richest man in the world.

The foundations of the Vanderbilt fortune were laid in 1810 by Corneel,
The Commodore. He borrowed $100 from his mother at the age of 17,
and bought a small boat known as a periauger to act as a general carrier
around Upper New York Bay. In due course Corneel became not only
a professional seaman of repute but also the owner of a fleet of coasting
schooners and eventually of steamers. In 1854, with a capital of
$11,000,000 and an annual income not far short of $3,000,000, Corneel
made a 15,000-mile European trip in one of his own company’s ships, the
brand-new 270-ft brigantine-rigged paddler North Star. Built by Jeremiah
Simonson of New York at a cost of around £100,000, she was a superb
ship. Inside she was fitted out with rosewood furniture, a stove to heat
the ten staterooms, marble and granite in the great dining saloon, and
opulence throughout. The staterooms each had their own colour schemes
and were heavily draped in silk hangings, with lace curtains around the
beds.

Corneel sailed to the Baltic, to France and the Mediterranean and into
Russian waters, taking with him his ten children and assorted in-laws,
his own physician, a ship’s purser who had previously run a restaurant,
and a Baptist minister. These and a large crew were under the command
of Captain Asa Eldridge. The fo’c’sle hands were all young-men-about-
New York, signed on in the hope that some of the ship’s glory would rub
off on them. Five hundred of Corneel’s friends and associates were aboard
on her preliminary run from New York to Sandy Hook; from there
the Vanderbilts sailed for Southampton and travelled on to London,
where they were unkindly snubbed by the court and aristocracy. They
had a better deal in Russia, where they met many of the Russian imperial
family, before going on to Italy and Constantinople.

William Kissam Vanderbilt, nephew of the Commodore, took delivery
of his first yacht in 1887, and named her Alva after his wife. She was a
three-masted topsail schooner with engines capable of 12 knots at cruising
speed. Many of the fittings were of teak, with teak and mahogany panel-
ling. On the main deck were the chartroom and galley, and a reception
lounge from which a grand staircase led to a lower lobby, opening into the
dining-room and Vanderbilt’s own suite — no less than nine compartments
plus a children’s nursery. The saloon, decorated in gold-trimmed white
enamel, measured 32 ft by 18 ft, with a nine-ft clearance to the deckhead;
wood could be burned in its magnificent fireplace, and the furniture
included a large central table, a fine sideboard and a grand piano. The
room was lit at night by chandeliers, and fresh air could be admitted
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through a large sliding skylight. Other apartments included a walnut-
panelled library, also with a fireplace and skylight. Over the boiler-room
was a comfortable settee for Vanderbilt’s guests to watch the labours of
the black gang as they toiled at the engines below.

Each of the seven staterooms had its own bathroom, in those days a
luxury indeed: Alva, whose building had cost about $500,000, was said
to be the world’s most expensive yacht of the time. There were 53 in the
crew, including a master, two mates, a surgeon, 24 seamen, a carpenter,
a chief engineer and two assistants, 13 engine-room hands, an electrician,
a chief steward, two under-stewards, three cooks —and even a refrigeration
engineer, the very first of the species.

The ship’s first cruise was to the West Indies and Vanderbilt embarked
with his family, his children’s governess and his wife’s maid. Next, Alva
cruised to Europe, Turkey and Egypt, during which trip the crew struck
(or mutinied, strictly speaking) for more pay; whereupon Vanderbilt
sacked all the strikers and cruised on with a depleted complement. It was
during this cruise that Vanderbilt’s wife Alva cast fond eyes upon one of
her guests, O.H.P.Belmont, the H. prophetically standing for Hazard.
Oliver Hazard Perry Belmont was a most attractive bachelor and the Van-
derbilt divorce took place in March 1895, a Miss Nellie Neustretter from
Eureka acting as official co-respondent.

