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Our contributors

Gregg Nestor (O’Day 23, 
Page 4) is a contributing 
editor with Good Old Boat. 
More than 20 years and four 
boats ago, he discovered 
sailing and has been an avid 

“trailer sailor” ever since. When not sailing 
or writing about sailing, Gregg runs the 
family farm. 

Alan Lucas (Building the 
skipjack, Page 8), an Austra-
lian from New South Wales, 
has been cruising for 40 years. 
He and his wife, Patricia, have 
built or restored all eight of the 
boats they have owned. Alan is 
the author of several Austra-
lian cruising guides.

Ted Brewer (All about berths, 
Page 14; Ericson 29, Page 40) 
is a contributing editor with 
Good Old Boat and one of North 
America’s best-known yacht 
designers. He also is the man 
who designed scores of good 
old boats . . . the ones still sailing 
after all these years.

Ed Lawrence (Yacht Con-
structors: Pioneers in glass, 
Page 17) is a contributing editor 
with Good Old Boat. Though a 
professional writer with thou-
sands of ocean racing miles 
under his keel, when aboard his 
wife’s San Juan 23 his mantra 
is, “Aye, aye, Captain.”

Marili Green Reilly 
(There have always been 
boats, Page 20) says she 
has not yet yielded to her 
husband’s suggestion to 
“sell up and sail away.” She 
prefers shorter cruises 
in the Pacific Northwest. 
The two are refitting the 
Cascade 36 her father launched in 1975. 
A freelance writer, Marili is working on a 
history of pleasure boating families on the 
Columbia River.

In the early 1980s, Dave Martin 
(The feeling that money can’t 
buy, Page 24) spent 2 years sail-
ing his Cal 25, Martini, from 
Seattle to New York City via the 
Panama Canal. Between 1988 
and 1995, Dave and his wife, 
Jaja, circumnavigated aboard 
their 25-footer, Direction. 

Between 1998 and 2002, the Martins, along 
with their three children, voyaged to the 
Arctic aboard their 33-footer, Driver. More 
about the Martins is in their book, Into the 
Light: A Family’s Epic Journey.

Cathy McIntire 
(Cruising safely and 
in comfort, Page 25) 
and her husband, 
Ken, moved aboard 
in 2001. They traveled 
from Lake Pepin on 

the Minnesota and Wisconsin border down 
the Mississippi and Tennessee-Tombig-
bee waterways, across the Gulf of Mexico, 
through the Florida Keys, up the East Coast 
to New England, and back down to the 
Bahamas, where they cruised for 6 months. 

Don Launer (Magnetic 
fascination, Page 30; 
Diesel Engines 101, Page 
42; Reflections: Things 
that go slap in the night, 
Page 89) is a Good Old 
Boat contributing editor. 
He built his two-masted 
schooner, Delphinus, 

from a bare hull and sails her on the East 
Coast from his home on Barnegat Bay in 
New Jersey.

Tom Young (A Christmas 
tale, Page 33), a lifelong 
sailor, lives on the coast of 
Maine in Rockport village. 
Tom and his wife, Mary 
Ann, have sailed from 
Down East Maine to the 
Exumas, Bahamas. They 
enjoy sailing the New 
England coast with their two children in 
Christmas, their 1961, 38-foot Alden Chal-
lenger yawl.

Amy Cawvey (Hawai-
ian tradition, Page 41) is 
a military wife who began 
sailing as a diversion 
when her husband was 
serving in Korea for a year. 
Before long she was teach-
ing other women to sail. 
She never looked back.

Marine artist Alan Eddy 
(Art spread: Soft ’scapes, 
Page 44) has always felt 
connected to the sea and 
the ships that sail upon 
her. In addition to painting 
nostalgic historical yacht-
ing scenes and portraits of 
classic J/Boats, he paints 

luminous landscapes, coastal scenes, and 
figurative and still-life paintings. Visit his 
website at <http://www.alanjeddy.com>.

Marianne Scott (Salute 
to Karen Thorndike, Page 
46) started writing about 
marine subjects when she 
and her husband, David, 
sailed from Victoria, Brit-
ish Columbia, to Bora Bora 
on their good old boat, 
Starkindred, a Niagara 35. She’s the author 
of Naturally Salty  —  Coastal Characters of 
the Pacific Northwest, published this spring. 

Silver Donald Cameron 
(In search of comfortable 
cruising, Page 50) is the 
author of several books 
about ships and the sea, 
including the award-win-
ning Wind, Whales and 
Whisky, the story of a 

circumnavigation of Cape Breton Island in 
his previous boat, an engineless cutter. He 
lives in D’Escousse, Nova Scotia. Visit his 
website at <http://www.islemadame.com/
sdc/>.

Jeremy Keene (Chasing 
dreams, Page 54) is a trans-
portation engineer in Mis-
soula, Montana. He learned 
to sail in a Denver (Colorado) 
Parks and Recreation boat-
ing program, sailing a fleet of 
battered Sunflowers around 
the tiny lake in Washington 
Park. He and his wife, Heather, and daugh-
ter, Thea, sail Chiaro di Luna, a San Juan 
7.7, on Flathead Lake (Montana), where 
they are hard at work on The Dream.

Homer Shannon (Cinder-
ella and the Dutchman, 
Page 58) started sailing in 
his high school’s Frost-
bite club. He and his wife, 
Dee, have migrated from 
a Cape Dory 25 to a Vega 27 to their present 
Bristol 29.9. Their home port is Newbury-
port, Mass.

John Karklins (Simple 
solutions: Armored port-
lights, Page 63) always 
had an interest in boats. 
Latvian-born, he emi-
grated to the U.S. at age 10 
and learned to sail on Lake 
Michigan. He lives in Chicago. His sailboats 
have included a Cape Dory Typhoon, a Bris-
tol Sailstar Corsair, and the current Allied 
Seawind. 

Lon Zimmerman 
(Simple solutions: 
Vern’s great idea, 
Page 66) retired 
after 25 years spent 
teaching in Alaska. 

His favorite good old boat was a Nor’Sea 
27, which he sailed from Seattle to Seward, 
Alaska, in 1994.

Bill Brockway (Quick and 
easy: A pulled-together tool-
kit, Page 69) grew up sailing 
and dumping a series of small 
boats on Lake Michigan. 
These days he’s in northern 
New York sailing and rac-
ing Rangers, Olsons, Solings, and J/Boats. 
After 8 years as senior editor of Tools of the 
Trade magazine, he has a unique perspec-
tive regarding the tools used in any trade.

Bob Steadman (Quick and 
easy: Let there be LED light, 
Page 70) built a 37-foot cutter, 
based on a Cascade 36, 20 
years ago and has been sail-
ing ever since. He has cruised 
Mexico in her three times and 
is getting ready to take off 
again next year for more dis-
tant anchorages.
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The view from here

Smiles on all their faces
Several had never raced before. 

Many raced only occasionally. 
And all had a great time.

JUDGING BY THE ELATION OF A COUPLE OF 
hundred Annapolis sailors, racing is 

a stimulating, exciting, and exhilarat-
ing way to spend several hours on the 
water. Jerry and I did not race in the 
Good Old Boat Regatta last October, 
but we were at the party site ashore 
as absolutely delighted sailors docked 
or anchored and dinghied ashore to 
compare opinions of a race that each 
had seen from a uniquely personal 
perspective. Who finished first or last 
didn’t matter. There were no protests. 
The weather had given them perfect 
conditions. These folks clearly had 
been having a good time.

In 4 years the Annapolis Good Old 
Boat Regatta has grown faster than our 
magazine (which is doing very well, 
thanks!). The inaugural year, 2000, 
drew 21 boats to a Saturday race. By 
2001, 34 boats signed up for the event, 
which was expanded to span two Sat-
urdays. The following year saw 53 boats 
for the two weekend races. By October 
2003, 73 boats signed up. There was 
talk of making more starts for the larg-
est groups and of finding a new party 
location to accommodate the expand-
ing crowd of skippers and crews.

This last regatta occurred just 
weeks after Hurricane Isabel had 
flooded Annapolis and left destruc-
tion in her wake. But boats and crews 
were happy to put that behind them 
and have a good time rejoicing in boats  
“of some maturity,” as they character-
ize good old boats. They swapped race 
stories and compared modifications. 
They went home with race trophies, 
free subscriptions to our magazine, 
and smiles on their faces.

A bit farther north and one month 
earlier, the Heritage Classic Regatta 
Series for Good Old Boats had a rough 
inaugural year. This series was set for 
four Saturday races, two of which were 
canceled by Hurricane Isabel. The 
other two were poorly attended since 
many sailors had hauled their boats 

out of the water in anticipation of the 
storm. But this race series also offers 
fun racing for good old boats and will 
be back for a good time once more in 
September this year.

The venerable Swiftsure Inter-
national Yacht Race out of Victoria, 
British Columbia, is considering the 
addition of a division for good old 
boats. Held each May, the Swiftsure 
may offer yet another opportunity for 
folks with boats like ours to compete, 
compare, and come back with smiles 
on their faces.

There are ground swells for more: 
Lake Michigan and Lake Erie may be 
next. For more about the good old 
regattas sponsored by Good Old Boat 
and for race results of the regatta in 
Annapolis, visit our website at <http://
www.goodoldboat.com/regatta.html>. 

If there’s one near you, even if 
you’ve never raced, give it a go. The 
elation on the faces of those return-
ing from the Annapolis event could be 
yours. Several had never raced before. 
Many raced only occasionally. And all 
had a great time. 

 About the cover . . . 
Christmas, a 1961 Alden 
Challenger, shows her 
charms following an 
extensive refit. Tom Young 
tells the story of finding 
a classic sailboat well on 
her way toward becoming 
scrap, seeing her potential, 
and bringing her back. 
The story, in Tom’s words, 
begins on Page 33.
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 O’Day 23
 
 A whole lot 
 of cruisability 
 in just 23 feet

 by Gregg Nestor

G EORGE O’DAY, 1960 OLYMPIC 
sailing gold medalist and 1967 
America’s Cup winner, was 

one of America’s leading production 
sailboat builders. Over his lifetime, 
George designed, created, or imple-
mented no fewer than 32 boats. The 
company he founded spanned more 
than 30 years and had a reputation 
for building boats that were easy to 
handle and performed well under sail. 

At one time, the company’s offering 
included sprightly daysailers, comfort-
able weekenders, and luxurious blue-
water cruisers, from 12 to 40 feet in 
length. Many sailors are aware of the 
O’Day Widgeon, Javelin, Daysailer, and 
the 19-foot classic Mariner daysailers. 
It was in the 1970s and early 1980s in 
particular — when trailerable cruisers 
represented a significant portion of the 
sailboat market — that O’Day became 
the undisputed leader in building trail-
ersailers.

Early in the life of his company, 
George utilized the talents of many 
noted marine architects, such as Uffa 

Fox and Phillip Rhodes. In the later 
years, C. Raymond Hunt Associates 
provided the mainstay designs. In 
1971, the O’Day 23 left the Hunt draw-
ing board.

The production run of the O’Day 23 
began in 1972 and lasted approximate-

ly 13 years, with the last boat leaving 
the assembly line at the Falls River, 
Massachusetts, plant in 1985. The 
exact figures are not known, as most 
of the O’Day records unfortunately are 

“The exact figures are 
not known, as most 
of the O’Day records 
unfortunately are 

lost, but it’s estimated 
that nearly 1,700 

O’Day 23s were built.”

lost, but it’s estimated that nearly 1,700 
O’Day 23s were built. During its life 
span, the company was assimilated by 
a series of conglomerates and unfortu-
nately folded in 1989. 

For its time, the O’Day 23 was a 
very different small cruising boat. It 
was one of the first pocket cruisers to 
have full 5-foot headroom below, an 
optional pop-top that could increase 
headroom to 6 feet 4 inches, berth-
ing for four, a private head, and even a 
hanging locker. 

The boat has a long waterline of 
19 feet 6 inches for swiftness, a wide 
beam of 7 feet 11 inches for added 
stability, 1,200 pounds of encapsulated 
lead for stiffness, a 27-inch shoal-draft 
keel for gunkholing as well as easy 
launching and retrieval, and a man-
ageable weight of 3,085 pounds for 
trailerability. The boat looks and feels 
larger than its size because of a clever 
utilization of available space and the 
attention to detail that both pleases 
the eye and eliminates the discomforts 
often found on boats of this size.



Design and construction
The profile of the O’Day 23 shows little 
sheer, moderate freeboard that is re-
sponsible for the generous sitting head-
room, a pronounced bow overhang, and 
a flat stern. The height of the coachroof 
blends well into the overall lines of 
the boat, and its turtle-shell forward 
end is classic. Both the hull and deck 
are fiberglass. The hull is solid hand 
laminated; the decks are a sandwich 
of two layers of fiberglass with a core 
of end-grain balsa. End-grain balsa is 
extremely light, resists crushing, and 
provides good insulation against heat, 
cold, and sound. All deck hardware is 
backed with either stainless-steel back-
ing plates or marine plywood. 

The O’Day 23 sports a shoal-draft 
keel comprised of 1,200 pounds of lead 
bonded in place. It also incorporates a 
lightly weighted fiberglass centerboard 
that, when down, increases windward 
ability and adds lift. The centerboard 
is easy to raise or lower by hand with-
out the aid of a winch. With the center-
board up, it draws only 27 inches, com-

pared to 5 feet 4 inches with it down. 
The transom-mounted spade rudder is 
a fiberglass-and-foam core sandwich. 
The rudder does not extend below 
the depth of the shoal-draft keel. It 
is unnecessary, therefore, that it be a 
kick-up type, and it does not kick up. 
This shoal-keel/rudder combination 
facilitates backwater cruising. The 

tiller is varnished ash. Also located on 
the transom are a stainless-steel swim 
ladder and an adjustable outboard mo-
tor bracket.

On deck
The 6-foot foredeck is clutter-free and 
features a flush anchor locker with 
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overboard drain. Fourteen-inch-wide 
sidedecks, inboard shrouds, a molded-
in fiberglass toerail, non-skid decking, 
and 5 feet of teak handrail make for rea-
sonably comfortable maneuverability 
on deck. Stainless-steel bow and stern 
pulpits, stanchions, and single lifelines 
complete the package. Brightwork is at 
a minimum. It is limited to the hand-

A lot of boat in 23 feet, the O’Day 23 was 
one of the first pocket cruisers to offer 
5-foot headroom below. The flush-
mounted forward hatch, above right 
on facing page, and the anchor locker, 
lower right, are additional thoughtful 
features. The cockpit, above at left this 
page, is a roomy 6 feet 3 inches long, 
and the wide companionway, below at 
left, leads to a relatively roomy interior. 
Pelican, owned by Joe and Mary Ann 
Smith, spends her summers sailing on 
Pymatuning Lake on the border of Ohio 
and Pennsylvania.

“It was one of the 
first pocket cruisers 
to have a full 5-foot 
headroom below . . . ”
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rails, hatch boards, and companionway 
slides. 

The 6-foot 3-inch cockpit is roomy 
and can be used to expand the living/
sleeping area with the addition of a 
canopy or boom tent. It is self-drain-
ing and has a bona fide bridge deck to 
prevent water from cascading below 
should a wave fill the cockpit. 

To starboard is a molded-in icebox 
with drain, ideal for easy drink access. 
Just aft of the icebox is a fuel-tank 
locker, which easily accommodates 
the standard 6-gallon fuel tank. The 
port seat locker houses the battery and 
accesses a cavernous storage area. 
The cockpit coamings flow nicely back 
from the cabin and are of reasonable 
height. They offer back support and 
a feeling of being “down in the cock-
pit.” The hull-to-deck joint is lapped, 
sealed, mechanically fastened, and 
covered with a two-piece vinyl rubrail.

Belowdecks
Below, the O’Day 23 utilizes a molded 
fiberglass pan that incorporates the 
cabin sole and a similarly constructed 
overhead liner to supply most of the 
structural support. Access to hardware 
is gained by removing flexible plastic 
plugs in the headliner to expose 
the fasteners. A foam-backed 
fabric hull liner gives the boat 
interior a finished look and adds 
insulation and sound absorp-
tion. Teak bulkheads, cabinets, 
and solid trim complete the 
interior. A large fiberglass sole 
panel provides access to an al-
most nonexistent bilge. Without 
a well-developed bilge to collect 
water, any significant amount 
of water that finds its way be-
low will quickly rise above the 
cabin sole and slosh about the 

interior, soaking anything not protected 
by watertight containers.

Forward is a comfortable V-berth, 
measuring 6 feet long by 5 feet 5 inches 
wide. This includes a removable insert. 
Just aft of the V-berth on the port side 
is a Porta Potti with a sliding molded 
fiberglass sink with manual pump and 
storage vanity above. Across from the 
head on the starboard side is a hanging 
locker. Overhead is the flush-mounted 
forward hatch, offering light and ven-
tilation. This area is separated from 
the V-berth by a partial teak bulkhead 
and from the main cabin by a full teak 
bulkhead with a folding door. The 
layout of the main cabin is traditional, 
with settee berths to port and star-
board. The starboard berth measures 
5 feet 11 inches, while the port is 6 feet 
6 inches and incorporates a slide-out 
extension converting it to a double. 
The four fixed portlights provide good 
daytime illumination but do not open 
for cross-ventilation. At night, four 12-
volt cabin lights adequately illuminate 
the boat’s interior.

The galley is divided into two units, 
one to port and the other to starboard. 
The starboard section is an ingenious 
one-piece unit comprising a stainless-

steel freshwater sink with man-
ual pump (which drains over-
board via a bronze through-hull 
gate valve), cutting surface, and 
utensil storage bins. The entire 
unit is on tracks and slides aft 
to store under the cockpit when 
not in use. The port galley sec-
tion is also on tracks and is a 
simple laminated counter for 
food preparation, which also 
accommodates a tabletop stove. 
Completing the main cabin/
galley is a bulkhead mounted 
drop-leaf table and a molded, 

The O’Day 23’s cabin has two center-
facing settee berths, one of which 
converts to a double with the use 
of a pullout shelf, as Joe Smith 
demonstrates at left, and a V-berth 
with an insert, above. The galley unit 
above the starboard settee is shown 
in a stowed position at right.

O’Day 23
Designer: C. Raymond Hunt
LOA: 22 feet 9 inches
LWL: 19 feet 6 inches
Beam: 7 feet 11 inches
Draft: 2 feet 3 inches/ 
5 feet 4 inches
Displacement: 3,085 pounds
Sail area: 246 square feet
Ballast: 1,200 pounds
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insulated, self-draining icebox 
that doubles as one of the com-
panionway steps. Underneath 
the starboard cockpit seat and 
galley unit is the deck-filled 15-
gallon freshwater tank. Includ-
ing the forepeak, the hanging 
locker, under all berths, and 
behind the settee backs, there 
are more than a dozen bins and 
places to stow gear.

The rig
The O’Day 23 sports a 27-foot 
mast, stepped on deck with a 
hinged tabernacle. The mast and boom 
are anodized aluminum. The boat 
has a single-spreader rig with upper 
and single lower shrouds and a single 
backstay. The sloop is masthead rigged 
with 246 square feet of sail consist-
ing of a Bermuda mainsail and genoa. 
The original mainsails came with 
one reefing point, jiffy reefing, and a 
cringle for a cunningham downhaul. 
All halyards are external and cleated 
at the mast base. The genoa tracks are 
located on the sidedecks adjacent to 
the cockpit coamings. Located on each 
of the coamings is a Barlow #16 winch 
and jam cleat. There is a 4:1 boom 
vang and end-boom sheeting. The 
mainsheet tackle attaches to a small 
triangular plate located on the lower 
section of the backstay. This clears the 
cockpit of any running rigging.

Underway
The O’Day 23 is a very satisfactory first 
cruiser. It was designed and built to be 
sailed in relatively protected waters. 
Like most trailerable boats, it is a bit 
tender. When the wind picks up, it 
develops weather helm. To eliminate 
this and reduce the angle of heel, reef 
the mainsail at about 12 to 15 knots of 
wind. At greater than 15 knots, reduce 

nated areas sound dull and hol-
low when you tap them with a 
plastic hammer or the handle of 
a screwdriver. Mast compression 
is another potential problem. 
Look for signs of cracking, bend-
ing, or movement of the mast-
support beam. The forward 
hull sections have been known 
to flex or oil-can, so check for 
cracks. Caulk spread lavishly 
around fittings and ports is a 
good indication of leaks. Also 
look for and question any holes 
that were cut in the overhead 

liner. The gudgeons and pintles are a 
bit undersized and might need to be 
replaced with a more substantial set.

Unfortunately, the O’Day Corpora-
tion of yesteryear is no longer in busi-
ness; however, there are several active 
websites for O’Day owners, including 
<http://www.odayowners.com> and 
<http://home.att.net/~oday>. D&R 
Marine, which owns the rights to 
O’Day, can provide parts and tech-
nical support. The company is also 
beginning to offer a few new O’Day 
boats, “Rebuilding a Legend One Boat 
at a Time,” in the words of the adver-
tisements. Contact D&R at <http:// 
www.odaysailboats.com> or its new 
site <http://www.drmarine.com>. 

In summary
The O’Day 23 is an inexpensive, nicely 
equipped and appointed pocket cruis-
er. It’s designed for cruising in relative-
ly protected waters. It’s a cruiser, not 
a performance boat. As a weekender, 
the O’Day 23 is near perfect. Due to 
its outstanding use of cabin space, it’ll 
be comfortable for a week’s vacation. 
Prices, which usually include boat, 
outboard motor, and trailer, range 
from $3,000 to $6,000, depending upon 
condition and equipment. 

the headsail area. This will flatten out 
the boat nicely and allow it to cruise at 
hull speed. Since the sheeting angles 
are quite wide, it’s not very close-wind-
ed. Remember to keep the centerboard 
down when going to windward to help 
it point better. On a run, lift up the 
board to reduce drag and pick up speed.

Things to check out
Remember that an O’Day 23 can be 
anywhere from 19 to 32 years old. 
Some will be in great shape, while oth-
ers may require extensive work. Check 
the deck for delamination caused by a 
balsa core saturated with water. Pay 
keen attention to all fittings. Delami-

The starboard galley unit is 
partially deployed, at left. 
Additional counter space 
for a cook stove and meal 
preparation is available in a 
similar manner on the port 
side, at right. A drop-leaf table, 
below, contributes even more 
counter space in a compact 23 
feet.

“The boat looks  
and feels larger than 

its size because of  
a clever utilization  
of available space  
and the attention  

to detail . . . ”



IN THE 1960S I WAS ANCHORED OFF 
the Gold Coast of Queensland in 
Australia aboard my home-built 

plywood ketch. She had galvanized 
rigging, no engine, and drew 6 feet 
on a length of 30. My only neighbor at 
the time was a Californian who had 
recently crossed the Pacific Ocean to 
Australia on a yacht of similar length. 
The big difference was that his boat 
drew just 10 inches. She was a skip-
jack.

Her coffin-like accommodation 
held no appeal, but I was immensely 
impressed by her minimal draft and 
the fact that she could cross oceans. A 
desire had dawned to own a shallow-
draft yacht one day.

Some years later I owned a bilge-

This was the Angelman-Davies-
designed ketch, Renee Tighe, whose 
restoration was described in Good Old 
Boat (January 2003). With the fam-
ily temporarily ashore, she admirably 
suited my singlehanded ambitions but 
proved inadequate at the end of that era. 
Change was inevitable.

Impossible job
The change came in Maryborough, 
Queensland, January 1998. My wife, Pa-
tricia, and I had just returned from a full 
Great Barrier Reef cruise revising my 
guide, Cruising the Coral Coast, and 
were facing its pre-press production. 
This proved quite impossible aboard 
Renee Tighe. Building a new and much 
larger boat seemed like a good idea.

keeler whose design was loosely based 
on the American catboat. It sailed like 
a haystack and had a draft and keel 
area more like a displacement motor 
cruiser than a yacht. After 3 years with 
her, I returned to deep-keelers.

The 1980s found me sailing around 
the world with my family in one of 
those deep-keelers, spending a year in 
the U.S. en route. In the Chesapeake 
Bay I haunted the Calvert Marine Mu-
seum and ogled every skipjack. I also 
bought Howard Chapelle’s little book, 
Notes on Chesapeake Bay Skipjacks, 
in which he produced the lines of many 
a vessel plus notes on their history and 
performance. This would prove pivotal 
to our future. I had one more deep-
keeler to go first.

Building  
the 

skipjack
Experienced sailors  
build a comfortable, 

shallow-draft 50-footer

by Alan Lucas

8 Good Old Boat January/February 2004
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sides and bottom glass to double and 
thus produce a massive glass beam 
from stem to stern on both sides (see 
illustration on Page 10).

Finally, we chose a daggerboard 
over the traditional swinging board to 
reduce centercase area and improve 
windward efficiency. That such a sys-
tem is less tolerant of groundings, I am 
well aware, but the trade-off seemed 
worthwhile. This is being written 
3 years after launching and with more 
than 6,000 miles under her keel. So far, 
we have not forgotten to lift the keel 
when approaching shallow water.

We chose fiberglass, not so much for 

“And as I was already 
a couple of years into 
my seventh decade, 

with Patricia not far 
behind, saving money 
and keeping the work 

as light as possible 
made good sense.”

Coincidental with this need came 
the availability of space in a huge 
waterfront shed on the Mary River in 
Maryborough. As the shed was flood-
prone, the rent was very reasonable. 
The region was familiar to us, since we 
had built a ferrocement schooner there 
more than 20 years before. And next 
door, at the boat launch, a shipping 
container was available as a studio. 
The decision to stay came easily.

The whimsy of being able to finish a 
book and build a boat at the same time 
was quickly recognized, with the for-
mer falling by the wayside in favor of 
the latter within the first few months. 
But it did produce a sense of urgency 
and a promise that the studio would be 
the first cabin to be fitted out. But that 
was some time off. First, the lines plan 
had to be drawn.

From Howard Chapelle’s book we 
chose the skipjack (actually called 
a two-sail bateau), Lena Rose, and 
redrew the longitudinals to flatten out 
a distinct bustle she displayed aft. A 
box-section full-length keel was added 
for strength (despite the few inches it 
added to the draft) and the bulwark 
cap became the sheerline, an act that 
almost doubled the topsides height.

Glass beam
In deference to the chosen building 
material (fiberglass), the chines were 
softened with a 14-inch facet along 
their entire length. This not only 
rounded the corners a little but, most 
importantly, it would allow the top-

all its well-known virtues, but because 
it is a material that can be worked in 
small amounts. This eliminated the 
need to call in outside labor for peri-
odic heavy lifts and allowed just the 
two of us to build the boat unassisted. 
As I was already a couple of years into 
my seventh decade, with Patricia not 
far behind, saving money and keep-
ing the work as light as possible made 
good sense.

As attested to by the production-
line boatbuilding industry, fiberglass 
lends itself admirably to being laid up 
in a female mold. But this is only eco-
nomical if the mold can be used again 
as often as possible. It is not economi-
cal for a one-off vessel. The male plug 
is the way to go. But a male plug also 
presents a dilemma. For a start, it pro-
duces a rough exterior and a smooth 
interior — the opposite of the pre-
ferred outcome. And regardless of how 
cheaply it might be fabricated, it still 
costs the same in time and is thrown 
away after the hull is built. There had 
to be a better way.

Stripped framing
My response was to use high-quality 
marine plywood, set up over rough 
framing. Only the framing is stripped 
out later; it is then dressed and used in 
the hull’s fit-out. The plywood is left in 

Two-sail bateau/skipjack
Boat name: Soleares  
(a flamenco dance)
Rig: boomless ketch
Sail area: 1,250 square feet plus 
twin headsails
Length: 50 feet 0 inches
Beam: 16 feet 6 inches
Draft: 3 feet 8 inches
Engine: Chinese Motor Company 
(CMC) 45 hp
Fuel capacity: 264 gallons
Water capacity: 264 gallons
Displacement fully loaded: approxi-
mately 14 tons

Soleares sailing and under construction, 
on facing page. The projection forward 
of the wheelhouse is the top of the 
daggerboard. Note the case’s original 
length in photo at lower left before it 
was trimmed 2 feet to cabintop height. 

The Lena Rose, which inspired Soleares’ 
design, shown below left. As shown 
at right, the author flattened the aft 
bustle, softened the chines, removed the 
beakhead, and replaced the swing keel 
with a daggerboard. Soleares’ sheerline 
was struck from the original bulwark 
rail, giving her topsides nearly twice the 
height of the original craft. The wheel-
house is over the engine room.

Illustration from Notes on  
Chesapeake Bay Skipjacks  

by Howard Chapelle



place. This eliminates waste, and there 
are other advantages.

Leaving the ply in the hull means 
that a timber interior is produced in 
a fiberglass structure to which all fit-
ments are then easily attached — just 
like fitting out a traditional wooden 
boat. And with a few notable excep-
tions, fastenings throughout the fit-
ments are unnecessary, the strength 
being in the hull and decks and not 
in their associated ply backing. This 
saves an enormous amount of time and 
money, and the glue consumption is 
similar to conventional methods.

During the first month of building, 
Patricia worked on preparing Renee 
Tighe for sale while I started lofting 
and setting up the mold. It is an indica-
tion of the simplicity and speed of the 
chosen system that, working alone, 
I had the hull ready for glassing in 
less than 4 weeks. Over the next few 
months our days became a routine of 
mixing resin by the bucketsful and wet-
ting out glass by the hundreds of feet, 
taking a break only on those days of 
high humidity. Boxes of glass stacked 
as high as we could reach and no fewer 
than 17 44-gallon drums of resin wait-
ed patiently around the worksite for 
their turn to be morphed into a boat.

Most of the glass was chopped 
strand mat (CSM) for its bulk and 

cumstances dictated, and two or three 
at a time otherwise. Where woven 
rovings were concerned, we laid them 
up sandwiched between two CSMs in 
a triple wet-out process. This was the 
only way of assuring integration of the 
rovings into the whole. For all that, I 
remain unconvinced of their necessity 
and am thankful that they were among 
the earliest of the laminates that are 
now buried under a huge majority of 
CSM laminates.

As an economic measure, nearly all 
the resin was polyester, the exception 
being the last two laminates that were 
wet-out using vinylester resin for its 
superior imperviousness. There seems 
little doubt that a carefully hand-laid 
hull will not suffer from later osmosis 
regardless of its resin, but an exotic 
finish is a good feeling.

All resin was wax free to reduce the 
amount of sanding between wet-outs, 
but it certainly did not eliminate the 
need to sand, as is so often thought. 
Every cured surface must be roughed 
up to improve its key and to rid the 
surface of fibers that may produce a 
bubble under the next laminate. Sand-
ing a 50-foot hull dozens of times in a 
few months is the least exciting of my 
building memories.

In the interest of those intending to 
dabble in glass, an observation: during 

marine ply

5" x 2" frame

fiberglass

fiberglass 
doubling

marine ply

marine 
ply

doubling

single chine

double chine facet
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All mold support frames, diagrammed 
at left, were easily removed and reused 

after rolling the boat upright. At right, 
an illustration of how the double chine 
facet produces a rounded effect, 
rather than the ugly knuckle at the 
doubling, shown in inset. Photos 
below show Alan Lucas and Bill 
Pool setting up the frames, at left. 
Alan prepares to add the marine 
ply just 2 weeks after the hull was 
first lofted, at right. 

multi-directional strength. But we 
also used five layers of woven rovings 
for their uniform thickness, greater 
strength, and the tension they impart. 
CSM wets out easily but woven rov-
ings can be almost self-defeating in 
their resistance to resin. To digress a 
moment: woven rovings are obligatory 

in any hull built to survey standards, 
yet they can become the weak link in 
a glass structure. Because their weave 
traps more resin than a cloth or CSM 
and the actual rovings resist satura-
tion to a greater extent, delamination 
becomes increasingly possible. The 
answer is to do multiple wet-outs.

Sandwiched rovings
Where just CSM was involved, we laid 
up one laminate at a time where cir-

“It is an indication 
of the simplicity and 
speed of the chosen 

system that, working 
alone, I had the hull 
ready for glassing in 
less than 4 weeks.”

(inset)



 www.goodoldboat.com 11

the glassing process, I lay in bed 
at night scratching my forearms 
bloody, presuming the reaction 
to be from the power sanding 
despite elbow-reaching gauntlets. 
It was not until the job was nearly 
finished that the true cause of my 
distress was identified. It did not 
come from the sanding so much 
as from the almost invisible cloud 
of dust that came when tearing 
chopped strand mat to size, a process 
during which I wore no protection.

Good guessing
While I claim zero score for reading 
my own body signals, I can claim a 
high score for quantity assessment 
regarding the resin. Incredibly, when 
all glassing was finished — in-
cluding bulkhead attachment, 
rudder, and centerboard — there 
were just 2 liters left from a total 
of 3,825!

I fared less impressively on glass 
management — the mountains of CSM 
needed constant replenishment — but 
timber assessment was good with vir-
tually no shortage nor excess from the 
original stacks of recycled, old-growth 
hoop pine and Australian red cedar. Of 
the latter, the boat consumed nearly 
1½ cubic meters (roughly 650 running 
feet).

The great advantage of having most 
materials on hand at the beginning of 
the project was in being able to “guess-
timate” weight. To establish displace-
ment and thus waterline, I employed 
the faithful old Simpson’s rule formula 
and came up with a weight figure 
that matched anticipation as well as 
expected material consumption. It 
proved precise at 13.5 tons. A friend 
with a naval architecture program 
in his computer ran the same figures 

fiberglass

marine ply

internal glass

glass doubling

clamp
deck shelf

double chine

belting

deck glass

shelf ply mold

belting

topsides glass

clampdeck beam
ply cutaway (see inset)

brass “D” 
mold

crane

tires

restrainers

beam chained 
over hull for 

skidding and 
rolling

The illustrations above show how 
the hull was rolled. Diagram below 
left shows how interior glass was 
added from chine to chine with extra 
thickness tapering from the keel. The 
cross-section below right shows the 
deck beam, clamp, and deck shelf; the 
inset shows how plywood protruding 
above the deckline was cut away 
before laying deck ply. In photo below, 
the hull is almost stripped and ready for 
interior work.

through and came up with a displace-
ment (dead weight) of 22 tons. Instinct 
told me it was wrong, but it neverthe-
less gave us cause for concern until 
proven so. The dramatic way in which 
Simpson’s rule would absolutely, but 
prematurely, be proven the victor was 
every boatbuilder’s nightmare. A flood 
was imminent but more on that later. 

July 1998 saw the hull glassed and 
ready for rolling, but we chose to fair 
it while it was still upside down. This 
required only that the rippling effect of 
hand rolling be smoothed out, the lines 
generally being pretty fair already. Our 
chosen bog was a resin-rich, pigment-
ed epoxy primer recommended by the 
manufacturer where heavy build-up 
was not anticipated. We added micro-
balloons to it.

