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Our contributors

Gregg Nestor (C&C 33 MK I, 
Page 4; American 23, Page 33) 
is a contributing editor with 
Good Old Boat. More than 20 
years and four boats ago, he 
discovered sailing and has been 
an avid “trailersailor” ever since. 
He and his wife, Joyce, sail an 

O’Day 222, Splash.

John Butler (The Cat-
napper, Page 8) was a 
Coast Guard search and 
rescue pilot. He retired 
as a commander in 1974 
and now lives with his 
wife, Mary Lu, on Beaver 

Lake in Northwest Arkansas and sails a 
1963 Cape Cod Catboat whenever he gets 
the chance.

Ted Brewer (The Tayana 
37 in perspective, Page 13; 
Thoughts on sail plans, Page 
20) 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.

Doug Elliot (Removing the 
teak deck, Page 14) was a sane 
and sedate business owner 
until five years ago when he 
and his wife, Diane, bought 
an aged and badly maintained 
1983 Cheoy Lee Pedrick design. 
They left Houston in July 2000 

to explore the Bahamas, followed by exten-
sive refitting in Key West. Next they sailed 
to Grenada, reworked the deck during hur-
ricane season, and went on to Puerto Rico 
then south to Venezuela. Neither is likely to 
return to sanity any time soon.

Dan Spurr (Charley Mor-
gan and the fiberglasss 
factory, Page 24) is research 
editor with Good Old Boat 
magazine. He has written 
a score of boating books, 
including Spurr’s Boatbook, 

Yacht Style, and Heart of Glass. 

Rob Rielly (Sailing cat 
gets 10th life, Page 28) has 
been sailing for more than 
35 years. He built his first 
wooden 21-foot sailboat in 
1972 and has since owned a 
Pearson Triton and a Mar-
shall Sanderling. He cur-
rently owns a Marshall 22, which he keeps 
in Forked River, N.J., and sails on Barnegat 
Bay. A writer of naval history, Rob’s last 
book, Mighty Midgets at War, was Sea Clas-
sics magazine’s Book of the Year for 2000.

Don Casey (Adding a deck 
wash, Page 37) co-authored 
Sensible Cruising: The 
Thoreau Approach and 
became the authority on 
boat fix-it projects with 

This Old Boat. He is the author of a series of 
books in the International Marine Sailboat 
Library and of Dragged Aboard — A Cruis-
ing Guide for the Reluctant Mate. He and 
his wife, Olga, are cruising aboard their 29-
year-old Allied Seawind, Richard Cory.

Bill Sandifer (Heat shrink 
hose clamps, Page 40) is 
a contributing editor with 
Good Old Boat and a marine 
surveyor and boatbuilder who 
has been living, eating, and 
sleeping boats since the early 

’50s. He and his wife, Genie, sail an East-
ward Ho 32.

Don Launer (Chart Plotters 
101, Page 42) is a Good Old 
Boat contributing editor. He 
has held a USCG captain’s 
license for more than 20 
years. He built his two-
masted schooner, Delphi-
nus, from a bare hull and 
sails it on the East Coast from his home on 
Barnegat Bay in New Jersey.

Mary Jane Hayes (Cen-
ter spread: Feathered 
friends, Page 44) and 
her husband, Warren, 
have been boating for 
more than 25 years. They 
sailed Serena, a Sabre 28, 
for seven years and now 

cruise the East Coast in a Grand Banks 36, 
Sea Story II. A freelance writer and pho-
tographer, Mary Jane has been widely pub-
lished in boating magazines. Her book, Eye 
on the Sea, has won a number of awards.

Mark Matthews (Pitfalls 
in paradise, Page 46) has 
a 50-ton USCG Master’s 
license and has cruised the 
Mediterranean, the Carib-
bean, and Central America, 
learning as he went.

Heather Ilse (Solar cook-
ing, Page 50) is a renew-
able energy enthusiast 
and stay-at-home-mom. 
She and Jeff, her husband, 
along with son, Ethan, and 
ever-seasick dog, Jedi, sail 
an Islander 30 among Lake 

Superior’s Apostle Islands as often as pos-
sible from May through October.

Tom Young (Dinette 
conversion, Page 55), 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.

Michael Facius 
(Simple solutions: 
Quieting the iron 
beast, Page 72) is Good 
Old Boat’s advertis-
ing manager. He sails 

a 1979 C&C 30, named Callisto, out of 
Bayfield, Wisconsin, on Lake Superior. He 
and his wife, Patty, have been sailing since 
1986, beginning with an O’Day 20.

Jim Martin (Simple solu-
tions: The toggle hitch, Page 
73) does not remember a 
time before he was boating: a 
Snipe, a Palmer Scott Wood-
Pussy, a Pen Yan car top, a 
canoe, a Sunfish, a Yankee 
Clipper 41, and a Columbia 
43, also intercollegiate and 
Chicago-Mac races, service in the Navy, 
and many years spent cruising with his 
family. In addition, he owned a sail loft for 
four years. 

Andrew Wormer (Sim-
ple solutions: A split-rail 
fence, Page 77) cruises 
Lake Champlain with his 
family from their home 
in Ferrisburgh, Vermont. 

He’s the author of The Bathroom Idea Book 
(Taunton Press, 1999) and a contributing 
editor to Fine Homebuilding magazine.

Frank Nowak (Quick and 
easy: Screening out the 
bugs, Page 79) and Dianne 
Piche of Bristol, Rhode 
Island, are experiencing 
the joys of sailing on Nar-
ragansett Bay in their 1982 
Hunter 27. They are happy to be cruising 
the waters where so many good old boats 
were built and launched.

David Satter (Quick and 
easy: Simplifying the 
shower, Page 80) has been 
restoring antique furniture 
for 20 years. After attend-
ing the WoodenBoat School 
in Brooklin, Maine, he 
got the boat bug and now 
restores and repairs small 

wooden boats and canoes in northern New 
Jersey. In 2002 he bought a 1973  Bristol 30 
with plans to cruise the East Coast with 
his wife, Sue, and two daughters.

Wayne Gagnon (Reflec-
tions: Soon! Real soon! 
Page 88) is a special educa-
tion teacher from Antigo, 
Wisconsin, who has spent 
the past few summers in 
Racine, Wisconsin, upgrad-
ing his 1969 Westerly Centaur, Tortuga. 
Enough of the fixing! This summer he 
plans to explore northern Lake Michigan.
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About the cover . . . 
Rob Rielly writes about 
the refit of Meg, his 
1970 Marshall Sander-
ling. This photo was 
taken at Tices Shoal 
in Barnegat Bay and 
shows the result of his 
work. For more, turn to 
Page 28.

The view from here

Time for the pros?
Even the most accomplished amateurs

need help sometimes
IN THE JANUARY 2005 MAIL BUOY I SAID 

repairing soft decks and blistered 
bottoms is prohibitively expensive in 
terms of yard costs or do-it-yourself 
time and that a prospective buyer is 
better off finding boats without these 
problems. Later, a friend who runs a 
professional service pointed out that 
there are times when even an adamant 
do-it-yourselfer will or must turn to 
the pros for help. “Prohibitively expen-
sive” was a poor choice of words. 

While this magazine strongly sup-
ports the do-it-yourself side of boat 
maintenance, we acknowledge that 
professionals play 
a very important 
role. When it comes 
to the upkeep of 
their boats, most 
boatowners bal-
ance their own 
efforts with profes-
sional services. The 
exact balance point 
moves around from 
situation to situa-
tion and owner to owner. For those 
who have all the billable hours they 
want and who bill hours at more than 
yard rates, there is a clear choice: they 
can work at the jobs they know best 
and pay professionals for the boat-
work. For the rest, the choice is more 
complex. There will be some things 
that we simply can’t do for want of 
skills, knowledge, tools, or a suitable 
place to work. The pros will get these 
tasks, or they won’t get done. 

In the case of insurance claims for 
damage to boats, insurance compa-
nies would much rather see the repair 
of insured losses done by profession-
als. We were presented with that situ-
ation ourselves following a lightning 
strike. It was nice not to have to take 
the time following this unanticipated 
strike to do the fiberglass repairs and 
repainting ourselves. And the job was 
done to a level higher than we could 
have achieved working with our own 
tools and skills.

If good professional work is avail-
able, the boatowner who is inclined 
to do as much as possible himself will 
find that, in many cases, it is difficult 

to work up to the quality level of the 
professionals and equally difficult to 
match their speed. In many cases, he 
will be getting advice from profession-
als and may be buying parts and mate-
rials from them for the work. 

The most valuable commodity 
any of us has is time. At the end of a 
lifetime it will be time, not money, that 
will be seen to have had value. The 
whole concept of owning a good old 
boat is to trade some of your time and 
effort for the value you can put into 
a boat in order to own a finer, more 

satisfying craft 
than you would if 
you simply wrote a 
check for it or took 
on the payments. 
There are other 
benefits to this 
approach. When 
things break (not if, 
but when) someone 
who has already 
been involved with 

them in the course of doing boatwork 
is likely to know how to fix them. And, 
of course, there is satisfaction in doing 
these things self-sufficiently. For most 
of us, working on our boats is a hobby, 
not a living. 

For the professionals, it is a living, 
but you won’t see too many Rolls Roy-
ces parked alongside the marina re-
pair building. And in the final analysis, 
when boatowners don’t have the skills, 
equipment, or place to work . . . when 
they just can’t or don’t want to do a 
particular task . . . when they don’t have 
the time . . . then they will bring in the 
pros and be glad to have them on the 
job. As in so many things, the matter is 
relative. When some of these criteria 
fit, professionally fixing soft decks or 
blistered bottoms is not prohibitively 
expensive; it is just the cost of having 
a complex and tedious job done by 
someone else. Fair is fair. 

 

“The most valuable 
commodity any of us 

has is time. At the end of 
a lifetime it will be time, 
not money, that will be 
seen to have had value.”



boats. It has an overall length of 32 feet 10½ inches and a 
waterline length of 26 feet 5 inches. The beam is 10 feet 6½ 
inches, draft 5 feet 6 inches, and displacement 9,800 pounds 
with 4,075 pounds of ballast.

Design and construction
Created in-house by the original C&C design group, the 
C&C 33 MK I exhibits the somewhat fl at sheer common in 
the late 1970s. The sharp entry of its bow gives way to a 

The squall has passed. The Wednesday night race start was 
delayed 30 minutes. Night Train, a 1975 C&C 33 MK I, owned by 
Dennis and Rose Kunc, is showing the C&C emphasis on “racer” 
in this racer/cruiser.
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A classic performance cruiser,
with the emphasis on performance

by Gregg Nestor

C&C 33 MK I

T HE YEAR WAS 1961 WHEN GEORGE CUTHBERTSON, A ME-
chanical engineer, and George Cassian, an aircraft 
designer, got together and formed a partnership with 

the express intention of building performance sailboats. 
George Cuthbertson managed the business and developed 
the preliminary lines and calculations, while George Cas-
sian handled interior plans and details. The two worked 
together in a true collaboration. However, it wasn’t until 
George Hinterhoeller’s company and a stockbroker were 
added to the mix that C&C Yachts Ltd. was born. The date 
was September 26, 1969.

For almost three decades the story of C&C Yachts runs 
deep and varied with the ups of numerous technical innova-
tions and successes, both commercially and on the race cir-
cuit, and the downs of the turbulent 1980s and fi nally a “fi re 
sale” to Fairport Marine in 1998. (For more on the compa-
ny’s history, see Dan Spurr’s “The History of C&C Yachts,” 
September 2002.)

Throughout its history, C&C’s bread and butter was the 
racer/cruiser, with emphasis on the racer. Of the more than 
50 designs, all but a handful fall into this category.

Like several of C&C’s successes, the C&C 33 MK I began 
in the custom shop. However, after building just three boats, 
the company responded to market demand and started 
producing these hulls at its Niagara-on-the-Lake plant. Over 
a three-year period between 1975 and 1977, they built 165 
C&C 33s. These were Mark I models, of course, since no 
further modifi cations had yet been made which would lead 
to Mark II or III versions.

The C&C 33 MK I is a classic example of why C&C Yachts 
achieved a reputation for building high-performance sail-



“Created in-house by the original C&C 
design group, the C&C 33 MK I exhibits the 

somewhat flat sheer common in the late 
1970s. The sharp entry of its bow gives way to 
a deep-chested hull shape with a noticeable 

tumblehome at its beamiest point.”

deep-chested hull shape with a noticeable tumblehome at its 
beamiest point. Aft, there is a reverse transom with a short 
overhang. All of these elements were designed to favor the 
handicap rule of the day, the International Offshore Rule 
(IOR). Completing the picture underwater is a swept-back 
fin keel and spade rudder. 

The C&C 33 MK I was built as a solid fiberglass-laminate 
hull with a balsa-cored deck. Rather than being fabricated 
with the traditional square mat and roving that was em-
ployed by the majority of 
boatbuilders at that time, 
the C&C 33 MK I was one 
of the first boats to be built 
with unidirectional roving. 
This method of construction 
produces optimum weight/
strength characteristics, 
strong yet lightweight for 
performance sailing. 

Another innovation is 
the hull-to-deck joint, which 
is well thought-out and practical. Sandwiched between the 
inward-facing hull flange and deck is a layer of butyl tape, 
followed by a vinyl rubrail and more butyl tape. This system 
is capped with a full-length anodized aluminum slotted toe-
rail and fastened together with closely spaced ¼ x 20 stain-
less-steel bolts. C&C Yachts was one of the first builders to 
employ this novel design.

The deck hardware is of good quality and strength and is 
properly installed. The cleats, winches, and deck fittings are 
all through-bolted and secured to glassed-in backing plates. 
There’s nothing like having the job done right.

On deck
Except for the cast-aluminum stemhead fitting and the two 
10½-inch cleats, the boat’s foredeck is clutter-free. Add to 
this a stainless-steel bow pulpit, dual lifelines on 25-inch 
stanchions, and a non-skid surface, and one has a good plat-
form on which to make sail changes or move about safely. 
Just aft is a 21-inch square aluminum-framed hatch with 
an acrylic insert. This is the source of the boat’s forward 
ventilation. Sidedecks are a wide 21 inches only slightly ob-
structed by the chainplates centered there. The coachroof is 
cambered and, like all the deck surfaces, is non-skid.

The C&C 33 MK I was designed to have all the halyards 
controlled from the base of the mast. Therefore, clustered 
around the base are four Barient winches (two #16s and two 
#10s) and their associated 7-inch cleats. Handholds in the 
form of two 9-foot 4-inch teak handrails are located along 
each side of the cabintop. Completing the picture aft is the 
full-length black aluminum slotted toerail, which is some-
thing of a C&C trademark. (We have heard the slotted toerail 
on our own C&C 30 MK I referred to with affection — we 

hope — as a “Canadian 
picket fence.” –Ed.)

The T-shaped cockpit 
is a generous 7 feet long 
and more than 5 feet wide. 
Its coamings are 11 inches 
tall, straight and, in addi-
tion to keeping water out, 
offer good back support. 
The tops of the coamings 
are around 8 inches wide 
and were the original sites 

for Barient #26 sheet winches. The cockpit incorporates an 
excellent bridge deck to prevent water from cascading down 
below, should a wave fill the cockpit. The cockpit is self-bail-
ing and has four drains. To starboard is a deep sail/equip-
ment seat locker and to port a shallow seat locker, suitable 
for docklines, winch handle, emergency gear, and other 
small items. Even though the standard C&C 33 MK I was 
originally designed with a tiller, the T-shaped cockpit is well 
suited for wheel steering. The vast majority of boats were 
ordered with this $850 option. This frees up the forward 
cockpit space and also positions the helmsman close to the 
engine controls and instrument panel. Completing the on-
deck package is a stainless-steel stern pulpit and incorpo-

The genoa track on the sidedeck, facing page far left, was an 
owner addition. The C&C 33 MK I relied on a slotted toerail and 
a snatch block for jib trim. The uncluttered foredeck and cam-
bered coachroof, also on facing page. Four Barient winches, 
two #16s and two #10s, are located at the mast, below left. 
Another owner modification involved leading some lines aft 
and adding two more winches on the coachroof near the cock-
pit. The T-shaped cockpit, below.
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rated centerline swim ladder. Noticeably absent is a pair of 
stern mooring cleats. In order to tie off, one must use the 
sheet cleats — that is, if they haven’t been removed through 
upgrading — or the sheet winches themselves. 

Belowdecks
Starting at the boat’s stem, just aft of a small rope locker, 
is the V-berth that measures 6 feet 4 inches at its longest 
point. With the filler cushion 
in place, it can comfortably 
accommodate two adults. In 
addition to stowage beneath, 
there are port and starboard 
shelves running the length, 
just above the V-berth. Over-
head is the forward hatch, 
providing illumination and 
ventilation, and a folding teak 
door for privacy.

Directly abaft the V-berth 
and to starboard is the head, which consists of a small sink, 
a locker and shelves, and a marine toilet. Above is a mush-
room vent. The toilet was available with direct discharge 
or a holding tank. As is the case with our review boat, most 
were delivered with holding tanks. Opposite the head is an 
18-inch-wide hanging locker and three open-faced bins that 
provide quite a bit of usable stowage. A sliding door pro-
vides privacy and separation from the main cabin. 

The centerline drop-leaf table 
measures 47 inches by 40 inches 
when open and is flanked by an 
L-shaped settee to starboard and 
a straight settee to port. Both 
measure 6 feet 6 inches. With the 
table lowered and the insert cush-
ion in place, the starboard settee 
converts into a double, while the 
port settee remains a 21-inch-wide 
single. Shelves with 4-inch coam-
ings incorporating bins and small 
cupboards run outboard of each 
settee.

There are stowage lockers 
behind the port and starboard set-
tees’ back cushions and beneath 
the starboard settee. The 30-gal-
lon potable water tank is located 
beneath the port settee. 

Adequate stowage
The L-shaped galley is directly behind the starboard settee 
and includes a three-burner pressurized alcohol stove and 
oven, an icebox that drains into a sump, and a small stain-
less-steel sink with a hand pump for water. Galley stowage 
space is adequate and counter space above average. The DC 
power panel is located beneath the companionway steps. 
Speaking of the companionway, it incorporates a 24-inch-

square translucent sliding 
hatch, a sea hood, and a one-
piece teak hatchboard (much 
more convenient than multi-
part boards) to close out the 
elements. It also provides the 
sole source of ventilation for 
the main cabin if the fixed 
ports have not been upgraded.

Just across from the gal-
ley on the port side is the 
forward-facing navigation 

station. The 31-inch by 24-inch tabletop is hinged to provide 
chart storage below. In addition to an outboard stowage bin 
and drawer, there is additional storage space beneath the 
chart table as well as the dedicated navigator’s seat. Aft of 
the navigation station is a 6-foot-long single quarterberth. 
Even though there is quite a bit of headroom, getting in and 
out of the quarterberth involves the traditional gymnastics. 
A fiddled shelf runs above and outboard of the berth, and 

there is stowage beneath. A port 
that opens into the cockpit foot-
well provides the quarterberth 
with illumination and ventilation.

With the exception of the fi-
berglass pan and overhead liner, 
the bulkheads and trim are oiled 
teak. All deck fittings can be 
reached from below through ac-
cess panels in the overhead liner 
or from behind concealing flanges 
(well thought-out). Access to the 
bilge is by means of a wooden in-
sert in the fiberglass sole. There is 
three-sided access to the engine 
from beneath the companionway 
steps as well as from the cockpit 
sail locker. Accessibility to the 
vital components of the engine 
rates better than average, but 

Resources
The C&C Photo Album

<http://www.cncphotoalbum.com>

C&C Sailing Association
<http://www.cnc-owners.com>

C&C email discussion list
<http://members.sailnet.com/resources/links/
lists/index-new.cfm?id-candc>

C&C Yachts
<http://www.c-cyachts.com>   
Fairport Yachts, builders of Tartan Yachts in 
Ohio, owns the C&C name these days but does 
not support older C&C models developed by 
Cuthbertson, Cassian, and Hinterhoeller. 

“Even though the standard C&C 33 MK I 
was originally designed with a tiller, the 
T-shaped cockpit is well suited for wheel 
steering. The vast majority of boats were 

ordered with this $850 option.”

Main cabin with centerline drop-leaf table open, above left. Above right, galley. 
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changing packing in the stuffing box would be a challenge. 
There’s 6 feet of teak grabrail on both sides of the cabin over-
head for good bracing in a seaway. And there is 6 feet 1 inch 
of headroom for ease of moving around below. Illumination 
is provided by four 23-inch-long fixed ports, in addition to the 
half dozen 12-volt dome lights. Overall, the accommodations 
of the C&C 33 MK I are roomy, offer good stowage, and are 
nicely finished. 

The rig
The C&C 33 MK I has a bridge clearance of 46 feet 11 inches. 
The rig incorporates single foil-type spreaders, an alumi-
num diamond-shaped mast, and an aluminum boom. The 
standing rigging consists of a headstay, single backstay, 
single upper shroud, and dual lowers. The original stand-
ing rigging was Navtec #8 stainless-steel rod, rather 
than 7 x 19 stainless-steel wire. The C&C 33 MK I is 
a masthead-sloop with 514 square feet of sail area. 
The wire/rope halyards are internal and the sheets 
double-braided Dacron. A ball-bearing traveler, with 
stops, is located on the bridge deck. Originally, 
snatch blocks attached to the slotted toerail al-
lowed for adjustment of the sheeting angle. Our 
review boat, Night Train, owned by Dennis 
and Rose Kunc, has had 10 feet of genoa track 
added to each sidedeck. Upon leaving the fac-
tory, the boat’s halyard winches and cleats 
were located at the base of the mast, and 
the sheet winches and cleats were located 
on the cockpit coamings. The review boat 
has been upgraded with two additional 
winches on the cabintop. This allows for 
some lines to be run aft to the cockpit.

For auxiliary power, the C&C 33 
MK I has the Universal Atomic 4. This 
venerable 30-hp gasoline power plant is 
raw-water-cooled and uses a 2:1 reduc-
tion gear V-drive. With its two-bladed 
propeller, it pushes the boat along at a 
tad over 6 knots. Fuel is supplied from a 
20-gallon Monel fuel tank.

Under way
This boat is a good example of C&C’s 
legendary performance reputation. It 
is quite stiff and seems to be balanced 
and very responsive. It points exception-
ally well. In heavy air, the boat develops 

weather helm, but nothing that can’t be overcome. She’s a 
great spinnaker boat. On a reach she really performs. Down-
wind sailing may require some attention to maintain course 
and speed. It’s been noted that the C&C 33 MK I tends to 
yaw a bit in a choppy following sea. Her pinched ends are 
the suspect contributors to this phenomenon. Overall, her 
bad manners are few and her attributes many. 

Things to check out
As is the case with all boats with balsa-cored decks, check 
them carefully to determine if water intrusion and delami-
nation have taken place. This is easily accomplished by 

tapping the area with the handle of a screwdriver or 
plastic hammer and listening for that telltale dull, hol-

low sound. Pay particular attention to areas under and 
around deck fittings, especially stanchions. It has 
been reported that the bases of the stainless-steel 
chainplates have sometimes separated from the hull 

due to stress. Carefully inspect this area to deter-
mine if they need to be reglassed. The T-shaped 
deck ties, used to attach the bulkheads to the 

deck, often precipitated deck cracks. This is 
due to the movement of the deck relative to the 
hull and bulkheads. These cracks in the deck 

can allow for water intrusion and subse-
quent delamination. 

The boat was originally delivered 
from the factory with rod rigging. Over 
the years, most owners have had this 
replaced. Have any rod rigging that is 

still in place professionally examined. 
As with any boat of this vintage, be 
prepared for possible breakdowns in 

the wiring, sail-handling gear, pressur-
ized alcohol stove, and the Atomic 4. All 

of these are pushing 30 years of use and 
may be getting tired.

Summing up
The C&C 33 MK I lives up to its perform-
ance pedigree. Its accommodations are 
roomy, stowage is ample, and it’s nicely 
finished. When new in 1975, the C&C 33 
MK I had a base price of $33,500. Nicely 
equipped boats retailed for about $36,500. 
In today’s marketplace you can pick one 
up for between $22,000 and $33,000, de-
pending upon year and condition. 

At left above, forward-facing navigation station, and at right, one of the many overhead panels giving access to deck hardware.

C&C 33
Designer: C&C design group
LOA: 32 feet 10½ inches
LWL: 26 feet 5 inches
Beam: 10 feet 6½ inches
Draft: 5 feet 6 inches
Displacement: 9,800 pounds
Sail area: 514 square feet
Ballast: 4,075 pounds
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IT WAS A BEAUTIFUL LATE-WINTER SAIL.
The stout westerlies following the 
cold front had blasted me east. 

I dropped and furled my sail at the 
entrance to one of my favorite coves. 
Before motoring in, I checked the fi re I 
had started in my stove while hove to 
for lunch. With a low in the 20s forecast, 
I looked forward to a quiet and warm 
night at anchor. Once all was secure for 
the night, I retired to my toasty cabin. 

The long downwind runs and tacks 
were marvelous sailing to remember on 
days too calm, windy, or hot to sail, but 
they were also pretty tiring for an old 
man. A cat running off the wind can be 
most demanding of the helmsman. 
I was tired, but not sleepy, and my back 
wanted to relax a bit before supper.

There was time to recline in the cab-
in, perhaps to toast one or both of my 
heroes (Joshua Slocum and Sir Fran-
cis Chichester). I sliced some cheddar, 
sectioned a Granny Smith, and poured 
some wine. Then it took me all of 30 

seconds to set up my onboard La-Z-
Boy, which I have dubbed my “Cat-
napper.” This addition was inspired 
by the discussion and a drawing in 
L. Francis Herreshoff’s The Com-
pleat Cruiser. With my back wanting 
support not available while sitting 

erect on my bunk, I made my fi rst and 
very modifi ed prototype of what his 
narrator described as “ . . . a comfortable 
place in her to sit and read.”