Cornelius Vanderbilt 111 owned the steam yacht North Star, a fabulous
vessel 233 ft in length, named after the steamer that had belonged to his
great-great-grandfather the Commodore. By Vanderbilt standards, this
Cornelius was not supremely rich, merely comfortable on $7,000,000. The
expenses of such a large vessel were something of a strain, though the
finances stretched to the provision of uniforms for his children, complete
with naval-style cap ribbons proclaiming sy North Star. Cruising on one
occasion to Naples, the family met Edward vit who invited them on board
his own yacht; then on to Germany where they met Kaiser Wilhelm 11,
so soon to be at war with their previous host; and finally to Russia where
they were entertained by Tsar Nicholas 11. The outbreak of the First World
War found Cornelius aboard North Star off Le Havre, from whence his
financial manceuvrings and his urgent trips to London, Paris and Switzer-
land were said to have lifted the exchange rates in favour of the dollar.
After this, he generously passed North Star over to Britain to be used as
a hospital ship.

Many of the Vanderbilts took a great interest in sailing yachts: in 1893
William Kissam’s Defender beat the British entry Valkyrie 111 in the
America’s Cup;in 1903 Cornelius 111’s syndicate, defending with Reliance,
beat the British challenger, Lipton’s Shamrock 111. Later, in 1934, Harold
Vanderbilt skippered Rainbow, and was that year’s winner against
Endeavour.

William Kissam 11, who also took a keen interest in sailing, owned the
steam yacht Tarantula in the first decade of the twentieth century.
Renamed Tuna, sadly she was sunk whilst in service with the Royal
Canadian Navy during the First World War; after the war Vanderbilt took
over an auxiliary schooner, Genesee, in which he cruised the West Indies.
In 1921 he bought a small French vessel which had seen war service — the
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870-ton motor yacht Ara of three decks, 213 ft in length, with a range
of 10,000 miles. After re-engining her and improving her accommodation,
he visited Scotland for the shooting and then sailed to North Africa before
returning home via Miami. On the next cruise, a specimen-collecting trip
to the Caribbean, the yacht’s quartermaster, a Swede, attempted to jettison
the officers over the side, a task from which he was dissuaded; he was
subsequently put in gaol. Meanwhile William Kissam had formed an
alliance with Mrs Rosamund Warburton — and two more marriages were
set for disaster.

Romance, however, was not all along divorce lines: in 1895, William
Kissam Vanderbilt’s yacht Valiant helped along the marriage between his
daughter Consuelo and the young Duke of Marlborough, uncle of Sir Win-
ston Churchill; while across the seas in Cowes, the yachting scene, with
no Vanderbilts involved on this occasion, formed the backdrop to the
courting of Jenny Jerome of America and Lord Randolph Churchill,
parents of Sir Winston.

In 1931 a second Alva replaced Ara. The new Alva was the last word,
even for a man who had everything: in addition to the now customary
staterooms, each with a bath, she carried a seaplane, a gymnasium, a row-
ing machine, a mechanical horse to shake up the overfed livers, four life-
boats — and a power launch for transport between ship and shore for late-
night parties in harbour. The rich lived well.

The Astors

The Astors were a family formidable in both wealth and numbers, who,
like the Vanderbilts, exerted their influence over the political scene in both
America and Britain. John Jacob Astor, like King Henry, was eighth of
his line in just one branch of this remarkable family tree. It was, however,
William Backhouse Astor Junior who was the great yachting man of his
times, owning the sailing yacht Ambassadress and later the Nourmahal,
or ‘Light of the Harem’, one of the giants of the day. William Astor made
frequent use of these vessels, largely as a means of avoiding his wife Caro-
line, who enjoyed the pleasures of New York society more than those of
the sea — or William; the feeling in fact was mutual.