Unfortunate change
It proved easy to work and produced 
a good finish, but after 2 weeks spent 
fairing, we ran out of stock at a time 
when the manufacturer had commit-
ted all his stock to a large order. Rath-
er foolishly, we changed products. The 
new product also came with glowing 
reports, but mostly from the compa-
ny’s resident chemist on its informa-
tion line. He assured me that it would 
do the job admirably and was quite 
compatible with the previous product. 
We forged ahead, troweling on buckets 
of the stuff.

Trouble came within a few days. 
The new product was not only peeling 
but also lifting the previous treat-
ment wherever it was overlaid. It was 
then discovered that it was extremely 
solvent-rich, with the solvent striking 
inward, hitting the fiberglass, and lift-
ing everything off. Two weeks’ work 
had turned into a shambles.

The company denied having misled 

(inset)



us, leaving me to relish the idea of 
litigation, but time and finances were 
too limited to even knock on a lawyer’s 
door. This destroyed our resolve to 
have the smoothest hull in the fleet and 
we pressed on, rippling and all, to the 
next stage. This was rolling the hull 
upright (see illustration on Page 11).

Although our building shed was 
huge (having once been part of a ship-
building yard), our allotted space was 
limited. The hull could not be rolled like 
a barrel and instead had to be lifted, 
skidded sideways, and then landed 
exactly where it was. To this end, large 
hardwood beams were bolted and 
chained across the vessel with a few 
inches projecting each side. One side of 
the vessel was then lowered to the floor 
using an ordinary 2-ton automobile 
jack. The corners of the bearers were 
rounded at their point of contact to fa-
cilitate their being skidded sideways.

Controlling tackle
We used a crane to lift the opposite 
side, a team of willing volunteers and I 
encouraging the skidding motion with 
steel levers. Before the hull reached 
its point of balance, restraining lines 
were secured and then controlled with 
a tackle. The crane then slued toward 
the hull. Gravity did the rest, the lower 
chine coming to rest on a bed of tires.

Now the work really began. After 
we leveled and cradled the hull with 
simple shores and keel blocks, we 
stripped all plug framing and stringers 
and stacked them ready for dressing 
and re-use. The centerboard case, 
fabricated from glass over a sacrifi-
cial chipboard mold, was inserted and 
bogged into its keel slot (cut before 
rolling). The bilge area was also 
roughed up with an angle grinder and 
coarse discs in preparation for interior 
glassing.

Like the exterior 
glass, the interior glass 
was at maximum thick-
ness around the keel and 

feet. Screwed into the deck shelf at 
their tops, their bottoms were glassed 
into the interior bilge glass. Wherever 
detail glassing of this nature was nec-
essary, only vinylester resin was used 
due to its greater adhesion to ply and 
timber.

The topsides frames were almost as 
much for show as they were for practi-
cal purposes. They looked right, as 
well as being useful for securing most 
benches and bunks. They very defi-
nitely contributed to the prevention 
of oil-canning, as can happen in slab 
topsides.

Bulkheads were of 1-inch marine 
plywood glassed into the bilge glass 
along their bottoms and the ply top-
sides along their sides. Their ultimate 
consolidation came when decks, cabin 
sides, and cabintops were added.

Bilge webs were glassed in where 
necessary, but hull strength came from 
its sheer thickness plus integrated 
cabin soles and furniture starters. We 
resined lead ballast around the cen-
terboard and left all further ballasting 
until after launching.

The only plans used in the entire 
construction to this stage were the 
half-frames chalked onto the lofting 
floor months before. Now we drew a 
rigging plan to establish load-carrying 
bulkhead positions and chainplate po-
sitions. Otherwise, work continued us-
ing only imagined concepts and known 
facts. Of the latter, a good example 
was the engine, whose length dictated 
engineroom bulkhead placement.

Roomy and protected
My studio had to be as roomy as pos-
sible if the boat were to serve as an of-
fice, and Patricia wanted her own space 
for correspondence and crafts. Further-
more, having spent decades in open or 
semi-open cockpits, our skin said “no 

more.” It was time for a 
fully integrated wheel-
house with a lounge 
where sitting was a 
pleasure, rather than 
an exercise in perch-
ing. This we achieved 
with two Peugeot 504 
car seats upholstered to 
complement the dinette, 
which was also in the 
wheelhouse.

When it was all said 
and done, we were try-
ing to fit out an oyster 

garboards, tapering out toward the 
chines. Internally, it stopped at the top 
chine, leaving the topsides ply exposed 
for aesthetic as well as practical rea-
sons. Between the 1¼-inch thickness 
of exterior glass around the keel, the 
¼-inch plywood plug, and the interior 
glass, the total thickness of the hull in 
this area was almost 2 inches.

Before rolling the hull, a rubbing 
strip, or belting, was through-bolted 
to the sheerline. Now with the hull 
upright, these bolts were removed in 
controlled sections and replaced after 
fitting the internal clamp. The princi-
ple was essentially the same as in tra-
ditional wooden boatbuilding, where 
long bolts sandwich the hull between 
belting and clamp and produce a very 
strong fore-and-aft member at this 
critical part of the hull. Complement-
ing the clamp was a deck shelf that 
also played the traditional role of sup-
porting the deck beams at their outer 
ends. The nearly 200 bolts employed in 
this service were the only ones used in 
the entire structure.

Salvaged frames
Next came the topsides frames of 
dressed 5-inch x 2-inch hoop pine 
salvaged from the plug. These were 
glued in at centers of a little over 2 

“This was a future 
of uncertainty when 
nearly a week would 
be spent alone in a 
huge flooded shed 

against whose roof we 
would be crushed if 
the height prognosis 

was correct.”
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The building program was 
delayed by a major flood 
in Maryborough. When 
the fear of being crushed 
against the roof subsided, 
the experience became 
nothing more than an 
interesting nuisance.
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We put a mattress, food, gas light, 
and cooker aboard, along with piles 
of building materials that had to be 
cleared from the shed floor. The prepa-
ration for the flood, the actual flood it-
self, and the subsequent clean-up cost 
us 2 precious weeks of building time. 
But at least we were destined to know 
her displacement.

As the muddy Mary River broke its 
banks, Soleares lifted with her wa-
terline (just a pencil line) more than 
9 inches above water in perfect trim. 
With rig, ballast, fuel, water, and the 
things of life, we knew she would sit 
on her marks perfectly. We secured 
warps to hold her against an impend-
ing increase in current and toasted the 
success of that old technology called 
Simpson’s rule.

Soon after, an upstream peninsula 
collapsed and redirected the water 
through our open-sided shed, turning 
a calm-water back eddy into a torrent 
of overfalls and mini-whirlpools that 
had our warps working overtime. And 
above was the roof, getting closer by 
the hour.

Sink or squash?
Contrary to popular myth, boating is 
not all pleasure. It is sometimes extreme 
anguish, and this was one of those mo-
ments when agonizing decisions had to 
be made. Is it better to let the cabin be 
squashed and save the hull, or would 
sinking the whole lot be more sensible? 
But what if she were crushed anyway in 
a waterlogged, semi-submerged state? 
What if she overloaded the warps and 
was swept down a river running at 
around 10 knots? The predictions re-
mained static at 41 feet.

And then sudden relief. With 15 feet 
of water over the shed floor and about 
7 feet of space above us, the flood 
peaked at 31 feet. The predictions had 

dredge to be roomy and comfortable 
without threatening the hull’s form sta-
bility. It became a constant and often 
artistically challenging balancing act 
between maintaining a low profile and 
having adequate headroom. To this 
end, we erected and adjusted stick pro-
files according to measurements inside 
the boat and aesthetics outside.

Modern glues have eliminated the 
dependence on good joinery for me-
chanical strength. Dovetails, mortises, 
and even simple scarfs have become 
little more than artistic expressions. 
In this department, I have to confess, 
I did not rise to the challenge. Instead 
I used plain butt joinery with no fas-
tenings worth mentioning and placed 
absolute dependence on epoxy glue. 
She was, after all, a fiberglass boat be-
ing dressed to look like a timber boat 
— not the other way around.

Swollen river
1998 had been a wet year. By Febru-
ary 1999, heavy rain in the hinterlands 
had swollen the river to a terrifying 
76 feet, and this volume of water was 
on its way down to Maryborough. 
Soleares, as we had named her dur-
ing the building, was not the only 
boat in the shed, but she was by far 
the largest. All others had the luxury 
of seeking high ground upon trailers 
or trucks, leaving us to face a most 
extraordinary future alone. This was 
a future of uncertainty when nearly a 
week would be spent alone in a huge 
flooded shed against whose roof we 
would be crushed if the height progno-
sis was correct. In Maryborough, the 
experts were anticipating a maximum 
flood of 41 feet.

Grateful that Soleares was the 
right way up, with all seacocks in, but 
with no other mechanical or electrical 
fittings working as yet, we prepared. 

been proved wrong. Although 
the headwaters were experienc-
ing their highest peaks in the 
century, Maryborough, quite 
inexplicably, had a flood of just 
average proportions.

When the water receded, an unbe-
lievable mess remained. The shed floor 
was littered with debris and coated 
with mud. The local fire brigade, in 
what is apparently a post-flood ritual, 
soon arrived and hosed the place out, a 
free service that reduced our clean-up 
time enormously.

The flood gave us a sense of deli-
cious smugness for the upcoming 
launching. We would be able to laugh 
off those inevitable onlooker quips 
like, “Do you reckon she’ll float?” or 
“Have you got some paint ready to 
raise the waterline?” The enormous 
question mark that hangs over every 
launching simply didn’t exist any more.

Four months after the flood, on 
June 12, 1999, we launched her into the 
Mary River. This was just a little under 

workshop: 
bench, vice, tools

forecabin:
two bunks, 
chainlocker

stateroom:
double bunk,
pilot berth

wheelhouse:
wheel,  

dinette,  
lounge

engine room:
fuel, water

pantry

galley

head

studio

lazarette
steering gear

Having already floated high in 
a flood aboard Soleares, Alan 
and Patricia Lucas could afford 
a great deal of smugness in 
knowing she would float exactly 
where predicted at the official 
launching on June 12, 1999.

Continued on Page 32
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All about berths
A prominent yacht designer 

discusses the importance of beds

by Ted Brewer

I N THE NOVEMBER 2003 ISSUE OF GOOD 
Old Boat we discussed arrange-
ment plans: aft cockpit, center 

cockpit, and pilothouse. 
It’s time to take a closer 
look at interior furnish-
ings but — regardless 
of type — the average 
cruising yacht is not going 
to provide palatial accom-
modations. Essentially, 
sailors want an interior that 
will accommodate a reasonable 
number of adult crewmembers in 
modest comfort and provide space 
for them to store their spare clothing 
and other amenities. 

Unfortunately, far too many de-
signs have an excess of berths at the 
expense of a workable galley, com-
fortable head, and adequate stowage. 
Indeed, the number of berths has no 
relation to how many the boat will 
accommodate in comfort. Usually it’s 
the reverse: more berths equals fewer 
accommodations and less comfort. 
Most readers know how I rant and rave 
about six-berth 25- to 28-footers. Who 
in their right mind would want six 
people aboard a small boat overnight? 
Even the smallest cruising yachts re-
quire a certain minimum of amenities 
if they are to provide snug comfort for 
anything more than a cramped week-
end. Sacrifi cing a decent galley, head, 
or stowage for unnecessary berths 
makes absolutely no sense at all. ’Nuff 
said. 

Deserves thought
For a true cruising boat, a comfortable 
berth is every bit as important as a 
workable galley and deserves an equal 
amount of thought. Size is important, 
and though a tired crew can sleep in 
a berth as narrow as 22 inches, 24 to 
26 inches is desirable, particularly for 
chubby old-timers like me. With people 
growing taller, the minimum length is 

6 feet 3 inches, while 6 feet 6 inches is 
better yet. The distance between upper 
and lower berths should be 24 inches 
or more, as much less makes it impos-
sible to roll over. However, you need 
about 36 inches clearance in order to 
sit up in a berth.

Mattresses are usually a semi-
rigid foam these days and should be 
3 inches thick for modest comfort, 
while 4 inches is very desirable, and 5 
or 6 inches is a pleasurable luxury. I’ve 
slept peacefully on 2 inches of foam, 
but then I’m one of those lucky sailors 
who can sleep on a wet cockpit sole if 
need be. Indeed, I’ve done just that in 
my younger days. Most sailors will be 
happier with a bit more padding under 
them, and a 3-inch-thick foam mat-
tress is a reasonable minimum. For 
safety at sea, all berths should be fi tted 
with a bunk board or, better yet, a lee-
cloth, at least 8 to 10 inches high above 
the mattress, about 40 inches long, and 
with the ends left open about 18 inches 
for ventilation. In order to keep the 
crew in place in a serious knockdown, 
a wooden bunk board should be very 

strongly hinged and a leecloth triced 
up to pad-eyes in the overhead with 

husky straps or lacing. 

Settee berths 
This is the most common 
type of berth on small 
and medium-sized cruis-
ing yachts. The seats in the 

saloon double as berths. 
Settee-berth cushions are 

usually held in place with a 
wood trim rail, but this should 

not be too high or it can cut off 
the circulation in your legs while 

seated or of a limb fl opped over the 
edge while asleep. These days, Velcro 
can be a better way to hold the cush-
ions in place.

The cushions need to be about 18 to 
19 inches wide for comfortable seating, 
but that is too narrow for a reason-
able berth. One answer in the good old 
days was a pullout extension of the 
seat bottom (see photo on Page 6), but 
this is not as common as it used to be 
in the days of all-wood interiors. It’s 
more usual now to see a removable or 
hinged seatback that can be shifted to 
widen the seat to a reasonable berth 
width. Thought should be given to 
stowage if the seatback cushions are 
removable; using a shock cord or Vel-
cro tabs to fasten the cushions to the 
overhead beats storing them on a wet 
cabin sole any day. 

The settee berth upholstery needs 
some thought as well. Naugahyde and 
leather are slick and sweaty in hot 
weather. I prefer good canvas sailcloth 
myself, as it is tough, durable, and 
comfortable in any clime. Unlike some 
of the fancy materials you’ll see at the 
shows, sailcloth is also washable. Fan-
cy and costly upholstery is completely 
out of place in a yacht where it will be 
subjected to sea water, spilled coffee, 
spaghetti sauce, and even the contents 
of upset stomachs. 

Berth types, amidships of a typical 
38-footer

leecloth straps

pipe berth

settee berth

pilot berth
24"

24"

24"
19"

18"

24
"
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“Unfortunately, far 
too many designs 
have an excess of 

berths at the expense 
of a workable galley, 

comfortable head, and 
adequate stowage.”

All about berths
the weather to the lee side of a beamy 
54-foot keel-centerboarder in a knock-
down, simply because there was no 
leecloth. Since it was about an 8-foot 
drop to the leeward berth, it woke him 
up in a painful hurry! A judiciously 
located hand grab is also useful, as it 
will help the off-watch exit the pilot 
berth gracefully without having to step 
on someone snoring away on the set-
tee below.

Unfortunately, a pilot berth will steal 
about 2 feet of width out of the accom-
modations and use up useful locker and 
bookshelf space outboard and above 
the settee. For this reason, only one 
pilot berth is usual in yachts under 40 
feet, although larger, beamier craft may 
fi t pilot berths port and starboard in the 
saloon to good effect. 

Quarter berths
The quarter berth, located under the 
cockpit alongside the engine, is not my 
favorite setup in a yacht. To the best of 
my recollection, I’ve never slept in one. 
All too often the exposed part of the 
quarter berth is used as a seat for the 
navigator, while the tunnel is simply a 
catchall for clothing and loose gear.

The problem with the quarter berth 
is that it is often poorly ventilated and 
therefore stuffy. It can be warm in 
hot weather and both warm and noisy 
other times, particularly if the engine 
is running. In addition, the sleeper may 
also get a refreshingly cool shower 
of rain and spray or an invigorating 
dollop of icy sea water whenever the 
companionway hatch is opened. He’ll 
also be able to overhear everything 
that’s going on in the cockpit above: 
pounding feet, grinding winches, and 
the skipper’s screamed orders.  

Unfortunately the quarter berth is 
de rigeur on many production cruis-
ers today where it uses up valuable 
cockpit sail bin stowage space. Indeed, 
some yachts have two of the things or, 
often, a doublewide quarter berth is 
made into an even stuffi er aft “state-
room” to waste even more useful stow-
age space. 

If a boat must have a quarter berth, 
it should be arranged so the sleeper 
does not have to scrunch into a long 
narrow tunnel. The berth should be 
comfortably wide — 26 inches or bet-
ter, have ample height so the sleeper 
can pull his knees up, and have enough 

and makes a very useful upper when 
additional sleeping accommodation is 
needed. A leecloth will provide safety 
if the berth is used at sea.

A root berth can also be used as 
a seatback if a lower rack is fi tted to 
lock the pipe down in place and keep 
the Dacron berth-bottom taut. The 
mattress could be held in place on the 
Dacron with Velcro and would provide 
the padding necessary for comfort 
when the root berth is in its seatback 
position. 

Pilot berths
Pilot berths are built outboard of 
saloon settees and are usually just 
enough lower that the seatback forms a 
low bunk board. In any case, the berth 
should be low enough that there are 22 
inches or more above the mattress. The 
pilot berth, being located roughly amid-
ships where the motion is least, is often 
the most comfortable berth on a small 
yacht. Sleepers are well out of the way 
of traffi c so they can usually get a good 
kip, even in rough weather, without 
having someone occasionally falling or 
sitting on them. 

The pilot berth requires a good 
leecloth, as the seatback is usually too 
low for safety in extreme conditions. 
A friend of mine was thrown from 

The versatile pipe berth

use it as an upper

or as a 
Pullman 

berth

frame 1” 
Schedule 80 
aluminum

Dacron
3” foam

Pipe berths 
In former times it was not unusual for 
the seatback to hinge up to form an 
upper berth that would be held in place 
by webbing straps or Dacron lashing 
line running to pad-eyes or a strong 
wooden handrail fastened to the over-
head. This is still a sensible solution to 
an extra berth on a small cruiser. 

Experienced sailors often chose 
an upper berth on a long cruise as the 
straps could be adjusted to level the 
berth at sea. I learned this on the 
1969 Transpac Race. Being the last 
man to join the boat, I was stuck 
with grabbing an upper berth. But 
I had the last laugh, sleeping level 
and comfortably while the yacht 
was heeled 15 to 20 degrees for 
days on end. Then, when we fi -
nally jibed, I simply readjusted the 
straps and slept on the level again.

The hinged upper can be made 
of sturdy plywood, but a frame of 
1-inch or 1¼-inch Schedule 80 alu-
minum pipe with a Dacron bottom 
tightly laced in is better. A thinner 
cushion can be used with this cloth 
bottom so 2 inches of foam is gener-
ally quite adequate for comfort, and in 
hot weather the cloth bottom is even 
cooler if used without a mattress. A 
point to note is that a sturdy grabrail 
is highly desirable above the inboard 
edge of the berth in order to aid the 
sleeper in getting in and out of it. Lee-
cloths are very much an essential as 
well since the level upper can become 
terribly unlevel if the boat is tacked in 
the middle of your off-watch.

Pipe berths are often fi tted in other 
areas, in the forepeak above sail bins, 
for example, or above workbenches in 
order to provide extra sleeping accom-
modation for racing crews.

Root berths
This is another Dacron-bottom berth, 
having its outboard edge fastened to 
a sturdy strip along the hull and its 
inboard edge sewn to a length of pipe 
(see illustration on Page 16). This pipe 
is pulled out to sit in racks fastened 
to bulkheads at each end of the berth. 
There are usually several positions in 
the racks so the berth can be stretched 
taut or allowed to sag, not unlike a 
hammock, to hold the sleeper in place 
in heavy weather. The berth takes 
virtually no space at all when stowed 
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weather. A tight double is at least 42 to 
43 inches wide, while a regular double 
berth is 48 inches wide, at least at the 
shoulders. Indeed, on larger yachts 
most owners request 60-inch-wide 
queen-size beds. 

Leecloths are essential and, if a 
double berth is to be used at sea, the 
mattress should be split down the 
middle and a leecloth fitted. This way 
the sleepers do not wind up getting 
crushed together on the leeward side 
if the yacht is sailing at a good heel 
angle or rolling in beam seas. I shared 
a queen-size berth with the owner on 
another Transpac race and was very 
glad indeed that I’d specified a sturdy 
central leecloth! We both slept better.

One problem with double berths on 
smaller yachts is that they can rarely 
be located so each sleeper can get in 
and out easily. Too often the berth is 
tucked against the hull side or a bulk-
head, so the person who draws the 
short straw has to crawl over the other 
in order to get into the sack. That can 
be a real nuisance. A double berth on 
a large yacht can have good access to 
each side.

Dinette tables are often used in 
smaller yachts to convert the dining 
area to a double berth. This can work 
satisfactorily if the table is sturdy 
and the fiddles are removable, but the 
climb-over problem remains. In any 
case, I do not favor dinettes on a sail-
boat, as athwartship seats are difficult 
to sit on comfortably when the boat is 
sailing at a steep angle. A U-shaped 
dinette gives some usable space on the 
outboard side when the boat is heeled, 
but I prefer a fixed table for the sea- 
going yacht with perhaps one L-shaped 
leg for additional seating.

Athwartship doubles are not un-
common but, unless they’re king size, 
they are not very convenient at sea 
since either your head or your feet are 
raised when under sail. They’re better 
suited to coastal marina hopping or ly-
ing in a quiet anchorage each night.

Incidentally, I started this article as 
a single feature about yacht furnishings 
in general, but it hasn’t yet progressed 
beyond berths. I had no idea there was 
so much to say about the simple berth. 
Even so, I’m sure I’ve left out some-
thing that keen readers will remind me 
about. Right now I’m going to start an 
article about galleys. Watch for it. 

Double berths
You’ll see “double berths” as nar-
row as 36 inches advertised in many 
small cruisers, but they’ll only fit tiny 
and anorexic couples who will still 
be miserably uncomfortable in warm 

This features a pilot berth and L-shaped 
settee to port and a settee berth to 
starboard.

length of berth in the cabin proper so 
that access and egress do not require 
him to be a contortionist (see example 
on Page 38). Getting in and out of the 
typical quarter berth can be a problem 
for large or less agile crew members, 
so convenient hand grabs are desir-
able here. If the berth is to be used at 
sea, some kind of curtain to protect 
the sleeper from lights in the galley 
and the occasional spray of water also 
would be welcome. 

V-berths
The forward cabin often poses a prob-
lem to the designer. It is not a good 
place for sea-going berths, as the berth 
is laid out at a sharp angle to the boat’s 
centerline. As a result, sleepers have 
either their head or their feet elevated 
when the boat is heeled under sail or 
both alternating if the boat is rolling 
in a beam sea. V-berths usually taper, 
being narrower at the feet than at the 
shoulders, and this can pose problems 
for anyone using standard sheets and 
blankets. 

Still, the V-berth is one that is read-
ily converted into a double by using 
a filler and, as the cabin can be given 
some privacy with a door or curtain, 
the V-berth is almost essential for a 
couple cruising on a smaller boat with 
guests or children. If the berth is to be 
used with a filler, the side rails should 
not extend above the berth bottom, or 
they will dig uncomfortably into the 
sleepers.

In the typical boat, the V-berth gets 
wider the higher it is fitted, due to hull 
shape forward. The temptation is to 
make it high and wide then, but re-
member that 36 inches is required for 
sitting upright so the V-berth should 
not be too high in the boat. If the berth 
is located well above the sole, and I’ve 
seen a few 3 feet high, it’s very desir-
able to have a good step in order to 
ease access and add to safety. Since 
boats also tend to get pointier as you 
proceed toward the stem, while feet 
don’t, the V-berth should not be fit-
ted too far forward in the hull either. 
The foot of the V-berth should be a 
minimum of 16 to 18 inches wide. Even 
that is on the snug side for two aver-
age adults, yet I’ve been aboard boats 
where the berths actually came to a 
point just behind the stem. That would 
hardly suit my size 11 triple Es! 

The root berth

Dacron 
bottom 
laced 
to pipe

alternate positions 
for heavy weather

wood bracket at each end of 
berth, attached to bulkhead

root berth as  
seatback

“For a true cruising 
boat, a comfortable 
berth is every bit 
as important as a 

workable galley and 
deserves an equal 

amount of thought.”

24" settee



Yacht
Constructors:
Pioneers 
in glass

This small little-known company 
built one of the fi rst fi berglass 
auxiliary sailboats

by Ed Lawrence

IN 1956 FIVE ENTERPRISING GENTS, MEMBERS OF THE ROSE CITY 
Yacht Club (RCYC) in Portland, Oregon, began com-
bining concoctions of liquid chemical compounds and 

resins. By the time they were done mixing their brew 
and applying it to rolls of a recently developed woven 

fabric, they had produced not a witches’ brew but one
Continued on Page 18

Chinook No. 3, Tamara, owned by Tom 
Green, on the Columbia River near 
Portland, Oregon, circa 1956. 

Constructors:

Five satisfi ed boatbuilders: Henry 
Morton, Jarvis Gould, Wade Cornwell, 
Merle Starr, and Tom Green.
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of the first fiberglass auxiliary sail-
boats. The sailing world hasn’t been 
the same since.

That was 11 years before Mr. Robin-
son (Murray Hamilton) advised young 
Ben Braddock (Dustin Hoffman) in the 
movie, The Graduate, that he’d do well 
to find his future in plastics. After the 
Portlanders christened their first sloop, 
a 34-footer they named the Chinook 
class, they founded Yacht Construc-
tors, one of the first manufacturers of 
fiberglass sailboats produced in series.

The development of polyester-fiber-
glass boats began during World War II. 
The first production boats — mostly 
dinghies and small runabouts — ap-
peared right after the war, in 1946 and 
’47. With the Chinook, the Portlanders 
entered the market the same year as 
Californian Fred Coleman and the 40-
foot Phil Rhodes-designed Bounty II.

Fifty years later, at age 89, Wade 
Cornwell, one of the five founders of 
Yacht Construc-
tors, Inc., still 
occupies a desk 
in the company’s 
offices. During the 
intervening years, 
marinas across the 
country have filled 
with sailboats 
made of fiber-
glass, the domi-
nant boatbuilding 
material today. 
The obituaries 
of many of its progenitors, however, 
are numerous. Gone are Cal, O’Day, 
Ericson, and Pearson. Not so Yacht 
Constructors. Now under the owner-
ship of Hans Geerling and operating 
as Cascade Yachts, the small shop still 
manufactures sailboats and a number 
of powerboats.

A brainstorm at the club
The formula the yacht club group fol-
lowed to success was simple, Wade 
Cornwell says. “We started with a 
good design, a strong hull, and atten-
tion to detail.”

Interestingly, the endeavor did not 
originate with a dream of starting a 
boatbuilding company. Its genesis was 
a gam session between 11 RCYC mem-
bers during the club’s annual spring 
cleaning. Each professed an interest 
in building his own boat. Their object 
was to cut in half the purchase price 
of a new boat and at the same time 

produce a lower-maintenance vessel. 
“A problem with wooden boats,” Wade 
emphasizes, “is that they require lots of 
maintenance,” especially in the rainy 
Pacific Northwest. When it came time 
to pay the piper, however, only five of 
the 11 men anted up.

These five came from vastly dispa-
rate backgrounds. Wade Cornwell was 
a purchasing agent at Union Carbide. 
Tom Green was an engineer and plate 
shop foreman at the Hyster Company. 
Merle Starr, Ph.D., was a physics pro-
fessor at the University of Portland and 
an amateur astronomer. All three were 
past commodores of the Rose City 
Yacht Club. 

They were joined in the enterprise 
by Jarvis Gould, a physician and hospi-
tal administrator, and Henry Morton, 
an advertising executive. None had ex-
perience working with fiberglass, but 
Tom Green and Merle Starr, after talk-
ing with a truck manufacturer and a 

fishing boatbuild-
er who worked in 
the medium, were 
convinced that 
fiberglass was 
the material that 
should be used for 
their project.

Tom Green, 
the floor boss and 
overseer of the 
construction ef-
fort, is described 
by Wade as “easy-

going, because everything mechanical 
came easily to him. Merle and Tom 
were the primary drivers behind the 
effort to experiment with fiberglass.” 
Merle he remembers as being “exact-
ing, with a dry sense of humor, smart, 
and professorial.” Wade says that he, 
Jarvis, and Henry “were gofers. We did 
whatever we were told.”

One thing they had to do was 
overcome skeptics of fiberglass who 
derided it as cheap plastic. “Bottle 
boats!” they scoffed. Both to satisfy 
themselves and to learn, the group 
experimented with various resin-
hardener-glass fiber combinations. A 
test strip of the final product, a long, 
thin piece of woven roving and cloth, 
is still prominently displayed near 
Wade’s desk.

“We tested the laminate by fir-
ing a .38-caliber pistol into it from 
a distance of 10 feet,” he says. “The 
slug only penetrated 50 percent of 

Wade Cornwell, Henry Morton, and 
Jarvis Gould prepare to remove the two-
piece mold from the first Chinook.

Building the plug for the mold of the 
Chinook, 1955, above. 

The finished plug. 

Second half off.

“One thing they had 
to do was overcome 
skeptics of fiberglass 

who derided it as 
cheap plastic. ‘Bottle 
boats!’ they scoffed.”
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Cascade 27

Cascade 29

Cascade 36

Cascade 42

Cascade 42 HS

Chinook sailplan

speci-
fied a long keel, 

which they planned to 
fill with cement and metal, and 

a centerboard.
The next challenge was finding a 

designer who could incorporate their 
requirements into a single design. 
Though eventually home to Bill Gar-
den, Bob Perry, and Laurie Davidson, 
the northwest in 1954 was hardly 
a hotbed of yacht designers. Group 
members wrote letters to numerous 
yacht designers requesting assis-
tance. The only architect to respond 
was Frederick Geiger of Philadelphia, 

Pennsylvania. One of his designs 
was the 34-foot Vigilant class sloop, 
a handsome yacht that enjoyed great 
popularity on Chesapeake Bay.

The group agreed on Frederick’s 
design because it was traditional, 
sleek, and had a shallow draft. The 
keel/centerboard configuration gave a 
draft of 3 feet 10 inches with the board 
up and 6 feet 6 inches board down. 
The entire transaction took place be-
tween strangers who had never met.

Frederick had zero familiarity with 
fiberglass, but the task of converting a 
wooden boat design to fiberglass failed 
to daunt the group. By rounding some 
corners and tweaking the design until 
it fit their needs, Merle and Tom eventu-
ally produced construction drawings.

Work commences
In early 1955, the group drew up a 
contract for the sharing of expenses 
and labor. They drew straws to deter-
mine the order in which each mem-
ber would receive his boat. (Jarvis 
Gould got the first one.) They next 
spent months working to construct a 
wooden male plug from which the fi-

the hull’s 
thickness. A 30.06 
rifle cartridge fired from 
a distance of 10 feet produced a 
perfect hole, but the laminate didn’t 
fracture.” Tough enough, they con-
cluded, and forged ahead. 

Because the group was preparing 
to build for themselves, each member 
had a vested interest in producing a 
high-quality product. Each also was 
motivated by the desire to own a fast, 
comfortable, seaworthy boat — not 
by profitability. There was no interfer-
ence from bureaucrats or a corporate 
infrastructure; they spent their own 

money, made their own decisions, and 
continued their professional careers, 
spending evenings, weekends, and holi-
days on construction. “We didn’t spend 
much time at the club,” Wade says.

The design
The five builders were clear about the 
characteristics of the boat they want-
ed. They were serious racers interested 
in increasing boat speed over their cur-
rent boats. The easiest way to increase 
speed is to reduce displacement. 
Still, the boats had to stand up to the 
prevailing northwesterly winds on the 
Columbia River, where 25- to 35-knot 
breezes are common. Wind blowing 
upstream 80 miles from the ocean fun-
nels at a place called The Gorge, the 
boardsailing capital of the U.S. And the 
boat had to be strong enough to handle 
crossing the Columbia Bar at Astoria, 
where the Coast Guard tests rescue 
boats because of the near-certainty 
that they will be rolled 360 degrees.

Because stiffness was imperative, 
they gave no thought to construct-
ing a retractable keel, which might 
have been an easy choice considering 
the river’s shallowness. Instead, they 

 Cascade 27 Cascade 29 Chinook 34 Cascade 36 Cascade 42
LOA 27' ½" 29' 0" 34' 0" 36' 0" 41' 9"
LWL 21' 6" 24' 0" 23' 0" 29' 0" 34' 0"
Beam 8' 11" 8' 2" 9' 0" 10' 0" 11' 8"
Draft 4' 6" 4' 9" 3' 10"-6' 6" 5' 6" 6' 0"
Displ. 6,500 lb. 8,500 lb. 12,000 lb. 13,000 lb. 18,450 lb.
Ballast 2,275 lb. 2,375 lb. 4,500 lb. 4,455 lb. 6,180 lb.
Sail area 351 sq. ft. 405 sq. ft. 470 sq. ft. 590 sq. ft. 800 sq. ft.

Continued on Page 22

Chinook 
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ICAN’T REMEMBER A TIME WITHOUT BOATS. 
The day after my fi rst birthday my 

father, Tom Green, launched the fi rst 
Chinook. He was one of a handful 
of sailors at Rose City Yacht Club 
(RCYC) who wanted freedom from 
dry rot and varnishing. The graceful, 
34-foot sloops, made from a material 
that until then had only been used to 
build sailing dinghies and small pow-
erboats, made their fi rst appearance 
on the Columbia River in April 1956.

By the time I was 25, Dad and two 
of those fi ve pioneers, Wade Cornwell 
and Merle Starr, had formed Yacht 
Constructors, Inc., and were build-
ing fi ve sizes of 
Cascades, hav-
ing phased out 
the Chinook. 
Although the 
Columbia River at 
Portland, Oregon, 
was by then teem-
ing with fi ber-
glass sailboats 
from many manu-
facturers, the 
local boats had 
collected a loyal 
following.

As a child, I 
saw little of Dad 
during the week. 
After working 
days at the Hyster 
Company, he 
came home for a 
nap and dinner, then headed down to 
the “boatworks” to put in a few hours 
before the 11 p.m. news. 

Weekends, however, were for fam-

Desolation Sound, he always stopped 
to talk to other Cascade and Chinook 
owners or to answer questions posed 
by those who were making do with 
less. The Christmas vacation we fl ew 
to California and rented a car was no 
different. We visited Disneyland and 
Golden Gate Park like other families, 
but we also toured backyards and 
garages. 

At 12 I was baffl ed by the excite-
ment one man expressed over fi nding 
a pair of shiny new winches under his 
Christmas tree. I understood Mom’s 
giggles, however, when his wife point-
ed out the dusty white hull outside her 
kitchen window. She’d grown so tired 
of the long-term project framed in that 
view that she’d arranged rows of potted 
geraniums on the patio in front of it.

In his footsteps
From Newport Beach, California, to 
Newport Bay, Oregon, we visited cus-
tomers and searched for “our boats.” 
Though I may have whined at each 
new stop, the tradition stuck with me. 
Now, whether we’re cruising the San 
Juan Islands or driving Florida’s A1A 
highway, whenever my husband and I 
travel, we head for the nearest body of 

ily and usually spent at the river. When 
we weren’t proving our mettle against 
competitors’ boats, Dad was making 
the rounds at the club or on cruises, 
advising those who were building 

their own Cas-
cades. 

