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Tlis book is dedicated to Erik Alexandre
Putz and Jessica Hoyt Putz, my children, who
as they enter their majority I admonish to
continue to seek and cherish the voyages of
friendship they have so lovingly lavished on
me. Sail, kids, and may the wind be on your
quarter, most of your times.

Many thanks must be tendered to the people who have
helped and supported this project. Among the principals,
certainly Captain Ernst Cummings, commanding officer of
Eagle, reigns. His consummate leadership, advice and
knowledge, and friendship have infused this work from the
beginning. And, too, Chief Warrant Officer Richard Shan-
non, Eagle’s sail master, has also made help and friendship
one thing.

Paul Johnson, Coast Guard Academy historian, has been
an abiding presence—not only helpful, but always remind-
ing one of standards. Lit. Neil Ruenzel, now in civilian life,
and his successor, Lt. Paul Preusse, both of the Coast
Guard Academy’s Office of Public Affairs, were always
gracious and generous with their initiative, enthusiasm,
and resources. Certainly, CPO Doug Bandos of the Public
Affairs Office must be thanked, not only for much service
but also for superb judgment and skill in providing photo-
graphic resources, discernment, and editing.

Robert Scheina, United States Coast Guard historian at
the service headquarters in Washington, D.C., guards the
service’s past and has been completely forthcoming with
his archives. Indeed, all service personnel I contacted con-
cerning this book took immediate and helpful interest in
any way they could. Lt. Edwin H. Daniels Jr. is a perfect
example. His love for Eagle and her traditions yielded not
only an outpouring of advice and material but also much
wit and wisdom, delivered with unique style and aplomb.
Cmdr. James Loew, executive officer aboard Fagle during
the 1985 season, tendered help without stint in the midst of
enormous and far more serious responsibilities. Warrant
Officer David Winchester, wry senior of Eagle’s engineer-
ing department, provided much perspeetive on the truth of
ships. Rear Admiral Edward Nelson Jr., superintendent
of the Coast Guard Academy, and Captain Joseph E.
Vorbach, commandant of cadets at the Academy, not only
blessed this project but also were the very best of ship-
mates—obviously proud of their ship and pleased with the
charges in their responsibility.

Lt. §g) Steven How, Eagle’s administrative officer, must
receive special thanks. His ebullient passion for Eagle and
its traditions and his ever-ready willingness to research
the ship’s history and personnel were inspiring. Too, Cap-
tain James G. Heydenreich (retired), former executive offi-
cer of Eagle, and Captain James P. Kelly (retired), former
commanding officer and currently editor of the Academy’s
alumni bulletin, must receive special thanks. Their experi-
ence gave them canny judgment in addition to generous
provision of photographic materials. Many thanks are also
due Mr. Tido Holtkamp, whose reminiscences and personal
cadet logs of the vessel’s years under the German flag put
flesh and blood on the skeletal legends of her early days.

On the personal front, dealing with a writer-friend under
pressure can be at the least tedious and is seldom gratify-
ing; and so my friends Peter Ralston, Marcus Halevi, and
Philip Counkling herewith get nudges of appreciation, as do
my wife, Victoria Dyer, and my children, Erik and Jessica
Putz, each of whom added love and care, the absence of
which I dare not consider.

The men and women of The Globe Pequot Press are a
patient and professional team. Linda Kennedy, vice presi-
dent-publications director and host of this project, was
forthcoming and supportive from the beginning. Eric
Newman’s blue pencil is incisive yet kind—the best. Kate
Bandos’s care over the dissemination of information is like
nothing seen heretofore in this life. Kevin Lynch’s gifts
turned words and images into beauty. Good books from
nice, hard-working people.

To Llewellyn Howland 111, my agent in these and other
matters, thank you! This gentleman and scholar is aman of
books, chief among them marine books, and is always of his
word. Let’s do, sir, go sailing.

Finally, any errors of fact or judgment in these pages are
mine alone. The quality of help and friendship from all
concerned is too high for it to be otherwise.




Foreword

by Walter Cronkite

There is a trouble with naval history. It has no seamarks.

There are landmarks in profusion to remind us of the rest of human
experience. Crowds of visitors can visit in awe and wonder and respectful
silence (or boisterous holiday hilarity) those sites where our laws were
made, our philosophies honed, or our battles won. They can tread the very
stone the ancients walked or gawk at the bed where the hero slept and the
desk where he wrote. And they can read from bronze plaques and chiseled
marble of the momentous events that occurred on the very spot. Land-
marks of our past.

But there are no seamarks. There are tablets and monuments, of course,
where persons or groups embarked or disembarked. On the dock at Fal-
mouth, England, for instance, you can read that the Pilgrims departed
from there, and at Provincetown and Plymouth, Massachusetts, you can
read that they landed there. And in Boston you can see the house where
Donald McKay lived when he designed the clipper ships.

But there are no seamarks. You can’'t walk the battlefields where Yan-
kees and their ships proved with shot and shell that a young nation could
defend its dream of independence and win its right to share equally the
freedom of ocean trade. There are no trails by which to follow the paths of
the merchant ships and whalers that carried the American flag to the
earth’s distant corners.

No, there are no seamarks. We have some very fine maritime museums
where artifacts, and even ships, of our maritime heritage are lovingly
preserved. That venerable battlelady Constitution, “Old Ironsides,”
launched in the first years of our nation and hero of the War of 1812, is a
wonderful sight at her berth at the Charlestown Navy Yard, and an even
more wonderful sight when, with flags flying and bands playing, she
makes her annual excursion, under tow, out into Boston Harbor.

No, we have no seamarks — but we have something better. We have
Eagle.

Here, in our country’s only square-rigger still sailing, is a living re-
minder of our seagoing past, a monument that breathes, a vibrant, spirited
descendant of every ship that ever flew the Stars and Stripes, her crew of




Coast Guard cadets the eager inheritors of the sailing tradition that built a
nation.

Those young officers, upon graduation, will go to their arduous, some-
times dangerous, duties in modern vessels that burn diesel oil and are
guided by unseen signals from radio towers and satellite transmitters, but
they will take with them skills of seamanship and a respect for the sea that
only a sailing ship can impart.

There is no experience, except perhaps those of soaring and ballooning,
that can match sailing for the exciting challenge of pitting one’s knowledge
and skill against the forces of nature.

To sail is to enjoy the ultimate escape from the mundane; the waves
against the hull and the wind in the rigging raise their voices in a song of
liberty.

And that is the song that Fagle sings. With all sails flying and the wind
in her teeth, the spray framing her bow and her foaming wake following
true astern, she is freedom, a glorious confirmation of our past, a resplen-
dent symbol of our future.

Americans share no other possession quite like her.

We will never have the opportunity to summon our strength and our
courage to climb into her rigging and, high above her decks, sway precari-
ously on her footropes as we hand and reef her mighty canvas in fair
weather and terribly foul, nor shall we have the privilege of standing in
dress uniform, proud on her crosstrees, as Fagle parades in the world’s
harbors.

But through this book we can enjoy vicariously the pride of the men and
women who sail upon her, and we can rejoice again in all for which she
stands.

Eagle — a unique, magnificent, majestic manifestation of the American
spirit.




The United States
Coast Guard Barque Eagle

Eagle is a special ship. As the only seagoing square-rigged vessel owned
and operated by the United States, she sails for all Americans, as a ship of
peace and peaceful order for all free peoples, and all people who would be
free. The United States Coast Guard Academy in New London, Connecti-
cut, has had Eagle in its stewardship for forty years, as its officer-cadet
training ship. The kind and quality of this service is unique in modern
times, and our purpose in this book is to tell Eagle’s story, to describe the
ship and life aboard her, and to explain her purpose and accomplishments.

Nineteen-eighty-six is Eagle’s fiftieth-anniversary year. A half-century
old, she not only has amassed stories, she is also a grande dame on the high
seas. Like her nautical cousin, the U.S. Navy frigate Constitution, she has
seen war, and she has seen on her decks trials of young sailors learning the
ways of the sea. Though younger than the redoubtable lady Old Ironsides,
Eagle has remained in seagoing service throughout her career. To this day,
indeed on this day, Eagle, heels in the wind on assignment as an official
operating cutter of the United States Coast Guard. Built to train, she
trains. Assigned to guard, she guards. She is our ship, and this is her book.

Those who know and have feelings for the sea understand instinctively
why a square-rigged ship is indispensable and has a place not only in the
inventory of our military marine but also as an offering to the youth of our
nation. Eagle is more than a school-ship or a training vessel for future
Coast Guard officers; in her own way, she is a symbol of our country’s roots
in the maritime past and the nation’s spirit that has always sought out and
nurtured freedom by access to, and control of, the seas that surround us.
Sailing ships brought many of our forebears here and then helped to feed
and protect us, to found our modern idea of commerce, and to give opportu-
nity to any and all with the imagination and pluck to go to sea. As a crux of
our national defense, ships plumb the depths of the world’s oceans and
circumscribe the envelope of the atmosphere with all that contemporary
technology offers; the fundamentals of nautical leadership happen on
ships, and nowhere better than on a sailing ship. Matters of wind are the
very stuff of navigation and piloting. Sail may no longer supply our civiliza-
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tion, but sail-training will never be archaic.

Water and land meet, and where they meet we are compelled to gather.
The shore is far enough for some, but for others the sea roads call. By the
sea, we are next to a highway that leads everywhere, all around the world.
Boatmen and yachtsmen reach out, some sampling the waters seriously,
even spectacularly. They cross oceans, have adventures in remote places,
and regularly race through seas notorious for their hazards and chal-
lenges. Yet, the serious business of being at sea remains something of a
mystery. Fishermen come and go, in and out of the harbor. They do not
speak much. The mighty bulk-carrying traffic is these days directed out-
side our ordinary recreational purview. Where is the romance?

The myth remains embodied in the large square-rigged sailing ships. As
marine societies, harbor development, nautical museums, and boatbuild-
ing schools, boating programs, and festivals of sail proliferate, Eagle con-
tinues to do what she has always done. She does not deny the romance; she
just naturally expresses it. Captain Christian, Admiral Nelson, Captains
Courageous, and Billy Budd are no strangers to her — those characters in
life and literature have always brought the nautically inclined to her,
naturally.

For forty years visitors have come to docks, in America and abroad, to be
next to the ship, to walk her decks, to be in direct contact with this barque
that still participates in and practices the traditions of the sea in ways that
only a deep-water sailing vessel can. When they do, the distinction be-
tween adult and child, parent and offspring often fades, as people of all
ages and backgrounds picture themselves sailing the seas aboard Eagle,
gazing up into the cloud of canvas sails in the rigging and feeling the broad
decks heave and scend over the ocean’s vast surface. Even experienced
boatmen know that this ship offers something special that only blue-water
square-rig sailors know.

The appeal is a mystery, some of which this book is meant to dispel, and
some to keep. The marvel and romance of sailing ships are legendary
because they are infinite. Kagle has plain duty, and the details of her
existence and history are a matter of record, which will be the larger stuff
of this book. As for the romance — romance has always meant devotion to
an idea, empathy with others, expectation of trials that are regarded as a
test of character and devotion, and a transfixed compulsion to beauty.
Even in her most mundane functions as a military training vessel, Eagle is
in all respects as ready for romance as she is for sea.

If these pages glow with the romance of the ship, our primary duty is to
tell some of her background and history in an Eagle tradition, in our
nation’s eldest marine military service, and in her own right. We will
explore her construction, how she is organized, and the changes that time
have brought to her layout, from stem to stern, keel to mastcap. A working
ship, Eagle is generally a hive of nautical activity, and so we will in words
and pictures go aboard the ship, sail her, live with the complement of men
and women who command and sail her, and probe some of her human
secrets and stories. Fifty years of continuous duty produces tales to tell and
a society of the ship’s own, now many service generations deep. And finally







Eagle's Background

While I recommend in the strongest terms to the respective Officers,
activity, vigilance and firmness, I feel no less solicitude that their
deportment may be marked with prudence, moderation and good tem-
per. Upon these last qualities not less than upon the former must
depend the success, usefulness, and consequently continuance of the
establishment in which they are included. They cannot be sensible that
there are some prepossessions against it, that the charge with which
they are entrusted is a delicate one, and that it is easy by mismanage-
ment to produce serious and extensive clamour, disgust and odium.

They will always keep in mind that their Countrymen are Freemen
and as such are impatient of every thing that bears the least mark of
domineering Spirit. They will therefore refrain with the most guarded
circumspection from whatever has the semblance of haughtiness,
rudeness or insult. If obstacles occur they will remember they are
under the particular protection of the Laws, and that they can meet
with nothing disagreeable in the execution of their duty which these
will not severely reprehend. This reflection and a regard to the good of
the service will prevent at all times a spirit of irritation or resentment.
They will endeavour to overcome difficulties, if any are experienced, by
a cool and temperate perseverance in their duty, by address and mod-
eration rather than by vehemence or violence.

Thus, in a Treasury Department circular to the captains of the Revenue
Cutters, Alexander Hamilton admonished his charges on June 4, 1791.
Just two years before, George Washington had assumed office as our
first president, facing a new nation with no administrative branches of
government. Both Britain and Spain still occupied ostensibly American
lands, the remaining army was minuscule, and the navy had been dis-
banded. In the western territories already talk of secession spread. The
government was in debt, both to its own citizens and to foreign persons and
corporations — and the treasury, if such it could be called, was barren.
Although Congress had passed an import tariff for revenue, it had no
means for collecting revenue. Though jubilant and proud of defeating an
empire, the citizenry had yet to fully realize the responsibilities of citizen-
ship. A century of cynicism about authority and Caesar’s rendering in a
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colonial atmosphere had made smuggling and duplicitous behavior a cher-
ished habit. Americans were a maritime people, and able sailors. Dark of
night and small creeks and coves held no fear and little danger for them,
except that now they were cheating their own government, and so, by the
Constitution, themselves.

Under Alexander Hamilton, the new Treasury Department’s mandate
(created September 2, 1789) was to improve and manage revenues for the
support of public credit; to estimate public revenues and expenditures; and
to otherwise manage the public lands and purse strings. From the begin-
ning this responsibility included collecting customs duties, running the
lighthouse service, and managing the bureaucratic machinery for the
registration and clearance of seagoing vessels. By the time the Federalists
left office in 1801, the Treasury Department had become the largest organ
of the government, employing fully half the civilian public work force.
Among these were the collectors of customs at the ports, and because their
salaries came directly out of what they collected, their collective hue and
cry over means for intercepting vessels at sea, before they had a chance to
discharge cargoes or alter their bills of lading, demanded that something
be done, and quickly.