William Astor often rode at anchor off Florida, and he it was who
founded the Florida Yacht Club, becoming its first Commodore. His son,
John Jacob 1v, was not quite the sailor his father had been, and, whilst
piloting Nourmabhal, had many collisions, not only with moving vessels
but also with piers and wharfs. He was sued by the Vanderbilts for $15,000
damages after colliding with their yacht North Star. John Jacob, however,
like all the Astors, was a man of money; the damages paid, he proceeded
to an expensive refit of Nourmahal during which he increased the seating
in his dining saloon to a round 6o. For no apparent reason, except that
he had a phobia about being attacked by pirates, he mounted four guns
in a deck battery ; the guns, however, failed to avert disaster, which came
not long after the refit when Nourmahal was piled up on some rocks.

A later Nourmahal was sailed by the eccentric practical joker William
Vincent Astor in the twenties and thirties; President Roosevelt was a
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frequent guest aboard, Astor having built a ramp for the easier access of
Roosevelt’s wheel-chair. This Nourmahal, built in Germany by Krupp to
the design of the American Cox and Stevens, was of almost 2,000 tons,
with a 264-ft length. Fast and powerful, she was said to have cost Astor
something like a million dollars, which sum was partly offset by the sale
of the previous vessel — one of whose potential purchasers agreed to buy
the yacht only if Astor would in return buy his orang-utang, Freda.

The new Nourmahal was splendid: a three-decker, she boasted a library
panelled in pine, comfortable, ornate lounges, a dining saloon panelled
in walnut, and even an operating theatre for emergency use. There were
eight staterooms for guests, each with private bath, plus opulent rooms
for the Astors themselves. The crew numbered 42, and the owner’s eccen-
tricity extended even to the provision of gun-mountings for his self-defence
in time of war. The cost of maintaining all this was put at some $125,000
a year.

William Vincent Astor’s extraordinarily inventive mind led him to the
perpetration of cruel practical jokes, one of which at least centred upon
Nourmahal: a guest, a wealthy businessman, became increasingly dis-
traught as a result of daily wireless reports indicating the complete collapse
of his financial empire on the New York Stock Exchange. In a state of
frenzy and near to suicide, he eventually disembarked, only to discover
that it had all been a leg-pull, Astor having made himself fully acquainted
in advance with his guest’s financial holdings so as to lend an air of total
authenticity to the trick.

In February 1932 President-elect Roosevelt was aboard Nourmahal for
a ten-day cruise that took in Miamij; throughout he was in touch with
Washington by the yacht’s radio — indeed he did much of his cabinet-
making from Nowurmahal’s comfort and seclusion. During the yacht’s
stay in Miami a man named Giuseppe Zangara attempted to assassinate
Roosevelt: a fusillade of shots was fired at the President-elect’s car,
killing the Mayor of Chicago, Anton Cermac, and wounding some of the
onlookers.

Lucy Kavaler, in her book The Astors, describes how William Vincent
Astor, during a cruise off the Latin American coast, asked if he could
accompany one of that continent’s emergent dictators on a shark-fishing
expedition. As they were about to start, a horse was brought on deck by
a party of soldiers, and when the vessel was well into shark territory the
wretched horse was pushed over the side. The soldiers opened fire on it
as it struggled in the water, the blood then attracting the sharks which
were shot in their turn. A drunken brawl ensued, and on approaching the
shore on the return trip, the dictator ordered one of his ministers to strip
and dive in; the unfortunate man did as he was told, and was propelled
the faster inshore by the guns of the party on deck.

William Vincent Astor, eccentric or not, was a whole-hearted lover of
life at sea. He took a great interest in naval affairs world-wide, and spent
much time cruising the world, not simply for the pleasure it gave him, but
often in the interests of science as well. He frequently included botanists
and ornithologists on his guest list, and the yacht would return home earry-
ing unusual specimens, such as exotie fish caught off the Galapagos
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Islands, strange cacti, and rare sea plants from Fiji. He also hunted for
lost treasure in the Cocos Islands — unsuccessfully as it turned out.