As much as 
he promoted his 
boats during those 
sunny days on the 
water, he couldn’t 
simply relax on 
a rainy weekend. 
Sunday drives 
could lead us to 
half-completed 
dreams hidden in 
backyards and ga-
rages. Dad offered 
his suggestions 
as the owners 
showed off their 
handiwork. Then 
he beamed like a 
proud parent all 
the way home. 

Neither were family vacations an 
excuse to suspend his enthusiasm. 
Whether we were sailing the Columbia 
River or cruising British Columbia’s 

I’ve never heard of a Cascade Yachts rendezvous, although for years our Rose 
City Yacht Club cruises have often taken on the appearance of one. Dave and 
I were in good company in July 2001 when we rafted Tamara between Chuck 
Fisher and Karen Jacobsen’s Ursa and Mike and Delphi Godsil’s Trig at Cathlamet, 
Washington, on the lower Columbia River.

Constructors, Inc., and were build-

Columbia River at 

was by then teem-

advising those who were building 
their own Cas-
cades. 

he promoted his 
boats during those 
sunny days on the 
water, he couldn’t 
simply relax on 
a rainy weekend. 
Sunday drives 
could lead us to 
half-completed 
dreams hidden in 
backyards and ga-
rages. Dad offered 
his suggestions 
as the owners 

My parents, Tom and Connie (pictured) 
Green, were still sailing their “fi rst 
Tamara” when I was born, but Dad was 
already at work on the Chinooks in 
April 1955.

There have always been boats
Tom Green’s daughter 
remembers him 
traveling around 
the Northwest giving 
advice to sailors 
completing their 
own Chinooks and 
Cascades.

by Marili Green Reilly
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water to count “our boats.”
My husband, Dave, and I have 

also found that other Cascade sail-
ors seek us out wherever we cruise. 
The camaraderie among the owners 
of these boats goes beyond the usual 
comparison of factory-installed 
features. There seems to be a desire 
to continue to network in hopes 
that someone else’s innovations will 
improve upon a vessel that’s never 
quite fi nished. 

“Did you build it or buy it?” a 
woman asked us in Astoria. She al-
luded to the unfortunate fact that 
not all who took home a hull to fi nish 
were capable of the same quality 
found in the Cascades completed by 
the shop. Her words got me thinking 
about what had made Dad so success-
ful as a salesman. 

He had an unshakable confi dence 
that any man could build a boat, that 
any man could be a craftsman, that 
any man could do what he had done, 
given the bare hull, a few shop-made 
components, and the inspiration 
gleaned from a tour of a well-built 
boat. 

Renewing the enthusiasm
It was not until Dad was gone and I 
started meeting Cascade owners from 
other ports that I realized he must 
have been disappointed when some 
boats fell short of his ideal, landing 
squarely in the category of “kit boat.” 
I remember him shaking his head 

one day when a Cascade 29 named 
Covered Wagon cruised by us. That 
I didn’t recognize it seemed a relief. 
“Maybe others won’t notice it’s a Cas-
cade, either,” he winked.

I recalled that conversation the 
summer Dave and I cruised to Port 
Townsend, Washington, and another 
Cascade 29 escaped my notice. The 
wooden sides of its non-traditional 
trunk cabin were weathered and molt-
ing varnish, and the gelcoat on the hull 
was dulled by too many docks and too 
few fenders.

That evening we heard the now 
familiar greeting, “Isn’t this a Cas-
cade?” It was the owner of the 29. 

As he described his refi t plans, his 
eyes sparkled with anticipation. 
I couldn’t help but remember the 
winches under the tree and was 
reminded that the passion that had 
belonged to Dad and the fi rst gener-
ation of builders still burned in the 
souls of those who bought second-
hand boats and poured their hearts 
into refurbishing them. 

As we begin our own upgrade of 
Dad’s Cascade 36, Dave looks at the 
yard at Cascade Yachts and calls it 
a “fi eld of dreams.” It could be true 
that some of those boats will sit on 
the hard until they’re eventually 
sold, but I like to believe, as Dad 
did, that their owners will see their 

dreams through. No one has arranged 
geraniums in front of their work in 
progress, but at least there is prog-
ress. With a few more hours and a few 
more dollars, those boats may yet sail 
again.

“I always hated to bother him about 
boat stuff on the docks,” RCYC’s Com-
modore recently told some perspec-
tive members. Larry Corderman, 
himself the owner of a lovingly rebuilt 
Cascade 36, summed up Dad’s gusto: 
“It turned out, there was nothing Tom 
liked better than to talk about his Cas-
cades.” 

I was one day past my fi rst birthday 
when Dad and his partners launched 
the fi rst Chinook: April 20, 1956.

The fi ve partners launched the boats 
as they were fi nished, but didn’t put the 
masts on until all were in the water. 
Here we’re motoring on Chinook No. 1. 
When the partners drew straws for the 
fi nished boats, this one became Jarvis 
Gould’s boat, Tag.

“He had an unshakeable 
confi dence that any 

man could build a boat, 
that any man could be 
a craftsman, that any 
man could do what he 

had done, given the bare 
hull, a few shop-made 
components, and the 

inspiration gleaned from 
a tour of a well-built boat.”

Once we had our own boat in the 
water, Tamara — hull No. 3 — Dad 
put me in charge of the helm . . . at least 
while we were at anchor.
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Building for others
Once all five members had their boats, 
three expressed interest in starting a 
business. Henry and Jarvis, satisfied 
with the unencumbered ownership of 
their boats, abandoned the enterprise, 
leaving Merle, Tom, and Wade to con-
tinue.

A three-page article in Yachting  
magazine produced hundreds of in-
quiries. An order for hull No. 6 came 
before the end of l957. There was little 
risk for the principals. Wade, Tom, and 
Merle maintained full-time employ-
ment, so they weren’t going to miss 
any mortgage payments if the com-
pany folded. They had their boats, and 
they were paid for.

Three years after launching hull 
No. 1, the business was incorporated 
as Yacht Constructors, and the first 
two employees were hired. Work pro-
ceeded on hull Nos. 7, 8, and 9. Inter-
estingly, Tom and Merle continued in 

their careers until 
reaching retire-
ment age. Wade 
eventually joined 
the company on 
a full-time basis 
as general man-
ager only because 
Union Carbide 
was downsizing, 
and his name was 
on a list of employ-
ees designated for 
layoff.

At the dawn of 
fiberglass boatbuilding, many sail-
boat builders offered kit boats. Yacht 
Constructors was probably the first to 
do so.

“We thought the best way to go was 
to produce hulls and decks with sev-
eral interior options for do-it-yourself-
ers,” Wade says. A typical owner might 
buy the hull and deck and as many 
other components as he could afford 
— keel, rudder, bulkheads, tanks, 
and everything else that goes into a 
finished boat. Plans and raw materi-
als like polyester resin and fiberglass 
were also available for purchase.

The result was a win-win situation. 
The shop avoided having to hire em-
ployees from the various disciplines 
(glass layup, woodworking, electrical, 
etc.), the buildup of costly inventory, 
and overhead. An owner eventually 
completed a sailboat capable of cruis-
ing in deep water and maybe saved 

berglass female mold would be taken. 
Constructing a plug is an exacting, 
time-consuming process, because any 
imperfections in the plug are trans-
ferred to the mold and on to the hull 
unless corrected. 

The plug was completed in Sep-
tember, followed by the mold, and the 
group commenced laying up the first 
hull. Rather than using chopped strand 
mat, which is cheap and easy to ap-
ply but is not as strong as continuous 
fibers and takes a long time to build up 
adequate thickness, the group used wo-
ven roving for the bulk of the laminate. 
Two layers of fine cloth were used on 
the outside to minimize fairing. 

Five professional men rolled resin 
from #10 paint cans and hand-squee-
geed the excess, producing a 50-per-
cent glass-to-resin content. That is 
surprisingly close to the 60- to 70-per-
cent target of today’s builders. They 
installed ballast, floors and engine, 
and the outline of 
an interior. Cabin 
sides were made of 
mahogany. There 
were fixed berths 
for four. Headroom 
was 6 feet 4 inches.

Hull No. 1 
was successfully 
launched on April 
20, 1956, at a cost 
of $4,500, less than 
half that of a com-
parable wooden 
vessel. They 
named the class Chinook after “the big-
gest, fastest, sleekest, and best-tasting 
salmon in the Columbia River system,” 
Wade says.

The Chinook is a beauty. She has 
a gently sloping sheer, a long cockpit, 
generous overhangs, and a squarish, 
stepped cabintop that is very classy. 
The fractional rig has a single set of 
spreaders and jumper struts to keep 
the unsupported section in column. 
Sail area is 470 square feet with 327 
feet in the mainsail and 143 feet in the 
small, club-footed jib.

Hull No. 2 followed that summer. At 
launching, her sturdiness was tested 
when she was dropped 15 feet into the 
water by a crane operator. No problem.

All five were sailing by 1957, and 
the Chinook quickly established a 
winning record on the racecourse, 
with Tom and Merle winning 12 of the 
first 15 races they entered. 

Towing Chinook No. 1 to launch.

A local newspaper reporter covers the 
first launch.

Tom Green oversees the launch of Tag, 
the first Chinook, owned by Jarvis Gould.

The first launch: Tag floats in Portland, 
Oregon, April 20, 1956.

“Five professional 
men rolled resin from 

#10 paint cans and 
hand-squeegeed the 
excess, producing a 
50-percent glass-to-

resin content.” 

Continued from Page 19
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enough money to start a cruis-
ing kitty.

Yacht Constructors was 
perhaps somewhat unusual in 
the number of boats actually 
completed. We’ve all seen the 
bare hull sitting unmoved and 
unloved in an empty lot next to 
a construction shed, symbolic 
of a project that ended with an 
unfulfilled dream. That was not 
the case in Portland. “We’ve only had 
three or four boats that were not com-
pleted,” Wade says proudly. 

Prospective owners also took part 
in the evolution of the boats. “Five 
hundred people have built our boats, 
and they were all thinking,” Wade 
says. For example, customers con-
cerned with aesthetics asked that the 
chainplates be relocated inboard from 
the outside of the hull, and so they 
were. Chainplates were bonded to a 

Y-shaped strap encapsulated in fiber-
glass. “We have never had a failure,” 
Wade adds.

Weight of the boats was kept light 
despite the use of 3-inch mahogany 
floor timbers, mahogany bulkheads 
and rails, teak-and-holly cabin soles, 
fir subflooring, marine plywood for the 
deck, and a spruce mast and boom.

Adding to the model line
About this time fin keels started to 
replace traditional full keels. In South-
ern California, Bill Lapworth’s Cal 40 
was dominating racecourses with its 
fin keel and spade rudder.

Enter Bob Smith, a designer who 
apprenticed at the prestigious New 
York design firm of Sparkman & Ste-
phens and who had participated in the 
design of the famous yacht Dorade. 

tually, the plywood decks were 
replaced with decks of molded 
fiberglass.

A variety of auxiliary en-
gines were installed, including 
the Atomic 4 and Unimite 4 
gasoline engines, and the small 
Volvo Penta MD 1 and larger 
Westerbeke 4-107 diesels.

Through it all, the company’s 
employee population did not 

exceed one dozen, including the three 
hardworking principals.

“We had no desire to compete with 
the big guys,” Wade says. “We were 
never tempted.” Unlike a lot of other 
boatbuilding companies that succeed-
ed right into bankruptcy, Yacht Con-
structors stayed small and endured.

Enter Cascade Yachts
At the ripe young age of 75, Wade, the 
sole survivor of the original group, 

sold the company to Hans Geerling, 
who renamed it Cascade Yachts, Inc. 
At the time, it was the oldest U.S. 
production boatbuilder under continu-
ous ownership. That’s really technical 
nitpicking though, since Wade still 
goes to the office every day and sits at 
his desk.

The company continues to operate 
in the same 7,200-square-foot build-
ing, and its yard is filled with boats un-
der repair. A Cascade 29 is currently 
undergoing extensive renovation there 
by its owner.

Only minutes away by ground 
transport, but decades away in time, 
several Cascade sailboats, includ-
ing Wade’s own Cascade 27, occupy 
berths in Columbia River marinas.

Good old boats? You bet. A good 
old company? That, too. 

Bob migrated to Portland and in 1961 
was racing a stylish prototype for 
a 28-footer of his own design that 
caught Yacht Constructors’ attention.

“It was a different style than the 
Chinook, less traditional and stiffer,” 
Wade says. Bob was commissioned 
to draw lines for the Cascade 29 (see 
Good Old Boat, November 2002), 
which was introduced in 1961. In 1964, 
a bare hull sold for $1,775. 

The company next commissioned 
Bob to draw designs for a center-
cockpit 42 (1964), 36 (1967), and the 
Cascade 27 (1978). The 42 was offered 
in an updated aft-cockpit version 
called the 42 HS, as well as a 44 by 
adding on a stern extension. With the 
delivery in 1968 of Chinook No. 70 to 
an owner in Maryland, that model was 
discontinued. A 9-foot 6-inch Cascade 
Dinghy also was offered for a time. 
By the late 1960s, boats were being 
shipped to all points of the compass, 
including Venezuela and the Philip-
pines. Tanzer Industries in Quebec, 
Canada, was licensed to produce 50 
boats, as was a Japanese firm.

“National distribution was simple 
because railroads hadn’t figured out 
how much money they were losing 
on shipping,” Wade says. “We were 
shipping boats from coast to coast 
for $500, a charge that eventually in-
creased to $10,000.”

The 42’s keel was cast iron while the 
29’s was welded steel plate, both prob-
lematic and inferior to lead, which is 
denser and corrosion-resistant. Even-

June 1958, Chinook No. 6, Falcon, the 
first boat produced for sale, sits in the 
yard at Yacht Constructors, ready for 
customer Donald Laird (pictured).

Tom Green working on Cascade 42 
No. 1, built for Donald Laird. Donald 
bought the first production boats of 
both the Chinook and the Cascade 42.

Resources
Cascade Yachts, Inc.

7030 NE 42nd Ave.
Portland, OR  97218
503-287-5794
<http://www.cascadeyachts.com>

Early Chinooks established a winning 
record on the racecourse.
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    Essential items
sail
anchor and rode
 Coast Guard-approved 
 safety gear
flashlight
bucket for bailing
chart
sharp pencil
compass
warm blanket
food
water

TWENTY YEARS AGO, FITTING OUT A 
boat for cruising was less com-
plicated because products such 

as solar panels, 12-volt refrigerators, 
inverters, naviga-
tional electronics, 
and communica-
tion systems were 
scarce — not to 
mention pricey, 
compared to the 
actual cost of the 
boat. When the 
era of electron-
ics and electrical 
appliances was 
relatively young, it was easy to make 
do without these “newfangled items.”

Nowadays, the glut of advertised 
goods can make us feel old-fashioned 

fi nancial woe from folks who want to 
go cruising, but have given up on their 
dreams because they believe that fi t-
ting out a boat is too expensive. Well, 
fi tting out a boat can get expensive 
— if you let it. The truth is, the magical 
cruising lifestyle is no different from 
a shore-based lifestyle; to ultimately 
succeed requires spending within your 
means and being happy about it. The 
hard part is having to suppress how 
you’d prefer to be doing things. 

So what does one actually need 
for a successful cruise? That depends 
on the individual. Assuming the hull 
of my boat is sound — and by that I 
mean predictably watertight — here is 
a list of essential items needed to get 
me cruising: 

A sail, an anchor and rode, Coast 
Guard-approved safety gear, a fl ash-
light, a bucket for bailing, a chart, a 
sharp pencil, a compass, a warm blan-
ket, food, and water.

My boat is now ready for cruising. 
Everything else I might think of is not 
essential. Period. All right, this is a 
sparse list, but it’s important to under-
stand the bottom line. 

Most of us will want a tad more 

unless we load our hybrid boats with 
all the latest and greatest. It’s human 
nature to want just a teensy bit more 
than we already have or can afford. 

This attitude is 
what the market-
ing gurus count 
on. Lately, it is 
also human nature 
to expect around-
the-clock comfort 
and convenience. 
On a boat, cater-
ing to comfort is 
where it starts 
getting expensive. 

If the dream to go cruising is ripe but 
the budget is rotten, sacrifi ces are 
inevitable.

What saddens me is hearing tales of 

Successful cruising means 
knowing what you don’t need

 by Dave Martin

The feeling 
that money 
can’t buy

“If the dream to go 
cruising is ripe 
but the budget is 

rotten, sacrifi ces are 
inevitable.”

Continued on Page 26

For 5 years Dave and Jaja Martin and 
family sailed and lived aboard their 
33-foot sloop, Driver, in Newfoundland, 
Greenland, Iceland, and the Arctic 
waters of Norway and Spitsbergen. 

POINT
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The feeling 
that money 
can’t buy

O LDER BOATS USUALLY COME OUTFIT-
ted with a variety of gizmos, 
courtesy of the previous owner. 

It’s one of the perks of buying a tried 
and proven vessel. Nevertheless, it is 
likely that you will want to add to, or 
update, the inventory to suit your own 
cruising needs. If your plan includes 
cruising on bigger waters, such as 
the Great Lakes, the coastal U.S., or 
beyond, you may fi nd, as we did, that 
some of the items 
you viewed as 
non-essentials 
become critical for 
safety, comfort, or 
both. 

We have lived 
and cruised 
aboard our 1982 
Baba 30, Kahlua, 
since January 
2001. Because we 
want to be able to cruise for years, we 
take safety seriously. The following is 
a discussion of the items we would not 
want to be without. 

GPS
This one almost goes without saying, 
yet we have encountered boaters who 
got into trouble and were unable to 
tell the Coast Guard their position be-
cause they did not have GPS aboard. 
We carry a spare GPS as backup. 
Interfacing a GPS with other instru-
ments aboard can provide the equiva-
lent of crew to a cruising couple. Of 
course, the prudent cruiser will al-
ways navigate using multiple methods 
to ensure against errors — user or in-

standby and steer by hand, using the 
cross-track error readout to help us 
steer the course. This is very helpful 
in the Bahamas when one of us is on 
the bow watching for coral heads and 
the other is steering around them. We 
still know precisely where our course 
is, thanks to the cross-track error 
readout. 

Single-sideband (SSB) radio 
We would not venture out into any 
bigger waters — whether crossing an 
ocean or coastal sailing — without an 
SSB radio or a ham radio. Period. VHF 
is wonderful and a must-have for com-
municating with other boats, marinas, 
bridge tenders, and so on. In fact, 
we prefer to have two VHFs, one a 
handheld. But when reception is poor 
or when you are out of range, such as 
when crossing the Gulf Stream to the 
Bahamas, there is a tremendous safety 
value in having SSB.

We left Rum Cay in the southern Ba-

strument error — or in case of sudden 
failure of all electronics. We always 
track our position, heading, and speed 
at least hourly on paper charts. 

Autopilot
This is a highly valued crewmember. 
Used and monitored closely, an auto-
pilot is a tremendous safety device, 
particularly for couples cruising with-
out other crew. An autopilot prevents 

the fatigue that 
comes of steering 
a boat hour after 
hour. And fatigue 
has been found to 
be one of the most 
common causes of 
crisis on a cruising 
boat. Our autopilot 
is interfaced with 
our GPS to steer 
the boat and track 

a course, freeing us to change sails 
and to monitor water depth, other 
boat traffi c, and our course.

The integration of GPS and 
autopilot is a wonderful con-
venience. The autopilot is able 
to correct for leeway and drift, 
keeping us on course. If the 
wind and seas are too rough 
for the autopilot to effectively 
steer, we place the autopilot on 

“An autopilot 
prevents the fatigue 

that comes of steering 
a boat hour 
after hour.”

Cathy McIntire and her husband, 
Ken, who is shown with an addi-
tional crewmember, see cruising 
as a calculated risk. Their goal 
is to tip the odds in their favor.

    Essential items

 GPS
 autopilot
 SSB
 VHF
 radar
 life preservers
 generator

A liveaboard sailor 
makes her list of essential gear

COUNTERPOINT

Continued on Page 28

Cruising 
safely and 
in comfort

by Cathy McIntire
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gear than what is on this list. How-
ever, instead of wondering what gear 
should be added, ask this: What gear 
can be ignored? The following guide 
highlights some of the non-essential 
gear (expensive stuff you can live 
without) that is taken for granted on 
most cruising boats today. 

Electronics
In this age of electronic overabun-
dance, if there were just one 12-volt 
navigational system I was allowed 
to bring along, it would be a basic 
depth sounder. Knowing the depth at 
a glance is a valuable aid for piloting 
and safe anchoring. GPS would be 
my next choice. It not only gives an 
accurate position, it also renders the 
knotmeter obsolete. And if I have GPS, 
I really don’t need radar. Radar is a 
luxury item. An autopilot is another 
luxury item that can be avoided if 
money is scarce. A VHF radio is handy 
for receiving weather bulletins and 
calling for information or assistance.

Refrigeration
This is one of the most expensive 
luxury items of cruising. A well-
insulated refrigerator robs a boat 
interior of valuable storage space, 
and trying to keep up with the power 
demand can be expensive. A success-

Continued from Page 24

“Before purchasing a 
mechanical item  

I consider whether  
it will enhance  

my self-sufficiency  
or merely hinder it.”

    Non-essential items
radar
autopilot
 refrigeration
wind generator
inflatable dinghy
lightweight anchor
electric windlass
self-tailing winches
flimsy rig and sails
pressurized water
watermaker
shorepower cable

longer, compared to zooming around 
in an engine-driven inflatable, but 
what are you going to do with all that 
extra time? Repair something? An en-
gineless hard dinghy is also less likely 
to be stolen. 

Anchors
Most boats are pathetically under-an-
chored. This is somewhat understand-
able because the weather, for the most 
part, is relatively benign. But all it 
takes is one storm to send a boat drag-
ging onto the beach or into another 
boat. As soon as your boat bumps into 
anything but water, a repair bill is the 
likely result. Think of a big anchor as 
cheap insurance. 

Often I see advertisements for 
anchors that are relatively light, but 
tout the holding power of a heavier 
anchor. The advantage is they are 
easier to deploy and retrieve. Isn’t that 
a contradiction? I want my anchor to 
be difficult to retrieve. That means 
it’s doing its job. Regardless of what 
the manufacturers advise, you can’t 
go wrong with a large heap of metal 
at the end of your rode. Here’s a good 
rule of thumb for all anchor types: for 
light-displacement boats, one pound 
of anchor per foot of boat length; 
for heavy-displacement boats, one 
pound-and-a-half of anchor per foot 
of boat length. When people tell me 
that my anchor is too big, I know I am 
on the right track. 

Anchor  
windlasses
Electric windlass-
es are convenient, 
but they require 
huge amounts of 
12-volt power. 
If the boat loses 
power, the electric 
windlass is use-
less. Now that you 
have a big anchor, 
it will be heavy 

work to retrieve it. A manual windlass 
embodies self-sufficiency and reliabil-
ity. I wouldn’t install a windlass at all 
on a boat less than 28 feet in length. 

Self-tailing winches
Ordinary winches cost less and work 
just as well. Dollar for dollar, I would 
rather buy a bigger winch than a small-
er one that self-tails. 

POINT ful refrigerator power system usually 
requires high-amp-hour batteries with 
a complicated regulator sparked by 
a big alternator. There is no greater 
waste of an engine’s horsepower than 

to use it to spin an alternator on 
a daily basis to charge batteries 

— all for the sake of cold food and 
drinks. And unless one has a good 

working knowledge of refrigeration, 
paying for repairs will be costly.

Solar panels  
and wind generators
Solar panels are my first choice for 
charging batteries because they are 
quiet, do not have moving parts, and 
don’t require fossil fuels for operation. 
They are maintenance-free. Although 
solar panels are great for basic on-
board energy demands (lights and 
electronics), they often fall short 

when trying to keep up with refrig-
eration. 

Wind generators pack 
more amps, but they have 

moving parts and require main-
tenance. Some models are extremely 
loud. The last thing I want when I’m 
on my boat is to listen to superfluous 
noise. A paradox with wind generators 
is they need wind, but the definition of 
a good anchorage is one without wind. 

Hard vs. inflatable dinghies
Inflatables are expensive. They have a 
relatively short lifespan in the trop-
ics, and they are 
difficult to repair. 
It’s not a good idea 
to drag them over 
barnacle-cov-
ered rocks and up 
coral-encrusted 
beaches or to tie 
them to splintery 
pilings. They don’t 
tow well, and they 
are challenging 
— if not impossible 
— to row. More 
often than not they require an engine. 
Outboard engines are expensive to buy 
and operate, and they require a long 
list of spare parts for maintenance. 

A hard dinghy, on the other hand, is 
relatively cheap (especially if home-
built), and a good design can be easily 
rowed, towed, or sailed. A hard dinghy 
without an engine provides exercise. 
Getting around in a hard dinghy takes 
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Sails and rigging 
Sails and rigging should follow the 
same worst-case psychology as an-
chors. Best to err on the stout side, 
especially if the cruising itinerary 
includes offshore sailing.

A fl imsy, running backstay-depen-
dent rig has no place on a cruising 
boat. A sailboat’s gear should be ca-
pable of handling a 40-knot line squall 
under full sail. If a boat is caught 
out and the sails get blown to pieces 
before they can be doused or if the 
rigging snaps, the boat and the crew 
might be in grave jeopardy. Also, it is 
quite a job to replace a mast that has 
fallen down. 

Cockpit cushions
I’m astounded at how much money 
can be spent on custom-made, closed-
cell foam cockpit cushions. They look 
nice, but I can get equally comfortable 
results by going to a sporting-goods 
store, buying sleeping-bag pads or 
closed-cell pool fl oats, and cutting 
them into squares. 

Upholstery
Cabin upholstery can also cost a 
fortune. Fortunately, sewing is not 
very complicated. A trick I use when 
making cushion covers is to use semi-
lightweight fabrics that an ordinary 
sewing machine can cope with. I don’t 
care if my friends think my cushions 
look homemade; it makes my boat 
more homey.

Deck canvas 
I can usually fi nd Sunbrella cloth at a 
well-stocked yardage store. Seconds-

replace a cheap item, it means that I 
have actually bought the same piece 
of gear twice. Worse yet, if it fails dur-
ing a storm or while I am maneuver-
ing, my life might even be in jeopardy.

Marine gear is like any other type 
of equipment — you get what you 
pay for. Quality gear usually looks 
the part; it is pleasing to the eye. I get 
suspicious when something is out of 
proportion or painted a weird color. 
Why would a manufacturer invest in 
a product that’s funny-looking? For 
the most part, I stick with dependable 
brand names. 

Before purchasing a mechanical 
item I consider whether it will en-
hance my self-suffi ciency or merely 
hinder it. If the piece of equipment has 
to be taken somewhere for repairs (ev-
erything that has moving parts even-
tually wears out), then I am no longer 
self-suffi cient. Even if a product has 
a great warranty, it doesn’t help me if 
the item breaks when I am mid-ocean, 
in a remote anchorage, or in transit 
on a foreign shore. I like gear that I 
can take apart and fi x myself. Many 
products offer spares or rebuild kits 
and come with schematic instruction 
manuals. There is no worse feeling 
than relying on equipment that fails 
and then not being able to do anything 
about it. 

For my wife, Jaja, and me, a boat 
and its gear are essentially a means 
to an end. The basic premise for our 
cruising is to feel free and to shed 
some of the material weight typical of 
shoreside living. Cruising is all about 
picking up the anchor and experienc-
ing the thrill of being under way, meet-
ing people, and sharing experiences. 
We have learned that onboard whistles 
and bells can enhance our cruising ex-
perience, but they don’t automatically 
buy the feeling. In fact, the feeling is 
the thing money can’t buy. 

quality material is often 
thinner but it works well 
and is easier to sew — es-
pecially with an ordinary 
machine. 

Pressurized freshwater 
systems
Foot or hand pumps work 
well, are less complicated, 
and don’t require 12-volt 

electricity. Most importantly, however, 
manual pumps save water. 

Watermakers
Reverse-osmosis desalinators are 
power-hungry luxury items right up 
there on the list with refrigeration. 
When cruising in regions where water 
is scarce or tainted, a sailor has to be 
water conscious. Even if fresh water 
costs 25 cents a gallon to buy, it is 
cheaper than buying a watermaker 
and coping with power demands and 
maintenance. 

Shorepower
Marine-quality shorepower cables and 
related fi xtures can be expensive. I use 
an ordinary extension cord and snake 
it down the companionway. Cheap and 
effective. Actually, if I need shore-
power on a regular basis, it means I am 
spending too much time in marinas.

To spend or not to spend? 
When I do make a gear purchase for 
my boat, I would rather spend a little 
extra and buy a quality product. I 
know this contradicts my observation 
about the high cost of gear discour-
aging folks from going cruising, but I 
would rather have a few choice pieces 
of gear than a boatload of second-rate 
liabilities. 

Purchasing cheaper stuff may al-
low me to start my cruise with more 
hard cash, but cheap stuff tends to 
wear out or break when it is least 
convenient to replace or fi x it, or when 
I am least able to afford it. If I have to 

Read more about the 
Martin family’s cruising 
experiences in Into the 
Light: A Family’s Epic 
Journey (2002), avail-
able at <http://www. 
goodoldboat.com/bookshelf.html> or by 
calling 763-420-8923.

For further reading . . . 

Dave and Jaja Martin, along with their 
three children, have been cruising parts 
of the world for more than a decade. 
Between 1989 and 1995, they made a 
tropical circumnavigation aboard their 
25-footer, Direction. 

“ I would rather have 
a few choice pieces of 
gear than a boatload 

of second-rate 
liabilities.”
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Continued from Page 25

COUNTERPOINT

hamas one afternoon bound for Maya-
guana, 129 miles away. About 4 hours 
out, the winds picked up to 25 knots 
instead of the 10 to 15 knots that were 
predicted. The 5- to 7-foot swells grew 
substantially higher with waves on 
top of them, some breaking. We were 
closehauled and motorsailing.

Suddenly we were hit broadside by 
an errant wave and rolled more than 
35 degrees while being simultaneously 
tossed in the air. The engine raw-water 
intake took a gulp of air. The engine 
lost its prime and became airlocked. 
The seas were so rough we were un-
able to get the sea water pumping 
through again. 

We diverted under sail to Clar-
ence Town, Long Island, in the middle 

of the night. While struggling to get 
the motor working, we both suffered 
from significant seasickness. During 
that time we were able to talk to our 
friends on Windborne via SSB at our 
regular nightly chat time. Already in 
Clarence Town when they heard of 
our troubles, they decided to monitor 
their SSB through the night in case 
we needed help. In the morning when 
we arrived, they arranged a tow into 
the marina for us. Their support and 
assistance were very welcome during 
that long, dark night. With SSB, we 
could have called for emergency help, 
if needed. Without SSB, it is unlikely 
anyone would have heard us on VHF, 
as we were more than 25 miles from 
land, and most of the islands there are 
sparsely populated.

Other friends making the same 
trip 2 days later, but with only an SSB 
receiver and no way to transmit, were 
out in rough seas for 48 hours straight 
with no way to contact anyone in an 
emergency. After 8 hours, they lost 
VHF contact with their buddy boat. 
The buddy boat, meanwhile, devel-
oped an emergency, requiring one 

“We would not 
venture out into 

any bigger waters 
. . . without an SSB 

radio or a ham radio. 
Period.”

So who’s right? Nobody’s wrong
by Jerry Powlas

AFTER READING HIS BOOK, INTO THE 
Light: A Family’s Epic Journey, 

we asked Dave Martin to write an arti-
cle about keeping cruising simple. Not 
long after it arrived, Cathy McIntire 
submitted her view of what’s neces-
sary for cruising. Neither has seen the 
other’s opinion. We think the reader is 
well served by offering these opinions 
in their original form, rather than mak-
ing this a debate.

In the two articles, you will find two 
moderate opinions about how to equip 
a boat for cruising. I say moderate be-
cause I can easily find opinions on the 
subject that are much more extreme 
in either direction . . . and also are not 
wrong. Lin and Larry Pardey prefer to 
cruise without an auxiliary engine and 
without GPS. They are also strongly 
opposed to the use of epoxy in boat 
construction, preferring the use of oth-
er glues in every case. At the other end 
of the spectrum, the Amel Yard offers 
a well-thought-out boat ready to sail 
away as soon as you add provisions. It 
is very well equipped. It is one of very 
few high-priced boats that I really ad-
mire for a variety of reasons, including 
the integration of an extensive list of 
equipment.

It would be easy for Good Old Boat 
magazine to choose the low-cost end 
of this spectrum, but it would not serve 
the reader as well. It would be easy to 
take the position that because Dave 
and Jaja Martin have more miles under 
their keel than Cathy and Ken McIntire 
do that Dave’s opinion is the right one. 
But this reasoning does not serve the 
reader well either. Cathy and Ken have 
more than enough experience to justify 
their opinion.  

The selection of a boat is a very 
individual thing. That’s why there are 
so many different kinds of boats out 
there. The equipment list for a boat 
is also a very individual thing. That’s 
why there is so much equipment out 
there. What is exactly right for you 
may not be exactly right for another 
sailor. Here are my thoughts:
• You have to be able to afford it.

• You have to be able to understand 
it, which means use, maintain, and 
repair it.

• You have to be able to do without it 
because everything fails.
For one reason or another or per-

haps for several reasons, you can’t 
have it all. Limits of cost, weight, and 
complexity will pertain. If you ignore 
these limits, they will no doubt get 
your attention at some point.

It is often said that good equipment 
will not compensate for good experi-
ence, and you will often see very ex-
perienced cruisers opting for simple 
setups. Why? One reason is that many 
of the sailors who have spent much of 
their lives cruising have needed to be 
frugal. These sailors may make a little 
money writing the books and articles 
we read, but most can’t afford a lot 
of gear. If you are fortunate enough 
to be able to consider this lifestyle at 
a very young age, and if you are also 
fortunate enough to be free of the en-
cumbrance of great wealth, the simple 
approach is the obvious choice.

If you have been a working stiff 
for most of your life, wading through 
— or even enjoying — the complexi-
ties and demands of family, career, 
and other shoreside obligations before 
getting the opportunity to go cruising, 
you will probably find yourself with an 
older body, a less interesting sailing 
résumé, and possibly more funds to 
commit to cruising. I don’t think you 
need to sail around the world back-
ward in high heels to join “the club.” 
You may choose to equip your boat 
more lavishly. You will be told that a 
good, well-equipped boat is somehow 
bad, and you will be told that a good, 
well-equipped boat is the only way to 
go cruising. 