On April 23, 1790, therefore, Hamilton presented to Congress a bill to
establish the United States Revenue Marine Service. “Boats,” he declared,
could not “fail to contribute, in a material degree, to the security of the
revenue; much more than will compensate for the expense of the establish-
ment....” He went on:

Justice to the body of Merchants of the United States, demands an
acknowledgement, that they have very generally manifested a disposi-
tion to conform to the national laws, which does them honor, and
authorizes confidence in their probity. But every considerate member
of that body knows that this confidence admits of exceptions, and that
it is essentially the interest of the greater number, that every possible
guard should be set on the fraudulent few, which does not in fact tend
to the embarrassment of trade.

He proposed that ten revenue cutters be constructed, to be stationed along
the coasts of Massachusetts and New Hampshire (two), Long Island Sound
(one), New York and Delaware Bay (one each), the Chesapeake (two), and
one each for North Carolina, South Carolina, and Georgia. The young
secretary estimated that each vessel would cost $1,000 to construct, and
that an annual budget of $18,560 would be adequate to maintain all
expenses of the entire fleet. Congress passed the bill on August 4, 1790,
giving birth to the parent organization of the United States Coast Guard.
One of the first vessels built for the new Revenue Cutter Service was a
vessel named Eagle.

The clouds of time have obscured this schooner from our view. We know
that she displaced about 50 tons, was 50 feet long on the deck, and carried
topsails on both her fore and main topmasts. She was ordered built along
with her sister vessels in 1791, at Savannah, Georgia, under the supervi-
sion of John Howell, who was commissioned as her master when the vessel
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was completed, less her sails, by December in the following year. Though a
few of the standard secondary sources refer to this ship as the Pickering,
primary newspaper sources of the day call her Eagle, and so she becomes
here the first of our Eagles, of which seven in all were built, including our
present steel barque, in the service of the Coast Guard and its paternal
organizations.

As nearly as we can tell, the first Kagle remained in service at least until
1798. Historical and social changes were coming thick and fast as the
eighteenth century drew to a close, and the clarity of events and their
attendant names are sometimes not what they should be; an example
being conditions surrounding the first Eagle’s replacement. For, you see, in
1799, Eagle was replaced by a ship named Bee, a renamed captured French
vessel, Bon Pére (Good Father), which in spring 1799 had been captured by
a revenue cutter named Eagle — not the first Eagle, but rather a second
one.

This vagueness is one of those things that give historians their employ-
ment. Just as the naval-history sources are confused over the dates, places,
and names germane to the first Fagle, the second Eagle, too, suffers from
fuzzy documentation and reportage. The most likely marshaling of facts is
that the first Eagle, operating out of Georgia, was sold out of service in

The lines and plans of America’s first
ten revenue cutters are lost. But in
The History of the American Sailing
Navy (Norton, 1949), Howard 1.
Chapelle shows this unidentified
fourteen-gun schooner of the same
period. It must be similar to the first
Eagle, though the latter was a bit
smaller and probably had no
gunports.
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early 1798, and replaced by a brig renamed Eagle in late 1798; a likely
theory, for all but one of the first ten revenue cutters had been replaced by
1800. Readers who enjoy untangling such puzzles of nautical history will
find a good place to start in Irving H. King’s George Washington’s Coast
Guard (Annapolis: Naval Institute, 1978); Paul Johnson’s excellent first
chapter in Paul Regan’s Eagle Seamanship (Annapolis: Naval Institute,
1979); and two of Howard Chapelle’s classics: The History of the American
Sailing Navy and The History of American Sailing Ships (both New York:
W. W. Norton).

Our second Eagle, a brig, had a neat and compact square-rigged arrange-
ment that, along with the schooner rig, Americans brought to great effi-
ciency in early days. This setup has an exclusively square-rigged foremast
and a combination square and fore-and-aft rigged mizzen, or aftermast.
Built in Philadelphia in 1798, Eagle II was 58 feet overall, and displaced
187 tons, very substantial for her length. Carrying a crew of seventy men,
including fourteen marines, and ordnance composed of fourteen six-
pounder cannon, she had to be solid, and she certainly distinguished
herself.

These were the days of the Quasi-War with France, the official designa-
tion for one of our most peculiar conflicts as a nation. With three- or four-
score vessels always operating in the Caribbean at any one time, the new
French republic was wont to do as it pleased, and if this liberty led to taking
American ships as “prizes,” it felt no qualms. Accordingly, four relatively
large squadrons of U.S. ships were dispatched to deal with the Frankish
menace, most of it by letters of marque, a tactic familiar from the revolu-
tionary period, and much of it oddly nonviolent, extending only to intimida-
tion such as warning shots. French ships would bring our ships to stays,
stopping them, and board them with prize crews; then our ships would
recapture our vessels, or similarly capture originally French vessels. Mr.
Johnson renders this report in Eagle Seamanship:

In the West Indies from 1798 to 1800, the Eagle was one of the most
successful ships, first in the squadron of Stephen Decatur, Sr., later in
that of Commodore John Barry. In all, Eagle captured five French
armed vessels. On two other occasions, she assisted the ships Delaware
and Baltimore in taking prizes. In addition, several American mer-
chant vessels captured by the French were retaken by the Eagle. One of
her best captures was the schooner Bon Peére, which was renamed Bee
and used by American forces.

Eagle was sold into private hands, in 1801, for $10,600.

In the meanwhile, the revenue-cutter service, having firmly established
reliable collection of duties, and having enfranchised itself as integral to
naval defense, had taken on full responsibility for putting out and main-
taining aids to navigation, assisting the keepers of the nation’s light-
houses, beginning the intricate task of charting our coasts, and habitually
coming to the aid of distressed vessels and mariners. By the time the
second Eagle was mustered out of service, nearly all duties handled by the
modern Coast Guard were operational.
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Though able and hardworking, the
first ten little revenue cutters were
soon too small, slow, and few for the
nation’s growing economic needs and
were overshadowed by the explosion
in shipping following the French
Revolution. By 1800, all but one of the
original cutters had been replaced by
larger ships. The second and third
Eagles were, respectively, a brig of a
type shown here in two sizes, and a
topsail schooner shown here in
quarter-elevated view and at sea.
(These and the illustrations on page
13 are from Howard 1. Chapelle,
American Sailing Ships [Norton,
1935].)
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Deep-water altercations with French ships had occasionally harassed
our commerce, but more and more our vigorous merchants had to deal with
English bottoms. Those of imperial sentiments were naturally contemptu-
ous of postcolonial upstarts, and American English had not yet shifted
enough from English speech to provide the ostensible badge of indepen-
dent citizenship. President James Madison declared war in 1812 over
impressment of American sailors and other harassments by the English,
who, until 1814, were distracted by Napoleon’s navy. Once Elba became the
able Corsican’s home in exile, however, the British threw their full naval
weight against the North American coastline, and from that period come
many stories about our most famous naval acts of heroism, among them
that of the third U.S. ship called Eagle.

The new Eagle was again a schooner, of 130 tons, built in and for the port
of New Haven in 1809. She was lightly armed (four four-pound, and two
two-pound cannons), and her ordinary duty was to patrol and escort
merchant shipping to and from the Connecticut shore and New York. Once
the English bottoms were up to strength in the region, in 1814, her duty led
to heroism, then demise.

The sloop Susan was a regular New Haven—New York packet, and in

Eagle 11 (left), a very active armed
brig with a full complement of ma-
rines, engages the French in the
Quasi-War with France in 1799. (Art-
ist unknown; reproduction courtesy
of U.S.C.G. Academy Museum, Paul
Johnson, curator)




Eagle 11

After a running battle with the Eng-
lish in 1814, Eagle III's officers and
crew beach the ship and heroically
stand off the enemy at Negro Head on
the Connecticut shore. Eventually
reduced to using the ship’s log as
wadding to pack the ordnance
charges, they won the battle if not the
campaign. Next day, Eagle was cap-
tured and, soon after, scuttled. (Paint-
ing by Hunter Wood; reproduction
courtesy U.S. Coast Guard Academy
Museum, Paul Johnson, curator)

autumn 1814, laden with flour, gunpowder, dry goods, and passengers, she
was intercepted and captured by the English frigate Pomone. Incensed and
determined to bring the home sloop back, Captain Frederick Lee of Eagle
recruited thirty extra men to man the ship and made out to sea, not
knowing the mischief that lay in wait: the eighteen-gun British brig Dis-
patch, accompanied by her armed tender and another armed sloop. Bra-
vado and ire notwithstanding, Eagle made for the Long Island shore.
There, at Negro Head, Eagle’s company managed to drag four of the ship’s
guns to the bluff above the ship, and from there they fended off the
attacking vessels for many hours, and through the night. In the interim,
the Americans were reduced to using their clothing, and even sheets torn
from the ship’s log, for cannon wadding, to back recycled shot provided by
the English onslaught. By morning the enemy had withdrawn, leaving
Eagle a hulk. Though the crew at length refloated the ship, her bedraggled
condition invited capture on the return passage across the Sound. Cap-
tured she was, and retired from history. Presumably, she was stripped and
scuttled.

The same fate fell upon many American vessels, which, even when
spared battle fatigue, were becoming elderly by 1814. Though all of coastal
America was a riot of boat- and shipbuilding, most marine activity was in
the name of commerce, and the government’s efforts to lead in the field had
been applied to line fleet vessels, notorious then as now for absorbing all
allocated monies. With treaties signed and a maritime populace growing in
number and activity annually (the interior was opening up and industry
becoming well established), revenue and navigation-maintenance vessels
were needed more than ever. They also had to be faster.

The chase had become a mutually escalating race between those bound
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to catch, and those who would not be caught. Sailing technology reached its
best off the coast of Africa, where the British blockade against slavers
called for fine-lined, shallow-draft, wide hulls carrying clouds of sail.
Handy and quick, these new Baltimore clippers could sail into the shallows
of inshore creeks and bays, and yet run transatlantic circles around the
ponderous, bluff-bowed gunnery platforms that warships had to be. As the
bad guys refined their sailing hardware, so the Revenue Service had to
keep up, with three new classes of cutters, all of the Baltimore clipper type.
Two of these carried the name Eagle in the years from 1815 through the

early 1830s.
William Doughty, a well-known designer in that era, had the commis-

sion for all three standard classes, respectively 49, 57, and 69 feet overall,
all with more or less the same hull model and proportions. Both Eagles IV
and V were of the 69-foot class, displacing 79 tons. Except for the continuity
of fate reigning over these ships, we know rather little about them. One
was built at New York and served out of New Haven from 1816 to 1824; the
next was built in 1824 at Portsmouth, New Hampshire, and also served
New Haven until 1829. Both of these were commanded throughout their
duty by Frederick Lee, who had shepherded Eagle I1I through its demise in
the war. By the Jacksonian period, Eagles and the Connecticut shore were
lastingly associated.

This historical line was broken for almost a century. Then in fall 1925, a
100-foot motor patrol boat, one of thirteen in a class-building program, was
launched as Eagle, from the Defoe facilities in Bay City, Michigan. Her
duty was patroling for rumrunners during Prohibition out of New London,
Connecticut, for seven years, and from Charleston, South Carolina, until
that sad social program was ended. The sixth Eagle’s duty was enlivened
by the craziness inherent in the liquor-smuggling trade, as when the booze
supply ship Firelight attempted to ram Eagle and instead sprang her own
planks and sank. Adequately armed but relatively slow, Eagle ended her
career by serving a year at the Charlotte, New York, station on Lake
Ontario. Our Eagle, the seventh, would not serve us until a Great Depres-
sion‘and a horrendous war had gone by.

The Service and Its Academy

The United States Coast Guard celebrates several banner dates among its
traditions. The first is August 4, 1790, when Congress officially created the
Revenue Marine; on June 18, 1878, Congress created the U.S. Life Saving
Service; on June 18, 1915, the Revenue Cutter Service was combined with
the Life Saving Service to compose the United States Coast Guard; and on
July 7, 1939, the Lighthouse Bureau was absorbed by the Coast Guard. On
a less-celebrated day in May 1877, aboard topsail schooner J. C. Dobbin,
Captain J. A. Henriques employed his commissioned and enlisted officers
tocreate a curriculum in seamanship and navigation, which was promptly
used in training young cadet officers in the waters between the eastern
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By the Jacksonian era the revenue
cutters had a basic form and design.
It was based on the very fast
Baltimore-clipper models popular
among the slavers and smugglers
with which the Revenue Marine had
to contend. The fifth and sixth Eagles
were of this type, shown here in fore-
quarter elevated view and at sea. The
drawings are based on a near-sister
cutter of the period. By this time a
fundamental family resemblance to
our (seventh) Eagle is visible.
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seaboard and Bermuda. In autumn that year, the Dobbin put into New
Bedford, Massachusetts, and her wardroom officers added academic sub-
jects to the new program, hiring a civilian professor to teach them. The
founding concepts and practices of the U.S. Coast Guard Academy were
thus established.

The 106-foot barque Chase replaced the J. C. Dobbin in the next year,
and this ship, the namesake for vessels fondly held in Coast Guard mem-
ory, was the Academy training home until 1894, out of New Bedford, and
until 1907, at winter quarters on Arundel Cove, in Maryland. Chase began
the Coast Guard Academy tradition of cadet summer cruises to Europe and
continued reliably for two decades.

Before the era of Eagles, half a dozen other training ships entered the
Academy fleet. From 1907 until 1921 the choice was Itasca, formerly Navy
practice ship Bancroft, and then Alexander Hamilton, the former Navy
gunboat Vicksburg and a veteran of the China station. In the meanwhile,
the official Coast Guard Academy was moved from Arundel Cove to New
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London, at first ensconced in Fort Trumbull (from 1910) and finally to its
present site on the banks of the Thames River in 1932.

The Alexander Hamilton was retired in 1930, and from then until Fagle
arrived in 1946, the Academy’s fleet was catch-as-catch-can, but still dis-
tinguished. The veteran Gloucester fishing schooner /. C. Dobbin II, re-
named Chase, served its time in the 1930s, as did the well-known yacht
Curlew and the fabulous three-masted schooner Atlantic. Present-day
yachtsmen and women would give their eyeteeth to experience such ships
under canvas.

World War II was devastating to all discretionary boats and boating. As
of November 1, 1941, the Coast Guard was placed under the Navy Depart-
ment, whose priorities naturally brought all available bottoms into active
service, or out of commission to languish ashore, or sequestered for pre-
cious lead and nonferrous scrap. Sail training did not loom large on the
defense horizon. On the fateful day when Hitler’s troops marched into
Denmark, however, the Danish training vessel Danmark was on a training
cruise, visiting Jacksonville, Florida. Captain Kurt L. Hansen of the Dan-
mark found himself in a welter of Southern hospitality as local citizens
provided food, clothing, and entertainment for the young Danish sailors.