Knowing my shortcomings as a de-
signer and upholsterer, I used some old 
canvas and fashioned my fi rst version 
of a “comfortable place” in my small 
cabin. One-inch and ¼-inch hardwood 
dowels, scraps of mahogany from the 
shelf under my garage workbench, and 
odds and ends of braided Dacron small 
stuff make up the other required ma-
terials. My prototype was OK, but just 
barely. It needed more thinking.

New blue canvas
I checked off the many faults in my de-
sign, refi ned them, and then sewed up 

a nice new piece of blue canvas. Lack-
ing a sewing machine, I hand-stitched 
everything. The end result is a satis-
factory cross between a recliner and a 
hammock for comfortable reading and 
catnaps aboard my old wooden cat.

Jealous? You should be. Check out 
my concept, then make your own. 
Plan on making a prototype fi rst to 
fully refi ne the design for your cabin 
and personal size. Then make the fi nal 
product. Perhaps you may want to 
design one to be used by two? I don’t 
know how, but it would be cozy. Two 
separate but side-by-side ones might 
be more practical. 

Since each boat will present differ-
ent design problems, I’ll explain mine 
in general terms. The canvas should 
have fi nished dimensions long enough 
and wide enough to accommodate the 
largest user. I found 25 inches to be a 
comfortable width for me. I tapered 
the head to fi t neatly between the 
ribs of the cabin overhead, where it is 
supported, and narrowed the foot the 
same for uniformity. To add strength, 
I sewed some small stuff in a hem on 

both sides and 
secured it well 
at the ends. 
Both the head 
and foot have 
large hems to 
allow a 1-inch 
dowel to be 
easily slipped 
through them. 
A nylon strap 
sewed to the 
canvas, with 
appropriate 

Relax or snooze 
in a custom-built recliner

by John Butler

CatnapperCatnapper
The

The Old Cat, above, her design unchanged 
for 150 years and now home to a variety 
of cat-labeled accessories, under sail 
on Beaver Lake. The Catnapper, demon-
strated by Amber Gail Klotz, the author’s 
youngest granddaughter, at right. Foot 
end of the Catnapper in use, inset. Note 
the loop stretched over the end of the 
H-frame upright, and the strain imparted 
to the canvas. The heating stove, with 
the tea kettle on the fi ddled top, and a cat 
outline on the door in the background.



Velcro pieces 
sewed to it and 
the canvas, 
holds the Cat-
napper securely 
out of the way 
when not in use.

Where my knees were located in my 
Catnapper, I sewed in another stout 
piece of small stuff to the hem, very 
fi rmly secured, and with a loop just 
big enough to slip over a 1-inch dowel. 
Don’t skimp on the stitching here; 
there will be a lot of strain on the cloth 
transmitted to the dowel via the small 
stuff. I added an extra piece of cloth 
there, like sailmakers do at stress 
points.

Puckered up
I also sewed in a big pucker on each 
side, in the area of my ample butt. I 
suppose there is a good seamstress 
word for the pucker, but I sure don’t 
know it. (Reverse gusset? Dart?) This 
shortened the sides by about 6 inches 
or, viewed the other way, allowed the 
material to be fuller and sort of mak-
ing gunwales to contain me if (when?) 
I should nod off.

The head is fastened securely to the 
cabin overhead by two 1-inch mahoga-
ny blocks, securely screwed to the cab-
in’s rafters, and having a 1-inch hole 
to accept the dowel that runs through 
the hem in the head. To prevent it from 
slipping out, while allowing for easy 
removal if I ever desire, I passed a 
¼-inch dowel through each end of the 
big dowel. At one end it was glued in, 
but the other had a slightly oversize 
hole so the small dowel could be pulled 
out. A fi ne piece of small stuff fastened 
the small dowel to the large one so it 
wouldn’t go adrift.

The foot is tethered by a long length 
of light line passing through loops of 
nylon webbing screwed to the ribs. A 
loop in each end of the line slips over 
the dowel passed through the hem in 
the foot. Adjustment of the length of 
this line determines the amount of 
droop in the hammock. As with the 
dowel through the head of the Catnap-
per, each end of this dowel has a ¼-inch 
piece passing through and glued in 
securely. This contains the loop and 
prevents “fallout.”

In Herreshoff’s book, the character, 
Weldon, had what he called a “folding 

deck chair” in 
his canoe yawl, 
Rozinante. It 
was neat, but I 
wanted some-
thing more 
reclining, not 

as erect. So I devised a leg support sys-
tem that makes the difference between 
a yard hammock and a folding deck 
chair . . . more like a recliner with the 
footrest pulled up.

Fairly tight stretch
The support is sort of a wooden “H” 
with the crosspiece close to the top 
(see illustration below). The uprights’ 
rounded ends go into the loops on 
the Catnapper’s sides, and the cross-
piece holds the uprights apart, thereby 
stretching the cloth fairly tight.

Both of the feet of the uprights have 
¼-inch stainless-steel bolts turned 
into them and their heads then cut off. 
These slip into holes drilled into the 
fl oorboards and anchor the H-frame in 
place, but still allow some motion. The 
feet are wrapped with small stuff to 
strengthen them.

The crosspiece rests on small dow-
els running through the large dowel 
uprights to keep it from sliding down. 
And, after the crosspiece is installed 
on the uprights, small dowels are 
placed in their holes near the tops of 
the uprights. This keeps the loops in 
the edges of the canvas from slid-
ing down. All the wooden parts were 
sanded smooth and given several coats 
of polyurethane varnish.

Setup is quick and easy. The nylon 
strap is pulled loose and the can-
vas unrolled. The three pieces of 
the H-frame, stored in the rolled-up 
canvas, are assembled: the feet in the 
holes in the sole and the crosspiece 
placed over the tops. Then the small 
dowels are placed through the tops 
of the uprights, and the loops on the 
canvas are stretched over them. Lastly, 
the dowel through the foot of the 
Catnapper is tethered to the two lines. 
Stowing is just the reverse, and it re-
ally does take much less than a minute 
to erect or stow.

One last instruction: enjoy yours; 
just try to stay awake!  

Catnapper
“I sliced some cheddar, 

sectioned a Granny Smith, and 
poured some wine. Then it took 

me all of 30 seconds to set up 
my onboard La-Z-Boy, which I 
have dubbed my ‘Catnapper.’ ” The Catnapper, rolled up and secured close 

to the overhead with Velcro on a nylon strap. 
The three H-frame pieces and the dowel for 
the foot are all rolled up in it. Note the read-
ing spotlight above the right shoulder.

Detail of one of the mahogany blocks fas-
tened to the cabin’s rafter to hold one end.

The head of the Catnapper with the dowel 
inserted in the wide hem. Note the small dow-
els to hold it in place and the nylon strap.

Detail of the “pucker” in the edge of the can-
vas. A similar one is on the other side.

The H-frame, at right, in place without 
the canvas secured to it.
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T HE TAYANA OWNERS’ GROUP (TOG)
is a diverse, energetic, and pas-
sionate group of sailors of Tay-

ana, CT, and Vancouver sailboats and 
motorsailers. For more than 10 years, 
Bill and Rockie Truxall have been the 
default leaders of this loyal clan due 
to their joint role as publishers of the 
member publication, TOG News.

Until recently, this 24-page newslet-
ter has appeared quarterly in the mail-
boxes of up to 500 dues-paying mem-
bers when many other sailboat owners’ 
group newsletters were struggling to 
get members, to get news and article 
contributions from members, and to 
break even on the printing-and-post-
age-versus-dues-paid balance sheet.

Long before she became Rockie 
Truxall, Kathie Rocknee learned to 

sail at a YMCA camp in 
Iowa. Before long she was 
a camp sailing instructor. 
Many years went by before 
she met Bill in church, a 
church with three Kathys. 
Nicknames were assigned to 
keep the identities straight. 
Kathie Rocknee became 
Rockie, and so she remains 
today, although she’s also 
known as Grandma Rockie 
to a select few.

Bill’s course through life 
led through a 27-year career 
in the U.S. Navy: aircraft 
carriers, the battleship New 
Jersey, submarines, and 
destroyers. He saw service 
in Vietnam on a destroyer 

and on a sub. He ended his career as 
a commander and was captain of the 
destroyers USS Robert L. Wilson and
USS Vesole.

Upon retirement from the Navy, he 
bought a Tanzer 28. The Tanzer served 
well, but Bill says, “It’s really just a 
weekend boat.”

Wanted a plane
Of his sailing passion, Bill says, “I re-
ally wanted to buy an airplane, but a 
sailboat is less expensive to run.” That 
comment puts a new light on the old 
saw about a boat being nothing more 
than a hole in the water into which one 
pours money. An airplane, by extension 
then, would be a black hole that sucks 
money. To pay for his sailing habit, Bill 
worked as a consulting engineer (as 
many other retired military personnel 
do in the Washington, D.C., beltway) 
until his second retirement in 1995. 

Bill and a mutual sailing friend, who 
owned a Cheoy Lee 33, began looking 
for their next boats. They both settled 
on the Bob Perry-designed Tayana 37 
as the boat for them. “It was, at the 
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One of many active Tayana owners, 
Dayton Eckerson sails Mistress 
on the Chesapeake with his wife, 
Darlene Como, and their 8-year-old 
daughter, Maggie. Like Bill and 
Rockie Truxall’s Seaquestor II, 
Mistress has been in the Ecker-
son family from the beginning. 
She was commissioned by Peter 
Eckerson in 1979 and outfi tted as 
a fl oating dental offi ce, serving 
patients from Rhode Island and 
New York to the Caribbean.
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Tayana 37
A class that owes much 
to an energetic owners’ group

by Karen Larson
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time, considered to be the high end of 
what a couple could manage together,” 
Bill says. The time was 1985. “You 
could get a Tayana 37,” Bill recalls 
with a smile, “for $39,995 . . . sailaway 
FOB Taiwan.” And some new owners 
did take ownership of their boats in 
Taiwan, saving an additional $5,000 
charge for shipping and $5,000 more 
for insurance.

The interiors of the Tayanas were 
infinitely customizable. You’ll scarcely 
see two the same. With the help of 
another Tayana 37 owner who was an 
architect, the Truxalls got their plans 
together and got their boat into produc-
tion. They deliberated for 18 months on 
their interior layout. By the time they 
placed their order, the local dealer was 
in litigation with another dealer, and 
their boat was not delivered until 1988. 

Seaquestor II was shipped to Bal-
timore Harbor. Bill remembers the 
day well. Moving from a Tanzer 28 to a 
Tayana 37, his perspective of this new, 
heftier, and much longer boat was that 
it was going to be huge. He expected 
to see his new boat the moment he ar-
rived on the pier. In truth, he couldn’t 
find her. Seaquestor was lost among the 
offloaded cargo of the delivering ship.

Beautiful interior
Now 15 years later, Bill says with fond-
ness, “You can’t buy a U.S. boat with 
a more beautiful interior,” and Rockie 
nods in agreement. The two haven’t 
done a great number of modifications 
to their good old boat, as so many 
boatowners do. They’re the first own-
ers, after all, and they got her the way 
they wanted her to begin with.

They’ve kept Seaquestor shipshape 
and pristine, although their plans for 
bluewater passages have faded a bit. 
Now they enjoy sailing the Chesapeake 

and attending owners’ rendezvous. 
When Bill retired from his engineer-
ing career, they moved to a waterfront 
home in Reedville, Virginia, where 
Seaquestor is docked a few footsteps 
from the door.

Bringing their baby home from a 
Maryland marina may have been a mis-
take. “When your boat is somewhere 
else, you make a point of packing and 
going to the boat,” Rockie points out. 
“When it’s in your backyard, it seems 
almost everything else comes before 
the boat.”

The largest “everything else” that 
comes before their boat is that the 
Truxalls now spend their summers 
in Iowa supervising Rockie’s family 
farms. She sails a 12-foot dinghy there 
on Spirit Lake. The Shell Lake dinghy is 
easily rigged and sailed by one. It brings 
back fond memories of teaching sailing 
to campers. In fact, Rockie is teaching 
sailing again during her summers there.

How did a couple of Chesapeake 
Bay sailors become the guardians of 
the TOG News and the entire owners’ 
group? The founder of the newsletter 
was Norm Demain who was in touch 
with 20 or so fellow Tayana owners 
willing to share tips and frustrations. 
He started a small newsletter in order 
to better pass the information along.

Much to resolve
“Norm would write to the factory,” 
Bill says. “He’d tell them, ‘You’ve got 
to resolve this,’ and they would. There 
was much to be resolved in the early 
days. While the Taiwanese were expert 
craftsmen, they were not necessarily 
sailors.”

He smiles and continues, “The first 
boats were built in 1975. People need-
ed support and information in those 
days. The builder was so unsophisti-
cated.” The story told most frequently 
concerns the company’s decision 
to move a 90-gallon fuel tank from 
beneath a saloon settee to beneath 
the V-berth in order to create more 
useable storage space in the cabin. A 
good idea in theory. The problem is 
that, when full, this iron tank adds an 
extra 700 pounds to the bow, caus-
ing trim problems and hobby-horsing. 
Many owners have since relocated 
this awkward tank.

After 12 years, Norm Demain grew 
tired of the publishing job he’d cre-
ated for himself. About that time the 
Truxalls were sitting in the cockpit 
with John Kraft, another Tayana 37 
owner, looking at the TOG News which 
proclaimed in the headline: “This is 
your last newsletter.” There was much 
discussion that day and at a later ren-
dezvous about who would take over 
the job. The Truxalls allowed them-
selves to be persuaded. There were 190 
members at the time.

Membership more than doubled to 
500 on their watch. But now 12 more 
years have gone by, and Bill and Rockie 
still hope to find the next publishers 
after giving up the job themselves 
recently. “This is a labor of love,” Bill 
notes. “Two have called to offer their 
services, but the first question each 
time was, ‘What’s your annual profit?’ 

“There was much 
to be resolved in the 

early days. While the 
Taiwanese were expert 

craftsmen, they were not 
necessarily sailors.”

Bill and Rockie Truxall, below, were 
the Tayana Owners’ Group newsletter 
editors for more than a decade. Sea-
questor II, at left, is docked at their 
home in Reedville, Virginia. 
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There is no annual profit.” And so the 
so-called “volunteers” melted away. 

Strong organization
For the good of all, it behooves some-
one within the group to pick up the 
mantle of responsibility. In 1982, when 
Tayanas were relatively new, Practical 
Sailor recognized the value of a strong 
owners’ organization. 

The reviewer said, “The Tayana 37 
is both typical and atypical of Taiwan-
ese boats. She is typical in the prob-
lems that existed due to the builder’s 
inexperience with seagoing yachts, 
typical with communication and lan-
guage problems, typical in having deal-

ers who varied widely in both ability 
and their desire to help their custom-
ers after the sale. 

“She is atypical in that many of 
these problems have been solved over 
six years of production, in that a good 
owners’ association and the domina-
tion of one dealer . . . have resulted in 
real improvements in the boat. Anyone 
considering a Tayana 37 should join 
the owners’ association and read all 
the back newsletters before buying 
the boat. If your dealer either fails to 
mention the owners’ association or 
denigrates it, find another dealer.”

Another review, by British sailor Da-
vid Phillips, stated even more emphati-

cally: “One of the offshoots and great 
strengths of the T-37 is the existence of 
a thriving owners’ association. Formed 
in 1979, it has faithfully recorded own-
ers’ views, voyages, problems, and the 
alleviation of those problems. It has 
campaigned on behalf of owners and 
has been instrumental in achieving 
gradual improvement in the boat and 
its gear . . . This group must surely rank 
as one of the most effective owners’ 
groups dedicated to the products of a 
single company.”

Since active owners’ associations, 
ongoing publicity, reviews, and docu-
mentation increase the value of any 
sailboat, the incentive to maintain the 
group is strong. The question about who 
will take over the leadership role for the 
next 12 years remains. Bill and Rockie 
Truxall have done a dynamite job on be-
half of Tayana owners everywhere. 

CT 37 becomes the Tayana 37
DESIGNED TO COMPETE WITH THE POPULAR WESTSAIL 32, THE TAYANA 37 BEGAN LIFE 

as the CT 37. In the early 1970s, after Bob Perry designed the CT 54, he 
was asked to design a 37-foot Colin Archer-type double-ender. The builder was 
to be the firm of Ta Chaio Brothers in Taiwan, builders of CT yachts.

To their regret, no doubt, the Ta Chaio yard eventually decided that the 
new 37-foot design would not become a commercial success, so they gave 
the building rights to another, less well-known (but somehow related) yard 
called Ta Yang. Ta Yang built the boat first as a CT 37 in the mid-1970s and as a 
Tayana 37 by the late 1970s. “Ta Yang” is said to mean “big ocean” in Chinese. 
The “a” on the end gives it a possessive sense similar to belonging in or being 
of the big ocean.

Indeed, these boats have crossed many oceans and can be found in anchor-
ages around the world. Reviewers comment favorably on the boat’s sailing 
characteristics. John Kretschmer noted in Sailing in 1997, “While it is quite a 
stretch to call the 37’s hull shape progressive, especially by today’s standards, 
in many important ways it was quite different from the Westsail. Perry cut 
away the forefoot of the Tayana 37’s long keel and included a shapely constel-
lation rudder. The boat was proportionally lighter with a more moderate dis-
placement and leaner bilges. These features, combined with a good-sized rig 
and a generous 861-square-foot sail area, translated into a rather nice sailing 
boat with surprising performance, especially upwind.”

Add to that the boat’s overall beauty on deck and belowdecks, and she’s a 
winner everywhere she sails.

Seaquestor was customized for Bill and 
Rockie Truxall according to their plans. 
The U-shaped galley, nav station, and 
upholstery fabric are in the same great 
shape they were in 1988 when she was 
delivered. The grate at the bottom of the 
companionway catches sand, making it 
easier to keep the sole clean.

Resources
Tayana Owners’ Discussion list

tayana@list.sailnet.net

SailNet FTP site
<ftp://ftp.sailnet.com/tayana>

TOG Owners 
<http://www.TOGnews.com>

John Hovan’s Tayana website
<http://www.tayanaowners.org>
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The

 Hans  Island
Tayana 37 Crealock 37 Christian 38T  Packet 38

LOD* 36'8" 36'11" 37'11" 38'0" **
LWL 31'10" 27'9" 33'0" 33'0"
Beam 11'6" 10'10" 12'4" 12'8"
Draft 5'8" 5'6" 6'0" 5'0"
Displacement 24,000 lb 16,000 lb 26,500 lb 19,000 lb
Ballast 7,340 lb 6,200 lb 9,800 lb 7,600 lb
Beam/LWL ratio 0.36 0.39 0.374 0.384
Disp./LWL ratio 332.2 334.3 329.2 236.0
Bal./Displ. ratio 30.6% 38.8% 37% 40%
Sail area 864 sq ft 619 sq ft 791 sq ft 735 sq ft
SA/Displ. ratio 16.6 15.6 14.2 16.5
Capsize number 1.6 1.72 1.65 1.9
Comfort ratio 42.8 33.7 41.6 28.7
* LOD is Length on Deck and is used instead of LOA. All these yachts have bow-
sprits so LOD is more descriptive of the actual hull.
** LOA is given as 41 feet in some articles about the boat but appears to include 
the bowsprit. I’ve used an LOD of 38 feet for purposes of comparison.  

Crealock 38

Island Packet 38Hans Christian 38T

The
Tayana 37

perspectiveperspective
in

 Comparing a 
classic bluewater 
cruiser with three rivals 

by Ted Brewer 

THE BOB PERRY-DESIGNED TAYANA 37 HAS LONG BEEN CONSIDERED

one of the classic bluewater cruisers in her size range, as 
have the other three yachts in this comparison. Certainly 

the Tayana has a lot going for her: husky displacement, gener-
ous sail area, a high comfort ratio, very low capsize factor, and 
reasonable draft, neither too deep nor too shoal. Many cruis-
ing sailors will favor her full-keel confi guration over that of the 
moderate fi n keel of the Crealock 37 although I, for one, feel that 
either confi guration is quite acceptable for offshore cruising. 

My only concerns about the Tayana would be for her modest 
ballast ratio and her deck-stepped mast. Her good draft helps 
allay fears about the ballast ratio to some degree, and the deck-
stepped mast (though not my preference) is acceptable, pro-
vided the tube is adequately strong. A friend of mine, a retired 
USCG commander, has sailed all over the world in his Taya-
na 37, and I’ve never heard a word from him about any problems 
with either her stability or her rig.

The three double-enders in this comparison have, far and 
away, the heaviest displacement/length ratios. There is cer-
tainly nothing wrong with that for an oceangoing vessel as long 
as the sail area is commensurate with the displacement. The 
Hans Christian has a rather low sail area/displacement ratio, 
though, and, with her long waterline and full keel, would not be 
at her liveliest in a light breeze. She may not be the best choice 
for summer sailing on Long Island Sound, but she defi nitely 
appears to be eminently suitable for rounding Cape Horn or 
equally adventurous voyages. 

The Crealock 37 appears a bit light on sail area also, when 
compared to the Tayana and the Island Packet, but 
her narrower beam, shorter waterline, and moderate 
fi n keel eliminate a great deal of wetted surface so I 
expect she would perform quite well in our usual sum-
mer breezes. Indeed, if it came to an around-the-buoys 
race, the Crealock may well have a slight edge over her 
full-keel competition. 

The Tayana and Hans Christian have it in spades 
when it comes to motion comfort, due to their gener-
ous displacement. They would be the boats of choice 
to ride out a gale, but the other two are still in a normal 
range for yachts of their size and should have no prob-
lems encountering the usual ocean swells. 

Selecting one of these four yachts over the others 
will defi nitely come down to a personal choice. They 
all have unique advantages: the versatility of the
Tayana, the huskiness of the Hans Christian, the per-
formance of the Crealock and, not to be overlooked, 
the shoal draft of the Island Packet for the kind of 
coastal gunkhole cruising that so many of us love. It’s 
your choice. 

Tayana 37
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M Y WIFE AND I WERE THRILLED WITH 
the teak decks that came with 
our now 21-year-old Cheoy Lee 

sloop when we bought it in 1999. That 
was fi ve years ago. Today we’re even 
more thrilled to have all that teak in 
a trash can and new Awlgrip non-skid 
deck surfaces. We did all the work our-
selves, achieved a professional-look-
ing result, and did so while working 
in a third-world country with tropical 
weather and limited suppliers. It’s a 
project within the grasp of any serious 
boatowner. Just don’t expect this to be 
a one- or two-weekend fi xit project. It 
took us eight weeks of nearly full-time 
work.

Why go through this ordeal? The 
leaks had reached an intolerable level. 
When crossing the Straits of Florida 
in December 2002, we had leaks too 
numerous to count in spite of many 
hours spent diligently recaulking. Was 
the compound the wrong material? 
Was the procedure inadequate? None 
of this matters when water is dripping 
onto your bunk and infi ltrating the 
main electrical panel. The only ques-
tion becomes what to do about it? We 
reluctantly decided that the teak deck 
was at the end of its useful life.

There’s a special moment in cruis-
ing: at the end of a long hard day 
bashing to windward with the anchor 

set in a nice calm anchorage. You go 
below to put things back in order only 
to fi nd your bunk and all the bedding 
soaked with seawater. Now that’s a 
test of spousal commitment as well as 
vocabulary. It took very few of these 
episodes before we agreed that every 
other project was going to take a back 
seat to getting the deck fi xed.

We faced 
limits in terms of 
materials avail-
able and budget. 
Treadmaster 
looked like a ter-
rifi c choice but 
the cost, includ-
ing delivery to 
a location in 
the Caribbean, 
caused us to rule that out. Putting teak 
back down was out for sure. 

Superior, durable material
The best material for our purpose 
seemed to be two-part linear polyure-
thane paint. We chose Awlgrip since 
we had most of a quart of white on 
board along with the converter and 
hot weather retarder left over from 
repainting the stern. We would have 
done better to start from scratch and 
completely research the alternatives. 
That confession aside, Awlgrip is a su-

perior and durable material. So while 
our costs were higher, we’ve gotten a 
satisfactory result that we expect to 
last many years. But we did fi nd that 
type of coating demanding and unfor-
giving. The spec sheets from Awlgrip 
state that it should be used by profes-
sionals only.

The coconut telegraph in the Carib-
bean has reports that alkyd house 
enamel paint has proved to be just as 
good for a topside paint as Awlgrip 
and the other two-part polyurethane 
paints for 20 percent of the cost. I’d 
recommend further research into that 
question for anybody contemplating a 
hull or deck repaint or replacement to-

day. A chandlery 
manager told me 
he sells material 
to a yard in Gre-
nada that, under 
pressure from 
customers to 
save money, has 
begun using this 
house paint with 
excellent results. 

(Note: Don Casey says in his book, 
Sailboat Hull and Deck Repair, that al-
kyd house enamel is OK for decks but 
not recommended for hulls. –Ed.)

We are happy that we did the job 
ourselves. It’s unlikely that a contrac-
tor would have taken the pains with 
the project that we did. The fi nished 
project cost us about $1,500 in materi-
als. Add to this our marina expense. 
Our work was done in Grenada, where 
chandlers and contractors charge 
about the same as they do in the U.S. 
or sometimes a little more. 

“It’s a project within the 
grasp of any serious 
boatowner. Just don’t 

expect this to be a one- or 
two-weekend fi xit project.”