The reality is that you start from 
where you are when you cast off the 
lines. You apply the resources and 
experience you have at the time, and 
you go. You are never really properly 
equipped, and you never really have 
enough experience. That is why you 
go. 
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Once we turned and sailed downwind 
in order to reach a safe harbor, the 
power output from the wind genera-
tor was reduced and couldn’t quite 
maintain our battery levels with the 
electronics we were using. The drain 
of the GPS, navigation lights, VHF, 
intermittent autopilot use, and SSB us-
age slowly depleted our batteries. This 
could have left us in an uncomfortable 
position if we had needed to cruise 
longer to reach a safe harbor. 

Being able to call for help via SSB, 
which uses a substantial amount of 
power, could be critical. Being able to 
maintain power to the GPS or autopi-
lot would also be desirable. A gas or 
diesel-powered generator is an excel-
lent safety precaution and, in addition, 
offers the benefits of saving wear on 
the engine from running without load 
when charging batteries at anchor. 
It also allows us to use 110 volt-pow-
ered tools on the boat. We recently 
purchased one of the new, compact, 
ultra-quiet models, and folks moored 
next to us cannot hear it.

The above items are ones we con-
sider beneficial for the safety and well-
being of the crew. The next few items 
are ones we find greatly increase our 
cruising comfort.

Wind generator
A wind generator is wonderful for 
making power at anchor when the 
wind is blowing. If it is blowing at 15 
knots or more, our wind generator 
keeps us in power — enough to run 

Continued on Page 80

Ken and Cathy McIntire and their 
boat, a Baba 30 named Kahlua, were 
featured by Good Old Boat magazine 
in the March 1999 issue. Starting in 
2001, they sailed and motored out 
of Minnesota via the Tennessee-
Tombigbee Waterway, across the Gulf 
of Mexico, around the Florida Keys, 
and up and down the East Coast and 
back and forth to the Bahamas.

 For cruising comfort

 wind generator
 watermaker
 raised-bow dinghy
 with large tubes
 macerator pump
 windscoop
 PocketMail

individual aboard to be airlifted off. I 
simply wouldn’t venture out without 
an SSB.

We also use our SSB to receive 
weatherfaxes and verbal weather 
reports in the U.S. and Bahamas and 
to listen to various cruisers’ nets, 
which broadcast important informa-
tion about weather, sea conditions, 
and so on. In the Bahamas, particu-
larly the southern Bahamas, there are 
few sources of weather information, 
and often no information is avail-
able via VHF. This makes the SSB our 
only reliable way to obtain weather 
reports. Cruisers can also arrange for 
personalized weather forecasts via 
SSB. Without SSB, cruisers can be left 
with no way to monitor a developing 
weather system. Many people use ham 
radio, requiring a ham license, giv-
ing them an extended range of radio 
frequencies to use, but a SSB requires 
only a ship’s station license and no 
individual testing or licensing. It is, 
therefore, easier to obtain.

Radar
Before moving aboard Kahlua, we 
purchased a new 
radar unit. The new 
systems are nothing 
short of remark-
able. They are 
invaluable safety 
features to have 
aboard. Fog is 
only one of several 
circumstances 
when radar is use-
ful. We use radar 
to monitor the seas 
for other vessels, 
particularly large, 
fast-moving com-
mercial vessels, which 
often travel at 25 knots or 
more. Day or night, we find we are 
able to spot such vessels earlier using 
radar. We use the radar to determine 
the vessel’s range and bearing to our 
boat, plotting it on a collision-avoid-
ance plot chart every 3 minutes or 
so in order to determine the vessel’s 
heading, which, contrary to what you 
might think, is not always obvious. 

We have also used radar to moni-
tor the development of squalls, which 
show up on the radar screen, allow-
ing us to alter course or run for a 
protected anchorage until the storm 

has passed. While we can see an ap-
proaching squall without it, radar 
allows us to determine the extent of 
the storm and whether there are more 
developing behind it.

And radar is invaluable in fog. We 
were able to make our way safely up 
the New Jersey coast from Cape May 
to Atlantic City in a fog that developed 
after we were offshore. We could see 
nothing but a thick grayness all around 
us, but the radar gave us “eyes.”

Life preservers
Ken and I each have a SOSpenders life 
preserver, which we wear whenever 
we are underway. These inflatable life 
jackets are so comfortable that we 
don’t balk at wearing them routinely. 
Even when cruising in bathing suits, 
we wear our inflatables. 

We decided before we moved 
aboard that we didn’t want to debate 
about when the weather is rough 
enough to require life jackets. We 
agreed that the prudent thing is to 
make a habit of wearing them at all 

times when under way. Cruisers 
have been known to fall off or 

be knocked off the 
boat even in calm 
conditions. A human 

head floating in the 
water — about all you 

see when someone falls 
overboard — isn’t much 
bigger than a coconut and 

quickly disappears from 
view in even a light chop. 

Our life jackets have 
built-in harnesses, mak-
ing it easy and convenient 

to attach ourselves to 
our jacklines in rough 

weather. And the 
easier it is to use 
a safety device, 

the more likely we are to have it in 
place it when we need it. 

Generator
While we certainly can cruise with-
out a generator, we found that when 
things go wrong at sea, the ability to 
maintain power to vital electronics 
(GPS, SSB, and VHF) can be criti-
cal. During our difficult night in the 
southern Bahamas, when we did not 
yet own a gas-powered generator, 
we were fortunate we did not end up 
out to sea for any longer than we did. 
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Bar magnet

Magnetic 
fascination
Why there will be 
no magnetic compasses 
for future generations
by Don Launer

Electromagnet

A ROUND A.D. 1090 THE CHINESE 
fi rst reported the use of a mag-
netic needle to indicate north. 

This primitive compass was an iron 
needle, magnetized by a lodestone, 
inserted into a straw, and fl oated in a 
bowl of water. In Europe, the discov-
ery of the magnetic compass didn’t 
occur until more than a century later, 
in the early 1200s, and historians don’t 
know whether this European discov-
ery was independent or whether it 
came to them from the East. 

The compass fi nally allowed 
13th-century European mariners to 
determine direction, even under 
overcast skies or during stormy 
weather. It was such a simple 
device, with only one moving 
part, it seemed like magic. Many 
captains were afraid to use it. It 
was the age of the Inquisition, and 
sailors feared that if they were 
seen using this device they could 
be accused of witchcraft, which 
could result in torture or death. It 
wasn’t until nearly a century later, dur-
ing the 1300s, that seamen could fi nally 
use the compass openly and without 
fear.

For the next 100 years, mariners 
believed the compass pointed to true 
north, but during the 1400s scien-
tists determined that there 
was a difference between 
compass north and true 
north. Finally, in the 1590s, 
the Portuguese developed surpris-
ingly accurate tables that showed the 
difference between true and magnetic 

In nearly all representations of the 
Earth’s magnetic fi eld, the Earth’s 
magnet is represented as a simple bar 
magnet. In reality, the Earth’s magne-
tism is more closely related to that of 
an electromagnet.

The Earth’s magnetic fi eld is cre-
ated in the molten iron in the Earth’s 

outer core, about 1,850 miles below 
the Earth’s surface. The Earth’s 
magnetic fi eld is produced by 
electrical currents that originate 
in this hot, liquid, outer core of the 
Earth, which is moving around 
the solid inner core and acting like 
a huge electromagnet. The fi eld is 
infl uenced to some extent by the 

solar wind — those charged particles 
streaming from the sun.

Wandering poles
The magnetic north pole has been 
wandering around the polar regions for 
millions of years. By using data from 
the 1500s to the present, we see that 

during this relatively brief period 
in the history of the Earth, the 
magnetic north pole has made 

a trip from the Arctic Ocean 
into northern Canada north of Hudson 
Bay, and it is now on its way back to 
the Arctic Ocean at an average speed 
of about 10 to 15 miles per year. The 

Since the 1500s, the magnetic north 
pole has moved from the Arctic Ocean 
into northern Canada. It is moving 
back to the Arctic Ocean at an average 
speed of about 10 to 15 miles a year. 
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north (variation) at various places on 
the globe. 

In the 1600s, it was discovered that 
the magnetic poles changed location 
from year to year and that the inten-
sity of the magnetic fi eld also varied. 
Our concepts of a simple magnetic 
planet were beginning to change. 

Magnets
There are basically two types of mag-
nets: a simple bar magnet and electro-
magnets, which are created by the 
fl ow of electricity.
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“ . . . the magnetic 
north pole has made 
a trip from the Arctic 
Ocean into northern 

Canada north of 
Hudson Bay,  

and it is now on its  
way back . . . ”

Earth is frequently depicted as a simple 
bar magnet, but it actually is more 
closely related to an electromagnet.

magnetic north pole will probably be 
exiting Canada’s borders as early as 
2004. This, however, is strictly a guess, 
and as Larry Newitt of the Geological 
Survey of Canada says, “Although it 
has been moving north or northwest 
for a hundred years, it is not going to 
continue in that direction forever. Its 
speed has increased considerably dur-
ing the past 25 years, and it could just 
as easily decrease a few years from 
now.”

In addition to the long-term move-
ment of the magnetic poles, there is 
also a daily (diurnal) movement of 
the poles. This daily movement of the 
poles roughly follows an elliptical path 
around the pole’s average position. 
Sometimes this daily movement fol-
lows the path of a very small ellipse 
and sometimes a very large one. 
This can cause the pole to move 
more than 100 miles during a 
24-hour period. It’s believed 
that this diurnal movement is 
caused by the solar wind and 
that solar storms on the surface 
of the sun can cause a change 
in the size of this elliptical 
path.

To make things even more 
confusing, most scientific or-
ganizations, such as the American 
Geophysical Union, consider the term 
“magnetic pole” to be an oversimpli-
fied representation, and prefer to 
describe at least three different sets of 
poles, with the International Geomag-
netic Reference Field (IGRF) Model 
Dip Pole as the closest to what most 
cartographers, and the public in gen-
eral, refer to as the magnetic pole.

Variation and isogonic lines
The difference in angle between mag-
netic north and true north is called 
variation by mariners. In the scientific 
community this difference is often 
called magnetic declination or devia-
tion. This is unfortunate since, for the 
sailor, deviation means something 
quite different.

Although the magnetic lines of 
force shown around simple magnets 
are smooth and regular, the magnetic 
lines of force around the Earth are ex-
tremely irregular, primarily due to the 
non-uniform distribution of magnetic 
material within the Earth. Those er-
ratic lines that show the same varia-

pened about 25 times. But it has been 
780,000 years since this last happened, 
and a reversal is long overdue. How-
ever, since the timing of this reversal 
has always been erratic, it’s impos-
sible to tell when it will happen again. 
Nevertheless, the planet’s magnetic 
field is showing signs of wanting to 
make the gigantic switch once more. 
The prelude to this changeover is 
the gradual weakening of the Earth’s 
magnetic field until it becomes zero. 
Results from measuring the Earth’s 
magnetic field in 1980 by the MAGSAT 
satellite and in 2000 from the Ørsted 
satellite show a reduction in strength 
is in progress. When the Earth finally 
becomes non-magnetic, it will remain 
that way for possibly several hundred 
years. Then the magnetism will begin 
to build up in the opposite direction. 
For the last 4,000 years, this weaken-
ing has continued to progress. Just in 
the past century, the strength of the 
magnetic field has decreased 5 per-
cent, and scientists predict the Earth’s 
magnetic field will cease to exist in 
several hundred to a few thousand 
years — just an instant in geological 
time.

During the time when the Earth is 
non-magnetic, compasses will point 
nowhere in particular. They will be 
relegated to museums and children 
will ask their parents, in awe, “Was the 
Earth once really a magnet?”

Perhaps the many centuries it will 
take for this to happen will give migra-
tory animals, such as birds, who make 
use of the Earth’s magnetic field, a 
new way to locate their seasonal desti-
nations. And it’s probable that harmful 
radiation levels reaching the surface 
of the Earth will increase during this 
period, when the protection of the 
magnetic field surrounding the Earth 
has vanished. 

The compass rose
For the mariner, the nautical chart’s 
compass rose distills all this theo-
retical information into a convenient, 
simple, and usable form. The outer 
ring of the rose shows bearings to 
the true north pole — the axis of the 
Earth; the next inner ring of the rose 
shows magnetic bearings  — the 
direction to the magnetic north pole; 
and on the inside ring is printed the 
variation, in degrees east or west, as 

tion are known as isogonic lines, and 
maps are available that show these 
lines worldwide. But these large-scale 
maps don’t show the many small ir-
regularities existing locally that, in 
many cases, can be enormous. Off the 
Australian coast, for example, there 
is a position where, in the distance 
of two football fields, the compass 
changes by 90 degrees.

Reversing magnetism
There is another bizarre event that 
occurs with the magnetic poles. About 
every 250,000 years the poles reverse 
themselves — the north pole becomes 
the south pole and vice versa. During 
the last 5 million years, this has hap-
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A Christmas tale
A classic Alden yawl  

becomes a treasured family cruiser once more

by Tom Young

THE 1961 ALDEN CHALLENGER 
yawl looked quite large on the 
jackstands that brisk fall day. 

The price and this somewhat rare boat 
made me curious. “Only taking a look,” 
I told myself. I wasn’t prepared for a 
pretty boat though. With her long over-
hangs, large shapely ports, stepped 
cabinhouse, and oval spruce spars 
with the sails still bent on, there was 
no mistaking the era of the design:
Cruising Club of America (CCA) Rule, 
the 1950s and ’60s. She was lovely to 
look at. Before long she would be ours. 
We would name her Christmas.

A long, sharp, spoon-shaped bow 
loomed overhead as I approached. It 
was easy to imagine it slicing through 
a wave, gently pushing the sea aside 
as I walked aft along the waterline. A 
moderate beam and somewhat slack 
turn at the bilge amidships looked 

like it would move easily through blue 
water. Following her lines aft to the 
graceful stern, I saw smooth water 
and a tiny wake in the shadow of her 
counter quietly moving away.

Above the solid fiberglass decks, 
the boat was built entirely of wood. 
Long wide sweeping decks framed 
the graceful mahogany cabin sides. A 
white cabintop met the sides in finely 
shaped moldings. Hatches, Dorade 
boxes, coamings, cockpit . . . these 
parts were built of fine teak and ma-
hogany.

Dorade ventilators, heavy hatch 
hinges, stanchions, and cleats were 
all nicely forged of thick nickel-plated 
bronze. Details such as the boathook 
and its carved mounting block; the 
spruce spinnaker pole and chocks; 
the hand-cut, dovetailed corners on 
her deck box and Dorade boxes — all 

showed a high degree of quality. The 
spars looked fit to be displayed on a 
wall. The workmanship was splendid.

All wood below
An old bronze lock under the John 
Alden identification plaque turned 
easily. The heavy mahogany hatch slid 
smoothly into the stainless-steel sea 
hood.

She was all wood below. Her large, 

Christmas, a classic 38-foot 6-inch 
John Alden design built during the era 
of the CCA Rule, shows her overhang-
ing stern and spoon bow to advantage 
in the fading light of a Maine sunset. 
One of the early fiberglass boats, she 
was one of approximately 50 Alden 
Challengers built in the 1960s. 
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shapely old ports lit the interior as if 
the sun were in there. She was nearly 
all original after 40 years of what 
looked to be a lot of use. The boat 
wasn’t ancient, just old enough to have 
some history.

Only about 50 Challengers were 
built in the 1960s. The fiberglass hulls 
and decks were laid up by hand at the 
Halmatic yard in England. This hull 
was then shipped to the Molich yard 
in Denmark. There the rest of the boat 
was constructed following the blue-
prints supplied by John G. Alden Naval 
Architects, Inc., of Boston. Designed 
to the CCA racing rules of the day, she 
resembled several similar boats of the 
era.

The boat I was looking at was 
priced below the lower end of the few 
Alden Challengers for sale or recently 
sold. She wasn’t moving either. She 
needed a lot of work. So here I was: 
faced with the “old boat fixer-upper 
dilemma.” A second offer had fallen 
through when the survey came in, 
lowering the boat’s price . . . again. Her 
disrepair was obvious. Was this last 
fallen offer a ploy by the buyers to low-
er her price one more time for a third 
offer? After much thought and inspec-
tion, I decided not to find out. 
Was the boat worth it? Despite 
its problems, I thought it clearly 
was and more. I made a fair offer 
with no survey contingency. I 
wanted the sellers to know this 
was a real offer and I wanted the 
boat. (I don’t recommend this 
tactic; it usually turns out to be 
a mistake.)

I had done my own survey. 
The design has some common 
problems in the built-in fuel 
tanks and chainplates. These 
were repairable. But I believe 

full lead keel, and bronze centerboard. 
She was fully equipped; few parts were 
missing. She had good sails: a Har-
ken furled genoa, five spinnakers, and 
lockers full of sheets and blocks. She 
had gleaming two-speed self-tailing 
winches and secondaries. She had two 
full sets of ground tackle and a well-
installed electric windlass for hauling 
them up.

There were well-installed com-
pressed natural gas (CNG) tanks, a 
beautifully built original pedestal, and 
a fine compass as well as a lovely, old, 
finely joined wooden wheel with an 
added stainless rim. Docklines were 
coiled in a beautiful wooden deck box 
on the aft deck. What a wonderful 
idea.

There were shapely and well-built 
stanchions, pulpits, and double life-
lines, all heavily installed with large 
stainless backing plates. A well-built 
hull-to-deck joint was sealed, through-
bolted, and glassed together. On deck 
were the highest quality fittings, a 
well-designed dodger attached to a 
high mahogany curb, and stout yet 
well-finished wooden parts expertly 
joined and as strong today as the day 
they were assembled 40 years ago. 

With care, they’d be good for an-
other 40 years. This was quality 
construction.

Below I saw the same com-
plete high quality. An old fresh-
water-cooled Japanese diesel 
looked to be installed nicely and 
had been well cared for. Cases 
of spare oil filters and fuel filters 
were a good sign. She held 80 gal-
lons of fuel low in the bilge (and 
the tanks were full), and she had 
three stainless-steel water tanks 
holding a total of 120 gallons of 
water.

her general disrepair caused the other 
offers to fall through. To someone 
without the skills to bring her back, 
the yard estimates would have been 
staggering.

High-quality yawl
But I saw a different boat that day. 
I saw a 38-foot 6-inch CCA Rule 
design . . . a high-quality yawl. The Al-
den name alone put the boat in a class 
few others share. There was nothing 
like her in this size, quality, and price 
range. She had a bomb-proof 1960s-
style heavy fiberglass hull, external 

“A full boatyard 
restoration, added 

to the cost of the 
boat, would quickly 
surpass her value. 

Luckily, I could 
supply the missing 
care she needed.”

Author Tom Young brought a water-
damaged and mildewed interior back 
to a sunny and gleaming haven. He saw 
the quality woods and craftsmanship 
there and was not dissuaded by the 
project that lay ahead of him. He went 
at the project one step at a time, he 
says, taking great pleasure in building 
the pile of varnished parts, below, 
ready for re-installation in the spring. 
His goal through the entire project was 
to keep Christmas on the water and 
sailing each summer.
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No-nonsense electrical
There was an older no-nonsense elec-
trical system with two house batteries 
and a separate engine battery, plus 
heavy and well-installed wiring, me-
ticulously led throughout. There were 
adequate electronics. Her galley stove 
was nearly unused. Plates, tableware, 
cooking utensils … everything was 
still with the boat.

Dozens of drawers and doors held 
tons of spares. Even a full complement 
of tools — from tiny screwdrivers 
to huge bolt cutters — was with the 
boat. Solid teak-and-holly floors were 
hidden under years of use. There was 
something else below: the 40-year-old 
work of skilled Danish craftsmen and 
the fine materials they used. To some-
one like me, this was priceless. She 
even had a beautiful old fireplace.

Another example of quality was in 
the two overhead hatches. These were 
well designed structurally and ex-
pertly joined in their day. Now crazed 
beyond recognition, the ½-inch-thick 
Plexiglas would have to be replaced 
with new Lexan. One of my first proj-
ects was to strip the ports of finish 
and hardware, replace the windows 
with Lexan, refinish, reassemble, and 
reinstall the ports. With simple main-
tenance, these wooden hatches and 
their heavy hardware are once again 
strong and finely finished.

advice is to cut the project into parts. 
To restore a cabintop, the first project 
is to remove everything. Even that 
may be daunting. Just get one part 
off first. It starts with removing one 
screw, then another. When remov-
ing parts gets frustrating, go home 
and start stripping the ones you have. 
Keep yourself motivated by applying 
yourself where you are most produc-
tive and you can see results. With the 
“parts removal project” completed, the 
top itself is an easy project.

The first spring consisted of remov-
ing all ports, stripping the exterior 
cabin sides, rebedding the ports, and 
applying varnish to the cabin exterior. 
The next winter under cover involved 
removing everything from the cabin-
top. Refinishing the parts in a warm 
shop when time was available became 
a project within the project. Seeing 
the parts begin to build up ready for 
re-installation was a mental boost. 
I stripped the interior of paint and 
varnish. In my shop, I refinished any 
interior parts easy to remove.

Once weather permitted, I made 
fiberglass repairs to the top and fol-
lowed that with a new coat of epoxy 
paint (brush applied). With the cabin-
top parts rebedded and fastened, the 
interior overhead was repainted. It 
was wonderful to see the leaks stop.

And so a restoration goes. Step by 

Fortunately for me, other buyers 
didn’t see what I saw that first day. 
They saw peeling paint and varnish 
above and below the decks and real-
ized the boat was in need of total 
stripping and refinishing. It was hard 
to see the fine wood below a sun-
bleached layer of peeling finish.

The cabintop, built of ¾-inch ply-
wood with a layer of fiberglass over 
that, was cracked and peeling. All 
ports had been leaking into the interior 
for some time. There were water stains 
and lifted varnish throughout. Water 
had damaged many under-deck ceil-
ings as well. There were leak and rust 
stains through handholds, hatches, 
and other parts all over the overhead. 
Paint was peeling off in large chunks.

Common dilemma
Labor costs are high today. These 
repairs would no doubt bring boatyard 
estimates nearly as high as the selling 
price, a common dilemma today. A 
full boatyard restoration, added to the 
cost of the boat, would quickly surpass 
her value. Luckily, I could supply the 
missing care she needed. Despite the 
obvious damage, I suspected the boat 
had been well cared for with only 
a few years of recent neglect. This 
turned out to be true; research showed 
me that she was a New England boat 
that had been loved by members of 
one family for 35 years. She had been 
stored inside during the off-season.

I knew this restoration would 
require more than a few nights and 
weekends. Christmas needed to be 
on the water in season; that’s our first 
priority for a sailboat. I would have to 
split the restoration into parts to be 
performed over time.

The biggest trick with a project 
like this — as I have learned during 
25 years of building and restoring 
homes — is keeping the tasks achiev-
able. There are times to step back and 
look at the total project, but the actual 
work is done in small increments. My 

The work on deck was no less daunting 
than the interior project. The ports leaked, 
the fiberglass cabintop was cracked and 
peeling, and lifted varnish was everywhere. 
The first spring consisted of rebedding ports 
in an effort to quell the leaks and stripping 
and varnishing the exterior cabin sides. 
Christmas spent the next winter under cover 
as all cabintop parts and hardware were 
removed, renewed, and reinstalled on the 
repaired and freshly painted cabintop.

“The Alden name 
alone put the boat 

in a class few others 
share. There was 

nothing like her in 
this size, quality, and 

price range.”



step. A little more this year. Above all, 
every year she sails. Every year she 
gets better. A lot of work? Sure, but 
there are rewards. Christmas has be-
come a welcome addition to our family 
of four. She is nearly perfect for our 
coastal sailing in New England. She’s 
wonderful and very responsive, even in 
light air. She’s well suited to our Maine 
coast cruising grounds. Since she’s eas-
ily balanced under way, we often watch 
her sail herself. The large cockpit and 
wide decks make time under way and 
at anchor very comfortable. With her 
board-up draft of 4 feet, we go where 
many can’t. Her yawl rig is easy to 
handle and fun to sail. When it pipes up 
around here, she can get us home.

Except for cutting down her enor-
mous center table with seating for six, 
I left the old tried and true belowdecks 
layout alone. Although they were de-
signed for racing crews, the two pilot 
berths are about as good as it gets for 
two kids. The lower extension berths 
make great seats and pullout couches 
for lounging around an evening fire. 
The forward cabin is large, private, 
and airy with tons of storage space. 
The head is the warmest spot below 
when the fireplace is burning, thanks 
to a grating in the bulkhead.

The no-nonsense galley/navigation 
area just works well. We love to cook 
at home and aboard. The huge stain-
less-steel icebox with a separate sump 
holds tons of food and ice and makes 
a good navigation station with a full-
sized chart drawer above. These old 
boats hold so much gear and stores 
in countless lockers and drawers that 
the temptation to take off in them is 
always dangerously appealing.

More character now
The newly refinished African ma-
hogany belowdecks glows like soft 
sunlight. Water-damaged ceilings 
over bunks provided templates for 
new contrasting birch veneer ceil-
ings. The satin-painted overhead has 
more character now. There is nothing 

like fine old wood, renewable yet en-
hanced with age. There is a feeling of 
a little history as you climb below. She 
raced to Bermuda in the 1960s. Would 
she do it again?

This isn’t a boat for everybody. 
But if gently brushing varnish onto 
a newly prepared cabin side lowers 
your blood pressure, maybe an Alden 
Challenger is for you. Many good old 
all-fiberglass CCA designs are out 
there. Some will require similar labor-
intensive restoration. High yard costs 
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Christmas had been owned and loved 
by the members of one family for 35 
years (and was even stored inside each 
winter) before meeting with neglect. 
Now she sails again with Tom Young 
and his family, a foursome that is 
appreciating her fully and treating her 
once more in the manner to which she 
had previously become accustomed.

What did Christmas cost?
by Tom Young

WHEN I FOUND CHRISTMAS, SHE HAD RECENTLY BEEN APPRAISED FOR INSURANCE 
purposes at $50,000. I made no offer at that time. Nearly a year later, 

after buyers backed out of contracts due to survey reports, I offered — and 
bought the boat for — $30,000. After a year on the open market, a little down 
on her luck, I believe that was her value on that day.

I estimate that I have spent around 400 “mostly pleasant hours” on the 
general refit over 3 years. The high level of quality and workmanship that was 
evident when I surveyed the boat has resulted in little repair or replacement 
of major parts or systems. For me, this is the key in choosing a boat for a 
refit. The high labor costs necessary to refit older, tired boats with sound fi-
berglass hulls and quality parts reduce their value. High boatyard labor costs 
will create “project boats.” 

Restoring boats is no way to make money. Nonetheless, sailing a pretty 
classic that doesn’t cost too much is, for some of us, a real pleasure.

This CCA era in the 1960s produced some elegant designs with lasting ap-
peal and now, for some, rising values. Alden Challengers in good condition 
have listing prices in the $60,000-range and go up from there for the really- 
well-cared-for boats.

What Christmas is worth now can best be summed up by a surveyor who 
gave me an overview of the boat, prior to purchase. “A 38-foot Alden Chal-
lenger yawl, CCA classic, high Alden quality, and with the equipment that 
boat has in that price range . . . there is nothing else like that out there, noth-
ing,” he told me, and he was so right.

to refurbish these boats may drive the 
price down on boats in disrepair. It 
will also drive up the value of per-
forming these tasks yourself. Look 
closely. If the boat has the other im-
portant parts, supplying the restora-
tion part may be cost effective.

Take a close look at some of these 
older neglected boats. Get a survey. 
What parts are missing? I still re-
member my first look at this boat that 
wasn’t selling. That brisk fall day I saw 
a different boat. 



A LL HUSBANDS QUAKE WHEN GREETED 
by their wives with the words, 
“Sit down. We need to talk.” 

Six years ago, those dreaded words 
led to good news for Dale Longtin, 
however. His wife, Cori Breidenbach, 
had received the call from a friend of 
theirs telling them he was selling his 
1976 Ericson 29, Carina. Cori began 
thinking that perhaps it was time 
to sell their Chrysler 22 and revise 
their sailing activities. Dale and Cori 
called in an accountant to determine 
whether they had what it takes to 
make a purchase of this nature. They 
did — and they soon became Carina’s 
third owners. 

Now that they have a liveaboard 
lifestyle in mind, Dale and Cori have 
begun looking for Carina’s fourth 
owners. The next family or couple to 
have wonderful sailing adventures on 
Carina won’t be hard to find.  

Carina is a much-modified, 
well-maintained cruiser. Her second 
owner, Tom Embertson, was primar-
ily the handyman who gave her her 
present name, modified her for cruis-
ing, and passed along the results of 
his accomplishments when he bought 
an Islander 36. Dale and Cori have 
been the happy custodians for 5 years, 
maintaining her while enjoying Lake 
Superior aboard.

Dale discovered sailing while 
spending summers at a family cabin 
in another beautiful cruising area: 
Lake of the Woods at the border of 
Minnesota and Ontario, Canada. His 
family owned powerboats, but another 
enterprising fellow brought a sailboat 
to the area and offered sailboat rides 
to paying customers. As a teenager, 
Dale’s appreciation of sailboats 

changed the day 
the boat rounded 
up while he was at 
the helm. “I didn’t 
know what was 
happening,” he 
remembers, “but I 
was impressed by 
all that power.”

Summer sailing
After that he spent summers aboard 
a Sunfish knockoff by Arctic Cat, Inc. 
(of snowmobile 
fame). Somewhat 
later came a Force 
Five, an AMF design 
similar to a Laser. 
More than the Arc-
tic Cat, this boat 
turned Dale into a 
sailor. “A Force Five 
teaches you to sail, 
because if you do 
anything wrong, 
you’re in the water,” 
he says. He swam 
frequently in the be-
ginning and turned 
righting the boat 
into an art form. “I 
could capsize the 
boat and get it back 

up without get-
ting wet above the 
knees,” he says. 
As it capsized, he 
simply climbed 
over the side to 
the centerboard, 
tipped it upright, 
and stepped back 
in. 

About the time he’d worked it all 
out, Cori came into Dale’s life. “He 
courted me aboard that Force Five,” 

One boat, 
two captains
This enthusiastic couple cruises the 

greatest Great Lake

by Karen Larson
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Dale Longtin and Cori 
Breidenbach, above, 
rarely miss a summer 
weekend aboard 
Carina, at right, their 
highly modified and 
well-maintained 
Ericson 29.

“Dale . . . encourages 
his wife. ‘This boat 

has two captains,’ he 
says with pride.”



38 Good Old Boat January/February 2004

she says. “We even sailed it on our 
honeymoon.” Cori has a twinkle in her 
eye and an indomitable spirit. After 
having her hand on the tiller a time 
or two, she decided she could sail the 
boat solo. Dale wasn’t sure she was 
ready, but she wouldn’t be discour-
aged. Sure enough, the Force Five 
had a sailing lesson in store for Cori, 
too, and she soon learned that she 
didn’t have the upper-body strength to 
right the boat by herself. That might 
have been the end of sailing for lesser 
women. Not for courageous Cori. This 
first solo was merely the beginning.

Eventually the two were sailing a 
Chrysler 22 on Lake Pepin, a wide spot 
in the Mississippi River not too far 
from the Twin Cities of Minneapolis 
and St. Paul, where they were living. 
They enjoyed frequent trips to the 
boat, and Dale took it to the Apostle 
Islands, where he soon decided that 
a larger boat would be better for this 
more extensive cruising ground. The 
couple wound up chartering boats, 
including Carina, in the Apostles.

Longer cruises
Once they’d purchased the larger  
Ericson and began cruising on a corner 
of Lake Superior, there was no looking 
back. Each year they made lon-
ger and more ambitious cruises 
on the big lake, one of which 
included a 44-hour passage to 
a distant point in Ontario and 
working their way back via the 
scenic and protected anchorag-
es along the way. Most summers 
between launch in mid-May and 
layup in mid-October, Dale and 
Cori rarely missed a weekend at 
the boat. “The best 3 weeks of 
my life were 2 years ago when 
we spent 3 weeks cruising in 
Canada (on Lake Superior’s 
north shore),” Cori says.

During the time they spent sail-
ing on Carina, Cori discovered an 
untapped facet of her psyche. She 
wanted to singlehand this boat so she 
could sail on weekends when Dale’s 
work took him away from home. With 
the encouragement of Dale and three 
others, she became an accomplished 
sailor in her own right and was soon 
entering a low-key, but long and physi-
cally challenging race for singlehand-
ers in the Apostles, a 27-mile solo 
circumnavigation of Madeline Island. 
She has competed in this fun contest 
twice. So far, Cori is the only woman 
ever to enter this race.

“I never understood what moti-
vated women like Ellen MacArthur to 
enter a singlehanded long-distance 
race,” Cori says, beaming. “But by the 
time I finished my first race, I under-
stood. I didn’t want to get off the boat. 
Carina and I had bonded. It was very 
empowering.” Dale, who is not driven 
to race but who also singlehands the 
boat when Cori is unavailable for a 
weekend, encourages his wife.

“This boat has two captains,” he 
says with pride. “One day I realized 
that when I was captain, everything 
was done beautifully by the ‘crew.’ But 
when Cori was captain, I wasn’t fol-

lowing through. I wasn’t used 
to doing all those things (like 

The Ericson 29 has a usable 
and roomy interior with a 
large starboard quarter berth. 
Unfortunately, the galley lacks 
an oven and permanent range. 
The V-berth, bottom photos, 
is finished with wood battens. 
Notice the large flat tray with 
a flip-down door above the 
V-berth. It’s a perfect place for 
storing charts. 

“For the past five 
years they had been 
talking about living 

aboard and cruising. 
They were discussing 

how they’d sell the 
house, quit their jobs, 
and make the timing 

play out.”
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also rewired and replumbed the boat 
and added alarms to indicate low oil 
pressure, high water, low gas, and low 
battery.

All of these modifications make a 
29-footer more livable, of course. And 
Carina was more than adequate dur-
ing the summer of the 3-week cruise 
with all provisions aboard. But now 
Dale and Cori are contemplating a 
liveaboard life on the East Coast. For 
this lifestyle, Carina has a few dis-
advantages. Primary among them is 
the lack of an oven and the need for 
a permanently mounted range. Dale 
and Cori cook on a Coleman camp 
stove, which is inconvenient on long 
crossings, since it’s not gimballed or 
fastened as securely as necessary on 
lumpy seas.

Looking to live aboard
So they’re looking for a 35- to 40-foot 
boat, believing that size to be as large 
as either one of them can single-
hand. They may go offshore someday 
but are looking for a roomy coastal 
cruiser with storage capable of being 
a liveaboard. “I looked at boats in An-
napolis,” Dale says. “That changed our 

getting out docklines and fenders). 
When I was captain, they just hap-
pened magically. I decided that when 
Cori was captain she had ‘sh*# for 
crew,’ so I had a hat embroidered with 
those words and wore it the next time 
I messed up. Now we both wear it at 
times.”

Wonderful shape
Since Dale and Cori would rather 
spend time sailing than doing proj-
ects on their boat, they’re lucky that 
Carina was in wonderful shape when 
they bought her. They have recov-
ered the cushions and increased the 
insulation in the icebox. They bought 
a new mainsail and had the furling 
jib redone by North to add a couple of 
ropes in the luff. These ropes take up 
the slack better than foam, they point 
out, since foam is eventually crushed 
by spending most of its time in the 
furled position. Dale also enlarged 
the battery storage space in order to 
accommodate two 27s where a pair of 
24s had been.