Knud Langvad (third left), alumnus
of Eagle from her delivery voyage to
the United States in 1946, talks over
the old days with Rear Admiral
Edward Nelson Jr. (center), superin-
tendent of the Coast Guard Academy;
Captain Ernst Cummings (far right),
commanding officer of Eagle; and
guests in the ship’s wardroom during
a spring 1985 visit. (U.S. Coast Guard
photo by Indie Williams)
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In the presence of Adolf Hitler and the
German Navy high command, Horst
Wessel is launched in 1936 at the
famed shipyard of Blohm & Voss in
Hamburg. (U.S. Coast Guard photo,
originally published in Der Stern;
donated by Klaus Willeke)

Hearing of Danmark’s situation, the commandant of the Coast Guard
approached the Danish legation (in exile) and offered to charter the vessel
for training service at the Coast Guard Academy. This request was
granted, and so from Janury 1942 until September 1945, Denmark’s first-
class ship sailed the relatively protected inshore waters of Long Island
Sound and around the Massachusetts islands, off Cape Cod. Along with
Eagle, Danmark remains one of the most popular and best-run tall ships in
the world, and her inadvertent tour of wartime duty with the United States
is commemorated on a plaque displayed on the Dane’s mainmast. Captain
Knud Langvad had accompanied Eagle on its delivery to the United States
in 1946, and it was a fine reunion when, in spring 1985, Captain Langvad,
age seventy-seven, was ship’s guest aboard Eagle for the first time in
thirty-nine years.

Our Barque Eagle

Billeted aboard Danmark during her tour under U.S. colors was Com-
mander Gordon P. McGowan, who was assigned aboard as director of the
Academy’s sailing and seamanship-training program. In his fascinating
The Skipper and the Eagle, McGowan admits to being nearly a passenger
aboard Danmark, for the ability and verve of the officers and seamen
native to the vessel embarrassed any inclination to intervene or assume
authority. The commander himself became a cadet of sorts, watching the
ways of the 700-ton square-rigger without the slightest suspicion of the
consequences these wartime days would have. These were introduced to
him by telegram late in autumn 1945. Danmark had been repatriated a
couple of months before, placing the thirty-six-year-old commander on the
beach. His telegram read:

ON OR ABOUT 18 JANUARY 1946 PROCEED BY AIR TO LONDON
ENGLAND AND REPORT TO COMNAVEU FOR FURTHER
ASSIGNMENT AS PROSPECTIVE COMMANDING OFFICER OF
THE COAST GUARD CUTTER EAGLE NOW THE GERMAN
EX-NAVAL SHIP HORST WESSEL AT THE U S NAVAL ADVANCE
BASE WESER RIVER BREMERHAVEN GERMANY.

Horst Wessel, soon to become Eagle, lay at a wharfside tidal berth, and
though she was still manned by a marginally employed German navy crew,
her condition was shabby, exhausted by the war. Much of Bremerhaven
was dusty piles of rubble.

Sail-training vessels had been in the German naval tradition since the
nineteenth century, and these were revitalized under the vigorous rearma-
ment programs of the Third Reich. Between 1933 and 1940, the Germans
built five training barques: in 1933 Gorch Fock, in 1936 Horst Wessel (our
Eagle), in 1938 Albert Leo Schlageter and Mircea 11, and in 1940 Herbert
Norkus. All five vessels were built on nearly identical lines and layouts,
differing only a few feet in length, and in minor details of rigging and deck
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Horst Wessel, years later to become
Eagle, sails her builder’s trials for
Blohm & Voss off the River Elbe estu-
ary, 1936. (U.S. Coast Guard Acad-
emy Museum Archives photo)

Three of the original Five Sisters line
up at wharfside in their early days:
Gorch Fock, Horst Wessel, and Albert
Leo Schlageter, now, respectively,
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Kapitan August Thiele, for three years  layout. The other sister ships may interest tall-ship enthusiasts. At war’s
(1936-39) the first commanding offi- end, Gorch Fock disappeared into Soviet mists, returning to public view in

cer of Horst Wessel. His first season the mid-1950s as Tovarishch. Horst Wessel became our Eagle. Albert Leo
or two took the ship into the North

Atlantic as far as the West Indies.

Schlageter lay in a mud berth near Eagle on the day the latter sailed away

Thereafter it was confined to the east- from Germany, eventually to be claimed by Brazil. There she sailed first as
ern Baltic. (U.S Coast Guard photo, Guna Bara, and today as Sagres 11, under Portuguese colors. Mircea came
donated by Klaus Willeke) to serve under the Romanian flag. Herbert Norkus, built during the war,

was never rigged; she served as an ammunition storage depot for the
Germans. After the war, the British used the still-new hull as a North Sea
disposal barge, opening the sea cocks to sink her on the final tow voyage. To
this day, many English sailors lament that event. All five ships were built
at the famed Blohm & Voss shipyard in Hamburg, to very high standards of
strength, sailing ability, and safety. The German High Command had
plans for these vessels’ charges; eventually, they were used mostly to train
navy personnel as submarine officers, scourges of the North Atlantic ship-
ping lanes. The ships embodied the very best that naval architecture and
construction systems of the time had to offer, superb even by today’s
standards.

These days, the original sister ships Tovarishch (the originai Goreh
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Fock), Eagle, Sagres 11, and Mircea still sail together in the major tall-ships
events, joined for the Five Sisters’ Cup by Gorch Fock II (a replica sister
vessel built by West Germany in 1958) in occasional extraordinary races.

In 1986, Eagle (ex—Horst Wessel) is fifty years old and from a time and
place that seems like an altogether different world, uncanny even for those
with memories of Europe during the Depression years. In its own way, that
era was also a period of extraordinary technological advances, much like
those of today, but in mechanics rather than the hyperelectronics in which
we bask. Shipbuilding was one of these fields, and German shipyards were
on the cutting edge. Only a generation before, builders of iron and steel
ships were still bogged down in design and engineering practices essen-
tially derived from wood shipbuilding technologies — massive timbering.
As metallurgy, forging, and plate-bending methods improved, though, and
engineers gained experience with massive metal construction, especially
in steel, mathematical formulas for stress, load, and tension replaced
bulky materials. Even: as ships became lighter they became stronger, and
with improved power plants, much faster and generally more able.

And so the transverse framing system was developed. This construction
method employs the inherent strength of steel, wherever it is in the ship, to
provide integrity, rather than large amounts of support behind or around
it. Eagle’s keel, main deck, and hull plating provide the primary strength of
the vessel, and her light framing, incorrectly called ribs, is used primarily
to hold the vessel’s shape. Modern engineering and welding methods have
superseded the basic technology applied in Eagle. These German-built
training barques especially benefited from the savings in weight provided
by this building method. In a sailing ship with youngsters aboard, the more

Kadett Tido Holthamp, 1944. (Cour-
tesy Tido Holtkamp)

German Navy crewmen from Horst
Wessel conduct boat drills off the
dramatic Tenerife coast in 1938, a
vear before the invasion of Poland and
World War 11. (U.S. Coast Guard
photo, donated by Klaus Willeke)
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Tido Holtkamp today. (Courtesy Tido
Holtkamp)

Exercises in the Baltic in 1938
brought Horst Wessel close to shore at
sea-furl and dress whites in the rig-
ging. Such drills are universal on
square-riggers, at all times, among all
nations. It is part of ship’s routine,
cherished by enthusiasts of blue-water
sailing. (U.S. Coast Guard Academy
Museum Archives photo)

weight placed in ballast, far down in the bilges, the better, for the ships
must be able to stand up to indiscretion, error, and flawed nautical
Jjudgment.

Horst Wessel went right into service after being fitted out, sailing her
first full season (1937) in the open Atlantic and paying calls in the Canary
Islands and the West Indies. After hostilities began, with Hitler’s invasion
of Poland in 1939, the ship was confined to duty in the Baltic, more or less
out of harm’s way for her cadets, as they made training and, later, refugee
and supply runs between ports such as Danzig (now Gdansk) and East
Prussia. Stories told among alumni of the ship, that she was fired upon at
least once and returned fire against Allied planes, have not been verified.
Indeed, the only encounters under arms that we could discover were
related by Tido Holtkamp, a German cadet on the ship during spring 1944
— close calls in night bombing raids and one misunderstanding with a
German reconnaissance plane. Today an American citizen and a senior
industrial applications consultant for IBM, Holtkamp recalls his own
experiences on the ship. He assiduously followed the course of battles near
and far, imagining what it was like at the fronts, meanwhile coursing
through Baltic waters. The ship had two genuine adventures during his
tenure: hove to outside Kiel Harbor while both town and harbor structures
were destroyed by bombs; and shooting at a seaplane that was reconnoiter-
ing the ship. Warned in code several times, the pilot failed to respond
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Horst Wessel crew members singing
sea-chanteys as they bring up the
anchor chain in the Baltic Sea off
Danzig (now Gdansk), spring 1944.
Two-and-a-half rotations of the cap-
stan were required to raise the chain
one meter; at times it was as deep as
270 meters. Note 20 mm gun at right.
(Courtesy Tido Holtkamp)

correctly. Manning three of the vessel’s four 20 mm pom-pom guns,
Holtkamp and his shipmates fired on the plane. At this act, the pilot
cranked his aircraft into a full banked turn, revealing the iron crosses
emblazoned on the wings, and then set it down on the water. Soon an
inflatable boat that appeared near the plane’s pontoons brought a thor-
oughly enraged pilot alongside the ship, demanding to see the skipper and
his logbooks. Sure enough, the ship was twenty-four hours behind in its
code manifest, which changed every twelve hours. It was not an especially
good day for Horst Wessel. Crack gunners aboard could have made it even
poorer.

Morning wash with salt water on
Horst Wessel deck, 1944. Cadets were
required to wash in this manner from
February 1on, then run through a
hose’s powerful stream, all in order to
“toughen” them and ensure that they

( were free from colds, according to

\ former cadet Tido Holtkamp, shown

 atright. There were regular wash-
rooms below deck, and freshwater

| showers were available in the evening.

| (Courtesy Tido Holtkamp)
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A page from Tido Holtkamp’s logbook
describing the misadventure with a
seaplane described in the text. All the
German cadets were required to keep
such a record of their shipboard expe-
riences, to be reviewed periodically by
the division officer. This one survives
because Mr. Holtkamp had the fore-
sight to mail it home before the Ger-
mans surrendered. (Courtesy Tido
Holtkamp)

German naval cadets in the old
berthing area, a scene common below-
decks well into our own era, when
hammocks were the sleeping bill of

fare until they were replaced by bunks
installed in many subdivided areas of

the ship. (U.S. Coast Guard Academy
photo, courtesy James Heydenreich)

In the class after Mr. Holtkamp’s, the last, word spread among the
cadets that they were destined for the new class-23 submarines, ten of
which had already been launched with considerable effect. But, as German
efforts on all sides decayed into a rout, the ship turned to transporting
refugees from East Prussia. On the day of capitulation, the ship lay at
Flensburg. Paging through the logbook he had kept while a cadet, the
gracefully aging Teuton reflected on it all. Those verses of the German
national anthem, nearly always followed by the insipid four verses of the
“Horst Wessel” song, with arm outstretched in the Nazi salute, had seemed
interminable. And when security demands removed the vessel’'s name
from the sailors’ cap ribbons, many of the crew were relieved. No love was
lost between the German navy and its National Socialist overseers, but
even at that, the namesake, a particularly pugnacious lieutenant of
Hitler’s early days, galled even the most loyal cadets. Of course, events
soon changed everything.

When it became clear to Grand Admiral Doenitz that articles of surren-
der were imminent, the admiral, anticipating terrible repercussions that
could issue from Hitler’s tattered headquarters, gave out general orders to
the entire German navy to “capitulate in a legal and orderly fashion.” This
directive contravened a standing order from the High Command that all
navy vessels were to be scuttled, destroyed in the face of possible capture.
Months after the war had ended, the German skipper of Horst Wessel
personally conducted Commander McGowan to the place in the ship where
permanent blasting charges had been installed, explaining how he had
gathered about himself the most emotionally stable men in the ship to
stand guard while he dismantled the firing mechanism. This step accom-
plished, the future Eagle needed only time and care to enter a happier
career.

Germany was in ruins, and occupying forces had commandeered much of
whatever habitable and operable facilities remained. All German military
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personnel were placed under the various Allied military commands, which
for the most part held everyone where they were at the time of surrender,
until work assignments could be found for them. The sailors aboard Horst
Wessel generally had no idea whether they yet had homes to which to
return, and at first no way to get to them if they did. They stayed aboard the
ship. Meanwhile, Allied Headquarters had sequestered all German ships,
and published a list of them as a reparations manifest. A large book could
be written about how the Allies untangled the reparations problem, but on
the surface, at least, much of the activity seems to have been done with
mirrors, through a vast network of informal deals and agreements made by
people whose only authority to do so was gumption, if not gall. Things were
too chaotic for it to be otherwise. Commander McGowan’s chronicle of how
Horst Wessel was converted to Eagle is full of extraordinary happenstance,
personal dealings, and luck, beginning when the superintendent of the
Coast Guard Academy heard of the sailing barque’s availability in Ger-
‘many and promptly moved to get hold of it. Dispatching McGowan and ten
other commissioned officers and enlisted personnel totake it all in hand, in
a national context of nearly frantic disarmament, was an act of great
Imagination.

With some levity, McGowan recounts the frustration of trying to get
things done in a world enervated by war. His transatlantic flight from New
York to London — via Labrador, Iceland, and Scotland, in a reluctant C-54
— took six days, hinting at the difficulties to come. When finally he located
the ship:

She lay at a bombed-out shipyard amid the ugly skeletons of shattered
buildings and mountainous heaps of rubble, her stately masts canted
drunkenly to starboard, as she rested on the bottom of a narrow
waterway at low tide. Her gray sides were smeared with stains, the
paint on her yards and masts blistered and cracked. Raised metal
lettering on each side of the quarterdeck informed the world that this
was Horst Wessel, a ship of the dead Nazi navy.

McGowan’s orders were to fit out the ship, making her ready for sea in all
respects, and then to sail the ship, at his discretion, by any route, on any
schedule possible, back to America. In doing this job, he was not to cost the
United States any monies whatever — not one dime. 7o do so, he had only a
decommissioned ship, a few colleagues, and a skeleton, half-starved Ger-
man crew; and no tools, no rigging rope, no sails, no ship’s stores, no engine,
no paint or maintenance materials, no electrical supplies, and no prospect
of a sailing crew adequate to get a 300-foot square-rigger across the ocean.
Five months later Fagle was a fully found, fully commissioned cutter of the
United States Coast Guard, on her way to her new home at New London.
Every last acquisition and task required by the project was found, cajoled,
badgered, wheeled-and-dealed in the midst of the mayhem that was north-
ern Germany. A few highlights from a great many:

The Engine. The early weeks of the project were naturally given over to
diagnosis, so that an orderly needs assessment could be prepared, if not
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A blasted-out window frames Horst
Wessel during her fitting out to be-
come Eagle, amid the ruins of Bre-
merhaven and its Weser River harbor,
during the hard and unsure spring of
1946. (U.S. Coast Guard Archives
photo)

necessarily a proper work schedule. At first no one knew where anything
was or might be sought, but a comprehensive list of needs would at least
give everyone the wavelengths to which to tune their scrounging antennas.