When war came in 1939 William Vincent presented Nourmahal to the
United States Navy and he himself became a Captain in the USNR and
acommodore of convoys. Some years after the war President Truman was
advised to accept Nowurmahal as his Presidential yacht in place of Potomac;
but Truman refused on the ground that Nowrmahal was too big for use
by the President of the United States.

John Pierpont Morgan

J.P. Morgan was the owner of a succession of Corsairs —1, 11, 111, and 1v.
A gigantic fortune inherited from his father, together with his own banking
and shipping interests, enabled him to indulge his hobby to the full. The
Steel Trust, which he piloted into being in 1901, had a capital of around
$1,500,000,000 and Morgan became the world’s most powerful single
financial force. His Corsairs were the backdrop to many of his dealings,
notably when he brought aboard Chauncy Depew, politician and presi-
dent of the New York Central Railroad Company, in July 1885. Here,
free from telephones and other interruption — and also with a guest who
couldn’t disembark without Morgan’s agreement — certain highly impor-
tant railroad amalgamations were agreed.

Corsair 111, a twin-screw, steel-built schooner with two masts and a
single funnel, came from the yard of T.S.Marvel of Newburgh, New
York, and was designed by J. Beavor Webb. Launched in 1899, she carried
all the usual and expected fittings of luxury: deck lounges, a domed dining
saloon, a library and six staterooms, plus cabins for the professional
officers. The crew included ladies’ maids and valets. Even the engine-room
was a place of some splendour, the cylinders being encased in highly
polished maple. Of 1,396 tons, she was 304 ft in length with a beam of
33-5 ft, and could steam at 19 knots. She was to be followed by Corsair
1V in 1930. At 2,142 tons and a 343-ft length, she was then the largest
yacht to have been built for private service, but was overtaken within a
year by Savarona.

Other Private Cruisers

Savarona 11, built in 1931, was owned by the American millionairess Mrs
Emily Cadwalader, whose grandfather had built Brooklyn Bridge.
This gigantic yacht, of 4,677 tons, was designed by Gibbs and Cox of
New York but built in Hamburg by Bloehm and Voss. With a length of
408 ft and a 53-ft beam, she carried a massive crew of 107. Something
of a tax-avoidance venture, she kept well clear of US waters once she was
in commission. She was a superb creation, the largest private yacht in the
world and beautifully proportioned; she had two raked masts, a long bow-
sprit over a clipper bow, two squat funnels and a capability of 21 knots.
In size she was approached only by J. P. Morgan’s Corsair 1V, designed
by H. J. Gielow.

In 1938 the great Savarona passed to the Turks, first as the presidential
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RIGHT John Pierpont Morgan, financier
extraordinary with a great love of the sea.

BELOW Corsair I, one of J.P. Morgan’s superb
steam yachts and a vessel of great beauty.
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yacht - thus the biggest state yache after the Victoria and Albert — and
later as a training ship for the Turkish Navy.

In 1888 Fairtield’s of Govan built the steam yacht Lady Torfreda of 735
tons, a 216-ft two-deck screw-schooner with clectric lighting. Her first
owner was Sir William Pearce, but later she was sold to the American
millionaire Bayard Brown, who renamed her Valfreyia and kept her
moored off Brightlingsea in Essex from 1890 to 1927, For all that time
her captain and full crew were ready and waiting, and stcam was always
on the boilers. Bayard Brown was accustomed on occasion to turn the
hoses on his crew, and to put pep in their step by firing off a revolver
behind them. No maintenance was done to the yacht and she began to
crumble away, being unfit to be taken into naval service when war broke
out in 1914. After the war she was moved into dry dock for essential
repairs, and there she remained for several years. The eccentric Bayard
Brown, who certainly had the cash to meet the bills, nevertheless refused
to leave the dock. In 1927 he was found dead aboard his yacht. Later she
passed to the ownership of the Maharajah of Nawanagar — the cricketer
Ranjit Singh — and thence to Lord Portal.