But previous owner Tom Embert-
son deserves the praise for installing 
the removable inner forestay, which 
allows them to hank on a storm jib. 
This forestay runs through the anchor 
rope locker and is tied to the hull. He 
added controls so all lines lead to the 
cockpit, installed a deck washdown 
system, and moved the shorepower 
outlet. Belowdecks, he added a nifty 
folding door to expand the room in 
the head to accommodate the knees 
of a sitting sailor, added storage above 
the settees, mounted the radar screen 
so it could be seen from the cockpit, 
added extra seating for the fold-down 
dining table, and built in a clever 
screen and chart storage shelf above 
the V-berth, among other things. Tom 

outlook about what we needed. I began 
looking for something like a Tayana 
with a full keel. But now we’re looking 
for a boat capable of bluewater cruis-
ing but lighter than the Tayana-type 
boat. Something with a modified fin 
keel. We want to be able to go out in 
lighter wind.”

Sometimes cruising dreams are 
shifted from dream status to reality 
by a job change. Not long ago Dale lost 
his job as the lead of a team of field 
computer installation specialists. In 
the ultimate irony, they trained their 
replacements in the field and were 
then laid off. That led the couple to 
a crossroads. For the past five years 
they had been talking about living 
aboard and cruising. They were dis-
cussing how they’d sell the house, quit 
their jobs, and make the timing play 
out. They had a mindset of not accu-
mulating more stuff and of divesting 
what was not needed. All they needed 
was the right timing.

The timing is now, since Dale is 
free to move. Cori has arranged for 
a job transfer from Minneapolis to 
Virginia Beach with her employer, 
Galyan’s, a respected outdoor outfit-
ter, where she is office manager. All 
the dominoes are stacked on the table. 
This couple will soon learn the plea-
sures of saltwater cruising in a much 
warmer sailing climate. Carina will 
go on to show another family what 
can be achieved in a well-executed 
29-foot design. 

“Now that they have a 
liveaboard lifestyle in 
mind, Dale and Cori 
have begun looking 
for Carina’s fourth 

owners.”

An inner forestay (added by the 
previous owner for use in rough 
weather) is stowed along the mast and 
fastened to the deck when needed. 
An added partition in the chain locker 
allows the load of the inner forestay to 
pass through the locker to the hull.
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Ericson 29
A comparison with three of its rivals

by Ted Brewer

A VID NUMBER CRUNCHERS WILL SEE 
I’ve added a new item to the 
table below: the dates the boats 

were built. I feel this is significant for 
two reasons. First it’s hardly fair to 
compare an older boat to a contem-
porary design. Surely we designers 
have learned something about perfor-
mance, comfort, and so on over the 
intervening years. Besides, fashions 
change and what was considered 
generous beam in the 1960s and ’70s is 
very much on the narrow side today. 
Also I think it reassuring to know that 
a particular design had a decent run 
of life. That indicates that the boat 
was well received by the buyers for a 
reasonable length of time and was not 
quickly dated — as many new boats 
are — or rejected because of inherent 
problems of design or construction.

I was pleased to find three boats 
to compare with the Ericson 29 that 
were all of the same era, had a good 
production run, and were alike in 
many respects, such as beam, dis-
placement, and sail area. This makes 
it a very interesting group to consider 
and shows how changes in only one or 
two dimensions can markedly affect 
the resulting comparison figures and 
performance. 

For example, the Ericson 29 is 180 
pounds heavier than the Pearson 30 
but is 3 feet shorter on the waterline. 
As a result, its Displ./LWL ratio is 
a very hefty 356.4 compared to the 
30’s rather svelte 237.7. Spreading the 
displacement over a longer waterline 
definitely reduces wave making and, 
ultimately, increases performance.

From a performance viewpoint, I 

feel the Ericson has to be the slowest 
of this group by a small margin as it 
is carrying the heaviest displacement 
on the shortest waterline, has the 
shoalest draft, and spreads the least 
amount of sail. Its short waterline 
might give it an edge in light air, due 
to having a lower wetted surface, but 
all in all its figures do not add up to 
sparkling times around the buoys in 
average conditions. On the good side, 
the Ericson’s husky displacement and 
short waterline should add up to the 
best motion comfort in a seaway and 
also give it a slight edge in the capsize 
number should the owner undertake a 
long ocean passage.

Both the Ericson and the Pearson 
have their rudders swept sharply aft, 
a style that was popular in that era. 
It looks “fast,” but the boats would 
probably steer better if the rudder 
stocks were more vertical. That would 
increase rudder efficiency and ease the 
problem of an extremely strong helm 
when backing out of a slip under power.

Given the numbers — and that is all 
we have to go on — I would say any of 
these little yachts would make a fine 
coastal cruiser for a couple or small 
family. And with a decent Perfor-
mance Handicap Racing Fleet (PHRF) 
rating, you could have a lot of fun 
in club racing as well. There are no 
extremes of beam. All the yachts have 
a reassuring ballast ratio and capsize 
figure. So with intelligent preparation, 
they could well make a reasonable 
bluewater passage. 

Stainless steel was inexpensive and 
popular in the 1970s, however, so be 
sure to have a very thorough marine 
survey, particularly of the likely failure 
spots such as the rig, chainplates, keel 
bolts, rudder stock, and other stain-
less-steel fittings subject to sea water, 
before you bid adieu to your friends. 
Better safe than sorry. Fair winds! 

 

 

 Ericson 29 Cal 29 Pearson 30 Sabre 28
Years built 1970-79 1970-78 1971-80 1970-86
LOA 27' 7" 29' 0" 29' 9" 28' 5"
LWL 22' 0" 24' 0" 25' 0" 22' 10"
Beam 9' 3" 9' 3" 9' 6" 9' 2"
Draft 4' 4" 4' 6" 5' 0" 4' 8"
Displacement 8,500 lb. 8,000 lb. 8,320 lb. 7,800 lb.
Ballast 3,900 lb. 3,350 lb. 3,560 lb. 3,100 lb.
LOA/LWL ratio 1.30 1.21 1.19 1.24
Beam/LWL ratio 0.42 0.39 0.38 0.40
Displ./LWL ratio 356.4 258.3 237.7 292.6
Bal./Displ. ratio 45.9% 41.9% 42.8% 39.7%
Sail area 404 sq. ft. 434 sq. ft. 444 sq. ft. 403 sq. ft.
SA/Displ. ratio 15.52 17.36 17.3 16.39
Capsize number 1.81 1.85 1.88 1.85
Comfort ratio 28.1 24.9 24.1 25.5

Sabre 28Pearson 30Cal 29Ericson 29



Hawaiian 
tradition
For a group of Air Force wives,  
it’s been 43 years of learning to sail

by Amy Cawvey

A LOVE OF SAILING AND THE SEA 
brought a group of women 
together in 1961, and the group 

they founded has been going strong 
ever since. This group, the Wet Hens, 
is made up of military wives who 
volunteer their time to teach sailing to 
other women associated with the mili-
tary. Classes are open to women in 
all branches of the service in Hawaii. 
Hickam Harbor on Hickam Air Force 
Base in Hawaii offers beautiful tur-
quoise water surrounded by a protec-
tive reef, the background of Diamond 
Head, and steady trade winds. It’s a 
perfect place to sail. 

Sailing is just what 10 women 
decided to do in 1961. At that time, 
no sailing classes were offered for 
those of the female gender. One 
sailor offered to change the situation. 
Papa Lou Foster had been brought 
to Hickam by the Air Force in 1957 
to design the marina there. He and a 
few dedicated watersport enthusiasts 
built the marina using funds accumu-

lated from the profits of the base PX, 
theater, and similar operations. Papa 
Lou’s philosophy was that in order to 
keep military personnel happy, their 
families needed to be happy too, espe-
cially when stationed far from home. 
Because there was a need, he taught 
the women to sail.

When I took my first sailing class 
from the Wet Hens, I had never 
stepped onto a sailboat. The Wet 
Hens made me feel comfortable. My 
husband was serving a one-year tour 
in Korea. The Wet Hens provided me 
with a great deal of support while he 
was gone. Before long, I was having 
so much fun I didn’t even realize I was 
learning. Through my association 
with the group, I have developed a 
love of sailing and many friendships I 
will have the rest of my life.

Provided support
During a recent class, many students’ 
husbands were also deployed for Op-
eration Iraqi Freedom, which started 
during our 10-week course. The class 
provided support and improved their 
morale during this rough time. When 
Papa Lou taught a few women to sail 
in 1961, he never dreamed that the Wet 
Hens organization would be just as 
important to military wives more than 
40 years later. To date, a total of 1,700 
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Author Amy 
Cawvey, Tammy 
Ward, and Izzy 
Koye on a Holder 
14. Below, the 
Rhodes 19, 
christened in 1971 
by group members 
as Wet Hen, glides 
across a Honolulu 
backdrop. 

Continued on Page 61
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Compression, then, is the key to a successfully operat-
ing diesel, and to meet the stresses of this compression a 
diesel engine must be built stronger and with closer toler-
ances than a gasoline engine. This increases the weight 
and cost of a diesel engine over a gasoline engine of simi-
lar horsepower.

Little maintenance
Diesel engines have a remarkably long life and reliability 
and require very little maintenance. But that minimum 
maintenance is of utmost importance in sustaining their 
long, trouble-free life span. A diesel requires clean fuel, 
clean lubricating oil, and a clean air supply. Owners of die-
sel engines should be almost fanatical in making sure these 
cleanliness standards are met; otherwise, the result is 
shorter trouble-free operating hours and expensive repairs. 

The injector on a diesel engine is the most precisely 
built, expensive, and critical component in the engine. 
Even microscopic amounts of dirt, water, or bacteria 
in the fuel supply can ruin the injectors and score the 
engine’s cylinders and pistons. Clean fuel, treated with a 
biocide, filtered while filling the tanks, and filtered again 
by regularly changed primary and secondary filters, is a 
requirement that can’t be neglected. It has been estimated 
that 90 percent of all diesel engine problems are the result 
of contaminated fuel, so maintaining a clean fuel supply is 
one of the most important jobs for the diesel owner.

A little tender loving care brings longer trouble-free life
by Don Launer

piston at 
the bottom 
of its stroke

piston  
at the  

top of its 
stroke
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V1

V2

The high compression of 
a diesel engine, the ratio 
of V1:V2, creates the heat 
necessary for ignition of 
the fuel.

DIESEL ENGINES ARE NOW THE ENGINES OF CHOICE FOR 
auxiliary sailboats, and with good reason. They 
have a superior record of reliability, use a safer fuel, 

produce fewer hazardous exhaust pollutants, have better 
fuel economy, and are nearly immune to the moisture that 
plays havoc with the complicated high-voltage spark-plug 
system of their gasoline counterparts.

Even though, in many ways, the operation of a diesel is 
easier to understand than that of a gasoline engine, many 
owners tend to look at it as mysterious. But with a basic 
understanding of its operation, coupled with tender lov-
ing care, a diesel auxiliary engine can provide years, or 
decades, of trouble-free service. 

 When Rudolf Diesel first patented his namesake in 
1892, it was a revolutionary idea in internal combustion 
engines. His engine used the principle of auto-ignition of 
the fuel. The idea of his engine, based on the work of Eng-
lish scientist Robert Boyle (1627-91), was that you could 
ignite the fuel in the cylinder from the heat produced by 
compressing the air inside the cylinder. In modern diesel 
engines this compression is usually in the range of 16:1 to 
23:1; that is, the air in the cylinder is compressed to 1⁄16 to 
1 ⁄23 of its original volume. This raises the temperature of 
the air in the cylinder to between 800 and 1,000˚F. At that 
point, diesel fuel is sprayed into the cylinder through an 
injector. Since diesel ignites at about 500 to 660˚F, it will 
immediately catch fire.
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Clean lubricating oil is 
also essential. Lubricat-
ing oils for diesel engines 
have a prefix “C” (“com-
pression” is a good memory 
aid), while gasoline lubricat-
ing oils use the prefix “S” 
(“spark” is a good memory 
aid). Using the correctly 
labeled oil in a diesel and 
changing it frequently are 
vitally important. Changing 
the oil often, while the oil is 
hot, is a job that should be 
done more often than in a 
gasoline engine.

Accelerated wear
And don’t neglect the air fil-
ter. If dust particles pass through a 
ruptured air filter, they can score the piston and cylinder 
walls, accelerating wear and resulting in costly repairs. To 
prevent a ruptured air filter, it should be changed in accor-
dance with the engine manufacturer’s schedule.

Diesel engines like to work under a load. Operating a 

diesel under low load, such as running the engine for just 
charging the battery, creates more carbon than normal. 
This carbon then gums up the piston rings and coats the 
valves and valve stems. With little load, the engine runs 
cool and water condenses inside the engine, combining 
with sulfur in the diesel fuel, and resulting in sulfuric acid 
that attacks the engine’s internal surfaces. So, low-load, 
low-temperature running should always be avoided .

But even for well-maintained diesels, after years or 
decades of operation, cylinder walls and piston rings even-
tually become worn and fouled with deposits, and internal 
parts become attacked by acids, so that they no longer 
make a good seal. Valves and valve-seats also become pit-
ted and fouled and don’t seal properly. Thus, it becomes 
much more difficult to get the compression necessary to 
create the required heat for ignition, especially when the 
engine block is very cold and rapidly saps away this heat. 
Injectors also will have become worn and inefficient, 
compounding the problem. For the owner of an old diesel, 
difficulty in starting, especially in cold weather, is usually 
a harbinger of some major repair problems.

Nevertheless, in exchange for regular care with the fuel 
supply, lubricating oil, and air intake, your diesel auxiliary 
will repay you with long years of reliable and trouble-free 
service. 

The injector sprays fuel into the cylinder 
at an incredible pressure of between 1,500 
and 5,000 pounds-per-square-inch  
(depending on the injector type).

27%  
heat loss 

through 
exhaust

10% 
heat lost in friction, 

radiation, etc.

27% 
Heat lost to 

cooling system

36% 
useful power 
output

The average diesel has an efficiency of about 30 to 40 percent. Although this may 
seem low, diesels have a considerably higher efficiency than the 25- to 35-percent 
efficiency of gasoline engines.

Layout and illustrations by Ted Tollefson

diesel 
fuel

nozzle valve
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Soft ’scapes by Alan Eddy
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W HEN KAREN THORNDIKE SAILED 
into Hobart, Tasmania, in the 
late 1990s she was greeted 

as a hero. She’d just completed the 
longest leg — 96 days — of her world 
circumnavigation. 

Suddenly, well-wishers showed up, 
clinging to her like barnacles to an 
unpainted bottom. Relishing the warm 
reception extended by locals, yachties, 
politicians, and reporters, Karen felt 
the deep satisfaction that, at last, 
people were taking her seriously 
 . . . that her goal of entering the Guin-
ness Book of Records wasn’t a meno-
pausal delusion. 

Karen wasn’t a sailing wife or a 20-
something looking for adventure, but 
rather a mid-50s woman aiming to be-
come the first American female to sail 
solo around the five capes. A woman 
who’d not set foot on a sailboat before 
age 39. A woman many had dismissed 
as a dreamer. 

When I met Karen on Amelia, the 
faithful steed that carried her around 
the globe, her framed Guinness cer-
tificate was screwed to a bulkhead. 
The 36-foot Rival, a fiberglass yacht 
built in Great Britain, was loaded 
with gear, and her re-stitched backup 
sails were stacked on a settee. Karen 
is short, with cheerful blue eyes and 
blond ringlets. Her stature makes 
you wonder how she continuously 
hoisted and lowered the sails, reefed 
them, climbed the mast, made repairs, 

checked and rechecked the rigging 
and gear. 

While performing these tasks, she 
also cooked, ate, slept, kept watch, 
washed, dried rain- and sea-soaked 
clothing, ensured the batteries were 
charged, wrote email messages, and 
eternally watched the barometer to 
divine the weather ahead. Her months 
of days and nights were punctuated 
by squalls, gales, and storms. Reading 
her logs gives clear answers to a com-
mon question: just what do bluewater 
sailors do while crossing oceans?

Nine-month estimate
When Karen left San Diego on August 
4, 1996, she estimated her 33,000-mile 
journey would take about 9 months. 
When she triumphantly re-moored 
Amelia at the San Diego Yacht Club, 
2 years and 2 weeks had passed. Why 
did the circumnavigation take almost 
three times as long as expected? Kar-
en’s passages show that, as in the old 
sailing ships of yore, once we set sail 
and leave the confines of our sched-
uled, controlled, and time-restricted 
lives, the sea, wind, and waves take 

Salute  
to  
Karen 
Thorndike
An interview with  
the first U.S. woman  
to sail solo around the world

by Marianne Scott

Home once again in 
Everett, Washington, 
world circumnavigator 
Karen Thorndike 
has resumed her 
film editing career. 
Amelia is a cozy haven 
belowdecks. On facing 
page, Karen arrives in 
Hobart, Tasmania.
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charge and impose the timeline.
The first part of her voyage — San 

Diego to Hilo, Hawaii — took 23 days. 
Before leaving, Karen had created a 
website and, through her laptop and 
Inmarsat C System, sent and received 
messages each day, weather permit-
ting. Friends and schoolchildren from 
around the world monitored her elec-
tronic logs, asked questions, and sent 
encouragement. The electromagnetic 
waves often comforted Karen when 
she confronted mammoth waves and 
helped her cope with the loneliness of 
solo sailing. The log also reveals Kar-
en’s self-deprecating humor and occa-
sional wry turn of phrase. Instead of 
telling readers, “it’s gray and drizzly,” 
she writes, “there’s no danger of get-
ting sunburned.” She dubs the flying 
fish expiring on her deck “high-seas 
road kill.” She explains that GPS does 
not stand for “gray plastic sextant.” 

But the log also demonstrates that 
offshore sailing can be most unglam-
orous. During the first leg, her engine 
transmission acted up, requiring seri-
ous repairs in Hilo. She had a “strange 
encounter” with a freighter (she calls 
them BOSS, for Big Oncoming Steel 
Ship), which altered course to paral-
lel hers and then stopped to watch 
her sail away, without responding to 
her radio calls. The Aries windvane 
continually disconnected. Conflicting 
winds “battled over the same piece of 
ocean, creating crummy nights.”

Four weeks to Tahiti
After transmission repairs were made 
and Karen received a Hawaiian bless-
ing bestowing “way good luck,” she 
spent four weeks sailing to Papeete in 
Tahiti. She had problems with lumpy 
seas, nasty swells, a failing water 
pump, and a seized exhaust valve. 
She discovered what it meant to be 
in the doldrums. She marveled at the 
flinty sharpness of tiny salt grains, “I 
swear the stuff could scratch dia-
monds.” Crossing the equator earned 
her the designation “shellback.” Then, 
delighted, she found “French bread, 
French wine, and French perfume” at 
the Papeete quay.

Rounding Cape Horn was next and 
Karen vowed to revive the ancient 
maritime custom of installing a single 
earring to commemorate the event. 
She arrived in the Falkland Islands 
58 days after lifting anchor in Tahiti. 

Endlessly buffeted by 50-knot winds, 
20-foot waves, rain, and lightning, 
Karen’s flu bug led to extreme fatigue 
and dehydration.

 In her log, she wrote, “A potent 
storm was forecast for February 2 and 
when it hit, I had not eaten for 4 days 
and had slept very little. The storm 
struck hard and fast and, within the 
hour, built to 50 knots. I stopped 
looking at the wind meter when it hit 
60 knots. My storm jib wasn’t small 
enough to use as a steering sail, and I 
had to hand-steer through the worst 
of winds and seas. It rained so hard it 
hurt. With bare poles, the boat aver-
aged 8 to 9 knots. I’d get the steering 
set and go below, and soon Amelia 
would lose control and go broadside 
into the waves. I’d dash on deck and 
get her downwind again. At one point, 
I experienced terrible chest pains and 
feared I was having a heart attack. 
Combined with fatigue, I didn’t think 
I’d live through it so I sent a distress 
call by Comsat E-Mail to [my friend] 
John Oman in Seattle.” 

 Karen was lucky. She was still 
close enough to the Falklands, an over-
seas territory of the United Kingdom, 
that escape from her predicament 
was possible. John Oman immedi-
ately telephoned the Falklands (the 
storm had knocked out the lines) and 

During that two-month pas-
sage, Karen realized that 
“solitude is a great place to 
visit but not to stay.” Her 
log relates the day-to-day 
survival issues of bluewater 
passaging — including many 
35-plus-knot winds — al-
though her funny bone pops 
up regularly. In the horse lat-
itudes (between 25 degrees 
and 35 degrees south, where, 
because of freshwater short-
ages, sailing ships once 
tossed livestock overboard), 
she reports she “hasn’t had 
to throw any horses over-
board yet, but they’re getting 
on my nerves.” 

Port Stanley in the 
Falklands is perhaps the 
only place on earth where 
windmills could provide all 
electrical needs. The winds 
blast continually and even 
moored boats are often 
tossed around, so Karen 
used 10 lines to secure Amelia to the 
dock. But she saw penguins, pierced 
her left earlobe, and met “amazingly 
kind and generous” people. Getting 
ready for the next, and longest, leg 

across the wild Indian Ocean required 
repairs, recaulking, and new gaskets. 
While working on the boat and provi-
sioning for the months to come, Karen 
wondered which among her “moldy 
clothes” would be suitable for dinner 
at the Governor’s house.

Left in midsummer
Karen departed the Falklands on 
January 29, 1997, in the middle of 
the southern summer and ran smack 
into trouble. In those latitudes (about 
51°S), summer doesn’t mean warm 
weather or fair winds. Karen had 
caught a “touch of the flu” in Port 
Stanley and, as the anemometer read-
ings climbed, so did her temperature. 

“ ‘For me, sailing 
is like a disease for 

which I haven’t found 
a cure.’ ”

“You must do the thing you think  
you cannot do.” — Eleanor Roosevelt
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then called the United Kingdom Coast 
Guard. Thus, shortly after Karen’s SOS, 
the HMS Norfolk received the search 
and rescue notice. The 400-foot, Brit-
ish Duke Class missile frigate was 250 
miles south of Amelia and steamed to-
ward her at 22 knots while maintaining 
contact with John Oman, who received 
updates from Karen every 2 hours. 
The next morning, the frigate reached 
the sailboat. Karen gratefully watched 
the tender coming across, with three 
men and one woman “to pluck me off 
at great risk to themselves. They all 
faced danger, as the small sea boat and 
Amelia were crashing into each other 
during the rescue.” She explains that 
sailors should be wary of asking for 
help because it often puts the rescuers 
at risk. “But,” she grins, “should such 
an unfortunate situation occur, I highly 
recommend being close to a British 
Navy vessel.”

Sailed back
Although safely aboard the frigate, 
Karen fretted about Amelia’s fate. 
“I’d been told,” she recalls, “that if I 
couldn’t return to the yacht and if the 
volunteers couldn’t sail her back for 
me, the Norfolk would be obliged to 
sink her.” Captain Peter Hudson, after 
receiving permission from the British 
Government (he had questions about 
liability), asked for volunteers to sail 
Amelia back to Port Stanley. Forty 
offered — four went aboard to rescue 
the vessel, while the Norfolk delivered 
Karen to the Falklands. There she was 
diagnosed as having angina pectoris, 
a condition that triggers severe chest 
pains when blood flow to the heart is 
restricted. Karen flew to Seattle for 

or. Although her father had a keen in-
terest in all things marine, his health 
kept him off boats. In the early 1960s, 
Karen enrolled at the University of 
Washington studying marine biology 
and communications. She wanted to 
be a photographer but found the cost 
of professional equipment beyond her 
reach. After learning about film, she 
edited a weekly ski show for several 
years, experience that eventually led 
to her becoming a film editor and 
negative cutter. She’s also held posi-
tions as a script continuity supervisor 
and has worked for television shows 
like The Fugitive and Northern 
Exposure. During her off-hours, she 
favored hiking and climbing, scaling 
mountains like Rainier and Baker. 
But, one day, after a long tramp near 
Cape Scott on Vancouver Island, she 
crested a hill and peered down into a 
cove, where a white gleaming yacht 
swung at anchor. “Gee,” she mur-
mured to herself, “there are better 
ways of getting here.”

Changed her life
This small epiphany changed her life. 
She signed up for sailing lessons with 
Wind Works Sailing Center in Seattle, 
then crewed on other people’s boats. 
Karen raced evenings and weekends. 
She participated in Swiftsure Interna-
tional Yacht Races. She was a member 
of the first all-female crew racing the 
Vic-Maui. She got still more offshore 
experience bringing boats back from 
Hawaii. “I’ve scraped and painted my 
share of bottoms too,” she laughs. 
“For me, sailing is like a disease for 
which I haven’t found a cure. The old-
time sailors had a saying, ‘It’s easier to 
swallow the anchor than to turn your 
back upon the ocean.’ ”

Karen’s apprenticeship lasted a 
dozen years. She put off buying a boat 
of her own until she had a specific 
voyage in mind. “I wanted one true ad-
venture in my life, and I wanted it to 
be sailing. But it was hard financially 
— I just didn’t have enough money, 
nor did I know what boat I wanted.” 
But she was unwavering in her goal. 
She bought a historic building in 
Snohomish and remodeled and sold it. 
Profits in the bank, she began shop-
ping for a boat in 1994, telling yacht-
brokers she desired a 36- to 38-foot 
boat, preferably steel, but fiberglass 
might serve. Not wood. 

“They probably get a lot of people 

medical treatment and recovery. Six 
weeks later, she returned. “I badly 
wanted to leave the Falklands. It was 
winter, cold, snowing. The winds just 
howled, and there were only semi-
good places to tie up. Some folks 
recommended I go to Uruguay. But a 
friend advised me to winter in Argen-
tina, and in the end I went there, to 

Mar del Plata. It was a great place and 
the people were wonderful.” 

After spending nearly 6 months 
in that city, Karen left for Tasmania 
on November 1, 1997, a 96-day voy-
age during which she would pass the 
next three capes: Cape of Good Hope; 
Cape Leeuwin south of Perth, Austra-
lia; and South East Cape in Tasma-
nia. She experienced bigger storms 
than those off the Falklands; wor-
ried about her cockleshell in the vast 
ocean, but enjoyed the albatrosses, 
petrels, dolphins, and bioluminescent 
krill; changed her sails incessantly; 
grew bored with her canned beans. 
She vowed her next circumnavigation 
would not be solo.

Karen did not grow up to be a sail-
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“They [the 
yachtbrokers]  

patronized me: 
everyone knows 

women can’t sail, 
don’t like to sail.”



“She tried to get 
insurance, but 

despite her four trips 
to Hawaii and the 
10 deliveries back, 
she was deemed 
uninsurable.” 

saying, ‘Oh, I’m looking for a boat to 
singlehand around the world.’ They 
all looked at me and said, ‘Sure, sure,’ 
and never asked me about my expe-
rience. They patronized me: every-
one knows women can’t sail, don’t 
like to sail. Without exception, these 
brokers showed me just the boats in 
their inventory, ones that were totally 
inappropriate: too big or with huge 
windows. ‘This is the perfect boat for 
you and your boyfriend or husband, 
blah, blah, blah.’ They really didn’t 
take me seriously.” Karen juts out her 
chin when remembering their con-
descending manner — she has not 
forgiven them.

Found her boat
Then, almost accidentally, she found 
the Rival cutter for sale at Shilshole, 
Seattle, a boat with 40,000 offshore 
miles under her bottom without hav-
ing developed stress cracks. Karen re-
named her Amelia, after the intrepid 
Earhart. She changed the rigging, 
loaded five anchors, added a life raft 
and EPIRB, stowed more than 300 pa-
per charts, and ordered an additional 
set of sails. She did not make changes 
to accommodate her size or female 
strength. 

“My only problem was the previous 
owner who, at 6-foot-4, set the mast 
steps for his long legs, but I thought, 
‘Hey, how many times will I have to 
climb the mast?’ ” (Several times, as it 
turns out.) She tried to get insurance, 
but despite her four trips to Hawaii 
and the 10 deliveries back, she was 
deemed uninsurable. “Many magazine 
editors — especially the men — said I 
would never make it.”

When Karen reached Tasmania, 
any public doubts about her capabil-
ity and persistence had vanished. She 
stayed 6 weeks, enjoying the intense 
sailing interest Hobartians exhibit, 
recuperating from the 3-month solo 
sail, repairing the windvane, and 
tending to the engine. After having 
passed South West Cape, the fifth and 
last on her circuit, she arrived in tran-
quil Dunedin on New Zealand’s South 
Island. From Dunedin, she sailed east 

stituted a Karen Thorndike Day. Many 
other honors followed, including be-
ing named Seattle Post-Intelligencer 
Sports Star of the Year and winning 
the Cruising Club of America’s Blue 
Water Medal and 1998 Circumnaviga-
tion Awards.

Since her return to Seattle, Karen 
has resumed her film editing career, 
but the global sail has not stopped 
influencing her life: “I am more at 
peace and satisfied. I don’t feel a need 
to prove myself to others. I wish I’d 
experienced that complete solitude 
long ago because it makes you search 
inside yourself and resolve what’s 
truly important in your life.” She’s co-
authoring a book called Absolute Will 
about her experiences. She speaks to 
kids, to Rotarians, and at conferences 
about the psychology of achieving. 
She’s keeping the boat and dreams of 
sailing to South Georgia Island near 
the Antarctic Circle — maybe this 
time with a man who understands 
engines. “If only I were 30,” she sighs, 
“I’d be gone in a flash. 

“When you first go offshore, you’re 
afraid,” she says. “I was afraid of the 
Southern Ocean storms. During those 
first storms I was overwhelmed with 
fear, wondering what would happen 
to my poor old boat. When big waves 
crash against you, it sounds like a 
freight train rams the yacht. It’s total-
ly shocking. But then I’d lean back in 
the cockpit and get that sense of won-
der, that feeling I was a guest, floating 
in a world that no one owns, a world I 
was privileged to experience.” 

staying between 35° and 40°S and 
then turned north to Tahiti, arriving 
30 days later. After weeks of cooking 
out of cans, it was great fun to dine at 
the “roulottes” selling pizza, Chinese 
food, steak-frites, and crêpes. She felt 
quite at home disembarking again in 
Hilo, Hawaii, nearly 4 weeks later, a 
place where she could easily repair 
the roller furling that had split apart. 
To set the Guinness record, only one 
last passage — Hilo to San Diego 
— beckoned. Birds resting aboard, 
much floating debris, and several 
cockroach families kept Karen com-
pany. As always, her humor sparkled: 
“At least the cucarachas are the small 
ones and not the giant kind that move 
the furniture.”

Her own day
The winds were light, so Karen moved 
slowly, taking 35 days to reach San 
Diego, a city that proclaimed “Karen 
Thorndike Day, First American Wom-
an to Circumnavigate the Globe” after 
she arrived. The cities of Coronado, 
Port Angeles, and Snohomish also in-

Amelia, Karen’s Rival 36 cutter built in 
Great Britain, on facing page. Karen 
prepares for departure in Mar del 
Plata, Argentina, at left. An auto-
graphed sail is shown in foreground.
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P UBLISHERS ARE PUPPETEERS. WRIT-
ers are marionettes. On a sum-
mer day in 2001, I had a call 

from Doug Gibson, of McClelland and 
Stewart, who modestly style them-
selves “The Canadian Publishers.”

“What are you writing?” he asked.
“A novel.”
“Admirable,” said Doug. “But what 

about non-fi ction?”
“Nothing.”
“But surely you have a book you’d 

like to write.”
“Nope,” I said.
“Come, come,” said Doug. “You 

must have something in the back of 
your mind.”

“Well,” I allowed, “I’ve just put an 
engine in our boat, and it has occurred 
to me to sail her to the Bahamas via 
the Intracoastal Waterway and write a 
book about that.”

“Sailing Away from Winter!” cried 
Doug. “Great! Who’s publishing this 
book?”

“It’s not a book,” I protested. “It’s 
just a foggy fantasy.”

“I’m going to make you an offer you 
can’t refuse,” he declared, and he did. 
If you’re getting paid for sailing, resis-
tance is futile. I agreed to cast off in 
July 2003 and submit a manuscript the 
following spring.

An alarmed wife
My wife, Marjorie, evinced some alarm.

“Beloved, Silversark is wonderful,” 
she said sweetly, “but she is, um, very 
small. She has 5-foot 1-inch headroom 
and 20 square feet of living space. It 
would be like spending a year in a 
piano box.” 

Darn. Our beloved 27-foot cutter 
was designed for crossing oceans, but 

not for living aboard. She does have a 
reliable engine, a double berth, good 
social space, a well-planned galley, a 
comfortable cockpit, shallow draft, 
and two tables, so two writers could 
set up their laptops separately. But she 
lacks headroom, a shower, refrigera-
tion, and such electronic niceties as 
radar and autopilot.

Furthermore, I have long believed 
that an intelligent sailor in Nova Scotia’s 
climate would have an enclosed steer-
ing station and a furnace. Only people 
who go to sea for pleasure would insist 
on a helm drenched by the cold, wind-
driven rain, and spray. Only a chowder-
head would cruise Nova Scotia without 
heat, as I did for 17 years. That’s why 
yachts haul out in October, while our 
fi shermen sail all winter.

I checked the web. Yachtworld.com 
listed 51,580 yachts offered for sale 

In search of 
comfortable 
cruising    

A boating author falls in love with
     “an exceedingly odd boat”

by Silver Donald Cameron

Pumpkin, a Viksund MS-33, was soon 
renamed Magnus and outfi tted to explore the 
East Coast from Nova Scotia to the Bahamas. 
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by 1,499 brokers — and just 130 were 
pilothouse sailboats between 32 and 
38 feet. Almost all were too big, too 
small, too awkward, or too expensive. 
They were located in Greece, Slovenia, 
Norway, and Thailand. A few were in 
New England and Ontario. One looked 
perfect — a 34-foot Westerly Vulcan, 
located in Newfoundland. Alas, she 
was apparently the only Vulcan in 
North America, and another Nova Sco-
tian had already bought her.

In desperate shape
After a few weeks, I discovered British 
Columbia. Happily, British Columbia 
was in desperate shape. Fishing, lum-
bering, and mining had all tanked at 
once. A new government was slashing 
jobs and services. British Columbians 
were not dreaming of buying yachts. 
They dreamed of avoiding bankruptcy.

The web described several afford-
able pilothouse vessels in B.C., in-
cluding a beautifully finished 35-foot 
Endurance cutter named Yucatan. 
B.C. sailors would call her “skookum” 
— strongly built, powerful, substantial. 
She had all the features we wanted. 
A salty B.C. friend scrutinized her 
and loved her. The broker answered 
endless questions satisfactorily. The 
shipping cost would be daunting, but 
we factored it into our offer. The owner 
accepted. Our credit union authorized 
a truly skookum loan. In late April we 
flew west.

Yucatan was splendid, even better 
than we had hoped. But she had an 
astounding, utterly unexpected flaw. 
From the inside helm, the helmsman 
could see the bow of the boat and little 
else.