The ship’s small engine room was dominated by a large, slow-turning
M.A.N. (Maschinenfabrik Augsburg-Nurnberg, the firm that built it) die-
sel, used primarily for calm weather, negotiating harbors, and docking
maneuvers. When McGowan’s engineering officer dismantled this behe-
moth (based on a 1932 design), it was found to be shot through with micro-
cracks, indicating mere hours of running time left in its tired corpus. The
nameplate on the engine gave an Augsburg address, to which the supply
officer was dispatched, posthaste; there he discovered that the plant had
been turned over to the British, who used its facilities to supply the huge
minesweeping effort going on in the North Sea. British Navy headquarters
was in Hamburg, where the good commander went for an interview with
the good commodore:

Upon entering his office, I noted a distinct chill in the air. The Commo-
dore appeared to be well past sixty. Barely acknowledging our intro-
duction, he peered at me through frigid blue eyes. A pair of
horn-rimmed glasses skidded down toward the tip of his nose. He tock
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my measure while | squirmed inwardly. The cool reception and the
level, wordless stare had the desired effect of intimidation. I had the
feeling that anything I might say would certainly sound idiotic. I went
completely on the defensive as he casually picked me to pieces with
questions. It was obvious that the Yanks weren’t going to get a damn
thing at the expense of the precious mine-sweeping program. I felt that
I had my answer wrapped up in a neat package before I had even made
my request. When I finally blurted out my proposition, a new engine
block from his factory, he fell silent. I supposed he was composing some
Noel Cowardish answer.

The Commodore’s gaze fastened upon the gold shield on my sleeve.
His expression changed.

“I say, Coast Guard, are you?”

I admitted it.

Whereupon, he called in a stenographer and dictated a letter autho-
rizing free access to the Augsburg factory, and gave me assurance that
we could have “any bleeding thing” we wanted.

“The Coast Guard’s no stranger to me, y’know. I rode one of your
stout little craft here and there in the channel on ‘D’ day. Picked up
dozens of flyers swimming about. Coast Guard chap got decorated.
Damn fine show. Met other Coast Guard vessels before and after ‘D’
day. They were smart vessels. Glad to help with the Horst Wessel if
she’s for your branch.

“My dear chap, you must let us give you lunch. Terribly sorry I cawn’t
be there. Must dash off to Cuxhaven. 'm the great loser, y’know. Would
love to sit and talk Coast Guard.”

Rope and Tools. The ship’s supply lockers were destitute. The German

skipper said that once the air raids had begun, all supplies had been cut off,
and the best hope was that underground stashes might be found. And so it
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Coast Guardsmen wrestle with bits of
preces of the ship’s M.A.N. diesel en-
gine under arduous post-war condi-
tions. A stroke of good fortune and
English good will provided a usable
replacement block, but the entire
engine remained in use until its re-
placement in 1982. (U.S. Coast Guard
Archives photo)
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was for many of this ship’s needs, but her rope and marlinspike supplies
came by an almost surreally standard source, amid the conditions that
prevailed in the former war zone. Columbus Key, on Germany’s North
Coast, had been allotted to the American occupying forces, so that they
could have access to a major port in relatively good condition. Formerly a
cruise-liner embarkation port, and not heavily bombed, rumors that a
large, sealed, navy-held warehouse there might contain ship’s stores were
more than a little intriguing.

With all the windows shuttered, the interior of the lower floor was
almost completely dark. I stood a while, waiting for my eyes to adjust to
the gloom. Yanking out a handkerchief, I polished my glasses. Faintly
at first, bulky objects began to appear. Row upon row of coils of rope
materialized. I approached a coil and picked up a loose end protruding
from the top. Here before me lay a five-foot thick coil of new five-inch
Manila line, the exact thing so badly needed to replace the tattered
tacks and sheets of the lower courses of the Horst Wessel. A surge of
excitement mushroomed inside me. There beyond lay another coil and
another! They extended down an aisle that looked as long as a football
field. Most of the coils were neatly stitched up in burlap covers and had
obviously never been opened.

Afraid the lode would run out, I scampered over to the next row.
There more good fortune awaited. On this row the rope was a size
smaller — just what we needed for the stuff higher up. I ordered the
watchman to open a few windows in order to get a better look at my
bonanza. It turned out better than my wildest hopes. There was plenty
of all sizes — more than we could possibly jam into the holds as spare
loot .. ..

The watchman seemed to share my enthusiasm. “Ve got more.” He
led me to the basement. There he showed me thousands of items, all
specifically designed for shipboard use. There were bins full of shiny
new marlinspikes; there were fids and mallets, turnbuckles, spectacle
irons, a generous supply of oakum, tarred hemp of all sizes, and a
million wire rope clamps, bolts and shackles. This was a ship rigger’s
dream.

After wallowing about in my newly found bed of mariner’s catnip, I
had the watchman seal up the building. On the way back to the ship
I stopped in to call on my boss at the Base. With elaborate nonchalance
I sidled up to the subject:

“Commodore, may I have a free hand in rounding up stuff necessary
for the fitting out of the Horst Wessel?”

“Why, yes, McGowan; anybody interfering?”

“No, sir. I think, considering the Horst Wessel’s rig, I ought to have
some sort of priority when I discover stuff, seeing as how it’s going to be
so hard to find things we must have. For instance, one of my officers has
whipped out a slide rule and estimated that we need twenty-two miles
of line just to replace worn-out stuff; and to call the ship seaworthy,
there ought to be an ample supply in the bosun’s locker and hawser
room.”

“As much as that?”

“Well, it may not be exact, but it’s beginning to look like it will take
that much.”

“You have a free hand. Take anything you can find within reason.
Good hunting!”
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Sails, Electronics, and Other Ship’s Stores. Commander
McGowan'’s supply officer was German-born and had been brought to the
United States when he was twelve years old. His assignment to Germany
on the ship’s project soon had his natal tongue in working order, and
though McGowan does not reveal the officer’s full name (in fact, he reveals
very few names in the book), his nickname “Von” probably indicates Ger-
man aristocracy, a theory reinforced by overheard villagers, who called
him “Graf,” meaning Count. Whatever his background, this partly anony-
mous young man was an extraordinarily effective scrounger, gifted at
extracting information and resources from the exhausted towns and coun-
tryside, and he was soon given a free hand, complete discretion in his
multifarious searches and seizures. Thousands of objects of both direct and
possible use to the ship poured in. Many miles inland, he located a store-
house holding 9,000 yards of flax sailcloth. A week later, he found all the
sail twine necessary to sew the sails. When Germany’s only remaining
working sailmaking guild was discovered to be nearly frozen, starving, and
unable to work, “Von” located a truckload of food and, even more mysteri-
ously, a load of stove fuel. When finally the vessel’s electrical system had to
receive attention, sure enough, the officer chased down rumors, ending at a
secret passage under a decrepit shed, a sealed door behind which a large
store of new electrical supplies lay hidden. Last but not least, as Fagle’s
commissioning day approached, white paint appeared, enough for a full
coat, and more to stow away. Most of this young man’s tale is not told, but
Eagle must forever be in his debt.

Yard Work and Crew. When Commander McGowan found the ship, all
about him was strange, as well as highly distressed, and in witness to the
latent international fellowship among mariners, a genuine sense of mu-
tual respect, sympathy, even friendship soon grew between the American
commandeering party and the attendant Germans, both on board the ship
and at dockside in the nearby Rickmer’s Werft shipyard. Until Eagle was
formally turned over to the Coast Guard by the Navy Department,
McGowan in fact had no formal command; indeed the German (former)
commanding officer of the ship still occupied the captain’s quarters, Ameri-
can billets being ashore in Bremen. Yet, as the weeks and months passed,
slowly but surely a sound trust and mutual reliance infused the project.
The German crew turned to for every task, not only with the precision and
thoroughness in which they had been trained, but also in a spirit of
helpfulness, explaining problems and techniques across the language bar-
rier as best they could.

For five generations part of an internationally famous shipyard, the
Rickmer’s people soon became completely helpful, very candid in their
desire to reestablish their reputation and standing in a world that had
been turned upside-down. A moving expression of this feeling occurred one
day when the family foreman presented a circular plaque to the ship, a
United States Coast Guard emblem that perfectly fit the socket held in the
talons of the ship’s eagle figurehead — a socket that a few months before

Eagle’s original figurehead was re-
moved, lent to Mystic Seaport Mu-
seum tn Mystic, Connecticut, and
later returned for display at the Coast
Guard Academy Museum. A duplicate
figurehead was made and cast in
fiberglass — here shown on display at
the Academy'’s Visitor’s Pavilion. The
figurehead that today graces Eagle’s
bow was carved in the winter of 1975~
76 and placed on the ship the follow-

ing spring.




Eagle 27

The first journey home. With mixed
Coast Guard and German crew, Cap-
tain McGowan and willing compan-
tons bring the ship to home waters
through a hurricane off Bermuda.
Eagle here is under ordinary full
press of canvas. (U.S. Coast Guard
Archives photo)

had housed a swastika. When finally the ship was hauled out to be cleaned
and painted (and also to have her bomb-damaged rudderpost straight-
ened), McGowan mentions, American and German pride in the ship’s
beauty and their collective accomplishment were indistinguishable.

How actually to sail the ship across the Atlantic became a nagging
problem. Every operation on the vessel, save turning the propeller, produc-
ing electricity, and purifying seawater, was manual. After all, the ship was
built to carry 220 cadets, 125 enlisted men, and 14 officers — manpower
was never foreseen to be a problem. Just to operate the manual anchor
capstan required 40 men. Doing that, and managing nearly 22,000 square
feet of sail area, seemed out of the question. McGowan had ten men, and as
it turned out, from a back-home environment where Americans were
jumping out of uniform, the Coast Guard could in good conscience send
only another 30 personnel to Germany to help man the ship. The com-
mander was able to recruit a hodge-podge half-score friends and associates
to swell the complement, but still the number was too small for basic
management, let alone safety. Under constant admonishment, all the
Americans had studied the complex rigging of the ship and drilled with it
time and time again, and most of the nameplates that infested the ship had







A Walking Tour
of Eagle

Ships are called ships, or vessels, when they are large enough to carry
boats, which in turn are called boats when they are small enough to be
practically carried by a ship. In the Great Age of Sail, the word ship was
often reserved specifically for a kind of rig — a three-masted setup, all
three masts carrying square sails. The famous clipper ships were ship
rigged. Other kinds of sail arrangements were designated according to the
number of masts they carried, the height and location of their masts, and
the kinds of sails and combinations of sails they carried on each mast.
These combinations resulted in different names for differing types of
vessels.

As the nineteenth century drew to conclusion, many types of sailing rigs
began to disappear; indeed the sails themselves began to disappear as
reliable steam and internal-combustion plants were devised, and so the
word ship more and more became a generic name. Properly speaking, the
ship Eagle is a bark, or, in the current latinate spelling, a barque, a term
that usually refers to a vessel of any length, with three masts (although the
term can be applied to a “four-masted barque”), all of which except the
aftermost, which is also the shortest, are fully square-rigged.

Square-rigged refers both to the shape of the sails and the way in which
they are attached or bent to their spars; and in ordinary nautical parlance
the name is applied in opposition to, or compared to, vessels that are rigged
exclusively fore-and-aft. Because barque Eagle has both square sails and
fore-and-aft sails, we will need some definitions of sail technology.

Masts and Standing Rigging

All sailing boats and ships have at least one mast, usually added to as
vessel size increases. Vessels with up to seven masts were built in the past.
Attached to the masts are spars of various kinds, usually rounded timbers
or steel members, to which the sails are bent. When these spars and sails
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Photography has its place, but some-

thing in the artist’s vision affects the

mind when the subject is rendered in
pen and ink. Some things are left out,
others included in a way that only the /
heart knows. (Yngve Soderberg, art- }
ist; reproduction courtesy of U.S. S .
Coast Guard Academy Museum) ‘
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are attached along the length of a vessel’s midline, longitudinally, then
they are said to be rigged fore-and-aft. When the spars and sails are rigged
across the ship, usually with rectilinear sail shapes, the arrangement is
said to be square-rigged. As a barque, Eagle has both kinds, and our
walking tour of the ship begins aloft, with the vessel’s spars, rigging, and
sails.

The whole of Eagle’s rigging is generally referred to as the tophamper,
which is held up by three masts and the bowsprit, which in turn are held in
place and supported by standing rigging. Moving from the front of the ship,
at the bow, to the back of the ship, at the stern, the masts and spars are,
respectively, the bowsprit — the steel member that protrudes over the
water, off the top of the bow; the foremast, the forward-most vertical
member of the rig; the mainmast, at amidships; and finally the mizzen-
mast, the strictly fore-and-aft rigged member that rises from the deck, aft.

These mast spars are permanently supported by miles of standing rig-
ging, for the most part of galvanized iron cable wire that makes down from
key locations on the masts, to either side of the ship, or to other masts, or to
the bowsprit. Pieces of standing rigging that are fixed fore-and-aft are
stays, and those which are fixed across, or athwartships, are shrouds. Both
stays and shrouds are designated by the place from which they make down
to other parts of the rigging or ship, though nomenclature sometimes
favors a sail they carry. A full explanation of Eagle’s spars and standing
rigging could entail a baroque symphony of words, and so we invite a visit
to the rigging diagrams. As you can see, some complications of nomencla-
ture arise when you consider pieces of standing rigging that make down
severely both fore-and-aft and athwartships, such as the backstays. Never-
theless, the general rule is that all rigging is first designated by its mast,
then its relative position on the mast, and then its primary function,
whether it is to support the mast laterally (shrouds), or fore-and-aft
(stays). The ship has a lot of these, and their complexity is enhanced
because most of them are, in turn, wormed, served, and parceled by further
miles of marlin and oiled-canvas wrapping, which protect them from the
corrosive effects of the salt-water environment in which they work.

It is impressive that the Coast Guard’s very high safety standards for
rigging finds much of Fagle’s original cable standing rigging, installed in
Hamburg, Germany fifty years ago, still well within its specifications for
strength and safety. The best went into her at the beginning, and the finest
care has been lavished since. Consider the force of wind on more than
21,000 square feet of sail, driving nearly 2,000 tons of ship, sometimes at
nearly seventeen knots (almost twenty miles an hour), for fifty years; it
must have been the best.

The Spars and Sails

This splendid orchestration of steel and cable is of course devoted to
harnessing the power of the barque, its sails, of which it has two kinds, the
fore-and-aft sails and the square sails. For the most part, Eagle’s fore-and-
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aft sails are hanked to stays; that is, they are affixed in such a way that
they can be hoisted or doused up and down the stays on which they are
attached by hanks. Again moving from forward to after parts of the ship in
the diagram, we see first the jibs, or foresails. These are the flyingjib, outer
jib, inner jib, and foretopmaststaysail, and the four of them provide the
ship under way with much of its ability to point up into the wind, and much
of the ship’s forward torquing movement that is critical to its control and
steering. We will speak more about why and how Eagle sails as she does
later in this chapter.