The auxiliary schooner Ailée was built in 1928 for Madame Virginie
Heriot, a Frenchwoman well known in the racing of the 6-metre class
yachts. Ailee was a three-master of 486 tons and passed eventually to the
Naval Academy at Brest.

One of the last British auxiliary schooners to be built was Sonia I in
1931. Built of steel like Ailee, she was of 450 tons and a very beautiful
vessel; the intention of her owner, Mrs Betty Carstairs, was to send her
cruising the oceans and, like William Vincent Astor, to seek for treasure
in the Cocos. On one occasion there was a race between Ailee and Sonia
11, from the pierhead at Ryde in the Isle of Wight to Le Havre. Sir Malcolm
Campbell was a guest aboard Sonia II, but despite his presence, it was
Ailee who came home the winner.

The twin-screw steam yacht Nahlin was built on the Clyde in 1930 by
JohnBrown and designed by G. L. Watson (it was to be his last steam yacht)
for Lady Yule. She was of 1,574 tons, 250 ft long and capable of 17 knots.
Her interior fittings were as opulent as anything that had gone before:
three decks containing the owner’s suite, six staterooms for guests, a
gymnasium, a dining saloon and a drawing-room. A library stood aft on
the awning deck, while forward a ladies’ lounge had wide views of the
sea. Her chief claim to fame rests upon Edward vir's Mediterranean
cruise in her during his brief reign in 1936, together with Mrs Wallis Simp-
son who was awaiting her divorce. The King chose Nabhlin in preference
to the royal yacht for this cruise. In the guise of Duke of Lancaster he
embarked in Yugoslavia and thence, under escort by the destroyers Graf-
ton and Glowworm, sailed to Greece and Turkey; among his guests were
Duff Cooper, the British Minister of War, his wife Lady Diana and Lord
and Lady Louis Mountbatten. During this cruise — the King happy and
relaxed throughout — Mrs Simpson bought him a pair of swimming trunks
in an isolated village, and a roving photographer caught the couple holding
hands — a bonanza for the press. The King visited Turkey by request of
the Foreign Office, a commercial treaty having just been signed between
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RIGHT Edward viii and Mrs
Simpson in a dinghy at the
stern of Nahlin in Novigrad
Bay, Jugoslavia, during their
Mediterranean cruise of 1936.

BELOW Night at sea, the
darkness romantically lit by
Chinese lanterns.




OPPOSITE, ABOVE Aristotle
Onassis, Greek multi-
millionaire, and his great
steam yacht Christina,
formerly a frigate of the Royal
Canadian Navy.

OPPOSITE, BELOW President
Franklin D. Roosevelr (far
right) sailing with his children
on Passamaquaddy Bay,
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the two countries. Here Edward met the dictator, Kemal Ataturk; this
was the first visit to Turkey from a powerful monarch since Katser Wil-
helm 11’s, and was said to have had a benchcial effect on the line up of
alliances in the coming war.

In the Adriatic Nahblin entered the Bocche di Cattaro, where a small
town nestled below great walls; here the fortress guns fired a salute and
the King’s piper marched the yacht’s decks playing Over the Sea to Skye,
which Mrs Simpson found moving. And so Nahlin cruised on, the magic
of the moon over dark waters no doubt helping the romance that was
soon to deprive England of her monarch. In 1937 Nahlin passed to the
government of Romania for use as a royal yacht; later she became a cruise
ship.