“Well, you can’t see out of most pi-
lothouses,” shrugged the surveyor. But 
what’s the point of “inside steering” if 
you can’t actually steer from inside? 
We withdrew our offer.

A good sailor always has a Plan B. 
There were hundreds of boats for sale 
in B.C. For 2 weeks we prowled the 
coast from Anacortes, Washington, to 
Halfmoon Bay, British Columbia.

We did find vessels with usable 
pilothouses. But the enchanting Pacific 
Pilot was no larger than Silversark. 
The pilothouse of the New Bombay 
Clipper 31 seemed flimsy, and the inte-
rior was inflexible. The elegant Truant 
37 was too expensive. The North Sea 
34 was a workmanlike boat, plain, spa-
cious, and simple. But her interior was 

finished with gray fuzzy stuff called 
“mouse fur,” and enormous clouds of 
smoke billowed from her exhaust.

A new focus
We moved our focus to center-cock-
pit yachts with fixed dodgers and 
aft staterooms. The Warrior 35 was 
profoundly tired. The Pacific Seabird 
37 had an ungainly forward cabin. 
The Finnsailor 29 was small, well-de-
signed, impeccably maintained. But 
with her stubby rig and shallow keel, 
she would sail like a 45-gallon drum.

We located a center-cockpit Bucca-
neer 320 up the coast, built by Bay-
liner, the powerboat manufacturers. 
Not an inspiring pedigree. Her name 
was Morning Wind. Think about that. 
The Melancholy Slav who owned her 
would not fax us the particulars. We 
approached her with low expectations.

“This ees a trragedy,” declared the 
Melancholy Slav, unlocking her. “My 
vife cannot sail, and I have injured 
my back. So my future ees not on the 
ocean. But I luff thees bot.”

Small wonder. She was designed by 
the brilliant William Garden, and she 
had a more ingenious, livable interior 
than one would think possible in 32 
feet. A private stateroom forward was 
followed by a lounge stretching right 
across the boat. To starboard, beside 
the companionway, was a full-sized 
head and shower. To port a passage-
way led to an aft cabin with a full-
sized double berth and a second head. 
The passageway contained the galley 
and also gave generous access to the 
diesel. She was well-priced and well-
equipped.

True, she was high-sided and boxy. 
Practical Sailor once cruelly com-
mented that these boats look like layer 
cakes on the water, and they are only 
tolerable sailers. But her insurmount-
able problem was the Melancholy Slav 
himself. He had two surveys, and he 
would not permit another. Nor would 
he arrange a sea trial.

Protecting her name
“I have to save the name of my boat 
from smear,” he explained in an email. 
“Evil rumors will go around the coast if 
the boat keeps going up and down the 
ways without selling or out to sea for 
trials and don’t sell.”

“You see what’s happening?” said 
Marjorie. “He luffs this boat. He 
doesn’t vant to sell it. He’ll put up one 

The New Bombay had a flimsy 
pilothouse and inflexible interior.

The North Sea 34 was full of “mouse 
fur” and had suspicious exhaust.
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Vision from the helmstation was nearly 
impossible on the Endurance cutter.

The Warrior 35 proved to be profoundly 
tired.
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obstacle after another until we quit. 
So let’s quit now.”

We flew home to Nova Scotia.
“Morning wind and mouse fur,” said 

Marjorie. “It’s been an education.”
We had intended to spend the sum-

mer of 2002 in shakedown cruising 
aboard our new boat. Instead we con-
tinued to trawl the web and prowl the 
boatyards. The LM-32 was lovely, but 
pricey. The Colvic Victor was sold. The 
Gulfstar 36 and the steel-built Fisher 
knock-off both had clumsy interiors. 
An acquaintance suggested I call King 
Nener, a retired airline pilot with a 34-
foot Dutch-built Rogger motorsailer. 
Nener’s health problems had kept 
Seeboll on the beach for 3 years, but 
he utterly refused to sell.

“I don’t need the money,” he said. “I’d 
only lose it on the stock market. Also, I 
subscribe to the belief that he who has 
the most toys when he dies, wins!”

But he applauded my impulse. See-
boll, he said, was seakindly and easy 
to handle. With a fair wind, the big 
roller-furling genny shoves her along 
at 6 knots. And otherwise?

“Forget about going to windward,” 
Nener smiled. “There’s an old saying:  
‘Gentlemen do not beat to windward. 
That’s what Mr. Perkins is for!’”

A motorsailer, it appears, is an 
elderly gentleman’s easygoing boat. 
Did it follow that I was morphing into 
an elderly gentleman? Oh, all right, it 
did. But where would I find an elderly 
gentleman’s boat?

Only a few imported
During the heyday of fiberglass boat-
building, motorsailers were built main-
ly in Europe and on the West Coast, 
for sailors in cold, blustery waters like 
the North Sea, the Baltic, and Alaska. 
Only a few were imported into eastern 
Canada. Which brings us to an idiosyn-
cratic German we’ll call Horst.

Horst imported Seeboll when he im-
migrated to Nova Scotia in the 1970s. 
(The Old German name means “lump-
fish.” Horst had the soul of a poet.) In 
1984, he sold Seeboll to King Nener 
and bought Seeboll II — the very same 
Westerly Vulcan that captivated me 
months before. Neither Seeboll was 
for sale, and Horst bought no more 
motorsailers. Eventually he gave up 
sailing altogether, says King Nener, 
and bought “floating streetcars with 
huge engines.”

We found a Finnish-built Nauticat 
33 lying neglected on Nova Scotia’s 

South Shore, but — like Morning Wind 
— Moomintroll was only nominally for 
sale. Her owner, Chops Viger, cheerful-
ly conceded that he was poorly moti-
vated. He had set his price. If I wanted 
to pay it, fine. If not, not. Good-bye.

There’s a pattern here. Motorsailer 
owners hate to sell. And there’s a 
certain poignancy in this. Motorsailer 
owners are independent spirits — pi-
lots, professionals, entrepreneurs. 
They march to their own drummers. 
They don’t care if the high-testoster-
one crowd at the yacht club bar scorns 
their boats as “not real sailboats,” and 
they’re not saving for the future. This 
is their future. They can generally af-
ford to leave their boats on the beach 
for years, if need be. They love sailing, 
and they don’t want trawlers, but they 
do want more comfort than a tradi-
tional open-cockpit sailboat provides. 
So they buy motorsailers — and when 
they can’t sail anymore, they just furl 
the sails and motor.

They’re realists. They know their 
motorsailers are their last boats. Sell-
ing will mark the end of one of the 
great joys of their lives. Their heads 
say “sell,” but their hearts rebel.

Pain of leaving
What I see here — and honor — is 
the love of boats and the sea, and the 
pain of leaving it behind. Wind in your 
face, the roar of the bow wave, a ham-
mered silver sea. If you don’t have to 
kiss it good-bye, why should you? I 
will be exactly the same when my turn 
comes.

But it wasn’t my turn yet. And I still 
wanted a motorsailer.

In September, a curious boat 
named Pumpkin surfaced on the web, 
a Viksund MS-33 built in Norway in 
1973. Never heard of a Viksund? Nei-
ther had I. But mid-September found 
me standing on a wharf near Detroit, 
cell phone to my ear.

“She’s an exceedingly odd boat,” I 
said.

“So she’s off the list?” Marjorie 
asked glumly.

“Not yet,” I said. “We’ll talk again 
after I sail her tomorrow.”

Pumpkin had all the essentials, 
and what she lacked could easily be 
added. She was heavily built, with 
deeply molded non-skid, a hefty rub-
ber rubrail, a stout canvas dodger, 
handrails everywhere. Her mizzen 
mast was mounted on the aft cockpit 
bulkhead, and her wheel on the for-

“Never heard of a 
Viksund? Neither had 
I. But mid-September 
found me standing on 
a wharf near Detroit, 
cell phone to my ear.” 

Pinta, a Pacific Seabird 37, had an 
ungainly forward cabin.

The Bayliner Buccaneer 320, Morning 
Wind, was for sale but not for sale.

The Nauticat 33, Moomintroll, was only 
nominally for sale.
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ward one, leaving the spacious center 
cockpit clear and open. Like other 
Scandinavian boats, she had a canoe 
stern. Her two short masts carried a 
low-aspect ketch rig. Her only exterior 
wood was the bowsprit, the cabin 
doors, and the flagstaff.

But she was an exceedingly odd 
boat.

Her inside steering was far up at 
the front of her house, behind a car-
type windshield complete with wipers. 
Her working jib hung inside a canvas 
sausage, while a strangely-shaped 
sailbag in the rigging contained the 
genoa. Her trapezoidal portlights 
may once have been thought stylish. 
Her cockpit boasted two bar stools 
and a picnic table. Her afterdeck was 
crammed with anchors, fenders, fish-
ing-rod holders, man-overboard gear, 
and unused pinrails.

Phlegmatically handsome
She looked stubby, functional, and 
seakindly. Handsome, even, in a 
phlegmatic manner. Still, if your taste 
in vessels was formed by the lean, 
feather-lovely lines of Nova Scotia 
schooners, Pumpkin would take some 
getting used to.

But then, the next morning, I went 
aboard with the owner.

I was stunned by her huge, airy 
interior. Two sets of upper and lower 
berths forward, and then a saloon 
with well over 6 feet of headroom 
— plus a big galley with fridge and 
freezer, a spacious convertible dinette, 
a sizable head and hanging locker, 
and excellent visibility from her inside 
helm. People could dance in the cock-
pit. Beneath it was a cavernous engine 
room with a little-used 35-hp Yanmar. 
Her roomy aft cabin provided a double 
berth and excellent access to her 
skookum steering gear. She was the 
only boat I had ever seen that seemed 
bigger inside than outside.

The more I looked at her, the more 
she looked like intelligence cast in 
fiberglass.

The Yanmar purred as we motored 
into Lake St. Clair. The wind whistled, 
and the racing sailboats were reefed 
and heeling. With all sails set, Pump-
kin surged out into the lake — rolling 
some, but scarcely heeling at all. She 
was more stately than sprightly, and 
in light winds she would be under-
powered. But in a lusty breeze she 
sailed very acceptably. She was not 
at all what I had in mind, but she was 

perfect for us — and affordable. Back 
on the dock, I called home. 

“Marjorie,” I said, “we’ve found our 
boat.”

Pumpkin arrived in Nova Scotia 
in early November — by truck. Two 
weeks later, Doug Gibson visited us 
to discuss the possibility that a book 
about the Gulf of St. Lawrence would 
precede Sailing Away from Winter, 
sending us north, not south, in 2003.

I led Doug to the boat shop. Climb-
ing aboard, he sat at the wheel and 
gazed through the windshield.

“Ahhh!” he said, smiling. It was 
all his fault, and he felt not a shred of  
remorse.

Silver Donald Cameron soon re-
named his new boat something more 
befitting: Magnus. He and Marjorie 
are enjoying their new boat in their 
home cruising grounds of Nova Sco-
tia. There are many more books yet 
to be written by this talented author. 
The next will, no doubt, feature Mag-
nus in a leading role. –Ed.
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ted, and hitched rides. We took notes, 
made lists, and compared opinions. 
We read books, studied magazines, 

and surfed the 
Internet. 

Learning on 
someone else’s 
boat is valuable 
experience. But 
eventually the 
need to call for 
that critical sail 
change, make that 
key tack, choose 
to lay anchor, or 
just decide to go 
home overpowers 
the need to learn 

under the steady hand of an experi-
enced sailor. Eventually, you need your 
own boat.

Chasing dreams

Il
lu

st
ra

ti
on

s 
by

 F
ri

tz
 S

ee
ge

rs

by Jeremy Keene

But the seed that was planted 
at that dock in Coeur d’Alene was 
nourished by sailing magazines and 
trips to the lake. 
The idea was still 
vague, though. It 
was like trying to 
make out a distant 
object in the fog. 
Then I picked up 
a copy of Cruis-
ing in Seraffyn, 
by Lin and Larry 
Pardey, and read 
it in one day. I told 
my wife, “If you 
don’t want to buy 
a sailboat after 
you read this book, I’ll never mention 
it again.” 

But she was hooked too, and the 
idea began to take shape. We set 
goals. We made a plan: in 10 years 
we’d gain enough experience and save 
enough money to sail for a year. Pipe 
dream? Maybe. But it changed the 
way we thought. We restructured 
our lives around the Plan. It be-
came the measure for all other 
decisions. A bigger house? A 
new car? Cable TV? Every 
decision was measured 
against the Plan.

The first step 
was getting some 
experience. 
We live about 
an hour from 
Montana’s 
Flathead 
Lake, the 
largest 
natural 
freshwa-
ter lake 
west of 
the Missis-
sippi. There 
are an active 
sailing communi-
ty and ample racing and 
cruising opportunities. It was the 
perfect way to get our feet wet. We 
haunted the marinas and wandered 
the docks. We rented, crewed, chat-

“We set goals.  
We made a plan:  

in 10 years we’d gain 
enough experience 
and save enough 

money to sail  
for a year.”

I REMEMBER EXACTLY WHEN IT ALL 
started. I was standing on a dock 
in Coeur d’Alene, Idaho, looking at 

a lonely sailboat. A light breeze tapped 
the halyards against the mast and gen-
tly rocked her in her slip. My 2-year-
old daughter toddled precariously over 
the water while my wife held the hood 
of her sweatshirt like a lifeline. 

It was a cool May morning. Low 
clouds hung over the lake waiting for 
the sun. It was a strange place to find a 
sailboat, landlocked at the foot of the 
Bitterroot Mountains on this beautiful, 
calm lake. But why not? I looked at the 
long, graceful lines of the boat. I imag-
ined the sound of the sails filling with 
air, the winches grinding, the boat be-
ginning to heel, the waves slapping the 
bow. The dream began quietly.

One and a half years later, we were 
in Port Ludlow, Washington, chas-
ing dreams. We were aboard a dirty, 
neglected little sloop with drooping 
lifelines and tired sails. Mussel shells 
littered the deck. The docklines were 
nearly chafed through. The mainsheet 
was sun-bleached and brittle. A winch 
was missing from the cabintop with 
only a broken chunk of plastic remain-
ing. Barnacles hung from the rudder. 
The brightwork was awash in peeling 
varnish. I didn’t even know where to 
begin. This boat hadn’t left the dock 
in years.

“It looked a lot cleaner in the pic-
tures,” my wife said, inspecting the 
thick green slime clogging the cockpit 
drains.

I had my clipboard, my flashlight, 
and my screwdriver. I had Don Casey’s 
book, Inspecting the Aging Sailboat. I 
had my checklist. I had no idea what I 
was doing. It was like trying to inspect 
the Titanic after it had already gone 
down.

Forgotten dream
This boat was too much like the oth-
ers — another forgotten dream, left to 
rot at the dock. We were disappointed. 
I was beginning to wonder if this was 
a good idea, buying a boat. So far it 
looked more like a project than a pas-
time. 



 www.goodoldboat.com 55

Intimidating task
Buying a boat is wildly intimidating — 
there are hundreds of used fiberglass 
sailboats to choose from. We wanted 
the perfect boat: something well built 
and seaworthy, comfortable but still 
respectable around the buoys, safe for 
a small child, manageable on a trailer, 
something we could afford. Throw in a 
thousand different opinions, brokers, 
delamination, dry rot, blisters, bottom 
paint, cored hulls, engines, and trail-
ers, and the task becomes a consider-
able challenge.

First of all, there is no perfect boat. 
It’s more like the perfect compromise. 
My wife swooned over spacious cab-
ins while I pointed out dumpy lines. I 
drooled over swept-back racing rigs 
while my wife pointed out the lack of 
a head. Slowly, as we refined our ex-
pectations — compromising speed for 
amenity, age for affordability — one 
boat emerged as the right boat for us.

And she happened to be for sale! 
She had a nice roomy cockpit, good 
lines, a workable sail plan, a comfort-
able cabin, a head, a small galley, and 
a trailer. But there were problems, too. 
She had an older inboard gas sail-
drive — which ran fine, as long as you 
cleaned the soot off the spark plugs, ac-
cording to the owner — but there was 
no alternator to charge the battery.

The price seemed high, but it was 
August, and the owner was making 
payments on a new, larger boat. If she 
was still for sale come Labor Day, he’d 
be motivated, and we’d be ready to 
make an offer.

Too late
A week before Labor Day he sold the 
boat. I kicked myself for not pulling 
the trigger. I felt like we’d missed a 
good opportunity. But my wife remind-
ed me that I’d be glad I didn’t have that 
old two-stroke stinking up my cabin.

We expanded our search, and on a 
cool October morning, we set off for 
Seattle, nearly 600 miles from home. 
The boats we saw resembled the 
dream in form, but failed to deliver 
in person. The brokers were excited 
to sell us a sailboat, but not about the 
idea of sailing. One told us he didn’t 
even own a boat anymore — he was 
going into telecommunications just as 
soon as he could clear out his invento-
ry. Another asked us confidently, “How 
much would you like to offer?” after 

mitted that he didn’t actually know 
where the boat was, but he did offer to 
call the owner.

After another hour, all he’d man-
aged was a slip number: C58.

“Which marina?” I asked.
“Don’t know, just said Port Ludlow.”

Called again
It was getting late, so we found a place 
to stay and would try the broker in the 
morning. We opted for a nice meal and 
$10 campsite over an $85 hotel room. 
In the morning, I called the office 
again. It was Sunday, and now nobody 
was answering the phone. I left a mes-
sage for Ray. I told him I had a pock-
etful of money and was hot to buy a 
boat, but if I didn’t hear from him by 
the time I finished breakfast, I was go-
ing back to Montana forever. 

We finished breakfast and headed 
for Kingston to get the ferry. I was 
angry at being stood up by the broker, 
and I was angry that none of the boats 
we’d seen warranted an offer. It would 
be a long drive home.

“There’s Port Ludlow,” my wife 
stated matter-of-factly as we passed a 
road sign pointing left.

“Should we try it?” I asked. “Maybe 
we can find the boat.”

I turned around and drove back to 
the turnoff. Port Ludlow is a tidy little 
resort community tucked into the 
trees. A sign proclaims: “The Village 
in the Woods by the Bay.” The only 
commercial activity, aside from a gas 
station, is a large new marina.

We found our way on to the dock 
and walked out to C58. The boat was 
there, with a blue Bluewater Marine 
sign and a fresh coating of bird drop-

she wouldn’t let us raise the sails or 
start the motor on the rough-looking 
boat at her dock. 

(A word to brokers: buying a sail-
boat is about passion. No one needs a 
sailboat. I’m not buying a car. Humor 
me. Feed the dream. I want to see 
myself cutting across the bay on a set-
ting sun. If the dream is gone for you, 
I don’t want to know about it.)

The last boat on our list was in Port 
Townsend, on the tip of the Olympic 
Peninsula. We crossed the Tacoma 
Narrows bridge and headed north 
through a light rain. The freeway 
dwindled to a two-lane road, and we 
passed through farm fields with signs 
for pumpkins and “u-pick-em” corn. 

Try back later
An hour outside Port Townsend, I 
called ahead to the broker’s office. 

“Did Ray know you were coming?” 
the guy in the office asked.

“Yes, I talked to him a few days 
ago. He said he’d be around.”

“He’s off launching a boat,” he said. 
“Should be back soon. Why don’t you 
try back in an hour.”

“Who’s this?”
“Tim.”
“We drove all the way from 

Montana to see this boat, Tim.”
“Right. That’s a long way.”
“Maybe you could show 

us the boat?” I asked.
“Ray usually handles 

the boats.”
An hour later, there 

was still no sign of the 
broker. We found Tim 
outside the office feeding 
a sandwich to the gulls. I 
asked him again to show 
us the boat. We had to head 
home the next day. It seemed a 
shame to come all this way and 
not to see the boat. Tim finally ad-

“My wife swooned 
over spacious cabins 

while I pointed 
out dumpy lines. I 
drooled over swept-

back racing rigs 
while my wife 

pointed out the lack 
of a head.”

Continued on Page 85



Fleece Vest
Available in red (as 
shown) and blue.
Sizes: S, M, L, XL, XXL 
(sizes run large!)
$26.75

Denim Ball Caps
One size fi ts all.
$16.75

SHIP’S STORE

Wear our logo proudly!

Denim Shirt
Summer-weight, long-sleeved.
Sizes: S, M, L, XL, XXL
$32.50

Work for Boat Parts T-Shirt
Off-white, 100% cotton, 
preshrunk, high-quality 
fabric.
Sizes: M, L, XL, XXL
$19.00

Boat Museum T-Shirt
Off-white, 100% cotton, 
preshrunk, high-quality 
fabric.
Sizes: M, L, XL, XXL
$18.00

Half-Zip Fleece Sweatshirt
Available in blue (as shown) 
and red.
Sizes: S, M, L, XL, XXL 
(sizes run large!)
$35.25
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Nautical Books

SHIP’S STORE
http://www.goodoldboat.com/ships_store.html

 www.goodoldboat.com 57

Into the Light: 
A Family’s Epic 
Journey
By Dave and Jaja Martin

A well-told family sailing 
adventure. Underway 
for 3 years, the Martin 

family of five covered 11,000 miles and 
came within 610 miles of the North 
Pole. An inspirational page-turner. 
Excellent photos.

336 pages, hardcover BEO010 $29.95

  First You Have to
  Row a Little Boat
  By Richard Bode

  Reflections on learning
  to sail a small boat and
  the lessons relating to
  adult life gained therein. 

Delightful, insightful read.

205 pages, paperback WAB002 $11.99

The Riddle of the 
Compass
By Amir D. Aczel

The story of the develop-
ment of the magnetic 
compass that the author 
credits with making mar-

itime commerce possible. An enthusi-
astic and well-told history enlivened 
with photos and illustrations.

200 pages, paperback HBC012 $13.00

Adventures at Sea in 
the Great Age of Sail
By Elliot Snow, editor

Five sailors recount their 
remarkable adventures 
sailing aboard American 
clipper ships early in the 
last century. 33 illustrations.

353 pages, paperback DVR001 $11.95

 Cruising in Seraffyn
 By Lin and Larry Pardey

 The book that launched
 the Pardey legend.
 Authors cruised on the
 first leg of their classic
 circumnavigation from 

California to England in the 24-foot 
cutter they built themselves. A great 
cruising story: readable, factual, hon-
estly written.

192 pages, paperback SHP196 $14.95

Inspecting the 
Aging Sailboat
By Don Casey

A fiberglass sailboat 
evaluation guide for 
owners and shoppers 
written with great clar-

ity and gentle authority. Helps current 
owners to prioritize maintenance and 
shoppers to find good value and avoid 
pitfalls.

144 pages, paperback INT352 $21.95

Call of the Ancient 
Mariner
By Reese Palley

An inspiring, irreverent, 
and spirited manifesto for 
senior sailors and would-
be sailors everywhere. 
Discusses why old sailors should keep 
sailing, with much practical advice 
thrown in. Makes the case that sailing 
is the perfect antidote to a society con-
spiring to narrow senior horizons.

192 pages, hardcover INT128 $19.95

 Nigel Calder’s
 Cruising Handbook
 By Nigel Calder

 A total guide to choos
 ing, outfitting, and sail
 ing a cruising sailboat 

from one of the most respected ex-
perts sailing anywhere. All key techni-
cal and practical aspects of modern 
cruising systems and equipment are 
covered, along with a summary of the 
skills necessary for safe, enjoyable 
cruising. Lavishly illustrated with over 
750 drawings and photos.

608 pages, hardcover INT053 $49.95

My Old Man and the Sea
By Daniels Hays and 
David Hays

Story of a father and son’s 
voyage of adventure and 
self-discovery as they 
round Cape Horn and ex-
plore the Pacific together in a boat 
they built themselves. By turns poi-
gnant, funny, profound.

288 pages, paperback HRW037 $13.00

Jessie’s Island
By Sheryl McFarlane, 
illustrated by Sheena 
Lott

Jessie receives a let-
ter from her cousin 
who says she must 
be bored living on an island. Jessie in-
vites him for a visit and shows him why 
she can never be bored.

36 pages, paperback OBP024 $7.95
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credits with making mar-
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Into the Light: 
A Family’s Epic 
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By Dave and Jaja Martin

A well-told family sailing 
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Cinderella and 
the Dutchman

This compatible couple 
makes mainsail handling a snap

by Homer Shannon

W HEN SAILBOAT OWNERS UPGRADE 
their sail-handling systems, 
the fi rst thing they usually 

do is add a jib roller-furler system 
to the boat. When my wife, Dee, and 
I purchased Cinderella, a Bristol 
29.9 sloop, it came with three good 
hanked-on jibs so it seemed a shame 
to waste that resource by going to a 
single-sail furler. The main, however, 
was completely blown out, probably 
original, and more than 20 years old. 
It had to be replaced. Our top priority 
was a new mainsail. 

After negotiating a few dollars 
off the purchase price of the boat, 
we spent the savings on a Doyle 2+2 
cruising main. This presented us with 
a new problem. Our previous boats 
had worn-out mainsails that could 
be easily dropped and quickly tied 
off to the boom. The new Doyle sail 
was hard and stiff and simply refused 

to be tied in the same manner. We 
needed to fl ake the sail every time it 
was dropped. Flaking the sail involved 
hanging off the boom, swaying around 
in the wakes of passing motorboats 
with some risk of being tossed over-
board. When the sail was down and 
in the process of 
being fl aked, it 
blocked the helms-
man’s view. 

At the begin-
ning of our second 
season with the 
boat, I fashioned 
a set of lazy-jacks 
to catch the main 
as it was dropped. 
This wasn’t much 
help. The lazy-jacks (“lousy-jacks,” 
Dee called them) would catch part 
of the sail, but some of the sail still 
spilled off the boom. Additionally, they 

caught the battens when the sail was 
hoisted unless you were pointed abso-
lutely dead into the wind. They did not 
assist in fl aking the sail; in fact, they 
made it more diffi cult. The lazy-jacks 
needed to be tensioned for dropping 
the sail then loosened to fl ake the 
sail. Once they were loosened, the 
sail would fall onto the deck again. At 
best, they allowed us to delay fl aking 
until we were safely on a mooring.

Several drawbacks
Several of our friends’ boats are 
equipped with the Doyle StackPack 
system. We looked into this option and 
decided the system had several draw-
backs. It’s expensive to retrofi t to the 
sail (about $650). It’s complicated, hav-
ing signifi cantly more hardware and 
rigging than the lazy-jacks. It would 
have some negative effect on the per-
formance of the mainsail, a minor issue 
to us since we don’t race often, but 
why give up any performance? Lastly, 
the StackPack system is a “stuff and 
zip” device that pretty much precludes 
proper fl aking of the sail, a practice 

that I wanted to 
continue since I 
believed it would 
extend the life of 
the sail. 

An alternative 
solution was the 
Dutchman sail-
fl aking system. I 
had heard of this 
product but had 
never seen one 

and did not understand how it worked. 
After making several phone calls 
and studying Dutchman’s webpage 
<http://clients.sailnet.com/dutchman/

Homer’s lines 
lead aft through 
a deck organizer. 
The starboard 
group, in order 
from the top, 
includes the 
second reefi ng 
line, the fi rst 
reefi ng line, the 
topping lift, and 
the main halyard.

“The Dutchman 
system solved our 

sail-raising, 
sail-dropping, and 
sail-fl aking issues.”
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“Flaking the sail 
involved hanging off 
the boom, swaying 

around in the 
wakes of passing 
motorboats with 

some risk of being 
tossed overboard.”

sailfl aking/sfi ndex.htm>, I realized 
it’s a simple and elegant concept. To 
understand it, take a piece of paper 
and fan-fold it four times. Punch a 
skewer through the folded paper and 
voilà! You have the principle of the 
system. The Dutchman achieves the 
same effect by adding droplines that 
come down from the topping lift to 
the boom, weaving through the sail at 
points even with the track slides and 
parallel to the mast. As the sail drops, 
it fan-folds onto the boom and is held 
in place by the vertical droplines. In 
terms of implementation, its most 
complicated and expensive compo-
nent is the set of special grommets 
that have to be placed on the sail. 
It also requires the sail cover to be 
modifi ed to allow for the droplines.

Plain grommets
Once I understood how the system 
worked, my initial thought was to build 
the system myself using 
plain grommets in place 
of the special Dutch-
man-provided grom-
mets. The cost of the 
system, installed by a 
professional sailmaker, 
however, was quoted at 
$425, and building it my-
self, which would prob-
ably cost $200, would 
put a nearly new $1,500 
mainsail at risk. It 
seemed a better idea to 
let the professionals do 
this job. We had Doyle 
Sailmakers of Marble-
head, Massachusetts, do 
the work, and they did 
an excellent job. 

One complaint I 
would make about the 
Dutchman system is that it comes 
with a replacement topping lift that 
forms a continuous loop with spe-
cial fi ttings that attach to the verti-
cal droplines. This special topping 
lift provides for adjustment of the 
droplines so they can be positioned 
directly above the line of grommets in 
the sail. While achieving the desired 
function of adjustability, the double 
line and associated fi ttings are quite 
heavy and fl ap and bang around on the 
sail, catching the roach and otherwise 

main halyard and outer reefi ng line to 
complete the reef. The problem is that 
this never achieves a very well-shaped 
sail, and it requires some pretty fancy 
footwork at the mast just when condi-
tions are deteriorating and staying in 
the cockpit would be advisable. It also 
requires close coordination between 
the helmsman and the reefer, a subtle 
set of commands that always seemed 
to break down between Dee and me. 

A single-line reefi ng system works 
by using one continuous line to ten-
sion the luff and the leech of the sail 
simultaneously. This line starts at the 
end of the boom, goes up to the reefi ng 
cringle on the leech of the mainsail, 
down to a turning block on the boom, 
then forward to a second turning 
block on the forward end of the boom. 
It continues up to the reefi ng crin-
gle on the luff of the mainsail, down 
to the deck, and back to the cockpit 
where it can be controlled. Tensioning 

this line, while lowering 
the mainsail halyard, 
causes both ends of the 
sail to come tightly to 
the boom and the reef is 
achieved (see illustra-
tion on Page 60).

To build the system I 
would need to lead four 
lines back: two reefi ng 
lines, the main halyard, 
and the topping lift. I 
studied the problem 
for several months. I 
wound up purchasing 
three turning blocks, a 
double cheek block for 
the boom, a three-line 
rope clutch, a four-line 
deck organizer, one cam 
cleat, and a small winch. 
I also needed two, much 

longer, reefi ng lines and a new topping 
lift. All this hardware was not cheap. 
The total cost of materials came in at 
about $700.

Plan carefully
I don’t think there are any set rules for 
how you go about planning and plac-
ing all of these items. The only rule I 
used was to plan carefully and think 
ahead as far as possible to avoid mis-
takes. One concern I pondered over at 
length was whether to through-bolt 

cluttering things up. Once I had the 
adjustments completed, I solved this 
problem by removing the Dutchman-
provided topping lift, taking measure-
ments for the droplines from it, and 
replacing it with a standard single-line 
topping lift with the droplines tied in 
at the appropriate points. This much 
lighter system works fi ne and does not 
interfere with the roach. 

The Dutchman system solved our 
sail-raising, sail-dropping, and sail-
fl aking issues. I had more grandiose 
objectives in mind, however, and de-

cided that a single-line reefi ng system 
and lines led aft, combined with the 
Dutchman, would provide us with the 
ultimate in mainsail control. Both of 
our previous boats had traditional 
slab reefi ng, as does Cinderella. 

Not well-shaped
I know how to lower the main onto 
the reefi ng hook and then tension the 

Cinderella and 
the Dutchman

The reefed mainsail on Homer 
Shannon’s Bristol 29.9, Cinderella.
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all the components to the coachroof, 
which would involve cutting into the 
headliner, or to use screws that are 
screwed directly into the outer layer of 
fiberglass. I decided to compromise on 
this. All hardware with a vertical load 
(turning blocks) would be bolted using 
long bolts and large backing washers. 
Any hardware with side loads would 
be secured with screws and caulking. 
(All, that is, except the winch, which 
was located in a position where I could 
use bolts.) My reasoning was that a 
vertical load creates tension while a 
side load creates sheer. Screws work 
well in sheer-load conditions but bolts 
better withstand tension. 

I also worried about the size and 
strength of each of the components 
I was installing. I had no guidelines 
as to what the actual loads on any 
of these components would be. I 
was particularly concerned over the 
loading on the upright double turn-
ing block that would handle the two 
reefing lines. This component would 
be handling loads somewhere near 
the load of the mainsheet. Line size 
(5⁄16-inch yacht braid) and deck space 
dictated a small block. The component 
I ultimately chose had a working-load 
rating of only 600 pounds. I’m still 
concerned this may be too weak, but 
Dee and I don’t cross oceans or sail 
in hurricanes. If I underestimated the 
loads and wound up with materials 
that are on the light side, I can at least 
say that nothing has broken yet and 
we have sailed many times in reefed 
conditions.

comes down to a prescribed point on 
the mast, the point where the boom 
normally rides, I lock the rope clutch 
for the halyard. The reefing line is then 
put on the winch and tightened until 
the aft end of the sail is fully tensioned 
and the boom is pulled up to the reef-
ing point on the luff of the sail. At this 
point I can retighten the mainsheet; 
the reef is complete.

Ease and crank
Shaking out the reef is just a matter 
of easing the mainsheet again, putting 
the halyard on the winch, releasing 
the reefing line, and cranking the sail 
back to the top of the mast. The ad-
vantage of the Dutchman is that as the 
sail drops, the lines catch the flakes 
and keep them right on the boom. 
There is no need to tie in reefing 
points unless I know we are going to 
be sailing for days in crazy conditions. 

Dee is still pushing for a roller-furl-
ing headsail for the boat, and I admit 
it would be a big convenience. Chang-
ing the headsail when the conditions 
change is a hassle, but I know we have 
our problems half solved. The main-
sail controls work wonderfully, adding 
convenience and safety. When it’s time 
to reef the main, we do so immedi-
ately, secure in the knowledge that we 
can shake out the reef or add a second 
reef quickly and conveniently. When 
it’s time to drop and store the main, we 
have the solution for that too. The sin-
gle-line reefing system, combined with 
the Dutchman sail-flaking system, has 
greatly improved our boat. 

Little winching
The completed system works very 
well. We can hoist the main from the 
cockpit by hand-pulling the halyard. 
A little winching is required for the 
last 2 feet. The boat does not need to 
be pointing into the wind, as there are 
no lazy-jacks to foul. Dropping the sail 
requires only that the topping lift be 
tightened so the Dutchman droplines 
are tensioned. Once you’ve found the 
right position for the topping lift, a 
mark on the line allows you to get the 
tension right every time. 

Getting the main to drop and flake 
perfectly does require that someone 
go forward and pull down the sail. 
Without assistance, the sail drops 
about halfway, then stalls out. By 
standing at the mast you can assure a 

full drop and start each fold of the sail, 
left-right, left-right, as the sail comes 
down. And it works so well! Dropped 
in this manner, the sail is nearly per-
fectly flaked onto the boom at the time 
of the drop, and the helmsman never 
loses forward visibility. I can do it by 
myself quite easily now. I come into 
the wind, secure the helm, go to the 
mast, drop the main, go back to the 
cockpit, and resume course with a 
perfectly flaked main — in less than 20 
seconds. 