Hard work eliminates leaks 
and future hassles

by Doug Elliott

Removing 
teak deck
Removing 
teak deck

the

There were leaks aplenty 
aboard this Cheoy Lee. 
Because the teak was both a 
contributor and a concealer, 
Doug and Diane Elliott 
agreed it had to go.
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The background
Our grief with this deck started soon 
after purchasing the boat in 1999. Af-
ter sailing around Clear Lake, Texas, 
we noticed that our coachroof was 
splotched with sticky black blobs. In 
the heat of the sun, the deck caulking 
looked like liquid asphalt. It’s anybody’s 
guess whether the wrong caulk was 
used by some previous corner-cutting 
owner or just old age and corruption 
taking the boatbuilder’s material and 
liquefying it in its death throes. At some 
point in its past, the deck had been 
coated with what looked to me like 
Cetol. I wondered if that had interacted 
with the caulk to liquefy it. The sanding 
that preceded the Cetol had left some 
paper-thin bungs behind, and the nag-
ging chore of gluing in new bungs and 
then trimming them fl ush with the deck 
became a frequent hiccup in our lives.

At the time of our purchase, the 
surveyor found no evidence of water 
leakage below. But after we had lived 
aboard for a few months, we found sev-
eral places where stains were evident. 
In spite of that, there were no serious 
amounts of water . . . yet.

This led to the fi rst complete re-
caulking, done at the dock under the 
hot Houston sun in the fall of 1999. 
Digging out all the old caulk from 
every seam, cleaning up the mess, and 
then taping and recaulking the deck 
with BoatLIFE one-part polyurethane 
took us a couple of weeks of full-time 
effort including the help of some un-
skilled labor we hired. It looked great 
when we were done and we — naïve 
new boatowners — thought our deck 
was watertight forever.

By the time we had reapplied caulk 
for the third time, it was clear that the 
teak itself had to be scrapped. By then 
we were in the Bahamas. It was Janu-
ary 2003. We did a stopgap application 
of caulk to minimize the leaks while we 
prepared for the big replacement project. 
In the course of doing this project, we 
learned why the water had been pouring 
in below. The runs for the leaks were 
sometimes as long as 20 feet between 
the teak planks and the deck below.

Preparation
A serious weak point in our prepara-
tion, due to our cruising itinerary, was 
the limited access to the Internet and 
its resources. 

Since we were traveling toward the 

southeastern Caribbean, we attempted 
to gather the material we would need 
along the way. We bought the Awlgrip, 
roughly estimating quantities, and 
checked our tool inventory for tools 
to remove the teak. Once we were in 
Grenada and began working, we real-
ized that we needed major amounts of 
additional material. Epoxy, sandpaper, 
non-skid granules . . . the list seemed 
endless. 

A major gap in my preparation was 
a careful cost workup, using the ma-
terials list that I prepared. Had I done 
that we would have saved some money 
with better choices and the sticker 
shock for this job would have been 
reduced.

The original teak deck was laid 
down in 1983. Our decision to replace 
the teak with painted-on non-skid 
was made easier due to the substan-
tial structure used by the factory. A 
complete deck had been laid up before 
the teak was installed. We therefore ex-
pected that we would be able to remove 
the teak, clean and prepare the original 
deck, and paint it with non-skid. Own-
ing a boat and every project undertaken 
on it are acts of blind optimism. 

The deck composition is a fi berglass 
underlayment, a mahogany core, and 
fi berglass with gelcoat applied. Half-
inch teak planks were screwed to the 
deck over a layer of tar bedding. Caulk 
fi lled the gaps between the planks. The 
bronze screws holding the teak planks 
went well into the core material — the 
pathway for much of the water that 
leaked in below. These oddball fasten-
ers looked like stove bolts and had a 
machine screw thread but were sunk 
below the deck into the mahogany core. 
Most of them held for 20 years.

In a journal note, made just prior 
to ripping off the teak, I wrote, “The 
boat is stifl ing hot. It’s got to be 90°+ 
with high humidity tonight. The rain 
is frequent; we have not had a day yet 
here in Grenada without a serious 
shower. Some days have seen drench-
ing rain. We’re worried about ripping 
off our deck and exposing everything 
underneath to rain damage and getting 
worse leaks as we progress. We’ll cov-
er everything with tarps as the rains 

appear, but the whole thing could drag 
out into weeks or months. I’m appre-
hensive about what we’ll fi nd and how 
long the whole project may take.”

Removing hardware and teak
I divided the deck into thirds, liter-
ally, using a Dremel tool with a cutting 
wheel scoring across the teak planking 
to create three large work areas. That 
gave us more manageable portions to 
attack as we set out to remove the teak 
planking with staggered joints.

All the hardware came off the fore-
deck quickly although the windlass 

Removing 
teak deck

the

Doug removes the last piece of teak, 
at top. The tar bedding, at right, was 
removed with diesel fuel.
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was difficult to remove and the inner 
forestay mount was worse. As I re-
moved the base plate for the forestay, I 
found two bolts with no nuts on the un-
derside. A search below, including re-
moval of the V-berth overhead, cleared 
up the mystery. Of the five mounting 
bolts, three were doing their job within 
the limits of a scrap of teak reinforce-
ment block, but two of the bolts were 
strictly decorative.

As we removed hardware and fit-
tings, we carefully bagged and labeled 
the items and stowed them below. My 
wife is the world’s most compulsive in-
ventory manager, and it served us well 
on this project.

“Aha time” came when the bow pul-
pit was totally removed. One of the four 
legs showed major leakage underneath. 
The teak was rotted away, and I pon-
dered the amount of water that must 
have flowed underneath the teak from 
this point just behind the anchor roller. 

As we removed hardware, we filled 
the holes that remained with silicone 
if we planned to use them for remount-
ing these items. Silicone is impervious 
to epoxy and kept the rainwater out for 
the duration of the project.

After we carefully backed out the 
bronze screws from the middle teak 
plank from the coachroof to the bow, 
the plank popped up easily, revealing a 
thick tarry back-
ing. After prying 
with a wood chisel 
to get a gap start-
ed, we introduced 
a wrecking bar 
and gave a careful 
tug, working along 
each plank to ei-
ther pry the screws 
up or tear the wood off the screws. 
Each time we had a 50-50 chance, and 
we didn’t care which happened as long 
as the plank came off. After removing 
an area of planking, I used the wreck-
ing bar to pull the remaining screws 
just as if they were nails. They came 
cleanly away from the fiberglass deck-
ing, leaving a tarry mess with hundreds 
of holes. Occasionally the screws broke 
off at the surface of the deck, and we 
had to drive the remainder of the screw 
below with a nail set in order to backfill 
every single hole with epoxy. 

Diesel wipedown
Cleaning the tarry material used by 
the boat manufacturer to seal under 
the teak meant a liberal application of 
diesel fuel and a final wipedown with 
lacquer thinner to remove the oily resi-
due left from the fuel. Another cruiser 
suggested Go-Jo hand cleaner, as they 
had success with that on their Cheoy 
Lee when removing the same tarry 
bedding compound, but that would 
have been a lot more expense. We used 
about a gallon of diesel to clean the 
whole deck surface.

We drilled the screw holes out to 
a larger diameter and beveled them 
to give a good purchase to the epoxy 
filler. We took pains with this step, 
hoping to avoid having the epoxy plugs 
pop out later. 

The holes were backfilled with 
epoxy mixed with cabosil for extra 
strength. I overfilled the holes with the 
initial application and found that al-
most all of them needed a second layer 
as the shrinkage was significant. 

Working quickly in order to dodge 
rainstorms, we removed teak and 
cleaned off the tar, drilled out and bev-
eled the holes, and filled them as fast 
as possible to keep the work area dry. 
The messiest aspect of the job was this 
tar removal. It was about 1⁄8-inch thick 
and embedded in the gelcoat in some 
places. Much of the deck underlayment 
had crazed or chipped gelcoat. The tar 
had worked its way underneath the 

gelcoat. 
It was a process 

of repetitive steps: 
removing teak, 
cleaning off tar, 
filling holes, and 
moving to the next 
area. Surprises 
came often. As 
we removed the 

last piece of hardware we found it had 
been secured with 3M 5200. A large 
screwdriver worked only if one person 
pushed down on it while the other 
turned the shaft with a large crescent 
wrench to force the bolts to back out. 
This was a good illustration of why 3M 
5200 is a bad choice for mounting any-
thing to a deck.

After eight days of work, all teak 
was off, the last hole had been filled, 
and the deck was relatively rain-tight.

Fairing and leveling
In many places the substrate looked 
like a shattered pane of tempered 
glass. The gelcoat had flaked off and 
big patches were crazed. Using a 
¼-inch drill with an 80-grit abrasive 
wheel, I ground away at the gelcoat to 
remove the loose stuff and allow for 
removal of the tar that had worked its 
way underneath the gelcoat.

Our tool kit included an angle grind-
er, and I resorted to using that in order 
to strip off the loose gelcoat more rap-
idly. Once the crazed gelcoat was off 
we began fairing, using a mixture of 
epoxy with Microlight (microballoons) 
additive, which made the filler easier 
to sand and get to finish grade. (Note: 
Microlight is the trademarked name 
for a West System filler made from 
thermoplastic. Because the filler is 
thermoplastic, there are cautions on 

With the teak and the goo gone, Doug con-
templates filling all the holes, at top. The pre-
pared deck awaiting the primer coat, above.

“After eight days of work, 
all teak was off, the last 
hole had been filled, and 
the deck was relatively 

rain-tight.”
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the container about using it under 
dark-colored decks. Microlight and 
perhaps similar thermoplastic-based 
fillers make a relatively weak putty 
compared to West System 407 and 
other phenolic microballoon fillers. 
These phenolic microballoon fillers 
are still reasonably easy to sand and 
are a better choice as a fairing putty 
for this kind of project. Where even 
greater strength is required, even 
higher-density fillers should be used, 
but they will not be as easy to sand 
fair. –Ed.)

After a last cleaning with lacquer 
thinner, I applied this fairing mixture 
in a paste. I troweled it on a bit too 
heavily remembering, as I later sanded 
away at the excess, that several thin 
coats are better than one thick coat. 

Hand sanding was required in sev-
eral places, chiefly around the cleats 
and stanchion bases. But otherwise 
we found that a random orbital sander 
was adequate for most of the sanding 
except when using the coarse abrasive 
sanding disc. We washed the deck 
with water between steps, then vacu-
umed and wiped it down with acetone. 

After that first thin coat of fairing 
compound, we faired the surface in a 
rough way. It appeared to be level by 
eyeball observation. Before applying 
the second layer of fairing compound, 
I used a 2-foot-long piece of stainless 
as a straightedge and went over the 
whole deck marking the low spots. 

Ripples and bumps
Our choice of non-skid material meant 
that we did not have to have the un-
derlayment surface perfectly smooth. 
In fact, it still had very evident ripples 
and bumps after two coats of fairing. 
I had listened to reports from experi-
enced deck refinishers so I confidently 
forged ahead. A different type of deck 
finish might have required a lot more 
fairing and leveling work. 

There were two places, about 4 inch-
es in diameter, with evident delamina-
tion. I decided to drill extra holes in 
these areas and fill them with epoxy 
mixed with cabosil. Given the amount 
of leakage we had had, it amazed me 
how little evidence of structural prob-
lems there was to be found in the deck. 

A critical structural question was 
how to improve reinforcement for the 
inner forestay mounting plate. I had 
a new backing plate fabricated in a 
shop out of 5⁄16-inch stainless with a 

right-angle bend to allow it to bolt 
underneath the inner forestay mount-
ing plate and to the bulkhead to give 
maximum strength to this load-bear-
ing part of the rigging. 

The joint along the coachroof need-
ed something to make sure this area 
would be leak-proof . . . an unforeseen 
step. The fiberglass sides of the coach-
roof were tabbed into the fiberglass 
underlayment of the deck but, since 
we had the opportunity, I decided to 
reinforce that joint and made a plastic 
tool to create a concave shape of the 
proper thickness. It required some 
experimenting to get a medium-den-
sity epoxy mixture to the spreadable 
consistency needed to fill smoothly 
and yet stiff enough to stay in place. 

Another head scratcher, perhaps 
unique to our Cheoy Lee, was the 
problem of chainplate trim covers. 
The chainplates were surrounded 
by a fiberglass material when they 
were installed. The teak butted up to 
these and a stainless plate had been 
dropped over top of the chainplate to 
cover the edges of the teak planking. 
I could have ground all of that mate-
rial away to make the chainplates 
flush with the new deck — half an 
inch lower than the old one. Instead, 
I opted to keep these little boxes in-
tact and filled with epoxy around the 
chainplates where the teak previously 
tucked under the chainplate base cov-
ers. The result looks good and keeps 
water away from the chainplate bases 
better than before, when the teak was 
flush with the chainplate bases (see 
photo on Page 18). 

Loosened tabbing
In the course of mounting the new 
heavy-duty reinforcing plate for the 
inner forestay, we found that the tab-
bing that previously held the bulkhead 
to the underside of the deck had been 
loosened by the leakage. Repairing 
this meant applying glass tape with 
epoxy to strengthen the bulkhead-to-
deck joint. This bulkhead connection 
is monumentally critical to transmit 
the loadings from the staysail down to 
the hull of the boat.

We ground the old loose tabbing 
away with the angle grinder. Then we 
mixed straight epoxy and thoroughly 
wet a 2-foot piece of 3-inch-wide glass 
tape. A shallow tray made out of alu-
minum foil allowed us to wet the fiber-
glass tape thoroughly and carry it up 

to the chain locker. Lying on my back 
in the chain locker with glove-covered 
hands, I brought the wet glass up to 
the crease formed by the bulkhead 
and the deck and smoothed it into 
place with a squeegee. We followed 
with two more layers of glass tape, 
overlapped slightly.

With two passes, the coachroof 
joint had been filled with new epoxy 
mixture and there were two coats of 
fill around the chainplate bases.

As we had chosen a contrasting 

The completed deck with all hardware 
reinstalled. Perhaps one of the most dif-
ficult projects contemplated by sailors, 
teak removal is a test of commitment 
to sailing and to a marriage. Doug and 
Diane won on both counts.
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glossy white edging to the gray non-
skid, I prepared cardboard templates 
to use for masking off the stanchion 
bases and the fill tubes. Using a com-
pass, I traced the shapes onto scratch 
paper and then transferred the paper 
cutouts to cardboard.

After 16 working days, the teak 
removal was complete, and the deck 
had been sanded and faired. Each of 
the six chainplate bases also had fill, 
the coachroof joint had new filler sub-
strate, and we’d completed taping off 
the toerails and coachroof, prepara-
tory to applying the coatings. 

Waterproofing, finish painting
On the advice of another cruiser who’d 
followed this procedure with good re-
sults, we rolled on two coats of epoxy, 
starting very early in the morning to 
avoid having it cook off too quickly. 
Since it was clear, it was hard to tell 
where I’d applied it, but we had no 
problems using fast hardener. One 
coat on each of two successive morn-
ings, and our deck was watertight, 
albeit ferociously ugly. 

After a scuffing with 180-grit sand-
paper and a wipedown with acetone, 
we mixed up the Awlgrip primer and 
applied a heavy coat without reducer. 
With some color on the deck, it started 
to look a bit better.

Early the following morning, we 
lightly sanded and flushed the deck 
with water. After a wipedown with 
acetone, we rolled on the second coat 
of primer.

Applying white high-gloss Awl-
grip to the inside edge of the deck, 
the outside edge, and the stripes we’d 
laid out to interrupt the non-skid, we 
rolled the paint on first with a 3-inch 
roller and then tipped it lightly with 
a small varnish-type paintbrush. The 
results looked excellent. The coating 
lay down nicely after tipping.

The only serious reversal due to the 
inclement weather in Grenada came af-
ter putting on the second coat of white. 
We were disappointed to find ugly 
ridges visible following a rain which 
fell when the paint was not quite dry. 
We smoothed the worst of it with 120-
grit sandpaper. Then we fine-sanded 
the rest of the paint. We had enough 
paint for a third coat, which gave us the 
results we wanted.

Working with Awlgrip brought 
challenges. We had days when the 
temperature and humidity soared . . . 

with both above 90 by 10 a.m. Worse 
was watching the cloud formations 
to the southeast and wondering how 
long the paint would take to dry if we 
applied a coat. The finished rolled and 
tipped job looks as good as a sprayed-
on application, testimony to a quality 
product. While we were working with 
the mixed paint, we made minor blun-
ders. Even though we stored it in the 
freezer, the shelf life for this mixture 
was two to three days. 

Masking tape problem
Stripping off the first-stage blue 
masking tape required frequent heavy 
scraping, due to the length of time it 
had been exposed. We immediately 
replaced it to delineate the non-skid 
areas. I disassembled the windlass 
and pushed the base down through 
the mounting holes. Then I used a 
compass and taped this off to leave 
the margin of gloss white. 

Taping these edging areas defined 
the exact dimensions of the white 
gloss, and we decided it would look 
better to create rounded corners at ev-
ery intersection of these edges. Using a 
small round plastic tub, I put masking 
tape diagonally across at every one of 
these corners. Then using the upside-
down plastic tub, I ticked off with a 
pencil where the arc would intersect 
the straight lines of tape that were 
coming together. Using a sharp utility 
knife, I cut the arc so the non-skid area 
would have the rounded corner. 

Taping around the fill tubes and 
stanchion bases, I used a razor knife 
to cut to the margin we wanted. Then 
I used the templates in the shape of 
the stanchion base and a fill tube in 
order to leave a white 1-inch area to 
set off the non-skid. We planned to in-
terrupt the non-skid in three places on 
each side and down the middle of the 
foredeck to give our eyes a rest.

The first coat of non-skid was a 
disappointment. I mixed an entire 
quart of non-skid silica beads with a 
quart of Awlgrip and a pint of con-
verter with a bit of high temperature 
retarder thrown in. Big clumps of non-
skid cropped up as I rolled it on, even 
though Diane constantly stirred the 
mixture in the tray. After about 4 hours 
of drying time, I scraped off the worst 
of the clumps and then used a wire 
brush on those spots. 

Skidless compound
Another painful lesson behind us, we 
put down a second coat of Awlgrip 
light gray mixed with a Petit brand of 
skidless compound mixed to the in-
structions this time. It went on much 
better and looked acceptable as it was 
applied, but inspection the next morn-
ing showed too much rippling and too 
many roller strokes. A third coat made 
all the difference. 

By actual count, our deck now had 
its tenth layer of coating. The finished 
job is a much lighter color but has no 
glare. Whisper Gray is the Awlgrip 
color name. We thought it looked 
substantially better and felt cooler 
to walk on. Once we pulled the tape 
off, the deck looked terrific. The gloss 
finish to the white edging made a nice 
contrast to the matte texture of the 
gray non-skid areas.

Just prior to reinstalling the hard-
ware, I touched up the gray non-skid 
and attempted to touch up the white 
edging paint. The gray paint was use-
able, barely. There were some nervous 
moments as it almost exploded when 
I opened the can and found a foam-
ing, gaseous liquid inside. I was able 
to touch up a few chipped spots before 
tossing the rest. The white paint, about 
a week old, but in the freezer the whole 
time, was completely set up and hard. 

Reinstalling hardware
Beginning where we started, we 
bolted on the bow pulpit bases, first 
poking out the silicone plugs. They 

The finished deck with its gray non-
skid accent. Doug and Diane say it’s 
cooler on bare feet, and the leaks have 
been (mostly) conquered.
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emerged cleanly. One of us turned the 
washers and nuts from below while 
the other held the bolts fi rmly in place 
from above to keep the bolt well cov-
ered with sealant. The lucky partner 
down below was usually well covered 
in white goop by the time we were 
done. A bit of alcohol and all was well. 

After an overnight rest, we tight-
ened the bow pulpit bolts to the fi nal 
level of tightness. It pays to leave them 
a bit loose overnight and then do the 
fi nal tightening after the sealant has 
had time to harden up a bit.

The trickiest part of the hardware 
installation was the inner forestay 
base. Because the new deck is half 
an inch below the surface of the old 
deck and the delamination was seri-
ous in this area, we had fi lled these 
holes and fi nished the area as though 
the forestay mount would not be 
installed. It allowed us to carefully 
position the new backing plate to sit 
against the bulkhead so it would bolt 
securely to that as well as to the un-
derside of the deck. 

Measuring above deck carefully 
from the windlass hole, I located the 
bulkhead and then used a T-square to 
mark the spot for the main hole in the 
backing plate on the deck. After check-
ing these measurements, I drilled a 
1¼-inch hole in the deck. Dropping the 
large stud on the forestay base through 
the hole put the acid test to it. Was it in 
the right location for the bulkhead? It 
was. What a relief!

The next question: would the aft 
holes for the forestay base fall behind 
the bulkhead or directly above it? The 
machine shop did not follow my direc-
tions as well as I’d have liked, so the 
lineup looked doubtful. The bolt holes 
hit just aft of the bulkhead and required 
only a little chiseling of the bulkhead. 
We put a washer and nut on each bolt. 
The aft two are covered by trim. 

Thorough testing
In the course of laying down our 11-
foot 6-inch genoa car track, we added 
45 new bolts and tightened each one 
just to snug. The next day we did the 
fi nal tightening and were blessed by an 
immediate and thorough testing by a 
fi erce rainstorm. After retightening one 
bolt, we passed this freshwater test. 

I found that reaming out the old bolt 
holes for the genoa track helped greatly 
with aligning these bolts so the heads 
were fl ush in the track and the cars 

were able to slide easily. Guess how 
I found this out? I did not do it on the 
starboard side, but once the track was 
bolted in place, with 3M 101 oozing out 
nicely at every bolt hole, there was no 
going back. I resorted to using the an-
gle grinder to smooth off the few bolts 
that peeked up above the track and 
interfered with the slide of the cars. 
Before doing the port side, I’d learned 
my lesson and made sure that the bolt 
holes were cleaned out thoroughly. 
Who’d have thought?

All the hardware was reinstalled 
with new bolts. It added roughly $200 
to the project cost and involved a lot 
of chasing around to fi nd the correct 
sizes, but it will eliminate future rust 
smears.

It proved timely that we’d removed 
some of the components of the boat; 
in the process of reconnecting the 
windlass wiring I found major corro-
sion in one of the 2/0 wire conductors 
and had to chop about a foot off the 
positive lead. I carefully cleaned and 
coated every other connection after 
reconnecting it. 

After two full months of constant 
work, we had the whole thing done 
and were still talking to one another. 
The new deck surface was positively 
watertight and looked great. As a 
bonus, the boat felt noticeably cooler 
belowdecks. In the tropical sun the 
teak would burn our feet at midday. 
This doesn’t happen with the light 
gray non-skid surface. And as we did 
the job ourselves, we know what was 
done at every step and feel confi dent 
that this deck fi nish will last many 
years with little or no maintenance 
required. A special bonus, always 
notable with do-it-yourself projects, is 
that we saved money better spent on 
other items on our cruising checklist.

One small leak
As I write this four months after 
completion, we’ve sailed 400 nauti-
cal miles. I confess that there is one 

small area in a galley locker where, 
in a heavy deluge of rain, a few drops 
of moisture are evident. It’s got to 
be stanchion bases that need to be 
re-bedded. It’s the only water that 
makes it belowdecks now, so in rela-
tive terms we are hugely satisfi ed with 
the result. And I’m happy that I am 
no longer spending my time caulking 
the deck and replacing bungs. And 
yes, we’ll rebed those stanchion bases 
— they’re on the list.

A noteworthy side observation: 
at the end of six weeks of hard toil, 
the daily toll of which cannot be 
described, my wife replied, “Yes, defi -
nitely” to my question, “Would you do 
this job again knowing now what’s re-
quired?” Now there’s a woman to take 
out to sea on an older boat!

We can all do more than we think 
we can. I suppose it’s good to have 
this tested from time to time; maybe 
that’s what this boat does for me. The 
relationship with Diane is even more 
challenging than this old boat; the du-
rability of both was amply proven to 
me over those two months.

There’s a rhythm to boats and boat 
problems a lot like the sea itself. The 
wind waves are almost always there: 
the humdrum minor maintenance and 
repair items. Halyards fray and stan-
chions rust. Keeping it all in good re-
pair is the basic stuff of seamanship. 

Then there are the bigger swells: 
the rollers that carry us from gunwale 
to gunwale if we’re not careful. En-
gines need overhauling, sails blow out, 
transmissions fail, and still all of this 
is manageable in the regular proces-
sion of events in the life of a cruiser. 

I’d compare this deck project, how-
ever, with a tsunami or something near 
to that. If a person ever sees one, he can 
only hope to live through it. 

“After two full months of 
constant work, we had the 
whole thing done and were 
still talking to one another. 
The new deck surface was 
positively watertight and 

looked great.”

For further reading . . . 
For more on fi ber-
glass and deck repair, 
refer to Sailboat Hull 
and Deck Repair and 
Sailboat Refi nishing. 
Both books, by Don 
Casey, are available at 
<http://www.goodoldboat.
com/bookshelf.html> or by 
calling 763-420-8923.
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I N THE NOVEMBER 2004 ISSUE I 
touched on the history of the 
sloops and cutters of two centu-

ries ago and discussed the changes 
that had been made to those two 
rigs over the years. Today, it can be 
diffi cult to defi ne the sloop or cutter. 
Many contemporary sloops have the 
masts placed well aft with large fore-
triangles and relatively small main-
sails, not unlike a cutter. Similarly, 
many modern cutters are designed 
without bowsprits, so there is no 
longer any hard and fast rule as to 
which is what.