Moving aft, between foremast and mainmast, and mainmast and miz-
zen, we find six staysails, each with its position and designation, and
contributing its strength of force in the windward ability of the barque.
Finally, on the mizzenmast, the only strictly fore-and-aft rigged mast on
the ship, are the spanker and the gaff-topsail. Yachtsmen will recognize
this arrangement and size of sail as that familiar on very large schooners,
though Eagle’s size renders it relatively diminutive here. Whereas on a
strictly fore-and-aft rigged ship Eagle’s spanker would provide a large
portion of the ship’s drive, aboard Eagle its primary function is to balance
the ship, to provide the after-torquing moment necessary to balance the
jibs in sailing to windward, when wind strikes the vessel forward of




34

Eagle
Arrangement of clewlines
and sheets with sails set h
CLEWLINES SHEETS
) lifts hang slack
Royal Clewline when sails are set,
except on courses
royal sheet
topga”ant C'OVe”eaf blOCk
clewline topgaliant
topgallant sheet
upper topsail HRRer topsail
clewline
lower
topsail lower topsail
clewline lower topsail
| o— ' g sheet
course
course sheet (aft)
clew garnet o
course tack
(forward)
the portion of the
sheet that renders
all clewlines except for through the cheek all sheets, except for the
the course, are handled blocks is made course, are handled from
from the pinrails of chain the fiferails

amidships. Thus we have Eagle under sail, fore-and-aft along her midline.

FEagle’s most extraordinary character, however, is expressed in her
square sails, bent to yards, which cross her foremast and mainmast. As for
the pieces of standing rigging, the square sails are designated by their
mast and their relative location on each mast. By tradition, they are, from
bottom to top, called the foresail (foremost), the mainsail (mainmast), the
lower and upper topsails, the topgallants, and the royals. In earlier years of
sail a host of other kinds of sails were used aboard square-riggers: sky sails
and moon sails (above the royals), studding sails (outside of the square
sails), ringtails (aft of the spanker), and even square sails under the
bowsprit, called “Jamie-Greens.” But all these sails were impractical man-
killers, even if they did provide an extra knot or two when the wind was
light.

Though she is a square-rigger, Fagle is nevertheless a very modern
sailing ship, at the peak of sail technology from the close of the sail era.
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Just realize that 295-foot Eagle could be efficiently sailed by a crew of only
twenty sailors, but a full-rigged clipper ship, say, of 1840, with half the
length and tonnage of Eagle, required fifty seamen. Prints and paintings of
the old clippers are common, and next time you see one, just imagine
having to furl one of the topsails in a breeze of wind in winter. The age of
“wooden ships and iron men” is gratefully replaced by steel ships and
cherished (though not coddled) cadets at the Coast Guard Academy. Even
at that, the mass of Eagle’s spars, added to the sheer physics of the wind’s
force on the sail surfaces, will give pause to any engineering mind.

All these spars and sails must be controlled with utmost reliability and
integrity, by means of running rigging, of which Eagle possesses five miles.
This is the working stuff of the ship, the hands-on means by which mortals
can turn the extraordinary latent powers of the wind to their will, if they
understand marlinspike seamanship — an ancient term used to designate
all the nautical arts as they apply to rope and lines. A crux of Eagle’s value
as a cadet-training vessel resides in the special way in which sails must be
handled, and the greater part of this handling requires understanding and
using the running rigging.

Again, most of the detail that needs explanation is best shown rather
than described, but common sense makes the elements of sail control
straightforward. First, the wind pushes against anything and everything
it strikes. Second, sails are designed so as to lead the wind that strikes
them to push in a controllable manner. Third, this necessary control has
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mostly to do with how much sail is presented to the wind, and at what angle
to the wind; neither too much nor too little sail may be offered to the wind’s
forces, and the goal is to achieve the most efficient use of the sail area.
Running rigging must be able to lift sails (pull them up), to douse sails (pull
them down), to bunch them up (to control their bunts, or bellies), and
finally, to haul them around at angles that will allow their aspect to the
wind to catch close to the wind’s full force. In accompanying diagrams, we
display and name the parts of Eagle’s sails. Each sail comes with myriad
small parts and details; each has minutiae explaining attachment to stays
and spars; and the fairleading of running rigging hangs hither and yon
about the sails, directing sail control to the deck, where work is both safer
and easier.

Pieces of running rigging that lift sails are called halyards. Lines that
douse sails are called downhauls. Rigging that bunches up sails consists of
clew lines, leech lines, and bunt lines. And lines that control the sail’s angle
of attack toward the wind are either sheets, which haul spars and their
sails aft, or braces, which haul spars or sails forward. Other sorts of
running rigging, such as preventers, vangs, and outhauls have their
places, but those we list are the basics; again, they are designated by the
spars and sails that they manipulate. Whole volumes are devoted to the
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hulls and rigging of sailing ships; some of the classics and current books on
the subject are listed in the bibliography.

With some exceptions, the running rigging leads down to the deck,
where each line is affixed to belaying pins; these are specially shaped
shafts of either bronze or wood (oak or black locust) that line the rails
around the perimeter of the ship, or come down to fife rails, which are
railed sets of belaying pins that surround the base of each mast at about
waist height above the deck. Although some few of these are used only once
in a while, aboard Eagle 202 pins stand by, and this number does not
include the many cleats and bits on and around the deck and spars, to
which lines are made fast under special circumstances. Not only does the
vessel have to tie up with many lines to moor at docks and wharves, she
also has her own boats aboard, requiring their own davit gear and attend-
ant holdfasts; and all manner of facilities for warping to, managing ground
tackle (anchor), towing other vessels, managing cargo and gangways, and
so on, are available, involving running rigging or near relations. To be a
proper sailing ship, hundreds of contingencies must be planned for and
supplied with facilities. Many of these involve pieces of rope, or lines, and
every one of them needs: (1) to be available where it is to be applied; (2) a
place in which to be stored or set; (3) complete understanding about its
purpose and use; and (4) a ready procedure for its use. The ship’s company
must be ever mindful of the five miles of fibrous lines.

None of this rope could do its job without many types of fittings designed
and installed to attach, guide, lead, and protect both the standing and the
running rigging of the ship. Everywhere are fairleads (usually metal rings
affixed to spars, deck, or hull to lead pieces of rigging away from places
where they will chafe or wear against something else), lizards (round
tropical-hardwood rings on the end of standing parts of running rigging
that act either as fairleads or as passive blocks), and bullseyes (fairleads
sewn into the cloth of the sails). And then, thimbles, shackles, and blocks of
all kinds and sizes are the metal fixtures employed in attaching, protect-
ing, and guiding the many lines in their multifaceted business. Just as
ashore, at sea on sailing vessels a thousand gadgets, gilhinkies, and wrin-
kles confront cadets, who must come to know and understand them and
learn the subtle details that make better mariners and officers, in capaci-
ties far removed from sail.

Eagle’s Hull

Everyone who sees her knows instinctively that Eagle is beautiful. Yachts-
men and marine enthusiasts have many names describing parts of a ship
with which they explain why the ship is good or not so good, beautiful or
less than perfect. As for the rigging, entire dictionaries are devoted to
forms, parts, and parcels of ships. So that we can soon walk through our
ship, we will remain with the basics.

\
|

Eagle’s curvaceous hull is revealed by
her “body plan.” The ship’s forebody is
shown on the right side of the draw-
ing, her afterbody on the left side.
Above and below, Eagle is shown in
dry-dock, stern-on and bow-on. Once
every two years the ship is hauled out
for inspection, cleaning, replacement
of the zincs (zinc metal plates at-
tached to the hull to prevent electro-
lytic corrosion), and painting. The
vessel’s eight-foot-diameter propellor
is kept under wraps to protect it from
paint and haphazard damage. (Ed
Daniels photos)
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The overall mass of the ship is called its hull. Its weight, everything of
which the vessel is made, everything on it and in it, combines to make up
its displacement, meaning that when she sits at her lines, floating, she
displaces a weight of water exactly equal to her tonnage. Looking at the
ship from afar we see her topsides, sweeping in a graceful sheer line along
her deck and bulwarks, from her fine clipper bow and figurehead, to her
curved and carving-emblazoned counterstern. Below the water line and
out of ordinary sight, the ship’s long, straight keel allows her to track well,
to stay on course with minimal correction of steering and sideslip through
the water as the vessel heels under the enormous wind forces aloft. The
bottom of the ship is a massive compound-complex curvilinear surface
sweeping up into firm, round bilges, on which the ship bears when under
sail, and aft along a smooth and gentle run, so that the ship moves easily
and efficiently through the water. Aft of everything, Eagle’s great rudder
makes down along the rudderpost, to the keel of the ship. Controlled by two
steering stations on deck, most notably the triple-wheeled helm on the
bridge deck, the rudder guides the vessel by interrupting the flow of water
as it nears the stern, pushing the stern one way or the other and so altering
the course of the ship.

The deck is a paradigm of form serving function. About most of the rail,
and at each mast partner where masts and deck meet, belaying-pin rails
secure the ship’s running-rigging. Up forward, on the ship’s raised fore-
deck superstructure, much of the business is devoted to ground tackle, the
capstans and bits used to power, control, and finally hold Eagle’s anchor

A “three-quarter” view of Eagle’s
underbody in dry-dock shows the
ship’s fine hydrodynamic surfaces —
graceful lines that make 2000 tons of
ship into a thoroughbred. (U.S. Coast
Guard Academy photo)
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chains. Composed of 140 fathoms (6 feet to a fathom) of 1.75-inch chain,
each chain terminates at large patent anchors, the “Navy” anchor to port of
3,500 pounds, the German anchor (one of the ship’s originals) to starboard
of 3,800 pounds. Although since 1954 Eagle has had powerful electric
winches to hoist the enormous weight of these anchors and their chains,
there once was in their place an old-fashioned man-powered capstan, now
in storage in Baltimore. The capstan brings to mind the sea-chanteys sung
by seamen to ease the endless walk around and around this notoriously
tedious device.

Under way, at least two cadets are posted on the foredeck at all times.
One is a lookout who stays in the eyes of the ship at the forepeak, and the
other is a talker, an assistant lookout who via head-mounted intercom
remains in continuous communication with the traffic monitor in the pilot
house on the bridge. The after portion of the foredeck, aft of the foremast, is
arunway of sorts, formerly the stowage site for the ship’s motor launch and
captain’s gig; these days the ship’s automatically inflating liferaft capsules
nest here, along with the gallows post for the cargo boom. Overall, the
foredeck is an ideal place for general observation of the sea and ship’s
business, out of harm’s way and not especially busy, except of course
during ground-tackle regimes and sail drills.

Amidships is the waist deck. Eagle’s status as a training ship is giveh
away in part by a relatively short waist deck, and comparatively long fore
and after superstructures. Commercial sailing barques had very small
raised decks and very long waists, which, when the ships were fully laden
with cargo, would often be awash with boarding seas. Eagle, when pressed
in a breeze, will occasionally put her deck edge under as water surges
through her freeing ports, but not often. Young cadets, a full career from
being shellbacks, have quite enough to do and think about without aque-
ous hazards threatening on deck.

The waist is perhaps the most polyfunctional place aboard. Fully half of
the running rigging runs down to it. Being most out of the weather while
under way, it is also the place where much of the vessel’s portable bo’s'n’s
work is accomplished — overhauling gear, painting equipment, marlin-
spike work, and airing and drying nearly everything prone to wetness. At
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other times it becomes a parade ground, site of ship’s musters, daily and
full-dress inspections, and special ceremonial and recreational events, and
quite often it is used as a gymnasium. When other matters are not pressing
here, the off watch commonly works out in the waist, and small highjinks
are not unknown.

To either side of the engine room’s fiddley, a deck housing that pierces all
below-decks to the engine room, are two companionways leading to the
afterdeck superstructure, which is divided up from fore to aft into the
bridge — an area of general purview and command made up of the pilot
house, wings, ready-boat area, and the helm. Aft of this section is the chart
house and radio-shack structure, with waterway decks on either side, and
finally, aft of the chart house, is the poop deck, dominated by the manual
warping capstan and emergency wheel and its coffin. The very aftermost
terminus of the poop is usually referred to as the fantail by those with
either naval or strictly power-cutter experience in the service.

From the point of view of authority and command, the bridge is the heart
of the ship. It is here that the Commanding Office (CO) or Officer of the
Deck (OOD) usually wield authority, and where those most in possession of
information about the vessel’s situation and condition coordinate their
knowledge and skills. The pilot house, a tiny steel structure, holds a radar
unit, lookout-contact post, and traffic-monitoring station to port, and a
small piloting station to starboard, the two areas divided by a complex of
inner-ship communication units mounted on a bulkhead that houses the
main-drive plant’s exhaust stack. With constant interchange between the
situation and traffic personnel to port, and the continuous dead-reckoning
and course monitoring to starboard, often with lookers-on and cooperating
cadets at study in both areas, the pilot house is a hotbed of organized
turmoil 'round the clock.

Just aft of the pilot house is the helm, composed of the binnacle (which
houses the ship’s primary magnetic steering compass), an engine-control
telegraph, and Eagle’s mighty triple wheel. The boat’s winch is also here.
This is not a modest place. When you step up onto the raised teak grating
that surrounds the helm, grasp the wheel at one or another of its six
stations, and gaze about — ahead at the compass, above the pilot house at
the rudder-position indicator, and all about at the informed authority —
you cannot deny the feeling of both control and responsibility. Further-
more, Kagle is a responsive sailing vessel, and what you do here is immedi-
ately reflected in the ship’s responses.

On either side of the helm are the lifeboats, rigged and ready for immedi-
ate use. These double-ended power boats not only replace the lifeboats of
yore, but they vastly expand the utility and capability of Eagle as an
instructional vessel and as an effective cutter in the Coast Guard Service.
These boats are extraordinarily able. Few days at sea do not see one or both
launched to perform standard drills in their use. After all, most Coast
Guard personnel, most of the time, are either serving in small craft, or
tending to the activities and welfare of small craft. These are lifeboats, but
they are also much, much more, and their launching, retrieval, and man-
agement alongside a sailing vessel, under way, form a tricky and fascinat-
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ing task. Business must go on as usual on the bridge at all times, and so the
potential for confusion, the demand for order, and the intense activity
during boat drills on the bridge deck are exciting beyond imagination. To
see Eagle’s small boats bounding about the seas on the open ocean around
the vessel while she is on course, sails drawing, is a compelling vision. It is
a certainty that these drills will one day save lives.