The vast and impressive screw schooner Rover was built in 1930, the
same year as Nabhlin, for Lord Inchcape by Alexander Stephen. She was
of 2,115 tons, with a length of 265 ft and a speed of nearly 16 knots;
equipped with forced-draught ventilation, she was said to have been the
best-equipped as well as the largest steam yacht ever built in Britain for
private ownership. Together with Nahlin and Xarifa, built for F. M. Singer
by Samuel White of Cowes and designed by J. M. Soper, Rover was the
last of the British-built steam yachts before steam gave way to motor pro-
pulsion. Rover passed into the ownership of Axel Wenner-Genn, a Swede,
before the outbreak of the Second World War, with her name changed
to Southern Cross. In the first month of war she picked up a number of
survivors from the torpedoed liner Athenia, which was crossing the North
Atlantic carrying mainly women and children.

The life aboard and the crews

The big steam yachts were hotels afloat; most of them had central stair-
cases like a smart London hotel or a transatlantic liner, with service
to match. It was a life of splendour, sometimes of splendour-run-mad,
always at an astronomical cost —and a life that was virtually over by 1939.
These great vessels would sometimes lie off in the Thames — Rover was
the last to do so, close by London Bridge in the thirties — and wild parties
would be held, with expensively-clad guests arriving in taxis and taken
off by cutters or power-boats for a taste of the high life with a difference
—while strings of laden barges passed by, carrying their workaday cargoes.

Nights at sea were fantastic: one wealthy owner was reputed to have
a sliding bulkhead between his stateroom and the adjoining one, and hav-
ing made his selection from a bevy of beauties would allocate the lady
of his choice to this contiguous berth. In the middle of the night he would
operate his satanic mechanism and the lady would suddenly find herself,
willy-nilly, in bed next to the owner. Nevertheless, there was as ever the
other side of the picture: a long cruise could become incredibly boring
if the company was not right, in spite of the pampered luxury and the
continual supply of food and drink.

The crews of the British luxury yachts were professional seamen, some
from the Merchant Service, some from the Royal Navy, others from fishing
boats and coastal areas around the Thames estuary, the Solent and the
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Clyde. Many of the masters had full Board of Trade foreign-gomg ceruifi-
cates of competency, and all would have had at least a yachtmaster’s cer-
tificate. Their responsibilities were many: they had not only to navigate
and shipkeep but also to deal with all the many port requirements and
to manage stores and other cash deals, including payment of the crew.
They suffered numerous disadvantages, for officially private yachts were
neither fish, fowl nor good red herring ; their status was nebulous and hard
to define. Board of Trade backing was not automatic, for instance, in crew
disputes, while the disastrous effects of an incompetent owner trying out
his hand at ship-handling or navigation were always a possibility. If the
worst happened a master stood fair to lose his certificate, forced as he
was to accept his owner’s whims and fancies, for in some yachts the owner
was ever at the master’s back, sometimes overruling him. In fact, he had
to cope with a situation which cannot arise aboard a merchant ship, where
the owner has no right of interference but is bound by law to leave the
conduct of the ship at sea to the master, to whom the vessel is legally de-
livered once the Articles of Agreement have been signed — be it the Queen
Elizabeth or a humble coaster.

The grandeur that still lives

Great private yachts now belong to the romantic past; in the post-war
years money has run out for all except a handful of exceedingly rich men.

Aristotle Socrates Onassis, Greek multi-millionaire and shipowner - to
the tune of around three million tons — who launched at least one of his
fleet with holy water from Zem Zem’s renowned fountain near Mecca,
used to spend four or five months of each year aboard his splendid steam
vacht Christina, the expensive apple of his eye, and largely regarded as
his real home. Aboard, he was attended by a crew of 50 seamen, engineers
and stewards, two ladies’ maids, a butler and several valets, all com-
manded by a master mariner. Among his many guests have been bankers,
oil company chiefs, tobacco and insurance magnates — rich men all but
none so rich as Onassis.