So, for what it’s worth, here is the 
Brewer defi nition of cutter and sloop. 
A cutter must have its mast located 35 
to 40 percent of the waterline length 
aft and must have a double- or triple-
headsail rig. If the mast is that far aft 
but the boat has only a single headsail 
in a large foretriangle, it is a sloop. If 
the mast is forward of that 35 percent 
and the boat has a double headsail 
rig, the boat is a double-headsail 
sloop.

measured mainsail and foretriangle 
area of 460 square feet.

Low ratings
Naturally, many designers (and I’m 
one of them) chose to undercanvas 
the standard rig in order to obtain as 
low a rating as possible for racing and 
then use those big 150-percent jibs 
to get the yacht through the lighter 
breezes. The Douglas 31 has a modest 
sail area/displacement ratio (SA/D) 
of 15.8, but even that was higher than 
many of her contemporaries. For ex-
ample, the Cape Dory 30 had a SA/D 
ratio of only 15.1, and the famous 
Finisterre, with her winning ways, 
had a meager 14.5 SA/D ratio. If I were 
designing the Douglas 31 today, I’d 
increase the area to about 500 square 

feet. Then a smaller genoa would give 
equal light-air performance to that 
we now get with that 150-percent jib. 
The result would be an easier-handled 
boat. Not having to drag a 20-foot-long 
genoa around the mast can greatly 
increase the pleasure of sailing in the 
typically light-weather summers of the 
Pacifi c Northwest, Long Island Sound, 
and the Chesapeake. 

In any event, the masthead racing 
rig with its 150-percent genoa is still a 
very ineffi cient rig for the total amount 
of sail that it spreads. The 150-percent 

A famous designer makes the case    for fractional rigs

 by Ted Brewer

There is a very narrow di-
viding line. Many of today’s 
modern double-headsail 
yachts could be called 
sloops or cutters, which-
ever the owners prefer. 

The differences can be 
that slight.

Strangely, some 
owners of ketches 
— those fi tted with 
a bowsprit and 

double-headsail 
rig — refer to 
their boats as 
cutter/ketch-

es. It’s 
like 

calling 
the Blue-

nose a cut-
ter/schooner. 

Sorry, but there 
is no such bird as 

a cutter/ketch, never has been, never 
will be. A cutter has one mast; a ketch 
has two. The ketch with a double-
headsail rig — with or without a bow-
sprit — is a double-headsail ketch. It’s 
that simple. 

Unfortunately, too many of our 
good old boats — particularly those 
designed between 1950 and 1975 — 
tend to be somewhat under canvassed. 
To a large extent, this was the result 
of the Cruising Club of America (CCA) 
rating rule of that era, which allowed 
a yacht to carry a 150-percent genoa 
with no sail area penalty. That 150 
percent refers to the longest per-
pendicular (LP) measurement from 
the luff of a headsail to its clew; the 
percentage is the LP divided by the J 
measurement, the distance from the 
tack to the mast. Thus, a yacht with 
a 12-foot 6-inch J and a 37-foot 6-inch 
hoist at the mast, like my 1969 Doug-
las 31 (shown above), carried a 150-
percent genoa with an LP of 18 feet 
9 inches and an area of 352 square 
feet, equal to 76 percent of its total 

Thoughts on  sail plans
The Douglas 31 has 
a typical 1960s 
sail plan.

“Unfortunately, too many 
of our good old boats — 

particularly those designed 
in the years of 1950 to 1975 

— tend to be somewhat 
undercanvassed. To a large 
extent, this was the result 

of the Cruising Club of 
America rating rule . . . ”
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overlapping jib pays its way for racing 
yachts simply because the overlap 
area is not included in the sail area; 
it is “free area,” at least as far as the 
racing rules are concerned. If every 
square foot of sail area were counted 
for rating purposes, the result would 
be boats with small, non-overlapping 
jibs and large mainsails. This was 
proven to me in the highly competitive 
5.5-Meter class in the 1960s. Design-
ers had the choice of staying with 
a minimum-size jib and maximum 
mainsail or increasing the jib overlap 
and reducing the mainsail area. Once 
the class settled down, every 5.5 fl ew 
the minimum jib and the maximum 
mainsail as any other distribution of 
the sail area resulted in a losing boat.

For the coastal cruiser one answer 
to obtaining greater sail area in an 
easily handled rig is to 
design sail plans with 
larger mainsails and 
smaller jibs. Provid-
ed it is equipped 
with proper 
lazy-jacks and 
full-length bat-
tens, it’s much 
easier and 
faster to reef  
a large 
mainsail 
when it 
comes 

storm jib. (Note: ATN has come up 
with a workable solution with its 
Gale Sail –Ed.) Adding to the misery 
is the problem that the small mainsail 
may not adequately power the yacht 
by itself. There are answers to the pre-
dicament, but none of them is quite as 
satisfactory or effi cient as getting rid 
of that 150-percent monster when you 
fi rst need to reduce sail and replacing 
it with a smaller sail, either hanked on 
or in a leading-edge foil. 

One way to design a sail plan with 
a large main and a smaller jib is to go 
with a fractional rig. Fractional rigs, 
such as ¾ and 7⁄8 rigs, were popular on 
cruising yachts in the 1930s and ’40s 
but have been almost completely re-
placed by the masthead rig in produc-
tion yachts today. The fractional rig is 
rarely seen now except on trailersail-
ers, one-design racing classes and, of 
course, the International Rule yachts 
such as the 5.5-Meter, 6-Meter, and 
12-Meter classes.

One problem with the rig is that 
it requires either running backstays 
or jumper stays in order to keep the 
jibstay taut (see illustration at left), 

A famous designer makes the case    for fractional rigs

 by Ted Brewer

Thoughts on  sail plans
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is based on 150 
percent of the fore-
triangle base.

The fractional rig jibstay 
can be tensioned by running 
backstays or jumper stays.

runner
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port and 
starboard 
with 
jibstay 
between

on to blow than it is to replace a 
150-percent genoa with a 125-per-
cent sail. As you no doubt know 
from experience, a mainsail is 
more readily controlled than 
a fl ogging genoa, and it can 
even be locked into a boom 
gallows while crewmembers 
take their time to do the 
work. Reefi ng the main is 
also safer than changing 
a jib since there is no 
need to go forward of 
the mast on a slippery 
heaving foredeck. 
With modern slab 
reefi ng and proper 
deck layout, it’s 
possible to take 
in a reef or two 
without leaving 
the cockpit.

Just as 
much work
Roller-furling genoas can reduce the 
necessity of changing sail when the 
wind pipes up, of course, but tacking 
a large roller-furling jib is just as much 
work for a small crew as tacking a 
large hanked-on jib. And when the sail 
is rolled from 150 to 125 percent or so, 
there is that fat lump of rolled cloth 
down the luff interfering with the 
air fl ow to the sail and greatly reduc-
ing its effi ciency. In addition, a large 
genoa may be of cloth that is too light 
to stand up to a stiff breeze without 
distortion or even damage. 

Finally, if you do roll the sail down 
to, say, 125 percent, and the wind 
keeps on strengthening, what do 

you do next? You can’t unroll 
the genoa in half a gale in order 
to take it down and — unless 
you have a double headsail rig 
— there is no stay on which 
to raise a working jib or a 
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usual summer sailing conditions, and 
that can pose a big problem when the 
wind strength builds to 25 to 30 knots.

The fractional rig yacht along-
side it sets the same sail area as her 
masthead sister but with a 50-per-
cent larger mainsail and a 25-percent 
smaller jib. There is no question that 
the smaller jib will be much easier for 
a small crew to handle when tacking 
to weather or reducing sail in a blow. 
Indeed, the first sail reduction will be 
to reef the main not to change (or roll-
er furl) the big genoa of the masthead 
sloop. Furthermore, the mainsail is 
large enough and far enough forward 
to power the boat by itself in tight 
quarters where a big overlapping jib 
would be a dangerous nuisance. 

Finally, based on my years of expe-
rience with the 5.5-Meter yachts, I’m 
confident that, given equal sail area, 
the fractional rig would outperform 
the masthead rig. It would rate higher 
for racing, of course, even though it 
spreads the same total area, but that’s 
the fault of the rating rules, not of the 
rig. So here you have a more easily 
handled rig, even a safer one, with bet-
ter performance. Why isn’t it widely 
accepted for cruising yachts? Well, 
Douglas Phillips-Birt may have said it 
all when he wrote that the only human 
more conservative than the average 
yachtsman is a High-Church bishop. 
Change does not come easily to 

and neither of these solutions finds 
favor with cruising sailors these days. 
It does seem strange that a crew that 
doesn’t object to tacking a huge, over-
lapping headsail will balk at switch-
ing over a backstay runner. Still, for 
most cruising sailors, the answer is 
jumper stays, eliminating the need 
for changing over running backstays 
with every tack. Jumpers, once com-
mon, are also out of style now, yet 
they make sense. I have used them 
on coastal cruisers with owners who 
understood their advantages or were 
willing to experiment. One of my cli-
ents insisted on jumpers rather than 
running backstays for his 52-foot, 
double-headsail yawl and managed to 
sail the oceans for many years with 
nary a problem.

A better idea
My feeling is that the typical family 
cruising crew would be better served 
by a yacht with a well-designed frac-
tional rig — one with a large mainsail 
and a relatively small jib — rather 
than the typical production cruiser 
with its small main and great overlap-
ping genoa. The illustration below 
shows a typical production yacht with 
a masthead rig. This is based on an 
actual rig, not some-
thing created solely 
for this article. Its 
small 180-square-
foot “mainsail” is 
less than half the 
area of the 401-
square-foot ge-
noa. In truth, 
this boat’s 
genoa jib is 
her “main” 
sail in our 

main
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jib
300 square feet
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0' The fractional rig, a thought for 

a sensible sail plan, at right. 
A typical masthead sloop, 
at left. Sail area of both 

boats is 615 square feet.

“If every square foot of 
sail area were counted for 
rating purposes, the result 
would be boats with small, 
non-overlapping jibs and 

large mainsails.”

either and the masthead-sloop rig has 
been solidly entrenched for well over 
50 years now. Obviously, a fractional 
rig sloop of generous sail area makes 
good sense for inshore work. It has 
much to offer in the way of light-air 
summer cruising convenience and 
performance over the standard mast-
head sloop as well as over the cutter 
for cruising. 

Still, the double-headsail sloop and 
cutter have the advantages of a single-
masted rig for deep-water ocean cruis-
ing. If fitted with running backstays, 
they also have the additional safety of 
the staysail stay (or forestay) forward 
and are less likely to have a complete 
rig failure. I know of one of my boats 
that lost her main backstay while 
a long way from help, yet the mast 
stayed up, supported by the running 
backstays. Sailing with a jury rig of 
the staysail and reduced main, these 
sailors were able to get to a port where 
they could find repairs. A single-head-
sail sloop would probably have been 
dismasted completely, and the middle 
of the Indian Ocean is no place to lose 

the entire rig. 
The use of the 

staysail along with a 
reefed main also gives 
the double-head rigs 
a wider variety of 
reduced sail combi-
nations in severe 
situations. The 
storm jib is usu-
ally set on the 
staysail stay and 
— combined 
with a double- 
or triple-
reefed main, 
or even a 
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 The ABI 
forestay release 

lever, available in  
several sizes.

storm trysail — provides a well-bal-
anced rig that can handle very wild 
conditions indeed.

Better loose-footed
The double-headsail rigs do have a 
number of disadvantages though. 
Most cruisers set the staysail 
on a club so that it is self-
tacking, but this can result 
in a sail that is too flat 
to be efficient. Where 
performance is im-
portant, it is best 
to set the staysail 
loose-footed, 
but then there 
are two 
headsails 
to tack 

and, if the 
boat has running 

backstays, it be-
comes unmanageable 

for a short-handed cruis-
ing crew. Too, the staysail 
alters the airflow in the 

slot between the main and 
the jib. If it’s not set perfectly, 
it may reduce performance, 

rather than add to it.
A large Yankee jib is usually a 

better choice for a double-headsail 
rig than a deck-sweeping genoa. Vis-

ibility forward is much improved, and 
the high-cut Yankee works better in 
combination with the staysail. Tack-
ing the jib — whether large Yankee 
or genoa — through the gap between 
the headstay and the staysail stay can 
pose a problem, but it’s usually easier 
to tack a high-cut Yankee through 
that narrow slot than a deck-sweeping 
genoa. One option is to drop the jib and 
sail with staysail and main in crowded 
waters. However, for most double-
headsail cruisers, the better solution 

is to have the staysail stay set up on a 
quick-release lever such as the ABI Ma-
rine unit shown at left. With the lever 
in place, the staysail stay can be re-
leased, brought aft, and secured to the 
shrouds. Then the boat can be sailed as 
a masthead sloop, using only the genoa 
or the large Yankee as a single headsail 
to speed tacking. When offshore or 
in heavier weather, the stay is hooked 
back up and the staysail set again, of 
course. Fitting a good staysail-stay 
release lever can give the singlehander 
the best of both worlds: the handi-
ness of the masthead sloop in coastal 
waters along with the safety and the 
heavy weather sail combinations of the 
double-head rigs when offshore.

However, for those coastal cruis-
ing sailors who have no intention of 
rounding Cape Horn and heading 
for Pitcairn Island, the fractional rig 
sloop, with its large mainsail and 
small, handy, and efficient jib, de-
serves serious consideration. I hope 
other designers will give it some 
thought as well. 

Tame your main with DUTCHMAN Products

Full Batten Cars & Track System
Want your main up or down in a snap? Our 

UHMW TRACK SYSTEM dramaticlly cuts 
track friction, costs less and is stronger than 

comparable systems. Our FULL BATTEN 
CARS and TENSIONERS are ideal for reducing 

batten sideloads. Practical Sailor calls them "a sensible 
solution."

Boom Brake
Worry about accidental jibes?  In 

addition to gear failure they can 
be deadly. The Dutchman BOOM 

BRAKE, called "the best choice" by 
Practical Sailor, allows you to execute 

controlled jibes without leaving the cockpit. 
There's no need to set up or change a preventer. 
Now available in three sizes to accommodate 
yachts up to 65 feet in length.

Sail Flaking System
Our offshore proven SAIL FLAKING 

SYSTEM is ideal for shorthanded 
sailing. Reefi ng is much safer and easier. 

Unlike lazy jacks, it won’t catch 
    the sail as you raise and lower it or cause 
chafe, and it really fl akes your main, instead 
of collecting it into a pile. Just drop the sail, 
couple of quick tugs, and your done. “Heartily 
recommended” by Practical Sailor and more 
boatbuilders and sailmakers than any other system.

DUTCHMAN/MVB INC.
54 Beach Road, Norwalk, CT 06855
(203) 838-0375 Fax (203) 838-0377
E-mail: info@mvbinfo.com   website: www.mvbinfo.com
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Charley Morgan      fi berglass factory
He found the best way to win 
was to build his own boats

by Dan Spurr

F LORIDA, LIKE CALIFORNIA, WITH ITS 
eternally warm weather and 
friendly skies, is a natural place 

in which to build boats — and was 
especially so back in the early days 
of fi berglass when hulls were cured 
outdoors using sunlight as the catalyst. 
A cheap labor pool also was avail-
able. Boatbuilders sprang up on both 
Florida coasts — in Miami and in the 
Tampa-St. Petersburg area. Many are 
still there, not on the water where real 
estate is too expensive but — as in 
Costa Mesa, California, the Mecca of 
1960s fi berglass boatbuilding in this 
country — inland, back in the dusty, 
nondescript industrial zones next-door 
to plumbing and building supplies.

Charles Morgan, born November 
17, 1929, in Chicago, now a yacht de-
signer and consultant, hasn’t built a 
sailboat in many years, but during the 
late 1960s and through the 1970s he 
was a formidable force in the explod-
ing fi berglass sailboat industry. He 
was the designer of Heritage, a 1970 
America’s Cup 12-Meter; the designer 
and builder of Paper Tiger, winner 
of the prestigious Southern Ocean 
Racing Circuit (SORC); a production 
boatbuilder of Morgan Yachts; and an 
independent designer and consultant. 
He’s done it all.

Aeronautical engineer
Charley Morgan grew up on the west 
coast of Florida messing about in 
boats and went to college close to 
home, fi rst to Valencia Junior College 
in Orlando and then to the University 
of Tampa, where he planned on being 

an aeronautical engi-
neer. Following gradu-
ation he worked a short 
time for a telephone 
company before getting 
sidetracked by sailing.

“I went queer for 
boats,” he says, explain-

ing why he took a job at Johnson Sails 
in Tampa and then opened his own 
loft, Morgan Racing Sails, in 1952 in 
St. Petersburg.

A colorful, bright, energetic bear of 
a man, he next taught himself yacht 
design. His fi rst design and build was 
called Brisote, which is Cuban for 
squall or fresh breeze. She measured 
31 feet 6 inches, had a 22-foot water-
line, an 8-foot 6-inch beam, a 5-foot 
draft, displaced 4,500 pounds, and 
carried 283 square feet of sail. Charley 
Morgan and his friend, Charlie Hunt, 
designed and built her out of plywood 
with a steel backbone. Initially, she 
had a Star Boat keel and rudder, a 
Thistle mainsail, and a modifi ed Pen-
guin sail for a mizzen. Later, Charlie 
Hunt built a bolt-on fi berglass keel 
for trailering. Together they entered 
Brisote in the 1957 St. Petersburg-
Havana race, but the committee re-
jected her because she had no engine. 
Charley protested what he thought 
was a ridiculous rule and won a rever-
sal. The two went on to take second in 
class. This success inspired 
what is probably Charley 
Morgan’s most famous de-
sign, the 40-foot Paper Ti-

ger, which has a yawl rig like Brisote. 
Charlie Hunt had just shown him an 
early one-off fi berglass boat called 
Rare Aves, a fi xture at the Coral Reef 
Yacht Club in Miami. After seeing it, 
Charley decided to give Paper Tiger a 
fi berglass hull too.

Rust, shatter, and rot
Charley built the hull and deck him-
self, with help from a young aerospace 
engineer named John Mills. Charley 
recalls stopping by the local yacht club 
one day after fi nishing work at the 
shop. “The old savants were sitting in 
the club, and I came in with resin all 
over me. One of the guys said, ‘I under-
stand it’s got a steel backbone, wooden 
decks, and a fi berglass hull; you know, 
it’s gonna rust, shatter, and rot.’ ”

Clark Mills, designer of the Inter-
national Optimist Pram and the 
Windmill, fi nished Paper Tiger for 
Jack Powell, for whom Charley had 
designed her. But at fi rst Clark was 
skeptical. When Charley showed him 
the boat, Clark hooked his thumbs 
in his pockets, chewed on his stogie, 
cocked his head, and said, “Well darn-
it, I’ve built boats from scratch, kits . . . 
you name it. But this is the fi rst time 
someone’s brought me a coat of paint 
and asked me to build a boat inside it.”

History will not forget what that 
“coat of paint” accomplished. In an un-

Charley Morgan, left, 
with Paul Benfi eld, 
owner of the Tibbets 
Boatyard. Behind them is 
a Morgan Out Island 51.

The one-off Rare Aves, the 
fi rst fi berglass boat Charley 
ever saw, inspired him to 
build Paper Tiger out of the 
same new material. Rare 
Aves still sails today from her 
home port in the Florida Keys.
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precedented feat, Pa-
per Tiger twice took 
overall SORC honors 
in 1961 and 1962.

Charley next 
designed the 28-foot 
Tiger Cub and began 
looking for a builder. 
The search proved 
futile, so he did the 
only logical thing he 
could — he formed 
Morgan Yachts and 
built them himself. 
They were all essen-
tially one-offs, that 
is, they were not built 
from the same reus-
able mold.

The Tiger Cub 
later became the Columbia 31, but that 
didn’t happen until after Dick Valdes 
and Vince Lazzara put Charley’s 40-
foot Sabre into production as the Co-
lumbia 40, a generous move by Vince 
which was intended to help Charley 
launch his own business.

Lost the Circuit 
The speedy centerboarder had nearly 
won the 1964 SORC and looked to be 
a good bet for the general market. “We 
won the Nassau Race and the Lauder-
dale Race,” Charley lamented years 
later, “and still lost the Circuit, if that’s 
possible.”

Also that year he built what he says 
was then the world’s largest fi berglass 
sailboat, the 60-foot Maredea, whose 
hull form was tank tested. The result: 
fi rst place in the St. Petersburg-to-Ven-
ice, Florida, race.

In 1965 business was so good the 
company temporarily stopped taking 
orders. They were building a wide 
range of boats, from the $995 Wind-
mill to a $44,900 45-footer. Gross that 
year was $1.7 million. Unlike a lot of 
builders, Charley handled fi nances 
well, once remarking, “Nothing leaves 
that driveway out there unless and 
until it’s paid for.”

Charley’s childhood friend, Bruce 
Bidwell, joined him that year and 
together they introduced the Morgan 
34, which the ads described as “an 

Charley Morgan      fi berglass factoryand 
the

immediately successful racer/cruiser 
and an attractive, beamy, keel-cen-
terboarder, CCA-style yacht . . . for 
families for whom yachting is a way 
of life.”

The Cruising Club of America 
(CCA) rule attempted to encourage 
designs that would be safe, comfort-
able family cruisers as well as decent 
performers on the racecourse. Notable 
features included short waterlines 
(the long overhangs would immerse 
when heeled to increase sailing 
length beyond the measured length), 
large mainsails and small foretri-
angles (partly because big multispeed 
winches hadn’t been developed yet). 
These boats were often yawls because 
the mizzen staysail was essentially 
unpenalized by the rating rule. A lot 
of them were centerboarders because 
shoal draft was important in Charley’s 
native waters of south Florida.

Smaller wetted surface 
In the Morgan 24, the rudder was sep-
arated from the keel-centerboard — a 
major step forward in yacht design. 
Charley wasn’t the fi rst to do this, but 
the Morgan 24’s racing record helped 
to validate the idea. Not only did the 
emergence of the fi n keel help the boat 
turn more quickly in prestart maneu-
vers, it also greatly reduced wetted 
surface area, which meant less fric-
tion and, therefore, faster speeds.

The Morgan 24 is 
still a good performer 
by today’s standards, 
with moderate dis-
placement and shoal 
draft. And — priced 
around $5,000 — it’s a 
terrifi c value for any-
one looking for a boat 
in this size range.

Other boats to 
follow included the 
Morgan 30, 41, and 
45, which later was 
built as the Starrett & 
Jenks 45. But it was 
the development of 
the Out Island series 
— 28, 33, 36, 41, and 
51 — that gave the 

company a big burst of business.
Charley’s interest in racing never 

waned, though, and he continued to de-
sign and build custom boats. One was 
Rage, which he, with Halsey Herreshoff 
as navigator, took to second place in 
the 1968 Newport-to-Bermuda race.

The Out Island series
“The Morgan Out Island 41,” Charley 
says, “was the extension of a long study 
period, where we tried to create a com-
modious and comfortable tri-cabin 
arrangement. In 1970 we fi nally got it 
worked out — human engineering and 
ergonomics. We designed and aimed it 
at cruisers as well as the charter-boat 
market. We sought input from a lot of 
companies big and small, including the 
Moorings and Jack Van Ost [a dentist 
who became a successful builder of 
CSY boats for his charter business].

“The boat was designed to com-
pete with the boats being put out by 
Gulfstar, which were for a new market 
that Vince Lazzara [who by now had 
left Columbia in California and started 
Gulfstar in Florida] had perceived. 
Our dealers had requested for a long 
time a boat without a centerboard that 
was shoal with lots of room; it didn’t 
need to sail like a rocket. It came out 
at the Annapolis Boat Show and was 
an instant sellout. We built, in the fi rst 
calendar year, over $4 million worth 
— 120 units. Eventually we built those 

At Morgan Yachts’ St. Petersburg, Florida, facility, men worked from scaf-
folding on boats of all sizes. Note how the decks were moved and positioned 
from overhead beams. 
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boats on two lines, with them coming 
off the combined lines one a day. They 
number in excess of 1,000.”

In all, Morgan Yachts built more 
than 40 different production models, 
beginning with Charley’s trademark 
centerboarders, the Out Islands, the 
Henry Scheel-designed 45/46 (original-
ly built by another builder as the Scheel 
45), and a number of boats designed 
to the International Offshore Rule 
(IOR), including the Morgan 33 ¾-Ton 
and Morgan 36 One-Ton. Sailing Kit 
Craft made a number of designs avail-
able in kit form because, as Charley 
says, “there were so many people who 
wanted to get a hold of one of our boats 
who couldn’t afford a finished boat.” 
But along with a handful of other 1970s 
builders, such as Islander and Colum-
bia, Morgan Yachts dropped the prac-
tice because many owner-completed 
boats were poorly finished, reflecting 
adversely on the manufacturer.

Retirement day
Charley remembers well the day he 
retired. It was June 6, 1972, he recalls 
with certainty. It was easy to see that 
divorcing himself from the company 
he’d created was a watershed in his 
career . . . and life. He’d merged the 
company into Beatrice Foods four 
years earlier (1968) and had stayed on 
as chairman of Morgan Yacht Cor-
poration. But for Charley, like many 
people, working for a large corpora-
tion was difficult after he had been in 
business for himself.

Later, Beatrice Foods sold Morgan 
Yachts to Thor Industries. Subse-
quently, in 1984 it was passed along 
to Frank Butler and Catalina Yachts, 

which continued to build the Morgan 
38 and the Out Island 41 (Classic 41) 
for a number of years before finally 
putting them to bed.