Aft of the bridge, the chart house dominates, as the largest deck struc-
ture. To have ten or a dozen personnel pursuing their errands in the chart
house all at once is not unusual. With its own mostly navigational facili-
ties, and its separately enclosed radio-communications shack, it is the
most sophisticated entity on the ship, incongruous though it is with the
ship’s primary means of locomotion. Here resides the vessel’s primary
(sixty-mile range-scan) radar; a radio direction finder; a radar situation
scenario-generation scope; both digital- and paper-recording depth sound-
ers; and satellite navigation (SAT-NAV), OMNI, and LORAN units, all
capable of accurately rendering the ship’s position anywhere on the world’s
oceans to within a few score yards of certainty. As a cadet trainer, Eagle
must also sponsor pencil-and-paper navigation techniques, based on vis-
ual sunshots with the sextant. As a fully commissioned Coast Guard
cutter, she must carry state-of-the-art equipment, as well.

The radio room is part of the chart house, and here too the relatively
ancient visual techniques join the most modern communication facilities.
Communications officers are trained in the whole gamut of message-
transmission techniques, from visual Morse and signal-flag clusters, to
encoded radio transmission and reception, teletype, and weatherfax equip-
ment. Eagle uses and trains personnel in using all of it. Messages come and
go regularly, mostly in communication with the Coast Guard Academy in
New London, local District Headquarters, and nearby vessels and aircraft.

The afterdeck or poop deck of the ship is taken up mostly by the great
coffin housing the steering gear. With just one wheel, this unit is directly
connected to the rudderpost and is used only when the regular three-
wheeled unit on the bridge is being overhauled or repaired. Cushioned
seating lines the splendidly varnished coffin housing, and it is here that
ship’s guests and host officers often congregate to watch the seas passing
and to talk. Just aft of this area, the deck ends at the taffrail, where, in the
midst of the spanker boom’s sheet, stern lookouts are stationed on watch at
the rail, again with a talker in constant communication with the bridge.
Overlooking the ship’s wake and the sea life that often feeds in the wake’s
churning waters, this can be a contemplative spot, an out-of-the-way place
for thoughts about ships, their people, and the sea.

For the relatively great size of Eagle, the large complement of ship’s
personnel, and the constant hum of activity in which it engages, few
bulkhead hatches (doorways) provide access to the ship’s labyrinthine
interior. Of the nine, only five are regularly used. The reason for this
dearth of access is safety: fewer hatches make it harder for water to enter
the ship. These massive steel polylevered and latched doors are designed
with great strength and watertight integrity.

In Chapter 2 we described the theory behind the vessel’s transverse-
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framing system, supplying much of the ship’s strength by means of the
deck structures, rather than massive vertical framing inside the skin of the
ship. This method of construction saves greatly in hull weight, an advan-
tage for a sailing ship, which needs more weight in ballast; it also makes
more room below, an excellent characteristic for a training vessel that
must provide ambient areas for people rather than inert cargo space. With
a deck length of 277 feet, a breadth of 39 feet, and a draft of 17 feet, Eagle
has a highly complex area below, with divisions providing for an enormous
range of activities and facilities. Deck by deck, our exploration continues.
Being a primary structural member, the waist deck is but an open-air
appearance of a deck that in fact continues under the superstructures from
one end of the ship to the other. Moving forward from amidships, where a
large housing divides the deck into port and starboard waterways (rela-
tively narrow decks that are port and starboard continuations of the waist
decks forward), the aftermost house section is given over to one-third of the
primary domestic necessities (after eating and sleeping), laundry. What do
you do to provide for 150 to 200 very active shipboard personnel, who are
expected both to do hard physical work and to appear for full-dress military
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inspection regularly? To provide a civilized environment, in which uni-
forms of the day can be changed several times a day, and sheets and
pillowcases never forgone, for weeks at a time at sea, the laundry cabin and
its watch-duty detail seldom find idle time.

Forward of the laundry, the ship’s scullery, a double companionway
leading below, the primary (crew’s) galley, and service compartments
occupy the rest of the deckhouse. As the deck continues under the foredeck
superstructure, these service areas proliferate, in bathrooms (heads), spe-
cialized stowage and utility lockers, and the paint locker, storing some of
the volatiles used aboard ship in isolated and ventilated safety.

When Eagle was first brought into United States service, Commander
McGowan says, the ship’s galley was simply two open burners and two very
large kettle-pot units, presumably used for the usual German navy fare of
soups and sauerkraut. Eagle’s contemporary galleys offer the full range of

) modern American diet, eclectic and often creative. The three galleys are

mandmg.off S / Eagle a'.ld e the main crew-mess galley, the wardroom galley, and the small, special
barked dignitaries take their repasts. ) ’ . e ’
(U.S. Coast Guard Academy photoby ~ captain’s galley, devoted to special fare at special times. Food aboard the
Doug Bandos) ship is excellent and offered in bounty — cadets are young, healthy, and
extremely active in the sea air. They eat well and a lot, making a separate
galley for the officers in the wardroom almost mandatory for the older, less
physically active commissioned personnel. Between the laundry and crew-
mess galley, the scullery is like sculleries through the centuries: a steam-
ing, clattering maelstrom of cleanliness and crew eager to end the watch on
this Coast Guard equivalent of KP.

Where the waist-deck portion of the main deck disappears under the
after superstructures into officer country, service-oriented spaces con-
tinue. Here is the sickbay, a fully equipped clinic for attending to all
manner of minor health problems and for stabilizing major illness or
trauma until patients can be evacuated. A ship’s doctor and a corpsman are
always assigned on Eagle’s cruises. Here, too, are several staterooms
assigned to commissioned officers, including the captain and the executive
officer. To starboard is the wardroom and its galley, a cabin rather simple
in layout and extraordinarily active. In most ways it is headquarters for
the plan and spirit of all ship’s operations, if not always for the details.
Aftermost on this deck, the flag cabin rules. With its own small (and
exquisitely productive) galley, and guest VIP sleeping cabin, in this stern-
most island of paneled solitude the best-laid plans of the Coast Guard
educational system are often presented, and quite often made.

The second deck, too, is a stem-to-stern, integral structural member of
the vessel, designed and built specifically to tie the hull together as a unit.
Although scores of small bulkheads divide the space into dozens of cabins,
this deck can also be thought of as one continuous structural plane, broken
in a few places along its midline with small companionways to allow
passage to areas above and below.

For the most part, the second deck is given over to sleeping and eating.
Forward of amidships are the crew’s messroom, the CPOs’ mess, and
quarters for both. Cadet quarters of several categories are provided here.
The largest space, the cadet and crew messrooms (divided by a service

The flag dining cabin. Here the com-
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bulkhead), is a site for eating and also for classroom duty, lectures, movies,
and shipboard theater. Here below, out of wind and weather, other reali-
ties can be portrayed, studied, and observed, usually at an angle as the
ship heels in the breeze.

Aft of the mess is the main men’s cadet berthing area. The extensive
refurbishing of the early 1980s made this a specialized place for sleeping
and stowage of personal effects, exclusively. In the old days the entire
central second deck was a broad open area, across the beam of the ship,
that did double duty for eating and sleeping. The cadets slept in ham-
mocks, which by day were struck, lashed, and stowed to make room for the
portable tables that were unfolded and dogged to the deck for eating and,
between meals, for study, all in a space without the air conditioning system
cadets enjoy today. On this modernized ship, with women fully integrated
into the service, and generally higher material expectations among service
personnel, berthing areas are divided into special permanent areas, much
more comfortable, with fixed-mattress berths. For the crew, sleeping is
still cheek-by-jowl, but each cadet now has a personal, if not especially
private, space. The ship can provide sleeping accommodations for 240
people, though between 180 and 200 is the usual complement.

Aft of the largest cadet berthing area is a complex of more officer
berthing and the ship’s office. This is a hotbed of paperwork, monitoring
and reporting on every member of the ship’s personnel, the vessel’s busi-
ness, sorting out the ship’s news, and testing huge quantities of coffee, for
gastrointestinal efficacy if not always flavor. Because Eagle is both a school
and a cutter in its assignments, the ship’s office works around the clock,
busier even than the ship’s laundry, or the galleys.

We decend now to the “first platform,” an interrupted deck but a fasci-

Far aftin the second deck, the ship’s
office is a hive of activity almost
around the clock. Personnel reports
and evaluations, plans of the day,
ship’s requisitions and consumption
reports, and publications by the thou-
sands pass through this small hub of
intense activity. (U.S. Coast Guard
photo by Paula Hobson)
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First platform

nating region where a great deal of the ship’s business is done. Its fore-

section holds yet more stowage and berthing areas and food-freezer

compartments.

Amidships are the busy bo’s'n’s hole and sail lockers, where the endless
miles and acres of the ship’s lines and sails are both created and over-

hauled. Here is a fully found woodworking shop, a tool room, and a ma-
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chine shop. Not a tinkerer do-it-yourselfer, let alone a journeyman shop
man or woman, in the land would find the materials-handling and crafts
sheds of Eagle wanting. In these small, relatively'cramped below-decks
spaces, nearly all the vessel’s basic manufacturing needs can be and are
met. Rigging and sails are made up all the time; down here, a boat could be
built, an engine fabricated from start to finish, were the order received.
Nearby is the ship’s store, a dispensary for personal supplies and effects
and keepsakes bearing the Eagle logo. Ordinarily these are available only
to the crew and the ship’s alumni. A full-rigged sailing barque is operated
inexpensively, but not cheaply, and its wares are distributed carefully.
Eagle caps, tee shirts, and jackets are kept special, just as the ship is.

From here aft, from three fifths of the water line abaft the vessel’s cut
water (where the bow enters the water), and downward well into the bilges,
most of the remaining space is devoted to the engineering department.
Some small areas have stowage space for navigation and medical stores;
the ship’s magazine, where small arms and ammunition are kept; and a
gyro room, where the master gyrocompass does its work, sending out its
metered readings to a half dozen repeaters on deck. These occupy but a
fraction of the area. The rest is composed of the engine room and its
contiguous compartments housing the engines, fans, compressors, genera-
tors, and pumps that keep Eagle’s mechanics and utilities going. The whole
area is noisy, and all personnel are required to wear safety ear protection
here. A good deal of lip reading, hand signaling, and message scrawling go
on in this cacophonous netherworld of the ship.

The main engine is a sixteen-cylinder, 1,000 horsepower, turbocharged
Caterpillar diesel that drives the seven-and-one-eighth-inch-diameter
shaft and eight-foot-diameter wheel (propeller), moving the ship at a
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Eagle’s famous and occasionally
infamous evaporator, a most desir-
able if not actually vital machine.
Operating properly, it precludes ra-
tioning of water on long passages.
Desalination burns up most of the fuel
used aboard the ship. (U.S. Coast
Guard Academy photo by

Doug Bandos)

respectable ten-knot cruising speed. This power is relatively new for Eagle,
whose commanders for many generations of Coast Guard cadets had to be
circumspect about maneuvering under power. The original German
M.A.N. diesel, of 740 horsepower, was used until 1982; deck commands
telegraphed to go from one engine status to another took an averge of forty-
eight seconds. Now, with much more power and better engine controls, the
ship’s operations under power are more positive and more like responses
that cadets will experience when they serve on other vessels and craft in
Coast Guard service.

At several locations along bilge-bulkhead mountings, auxiliary service
and backup engines and motors serve special needs, mostly pumps. Two
225-kilowatt electrical ship’s service generators are located in a compart-
ment just forward of the engine room, just to port of where the ship’s
extraordinary water maker screeches at its duty. Capable of producing
8,000 gallons of fresh water from seawater every 24 hours, it is seldom
called upon to do so, but even at modest output it uses most of the fuel
consumed aboard the ship, whether or not the main-drive engine is operat-
ing at full capacity. The entire ship is ventilated at all times, with air-
conditioning in warm months and heat in cool and cold ones — another
extensive system of conduits to be supplied and maintained. Finally, 120-
volt lines serve every corner of the ship, stem to stern, keel to truck. The
engineers have the hot and cold fresh-water systems to heads, sinks,
showers, and galleys; the pressure seawater system for fire-suppression
outlets; heated or cooled air to scores of cabins and compartments; electri-
cal service to all vital technical stations; and lighting throughout the ship
to tend to — they have their hands full, around the clock.

Abaft the main engine room, the shaft alley leads to the mighty stuffing
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box, through which the drive shaft pierces the hull to the propellor. Filling
the dead rise of the counter, where the ship’s lines curve down into a
narrow hull section, the aft-peak tank securely holds its trim-ballast water
charge. At the bottom of the ship, its bilges are reserved mostly for tank-
age, as is the lower section of the forepeak in the bow. Some engineers’ and
dry stores are kept here, but Eagle’s fresh water and fuel take up the bulk
of the area. Below all the rest where possible, and chocked-in where it must
be, 344 tons of pig-iron ballast is stowed and secured, bringing the ship to
her lines and providing the counterforces required by a sailing vessel —
righting moments that make the ship stand up to wind forces in the
rigging. The lower reaches of the ship are strictly utilitarian, austere, and
often a mass of exposed piping, wiring, and conduits. These are visceral
places, complicated, cramped, often hot, and utterly vital.

The Great Refurbishing

By 1979, Fagle had served in continuous duty, year in and year out, ten
years in the German Navy and thirty-three years in the United States
Coast Guard, without a major overhaul. In more than hundreds of thou-
sands of sea miles and forty-three years of oceanic duty, the original ship’s
plating, spars, and rigging took their strains, the sea’s chemistry worked
its mischief, the same elderly machinery cranked at its duty, and accom-
modation spaces that were thought to be airless in the 1930s were still
thought airless into the century’s final quarter. In January 1979, the
Department of Transportation, together with the Coast Guard, surveyed
all training vessels under its jurisdiction, including Eagle. Corroded mate-
rials, holed decks and bulkheads, and obsolescent machinery were quickly
exposed, and so too was doubt about whether the ship should be kept in
commission, replaced, or repaired. Later in that year an official Ship
Structure Machinery Evaluation Board was convened to conduct and over-
see a complete survey of the ship, then to seek second opinions from naval
engineers, and finally to recommend repair guidelines and methods. The
Coast Guard Aecademy quickly demonstrated how its training criteria and
educational policies required that Kagle continue as a vital part in its
programs. With this powerful sentiment behind the effort, an extensive list
of mandatory repairs and replacements and desirable improvements soon
was ready. Very high classification specifications had been laid down by
Germanischer Lloyd, the German counterpart of the famed Lloyds of
London, when the ship was built. The Coast Guard therefore went to the
same German house for a second opinion. All the Coast Guard’s findings
and recommendations were soon confirmed, and the German Lloyds raised
the question of stability, for a half century of accumulated repairs,
changes, and modified practices might have altered the ship’s righting
moments at some angles of heel and some wind and sea conditions.

The original design criteria for the ship’s stability were no longer avail-
able, and so the service turned to data created in 1959 when Goreh Fock 11,
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a sister to Fagle, underwent inclination experiments to determine her
stability. The Coast Guard used these data as the basis on which to set up
its own requirements for sailing vessels and sailing auxiliaries carrying
passengers, the Merchant Marine Technical intact stability standards,
under sail, and the Navy ninety-knot wind-heel criteria, with sails furled.