Christina began her life as a frigate of the Royal Canadian Navy, but
was bought by Onassis along with nine others for presentation to the
Greek Government; however, the latter indulged in too much politicking
for Onassis, who cancelled the whole scheme, sold off eight of the frigates,
and retained Stormont (as she was then named) for his personal use; in
1954 she was converted to luxury at Kiel in Germany. The 1,600-ton Chris-
tina was perhaps the ultimate in yacht splendour, complete with a swim-
ming-pool, a fully-equipped hospital, her own five-seater amphibious air-
craft and no less than eight power boats for shore service. Onassis’ own
quarters consisted of three rooms: a study, a bedroom and a bathroom.
The hardwood-panelled study reflected his interests: shipping, Greek and
English classics, the arts, and the works of Sir Winston Churchill whom
he so much admired. Over his desk hung El Greco’s Madonna and Angel.
The bedroom contained gold-plated toilet accessories and hairbrushes, the
bathroom, lined with brown Siena marble, held a bath which was the
replica of that used by King Minos of Crete in his Palace of Knossos; and

68



RIGHT Sir Bernard and Lady Docker
in Monaco, aboard their diesel yacht
Shemara.

BELOW Shemara, a neat, compact
vessel. She passed after war service to
the financier Harry Hyams.
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even in there was a telephone extension (one of 40) so that Onassis could
always keep in touch with his world-wide business and social interests:
for Christina was virtually the heart of an empire.

The main saloon also did duty as a cinema, while aft was a splendid
smoking-room which had a fireplace made from lapis lazuli, an elegant
blue edifice said to have been put in at a cost of some four dollars per
square inch. In the adjoining bar the stools were covered with leather made
from the testicles of whales; the bulkheads were lined with maps and
miniature models of vessels famous in history. Every conceivable drink,
borne to the guests by a butler, was available. Guest accommodation was
provided in nine double cabins complete with baths and showers, lava-
tories, washbasins and bidets, all in a variety of coloured marbles.

Aboard the yacht Onassis carried a figure of Buddha, carved in jade
embedded with diamonds and rubies, its tongue wagging to the yacht’s
movements at sea; it is one of only two such figures, the other being the
property of the British Queen.

Christina’s hull, white-painted, below a single large buff funnel, shows
the yacht’s warship origins: the lines are there still, only the rebuilt upper-
works indicating the pleasure purpose that succeeded war’s austerity. But
Christina was not always bent purely on pleasure: in July 1956 she was
bound for the Aegean when an earthquake occurred on the island of San-
torini; the city of Thera was being destroyed and the cathedral was already
shattered. Onassis came swiftly to the rescue of the inhabitants, altering
course for Piraeus and organizing the provision of food and medical
equipment from Athens. These he took aboard and the Christina sailed
for the disaster area, the swimming-pool filled with fresh water; Onassis’s
wife Tina saw to the allocation of the food and stores.

Christina’s cruises were many and varied: all over the Mediterranean
— Asia Minor, Crete, Monte Carlo, Sardinia, Spain, Venice, the Dar-
danelles —Saudi Arabia, the Canary Islands, New York, Nassau, Argentina
(where her owner, ashore, was mistaken for an American gangster), with
Onassis constantly in touch by radio with his business interests. Among
his cruise guests when he sailed to the Dardanelles was Sir Winston Chur-
chill, who revisited the military graves of Gallipoli where so many men
from Britain and the Empire had died. Other guests from time to time
included Prince and Princess Rainier of Monaco — on one occasion whilst
a film unit from Hollywood was embarked, Onassis asked Grace Kelly
if she too was connected with the film industry — Greto Garbo, the Begum
AgaKhan, the Earl of Warwick, the Maharajah of Baroda, the Guinnesses,
Dame Margot Fonteyn, ex-King Peter of Yugoslavia, ex-King Farouk of
Egypt, Lady Docker — and Jackie Kennedy. Possibly his favourite apart
from Jackie was Sir Winston Churchill; it is said that when Churchill
repaid some hospitality by asking Onassis to dine with him at Marrakesh
in Morocco, it cost Onassis five thousand dollars to arrive for the meal
— but this was aboard a DC-6 and not Christina. When Churchill became
too old to negotiate the accommodation ladder, Onassis arranged for the
ladder to be pulled up with him on it. Onassis, in spite of the splendour
of his yacht and the complexity of his business life, was an unassuming
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Hunloke, George v's sailing
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and unobtrusive man, and surprisingly humble: he was overawed by the
fame of Churchill, and delighted by his friendship.