Of Morgan Yachts’ many accom-
plishments, one that makes Charley 
positively beam is the boats he built 
for Disney World long before it got 
into the cruise business. “There was 
a time we built the largest fiberglass 
boats in the world,” he said. “Morgan 

Yachts designed and built the prin-
cipal original watercraft for Disney 
World, a whole fleet of them, the larg-
est of which is around 120 feet — sub-
marines, the jungle cruise boats, the 
steam launches. In all, more than a 
hundred. It’s exciting the way you can 
completely create out of glass some-
thing that looks like wood; on the 
submarines we faked the scales and 
rivets. We created an incredible theat-
rical appearance for Disney.”

Charley also designed motor yachts 
such as the West Indian 36, a hover-
craft, and Heritage, the last wooden 
American 12-Meter (France II was the 

last in wood among all nations). Alas, 
Heritage lost to Intrepid in the 1970 
defender trials.

Way of measuring
Cindy Goebels, reporting in South-
winds magazine, said Charley ex-
plained his interest in the America’s 
Cup thus: “It’s all just another way of 
measuring yourself. Competitive men 
always want to know how big they 
are in relation to others, how they can 
perform. Dollars are a way of keeping 
score. There may be other means in a 
more mature society. Why this? Well, 
there’s damn little you can justify out-
side of wanting to keep on breathing.” 
Charley Morgan was always a good 
interview, seldom mincing words. 

Morgan Yachts’ St. Petersburg fa-
cilities were considered modern and 
first-class. “We maintained a labora-
tory and did a lot of outside testing,” 
Charley says. “We were using balsa 
cores from the beginning. Later I was 
a great proponent of Airex. Then came 
Divinycell, Klegecell, carbon fibers, 
Kevlar, and the utilization of high-
modulus materials. Way back in 1965 
and 1966 we were researching work 
done in the aircraft and aerospace 
industry. But those materials had no 
place in yacht building in those days 
because lightness was not the key-
note; the economic issues were more 
important . . . and the ability to have 
readily available resources.”

Charley likes to talk about how the 
advent of fiberglass changed the face 
of American boating. “You didn’t have 
to be an extremely wealthy person to 
think about owning a boat,” he says. 
“The concept of the non-wasting as-

“The Morgan 24 is still a 
good performer by today’s 
standards, with moderate 
displacement and shoal 

draft. And — priced around 
$5,000 — it’s a terrific value 

for anyone looking for a 
boat in this size range.”

Charley Morgan’s first boat, Brisote. 
Demonstrating considerable resource-
fulness, she had a Star Boat keel and 
rudder, a Thistle mainsail, and a modi-
fied Penguin sail for a mizzen. 

Paper Tiger was perhaps Charley’s 
most famous design. She won the 
SORC for two consecutive years, in 
1961 and 1962.

Between 1971 and 1984 more than 
1,000 Morgan Out Island 41s were built. 
Later, after Catalina Yachts acquired 
some Morgan molds, the 41 was resur-
rected with minor modifications and 
sold as the Morgan Classic 41.
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set. You could treat ’em and deal ’em 
like automobiles. You had an orderly 
market and the burgeoning charter 
boat and used-boat market. It just 
altered completely the brokerage 
firms. Back in the days after the end 
of World War II, you could count on 
your fingers the brokerage firms: S&S, 
Northrop & Johnson. Bang, bang, in 
one fell swoop, the tides changed and 
ripped over us.

Dramatic change
“The thing that kept coming through 
to me was the dramatic change that 
was made by fiberglass and the huge 
opportunity given to the American 
boater. 

“Look at the Ensenada Race 
— all the ones going down to Mexico 
— huge clusters of boats! In the Great 
Lakes, the Mackinac Race had a few 
entries before the war, but bang! At 
the end of the war they started getting 
some fiberglass boats on the scene 
— my word! — you’re looking at 100-
boat fleets or better. It made a major 
change for Americans who wanted to 
become part of sailing and yachting. 
Our ad used to say, ‘The past decade’s 
most exciting new construction medi-
um.’ How prophetic those words were.

 “What sort of disturbs me these 
days is when they tag the sailing boat 
people as elitist. I like to say that 
they’re really more dedicated and 
enthusiastic about their sport and 
therefore have organized it more so it 
has the appearance of elitism.

“The only boats I’ve seen break up 
are some racing boats that were really 
lightly built, crossing the Stream or 

something. I’ve traced a few of those 
stories about boats splitting in two 
— bull! I’m sure there are some ex-
amples, but the truth is that fiberglass 
is marvelous.” 

And of the strength and longevity 
of fiberglass?

“I hate to tell you how quickly a 
wooden boat goes down. We crossed 
the finish line down in Sarasota after 
getting chewed up in a nor’wester at 
the crack of dawn. We could see the 
committee boat in the murk, saw her 
lights and the farewell marker at Sara-
sota Pass. We went zooming by, struck 
the chute and mizzen staysail, jibed 
over, cranked up the engine, cleaned 
up the forward deck and started bang-
ing through the slop up toward the 
pass. Dawn had come. I looked up 
and yelled, ‘Hey, look! There’s some 
spreaders sticking up out of the water.’ 
The committee boat broke its line, 
blew up on the bar, popped like a can-
taloupe, and went straight to the bot-
tom. Pieces floating; heads bobbing 
around and lifejackets. She went down 

that fast. You kidding me?
“Yet I saw a whole night when [the 

fiberglass sailboat] Inferno sat over on 
the bricks at Lucaya [Grand Bahama] 
banging and slamming and scream-
ing and moaning on those bricks. My 
heart was going out to that boat . . . the 
sea bursting over her. Three days later 
I saw her hauled out at Spencer’s in 
Palm Beach, and I went over and got 
up inside the boat, looked at the keel 
— gnawed up a little bit. Not bad!”

Another company
Guys like Charley Morgan are never 
really retired, even though they 
sometimes think they are. In 1975 
he started yet another boatbuilding 
company, the Heritage Yacht Cor-
poration. Perhaps anticipating the 
trend toward power, this time he built 
both fiberglass sailboats and trawler 
motoryachts. That venture wasn’t as 
financially successful, however, and 
he was forced to seek protection from 
creditors under Chapter 11 of the fed-
eral bankruptcy code. Subsequently, 
in the early ’80s he served for a short 
time on staff at Chris-Craft, while the 
remaining assets of Heritage went to 
Catalina, which had also bought Mor-
gan Yachts from Thor Industries.

Today, Charley keeps a design 
studio in his home. Recent projects 
include two long-range motoryachts, 
one steel, the other aluminum, by Top-
per Hermanson. But, he says, new de-
sign commissions have fallen off con-
siderably since 9/11. He says, “I’d love 
to do a full-powered steel auxiliary 
for the right person. Totally self-suf-

Morgan 22 Morgan 38 Morgan 41

Continued on Page 71

Morgan 41
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W E HAD SAILED FOR ABOUT 20 
years before putting a halt 
to our nautical adventures. 

The necessity of repowering our 
Pearson Triton and the prospective 
costs of sending two children to col-
lege had made it fi nancially impracti-
cal. We moved on to other less costly 
endeavors.

Our admiration for classic boats 
had never abated, however, and by 
happenstance we were brought back 
to our love for boats. In the summer of 
2002 we attended the Green Head Fly 
Festival, an annual event held at the 
Tuckerton Seaport Museum, south of 
our home in Toms River, New Jersey. 
That afternoon, six Marshall Sander-
ling catboats made their appearance 
and tied up at the docks. 

As we stood by admiring their clas-
sic good looks, I casually asked my 
wife, “So what do you think, should we 
buy one?” To my surprise, she respond-
ed positively, and we both recalled how 
we had investigated the purchase of 
one many years before but found Sand-
erlings to be out of our price range 
at the time. Although, with children 
settled, we could now afford to spend 
money on a boat in our retirement 
years, my wife reminded me that I was 
as enamored of working on boats as I 
was of sailing them. Our decision was 
to fi nd a fi xer-upper I could play with.

As we looked at Sanderlings in the 
local boatyards, online, and in the 
newspapers, it seemed that a decent 
boat would run about $12,000 to 
$15,000, depending upon age and condi-
tion. Since the frames, deck, and seats 
were made of wood, I was reluctant 
to spend the maximum, fi guring there 
would have to be bad wood somewhere 

in the boat that would require serious 
work. A piece of bad wood was like the 
tip of an iceberg, I fi gured. Where some 
is visible, there is much more below. I 
decided the only important thing was a 
sound glass hull, including the glassed-
in plywood transom.

In need of repair
The ideal boat for my purposes ap-
peared in the newspapers. It was a 
1970 model, and the owner was asking 

only $7,000. When I saw her laid up in 
the yard, it was obvious why the price 
was so low. The elderly gentleman 
who owned her had not sailed her in a 
few years, and she was sadly in need 
of repair. While the glass was sound, 
the wood was another matter. 

Sanderling cabins have an open-
ing in the aft end near the sole, which 
allows the placement of ballast under 
the cockpit sole. I reached under the 
cockpit and came up with wet, dis-
integrated wood. In spite of having 
been on land for a couple of years, the 
frames under the sole seemed damp. 
The aft end of the cabin is a plywood 
bulkhead glassed to the gelcoated 
and fi nished exterior. All around the 
door the wood was soft and rotted. 
The entire bottom half of the cabin 
bulkhead was equally soft, indicating 
that it would need replacement. The 
hatchway was framed with ancient 
and split teak, and the louvered teak 
doors were cracked. Black mildew 
covered the interior of the cabin. This 
boat needed a complete redo.

The Sanderling’s construction is 
similar to many glass boats of her size. 
Most have longitudinal stringers and 
transverse bulkheads used for stiffen-
ing the hull. Water eventually fi nds its 
way to the wood and rots it, requiring 
replacement. The procedures de-
scribed in this article can be adapted 

Sailing cat gets

A 1970 Marshall Sanderling
is reborn as a beloved family sailer

by Rob Rielly

10th life
A fl eet of 18-foot 
Marshall Sand-
erlings caught 
the attention of 
Rob and Lucille 
Rielly, but they 
wanted a fi xer-
upper. This one 
fi t the bill nicely. 
These days 
Marshall Marine 
is offering an 
open-cockpit 
version of this 
classic catboat. 
This earlier 
standard ver-
sion had a small 
cabin. 

“As we stood by admiring 
their classic good looks, 

I casually asked my 
wife, ‘So what do you 
think, should we buy 

one?’ To my surprise, she 
responded positively . . . ”
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to other boats of similar construction.
An exterior survey indicated that 

most of the gelcoat was sound. There 
was some crazing in the gelcoat and 
pits on the toerail where air bubbles 
had broken through. My plan was to 
fi ll in the crazing and any nicks or 
dings in the hull and deck and repaint 
it. The hull was white, but the decks, 
cabintop, and other parts were a faded 
blue. Buff-colored paint would cover 
the blue, and the hull and other areas 
would be painted white. The alumi-
num mast, boom, and gaff were sound 
but covered with scrapes and scratch-
es. The coaming caps and rubrail on 
the older Sanderlings were of vinyl. 
These would be replaced with teak. 
Affi xed to the transom was an out-
board bracket of vintage design and in 
poor condition. It would be replaced. 
Wires peeked out from under coam-
ings and fl oorboards. The running 
lights were on their last legs. These 
would all need replacement. I had 
what I wanted: a sound hull in need of 
some serious restoration work.

Sloppy work
Discussions with the boatowner re-
vealed that the cockpit sole had been 
replaced, allegedly with marine ply-
wood, glassed in. The work was slop-
py; I could only guess that the owner 
had wanted to repair the obvious de-
fects to make the boat more saleable. 
Negotiations were diffi cult, as the old 
man had his price, but I managed to 
get it for $6,000, and within two weeks 
the Sanderling was sitting in my drive-
way ready for work.

The fi rst stage involved determining 

what needed to be replaced and how 
to proceed. I stripped everything off 
the boat that was in the way — vinyl 
rubrails and coaming cap, portlights, 
chocks, cleats, and miscellaneous 
hardware. After 30 years, the windows 
were heavily crazed and cloudy.

I was concerned that the hull not 
lose its shape, so I determined that 
I would have to take the frames out 
and replace them one by one. I cut an 
18-inch square opening in the cockpit 
sole, aft of the cabin and investigated 
the fi rst frame (see photo below). The 
entire frame was wet, as was the one 
behind it. I decided to replace all of 
the frames and any other wood I could 
get my hands on. 

This undertaking was not as reck-
less or bold as you might think since 
working on boats has been an avoca-
tion of mine for many years. Our fi rst 
boat was a Hartley Trailer-Sailer 21, 
which I built in our garage from a set 
of plans. It took about two years to 
complete, and I enjoyed building it. 

We had that boat for 11 years, and our 
two kids grew up on it. We cruised 
with them, and I spent the off-season 
maintaining it. We outgrew it and pur-
chased a 1964 Pearson Triton sorely in 
need of work. The only shortcoming 
was the aged Atomic 4, which eventu-
ally led us to sell her after fi ve years.

Years of grime
The work on the Sanderling began 
with a good cleaning. My wife, Lucille, 
went after the interior mildew with a 
vengeance and many bottles of Spray 9 
cleaner. She removed years of grime. 

To get at the sole and bulkheads it 
was necessary to remove the seats. 
With them out of the way (and saved 
for patterns), I was ready to tackle 
the sole and frames. Work began on 
the cabin wall and fi rst frame. The 
gelcoated glass cabin wall ended about 
deck level. Beneath it was a ¾-inch 
plywood bulkhead with a compartment 
on either side of the centerboard case 
to hold the ballast. Much of the wood 
was rotted. I set the depth of the cut 
on my circular saw to a hair less than 
one-half inch in order to cut through 
the half-inch plywood but not score the 
fi berglass. I removed the rotted wood 
with a chisel and mallet and pulled the 
rotted bulkheads free. Next I went over 
the area with a rotary sander, prepar-
ing it for the new glass and plywood.

Fortunately the old bulkheads had 
come out in one piece. I purchased 
¾-inch fi r marine plywood and cut 
bulkheads from it. After careful fi t-
ting, it was ready for the next step. 
To prevent water saturation in the 
new wood, I rolled two coats of epoxy 

“The ideal boat for my 
purposes appeared in the 
newspapers. It was a 1970 
model, and the owner was 
asking only $7,000. When 
I saw her laid up in the 

yard, it was obvious why 
the price was so low.”

Sailing cat gets 10th life Wood rot was evident around the com-
panionway door and bulkhead, below 
left. Rob fastened new half frames in 
place with epoxy, below right.
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resin over the surface of the frame, 
paying particular attention to the 
edges of the plywood. It was not my 
plan to have water in my bilges, but as 
an experienced boatowner I felt it bet-
ter to cover all my bases.

No great difference
A note about materials is important. I 
use only marine-grade plywood. Some 
builders use exterior-grade plywood, 
but the difference in cost between a 
few sheets of marine-grade and exte-
rior plywood is not that great. The ma-
jor expense in this type of restoration 
is in man-hours. I would much prefer 
to finish the job and have confidence 
that I have used materials that will 
last as long as possible. 

I fastened the two new half frames 
in place using epoxy resin. Clamps held 
each in place as it cured. The outboard 
parts of the frame were clamped using 
blocks of wood, screwed together, on 

each side of the wall. In each side, I cut 
a rectangular hole to allow the place-
ment of ballast under the cabin sole.

I fastened the bulkhead below the 
cabin wall and the next bulkhead in 
place using #10 silicon bronze screws 
and epoxy. Three layers of 6-inch 
fiberglass tape and epoxy secured all 
joints. Each of the bulkheads had a 
notch cut out in the top to take a wide 
plywood stringer to stiffen the boat 
and provide a place to secure the two 
halves of the plywood sole.

I worked from fore to aft in the 
cockpit area, carefully cutting away 
the old deck, chiseling out the old 
glass tape, and sanding it with 60-
grit paper on a rotary sander. I then 
cleaned each area with Interlux 
Fiberglass Solvent Wash to degrease 
it. Each bulkhead was secured to the 
next with temporary battens to keep 
them aligned. Once the entire sole was 
removed and each frame securely in 
place, I ran battens fore and aft in the 
cabin to make sure there were no high 
or low spots. Since I had taken care to 
line things up properly, the tops of the 
bulkheads needed only some minor 
planing. After giving each bulkhead 
two coats of epoxy resin, I glued and 
screwed the ¾-inch plywood stringer 
fore and aft to tie them together. At 

this point most of the nasty work was 
done. I could begin construction of the 
cabin sole. 

Two epoxy coats
The sole was cut from ¾-inch marine 
plywood and glued and screwed into 
place. Prior to laying each half down, 
I rolled two coats of epoxy on the bot-
tom to protect it. Once the sole was in 
place, there would be no way to check 
it, so I wanted it to be impervious to 
water. Because each of the screws had 
been countersunk, it was necessary to 
cover the holes and center seam with 
polyester putty. In order to make a 
smooth transition from the sole into the 
hull sides, I filled the space between the 
edge of the plywood and the hull with 
fiberglass-reinforced polyester putty. 
Two layers of 6-inch glass cloth finished 
all seams and bonded the sole to the 
sides. This was then sanded smooth so 
I could cover the sole with glass cloth.

I laid several sections of glass cloth, 
overlapping by about 6 inches at each 
joint. Then I rolled on two coats of ep-
oxy resin to fill in the weave. I sanded 
the edges smooth once it had cured.

Using the old seats as a pattern, 
I cut new ones from ½-inch marine 
plywood. For stiffening, I screwed and 
glued battens made from 5⁄4-inch Phil-

Bulkheads were secured with temporary 
battens to keep them aligned, above left. 
Fore and aft stringers tied them together, 
above right. Because the cockpit sole 
would not be removable, the installation 
needed to be impervious to water, below 
left and right.
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ippine mahogany to the underside, one 
running along the seat edge and two 
running perpendicular to it. I gave the 
entire undersurface of the seats two 
coats of epoxy resin as a sealer. 

I made support battens from 5⁄4-inch 
mahogany and glued and screwed 
them to the transom and aft end of the 
cabin at the appropriate height to sup-
port the seats. I planned to make face 
frames and doors under each seat to 
enclose the storage spaces. I secured 
the outer edges of the seat to the hull 
using two layers of 6-inch cloth and 
resin, top and bottom. I then covered 
the entire seat with a single layer of 
cloth and two coats of epoxy resin. 
Two coats of paint on the seats and 
cabin sole finished the job.

Trimmed to size
One of the factory options on the 
Sanderling is a pretty teak centerboard 
cap that extends into the cockpit. I pur-
chased one from Marshall Marine and 
trimmed it to size. Final installation 
would have to wait until some more 
basic construction was completed. 

A pair of cabin shelves was another 
option. Since extra storage is always 
useful, I cut some patterns out of 
scrap plywood and fashioned the final 
shelves out of ½-inch marine plywood 

and glassed them in place. I covered 
the surface of each shelf with cloth 
to make everything consistent. Now 
painting was necessary before I could 
install any more teak trim.

Preparation of the surface to be 
painted is important. A layer of paint 
is extremely thin and will show up any 
imperfections beneath it. The hull had 
numerous dings where 32 years of sail-
ing had taken its toll. It also had many 

tiny holes in the toerail area, where 
air bubbles in the layup had worked 
through. I filled these with polyester 
putty and sanded them smooth. The 
non-skid pattern on the deck had worn 
over the years. One spot was crazed 
and cracked. Since it was my plan to 
use non-skid paint there, I scraped out 
the cracks and loose plastic and filled 
them with polyester putty. After it 
hardened, I sanded it smooth. It would 
provide a good surface for the paint.

I used Interlux paint on the boat 
hull and deck, painting with two coats 
of Brightside Polyurethane White. 
This went nicely with the Sundown 
Buff color for the deck, cabintop, and 
other areas. Since the original non-skid 
surface was quite worn, and two coats 
of paint would not improve traction, 
I mixed Interlux No-Skid Compound 
in the deck paint. This proved to be 
extremely good, particularly when the 
deck was wet. I also mixed in the Inter-
lux Flattening Agent so the deck and 
cabintop would not be too shiny.

The cockpit sole installation is sanded 
and prepped, above left. The cockpit grate 
becomes a reality in Rob’s workshop, cen-
ter, and in the cockpit, below left. Coaming 
caps, at right above, and cabin, below.



Some of the Sanderlings I had seen 
carried the buff color up the cabin 
sides. Instead, I masked the walk-
ways carefully and painted just the 
areas that had originally been blue.

Helpful suggestions
One of the benefits of restoring a 
boat that is still in production is that 
many materials are available from the 
manufacturer. Marshall Marine was 
helpful in making suggestions and 
shipping parts that were impractical 
for me to make. I purchased two teak 
rubrails, handrails, coaming caps, eye-
brow trim, and a pair of teak louvered 
doors. They were shipped promptly. 
I could not have purchased the teak 
for the doors or rubrails for the price 
I paid for the finished products. Since 
there was much work to be done on 
the boat, and I wanted it in the water 
by spring, this saved time.

The next step was screwing the 
rubrails into place using 1½-inch #10 
stainless screws. Each hole in the teak 
had to be drilled and countersunk to 
take teak bungs. Screws were set on 
10-inch centers with a couple of extra 
screws at the forward end of the rail. I 
gave each hole in the hull a good glob 
of BoatLIFE caulking. Then I plugged 
each hole in the teak rail. Since teak 
is expensive, I always save any scrap. 
The drill press and a plug cutter pro-
vided all the bungs I needed.

Once the rubrails and handrails 
were on, it was time to do the coam-
ing caps and cabin trim. I ran the trim 

of Cetol. Once it had dried, I applied a 
liberal amount of mahogany-colored Si-
kaflex bedding compound under it and 
screwed it to the deck. The screw holes 
were plugged and finish sanded. Then I 
gave the ring four coats of Cetol. 

Next I installed exterior hardware, 
running lights, and ports. The new 
Plexiglas was a decided improvement. 
The next stage would involve some 
serious customizing of the cockpit. I 
decided the seat lockers should have 
three lids. I cut a teak frame about 
2½ inches wide on top, bottom, and 
between the locker lids. The aft end 
needed to be wider to conform to the 
rake of the transom. Once the frames 
were screwed and glued together I 
screwed them to the underside of 
the seat and the cockpit sole. Liberal 
amounts of bedding covered the screw 
holes in the sole to prevent water from 
creeping in. I made three lids for each 
side and fitted these in place using 
brass hinges and hasps.

New teak trim
The companionway was next. New 
teak trim strips and entrance fram-
ing had to be fashioned from ¾-inch 
wood. Once the frame had been fit-
ted, I fastened it — along with the 
centerboard cap — securely in place 
using screws and bedding material. 
I installed an Aquameter compass 
through the port cabin wall.

I decided a teak grate would fin-
ish the job nicely. I made this in two 
sections with a strip of teak running 
down the center of the cockpit sole to 
keep it in place.

The interior needed some addi-
tional work. After carefully paint-
ing the overhead, sides, berths, and 
sole, it was time to install teak trim. 
I trimmed the shelves with teak and 
made holders for my VHF, binoculars, 
and general storage. I placed a teak 
cap over the centerboard case inside 
the cabin and installed drop leaves on 
each side using brass piano hinges.

I gave all teak, inside and out, four 
coats of Cetol. Teak has oil in the 
wood that must be prepared before 
finishing, or the varnish will not hold 
well. This is countered by sanding and 
wiping with acetone prior to applica-
tion of the Cetol.

The original berth cushions were 
showing signs of deterioration. We had 
new cushions made to match the paint 
scheme, threw in some pillows, and we 

“One of the benefits of 
restoring a boat that is still 
in production is that many 

materials are available 
from the manufacturer.”
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around the cabin edge first, since 
producing a fair curve between it and 
the coaming caps might require some 
planing. The trim was fastened with 
1-inch #10 stainless screws on 10-inch 
centers. Once the trim reached the 
edge of the coaming I clamped a long 
flexible batten in place and marked 
how much had to be planed off the top 
part of the coaming so the line would 
be fair. With this material removed, it 
was now possible to screw the coam-
ing cap in place. I used bedding com-
pound in the groove under the coaming 
cap to seal the top edge of the plywood 
coaming. I then removed the hatch and 
trimmed it all around with teak. 

Built-up ring
Sanderlings have a hole in the deck 
through which the mast is stepped 
on the stem. On early models, such as 
mine, it’s flush with the deck; on later 
models there is a nicely built-up ring 
around the hole to prevent water from 
entering. I decided to update to a newer 
type. I cut two rings from ¾-inch teak 
and glued them together at cross grain 
using resorcinol glue. After the ring was 
dry, I gave it a final shaping and sanding 
and then gave the bottom three coats 

Continued on Page 70

Marshall Marine’s 
new Sanderling and the older version shown 
here are 18 feet 2 inches long with an 8-foot 6-inch beam and a board-
up draft of 19 inches and board-down draft of 4 feet 4 inches.
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R EINELL BOAT WORKS OF MARYSVILLE, WASHINGTON, SPE-
cialized in fi ne lapstrake and carvel-planked fi shing 
and pleasure boats from the company’s inception in 

1928. In 1957 they started using fi berglass as a boatbuild-
ing material, replacing the cedar, mahogany, white oak, and 
other woods they had been using. Not long after that the 
company expanded its product line to include sailboats. 
One of the fi rst offerings was a 26-foot pocket cruiser called 
the RSC2600.

The hulls used by Reinell Boats for their sailboats were 
designed and patented by Arthur S. Henry. To achieve more 
headroom, he patented the concept of extending the sail-
boat’s cabin sole into the keel. This provided Reinell Boats 
with what they must have thought was a breakthrough 
marketing edge.