For her specifications on hull integrity, the Coast Guard applied the
standard “Stability and Buoyancy of U.S. Naval Ships,” its classification
criteria for ships in unrestricted service. The vessel would have to be
almost totally stripped from stem to stern, keel to deck, and watertight
bulkheads would be added to divide the ship’s spaces into many smaller
units than formerly. This classification of vessels supplies formulas that
determine a vessel’s ability to withstand flooding — any encroachment by
the sea into the hull’s interior. The technique is “compartmentation,”
which despite the implication that it counts watertight spaces, instead
calculates the effects of typical nautical disasters such as ramming,
grounding, and explosion. Although she had been built as a one-
compartment ship, decades of wear and tear had downgraded her to a zero-
compartment vessel, meaning that, in one way or another, water entering
the vessel anywhere could eventually get to anywhere else. To bring the
ship up to a full two-compartment standard, all decks were either replaced
or thoroughly tightened, and nine watertight bulkheads were fixed into
the hull. Only a grievous and extraordinary combination of events could
sink the barque Eagle. In effect, she 1s now two ships in one.

A full year of institutional fretting and much expert analysis and plan-
ning yielded a four-year program of systematic refurbishing for the vessel,
conducted in an emergency phase and three annual progressive improve-
ment and modernization phases. The shopping list for the entire program
will give pause if one owns a boat. In bare outline, this is the list:

Emergency Phase f. Electrical upgrade
a. Replace main weather g. Upgrade habitability
deck h. Replace anchor windlass
b. Destructive stay testing, 1. Renew reefer box
foremast J. Ballast-area preservation
c. Rivet repair k. Overhaul mainmast
d. Repair hull, bulkhead, and 1. Replace watertight doors
deck and hatches
Phase I — Frame 63 Phase II — Frame 63
Forward Aft
a. Install 3 transverse water- a. Install 3 transverse water-
tight bulkheads, at frame tight bulkheads
stations 10, 25, and 49 b. Replace poop deck
b. Replace foredeck c¢. Renew main deck
c. Renew main deck d. Renew second deck
d. Renew second deck e. Upgrade ventilation
e. Upgrade ventilation f. Electrical upgrade
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g. Complete furnishing Phase I11
replacement a. Teak installation
h. Electronic upgrade: colli- b. Replace reefer machinery
sion avoidance, omega c. Replace telephone sound-
1. Replace chart house powered phone
j. 25" MSB replacement d. Ballast area preservation
k. Davit modification e. Overhaul bowsprit
. Overhaul mizzenmast f. Ventilation improvements
m. Replace auxiliary propul- g. Rewire mast and naviga-
sion machinery tion lights
n. Replace support
machinery

o. Replace watertight doors,
hatches, and fittings

The list is rife with complications, above all because the entire program
was not permitted to interrupt Eagle’s normal seasonal training schedule.
For six months each year she was in dry-dock; for the other six months she
was on duty, in service for the cadets.

The vessel was literally torn apart in dry-dock each fall, after her regular
sailing season. Furnishings and cosmetic surfaces were removed to expose
the structure of the ship and the miles of service piping, wiring, and
conduits. With many specialists simultaneously working at their tasks, on
a tight schedule, to complete the hundreds of jobs in each winter season,
frustrations struck at the complex coordination almost hourly. Photo-
graphs monitoring the work in progress are terrifying to the nonengi-
neering eye used to the vessel in her sailing trim and summertime
elegance.

All kinds of technical problems were encountered and resolved as the
work progressed. The ship’s original transverse framing system (explained
in Chapter 2) built fully one-third of the ship’s strength into the main deck.
When large portions of this deck were removed, the ship’s shape and
strength had to be preserved by installing two powerful rectilinear box
girders amidships, in the waist-deck area, to remove any strain on the
structure and masts, or compromise to the ship’s lines. A technical tragedy
of sorts struck when the deck was being renewed. The steel plating of the
deck required replacement, but the original teak deck covering it was
found to be in relatively good condition. The marvelous Southeast Asian
wood had served spendidly but had to be torn up to give access to the aged
metal. The original teak planking had been caulked by hand in an era
when shipyards took such tasks for granted. But today’s people, budgets,
and times being what they are, the new deck, though fastened with studs
in the old way, had to be grooved by routing and payed with poured sealing
compound. Even at that, the more than 25,000 linear feet of new clear teak
deck planking, set in mastic, consumed 11,000 studs and 14,000 shipyard
staff hours of work. Do not tread softly on Eagle’s pristine decks, but do
tread appreciatively.
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One of the most painful tasks of the With a draft of seventeen feet, and another deck worth of hold above the
great refurbishing effort of the early waterline, the bilges on Eagle are a long way beneath the deck. Roughly
1980s was the removal of the fine old 390 tons of pig-iron ballast, in 90-pound loads, one load at a time, had to be

Bl (osetatihe Ste.el d 28112 (5 drawn from the bottom of the ship up to the deck so that the bilges could be
ing, here shown in ignominious condi-

tion. Fully a third of Eagle’s hull inspected and coated for service into the twenty-first century. This period
strength resides in the integrity of her ~ of the project was not a halcyon time for the shipyard workers.
main deck. The job had to be done. Though the ship had been distressed in many ways by its use over the

(U.S. Coast Guard photo by Harry

Butt) years, evidence of its initial high quality kept revealing itself. As had the
u

original teak deck planking, the standing rigging, its cable wire, and
fittings stood up to every test that scientific torture could subject it to. After

bW

The port-side bridge wing dominates
a portion of Eagle’s torn-up waist
deck. The entire original teak deck
was removed to get at the rusted steel
plating below. Plating and new teak
decks were installed from stem to
stern, readying Eagle for another fifty
years of training on the world’s
oceans. (U.S. Coast Guard photo by
L. Drexel)
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half a century, the material continues to perform up to the standards
established for it. Fagle’s boatswain remarked one day, “It’s a darn good
thing, too, because these fittings [placing a hand around one of the main
lower-shroud “bottle” rigging screws], these right here, aren’t made any
more!”

On and on the program went. Back in the 1950s the German supply and
distribution executives in charge of M.A.N. diesel parts and service inven-
tories would express incredulity when Fagle invoices came through from
the Coast Guard Academy, ordering a part for “Elmer,” the ship’s vital
main-drive plant. By the 1970s, incredulity had turned to derision, mod-
estly described as levity in the official Coast Guard reports that detail the
refurbishing program. Though sporting a new block, supplied by the En-
glish postwar (1946) occupiers of the manufactories, the rest of Elmer had
been fabricated in 1932, four years before the ship was built. At that time
Germany had living, albeit elderly, citizens who had known Herr Daimler,
one of the inventors of the diesel internal combustion engine. Here it was
1982, and Elmer still churned away, fallout speed just over nine knots,
commanded by a forty-eight-second delay telegraph-response regimen.

Out Elmer came, now gratefully in the possession of Sagres II of Portu-
gal, used for parts and so yet giving service, after a billion controlled
explosions and the equivalent of a couple of trips to the moon and back in
its wake. [tsreplacement, a Caterpillar D-399, with a 7271 transmission, is
a multigenerational descendant of Elmer. It gives the ship 12.3 knots and
can be controlled almost instantaneously. Its name is Max, and it has till
the late 2120s to equal the performance record and affection won by its
precursor.

Some creature comforts were sacrificed in the midst of the rejuvenation

Ventilation conduits are installed
during the great refurbishing of the
early 1980s. (U.S. Coast Guard photo
by Harry Butt)
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Modern bunks replace the hammocks
of old in the main berthing area for
cadets. Alumni of the ship say that
something is both gained and lost by
these comfortable quarters — comfort
and privacy added on the one hand,
and on the other an historical sense
that old-timers feel is missing. Still,
home sweet home soon becomes a
bunk when one is at sea on arduous
duty. (U.S. Coast Guard photo)

The new berthing area in an early
stage during the great refurbishing.
Nine new bulkheads were installed in
these operations, bringing the ship up
to full two-compartment status and
modern standards of strength and
safety. Notice the relatively light
frames along the side of the ship.
(U.S. Coast Guard photo)

work. Eagle’s officers and seamen who were aboard during that (1981)
summer season she sailed with new steel main-deck plates, but without
her new teak deck covering, comment on how peculiar the ship seemed that
summer. Without all that weight of wood, let alone its security underfoot
and its beauty, the vessel handled differently — less positively and pleas-
antly. And during periods when the habitable areas of the ship were
betwixt-and-between, neither the old and familiar nor the new were satis-
factory. From the outside at a distance, little seemed to have changed, yet
everywhere aboard, things were undergoing revolutionary change. It was
becoming altogether a new home for everyone. Today, only a few years
later, as service billeting schedules bring to the ship’s company inevitable
attrition and replacement, soon no one aboard will remember how it used
to be.

But all who find themselves aboard these days enjoy incredible privilege,
in some ways. The alumni of the ship will remember hammocks, capstan
chanteys, and sliding down the stays after working aloft, but today’s
personnel enjoy advantages in engineering, navigation, boat-drill, ground-
tackle, electrical, communication, and ventilation equipment that were
considered fantasies enjoyed only on regular cutters a few years ago.
Exception for the flag cabin, no part of the ship remains without radical
excisions and alterations overhead, and completely revamped underpin-
nings. Except for the hull itself, Eagle is practically a new ship, and any
engineer or professional person familiar with modern budgets in labor and
materials will be impressed by the relatively modest $9.1 million cost of the
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four-year program, thanks exclusively to the enthusiastic patronage of
Congress, and the 230,000 staff hours of restoration work on the project.
Technical papers go on for pages listing, describing, and detailing the
minutiae of benefits added to the ship. Physically improved, Eagle con-
tinues her mission. She is now a modern cutter, but the effects that her
training platform was commissioned to create are ancient, and they
endure.

For nautical enthusiasts, who always like numbers, here are today’s
ship statistics:

Length, overall 295 feet
Length, at waterline 231 feet
Beam (width) 39.1feet
Freeboard 9.1feet
Draft, loaded 17.0 feet
Displacement, loaded 1,816 tons
Ballast, iron pigs 344 tons
Eagle’s stern and rudderpost. For Fuel oil 24,215 gallons
painting, Eagle’s name and scroll: Water 56,140 gallons
| oe masked. fgg:grzzig;mte- Fore and main-truck heights 147.3 feet
sailing ship. (U.Sjt Coast Guard photo Mizzen-truck height 132.0 feet
by Neil Ruenzel) Fore and main-yard lengths 78.8 feet
Sail area 21,350 square feet
Speed, cruising under power 10 knots (12.3 maximum)
Speed, under sail, up to 17 knots
Anchors 3,880 pounds

Eagle at Robert E. Derecktor Ship-
yard dry-dock for routine bottom
cleaning and painting. Newport,
Rhode Island, winter 1984. (Courtesy
of the artist, Bruce Alderson)







Life Aboard Eagle

Seamen lay out on the fore royal yard ~ Eagle is a small town, though it lacks the typical New England township’s

for sail evolutions and pause to look gypsy moths in the woodlot and has a government more highly structured

up at the fore topgallant yard, where 41,21 5 civilian is used to. The ship’s company is housed in distinctive

the photographer has taken us for a . . ..

RN e vicw of the ship. communities and neighborhoods, comprising many classes, groups, and

(Ed Daniels photo) organizations. Though the personality and style of the government change
as key officers and personnel come and go, community services must be
kept available and operational. On a voyage, as the days at sea pass, the
similarity between ship and township remains.

The vessel’s primary purpose is training, much of it in practical matters
and procedures. This is a company town, with full employment, full civil
participation, and no slums. It has no merchants, but it does have
butchers, bakers, and electricians. It also has public works, a health
department, and churches; and the waist at times becomes a public park
for off-duty personnel. The township feeling prevails above all in the ship’s
society. Despite the chain of command and manifest duties for all those
aboard, a genuine sense of community is noticeable. Amid the salutes,

Ship’s company and Canadian Coast
Guard College graduates relax at the
rail, where much shoulder-to-
shoulder conference transpires.
Shared views pass in constant review
as stories are told, opinions are
sought, and advice is tendered. The
rails receive espectally hard workouts
when ports of call are approached or
left, as here off Portsmouth, New
Hampshire, in 1984. (Darcy Davidson
photo)
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commands, instructions, and steady execution of ship’s business, people
pass the time of day, talk about life, family, and politics, and indulge in
rumors and gossip. Through the times of intense activity, when a hundred
cadets scurry about the decks and in the tophamper to tack ship, wise-
cracks, epithets, and jokes are tossed about. During the languid times,
when the sails are drawing and the ship bounds along on course and all is
well, here and there around the rail people lean in shoulder-to-shoulder
conversations that only they and the seas passing below witness. In odd
nooks and corners people read and study. Cadets help one another with
their sextants, taking sun sights. Two men who have recently become
fathers exchange notes on their wonder at it all as they relieve the watch. A
ship’s guest at the taffrail watches the storm petrels feed on zooplankton
stirred up in Eagle’s wake, overhearing the cadet on stern watch report the
progress of a fishing trawler on the horizon. A quiet moment in Eagle
township, and the fascination is endless.

But life here has its differences, too. Eagle’s public-address system
reaches every corner of the ship. When the vessel is at wharfside and it is
announced, “Eagle approaching,” every person aboard makes a mental
note: It’s the captain coming. Somehow this event changes the entire ship
and life aboard her. “Eagle aboard,” the speakers announce; things are as
they should be....

We are a people very much in touch with our leadership. Our leaders
place a definite cast and style on our times and society. Just as we reckon
the eras of our lives by presidential terms of office, so ships go through
periods designated by the captains in charge of them. It is in the nature of
ships that information and command is transmitted almost instantane-
ously, not just in detail but also with the skipper’s style and personality.
Nautical literature is filled with tales of good ships and bad, hell ships and
happy ones, and nearly always the primary agents in the stories are the
sea captains. The way in which U.S. military officers are trained and
advance through the ranks of command guarantees technical competence
in those who are placed in charge of vessels. With this authority behind
him or her, each commanding officer lends to a ship his own way of doing
things and often the spirit in which they are done.

Teaching young people is a primary duty for Eagle, so special care has
always been taken in choosing her captains. Eagle is a sailing square-
rigger, and so especially able seamanship must be added to excellence in
teaching and service record. Her captains have always been the best. This
high quality is impressive, coloring not only the ways in which the ship’s
duties and missions are accomplished, but also the quality of experience
for all who are aboard her, including guests.