The decisions he made whilst afloat affected the employment of many
thousands of men and women and their families. Christina’s radio was
a much-used link: through it went orders for ships, credits, a $30,000,000
action against a fellow shipowner (decided while Onassis cruised happily
in the Caribbean), decisions vitally affecting his Middle Eastern oil
interests and his interests in the tourist trade in Greece, where a military
coup had taken place.

On 12 April 1956, Christina fired off a barrage of fireworks in Monte
Carlo harbour to welcome Grace Kelly when she arrived to marry Prince
Rainier. In front of a huge crowd the yacht gave the best firework display
ever seen on the Riviera. It was after this, while Christina was off Venice’s
Grand Canal the following year, that Onassis first met Maria Callas who
was to become his close friend and companion, and whose break with
her husband eventually came about during a cruise with Onassis in
Christina.

There was much rivalry between Onassis and Niarchos, another million-
aire shipowner from Greece, not least as to their yachts. Christina was
beautiful and very large, but Niarchos’s 19o-ft Creole, though smaller, was
perhaps the more eye-catching: a three-masted schooner with a black
painted hull, a sailing vessel rather than a steam yacht, she made a very
graceful sight. Creole was the biggest ship under sail in private hands (with
a total sail area of 8,555 sq ft), and her saloon was decorated with murals
by Salvador Dali, who was said to have been paid $250,000 for his pains.
The crew numbered 32 under a master, but Niarchos did a great deal of
the ship’s handling himself, and has entered some of the international ship
races under his own helmsmanship. Members of the Greek royal family
were often entertained aboard before the military coup in 1967 which
deprived King Paul and Queen Frederica of their throne; Niarchos was
more inclined than Onassis to prefer upper class personages to inter-
national tycoonery. An art lover, he fitted out a special saloon for the dis-
play of a number of valuable painting acquisitions — Cézannes, Gauguins,
Renoirs, Degas and van Goghs among them, as well as works by Toulouse-
Lautrec, El Greco, Goya and Matisse. To preserve them the room was
air-conditioned so that humidity and temperature were controlled, and
all cigarette smoke was expelled by means of an extractor. Niarchos was
accustomed to spend almost half of each year aboard Creole, mainly cruis-
ing in the Mediterranean.

Shemara, 878 tons, was built in 1938 by Thornycroft for Sir Bernard and
Lady Docker of gold-starred Daimler fame. A frequent visitor to
Monte Carlo in pre-war days, she was a diesel yacht with twin screws,
212 ft in length with a 30-ft beam and a 13-ft draught. She was a good-
looking two-master with a single squat funnel, her symmetrical lines and
straight sheer — the upward slope of her hull towards the bow and stern
— giving her a deserved look of speed, for she was capable of 16 knots.
Life aboard was comfortable for the crew as well as the guests: the Dockers
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were good employers who made no deduction for food from the crew’s
wages — unusual in those pre-war days. She carried a professional chef,
but apart from the cruises to Monte Carlo his services were not needed
for long; at the outbreak of war, Shemara passed into naval service to
be used ar Portland and Campbeltown for anti-submarine training. In 1968
she was bought from the Dockers by Harry Hyams, the Britsh financier.

Sir Thomas Sopwith’s Philante, of 1,629 tons, was the biggest motor
yacht from a British yard — Camper and Nicholson built her in 1937. Sop-
with’s last yacht, she was magnificently fitted out, her three decks includ-
ing a sun deck and accommodation for as many as 18 scamen, cabins for 16
officers and stewards, and the owner’s sui<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>