Production of both power- and sailboats continued into 
the mid-1960s. In 1967, the owner, Nick Reinell, sold the 
company. Around this same time, or soon after, one of two 
events took place. Either Reinell decided to quit producing 
sailboats and sold the molds to the newly formed American 

Mariner Industries, or Reinell employees purchased the 
molds, left the company, and formed AMI. No one knows 
for sure. In 1980, following a series of disruptive manage-
ment changes, Reinell Boat Works ceased operation and all 
its assets were auctioned off. This effectively wiped out all 
documentation of the company’s 52-year history.

In 1975 American Mariner Industries of Costa Mesa, 
California, using the patented Henry molds, introduced its 
fi rst two sailboats: the American 26 and the American 23. 
The 26 had a three-year production run; the 23 was manu-
factured for only two years. However, upgrades and revi-
sions, including name changes, of both models occurred 
in subsequent years. Eventually the line included sailboats 
from 20 to 30 feet. After eight years and 14 sailboat mod-

els, AMI declared bankruptcy in 1983, and the assets were 
sold. This bankruptcy case, it should be noted, set a legal 
precedent. Also interesting to note is that, of the 14 models 
produced by AMI in its short eight-year history, only three 
had production runs longer than three years. Most were 
produced for only one or two years.

While there is much that we don’t know about American 
Mariner Industries, we do know that the American 23 is a 
fi rst-offering sailboat from AMI sporting the patented Hen-
ry keel. It has an overall length of 23 feet, a waterline length 
of 21 feet, a beam of 7 feet 11¾ inches, and it displaces 3,000 
pounds with 900 pounds ballast.

Design and construction
At a glance, the American 23 with its fl at sheer, straight 
bow, plumb stern and long deckhouse looks much bigger 
than a typical 23-footer. When looking a little closer, Arthur 
Henry’s patented design begins to stand out in several areas. 
The maximum beam of 7 feet 11¾ inches starts at a point 9 
feet from the bow of the boat and extends almost all the way 
aft, ending at a transom which is 7 feet 6 inches wide. There 
is also signifi cant freeboard (42 inches at the bow and slow-
ly tapering to 36 inches at the transom). The sides of the hull 
have a relatively vertical relationship to the bottom of the 
boat, thus creating a somewhat hard chine with its associ-
ated stiffness. The bottom of the boat is fl at except for a fl at-
bottomed, shoal-draft keel approximately half the length 

“To achieve more headroom, 
he patented the concept of extending
the sailboat’s cabin sole into the keel.

This provided Reinell Boats with 
what they must have thought was a 

breakthrough marketing edge.”

The patented hull 
gives this boat 
“space appeal”

by Gregg Nestor

Lazy Daze, a 1976 American 23, owned by Dan Merkle, enjoys 
a light and lazy summer day.

American 23



34 Good Old Boat March/April 2005

of the boat. True to the patent, this angular relationship 
between the sides and hull is maintained along a substantial 
portion of the hull’s length. Discounting the rigging and keel, 
the hull is similar to that of a flat-bottomed motorboat. 

Stoutly built, the American 23 is constructed of a hand-
laid, solid fiberglass hull with plywood-reinforced laminates 
in the cabintop, deck, cockpit, and transom. The hull-to-deck 
joint is bonded with adhesive, mechanically fastened, and cov-
ered with a two-piece (aluminum and vinyl) rubrail. The pat-
ented stabilizer keel is molded as an integral part of the hull 

and incorporates 900 pounds of lead ballast bonded in place. 
This gives the boat a maximum draft of 28 inches, which is 
great for trailer launching/retrieval and shallow-water cruis-
ing. The transom-mounted spade rudder is built entirely of 
wood and does not kick up. The tiller is varnished ash. Also 
located on the transom are an outboard motor bracket to port 
and a stainless-steel swim ladder to starboard.

On deck
With the exception of port and starboard mooring cleats, 
the foredeck is completely free from clutter, providing a 
good work platform. Also, the deck, cabintop, cockpit seats, 
and sole have molded-in non-skid surfaces. The shrouds 
are outboard of the 9-inch-wide sidedecks, and there is an 
unusual and somewhat awkward two-piece grabrail along 
each side of the cabintop. Completing the “on deck safety 
package” are stainless-steel bow and stern pulpits, 20-inch 
stanchions, and single lifelines. 

Since the boat’s beam is so extensive and the sidedecks 
narrow, forward and aft movement can more easily be ac-
complished via the broad cabintop. On the cabintop and 
forward of the mast is a 22-inch-square reinforced hatch, 
which is strong enough to step on. 

The cockpit is 67 inches long, comfortably wide, and 
surrounded by 13-inch high coamings. What appear to be 
6-inch by 22-inch hand bins (one in each coaming) are  
really the access to long, narrow stowage areas which run 
the entire length of the coamings. The cockpit is self-bail-
ing but could benefit from a larger-diameter drain. 

The boat lacks a bridge deck to help prevent water from a 
pooped cockpit from cascading into the cabin. Also there is 
no dedicated space for a remote gas tank. Placing the tank 
on the cockpit sole beneath the tiller is not the best stowage 
option, but this is a common practice. Even though there is 
considerable stowage space beneath the starboard cockpit 
seat, as well as under the cockpit sole, there is no access to 
it from the cockpit. No cockpit lockers! One has to enter the 
main cabin to reach these stowage areas. Brightwork is kept 
to a minimum and is limited to the companionway, cockpit 
storage-bin doors, grabrail, and the tiller/rudder. 

Belowdecks
Belowdecks is where Arthur Henry’s handiwork is most evi-
dent in terms of space, most notably headroom. By recess-
ing the inside of the shoal-draft keel and bonding the ballast 
along its bottom and side surfaces, a 16-inch-deep x 16-inch-
wide x 7-foot-long keel sump is created. What would ordi-
narily be 54 inches of headroom, without the sump, has now 
become 70 inches of headroom. In addition to the two steps 
required to enter the cabin’s first level from the cockpit, an 
additional two steps are required to enter the keel sump and 
achieve this maximum headroom. 

AMI used a one-piece, hand-laid molded pan and a 
similar overhead liner in the construction of all of their 

The accommodations aboard the American 23, at left, seem 
remarkable. Stepping into the keel sump from the V-berth 
and companionway makes it possible to have 5 feet 10 inches 
of headroom. Deck layout, on facing page, is free of clutter 
with a comfortably wide self-bailing cockpit. The deck lacks 
cockpit lockers, however, and has an awkward grabrail.



boats, including the American 23. While this construction 
technique adds considerable strength, and at the same time 
specifies the location of built-in furniture, it makes it very 
difficult to add or repair any deck or hull fittings without 
cutting into the liner. 

Forward, the V-berth measures 6 feet in length by 6 feet 
6 inches maximum width. This area is separated from the 
rest of the boat by a teak bulkhead. The opening through the 
bulkhead has no door but could easily be fitted with a cur-
tain for privacy. Just aft and to port is the head, a Porta Potti 
connected to a deck pumpout. Opposite the head is a hang-
ing locker and stowage. Over this area, providing light and 
ventilation, is the reinforced 22-inch-square forward hatch.

Another teak bulkhead, this time with a curtain, sepa-
rates the main cabin from the forward portion of the boat 
and provides support for the deck-stepped mast. It is at 
this area that the forward portion of the keel sump begins 
with two steps down. Immediately to starboard is a 41-inch 
by 30-inch fiberglass galley unit complete with a stainless-
steel single sink with hand pump, two-burner alcohol stove, 
side-opening icebox, teak dishrack, food preparation area, 
and plenty of stowage beneath. 

The 20-gallon deck-filled water tank is located forward, 
under the V-berth. Just aft of the galley is a 32-inch-wide by 
36-inch-long settee. Beneath the settee is the battery and 
additional storage space. The 12-volt electric panel is also 
conveniently located here next to the icebox. Immediately 
aft of the starboard settee is access to the cavernous stow-
age areas beneath the starboard cockpit seat and under the 
cockpit sole.

Opposite the galley, on the port side, is a 32-inch-wide by 
6-foot-long settee/berth. This is immediately followed aft 
by a quarter berth of similar dimensions. A 4-foot-long by 
1-foot-wide rectangular pedestal table can be set-up in front 
of the port settee, facilitating access to the galley directly 
across from it. When not in use, the table is stowed beneath 
the settee. Additional stowage is located under all berths/
settees, except the quarter berth. 

There are also 6-inch-deep shelves outboard of both set-
tees. Although you stand in the keel sump to use the galley, 
all the settee/berths are located two steps up, on the cabin’s 
higher level. This arrangement provides for 40 inches of sit-
ting headroom. Natural illumination for the main cabin is 
provided by four long, oval, non-opening portlights. Two 12-
volt fluorescent overhead lights adequately light up the main 
cabin, with two incandescents brightening up the V-berth 
and head areas. The overhead and sides of the boat’s interior 
are gelcoated, and the entire cabin sole is carpeted.

“Since the boat’s beam is so extensive 
and the sidedecks narrow, forward 

and aft movement can more easily be 
accomplished via the broad cabintop. On 
the cabintop and forward of the mast is a 
22-inch-square reinforced hatch, which is 

strong enough to step on.”
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through the plywood core. 
Deterioration of this core 
material will sound like a dull 
thud when struck with a plas-
tic hammer or the handle of a 
screwdriver. Even though the 
bulkhead separating the main 
cabin from the forward por-
tion of the boat provides some 
support for the mast, it is not 

located directly under the mast, but rather a foot or so for-
ward. Look for signs of mast compression including cracks 
in the fiberglass or a noticeable depression beneath the mast. 

Since the rudder is made entirely of wood, examine it 
carefully. The boat originally came with wire-to-rope hal-
yards. If they have been replaced with all-rope halyards, 
make sure that the sheaves were also replaced. Like many 
boats that utilize an overhead liner, access to deck fittings 
is impossible without cutting holes in the liner. Ask about 
any holes that have been cut.

Summing up
The overall construction of the American 23 is above aver-
age, and its rigging and sail controls are adequate. It’s perfect 
for inland lakes and reservoirs. It’s not a bluewater sailer and 
was not intended to be used for crossing oceans. The patent-
ed hull gives the boat space appeal, especially the standing 
headroom, and makes it most definitely a cruiser. 

Problems with a used American 23 will most likely be at-
tributed to age and/or neglect. Other than those areas noted 
previously, there are no known major flaws.

Like many trailerable boats of this vin-
tage, its manufacturer is no longer in busi-
ness. However, there is a dedicated owners 
association happy to answer questions 
and provide support. It can be reached at 
<http://www.amiyachts.com>.

The American 23 was only produced for 
two years. The extent of the production 
run is unknown, but suspected to be small, 
hence there aren’t many boats on the mar-
ket at any one time. Expect to pay between 
$2,500 and $4,000 for an American 23 in 
average condition. 

“By recessing the inside of the shoal-draft 
keel and bonding the ballast along its 

bottom and side surfaces, a 16-inch-deep 
x 16-inch-wide x 7-foot-long keel sump 

is created. What would ordinarily be 54 
inches of headroom, without the sump, 

has now become 70 inches of headroom.”

The rig
The American 23 is a sloop 
with a deck-stepped mast. 
Mast and boom are both ano-
dized aluminum. The standing 
rigging is stainless steel and 
consists of a headstay, a single 
spreader, upper and lower 
shrouds, and a single back-
stay. It’s a fractional rig, with 
a total sail area of 220 square feet, consisting of a 100-square-
foot mainsail and a 120-square-foot working jib. The mainsail 
comes standard with four battens and a single reef point. 

Both the external mainsail and jib halyards are wire-
to-rope and are cleated at the base of the mast. The 9-foot 
boom is controlled via mid-boom sheeting, located on the 
aft portion of the cabintop. This is a triangular affair run-
ning from port to the boom, then to starboard and back. 
It is cleated off on the port side of the cabintop. While 
this setup keeps the cockpit clear of main sheet, it’s a bit 
awkward in actual operation. Twenty-four-inch headsail 
tracks with jib leads are located on the sidedecks outboard 
of the cockpit coamings. On the coamings are Barlow #16 
winches and cleats to handle the jib sheets. 

Under way
The boat’s maximum beam starts well forward and continues 
virtually all the way aft. This is not the shape of speed. It is 
most definitely a cruising boat. Add its hard chine to this, and 
you have a very stable sailing platform. The high freeboard 
and lack of a centerboard contribute to the boat’s tendency to 
make noticeable leeway. The sheeting angles 
are too wide to enable the boat to be very 
close winded. For its weight and amount of 
wetted surface, the boat might be consid-
ered just adequately canvassed, if not a bit 
underpowered. The American 23 responds 
well to its rudder. However, the boat tends 
to oversteer when tacking. With a little prac-
tice, this condition can be easily dealt with. 

Things to check out
Sound out the deck, cabintop, cockpit, 
and transom for signs of water migration 

American 23
Designer: Arthur Henry
LOA: 23 feet 
LWL: 21 feet 
Beam: 7 feet 11¾ inches
Draft: 28 inches
Displacement: 3,000 pounds
Sail area: 220 square feet
Ballast: 900 pounds
Headroom: 70 inches

TANK TENDER
The Original Precision Tank 

Measuring System!

Accurate tank soundings have 
never been easier when one 
TANK TENDER monitors up 
to ten fuel and water tanks. 
Reliable, nonelectric and easy 
to install. For more information 
please contact:

Phone: (253) 858-8481 • Fax: (253) 858-8486
www.thetanktender.com

HART SYSTEMS, INC.
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Spray away 
and be the envy 

of the anchorage

by Don Casey

A T THE BOW OF OUR BOAT IS A SILVER-DOLLAR-SIZED FITTING 
with a screw-on cap that evokes envy from fellow 
sailors almost every time we put it in use. It is a male 

hose connector. Belowdecks it connects to a high-pressure 
pump plumbed to a through-hull fi tting. At the fl ick of a 
switch, it spouts a powerful and virtually unlimited jet of 
water. 

We use our deck-wash system mostly to blast clinging 
mud from our retrieved rodes and anchors so they come 
aboard clean. The bucket-on-a-rope method we used before 
is infi nitely inferior, not only because of the physical effort 
required but also because the mud is already aboard. Sluic-
ing carries it the length of the boat, invariably leaving grit 
in corners and crevices.

In addition to repatriating bottom muck, a high-pressure 
water hose is great for rinsing air- and foot-borne pollution 
from the deck and for expelling the slime of fi shing success 
or conch cleaning. It can provide a bracing seawater shower. 
After I scrub weed from the hull (bottom painting doesn’t 
always happen on a calendar schedule when cruising), I 
typically stand in the dinghy and spray-evict sea critters that 

have taken refuge on my body and in my clothes. 
In an emergency, a deck-wash pump can serve as an 

additional bilge pump. With a little ingenuity, it can even 
get you home when the raw-water pump on your inboard 
engine fails. In short, a deck-wash pump makes a fi ne addi-
tion to almost any boat, and equipping your boat with one 
is neither diffi cult nor expensive.

The pump
The safest course is to buy a pump marketed as a washdown 
pump. These will have internal components suitable for 
saltwater use. My preference is for a positive-displacement 
diaphragm pump, which tends to pass small debris without 
ill effect. Flexible impeller or rigid vane pumps can also 
serve. What you do not want is a centrifugal pump, which 

can move a lot of water but is not very good at lifting it. Your 
bilge pump is probably a centrifugal pump.

Washdown pumps include reverse-fl ow check valves and 
(typically) an internal pressure switch. Operating pressure 
can be up to 50 pounds per square inch (psi); the higher the 
pressure, the more powerful the spray. Screw-on hose barbs 
are usually included with a washdown pump, which simpli-
fi es plumbing. If the pump will be installed belowdecks, 
there is little need to pay extra for a “wet location” pump.

Mounting
Almost all deck-wash pumps have four feet with rubber 
grommets. Screws or bolts through the grommets fas-
ten the pump to any rigid part of the boat. Pumps can be 
mounted horizontally to an appropriate platform — not 
directly to the hull (duh!) — or they can be mounted verti-
cally to a bulkhead. For quieter operation, through-bolt the 
pump to the walls of two short lengths of heavy-duty rub-
ber hose, then screw the hose to the boat.

In accordance with American Boat and Yacht Council 
(ABYC) guidelines, the recommended placement for all dia-
phragm pumps plumbed to a through-hull fi tting is above 
the waterline.

“In addition to repatriating bottom muck, 
a high-pressure water hose is great for 

rinsing air- and foot-borne pollution from 
the deck and for expelling the slime of 

fi shing success or conch cleaning.”

Adding a deck wash

Don Casey puts his deck-wash system to good use after the 
anchor is hauled, above. The on-deck portion of the system, on  
Page 38, consists of a short hose and a small deck fi tting.
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Most pumps 
will specify how 
much of a lift they 
can deal with on 
the suction side. 
Stay well below 
that specification. 
Many washdown 
pumps will self-
prime only a foot 
or less, and they 
may not do that 
as they get older. 
If the specific 
pump installation 
instructions al-
low it, mounting 
the pump below 
the waterline will 
avoid priming 
problems.

Plumbing
There is no need to add a 
through-hull fitting for a deck-
wash pump. Use an existing 
through-hull fitting for the 
galley or head, supplying the 
deck-wash pump by the inser-
tion of a simple T-connector. 
Do not use the raw-water 
intake for the engine. This 
puts the engine and the washdown pump in competition for 
the available flow. Worse, a check-valve failure in the wash-
down pump could cause the engine pump to lose prime.

The hose from the T-connector to the intake side of the 
pump must be suction hose with spiral wire reinforcing to 
keep it from collapsing. On the output side you will need 
reinforced hose rated for at least 50 psi. You can use clear 
reinforced hose, but the greenhouse effect of clear hose 
gives rise to odiferous growth. The better choice is rein-
forced black water hose (automotive heater hose).

Your deck-wash pump must have a strainer in the supply 
line. Failure to include this essential component dooms your 
pump to a premature death. If the raw-water line you are 

tapping into already has 
a strainer, install the 
T-connector on its outlet 
side. Otherwise, add a 
small in-line strainer 
somewhere between 
the through-hull and 
the pump, taking care 
to make it accessible for 
occasional cleaning. 

Although the wash-
down pump has its 
own check valves, if 
it is sharing the sup-
ply through-hull with 
another pump — a gal-
ley seawater pump, for 

example — and/or if 
it is mounted 
above the 
waterline, an 
additional 

check-valve 
close to the T-con-

nector will help prevent prime 
problems. Suitable small 
check valves are available for 
around $5 from most home 
supply and hardware stores.

The appropriate deck 
fitting is a capped male 
hose connector. A line-and-

toe-snagging spigot is not needed because water flow is 
normally controlled by a nozzle on a hose with the pump 
switched off electrically when not in use. The integral pres-
sure switch controls the pump when the switch is on.

On cruising boats, a short hose — long enough to spray 
off the anchor rode — normally stays attached to the bow 
deck fitting. A longer hose may be stowed away for other 
uses. If you are so inclined, there is no reason why you can-
not plumb more than one deck fitting from the same pump. 
An outlet aft can be most convenient for cockpit showering 
or fish cleaning. A T-connector on the output side, a run of 
hose, an additional deck fitting, and a few hose clamps are 
all that are required.

Deck-wash system

to galley or head

strainer here . . . 

check valve

 . . . or strainer here

deck fitting with 
screw-on cap

high-pressure  
pump

“There is no need to add a through-hull 
fitting for a deck-wash pump. Use an 

existing through-hull fitting for the galley 
or head, supplying the deck-wash pump 
by the insertion of a simple T-connector.”
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Wiring
Most washdown pumps are supplied with a pair of pro-
truding insulated wires for connecting to a 12-volt power 
supply. The electrical connections should be unambiguous 
— positive (red) to positive (red) and negative (yellow or 
black) to negative (yellow or black). You can crimp on ring 
connectors and connect the two pump wires to a small ter-
minal block mounted nearby, bringing your supply wires to 
the same block. 

However, I favor waterproof wiring near pumps, so I rec-
ommend connecting the pump wires directly to the supply 
wire with crimp butt connectors. Use adhesive-lined heat-
shrink waterproof butt connectors or waterproof regular 
connectors with lengths of heat-shrink tubing. Secure the 
wiring with nylon cable clamps to avoid the possibility of 
wire strain.

Do not pick up the power for the pump from the nearest 
pair of wires. The wiring for a lighting circuit is likely to be 
of inadequate size to supply the substantial draw of a wash-
down pump. This is bad for the pump and potentially dan-
gerous for the wiring. Plan on installing a dedicated circuit 
for the pump with a new fuse or breaker in the main electri-
cal panel. A breaker can also serve as the On-Off switch, or 
you can insert a switch into the positive side of the circuit. 
Mounting the switch where you can reach it from the deck 
— just inside the forward hatch, for example — can prove 
convenient.

Do not scrimp on wire size. This will reduce the water 
fl ow and shorten the life of the pump. Follow the instructions 
provided with the pump. These instructions should detail the 
fuse or breaker size, the wire gauge as a function of length of 
the wire, and if the fuse needs to be a slow-blow type. 

Typical instructions for wire length might say: if the one-
way wire distance from the electrical panel to the pump is 
not more than 15 feet, use 12-gauge wire for a 6-amp pump, 
10-gauge if the pump draws 10 amps. If the pump is far-
ther from the panel — up to around 30 feet — use 10- and 
8-gauge wire respectively. Motors may draw three to six 
times their running current when they start, so the wire siz-
ing for motors is larger than for other loads.

Keeping your boat looking her best is a lot easier with a 

washdown pump, particularly when you will be away from 
the dock for long periods. 

Just the cachet of hosing the deck in the middle of the 
anchorage will repay the installation. 

“If you are so inclined, there is no reason 
why you cannot plumb more than one 
deck fi tting from the same pump. An 
outlet aft can be most convenient for 
cockpit showering or fi sh cleaning.”

The belowdecks portion of Don Casey’s deck-wash system, 
is shown here. Note that the washdown pump intake, at top, 
shares a through-hull with another system but never with the 
engine. The pump intake, below, must be fi ltered.

Other books by Don Casey: Sailboat 
Electrics Simplifi ed and This Old Boat, 
available at <http://www.goodoldboat.
com/bookshelf.html> or by calling 763-
420-8923.

For further reading . . . 
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These new clamps have potential, 
but failed our test

by Bill Sandifer

T HE EDITORS OF GOOD OLD BOAT 
asked me to evaluate some new 
hose clamps made by Gates 

Rubber Company and marketed as 
Power Grip heat-shrink hose clamps. 
When the samples arrived there were 
four sizes: from ½ inch to 11⁄16 inch; 
from 11⁄16 inch to 13⁄16 inch; from 15⁄16

inch to 11⁄16 inches; and fi nally from 1½ 
inches to 1¾ inches. All sizes were to 
fi t the outside diameter of the hose.

I chose to test the 15⁄16- to 11⁄16-inch 
hose clamps. There were four samples. 
The outside diameter of the hose I 
chose to make 
up as the test 
specimen was 11⁄16

inches. It had an 
interior diameter 
of ¾ inch, and I 
had the appropri-
ate pipe and hose 
barbs for the test.

I used a piece 
of water hose 
from my boat as 
being represen-
tative of a hose 
aboard ship. This was a clear vinyl 
food-grade hose. I made up the section 
of hose with barbed hose connectors, 
male and female at the ends, clamped 
by the heat-shrink hose clamps. I cut 
the hose in the middle and inserted a 
piece of smooth but sanded PVC pipe 
with a heat-shrink hose clamp on each 
end of the pipe such as I might use to 
transition from fl exible hose to a rigid 
water pipe. 

Applying the heat-shrink hose 
clamps was interesting. I used a heat 
gun with two settings, one for 500 
watts and one for 1,500 watts. I tried 

the heat gun on an unused heat-shrink 
hose clamp and determined the lower 
setting was better, as the higher set-
ting can melt the hose clamp if you’re 
not careful. I did melt one of the larger 
hose clamps just to see what happened. 
The answer was nothing: no fi re, no 
smoke. The hose clamp simply melted. 

No way to tell
One of the diffi culties I encountered in 
applying the hose clamps is that there 
is no way to tell when you have shrunk 
the hose clamp to the maximum 

shrinkage or 
maximum tight-
ness. I eyeballed 
the hose clamps 
as I worked and 
shrank them 
until the hose 
they were ap-
plied to began to 
be squeezed by 
the clamp. I kept 
the heat on a 
little beyond this 
point just to be 

sure they were at maximum tightness. 
The samples came with a card-

board tube inside each hose clamp 
and instructions to keep them on the 
cardboard tubes until ready to ap-
ply. When you are ready to apply the 
clamps, the cardboard tube should be 
removed by sliding the clamp off of the 
tube or crunching the cardboard tube 
and removing the clamp. I found out 
the hard way why the cardboard is im-
portant. The fi nal hose clamp was not 
applied for a day. I had removed the 
cardboard tube earlier and then was 
interrupted. In the short time I had the 

“One of the diffi culties I 
encountered in applying 

the hose clamps is that there 
is no way to tell when you 

have shrunk the hose clamp 
to the maximum shrinkage 

or maximum tightness.”

Heat-shrink 
hose clamps

The cardboard tubes inside the hose 
clamps, shown at top, must remain in 
place until the hose clamp is used. The 
original test setup, middle, and the sal-
vaged test with a stainless-steel clamp, 
above. This test also failed.
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clamp out of the tube and in ambient 
temperatures, it shrank enough to be 
hard to position over the pipe. These 
things are really heat sensitive.

My test procedure was to attach 
the female end of the test section to a 
regular garden hose attached to the 
city water supply. No pressure reducer 
was inserted as I wanted to see if the 
test section would stand up to normal 
dockside water pressure (about 50 
psi). I screwed a nozzle on the male 
end of the test section to provide a 
way to release the pressure when the 
test was completed. The test would 
be simple: turn on the water and see 
if the heat-shrink hose clamps held. If 
there were no leaks, they passed the 
test.