For a guest aboard, it is uncanny how so many details, demanding so
many skills and obligatory styles of execution, can be seen to, accom-
plished, and reported with so few delays, messings-up, and mistakes as on
this training ship, filled with youth and unsureness. No question, it is the
skipper, his officers, chief petty officers, and seamen who get things to
happen because authority and responsibility are delegated. But really
high levels of performance are reached only when trust and implicit expec-

From the bridge deck, the ship’s com-
manding officer (right) surveys the
ship’s business. (Darcy Davidson
photo)
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Orders cannot be followed unless they
can be heard, and often they cannot be
heard unless barked. Experience at
sea develops the lungs and voice as
well as sea legs and nautical skills.
(U.S. Coast Guard photo by Paula
Hobson)

tations are also very high. Cadets and young officers who have never
ordered or executed a procedure or command in their lives do so with
amazing certainty and positiveness on board this ship. A dozen times every
day at sea, I watched the skipper smiling while he watched a young man or
woman for the first time shout out an order that would change the aspect of
2,000 tons of ship and the lives of 200 people in the service of the United
States. Even in the occasional slip-ups, the smile did not disappear. Out
would come the supportive arm around the shoulder, a gentle word, and a
“Let’s try again,” or a “Next time it will go better.” Off watch and below, the
young sailor might castigate or kick him- or herself, or glow with satisfac-
tion. On deck, it is clear that in an era when we all worry about the quality
of our republic’s teachers, one classroom is eminently secure.

Eagle’s wardroom is a headquarters, a living room, a dining room, a
meeting room, a classroom, and the ship’s foyer; but most of all it is a
sanctuary. Although it is plain, even austere in ambience and décor, its
multiple functions do not detract from the way in which it is regarded by all
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those aboard — a place of propriety and authority. A guest of the ship is
automatically included in the wardroom’s membership, with all its privi-
leges, and now and again its obligations. For this is officer country, and
though ranks, billets, duties, and assignments may change, always for
officers aboard a vessel of cruising class, this is their wardroom. Within
minutes of embarking, guests are told by the executive officer that this is
their wardroom, and that in good faith they should use it as such.

All ships differ, and the brunt of orienting newcomer-guests falls on the
officers. who for good reason must regard newcomers as at least potential
problems. Along with the physical newness of a ship’s environment, where
bumped heads. being at the wrong place at the wrong time, and sometimes
seasickness can interrupt the normal course of ship’s business, greenhorns
and visitors can seem to be alien — unknowns in an environment where
unknowns cannot long be welcome. Fortunately, officers are also gentle-
men and gentlewomen, and so good faith presides in the wardroom, and
guests soon figure out their proper role and station.

Observers can soon begin to see into the siblinglike relationship among
Eagle’s officers. Although all shipboard bucks stop at the captain, by
delegation of authority and duty the actual ship’s operations and instruc-
tional responsibilities move through the officer corps. not just from top to
bottom. but also laterally through the ranks of personnel who are each
officer's responsibility. Responsibilities aboard the ship are structured less
like a pyramid than a tree, with functional stems and twigs coming off the
officer branches. On this ship, commissioned to train officers, the implicit
assumption among the officers is that they are not just duty-bound to
create their own kind, they also instinctively want to do so. Responsibili-
ties among the officers are therefore continuously exchanged. Everyone
wants a piece of every ship’s action, and this system gives the wardroom
the privilege of intense sharing and full understanding. Within a day or
two, every officer knows the status. strengths, and weaknesses of every
cadet aboard, not only by reputation. but by observation. Thus first-rate
tall ships are sailed, and first-rate education is instilled. and the tech-
niques for achieving both all come together in the wardroom.

Under usual circumstances, the wardroom is thoroughly egalitarian,
with good humor and all dealings on a first-name basis. When ship’s
business is in abeyance, the usual conversation is general, though natu-
rally loaded in favor of other ships, other longsplices (as mariners express
1t). and personal interests. Eagle’s officers are more or less at mid-career,
and so Coast Guard service gossip is not unknown, and the triumphs and
foibles of modern family life are the stuff of both fun and handwringing. It
isa very familial place at times. All officers are responsible for mutual peer
review and reporting of performance records, but the overall sense is
intense mutual interest, sharing, regard. plain loyalty. Some old-school-tie
talk is to be expected, but Coast Guard duty implies that all members of the
school are continuously cast hither and yon on a thousand different assign-
ments, many of them demanding arduous and dangerous work. Everyone
knows everyone else, but opportunities to see one another, to work to-
gether in such pleasant and frankly pedagogical circumstances, come
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The flag cabin’s saloon (lounge area)
— quiet, private, and attractive —is
the gathering place for the captain’s
guests. Authority and gracious ease
conspire here each evening before
dinner is served. (U.S. Coast Guard
photo by Doug Bandos)

rarely in their careers. This privilege of duty aboard Eagle, then, fuels a
special kind of mutual regard.

At meals it is standard operating procedure to await the executive
officer, whose station at the head of the table signals both his authority and
his obligation to make announcements, receive debriefings, and occasion-

* ally match conversational topics with table mates. Matters are aired at

wardroom meals, and especially at dinner. Along with much friendly
joshing and banter, serious matters are often broached, and the frankness
and candor are striking. Wardroom life is most often interesting and
enjoyable, but also intense. Around the clock, the businesses of life and
work are mixed aboard Eagle.

Ordinarily, the captain takes evening meals in the flag cabin, and if the
wardroom is a sanctuary, the flag cabin is an inner sanctum. Its dark wood
paneling and elegant furnishings are in the strict tradition of sailing ships,
a place where Very Important People can find their proper repose below-
decks. The mind’s eye depicts the great ship commanders of history brood-
ing, scheming, attempting, and determining that which was to become
history in the after cabins of famous vessels. Eagle’s flag cabin qualifies in
all respects: Fifty years of Eagle’s history has happened here, and if Hitler
(perhaps) glanced through it on his review tour of the ship at launching, so
too seven presidents of the United States, and hundreds of the Coast
Guard’s finest sea captains, along with admirals, senators, House repre-
sentatives, and luminaries in every field of civilized endeavor have been
welcomed here, and taken their ease.

At sea, flag-cabin guests are posted a week in advance of their expected
appearance at dinner. When visiting flag officers are aboard, they are of
course included in the venue, but the most special thing about these meals
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1s that cadets are almost always included in the guest list. Usually, a ship’s
officer, a ship’s guest, and at least two cadets are invited to join the captain
and flag-rank visitors to the formal repast. The mixture of formality,
privilege, and historical sensibility can be heartening. On deck, half a gale
may be blowing. Up forward, shipboard scandal may be brewing as a dozen
cadets realize that the sun may not come out again on the cruise, obviating
completion of their navigation requirements. In the wardroom, a junior-
grade lieutenant may be receiving just licks over an ill-considered opinion.
Meanwhile, in the flag cabin, a couple of cadets and ship’s guests are soon
relaxed in the congenial presence of the skipper, who need not conjure the
clout that is so self-evident. Conversation is gracious, and the food is
superb.

Along with the intimations and habits of the ship’s society, guests soon
learn the daily routing of life aboard, which on a Coast Guard cutter is
infused with the traditional disciplines of the military marine through the
ages. In bare outline, the day’s life seems spare and regimented, but in fact
it is rich in variety and detail. Consider this standard Eagle Training
Cruise Routine of the Day:

Daily Holiday At Sea
0630 Reveille
07000745 (Note 1) Breakfast
0755 Muster Dayworkers
Morning Muster
Morning Colors
0800 Turn to Ship’s Work
0900-0940 Cadet Instruction Period #1
0930 Catholic Lay Service (Sunday)
0945 Reveille for Midwatch
1000-1015 Coffee Break
1020-1100 Cadet Instruction Period #2
1015 Protestant Lay Service
(Sunday)
1100 Noon Meal for Oncoming
Watch
Secure Ship’s Work
1130-1215 (Note 1) Noon Meal
1150 Noon meal for Offgoing Watch
1200 Test All Alarms and Ship’s
Whistle
1240 1240 Officers’ Call
1245 1245 Quarters Followed by Drills
1415 Turn to Ship’s Work
1420-1500 Cadet Instruction Period #3
1500-1630 Study Period
1630 Secure Ship’s Work; Sweep
Down

1700 1700 Evening Meal for Watch Reliefs




Eagle 67

The lower footropes provide a tenuous
perch for crew members, who stand by
to furl and secure the staysails. With
some experience in the rigging, they
can indulge in humor, which is irre-
pressible among sailors. (U.S. Coast
Guard photos by Indie Williams [bot-
tom] and Paula Hobson)

1715-1800 1715-1800 Evening Meal

1730 1730 Evening Meal for
Watchstanders
Evening Colors
1900 1900 Check Material Condition Yoke
1945 1945 Evening Reports
2200 ' 2200 Taps — Lights Out

Meanwhile, in the Plan of the Day, issued each day by the executive officer,
the ship’s general routine blossoms into the full, busy daily experience that
is Eagle’s purpose. It is divided into three parts, though ostensibly listed in
numerical order from one onward. Always the first order is to “Carry out
the At Sea routine of the day.” Then, when appropriate, congratulations
are offered to the ship’s company for distinguished operations the day
before, or as in this one from summer 1985; “Good job by all hands in
Boston. More than 5,800 visitors have a little better idea about why we are
so proud of our ship.” The primary job of this daily document is of course
much more specific and mundane, as in the orders reproduced here, se-
lected from a ten-day sail between Boston and the island of Saint Pierre, off
the southern coast of Newfoundland. For the most part, these are lectures
and demonstrations — the Coast Guard Academy is a college, after all, but
some of the daily plan items obviously refer to drills as well.

July 8,
Second Period: Rapid radar plotting, = Mess deck
General engineering
and safety, Mess deck
Small-boat seamanship Waist deck

July 9,
Second Period: Wearing ship, Mess deck
First Aid, Part one To be announced
Third Period: Boat lowering, Waist deck
Honors & Ceremonies  Mess deck
July 10,
First Period: Advanced weather, Mess deck
Winches/windlasses Mess deck
Third Period:  Tacking ship Mess deck
July 11,
Third Period: Ground tackles
(anchoring) Forecastle
July 13,
Third Period: Weather observation, Mess deck
First Aid, Part two Mess deck

And so it goes, each of the many sections of cadets receiving their instruc-
tion in turn, and then being released for actual practice in what they have
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learned, at the appropriate stations, above- or below-decks. The usual rule
is for cadets to learn and work in small groups or teams, and so standard
lessons are often repeated, as are practice and drill sessions about the ship.
Because two classes of cadets are aboard the ship, and each of these is
divided into several groups, you can imagine how intricate is the coordinat-
ing and managing of these many pedagogical meetings. They must be held
and then assessed for their results, making the commissioned and enlisted
teaching staff of the ship very busy.

But perhaps the most interesting aspect of the Plan of the Day appears
in the simple numbered announcements following each day’s ship’s work
schedule, again here selected from a midsummer week at sea:

1. Parts for the mess-deck popcorn machine are on order. They’ll probably
be received when Eagle returns to New London.

2. Connecticut will be holding a primary election on 10 September and a
general election on 5 November. Residents should see the unit voting
officer for information or an absentee-ballot request form. VOTE!

3. All hands are reminded not to use the plastic-covered jump ropes. They
will damage the deck covering topside.

4. Our present course is taking Eagle to the southeast toward the Gulf
Stream. The sole purpose of this course is to improve opportunity for
celestial navigation. Take advantage of the visibility while you can.

5. Personnel inspection will be held Monday, at quarters. The Superin-
tendent will inspect one of the divisions.

6. As of 0600, 9 July, Fagle has observed: 4 twilights, 1 LAN [Local
Apparent Noon fix by sextant, wherein latitude is determined by sight-
ing the sun at the apex of its daily arc], 4 navigational days. You should
have submitted to your navigational supervisor: 1 celestial fix, 1 celes-

Ship’s crew stand by at the man ropes
preparing for the order to lower away
in a boat drill, at sea, while Eagle
remains underway. Tricky and diffi-
cult operations, such drills are part of
training for cadets, and of updating
for crewmen, who in ordinary service
must often launch and manage small
craft under dangerous circumstances.
(Photo by the author)

“Oh Lord, my ship’s sosmall....”
Every foot we climb aloft makes the
ship recede, until at the main truck
the deck seems disconnected and
remote. Like their physics, perspec-
tives on sailing vessels are remarkable
and surprising. Note the class session
being conducted on the waist deck.
(U.S. Coast Guard photo by Paula
Hobson)
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The Warrant Boastwain waits for the
moment of sunset to check the gyro-
compass error. With all of Eagle’s
electronic navigation equipment, the
ship’s exact place on the ocean can be
determined. Sunset should occur at a
precisely known place on the horizon.
To the extent that it sets apparently
out of place, the compass is in error, a
figure the navigator must know.
(Peter Geisser photo)
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tial running fix, 1 gyroerror. If you haven’t met the requirements, you'd
better get to work!

Clocks will be advanced at 0800 to + 2 0 time zone.

Saint Elmo’s Fire — light sometimes seen in the rigging at sea caused
by static electricity discharge.

. Yesterday’s tacks went very well. The time to regain headway, 6 min.

30 sec., on the second tack, equaled this summer’s previous record, set
on 18 June. Time toregain a speed of 7 knots was 35 sec. slower than the
previous record. Keep working on it. Good job!




Eagle

10.

11.

12.

13.

14.

17.

“Dipping the flag” is a form of salute, or honor, given by a merchant
vessel to a passing military vessel. You should always be alert when
you pass close aboard a merchant vessel to see if they dip (lower) their
ship’s flag. If you see a vessel do this, the proper response by the OOD is
to lower our national ensign approximately halfway and then immedi-
ately two-block it again. As this signal happens the merchant vessel
will again raise its national ensign.

Self-control is the chief element in self-respect, and self-
respect is the chief element in courage.

— Thucydides: History of the
Peloponnesian Wars
c.404 B.C.

If any of you heard the loud boom around 1000 yesterday and don’t
know what it was, it was the sonic boom caused by the SST Concorde
aircraft flying overhead.

Morale night is almost here. The First Class Petty Officers promise us
the best pizza yet.

All cadets are reminded that proper care and stowage of their assigned
sextants are cadets’ personal responsibility. If your sextant is broken
or otherwise unsatisfactory, take it to QMC Oakley or another QM, or
LT Baker or LTJG Quedens, for repair. If it cannot be made usable you
will turn it in and be assigned to a sextant used by some of your
classmates. Treat your sextants carefully, and safeguard them. Con-
vince your classmates that they should not use them without permis-
sion, because you are still responsible for their proper stowage.

On Wednesday morning 7 July the sailing “Bears” will be racing
against the St. Pierre Sailing School. More than 60 cadets, crew, and
officers have joined the team. Coach How has recruited top sailors, who
he predicts will easily beat any and all opponents. All hands are invited
to participate or just join in to cheer the team on. GO BEARS!

. The ship looked good at yesterday’s material inspection. A major im-

provement has been made in the berthing areas. Let’s keep it up.

. Personnel inspection will be at quarters. The uniform will be tropical

blue long with combination caps. Cadets on watch during inspection
will be inspected after watch by the CAO.

Eagle will be under way from anchorage at 0800 Tuesday and moored
about an hour later. We will be in a foreign country. Our hosts may not
have had much contact with Americans and will form an opinion of our
country based on how well we repres