The combination of the Dutchman 
with the single-line reefing system 
shows its mettle when the wind comes 
up and it’s time to put a reef in the 
main. Without coming off course, I 
ease the mainsheet until the main 
luffs. I then ease the main halyard and 
slowly lower the sail while simultane-
ously pulling in on the reefing line. 
When the forward reefing cringle 

“Dropped in this 
manner, the sail is 

nearly perfectly flaked 
onto the boom at 

the time of the drop, 
and the helmsman 
never loses forward 

visibility.”

Two lines lead through the sail, 
causing it to fold like a fan.
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Single-line reefing

Double-line reefing

The Dutchman sail-flaking system on 
Cinderella. 
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students have learned to sail, thanks to 
the efforts of the Wet Hens volunteers. 

The group came to be known as 
Wet Hens when his original group 
of students told Papa Lou they were 
thinking of buying a boat and start-
ing a women’s sailing club. His gruff 
answer was, “That’s all I need around 
here, a bunch of 
wet hens.” Before 
he knew it, Papa 
Lou was adopted 
by the members of 
a brand-new sail-
ing club as the “or-
nery ol’ rooster.” In 
return, he gave the 
Wet Hens enor-
mous support. 

In 1962, soon af-
ter the group was 
formed, the Wet Hens launched Kochi, 
a 22-foot Star that they had found 
and refurbished. By 1971, a Rhodes 19 
named Wet Hen was hoisted in. These 
days the basic sailing class is taught on 
Holder 14s but will soon be taught on 
brand-new Catalina 14s. The Wet Hens 
also teach an advanced class and ac-
tively race on the original Rhodes 19.

Since Wet Hens sailing instruc-
tors are all volunteers, their paycheck 
comes in the form of a smile on each 
student’s face as she completes her 
solo sail at the end of the 10-week 
course. Wet Hens instructors today 
are very different from the original 10, 
yet they are alike in their love of the 
sea and sailing. Many now work out-

their wives. Many of the husbands and 
children have also learned to sail. The 
Wet Hens and their families are active 
in the Pacific Yacht Club on Hickam Air 
Force base, which holds races twice a 
month and hosts other races for sailing 
organizations from around the island. 

Every 5 years previous Wet Hens 
instructors return from all over the 
world for a reunion. Papa Lou Foster 
makes the trip from his home in Cali-
fornia. 

Today, at almost any military base, 
you will find someone who has ben-
efited from the Wet Hens experience. 
Involvement in the Wet Hens is truly a 
lifetime thing. 

side the home and lead very busy lives, 
but they still find time every Thursday 
morning to make their way down to 
Hickam Harbor. If they’re not teach-
ing, they’re working to further their 
skills. All instructors are certified in 
CPR and first aid and many are also 
certified U.S. Sailing instructors. The 

basic sailing class 
incorporates the 
sailing vocabulary, 
a swim test, wind 
theory, knots, 
crew overboard 
recovery, capsize 
recovery, safety, 
racing, and most 
of all . . . fun. 

Good deeds
The Wet Hens are 

busy helping others both on and off the 
water. They have always been actively 
involved in sailing-related activities, 
harbor projects, fundraising, and 
maintaining the boats in their fleet. 
They raise funds to help instructors 
attend the U.S. Sailing Small Boat In-
structor course, and they get involved 
in community activities such as the 
salvaging of the ship Falls of Clyde. 
In 1982, the Wet Hens made history by 
becoming the first group to win the 
prestigious MacFarlane Trophy, which 
is presented annually to the person 
who has contributed most to yachting 
in Hawaii. 

Wet Hens instructors’ spouses, 
nicknamed The Henpeckers, support 

Continued from Page 41

“To date, a total of 
1,700 students have 

learned to sail, 
thanks to the efforts 

of the Wet Hens 
volunteers.”

The Wet Hens instructors pose for a 
group photo, May 2003.

‘GOOD OLD BOAT’ becomes a better 
boat when you give her a reliable 

engine and a quiet generator. 
We offer a wide 

range (from 7 to 
170 HP) of low-
RPM Westerbeke 
and Universal 
diesels, including 
models that fit the same space as an 
Atomic 4; each is lightweight, quiet, 
compact & environmentally friendly. 

Our gas and diesel 
generators have all 
the same advantages. 

Isn’t it time to 
upgrade your good 

old boat? Check out all the options on 
our website.

Engines & Generators

www.westerbeke.com

No power,
No juice:
No fun.

A
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STOWABLE
MAST-CLIMBING SYSTEM

“WHY DIDN’T I THINK
OF THAT?”

WILL BE YOUR RESPONSE

FLEXIBLE
NYLON LADDER

SAFE, SIMPLE,
EASY, UNASSISTED

ACCESS TO THE MASTHEAD

NO MORE WINCH GRINDING

FITS ALL SAIL TRACKS
MONEY-BACK GUARANTEE

BROCHURE DETAILS

800-548-0436
WWW.MASTMATE.COM

For more about this year’s
Good Old Boat Regatta, visit:

http://www.goodoldboat.com/
regatta_2003.html
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portlights and re-assemble the port-
light sandwich. Use the acorn cap nuts 
on the interior. This operation is made 
easier with an assistant, but can be 
managed singlehanded by carefully 
holding the bolt gently by the threads 
with needle-nose pliers. The acorn nut 
is then fi xed in place with clamping 
pliers and the bolt tightened by means 
of a screwdriver from the exterior. If 
your frames have about 18 bolts each 
and there are four of them, the single-
handed operation involves a fair 

amount of scurrying about. This is made more exciting 
by the dripping silicone, which periodically needs to be 
reapplied to the voids created.

• Clean up the silicone with paper towels, leaving the ex-
truded parts on the acrylic to dry for peeling off later. It 
helps to have a large container to provide an easy target 
for silicone-covered paper towels. Despite how it sounds, 
this part of the operation goes comparatively well.
At this point the relatively simple job would have been 

done if, as mentioned earlier, I hadn’t discovered the new 
wrinkle. This arose through my addiction to books, a 
number of which stated that the standard 1 ⁄8-inch acrylic 
glazing of portlights was woefully inadequate against 
rogue waves in the North Atlantic and such and recom-
mended carrying ¾-inch plywood shutters along with 
assorted bolts, brackets, and other paraphernalia for 
mounting them when questionable weather was expected. 
A few quick calculations indicated that if I were to carry 
these, along with all the other absolutely necessary safety 
equipment on an ocean passage, there would be no room 
for me or my stores without seriously compromising the 
buoyancy of the boat.

I decided to bulletproof the ports by using 5 ⁄8-inch or 
¾-inch polycarbonate instead of the 1 ⁄8-inch weakling. 
Unfortunately, the minimum required space between 
the exterior and interior aluminum frames exceeded the 
thickness of the cabin exterior and headliner sandwich by 
¼ inch. This probably exceeded the structural capabilities 

I DO NOT RECALL READING ABOUT A DETAIL 
I encountered while replacing the 

ports on my Allied Seawind, Zvirbu-
lis III. These are the kind of ports in 
which Plexiglas is mounted in alu-
minum frames that themselves form 
a sort of sandwich around the outer 
skin and cabin liner. Long experience 
should have taught me that anything 
other than an exact replacement was 
likely to involve the discovery of a new 
wrinkle in the elephant. The common-
ly prescribed remedy for improving 
clouded, scratched, or otherwise obscured ports consists 
of several steps: 
• Remove the existing ports by unscrewing the aluminum 

frames (usually secured by stainless-steel screws that 
have been blind tapped into the exterior frame). Cut 
new portlights out of acrylic stock using the old ones as 
patterns. A good jigsaw will do the job and, since you 
will not remove the adhesive paper protective sheets at 
this time, a pencil or felt-tip tracing is possible without 
resorting to grease pencils or sharp objects.

• Drill through the blind-tapped holes in the outer frame 
with an appropriately sized drill bit and buy some oval-
head stainless-steel bolts with acorn cap nuts and twice 
that number of washers. Care should be taken with the 
length of the bolts. Figure the thickness of your new 
acrylic lights, plus the thickness of the two aluminum 
frames, plus the two washers, plus a smidgen for sealant 
on both sides of the light, plus enough exposed thread 
to provide a grip for the cap nuts. A smidgen, by the way, 
is about 1⁄8 inch if you will use silicone sealant. Since 
standard bolts may not come in the required length, you 
may be faced with the prospect of purchasing the next 
size up, hacksawing through the threads, and fi ling them 
to accept the acorn nuts smoothly. This whole procedure 
is recommended because the original tapping after some 
decades of immobility in the original construction is 
likely to be suffi ciently damaged or weakened to make 
re-use of the existing screws diffi cult.

• Remove the protective sheathing from the newly cut 

A patient sailor learns the hard 
way how to bulletproof his ports
by John Karklins

Armored 
portlights

John Karklins’ fi nished portlights above. He 
recommends against using polycarbonate. It 
gets cloudy, as the illustration shows. The teak 
spacer he added to compensate for the additional 
thickness of his “armor-plated windows” shows 
around the edges of the frame.

“If you choose to 
take the armored 

portlights approach, 
one thing I have 
learned is not 

to use polycarbonate.”

Continued on Page 64
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of silicone sealant, so I was 
forced to look for alternatives.

The varnished teak spacer, 
or gasket, I arrived at hand-
somely trims the interior of 
the port and has given no 
trouble in the approximately 
8 years it has been in place. 
Then again, we haven’t en-
countered any rogue waves 
with which to test it.

The teak trim was made of 
¼-inch stock, traced directly 
from the portlight frame in 
six sections to conform to the 
end curves without spend-
ing a fortune on material. The 
radius was obtained with a 
Surform rasp and hand sand-
ing. I pre-varnished the pieces 
and temporarily fastened 
them to the interior aluminum 
frame with silicone sealant 
and spring clamps. This eased 

fi nal assembly tremendously 
and held up well until the 
clamping of the outer and 
inner frames by means of 
the bolts took over the job.

If you choose to take 
the armored portlights ap-
proach, one thing I have 
learned is not to use poly-
carbonate. It turns milky 
with exposure to ultraviolet 
light and has reached the 
point on my boat where 
replacement is once again 
in the cards. If you’re not 
looking to install “overkill 
portlights,” you might still 
want to install thicker port-
lights. In this case, the trim 
gasket idea could work if 
the individually fi tted teak 
strips were replaced with a 
one-piece marine teak ply-
wood trim ring. 

cabin 
side

silicone 
glazing

¼-inch 
stainless- 
steel bolts 
with washers

existing 
aluminum 
frames

cabin 
headliner

varnished 
teak spacer

cap or 
acorn 
nuts

heavy 
(½- to ¾-inch) 
Plexiglas/
acrylic port

exterior

interior

Continued from Page 63
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EMPOWERING ENERGY SOLUTIONS

plus solar panels, SMSB, 
VOYAGER WINDVANES & more

“Cruisers helping cruisers!”

Ph/Fax: 727-217-9809  www.svhotwire.com  crew@svhotwire.com

ENTERPRISES
of

St. Petersburg, FL

Total system design with 
controllers, batteries, inverters...
FEATURING:

Port Fan KISS
High Output

C.A.R.D.®
SHIPS RUN RADAR BUT 
ARE THEY WATCHING?
Survival Safety Engineering 
has developed a receiver 
system that displays relative 
bearing of vessels operating 
radar. Alerts crew by both 

sight and sound. State-of-the-art technology. Easy to install and 
operate. For further information on our CollisionAvoidanceRadar 
Detector, contact: SURVIVAL SAFETY ENGINEERING

321 Naval Base Rd., Dept. B
Norfolk, VA 23505

Buy Direct and Save! 
888-475-5364, 757-480-5508 • MC\Visa & AM EX

www.survivalsafety.com

Sailing Instruction • Charter Certification
Over 10,000 Graduates Since 1980

Seven Charter Fleets on Lake Superior,
Lake Michigan & Lake City, MN

Full-Service Marinas • 675 Slips
On Lake Superior and Lake Michigan

Boat Sales • New – C&C and Dufour
Used & Brokerage

1-800-826-7010 •  www.sailboats-inc.com

SI Marine Management
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An elegant solution 
to the dropboard problem

by Lon Zimmerman

Simple solutions

VERN ALLEN IS A 
retired pilot. He 

spent many years 
in Alaska, fl ying 
helicopters and 
fi xed-wing air-
craft for charters, 
sightseeing, and 
fi re-and-rescue 
work. Most sum-
mer days he can be 
found on Flap-
doodle, a 34-foot 
Columbia berthed 
in the Seward boat 
harbor.

I stopped by Flapdoodle to give 
Vern the Good Old Boat issue with 
the history of Columbia Yachts (May 
2002). While I was there, Vern showed 
me his latest project.  

Vern dislikes dropboards. They do 
seem to be a necessary evil. Drop-
boards keep water out when sailing 
under tumultuous conditions. But 
most of your time aboard a sailboat 
isn’t spent testing raucous, big gray-
beards intent on your destruction. 
Dropboards are cumbersome to re-
move when passing back and forth to 
the cabin interior, and what is there to 
do with them once they’re out? I have 
trouble just getting the things back in 
the proper order and orientation. 

A common solution is companion-
way doors with hinges that permit 
quick unshipping so you can insert 
dropboards when the weather pipes 
up. Vern has a better idea. He says the 
idea came from an airplane hangar he 
once owned in Texas. The doors folded 
up out of the way on a series of hinges. 

Vern’s 
great idea

Inspired by a fold-up airplane hangar 
door, Vern Allen created folding 
hatchboards, above. When the 
hatch is open, the boards present no 
storage problem since the resulting 
“step” is sturdy enough to sit or step 
on. A closer look at the step and the 
view from inside on facing page.

“He says the idea 
came from an 

airplane hangar he 
once owned in Texas. 
The doors folded up 
out of the way on a 
series of hinges.”

Folded down, 
the middle drop-
board becomes a 
seat, and the top 
dropboard be-
comes its brace. 
There is noth-
ing to store. The 
dropboard seat 
makes a com-
fortable place 
to sit under the 
dodger out of the 
rain and keep a 
lookout. When 

not used as a seat, it is simply an ad-
ditional step to the companionway 
ladder.

Vern used ¾-inch oak boards on 
the inner and outer surfaces for a 
1½-inch-thick door. Corner half-lap 
joints were used for the interior of 
the door. Stainless steel #6 screws 1¼ 
inch long go from the inside boards 
into the outside boards. 

He used doweled miter joints on 
the exterior of the door. The bottom 
dropboard is long enough to fi t into 
the dropboard slots, securing the 
companionway door. It’s hinged to 
two more dropboards that have been 
shortened to clear the dropboard slot.

Hinges are 11⁄16-inch stainless 
continuous hinges. A 3⁄16-inch fl ange is 
routed into the bottom of each drop-
board for a water seal. Barrel bolts 
could be used to secure the boards in 
the dropboard slots. The window is 
3⁄8-inch polycarbonate.

Vern’s idea is not just a good idea, 
it is an elegant solution. But that’s 
normal for Vern. 
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BETA MARINE • North Carolina Ltd
1218 John Small  Ave.

Washington, NC 27889
800-682-8003 •  252-249-2473

fax 252-249-0049
sales@betamarinenc.com

www.betamarinenc.com
Dealer inquiries invited

What a concept!
Engineered to be serviced easily
• Beta Marine Superb Propulsion Engines, using 

Kubota Diesel
• From 10 - 75hp including our famous Atomic 4 

replacements
• Also available: Marine generators up to 30Kw

Oil Change 
Pump

Fuel Oil Filter

Fuel Lift 
PumpBD1005 28hp model

Dip Stick

Raw Water 
Pump

Lube Oil Filter

SMALL DIESELS . . . BIG REPUTATION ! 

ALADO NAUTICA USA
Jib reefing/roller furling system

• World Renowned Quality
• Marine Aluminum Alloy
• Factory Direct Pricing – SAVE!!!
• Easy One-Man Installation (no special 

tools, no swaging, no need to go aloft)
• 5-Year Warranty

Shop and compare – No 
other maker comes close to giving 
you so much Quality and Value for

SO LITTLE $$$.
Prices start as low as – $480.

Give us a call or visit our website. 
You will be GLAD you did!

Ph: 972-943-8262
www.aladous.com

So Easy to Install,
Even a Motor Boat 

Owner Can Do It!
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Get a 
trial kit for 

only $15.00 at:
systemthree.com

enter discount code:
wb1 We understand boat specific applications.

In 1978 Kern Hendricks was building a boat. 
When the available woodworking products didn’t measure 
up, he was inspired to create a better marine epoxy resin.
Since then, we’ve spent 24 years creating products and 
literature specifically for wood/epoxy boat construction.

Your first boat is important.
Make sure you get it right by experimenting with our 
boatbuilders trial kit. It’s packed with information and 
all the supplies you need to get a hands-on understanding of 
how epoxy works. Only  $15.00 at: www.systemthree.com 
or call: 1.800.333.5514 (reg. $20.00 use discount code: wb1)

Kern Hendricks -
C h e m i c a l  E n g i n e e r  &  F o u n d e r

Get it right. Get the kit.

Why use System Three for your boat project?

You’ll get The Epoxy Book, plus 12 ounces of resin 
and hardener, fiberglass cloth, brushes, measuring cups, fillers, 
a roller cover, squeegee, gloves and a certificate good for $ 10.00

off your first purchase.

© 
20

02
 S

ys
te

m
 T

hr
ee

 R
es

in
s,

 I
nc

. 
Al

l R
ig

ht
s 

Re
se

rv
ed

.



 www.goodoldboat.com 69

These sockets and drivers 
won’t fall apart in use
by Bill Brockway

Quick and easy

THE 41-PIECE TOOLKIT FROM LINK TOOLS IS A VERY NICE SET 
of sockets and drivers with solid steel forging and a 

chrome fi nish that just feels good in your hand. The unique 
locking mechanism that holds the pieces together was fi rst 
developed by founder Pete Roberts in the 1960s. It uses 
sliding collars that lock each piece to the next and won’t 
come loose accidentally. You can string together both ex-
tenders and the UniDriver between the ratchet handle and 
the socket, giving you about 18 inches of reach, and not 
worry about anything ending up in the drink.

The high-point of the kit is the universal-joint attach-
ment, a well-machined and versatile tool that will solve 
most of the tricky tight-access situations so often encoun-
tered when working on marine engines. 

While it’s true that any socket currently in use is se-
cured by the locking mechanism on the ratchet handle, 
the rest of the sockets, drivers, and attachments are very 
vulnerable to a spill. The molded plastic case lacks what I 
consider an essential feature in an on-board toolkit — 
a positive lock feature that holds onto each piece that’s 
stored in the case. The pieces all nestle nicely into the 
slots designed for them, but there’s nothing but gravity 
holding them in place. If the case slides off of a seat or 
table when it’s open, you could have 39 of the 41 pieces 
rolling around in the bilge. Just as “north” changes every 

few seconds on a boat in motion, so does “down.” 
The set includes the Link Automatic-Locking ratchet 

handle, the UniDriver, two extenders, and the Universal 
joint, plus 9 SAE sockets (5⁄16 inch to 13⁄16 inch), 11 Metric 
Sockets (8 mm to 18 mm), two spark-plug sockets (5 ⁄8 inch 
and 13⁄16 inch), and these socket-mounted bits: Torx 25, 30, 
40, 45, 50; Hex 3⁄16, 5⁄16, 3⁄8, 6 mm, 10 mm; Phillips bits #1 and 
#2; and 5-mm and 9⁄32-inch slot bits, all in a custom-mold-
ed plastic case. 

The 41-piece kit lists for $249.99 on the Link Tools 
website, but I’ve seen it listed at about $180 both at Link 
Tools (on special) and elsewhere on the web. Check it out 
at <http://www.link-tools.com>. 

A pulled-together 
toolkit

Marine writer Bill Brockway received a Link toolkit for 
review. The locking mechanism is nice, he concluded, but 
don’t drop the case full of loose parts!
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How to bring 
a kerosene anchor 

light into 
the 21st century

by Bob Steadman

F IRST I FOUND A GREAT KEROSENE ANCHOR LIGHT AT A MARINE 
swapmeet. Then I brought it into the 21st century with 

an LED bulb. The housing of the lamp had a big Fresnel 
lens. I decided to use it and install an electric bulb. I found 
a white LED bulb that has six diodes arrayed in a circle. 
It is quite bright, and uses less than 0.07 amps. If I forget 
to turn it off in the morning, who cares? The project itself 

A traditional lamp is brought into the 
21st century with the addition of an 
LED bulb with six diodes. The current 
draw for such a lamp is practically 
non-existent.

Materials
Horizontal bayonet LED bulb, part #BAY6H, $50, 
from The Ledlight.com, <http://www.theledlight.com>
Kerosene anchor light from marine swapmeet
Surface-mount bayonet socket for 12-volt bulb 

Quick and easy

proved to be absurdly simple.
I took the original burner unit out of the bottom and 

threw it away. Next, I cut out a disc of ¼-inch plywood 
that would fi t under the top lid. On the plywood I installed 
a surface-mount socket that would take a standard 
double-contact, 12-volt bulb. The socket placed the LED 
almost in line with the center of the Fresnel lens, so I used 
a couple of washers to shim it up. Since the bottom of the 
housing was now open, due to the absence of the burner, 
the cable was able to dangle out of the bottom. I had al-
ready installed a plug in the cockpit for my searchlight, so 
this provided a ready power source.  

Instead of hoisting it aloft, I hang the light on my back-
stay about six feet off the deck. I like this arrangement 
much better than a masthead site, as my boat is more 
likely to be seen by a vessel at night in close quarters, 
where it really counts. 

How to bring 

Let there be 
LED light
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This beautifully crafted direct vent propane 
heater comes complete with all accessories 
and ready to install!

Available in two 
sizes Models 
P9000 and P12000

Provides com-
fortable, dry heat 
and a wonderful 
fireplace effect.

Clean, economical 
and easy to use.

For questions and speci-
fications or to purchase
visit:

www.dickinsonmarine.com
or call toll free: 1-800-659-9768

NEWPORTmodel
Propane Fireplace

by
dickinson

www.prop-protector.com
1-800-618-6748      FAX 514-697-0911

For shafts 7/8” to 4”
& 20mm to 100mm

A simple and inexpensive rope 
and weed cutter for shaft-driven 
propellers which has no moving 
parts, does not require replace-
ment bearings and which is 
quickly installed (under water if 
necessary). It is also less costly 
than other cutters on the market.

Bingham Boat Works LTD.
We can build and repair your fiberglass and wood projects

Extensive and Minor Fiberglass Repair
• Gelcoat Repairs
• Scratches and Breaks
• Core Repair • Structural Damage Repair

Custom Interiors
• Instrument Installation • Wiring
• Plumbing • Finishing Carpentry

Custom Painting
• Bare Hull Completions
• Restorations • Plus Much, Much More . . . !

Where skilled 
craftsmen

produce top- 
quality results 
at competitive

shop rates

See us for your fiberglass and wood repairs today!

BINGHAM BOAT WORKS, LTD.
MARQUETTE, MICHIGAN

906-225-1427 • 906-225-0050
FAX 906-225-0604
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For sale

Marshall 22
Catboat. Hull #167. Sloop-rigged 
w/RF, sailcover, 2 mainsails, 
Yanmar 3GM diesel, new bat-
teries, dodger and Bimini. 
Marine head w/holding tank, 
boom gallows, VHF, GPS, D/S, 
stereo, compass, autopilot, CNG 
stove, sink. Delta and Danforth 
anchors and rodes. Cabin and 
cockpit cushions. Excellent 
cond. w/many extras. $25,000.

Robert Hutchinson
781-934-2340

rohutch@aol.com

Nimble 24 Offshore
1989. Annapolis Boat Show boat 
w/all the options.  This is a rare, 
top-of-the-line offshore version, 
Ted Brewer-designed, canoe-
sterned yawl. Lots of bronze and 
teak on dark green hull. Electric 
start Yamaha 4-stroke 9.9, GPS, 
VHF, Bimini, trailer, tanbark 
sails, and more. Beautiful pocket 
cruiser well cared for and ready 
to go. Easily singlehanded and 
trailered. In Northern Minn. 
More info and photos available. 
$22,500.

Ben Marotte
218-252-3607

bigtimberlodge@unitelc.com 

Lord Nelson 41
If you know boats, you already 
know about the legendary repu-
tation that Lord Nelson yachts 
have concerning construc-
tion, ease of maintenance, and 
seaworthy attributes. What sets 
this Lord Nelson apart from 
the others is its late model, 
lead ballast, 55-horse Yanmar, 
and double-spreader “tall rig” 
perfect for the Northwest. Lots 
of cruising equipment included. 
Located in Roche Harbor, 
WA. Asking $184,500. <http://
www.rockisland.com/~bradgis/>

Brad Gislason
360-378-4860

bridgis@rockisland.com 

American Galaxy 32
1961 Tripp-designed sloop. Hull 
#28. A classic, glass, seaworthy 
boat. 10.5' beam, 4.5' draft. All 
new in 2000: gelcoat, Yanmar 
24, main. Upgrades include CDI 
Flexible Furler and new jib, 

Lewmar 44 self-tailing winches, 
head, and batteries. Water pump, 
macerator, holding tank, elec-
tronic bilge pump and 2 hand 
pumps. Interior and cockpit 
cushions replaced in ’99. Dodger, 
alcohol stove, and anchors. 10' 
AB RIB w/9.9 4-stroke Honda OB 
included. $23,000 OBO.

Nancy Hicks
603-689-8051

incognito603@yahoo.com 

Irwin 30 Citation
1978. Sloop-rigged. Fresh water, 
boatyard maintained Yanmar 
15-hp diesel w/low hrs. 3-bladed 
feathering Max Prop, mainsail, 
130 and 150 genoa, Hood RF, 
spinnaker w/dousing sleeve. 
Shorepower, 2 batteries, new Ray-
theon S/D. H/C pressure water, 
2-burner stove. All teak interior. 
Full head. All lines aft. Very 
clean. On Chesapeake. $16,500.

Joel Allison
215-982-0459

CSY 44 
Live your dream! Perfect for 
world cruising-livable retire-
ment. Highest quality construc-
tion. Exceptional comfort. 
Immaculate! Well maintained. 
Loaded. On East Coast. Excep-
tional value. $135,000.

Barbara Madsen
917-407-3565 

Dyer Daysailer
1973. 12.5' dinghy w/mainsail, jib, 
spinnaker. Hull #316. Completely 
reconditioned in ’02 by Dyer 
dealer in Maine. New gelcoat on 
bottom, new wood parts where 
necessary. New ropes. Located 
in Sharon, Vt. $5,000.

Kate More
802-763-2609

kmore@valley.net 

Alberg 35
1967. Yawl-rigged, freshwater 
boat. Recent sails and Yanmar 
3GM diesel 27-hp. Autopilot, 
D/S. New interior cushions. 
Imron hull and deck, Dutchman 
system. Self-tailing winches. 
On Kentucky Lake. Must sell 
$32,500.

Dave Rodgers
317-758-5088 or 

270-836-8528 (cell)

Cape Dory 31
1984. #28 cutter-rigged, 2 
owners, always meticuously 
maintained, lightly used. Orien-
tal, N.C., boat all its life. Many 
sensible quality recent upgrades: 
Sails, ProFurl, decks, canvas, 
lifelines, ICOM VHF, Balmar reg-
ulator, HD alt., Link 10 and more. 
Universal M25 (5421) 21-hp 
diesel, <500 hrs. In Oriental, N.C. 
$55,000. The best CD31 you will 
ever find! Buy now before  
it’s listed and save money.

John Nuttall
919-783-5340

aimless@nc.rr.com 

Cape Dory
1981. Autopilot, main, furled 
headsail w/3 sails, 8-hp diesel, 
jackstands, bottom sandblasted 
in ’01 w/barrier coat and VC 17, 
solid Garhauer boom vang, 2 
Danforth anchors, VHF, custom 
winter cover, and others too 
numerous to mention. Excellent 
cond. Located NW Ind. $22,000.

Bill Keller
219-363-6392 

Bristol 32
1976. Hood design centerboard, 
’01 Yanmar diesel, ’01 main and 
135 jib, RF. Comfortable sea boat 
w/dodger and wheel steering. 
New fuel tank, engine bed, and 
saloon cushion covers. Pressure 
water, 3-burner stove and oven. 
On N.J. shore. Original owner 
has taken delivery of larger boat. 
Looking for good offer.

Charlie Jackson
732-240-4443

chj7505@aol.com

 
Cape Dory 27
1982. Documented, meticu-
lously maintained and upgraded. 
Yanmar 2GM. All New: North 
main, 135 genoa, 70 storm jib, 
Harken furler, lazy-jacks, ICOM 
VHF, Origo stove, cockpit cush-
ions, Dacron cockpit sunshade, 
custom canvas winter cover, 
dodger. Professionally recored 
and teaked cockpit sole. Lewmar 
#16 bronze self-tailers, double 
lifelines, Magma barbeque. Var-
nished interior, teak-and-holly 
sole. Loads of extra equipment. 
Truly one of the finest late model 
27s. In Bristol, R.I. $24,900.

Clayton Stalker
603-352-2277

cstalker@cheshire.net

Westsail 32
1979. Factory built. New/recent 
upgrades: hull paint, satellite 
phone, standing rigging, chain-
plate bolts, boomkin staytangs, 
Harken RF, headsail, staysail, 
trysail, electric windlass, 
Cutlass bearing, refrigeration, 
watermaker, inverter, electric 
head. Volvo MD17C 36-hp. Radar, 
GPS, depth, ICOM VHF, TV/VCR, 
solar panels, 2 CQRs. In dry stor-
age in San Carlos, Mexico. More 
details, photos, and survey avail-
able upon request. $47,000.

Bob Forrest
520-625-9527

grayhare61@hotmail.com 

Catalina 30
1980. Good boat, freshwater, 
wheel, autopilot, D/S, 11' beam, 
5'3" draft, collapsible prop., 
good sail selection, stereo, 
VHF, hot water. Roomy, great 
interior, Atomic 4 gas, 10,200 
lbs. displ, sleeps 6, enclosed 
head w/shower, battery charger, 
automatic and manual bilge 
pump, backstay adjuster, Bimini, 
fridge/freezer, alcohol stove, 
cockpit table. In Sandusky, Ohio. 
$11,900.

Carol Browne
740-998-6378

carolbrowne@horizonview.net 

Nor’Sea 27
1979. Aft-cockpit model. 15-hp 
Yanmar. Total boat refit ’03 
including new double spreader-
rig w/new SS wire and turn-
buckle, wiring, plumbing, 
through-hulls, ball valves, tanks. 
Also upholstery and electron-
ics, new dodger. New heavy-duty 
trailer available. In Vancouver 
Island, British Columbia, Canada. 
$42,000 OBO.

John Surgenor
250-722-9422 

Gear

New Honda BF25XL
Rare, still in crate. 25-inch shaft, 
high-thrust prop, electric start, 
12-amp alternator. Planned 
sailboat project didn’t happen. 
$3,500 firm. Also looking for a 
Beneteau 235.

Frederick Corey
508-650-3925 

dux28@earthlink.net
Sold
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Gear, cont.

Pearson Vanguard parts
Parting-out 1963 Pearson 
Vanguard. Many original OEM 
fittings/items for sale. Inquire for 
detailed listing.

Brian Cleverly
forsale@anzam.com 

Companionway Screens 
Companionway aluminum 
screens in custom sizes and 
shaped to suit your require-
ments. Warm weather cruising 
requires flow-through ventila-
tion. Unfortunately, open com-
panionways invite mosquitoes 
below. Here’s a simple and inex-
pensive solution. Send dimen-
sions (height, top width, bottom 
width) and a check for $49.95 
plus $5.95 for shipping and 
handling to: Browne’s “Drop-
in” Screens, 5808 Cnty Rd 550, 
Frankfort, OH 45628-9759.

Carol Browne
740-998-6378

carolbrowne@horizonview.net 

Wanted

Nootka Sound
Looking for any information 
about designer Joseph Dobler 
in referrence to his design on 
the Nootka Sound. Since the 
designer has passed away, refer-
ences pertaining to him and his 
designs are very scarce.

Gregg Schwabauer
503-618-0244

griggy@mindspring.com

Mini-12
Desperately seeking Susan, or 
whatever you have named your 
2-man Illusion Mini-12. Looking 
for an Illusion Mini-12, 2-man 
version. Condition not a concern 
but must include trailer. If you 
have one that you’d like to sell, 
or know anyone who has, please 
contact me.

Brian Cleverly
brian-c@anzam.com

Most of our classified ads appear on the

Good Old Boat
website:

http://www.goodoldboat.com/classifieds.html

Suspense & danger at sea! 
Don’t miss GEOFFREY TOYE’S 
latest novel! Telegram from the 
Palace - a brilliant new sea thriller 
BY a sailor FOR sailors! High ad-
venture , conspiracy and intrigue! 

“Hop aboard 
and hold on... 
enjoy a different 
approach to to-
day’s thriller..” 
Karen Larson, 
Editor of Good 
Old Boat. 

334 pages.   ISBN: 
1 899530 09 6 
$12 plus shipping 

Order your copy now from STAR-
BORN BOOKS  via website at 
www.starbornbooks.co.uk or by 
email: sales@starbornbooks.co.uk

Books/Videos

Boats

BOATEX FIBERGLASS
Rowing, Towing, Sailing 

Dinghies
7’2” - 8’3” - 10’ - 12’
Locust Hill, Ontario LOH 1JO 
800-596-5545. www.boatex.com

OFFSHORE PASSAGEMAKING
 IN THE SOUTH PACIFIC

This rewarding experience prepares 
you for self-sufficient cruising. 
John Neal and Amanda Swan Neal 
are dedicated to providing you 
with comprehensive, documented 
instruction aboard their Hallberg-
Rassy 46, drawing on their 
combined 368,000 miles and 55 
years experience.

www.mahina.com
360-378-6131

Offshore

Boatbuilding

Classified Deadlines
 Issue            Date

Mar. 2004 . . . . . .Jan. 1, 2004
May 2004 . . . . . .Mar. 1, 2004
July 2004 . . . . . . May 1, 2004
Sept. 2004. . . . . .July 1, 2004
Nov. 2004. . . . . .Sept. 1, 2004
Jan. 2005. . . . . . .Nov. 1, 2004
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REPAIR A BOAT?
Supplies catalog is free...

Epoxy-plus marine epoxy,
fiberglass, fasteners,

paint, foam, etc.

BUILT A BOAT?
Hundreds of boat plans and

kits, all types, all sizes.
Catalog: $5.

Catalogs online at
www.clarkcraft.com

716-873-2640

Products

Up to 90% diesel noise reduction 
with SPM Soundproofing Tiles

P.O. Box 737
Northport, NY 11768

www.sailorssolutions.com

Shutup!