Fully assembled
The test section was fully assembled, 
the photographer was ready to record 
the event, and the hose was connect-
ed. I closed the nozzle as I wanted to 
try a full-pressure test as one would 
in real life.

Action, camera, water! Did I get 
wet! The hose clamp applied to the 
pipe section blew off. Not good. I sal-
vaged the test by using a cork and a 
stainless-steel hose clamp to seal up 
the end of the test section.

Encore! Action, camera, water! I 
got soaked again. This time the other
end of the pipe blew off. I then used a 
stainless-steel hose clamp and a cork 
to seal off the remaining end of the 
test section. I turned on the water and 
it held . . . but not for long. This time 
the hose clamp just leaked but did 
not blow off because it was over the 
barbed section of the female fi tting. It 

was a little leak this time but not one 
you would like on your boat.

Conclusions
First, the hose clamps are closed 
cylinders and therefore must be fi tted 
over the end of a hose, as opposed to a 
metal clamp which can be opened and 
placed over an existing hose which is 
already hooked up. This would be a 
detriment on most boats.

Second, the process requires a 110-
volt electrical source in order to oper-
ate the heat gun. In addition, you need 
to heat the hose clamp evenly around 
360 degrees of its diameter, something 
which is not always feasible if the hose 
is located in an awkward spot. If you 
cannot evenly heat it, it will surely leak.

Third, there is no indicator to tell if 
the clamp still needs to be heated or if 
you’ve heated it too much. Lots of trial 
and error here.

Fourth, the clamps either blew off 
or leaked. Enough said.

Fifth, these are a one-time use 
item. They are tough enough; I cut one 
with a serrated knife and will vouch 
for their toughness. If you had one 
installed onboard, it would take some 
time to remove it when necessary. 
Perhaps you could use a soldering iron 
to melt it, but you would need 110-volt 
power or a 12-volt soldering iron.

I’m sure the manufacturer, in con-
trolled conditions, can make up a non-
leaking test section, but I could not do 

so in the fi eld. 
For those reasons, it is my opinion 

that this concept is not ready for use on 
any boat with which I’m associated. 

Heat-shrink 
hose clamps

Bill Sandifer heats the hose clamp to 
prepare for his test, at left. The fi nal 
leak, at right. Our rather wet tester, 
below right.
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Electronic charts offer choices for every budget
by Don Launer

THE TYPICAL CHART PLOTTER CONSISTS OF A DISPLAY UNIT,
either black-and-white or color, and a GPS. The
plotter displays your boat’s position as a symbol

superimposed on an electronic chart. This symbol is fre-
quently boat-shaped with a small dot in the center. That
dot shows your position.

Electronic chart plotters come in a wide range of
sizes, options, and prices and are available as either
hand-held or fixed-mount. While some systems’ sole
function is to provide an electronic chart, the majority
are integrated with a GPS receiver. Sometimes an exter-
nal GPS is interfaced with the dedicated plotter, using
NMEA protocol. More often, since there are no univer-
sally accepted standards for the chart display, most
manufacturers of chart plotters use a proprietary elec-
tronic format. Thus, your choice of a manufacturer
determines the type of chart cartridges that can be used,
the software, and the display options.

Some of the basic requirements of GPS chart plotters
are that there should be a fast processor and at least a
12-channel GPS receiver with WAAS, which should pro-
vide a repeatable accuracy of location within about 10
feet. The GPS antenna should be located out in the open
as much as possible, since the short wavelengths and
low power of the GPS signals don’t easily pass through
metal, fiberglass, or people. 

The LCD raster display should be easily viewable in
direct sunlight, and the chart display should be capable
of being oriented in “north up” or “course up.” Although
units with color displays are considerably more expen-
sive than monochrome, they provide substantially better
apparent resolution and, because of the color differ-

ences, it is easier to differen-
tiate between land, navigable
water, and shoal water.

Most units feature automat-
ic track plotting, so a track is
saved on your outbound and
return voyages. At night or
during inclement weather, the
outbound track can be fol-
lowed for a safe return.

Hand-held plotters are
often able to save more than
20 routes and 50 waypoints.
Fixed units usually can store
more than 1,000 waypoints.
Variable scaling, or the ability
to zoom in and out, should
also include a scale showing
distance in miles, nautical
miles, or kilometers. When

heading for a waypoint, distance, direction, speed, and
estimated time of arrival should be prominently displayed.
The ability to measure range and bearing to any point on
the chart is also important.

There are basically two forms of electronic charts,
raster charts and vector charts. Raster charts are
scanned images of NOAA government paper charts and,
as a result, have some limitations in their electronic
capabilities. Vector charts start as scanned images of the
NOAA charts, but the data is stored in “layers,” giving
the user options in eliminating specific data layers that
are not of interest.

In the recreational boating electronic industry, three
software formats have come to dominate the chart-plot-
ter market: Garmin BlueChart, C-Map, and Navionics.

Garmin BlueChart chips provide a display that
looks very similar to paper charts, but with a single key-
stroke additional information on marinas, tides, and haz-
ards is available. The operator can also overlay and
store waypoints in the chart display. These vector-based
BlueChart charts are available on a CD and can be
downloaded into a fixed or hand-held plotter from a lap-
top or desktop computer.

C-Map is a vector-based chart system that provides
such features as an alarm when the vessel is approach-
ing shoal waters and a search mode for locating harbors
and services.

Navionics cartridges cover large areas; only 17 are
required to cover the entire U.S. coastal and Great Lakes
waters. Also vector-based, these chart
cartridges are 
available in the
“Gold format” 
for various 
chart-plotter
manufacturers,
including
Furuno,
Lawrence,
Raymarine,
Northstar,
Eagle, and
Humminbird.

The typical GPS satellite-
receiving antenna associ-
ated with a chart plotter
is about the size and
shape of a doorknob.
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Dedicated chart plotters feature only the chart
and GPS displays. They are high-resolution LCD dis-
plays in either black-and-white or color with the vessel’s
position superimposed on the chart.

Combination chart plotters, made by several
manufacturers, also give the chart and GPS fix, but may
also offer more than one service on the same screen.
These additional displays might include a fishfinder,
depthsounder, and radar. Some manufacturers have the
capability of displaying the picture from an external
video camera or even your favorite movie. In some com-
bination chart plotters the display can also be routed to
a remote monitor. Many of these combination chart plot-
ters have the ability to include expanded coverage for
future accessories. 

Laptop or desktop computers on board can use a
variety of computer programs to display charts with
excellent resolution onto a screen larger than that avail-
able with cockpit chart plotters. Their disadvantage is
that, with a few expensive exceptions, they are not
resistant to spray, are not easily mounted in place, often
cannot be comfortably viewed in direct sunlight, and
can rarely be seen by the helmsman. For the on-board
computer, there are software chart packages available

in various formats. Several options are avail-
able, such as Offshore Navigator’s inter-

face that allows your computer to drive
your autopilot.

Prices of chart plotters vary
between about $600 for a black-

and-white low-end unit and
about $18,000 for a top-of-the-
line combination-display
model.

Wireless technology and
solar power for navigational
instruments is now expanding
in the marketplace. By using
radio-frequency signals and
built-in solar panels, these
new instruments can be
installed as either primary

or remote moni-
tors with no
cables whatso-
ever.

Layout by Ted Tollefson

Chart plotter 
showing chart 
display

Chart plotter 
display, showing 
a sky view of the
available satellites,
with bar-graph of
each satellite’s
receiving strength

Chart plotter with
graphical picture of
tides, along with a
listing of the times
of high and low
tides for the date
selected

The chart chip is
easily accessible,
and changing it
takes only a few
seconds
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feathered friends
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by Mary Jane Hayes

feathered friends
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I N THE LAST SIX YEARS OF MY LIFE I’VE 
been fortunate enough to experi-
ence two cruises on two different 

1960s-era boats. The fi rst voyage was 
on a 1969 26-foot Westerly Centaur, 
traveling south along the coast of 
California, through Central America 
and the Canal, then north through 
the western Caribbean and up the 
East Coast. 

After that it was time to go back to 
the grind for two years before upgrad-
ing to a 1964 35-foot Sparkman & 
Stephens-designed Chris-Craft for a 
cruise through the eastern Caribbean, 
Venezuela, back through the Canal, 
and the return to California. 

While there’s no disputing that 
older boats need love, attention, and 
know-how, both trips proved that, with 
a little elbow grease and sweat equity, 
most things can be fi xed. There have 
been more than a few boat projects 
along the way. Some have taken place 
on beaches, many in the cockpit or the 
odd pier, and a few even in the rare 
luxury of a boatyard. Because there’s 
no way to expect the unexpected, any 
trip over the horizon is bound to throw 
a couple of curve balls your way.

Engine woes
The biggest heartache on an older 
boat invariably rises from the piece of 
iron humming or clunking away in the 
recesses of the engine compartment. 
Part of this stems from the fact that 
sailors go sailing to be in tune with 
nature’s elements, working with pre-
vailing winds and currents to get from 
one point to the next. 

Contorting over a hot engine with 
a mysterious problem in a bouncy sea 
is about as far away from this kind of 
freedom as you can get. I found out 
the hard way that I get seasick only 
when I’m upside-down working on a 
hot engine, periodically being sprayed 
with diesel fuel. 

Our Westerly had a diesel engine 
that took a fair bit of tinkering to 
coax it back to life after we bought it. 
Replacing the 30-year-old diesel with 
a brand-new Yanmar would have 
been the optimal solution, but the 
engine alone would have been worth 
more than the price of the boat, and 
we’d probably still be at the dock pay-
ing for it. 

While I’d cruised a fair bit before 
this trip, including a trip from New 
York to Greece across the Atlantic, I 
had somewhere along the way re-
acquired romantic notions of using the 

engine only for getting in and out of 
port. Suffi ce it to say that this engine 
was particularly hands-on. In Baja 
the regulator quit — this engine had a 
strange animal called a Dynastart, a 
combination starter motor and genera-
tor — and we could no longer use the 
starter button to turn the engine on.

But we could still hand-crank it, 
a feature not common on today’s 
engines. A small solar panel kept the 
batteries up with the minimal energy 
demands of our Tillerpilot, tricolor 
light, and cabin lights.

Sharp reports
The whole engine, a Volvo MD2B, 
returned to its dormant state off the 
coast of southern Mexico. A series 
of sharp reports from the engine 
compartment brought the engine to 
a standstill, and sailorly curses fi lled 
the air. We’d blown a head gasket. We 

“The whole engine, a Volvo 
MD2B, returned to its 

dormant state off the coast 
of southern Mexico. 

A series of sharp reports from 
the engine compartment 
brought the engine to a 
standstill, and sailorly 

curses fi lled the air.”

Pitfalls in paradise

Cruising breakdowns: 
What broke and how they fi xed it

by Mark Matthews
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sailed 150 miles to the next port — ex-
periencing a calm en route that had us 
spinning in circles at times, complet-
ing one of the slowest mileage runs of 
our trip: 12 miles in 12 hours. 

My mechanical skills at this point 
were fl edgling at best, but with each 
new daunting boat project comes a 
new bit of knowledge that can be built 
upon. Rather than pay a local mechan-
ic of dubious skill the infl ated prices 
that usually accompany a breakdown 
in paradise, and then still not know 
how things on the boat work, it’s 
nearly always better to do the work 
yourself. If you’re really out of your 
league, you can hope to fi nd another 
cruiser who knows more than you do. 

One of the great things about 
cruising is the camaraderie — no one 
knows everything about the mys-
terious innards of engines, alterna-
tors, regulators, and the like, but get 
enough cruisers together, and any-
thing can be fi xed. 

Soon we had made friends with a 
South African cruiser/mechanic who 
just happened to be ordering parts 
that day. With a new push rod, head 
gasket, and valve spring, we were 
back in business. There was also a 
fi eld valve job, spinning the valve 
stem in a cordless drill with grind-
ing paste to his careful specifi cations 
— a crude but effective fi x that lasted 
the whole way back to the States and 
was still working the day we sold the 
Westerly. 

I can still see the engine parts 
strewn across the galley and the Zip-
loc-bagged and labeled screws and 
bolts. An entire day was spent with 
denatured alcohol and a razor blade 
cleaning the old gaskets off engine 
surfaces and getting the engine parts 
clean again for reassembly. We made 
gaskets out of gasket paper and used 
RTV gasket maker for the exhaust 
manifold. Then out came the torque 
wrench with strict instructions to 
re-torque the head bolts after the next 
oil change. It was a happy day when 
the engine came back to life. We’d 
learned a lot by doing it ourselves, and 
down the road we ended up helping 
mechanically stricken cruisers who 
crossed our path with their own tales 
of mechanical woe. 

Through-hull blues
In a calm and beautiful anchorage in 
Costa Rica I was cleaning the bot-

tom of the boat. Merrily scraping 
away with a paint scraper, I watched 
barnacled carcasses fl oat down-
ward as brilliantly colored tropical 
fi sh gathered for a free lunch. That’s 
when I noticed it — a perfect circle of 
blindingly white gelcoat. It took my 
brain several moments to comprehend 
what I was seeing: this white circle 
had previously been covered by the 
outer fl ange of a bronze through-hull, 
the only one I hadn’t replaced before 
leaving. It had simply fl aked off like a 
barnacle. If there ever was a time to 
panic, it was now.

After hopping quickly aboard, I 
learned that there was some good 
news. We weren’t sinking. The 
through-hull and its backing plate 
were fi berglassed over and not 
likely to be going anywhere any-
time soon — another thing you 
won’t see on a modern produc-
tion boat. 

The bad news was that we’d 
just had a hard lesson in the 
dangers of electrolysis. We’d left 
the boat in a marina in northern 
Costa Rica for four months. The 
marina was one rickety dock 
whose structural integrity was 
created largely by the cruising 
boats Med moored to it. Electrical 
wires and shorepower cords ran 
along the dock and dangled in the 
water. 

The zinc on the prop was gone — 
eroded to a nub over the four months 
we’d been gone. That should have 
been the fi rst red fl ag. Fortunately, 
because our boat was a bilge-keeler, 
we were able to beach it to change 
out the through-hull. Finding a new 
through-hull was another matter. Af-
ter some hot walks around town, we 
found out that we could have a bronze 
one machined nearby at an approxi-
mate cost of $100, or we could buy one 
in Panama City, several hundred miles 
away for about $50. 

Then we noticed a neighboring 
French boat whose through-hulls 
were all nylon. With misgivings we 
changed the through-hull to nylon 
(I believe you should be able to hit a 
through-hull with a sledgehammer). 
To its credit, this one never gave us 
any problems for the rest of the trip 
back to the States, where it was re-
placed during our fi rst haulout. 

Rudder problems
Water has been called the universal 
solvent. If there’s a chance for it to get 
into anything, it will. A boat’s rudder 
is a prime spot for water ingress. The 
lateral forces on a rudder in a seaway 

Pitfalls in paradise

Wrench in hand, Mark Matthews 
attests that every cruiser will 
eventually fi nd him- or herself 
wrapped around a dormant 
engine with a mysterious 
problem, facing page. A 35-foot 
Chris-Craft, at right, replaced 
the Westerly Centaur. The new 
boat was already equipped for 
cruising, but Mark and Laurie still 
had much to do to make it theirs.

“One of the great things about 
cruising is the camaraderie 
— no one knows everything 

about the mysterious innards 
of engines, alternators, 

regulators, and the like, but 
get enough cruisers together, 
and anything can be fi xed.”
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can be immense. The weakness, espe-
cially on a boat 40 years old, is where 
the shaft enters the rudder. 

And so it was on another dive that I 
noticed the top part of the rudder had 
begun to delaminate and water was 
making its way inside. My better half, 
Laurie, held the tiller in the cockpit. 
My worst fears were confirmed when 
I moved the rudder in the water, and 
it flexed back and forth. Fortunately, 
we had another rudder: our windvane 
had an external rudder with a trim 
tab, so we could still steer the boat 
should we need to. 

The other plus was that we could 
pull the rudder out of the boat without 
hauling out or beaching the boat. One 
of the benefits of cruising on a smaller 
boat is that major repairs are a little 
bit more manageable . . . or so we told 
ourselves. Once the set-screw was 
removed and a little coaxing applied 
from the water, the rudder simply 
slipped out of the rudder tube. I had 
securely fastened the rudder to the 
boat, thinking it would sink under the 
weight of the stainless-steel shaft. But 
I was pleasantly surprised to find that 
the rudder floated. 

Under a shady grove of palm trees, 
we began our island-style repair, us-
ing a chisel and mini sledgehammer 
to cut the rudder into two clamshell 
pieces. (See a similar Good Old Boat 
article about a rudder repair in Mexi-
co in the May 2001 issue). 

Corroded webbing
This revealed another problem. The 
stainless-steel webbing welded to the 
shaft inside the rudder had corroded 
away. The original design had long, 
skinny pieces of stainless steel fiber-

glassed to tapered teak blocks that 
were rotten and also going to need to 
be replaced. 

There was some good news: the 
fishing community at this particular 
outpost of civilization used polyester 
resin to repair their own boats, so 
we’d be able to find additional sup-
plies to add to what we had aboard. 

Laurie and I walked around town 
with the shaft and the stainless-steel 
webbing, looking for a soldadura, or 
welder. Once we found one, the other 
key word was inoxidable for stain-
less steel. Incredibly, in only an hour 
the work was done — probably faster 
than if we had been in the States 
— and we began 
to put things 
back together. 
The other good 
news was that 
we had two-part 
expanding foam 
in our shipboard 
stores. If you’ve 
never had the 
chance to work 
with this stuff, 
it’s pretty crazy; 
a little goes a 
long, long way. 

We cut new blocks of wood, fiber- 
glassed them to the inside of one half, 
then glassed the stainless-steel web-
bing over that before starting to put 
the rudder back together again. The 
idea was to fill the rudder completely 
with foam, drilling relief holes here 
and there to have a visual means of 
checking that foam had filled that part 
of the rudder. We seam-taped the two 
halves together using polyester resin, 
sheathed it, filled, faired, sanded, 

painted, and reinstalled the rudder to 
get back on our merry way. The other 
useful motto when cruising is “Where 
there’s a will, there’s a way.”

A “new” boat  
Our current vessel, which replaced 
the Centaur, is a 1964 35-foot Chris-
Craft. We were ready for more storage 
and faster passages and bought the 
boat from friends with whom we had 
cruised in tandem from Panama to 
the East Coast. The difference be-
tween buying an older boat that had 
been previously cruised and getting 
an older boat ready to go is immense 
in terms of the amount of work, gear, 
and equipment to purchase. Not 
that there wasn’t work to do. In the 
six months before we were ready to 
cruise again we replaced the stand-
ing rigging, the lifelines, and running 
rigging. We installed an inverter and 
an SSB radio and had the life raft re-
packed. But on the whole, a previously 
cruised boat has a lot of the glitches 
already ironed out.

Autopilot mysteries
Even if you switch boats, though,  
invariably the quirks and idiosyncra-
sies catch up with you. We’d left the 
world of the tiller slave behind and 
now had hydraulic steering, complete 

with a fancy 
autopilot that 
rivaled Hercu-
les. But when 
the unit was 
activated, the 
wheel turned a 
little this way 
and a little that 
way. Then an 
alarm sounded 
and “Actuator 
Failure” flashed 
on the screen. 

After flipping through the manual 
several times, we decided that it 
sounded serious enough to call the 
manufacturer. A knowledgeable and 
patient representative talked me 
through reprogramming the brain of 
the unit — a 20-minute production 
that revealed everything working as 
it should be. But when the autopilot 
was turned on again, the same error 
flashed. I began to steel myself for 
some serious squirming in the laza-
rette to remove the autopilot.

“Another little bit of 
idiosyncratic charm the 

new boat had was that every 
15 or 20 times the key was 
turned, a faint click came 
from the starter solenoid, 

and that was that.”

Mark is neither 
the first nor the 
last to fix a rud-
der while cruis-
ing. He and Lau-
rie learned some 
new Spanish 
words like sol-
dadura (welder) 
and inoxidable 
(stainless, as in 
stainless steel).
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By chance, while traveling down 
mind-numbing section after mind-
numbing section of the Intracoastal 
Waterway — prime territory for our 
autopilot — we happened to cross 
paths with our friend, the previous 
owner of our boat. When I told him 
about the problem with the autopilot, 
he looked at me quizzically and asked, 
“Do you have the wheel locked off?” 

I had thought that the autopilot 
would make the wheel spin when it 
was working. It turns out that with-
out the wheel stopped, the hydraulic 
pump was simply circulating hydrau-
lic fluid through the hoses. With the 
wheel locked off, we went merrily 
on our way. My only consolation was 
that the tech-support guy overlooked 
the obvious as well. Whatever the 
case, I’ll take looking silly for a sim-
ple fix any day.

Starter challenges
Another little bit of idiosyncratic 
charm the new boat had was that 
every 15 or 20 times the key was 
turned, a faint click came from the 
starter solenoid, and that was that. 
Ordinarily such a click would mean 
a low battery. But the voltage was 
fine. The previous owner had told me 
about this endearing little feature. 
His solution was to turn the flywheel 
a quarter turn and try again. For 
some reason that eluded both of us, 
this seemed to work. At least initially. 
But by and by, a curveball every 15 
or 20 attempts became every 5 or 10. 
Out came the starter, in went a new 
solenoid . . . with the same results. 

A mechanic was consulted. It was 
suggested that what could be happen-
ing was that the teeth on the flywheel 
were wearing off. The engine was stop-
ping in the same place, and the teeth 
that the starter engaged in that area 
were being worn down. 

He suggested taking the coupler 
apart, taking the transmission off, 
heating the gear on the flywheel with 
a torch, and flipping it . . . basically a 
mechanical nightmare. 

Clearly, it was time for more sleuth-
ing. The starter came out, went on the 
bench, and passed with flying colors. 
Although previous probing with the 
voltmeter revealed everything was 
getting the voltage it should, I began 
running new wires from the ignition 
to the solenoid. After replacing one 

yellow wire in particular I noticed that 
I had started the engine and stopped 
it and started it again some 15 times in 
a row. Another head of the hydra had 
been slain. (Note: Treat the circuit 
from the key switch to the solenoid as 
a 30-amp circuit. Use 12- or 10-gauge 
wire to prevent this problem. –Ed.)

Pop rivets and trade winds
Once you’re out of the lee of the many 
Caribbean islands, 20- to 25-knot 
winds are pretty much the norm. 
Much of the trip south from Florida to 
St. Barts is close-hauled against it. On 
our trip through the eastern Caribbe-
an, we took on fuel once in the British 
Virgin Islands and didn’t take on any 
more until Panama. There is no short-
age of wind. 

But over time the wind can take 
its toll on sail-handling gear. As we 
approached Tortola for the first time, 
marveling at the gazillion sailboats 
tacking back and forth against the 
towering headlands and amazed that 
we had reached one of sailing’s prime 
destinations, there came an innocu-
ous-sounding “ping” from somewhere. 

My first concern was that some 
critical fastener holding the mast 
had given way. Looking up, though, 
I couldn’t find anything. A bit more 
sleuthing revealed that eight of 10 
rivets holding our outhaul track down 
to the boom had given way, and the 
remaining two could go at any point. 
We reefed the sail and, at the end of 
the day’s sail, riveted the piece back in 
place with larger rivets. These are still 
there and seem to be up for the task. 
They had quite a workout on the uphill 
climb off the coast of Baja as we made 
our way back to the States. 

Bottom line
The sea, the wind, the salt, the sun . . . 
these are unstoppable forces guaran-
teed to break something on even the 
best-found vessels. You can either do 
the work at the dock and never leave 
or accept the fact that the cruising life 
is a hands-on affair rife with triumphs 
and pitfalls. For us, each new project 
helped gain insight into the workings 
of the physical world, and a sense of 
how to refine things. The more you 
can fix yourself, the better you’ll know 
your boat, and the more self-sufficient 
you’ll become. That’s the real joy of 
cruising. 
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WHILE DOCKSIDE, I SUSPECT THAT 
sailors get a fair share of 
peepers: dockwalkers fas-

cinated by the curiosities inherent in 
sailboats. One of my favorite pastimes 
while down below is eavesdropping as 
others stop to comment on the features 
of my boat. When the sailing bug bit us 
three years ago most folks marveled at 
the size of our 1969 Columbia Chal-
lenger (the tiniest boat in the marina), 
especially when they learned two 
adults and an infant spent every sum-
mer weekend and more anchored out 
on it in the Apostle Islands wilderness. 

Since then we have graduated to a 
1974 Islander 30 with a bit more living 
space. These days, the feature that 
attracts the most attention is not part 
of the boat at all, but rather our solar 
cooker. This being one of my most 
beloved boat gadgets, I’m usually in-
clined to pop through the companion-
way and develop a conversation with 
commenting visitors.

Some of these conversations be-
come more animated and involved 
than others, but they usually begin 
with, “Does that thing really work?” 
pointing at the trapezoidal black box. 
“It sure does,” I respond, glancing 
at the thermometer. “See, it’s up to 
200 now.” Degrees Fahrenheit, that 
is. Then I explain that typical cook-
ing temps are around 220°F. “What 
can you cook in there?” Just about 
anything, though I fi nd the cooker is 
best suited to grain-based casseroles. 
Anything you might prepare in a slow 
cooker or pressure cooker would be a 
good candidate for a solar meal, and 
we have even enjoyed such delica-
cies as solar pizza and solar s’mores. 
Solar-cooked food is more nutritious 

and naturally fl avorful because the 
slow and gentle process retains more 
vitamins and minerals, and the tender 
result is easier to digest.