231-885-3288

Pet and Tiny Tot
Coal or Charcoal Briquettes

Combination Stoves

J&B Yeomans
5660 N. 7 Rd., Mesick, MI 49668

FATSCO

Custom
Stainless Parts

Custom stainless steel marine 
hardware made to your design 
or standard dimensions. We also 
supply classic Tartan sailboat 
replacement parts.

Whitewater Marine, Inc.
P.O. Box 610595

Port Huron, MI 48061-0595
810-987-4837

Custom made halyards, 
sheets, vangs, topping lifts, 
outhauls and other running 

rigging lines.

• Cajun XLE yacht rope • 
• Double Braid nylon • 

• Dinghy braid •
• Anchor lines • Dock lines •

• Floating rope • Sinking rope •
•Shock cord • Marine rope •

Cajun Trading Company
Box 916, RR#5, Yarmouth, Nova Scotia,

Canada B5A 4A9
Tel: (902) 740-4052 Fax: (902) 742-0006

E-mail: cajuntrading@canada.com
www.cajuntrading.ca

— ROPE —

DockCatcherTM

Docking By Choice Not By Chance

• Take the danger out of docking
• No more jumping off boat
• No need for dockside assistance
• Easy to install
• No moving parts
• Made in USA

Toll Free: 1/(877)-MOORING (666-7464)
Fax: (781)749-0202

Visit our site for other marine products
www.dockcatcher.com

LineCatcher, Inc., Hingham, MA

Dealer inquiries invited
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Cabin-Cooler

Flushes hot, stale air from cabin. 
Thermostat and variable speed 
control. Portable, easily stowed 
when sailing.

Kool-O-Matic Corp.
P.O. Box 310, Niles, MI 49120

(269) 683-2600, Fax (269) 683-2318

Remove damaged
fastenings. Minimal
damage to wood.
Hollow tool uses
stub as guide. Sizes
to remove screws from No. 2 
to No. 24, lags, nails, and drifts.

T&L TOOLS
24 Vinegar Hill Rd., Gales Ferry, CT 06335
Phone: 860-464-9485 • Fax: 860-464-9709

unscrew-ums@tltools.com

www.tltools.com

UNSCREW-UMS™
broken-screw 
extractors

High-Performance Sailboat

Rudders
Improve your boat’s handling

and speed with a modern
high-performance rudder blade

or rudder assembly from 

IdaSailor Marine
We design and build world-class

performance rudders and tillers for: 
Com-Pac, MacGregor, West Wight Potter
Venture, Buccaneer, Chrysler, Newport
Balboa, Catalina, O’Day, Aquarius, and 
many, many more. Quality doesn’t have 

to cost more. Lifetime warranties.
Call us toll free at 866-400-2204

Or visit us on the web at:
idasailor.com

Email: sailboats@idasailor.com

Don’t ruin your boat with the 
bleeding rust of stainless steel. 
Bristol Bronze make a wide 
variety of Stem Straps such as 
the one above. For catalog send 
$5 to: 

Box 101, Tiverton, RI 02878 
• 401-625-5224 •

www.bristolbronze.com

St. Valentine’s Day 

Special $275.00
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Head-O-Matic
Tankette

 • Automatically treats EVERY fl ush
 • No more rotten egg odor
 • Used by 1000s of cruisers globally
 • Easy DIY installation
We save marriages with this product!

“Best $49.00 we ever spent”
Boat US, West Marine #198200
Replacement bullets #198201
or 1-800-563-5947 Visa, M/C

www.alexmilne.com

Bristol Bronze makes over 500 
unique classic Bronze marine 
fittings such as the Double Oar 
Retainer above. For complete 
catalog send $5 to: 

Box 101, Tiverton, RI 02878 
• 401-625-5224 •

www.bristolbronze.com

PRACTICAL SAILOR verdict
"An essential piece of safety equipment"

1 800 675 1105
before  1pm Eas tern  T ime

www.speedseal.com

QUICK-RELEASE COVERS

f ix
impellers

fast
•Captive O-ring seal
•Two screw release
•Install in secondsNo tools

ATOMIC 4
ne w  k i t s

by hand

CIRCUMVENT PRODUCTS

HUMIDITY PROBLEMS?
Mold?
Musty odors?
Damp lockers?
“Boaty tasting” 
provisions?

Stainless-Steel Air Exchangers 
affordable and proven
110-volt and 12-volt

www.dry-out.com
1-866-751-3003

OVER 30 YEARS

Rudder Replacements
FOSS FOAM PRODUCTS

OF FLORIDA, INC.

7060 Hwy 41 North
Williston, FL 32696
Tel: 352-529-1104
Fax: 352-529-1106
www.newrudders.com

Cal • Hooks Marine • Sovereign  
Catalina • Irwin Spindrift • Com-Pac 
Marine Innovators • Starwind Caliber 
Endeavour • Starrett • Captiva  
Mirage Tanzer • CSY • Morgan • TMI 
G Cat • Nimble Watkins • Gulfstar 
O’Day • Traditional Watercraft  
Hunter Marine • Pearson

Make old fiberglass
shine like new!

www.poliglowproducts.com

800-922-5013

As seen in
Practical Sailor

complete kit
$54.95 add 
$7.95 s&h

Miami Lakes, Florida

• Restore oxidized fiberglass
• Easy application – wipe on, no 

buffing or rubbing
• Will not wash off with soap and 

water, not a wax
• Lasts over 12

months
• Guaranteed

LineCatcherTM

Dock Lines Always Within Reach

• Vinyl holder and flexible hook 
will never damage your hull 
or rigging

• Coiled line can be pulled off 
flexible hook if not within 
arms length

• Made in USA

Toll Free: 1/(877)-MOORING (666-7464)
Fax: (781)749-0202

Visit our site for other marine products
www.dockcatcher.com

LineCatcher, Inc., Hingham, MA

Dealer inquiries invited

KNOTSTICK
Measure boat speed

mechanically
for any size boat. 

www.knotstick.com
Box 6340, Vero Beach, Fl  32961

“SEA-CURE”
is an inexpensive 
and effective means 
for the protection of 
your valuables while 
traveling in your boat 

or recreational vehicle. This safe is 
easily installed in any void space, 
such as a bunk or settee area, and 
comes in two sizes, which should 
accommodate most people’s needs. 
The safe is available in a painted 
and a stainless-steel version and 
is available from World Wide Safe 
Brokers at:

Phone: 800-593-2893
Fax: 856-863-1208

info@worldwidesafebrokers.com.
Mention this ad and

 get free delivery.
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Dress your boat up for Spring. 
Replace your plastic Builder’s 
Plate with one in Bronze from 
Bristol Bronze. For catalog 
send $5 to:

Box 101, Tiverton, RI 02878 
• 401-625-5224 •

www.bristolbronze.com

Nautical
Collectibles

Nautic-art
is proud to announce the rst
two series of models in the

“Nautical Archive”
collection

American Workboats
and

Trailerable Sailboats
View online at 

www.nauticart.com

Nautic-Art, PO Box 544
Kearney, MO 64060

TLThomas@Nauticart.com
1-816-628-4336

YACHT HALF MODELS

Custom built to your specifi cations
Art Hall • 207-688-4088

Marine Art

SAIL ABACO, BAHAMAS
Sample the cruising lifestyle on 
Island Sun. Sail the Sea of Abaco 
on a beautiful 40-ft sloop, A/C, 3 
staterooms, great rates, flexible 
itineraries. Complete info:

www.Bahamasailing.com

Charters

William C. (Bill) Sandifer
Professional Marine Surveyor

Specializing in Good Old Boats
on the Gulf Coast from

Texas to Florida.

Phone: 228-255-6098
Cell: 228-493-6165

Web: devilsel@datasync.com

Donations

Marine Surveyors
Thomas W. Bell & Assoc.

• Surveys, Appraisals
• American Society of Non-

Destructive Testing Certified 
Audio Gauging Level II

• ASA, SAMS, IAMI, ABYC, 
SNAME, ASNDT

• Marine Investigations, Reports
• Attorney Services

310-828-5329 phone/fax
1-800-50-SURVEYOR

310-313-8000 (pager)
1323A Berkeley St.

Santa Monica, CA  90404

Consignment

Sails/Canvas

Products, cont. Surveyors Services
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• New & used
• Computer-cut

cruising &
racing sails

• Roller-furler
and sail package deals

• Repairs

Call for lowest prices. 
Credit cards accepted.

8691 Main St.
Barker, NY  14012

800-323-WING (9464)
http://somersetsails.com

Somerset 
Sails

Made with product

 LIFETIME GUARANTEED

Tenara™ thread

 and           Fabric.

SeaLyon Marine Canvas
866-691-LYON (5966)

www.sealyon.net
Isaiah 43:2 Member of:

Sea Lyon™

Sail Covers & Bags

™

Websites

Boat
Owner’s

World
The World’s

Most Complete
Boating Portal:

Directory • Classified 
News • Forum • Auction
www.boatowners.com

Clothing

Everything you wanted to know about . . . 
Classified ads Subscriber Non-subscriber
Text (web only) free $40
Photo and text (web only) $20 $60
Text only (magazine and web) $35 $75
Photo and text (magazine and web) $55 $95

• Total word limit: 75 words.
• Web ads remain posted for aproximately 90 days.
• Send email text to: classifieds@goodoldboat.com 
• Or by post to: Good Old Boat, 7340 Niagara Ln. N., 

Maple Grove, MN  55311-2655.
• Photos may be emailed as jpgs or sent by post for scan-

ning at Good Old Boat.
• Payment is made in advance by check or credit card.
• For full details, go to: <http://www.goodoldboat.com/ 

classified_guide.html>.

Display classified ads (boxed product and service ads)
• $35 per column inch, sold in half-inch increments. 
• May not exceed 3 inches.
• Column width is 15⁄8 inches.
• Subscribers may have a $35 discount once each year.
• Artwork to be scanned is an additional $20 (one-time 

scanning charge).
• Classified display advertisers are invoiced following 

publication of the issue including their ads.
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our refrigeration without running our 
engine. But beyond the convenience 
for charging batteries at anchor, a 
wind generator can also be important 
in a crisis. In the episode of engine 
failure, we were able to use our wind 
generator to produce enough power to 
keep our GPS, SSB, and other systems 
working for hours. 

Watermaker 
The benefit of a watermaker is not just 
saving 25 cents or more per gallon of 
water. If that were the only benefit, I’m 
not sure we would have one. We find 
the water made by our watermaker 
tastes far better than most of the water 
we can buy. In some places we have 
found the water for sale to be barely 
drinkable. But the real benefit of hav-
ing a watermaker is that it allows us 
to spend days at anchor without being 
forced to go into a marina or port. 
This can be a safety feature when the 
weather does the opposite of what was 
predicted, and we need to remain with-
in the safety of a protected anchorage 
for longer than anticipated. On one 
occasion in the Exumas, the weather 
changed suddenly, and we were held 
up at an anchorage for a week waiting 
for good traveling conditions. We know 
of cruisers who have left an anchor-
age in inclement weather because they 
were out of fresh water and had no 
watermaker. Our Little Wonder unit 
makes between 5½ and 6 gallons an 
hour and allows us to sit happily at 
anchor for many days at a time.

Better dinghy 
This is one item we are recommend-
ing that we don’t yet have ourselves. 
Our next dinghy will definitely be one 

with a raised bow and large tubes. Our 
9-foot dinghy with relatively small 
tubes fits well aboard our 30-foot boat 
and has served us well in many areas, 
but we have found it to be an uncom-
fortable and wet ride when we have to 
travel a mile or more in it, particularly 
in choppy seas. Despite our 8-horse-
power outboard, our dinghy will only 
plane when the seas are flat, the wind 
is from behind, there are only two of 
us aboard, the moon is in the seventh 
house, and Jupiter is aligned with 
Mars. Any kind of chop, and we don’t 
plane. From our observations and dis-
cussions with other cruisers, dinghies 
with a raised bow and large tubes give 
the most comfortable and driest ride. 

Macerator pump
Marine heads are not the most delight-
ful of subjects, but they are a reality 
of cruising. If you plan to cruise to the 
Bahamas, where there are no pump-
out stations and it is quite legal and 
customary to pump waste overboard, 
you will be far more comfortable (and 
so will your anchored neighbors) if 
waste has been macerated before being 
pumped over. Brown liquid quickly dis-
sipates in an outgoing tide and certain-
ly beats the alternative. Enough said.

Windscoop
Windscoops are handy, inexpensive, 
lightweight, take almost no room, and 
can save relationships between crew-
members. When sitting at anchor in 80- 
to 90-degree heat with winds of 5 to 10 
knots, it can be difficult to breathe, let 
alone sleep. Pop up the windscoop and 
without using any power at all, you sud-
denly have fresh air flowing through 
the boat. The difference is truly re-

markable. Put it up with more wind, 
and you get a nice wind-tunnel effect.

PocketMail
No, it’s not boat equipment, but we 
have found it so useful that I am includ-
ing it in our list of recommendations. 
Wherever we go, whether in the U.S. 
or the Bahamas, we’ve been able to 
stay in touch with family, friends, and 
cruisers we’ve met via PocketMail. It is 
small, travels easily to shore and back, 
is reasonably priced, and has worked 
everywhere we have traveled. In the 
Bahamas, where phone calls to Ameri-
ca cost $1 per minute and snail mail is 
truly snail, we are able to communicate 
more information with more people via 
PocketMail for much less than a 5-min-
ute phone call to one person. 

We find we rely on it even in the 
States because carrying the small 
device ashore prevents excessive wear 
and tear or water damage to the laptop 
we’d otherwise bring ashore. For $10 
to $15 per month, cruisers are able to 
make an unlimited number of calls to 
send and receive email, and in the U.S., 
the calls are free. We recently upgraded 
to a new device, which works with any 
phone, including cell phones. We just 
aren’t comfortable cruising if we can’t 
stay in touch with family and friends.

Not necessary
So, are all these items necessary? 
No. You may talk to other cruisers 
whose priorities differ from ours. But 
we would not cruise without the first 
six items (or seven if we include the 
VHF). They could prevent an emer-
gency or save our lives. Nobody plans 
to get into trouble out there, and most 
of the time we don’t. However, every 
time we go out to sea, we are taking 
a risk that things might go wrong. We 
have listened to many emergency calls 
between the Coast Guard and cruising 
boats in trouble, and we have seen for 
ourselves how suddenly conditions can 
deteriorate. 

Ken and I have come to see cruising 
as a calculated risk. We do not want it 
to be a crapshoot. Sure, many folks do 
just fine with very little fancy equip-
ment. However, more often than not, 
their descriptions of close encounters 
with disaster suggest luck is a promi-
nent reason for their survival. We have 
decided to do whatever we can to keep 
the odds tipped in our favor. 

Continued from Page 29

COUNTERPOINT
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Rawson is the baseline
We never see reviews or articles on the Rawson 30 and ap-
preciated Bob Perry’s brief mention of it in his Bill Garden 
memoir (September 2003). We purchased a Rawson 30, Fair 
Wind, three years ago in Astoria, Oregon, largely because 
she “looked pretty.” With a basic American Sailing Associa-
tion (ASA) sailing course and 12 hours on the water as ex-
perience, we enlisted a relative with no boating experience 
whatsoever to help take her home to Alaska.

Fair Wind became our teacher as we crossed the Co-
lumbia River Bar and turned north. With the 
three of us overconfident from a back-
ground in aviation (how tough can 5 knots 
be?), we grossly underestimated the task at 
hand. Fair Wind’s Rawson pedigree provided 
safety and security with her stout construc-
tion, simple design, reliable systems, and hon-
est, predictable performance. With a Comfort 
Ratio of 39.24, Fair Wind provided never-end-
ing lessons in seamanship while transiting the 
real world environment provided by the Inside 
Passage, Gulf of Alaska, and Prince William 
Sound. Having ricocheted off docks and expe-
rienced mal de mer and other embarrassments 
during the journey, we arrived in Whittier, Alaska, 
considerably more grounded and experienced in 
real world cautions and capabilities. 

Today shopping for the ideal boat, we “baseline” 
from the Rawson 30 in deciding exactly what a good old 
boat is. It’s interesting that most of the boats we would 
consider in our future were designed by Bill Garden or 
Bob Perry.

John and Mary Hallinan
Anchorage, Alaska

Trailersailor forums
There are some great trailersailor forums at <http:
//www. Trailersailors.com>. I am especially keyed 
into the Clipper Marine forum. The Clipper Marines 
were designed by Bill Crealock. You wrote an article 
on Bill Crealock a while back (July 2003), but I was 
crushed that he didn’t touch on the Clipper Marine 
boats. At the time, the CM26 was the largest trailerable 
boat, a significant “innovation” by Crealock. They are really 
well built. There is quite a cult following for these boats, and 
the forums are invaluable.

Steve Harrington
Albuquerque, N.M.

Regatta and Tartan website
Thanks yet again for sponsoring the Fourth Annual Good 
Old Boat Regatta. It was a fun couple of weekends and a real 
opportunity for good old boats to get out and enjoy them-
selves. It was definitely good old boat weather! 

Also thanks for the historical article on Tartan Yachts 
(November 2003). While I’ve heard many stories about the 
company, it was nice to see it in print along with the time-
line. I did notice that the Chesapeake Tartan 30 Association 
was inadvertently left off as a Tartan owner’s resource. We 
have a website <http://tartan30.org> with a compilation of 
technical articles published over the years in The Hook, our 
association newsletter. Membership and contact informa-
tion is on the webpage.

Gene Gottschalk
Pasadena, Md.

Regatta sponsorship worked for us too!
Thanks so much for your sponsorship of the Good Old Boat 
Regatta these last two weekends. It was wonderful to see 
all the great old boats and their owners having such a good 
time, and you couldn’t have picked two nicer weekends. 
It was wonderful! Thanks again. Please sign me up for a 
2-year subscription.

Ed Poe
Towson, Md.

And now a good old song!
For the second year in a row, we trav-
eled to Annapolis and took part in the 
Good Old Boat Regatta. The race itself is 
turning into a classic! After the post-
race presentations, a group gathered on 
the upper deck and got out the instru-
ments. During the jam, we sang the 
song that is attached. It was the debut, 
since it was written for the event.  

I used some software to produce 
the music, but I am not a professional, 
so if notes, rests, and so on are wrong, 
I apologize. At least the tune, chords, 
and lyrics should come out OK.

Congratulations on an-
other wonderful event. 

Tom Wells
Columbia, Mo.

Our hats are off to all 
who worked so hard to 
put the regatta together. 
It’s an amazingly well-run 
event. Thanks for writ-
ing the song, Tom. People 
can view a PDF version on 
our webpage for the regatta, 
<http://www.goodoldboat.com/
regatta_2003.html>. There’s a 
link from there 
to the PDF. 
We are indeed 
proud to have 
our own 
song!
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Another source of pride 
And while we’re feeling so smug, 
Good Old Boat magazine was re-
cently honored as the winner of 
a Silver Award (second place) for 
Overall Excellence by the Minnesota 
Magazine & Publications Associa-
tion. The category was for special-
interest publications with circulation 
less than 50,000. We were in good 

company with other (older/larger/richer) magazines in the 
winners’ circle. As we had never entered this prestigious con-
test before, we are feeling flattered and a bit giddy. Editors

Bill Garden’s Oceanus
I enjoyed your article about Bill Garden (September 2003). 
The mention of Bill’s boat, Oceanus, rang a bell. His boat 

has been in Anacortes’ (Washing-
ton) Cap Sante Boat Haven for about 
12 years to my recollection. She is 
now on the hard at North Island 
Boat Company in Anacortes. The 
termites are still holding hands, so 
with some TLC and the latest high-
tech stuff she should be ready to 
traverse any ocean. Been there for a 
year. I enclosed a couple of shots of 
this lovely creation. 

Spencer Swain
Anacortes, Wash.

Bill Garden is still boating
Very much enjoyed the article on Bill Garden by Bob Perry. 
Bill is currently living right up the sound from me, and I 
even think I saw him in August motoring past Salt Spring 
Island. I got a nice wave from the friendly gentleman in his 
small custom trawler. Anyway, Oceanus is currently holed 
up in an Anacortes, Washington, boatyard looking very for-
lorn and weather-beaten. Looks like somebody is trying to 
restore her, albeit very slowly.

Chris Ackerman
Anacortes, Wash.

Morning after
This is a photo of my 1968 31-foot Irwin (Ted Hood de-
sign) the morning after Hurricane Isabel came through the 
Northern Neck of Virginia. As you can see, the tide is higher 
than normal; the dock is under water. I worried all night 

CALL OR GO ONLINE FOR A FREE CATALOG.

Edson International  146 Duchaine Blvd.  New Bedford, MA  02745
Tel (508) 995-9711 • Fax (508) 995-5021 • Email: info@edsonintl.com

www.edsonmarine.com

Mission Control

Your Edson Steering Pedestal is much more than a wheel.  It is the centerpiece 
of your cockpit and the activity center of your whole boat.  So make the most of 
your boating experience by adding Authentic 
Edson Accessories such as Guards, Instrument 
Housings, Engine Controls, Tables, Drink 
Holders and GPS Mounts.  Available factory 
direct or at Marine Retailers everywhere.

We couldn’t have done it without 
her. Good Old Boat  Art Director 
Mary Endres beams with the 
new MMPA award for Overall 
Excellence. Once she began 
designing and laying out the 
pages of this magazine, we 
gained the confidence to enter 
this tough magazine competition. 
These days, Mary’s good work 
shows throughout our issues.



 www.goodoldboat.com 83

pounds, 4 x 12 x 14 inch-
es, and just $1,095. Rafts 
can also be rented. Call 
954-966-7329, <http:
//www.survivalproducts 
inc.com> or <sales@sur
vivalproductsinc.com>.

Donna Rogers
Survival Products, Inc.

I’m on to you now
I’ve wised up to your ploy. When I was looking for some 
help to build a hard dodger for my boat, Google brought up 
Good Old Boat. I sent off for the article and received a copy 
of the magazine: “Nice mag, I should order it.” But didn’t get 
around to it. Next month another copy arrives. By this time 
my wife has discovered the magazine and loves it. Good-
bye, Cruising World. Next month’s preview shows some 
more great articles. I discover your ploy is to send out sam-
ples knowing that such a great magazine will be impossible 
to resist. Well, you’ve succeeded. Please enter my subscrip-
tion for a year.

Bill Jaine
Port Hope, Ontario

27-foot pilothouse
We are sending you a photograph of our good old trailerable 
boat, a Watkins 27-foot pilothouse, shown below. We enjoy 
your magazine very much and thought your readers would 
like to see that there are folks who trailer boats that do not 
have swing keels, water ballast, an 8-foot beam, and so on. 
On the road, we are 10 feet wide, 14.5 feet tall, and 52 feet 
long. That is a foot larger, in every direction, than an 18-
wheeler! Our load weighs about 11,500 pounds.

We pulled the boat from South Florida to Knoxville, 
Tennessee (800 miles), at 55 mph, using our Dodge RAM 
2500 with a Cummings diesel and automatic transmission. 
It pulls great (right through Atlanta, 8 lanes of traffic)! We 
might take it back to Florida in the winter season.

We would be interested in talking to other owners of 
boats like ours if they would like to correspond. As far as we 
know, these boats are quite rare. We think there were 10 built 
in 1980 and eight built in 1981. That’s all we know about. Our 
Shangri-La is a 1981, hull No. 8, (we think the last one built). 
These boats are worthy of mention in your magazine!

Glen Simerly
P.O. Box 721

Elizabethton, TN 37644

about the boat and drove down to check on it first thing in 
the morning. I could not believe the destruction I saw on the 
way to the boat, along with the destruction I saw along the 
shoreline. If you look closely at the picture, off in the dis-
tance is a mast of a Catalina 22 that sank during the storm 
that night. Normally the Irwin sits in the slip facing the op-
posite direction, but a couple of days before the storm I spun 
it around so the bow would face the storm. I also doubled up 
the docklines and removed the sails, pedestal cover, and so 
on. The night of the hurricane, I told myself, “This boat has 
been around since 1968, and the reason it has is because of 
its seaworthiness and that it’s a good old boat.” This is now 

one of my favorite pictures. To me it is a symbol of strength 
and the ability to overcome the invincible. And, yes, I know 
how lucky I am.

Kurt Seastead
Glebe Harbor, Va.

Emergency life raft for small boats
Survival Products has introduced a new six-man life raft 
(we already make a 10-man size) perfect for offshore rac-
ers who are required to carry an ORC-category 1, 2, 3, 4 
raft. Pack size is only 5 x 14 x 19 inches and weighs only 37 
pounds. It’s priced at only $3,225. These rafts evolved from 
the lighter, more compact 6- and 10-man MAC ORC Cat II 
Modified, made for the Chicago- and Port Huron-Macki-
nac races. Good old boat sailors will note that a four- and 
a nine-man raft series is also available starting at only 12 

RADAR FLAG™
THE “RADAR FLAG”™. Incredible radar reflectivity 

packed into a highly durable American flag. Space age 
inner lining makes wood and fiberglass boats radar 

visible over 4 miles. Solas 74/83, used by U.S. Military in
“Desert Storm.” 

Guaranteed and available in popular sizes from
12" x 18" to 36" x 60".

Radar Flag Co.
(863) 696-1029   (800) 458-9579

www.radarflag.com
1055 St. Ann Shrine Rd., Lake Wales, FL 33853
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Individual Meals for Sailors 

Phone (514) 576-0420  Fax (208) 975-2081
www.freedomeals.com  info@freedomeals.com

A snap to prepare

No refrigeration required

No fresh water needed

Easily stowed anywhere aboard
Nutritious, highest quality ingredients

More than 12 varieties available

•
•

•

•
•

•

bauer 8The bauer 8 is the 
perfect all-purpose dinghy 
for rowing, towing, 
sailing, or powering. 
Sturdy, functional, fun 
for all ages and abilities. 
Exceptional performance, 
high quality, and easy 
maintenance make her 
the ideal choice for the 
cruising yachtsman with 
limited deckspace. Also 
available: the bauer 10
and bauer 12.

Bauteck Marine Corporation
2060 Dobbs Road • St. Augustine, FL  32086 USA
(904) 824-8826 • 888-228-8325 • Fax: (904) 824-8574

email: bauer@aug.com • www.bauteck.com

800•562•7797

ON MARINE HEATING SYSTEMS

Engineered for quiet,
comfortable and
reliable performance
• Simple to operate
• Easy to install
• Lowest noise level
• 12,000 - 18,000 BTU
• Low 2.7 amp draw; only 6.7 amps at startup
• Full 2-year warranty on parts and labor

AIRTOP
3500/5000

206•784•9903
TOLL FREE 

SURE MARINE SERVICE, INC.
5320 28TH AVE. NW • SEATTLE WA 98107
www.suremarine.com • suremarine@aol.com
We Service What We Sell!! M - F 8 - 4:30 • SAT 9 - 1
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OVER TIME I HAVE COME TO UNDERSTAND THAT THE MOST CRITICAL 
item of cruising equipment for us is a house. “E-e-e-k!” 

says the critic. “Heresy again. It’s common knowledge that 
every cruising dream starts with selling one’s home. This 
is, in fact, how one raises the money for the 40-footer to go 
cruising in. Only the very, very wealthy can afford a boat big 
enough to live aboard and go cruising in and have a home 
ashore as well.” 

That is the standard dream. It’s favored and promoted 
by those who need to sell 40-footers and, in all fairness, by 
some of those who have 40-footers.

Chris White, who designs fi ne 
multihulls, once told me he’d de-
signed a boat for a client who sold his 
home and moved most of his belong-
ings aboard. He said the boat kept 
sinking lower and lower in the water 
until it was just an overloaded barge 
instead of the fast cruiser it was in-
tended to be.

The lesson here is that we are not 
fi sh. We are creatures of the land. 
Our boats are made from bits and 
pieces of the land, and they have a 
critical, unavoidable need to be sup-
plied and maintained from the land. No vessel made by man-
kind is independent and self-suffi cient at sea indefi nitely. 
The tools, spares, and consumables needed to operate any 
small pleasure craft over its natural service life would sink 
it if they were brought aboard on commissioning day. So 
would the possessions found in most shoreside homes.

My house serves my boat in a critical way. The radial arm 
saw, drill press, shaper, band saw, jig saw, and several hun-
dred pounds of smaller power and hand tools are in the shop 
and garage at home, thus sparing the boat a load that would 
exceed her capacity. The boat makes brief sorties out onto 

the water without these, but in the end they are necessary to 
support a 28-year-old boat. You either own at least some of 
these things, or you hire somebody who does.

Because this stuff is not aboard our boat, Karen and I 
can cruise for many weeks without resupply. Because our 
boat is an old 30-footer instead of a new 40-footer, we had 
it paid off 5 months after we bought it, and we didn’t sell 
our house to do it. Are we living aboard? In one sense at 
times we are, and in another sense we are not. We could go 
out for a month or a bit more at a time without resupply and 

live on the boat. We routinely live on 
the boat for 2 or 3 weeks at a time. 
Our boat is a small coastal cruiser, 
not intended for crossing oceans, 
but it gets around on Lake Supe-
rior, which is, for those persons not 
familiar with it, about twice the size 
of Denmark. There is plenty of room 
to cruise.

There are many sailors who have 
only their boat. As I said, that is the 
standard dream. They manage with-
out the heavy equipment. They take 
on their supplies at each port call. 
They carry a few tools and spares, 

and they manage because they are skilled and resourceful. 
Nothing wrong with that . . . but maybe it is not the only way. 
I kind of like having a few 4-by-8 sheets of marine plywood 
in stock and enough power and hand tools to turn them into 
bits and pieces and sawdust in a long day. I like buying ep-
oxy 2 gallons at a time, and I like to occasionally sleep in a 
king-size bed with my lady love in a home that does not roll 
or pitch and has withstood many a storm without anyone 
there to mind it.

There are lots of ways to go cruising. The journey is on 
the inside anyway. 

Last 
tack

“We are creatures of the 
land. Our boats are made 

from bits and pieces of 
the land, and they have 
a critical, unavoidable 
need to be supplied and 

maintained from the land.”

 A house 
 to cruise 
 home to  

Some sailors need a house 
just as much as they need a boat

by Jerry Powlas
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The
Skimmer
25

Time to consider:
A boat less expensive

A trailerable boat that goes in at any ramp
A seaworthy boat that’s fast

An exhilarating boat that’s four times the fun!

Skimmer Boats
Tel: 800-824-0355    URL: www.creativemarine.com



I ’M BAD. I ADMIT IT. I’VE BRAZENLY JUMPED 
aboard other people’s boats without 

even asking “permission to come aboard” 
and made modifi cations to their rigging.

I must confess to some timidity, how-
ever. I’ve only done this when no one 
was aboard, and it was usually about 
2 a.m. when the slap of their halyards 
against their aluminum masts rivaled 
Chinese water torture.

You’ve heard the sound — halyards slapping the alumi-
num mast on a windy day. At night in a marina, this is like 
someone knocking on the door all night.

My wife, Elsie, and I spend lots of time aboard our schoo-
ner, Delphinus, visiting ports along the Eastern seaboard. 
Some of this time is spent in marinas, and the noise of slap-
ping halyards is our 
particular nemesis.

Don’t get me wrong; 
I believe in everyone’s 
freedom to do his 
own thing, but when it 
comes to blatant lack 
of consideration for 
your neighbors, I draw 
the line. And I secure 
the lines.

I knew a kid once 
at a yacht club in New 
Jersey who loved the 
sound of slapping hal-
yards. He said it was 
soothing. He kept his 
sailboat on a trailer 
next to the house under 
his bedroom window 
so the halyard slap 
could lull him to sleep 
at night. He later be-
came a psychiatrist. I 
suspect his next-door 
neighbor was his fi rst 
patient.

I’ve tried subterfuge: “Aren’t you afraid that slapping hal-
yard will wear away the anodizing on your mast?” Or: “I’ve 
heard the Dacron strands weaken when they keep slapping 
the mast like that.” The response is usually a grunt; he sees 
through my little scheme, and he’s not buying it.

Planning revenge
I’ve lain in my bunk at night with my good ear buried in the 
pillow, wishing my bad ear was a little worse than it really 
is, and planning my revenge: “I’ll go over there with a knife 
and cut the danged halyard.”

Sometimes when drifting into the twilight zone, or after 
a general anesthetic such as Mount Gay, I envision climbing 
aboard with my cable cutters and dropping the mast into the 
water. Of course I only dream of these things. My mother 
taught me to respect other people’s property. I’m trapped in 
middle-class morality.

There are lots of cute little gimmicks on the market 

designed to keep the halyards from slap-
ping. They work. I’ve tried them all. But 
they’re actually unnecessary, and I’ve 
discovered they don’t fl oat. Just tying 
halyards off to the shrouds or fl ipping 
them around the spreaders solves the 
irritation problem and undoubtedly pro-
longs the lives of the halyards and the 
sanity of your neighbors.

It’s not just other people who cause the problems. I can 
be the culprit too. It usually happens in the middle of the 
night when the wind picks up from a new direction. I’m in a 
deep sleep. Claudia Schiffer has invited me for cocktails and 
has excused herself to change into something more com-
fortable, when the sound seeps through: slap, slap, slap.

“Nuts! I forgot about the fl ag halyard. Maybe it will stop.” 
It doesn’t.

My wife clears her 
throat. That’s my cue. 
I crawl out of the bunk 
in my pajama bottoms, 
mumbling to myself, 
and slide the hatch 
back. Why do the slides 
only make that awful 
noise in the middle of 
the night?

Not alone
I’m just fi nishing the job 
of tying off the halyard 
and am starting to 
wake up when the light 
of a cigarette from the 
cockpit in the next slip 
tells me I’m not alone, 
and I see two outlines 
watching me. I feel like 
an idiot out there in my 
pajama bottoms with 
bare feet on a deck wet 
with dew, so I affect an 

air of nonchalance, causing me to trip over the coaming as I 
enter the cockpit and bump my head on the boom. The hatch 
squeals like a pig again as I close it, and the form in the for-
ward bunk rolls over.

“I’ve got to fi x those slides one of these days,” I mumble 
to myself, “Maybe tomorrow.” I slip my cold, wet feet under 
the covers, hoping I can resume where I left off. All is quiet 
now. I’ve done my duty in preserving peace and tranquility.

OK, so the sound of halyards slapping doesn’t bother you, 
and those it does bother are just paranoid. Well, it’s the same 
as the kids in public places who blare hard rock from their 
portable radios at levels approaching the threshold of pain. 
They’re destroying their neighbor’s environment just as cer-
tainly as if they were throwing garbage overboard.

So, if you’re in a marina and the schooner Delphinus is in 
the next slip, please watch those slapping halyards — I don’t 
want to disappoint Claudia Schiffer twice. That would really 
try my patience.

Now, where did I put those cable cutters? 

Reflections . . .

Things that 
go slap 

in the night
Driven mad by noisy halyards, 

a sailor plans his revenge
by Don Launer

“My mother taught 
me to respect other 

people’s property. I’m 
trapped in middle-

class morality.”
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