Mission work
Sometimes, the visitors’ stories are 
more interesting than ours. We ran into 
a friendly National Park Service vol-
unteer who had used the same cooker 
model while doing mission work in 
South America. A dockwalker shared a 
tale of how Roman soldiers used para-
bolic lenses to cook their food because 
they couldn’t 
carry enough fuel 
for the gigantic 
military’s culinary 
requirements. 
Usually, though, it 
is I who blather on 
about my adora-
tion of the cooker 
and, if my audi-
ence is held cap-
tive long enough, 
I might offer a 
smell or a taste as 
I check on my concoction. 

Sailors are already familiar with 
the concept of harnessing free energy 
for their own benefi t. To them, using 
solar energy to cook food ought to 
be a no-brainer, and it explains why 
fellow sailors are drawn to the black 
box atop our deck. I became aware of 
commercial solar cookers long before 
I became a sailor, and I have friends 
in southerly areas of the United States 
who use them regularly. 

I dreamed of experimenting with 
solar cooking at my Minnesota home. 
Ever the DIY wannabe, I was deter-
mined to construct my own solar cook-
er based on Joseph Radabaugh’s design 
described in his book Heaven’s Flame. 
But life (and sailing) got in the way, and 
my solar cooker never materialized. 

I met the folks from the Solar Oven 
Society in 1999 at 
a renewable ener-
gy fair. I saw their 
simple, low-cost 
cooker on display 
and learned about 
their mission to 
spread solar cook-
ing to developing 
countries where 
the use of cook-
ing fi res has led 
to deforestation 
and contributes 

to health problems. But it wasn’t until 
I began spending a good portion of 
every summer weekend hunched over 
a fl ame in my tiny humid galley that 
I connected the dots. One quick trip 
to the Solar Oven Society’s offi ce and 
about $100 later, I was the owner of a 
lightweight, durable SOS Sport. Cook-
ing on the boat never felt so good.

When the dockwalkers ask how it 
works, I tell them it’s simple: put the 
food into the black pot, set the pot in-

“One quick trip to the 
Solar Oven Society’s 
offi ce and about $100 

later, I was the owner of 
a lightweight, durable 

SOS Sport. Cooking on the 
boat never felt so good.”

Solar cooking
“Does that thing really work?” 

they all ask

by Heather Ilse

The colorful bulgur with 
greens and cheese (see 
recipe on Page 54), shown 
at left and on Page 54, cooks 
on the bow of Isle of Skye, 
an Islander 30 owned by 
Heather and Jeff Ilse. 



“Anything you might 
prepare in a slow cooker 
or pressure cooker would 
be a good candidate for 

a solar meal, and we 
have even enjoyed such 
delicacies as solar pizza 

and solar s’mores.”

side the cooker, clip the lid, and point 
it at the sun. The principle is the same 
with any solar “box-style” cooker de-
sign. The sunlight that is transferred 
through the clear lid and absorbed by 
the black interior and dark pots is con-
verted to heat energy. The longer heat 
rays are unable to pass back through 
the clear lid, and insulation in the box 
walls increases retention of heat in the 
oven. Think about your car on a sunny 
day in an asphalt parking lot.

Benefi ts
Here are some benefi ts of the SOS 
Sport design:

Weather resistance. The SOS 
Sport is more suitable for boating than 
the cardboard cooker I once consid-
ered building. The lightweight plastic 
housing, made from post-consumer 
recycled soft-drink bottles, stands up 
to a beating that would turn a home-
made cooker to mush. I have left the 
cooker out in the rain and, since the 
closed-cell foam insulation does not 
absorb moisture, all it takes is a few 
minutes turned on its side to drain. 
Before our cooker became a perma-
nent fi xture on the boat, we carted it 
back and forth between Lake Superior 
and Minneapolis, tied to our roof rack. 
Although stowage could be a bit cum-
bersome if you are short on space, we 
have a locker that perfectly contains 
the cooker. I sewed a quilted, elas-
ticized cover to protect the lid from 
scratches.  

Freedom for the chef. Unlike 
most other commercially manufac-
tured solar cookers, the SOS Sport 
does not use refl ectors (shiny trape-
zoidal attachments that focus more of 
the sun’s energy into the box). This de-
sign ensures the temperature will re-
main low enough to avoid burning and 
scorching. It also allows for leeway 
in cooker orientation. If you set the 
cooker out in the morning and point 
it in the direction of noonday sun, you 
can return in the evening without hav-
ing to make any adjustments. (Baked 
goods are an exception. Baking is 
best done in the middle of the day in 
a preheated oven. Breads, cakes, and 
cookies can dry out more than desired 
if left too long.)

Convenience. The Sport comes 
ready to use, equipped with two black 
enamelware pots, an oven thermom-
eter, a water pasteurization indicator, 
and an informative cookbooklet to get 
you started. 

Cooking guidelines
The novice solar chef should adhere to 
the modern adage to “just do it.” Get 
some food into the sunshine and see 
what happens. After a meal or two, 
you’ll be hooked. If you don’t already 
have a favorite grain-based casse-
role recipe, start with a single grain 
or small pasta. Some of the fl uffi est, 
most tender rice that ever graced my 
buds came from my solar cooker with 
almost zero effort or attention. 

Pre-cooked rice can be used as 
a base for fried rice or topped with 
stir-fried or sautéed vegetables that 
have been cooked over a fl ame. Small 
pastas like couscous or orzo can be 
stirred into salads. If nothing else, fi ll 
a pot with water and pre-heat it for 
soup or pasta. Anything you can do to 
reduce the amount of cooking heat in 
your cabin on a hot day will make for 
happier campers. (Although you could 
cook larger pastas in the solar box, 
the inattentive solar chef faces the 
risk of passing through al dente into 
the realm of bloated-noodleland.) 

Use dark pots and tight-fi tting lids. 
Black, green, brown, and blue absorb 
more energy. Food-safe fl at black grill 
paint can be used if your pot or jar is 
not already black. Pots that have been 
blackened over a campfi re may be a 
good choice. Lids should fi t securely 
to contain moisture. Water vapor that 
escapes the pot may condense on the 
clear lid of the cooker, reducing the 
amount of solar radiation that can be 
transferred into the cooker. 

Incidentally, add less water. Plain 
vegetables, fruits, and meats do not 
need additional water. They already 
contain plenty of moisture for the gen-
tle cooking of a solar oven. Less water 
is needed for cooking beans or grains 
than the typical stovetop method. 
When converting a conventional soup 
or stew recipe, try using about 20 per-
cent less liquid. For plain (pre-soaked) 
beans, start with just enough water 

to cover them, and add more later if 
necessary. For plain grains, I gener-
ally have good results using pressure-
cooker guidelines recommended by 
Lorna Sass. She includes handy refer-
ence charts in her cookbook, Great 
Vegetarian Cooking Under Pressure.

Mornings are better 
Start early in the day. Unless you are 
in an arid or semi-arid climate, the 
morning hours are generally bet-
ter cooking hours than afternoon 
hours. Dew and humidity evaporation 
throughout the morning often result 
in afternoon clouds. Also, during the 
morning hours the cooker will be 
exposed to increasing energy as the 
sun rises in the sky, as opposed to de-
creasing energy as the sun sets. 

I fi nd it is advantageous to prepare 
the day’s meals in the morning, when 
my energy is high and my crew (a 
moody toddler) is generally in good 
spirits. After an exhausting day of 
sailing or playing on the beach, it is 
a relief to pop the lid off the cooker 
and enjoy a warm meal with minimal 
effort.

Keep an eye on the sky and the 
thermometer. When sailing, if the wind 
isn’t blowing, you either start the motor 
or drift. When cooking, if the sun isn’t 
shining, you should fi nish off with a 
fl ame or risk bacterial contamination. 
If weather conditions allow the oven 
to cool off below 150°F, there is the 
danger of bacterial growth, and food 
may not be safe to eat. This is true for 
all methods of food preparation and 
is not unique to solar cooking. Food 
left in this temperature range for two 
hours or longer can incubate bacteria. 
But don’t let safety concerns scare you 

Solar cooking
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Another Ilse family favorite, solar pizza, 
shown below. Foods that work well for 
a slow cooker or pressure cooker are 
perfect for a solar cooker.
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away. Sailors, who weigh many risks 
while under way, are capable of solar 
cooking. If the food has cooled off to 
unsafe temperatures, reheat the food 
over a flame to kill off any bacterial 
contamination.

Played loosely 
I admit to having played these rules 
quite loosely. Where we sail, a morning 
that makes a partly cloudy appearance 
often turns out to be an overall sunny 
day. I have learned that not putting 
the cooker out in the face of a cloudy 
morning means risking a lost solar 
dinner opportunity. At the edges of 
the Great Lakes sailing season, when 
nighttime temperatures dip to near 
40°F, there have been stretches when 

I left an unfinished dish on deck in the 
cooker overnight and through the next 
cloudy day before I gave up and sim-
mered it on the flame. Since we follow 
a macrobiotic diet free of most animal 
products, I don’t need to worry quite 
as much about contamination. If meat, 
fish, or eggs were on the menu, I would 
adjust my practices. Use your common 
sense and concern for the safety of the 
people you feed to judge your solar-
cooking choices. One trick to take ad-
vantage of even the slightest possibil-
ity of sunshine is to set the cooker out 
with a pot of water. If the sun appears 
and the cooker heats up, you can add 
the remaining soup/stew ingredients 
later, or you can use the pre-heated 
water for a stovetop version or make 
coffee, tea, or cocoa instead. 

Cooking in port 
Cooking at the dock or marina is 

much the same as cooking at home 
in the yard. However, at the edge of 
a dock, the wind may play a more 
significant role in cooking time. Wind 
carries heat away from the cooker, 
diminishing performance. It is impor-
tant to handle the lid carefully and 
remember to clip it on — whether at 
dock, at anchor, or under way — as 
the wind can easily lift it off the hous-
ing. When you’re checking food, the 
lightweight lid has enough windage 
to be torn from your hands and blown 
overboard in high winds. Curious 
or hungry wildlife may be another 
reason for keeping the lid clipped on. 
If we are in an area where bear-safe 
practices are encouraged, I never 
leave the cooker unattended. Keep 
sunglasses, hotpads, stirrers, and ex-
tra seasonings handy near the cooker. 
The more time you spend with the lid 
off and the pot uncovered, the more 
time your meal will need to cook.

Cooking under way
“Stay on the boat” is our first rule of 
crew safety, and it applies to the solar 
cooker as well. We keep the cooker on 

Heather notes that cooking at anchor is 
a bit more challenging than at the dock. 
Her SOS Sport, shown here, weighs only 
11 pounds with a 17 x 28-inch footprint.
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the boat by securing it with bungees. 
We have considered installing a grill 
mount and constructing some sort of 
table to which we could attach and 
rotate the cooker. This would keep it 
off the deck and out of the way. But 
we have found that having it on deck 
is not an imposition, and the flexibility 
of the bungee system allows us to fol-
low the second rule of solar cooking 
under way.

The second rule is, “Keep the 
cooker in the sun.” We can move 
the cooker about the deck as neces-
sary and almost always find a toerail 
or something to which the bungee 
will connect. Typically we strap the 
cooker forward or to either side of the 
companionway hatch, switching sides 
as we tack if the sun is forward or 
abeam. If tacking is frequent and the 
sky is clear, the cooker often retains 
enough heat on the shady tack to 
avoid moving it at all. 

The third rule is, “Keep the contents 
in the pot.” The heeling motion of a 
sailboat offers a unique challenge to 
solar chefs. If the pot leans enough to 
leak, the moisture will condense on 

Resources for solar cooking
TO PURCHASE AN SOS SPORT OR TO LEARN MORE ABOUT THE WORK OF THE SOLAR OVEN 

Society, visit <http://www.solarovens.org> or call 612-623-4700. The cook-
booklet that comes with the Sport serves as a handy guide to getting started.

The Solar Cooking Archive, sponsored by Solar Cookers International, 
provides a wealth of information on solar cooker designs and solar cooking. It 
also offers an email discussion board, <http://www.solarcooking.org>.

Golden Sun Living, home of solar-cooking guru Greg Lynch, offers classes 
and workshops on solar cooking and self-sufficiency. Visit  <http://www.gold-
ensunliving.com> or call Greg at 763-785-1938.

Home Power, the landlubber’s equivalent of Good Old Boat, has many solar 
cooker articles in its archives. Kathleen Jarschke-Schultze’s “Home and Heart” 
column frequently discusses solar cooking. Their store carries Heaven’s Flame 
(the book referred to on Page 50), <http://www.homepower.com>.

A few solar cookbooks are available. The Morning Hill Solar Cookery Book 
by Jennifer Stein Barker is one favorite I referred to frequently as a beginner. In 
addition to tasty recipes and helpful hints, it also has some delightful essays. 
Ordering information is available at <http://www.highdesertnet.com/mornin-
ghill/solarcook.htm>. I’ve found that the pressure-cooker recipes from two of 
my favorite cookbook authors make excellent one-pot solar meals. Check out 
Cooking the Whole Foods Way by Christina Pirello as well as Great Vegetarian 
Cooking under Pressure and Recipes from an Ecological Kitchen by Lorna 
Sass. I encourage you to find your own way by pulling something tried and true 
from your recipe files and experimenting with it a few times, adjusting the liq-
uid to find the right balance. 

May the wind fill your sails, and may the sun shine on your cooker! 
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and fog up the clear lid. This will re-
duce the amount of solar radiation that 
can reach the interior of the cooker. I 
have toyed with the idea of fabricat-
ing some sort of clamp for the Sport’s 
enamelware pots, similar to what you 
see on the glass jars that hold fancy 
scented candles. I have also consid-
ered painting a couple of old pres-
sure-cooker pots black, as they have 
gasketed lids that close securely. But 
for now, we crisscross two tiny bungee 
cords over the lid, and it usually works 
just fine, coupled with a little supervi-
sion when the boat is severely heeled.

Cooking at anchor
Swinging on the rode provides the 
greatest challenge to the nautical 
solar chef. If conditions are such that 
the boat follows a wide arc, it can be 
difficult to orient the cooker so it faces 
the sun more than 50 percent of the 
time. You might have better luck if you 
can stabilize the boat with a riding 
sail, but that won’t help in the case of 
a wind shift. Solar cooking at anchor 
requires a more attentive chef. Unfor-
tunately, the anchorage is where chefs 
are more likely to be absent, partici-
pating in adventures ashore. It’s best 
to plan for quick-cooking meals that 
can be easily finished at the stovetop 
if necessary. 

Three solar recipes
Solar-cooked chicken breasts with tomatoes, olives, and capers
This dish showcases how a solar oven infuses the flavors of the ingredients with the 
meat. It cooks quickly in 45 minutes to 75 minutes in good sun.

Ingredients: 
• 4 boneless, skinless chicken breasts, about 2 pounds, packed in oil. Wash and dry  
 the breasts on paper towels. Rub each piece with olive oil. 
Sauce:
• 1 sprig fresh basil, chopped • 14 ounces fresh or petite diced canned
• 4 ounces pitted, sliced kalamata olives  tomatoes, minced
• 2 ounces capers, drained • 8 tablespoons olive oil  
• salt and fresh-ground pepper to taste

Preparation:
Place 2 tablespoons of olive oil in the bottoms of each of the two cookpots and coat 
the bottoms. Add 2 breasts to each pot, divide the sauce ingredients between them, 
and add salt and pepper to taste. Pour 2 more tablespoons of olive oil over the in-
gredients in each pot. Mix the contents of each pot well. Cover the pots and place in 
solar oven. Clip the clear oven cover in place, face the oven toward the sun with the 
shadow directly behind the oven. Do not open the oven until 45 minutes have passed. 
This dish will be done in 45 minutes to 1 hour and 15 minutes, depending on the sun 
strength. Serve at once. Serves 4.

Bulgur with greens and cheese
(From Morning Hill Solar Cookery Book, by Jennifer Stein Barker.)
Author’s note: Bulgur is a cooked and coarsly ground wheat. Since eliminating 
animal products from our diet, I stopped adding the cheese to this dish. We have 
found it to be just as tasty without. Alternatively, Melissa’s brand Soy Shred can 
be added, though I find it melts less easily and yields better results if added before 
the greens, possibly with a bit more time in the sun. Tender green veggies should 
always be added at the end of cooking or they will turn brown. Any tender greens 
work well; I have used spinach, kale, and beet greens interchangeably.

Ingredients:
• 1½ cups bulgur, washed • 1½ tablespoons tamari soy sauce
• 3¼ cups water • 2 cups loosely packed tender greens,
• 3 cloves garlic, minced  shredded, or ¼ cup chopped fresh  
• ½ teaspoon minced ginger root  herbs (basil, oregano)
• 1 medium carrot, grated coarsely • 3 ounces jack cheese, diced ¼-inch  

  (optional)
Preparation:
In a 2-liter or larger casserole, combine the bulgur, water, garlic, gingerroot, tamari, 
and carrot. Bake, covered, in solar cooker until the water is absorbed. Remove from 
the cooker, stir in the shredded greens or herbs and replace the cover until the greens 
are wilted (do not put back in the sun). Stir in the diced cheese immediately before 
serving. Serves 2-3. 

Rice Pilaf 
(Adapted from Cooking the Whole Foods Way, by Christina Pirello.)
Author’s note: I consider it optional to pre-cook the almonds and veggies in oil.  
To eliminate this step, just layer the veggies in the pot before adding the grains.

Ingredients:
• 1 teaspoon light sesame oil (optional) • 1 cup fresh corn kernels
• 1 onion, diced • 1 carrot, diced
• sea salt • 1 cup long-grain brown rice
• 2 tablespoons slivered almonds • ¼ cup wild rice
• 1 cup thinly sliced button mushrooms, • 2 cups spring or filtered water 

brushed clean • parsley sprigs, for garnish

Preparation:
In a 3-quart pot, heat the oil over a medium flame. Add the onion and a pinch of salt and 
cook until fragrant, 2 to 3 minutes. Add the almonds and cook, stirring, until coated with 
oil. Stir in the mushrooms, corn, carrot, and a pinch of salt and cook 1 to 2 minutes more. 
Spread the vegetables evenly over the bottom of the pot and top with the rices. Gently 
add the water and 1 or 2 pinches of salt. Bake, covered, in solar cooker until the water is 
absorbed. Remove from the cooker and stir well. Garnish with parsley. Serves 4-5. 

Approximate 
cooking times

Easy to cook (2 hours or 
less): Eggs, rice, fruit, vegetables 
(above ground), fish, and chicken.

Medium (3-4 hours): Potatoes, 
root vegetables, lentils and some 
other beans, most meat, and bread.

Hard to cook (5-8 hours): 
Large roasts, soups and stews, and 
most dried beans.



MY FRIEND, JACK HIGGINS, NEVER 
stops smiling. He has owned a 
Cheoy Lee Offshore 31 for bet-

ter than 20 years. He can sail her with 
his eyes closed, and he makes Sunrise
fl y. He uses his boat as a coastal cruiser 
around Penobscot 
Bay and the New 
England coast.

When we met 
Jack, we were 
sailing our trusty 
Cape Dory 28, 
Reliant, which 
had some modifi -
cations, including 
a dinette built 
on the starboard 
side. Jack liked 
that modifi ca-
tion and asked 
if I thought this 
feature might work in Sunrise. 

A dinette has a lot of appeal in a 
30-foot boat. On our 28-footer, the 
dinette served us well as a couple. 
Even as we evolved into a family of 
four, the arrangement kept us happy. A 
friend with a slightly smaller boat once 
remarked that he rarely went below 
on his boat. “There isn’t one good seat 
down there for me,” he lamented as 

he daysailed his more-than-adequate 
coastal cruiser. For 13 years we spent 
many summer weekends, long vaca-
tions, and more than a year living 
aboard our CD28 as we cruised the 
Bahamas, Exumas, and the East Coast 

to Maine. There 
were always 
enough comfort-
able seats aboard. 

Our dinette, 
as small as it 
was, served as a 
navigation sta-
tion while under 
way. The out-
board edge of the 
table had a high 
fi ddle to restrain 
charts, books, 
and navigation 
tools. This stout 

fi ddle was also a good grab bar in 
the middle of the cabin. I mounted 
the trusty Loran within easy reach of 
the aft seat. From here I did most of 
my chartwork. It also served as the 
workbench and extra galley space due 
to the table’s raised height, which was 
just perfect when standing in the pas-
sageway of the boat.

It’s true that using our dinette on a 

starboard tack was a little tricky. We 
kept several pillows around; I would 
stuff one under my rear on this tack 
to keep me at the nav station. Overall, 
the vast benefi ts far outweighed this 
small drawback. 

Kids squeezed in
At anchor, the two of us would lounge 
and dine at the dinette. Someone 
was always reading there. When we 
became four, the kids could squeeze in 
with us for meals, games, and reading. 
Many a morning at anchor I would qui-
etly get out of the V-berth and head for 
the coffee. As the water boiled I spent 
time at the dinette reading, enjoying 
those quiet early-morning hours on 
the water. Now, on our larger boat, I 
sometimes miss that comfortable seat. 

Our 28-foot Cape Dory was very in-
novative on the port side as well. When 
two sleeping berths were needed, an 
upper pilot and lower extension berth 
served well, similar to the stock layout 

“Jack’s biggest complaint was 
too many feet in the saloon, 

making it tough to move 
around. I realized the dinette 

made moving around a 
small boat much easier since 

most legs were out of the 
center passageway.”

Dinette 
conversion

A benefi cial alteration that keeps 
those feet out of the passageway

by Tom Young

A bench-style settee, at left, becomes 
a dinette, below. In making the change 
Jack Higgins eliminated the gaggle of 
feet normally found in the passageway 
on Sunrise, his Cheoy Lee Offshore 31. 
He also created comfortable seating 
for his family and (wonder of wonders!) 
found some hidden storage space.
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too many feet in the saloon, making it 
tough to move around. I realized the 
dinette made moving around a small 
boat much easier since most legs were 
out of the center passageway.

Jack and I discussed putting a 
dinette in Sunrise. A boat interior is a 
game of inches and a bit more com-
plicated than a room in a home. Feet, 
seats, elbows, knees, and heads have 
a lot of things working against them 
in a small boat. Before reaching for a 
Sawzall, we drew a cross-section of 
Sunrise in order to design a dinette 

shelf/baby
pilot

slide bolt

teak track

cave 
locker

pull base for 
lounging

slide out for 
2' pilot berth

berth extended

Cape Dory 28 conversion

2'-8"

4'-21⁄8"

1'-4¼"

1'-3¼"

4-
0¼

"

centerline
Cheoy Lee Offshore 31 
measurements

on the boat. By day or when the pilot 
berth wasn’t needed, we could release 
two barrel bolts on the pilot berth and 
slide the berth outboard along simple 
teak tracks on the bulkheads at each 
end of the berth. With the barrel bolts 
refastened, this upper shelf served to 
hold tons of bags and stuff by day (see 
illustrations below). When our kids 
were babies, this shelf was a snug, 
12-inch pilot berth for them. Both 
berths had lee cloths as well.

The lower berth then became a 
couch of sorts with a backrest, the 
half filler removed from the pilot 
berth. You could even slide the lower 
extension berth out for a family-sized 
lounging area. And there was good 
dry storage in cave lockers outboard. 
Not only a better arrangement for our 
family than the stock plan’s 5 berths, 
this visually opened up the 28-footer 
so it felt like a bigger boat. Many an 
evening was spent with our family on 
that couch, a Force 10 heater glowing 
on the bulkhead as a crisp Maine eve-
ning descended around our boat. In 
spite of being just 28 feet, Reliant was 
a great, comfortable cruiser. Those 
conversions had required careful plan-
ning and design. 

Too many feet
Similarly, on Sunrise Jack and Susan 
and their daughter, Abey, often had 
one or two more kids in their com-
pany. Jack’s biggest complaint was 

Sunrise, Jack and Susan Higgins’ 
Cheoy Lee Offshore 31 is usually 
crewed by their daughter, Abey, and 
one or two friends.

that would suit Jack and his family. It 
wasn’t all that hard and saved a lot of 
trial and error. 

First we needed a vertical center-
line in the proposed dinette area. We 
measured the centerline on the sole 
between the bunks and the overhead 
between the cabin sides. Next, we cut 
a straight board to fit tightly between 
the sole and overhead and located its 
edge on our center marks. With some 
screws and scrap, we secured it for 
our measurements.

With a rigid centerline established, 
it was easy to take measurements. 
We took points of the hull as well as 
the furniture. Using a 2-foot fram-
ing square, a 4-foot T-square, a few 
straight pieces of scrap wood, and a 
tape measure, we started at the sole. 
The board on the centerline gave us 
a straight edge to run our squares up 
and down. It is essential that these 
measurements be at 90 degrees, or 
perpendicular to the centerline, to get 
an accurate cross-section.

Careful measurements
Each point consisted of two mea-
surements. First, the horizontal/per-
pendicular measurement from the 
centerline on the board. Second, the 
distance up from the sole along the 
centerline. We penciled these right on 
the board. We took these in the area 
of the boat that would be generally in 
the middle, fore, and aft of the future 
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moved my marks horizontally then ver-
tically to their correct location. 

Next I clicked a drawing tool and 
drew between the marks. After a few 
tries, the lines started to look right. 
For our purposes, I knew we were 
within an inch or less of the interior of 
the hull, and that was all we needed. 
As an added plus, I merely used the 
mirror and duplicate tool. This took a 
copy of this half of the hull, turned it 
over, and placed it right on the cen-
terline making a full cross-section of 
Sunrise. I measured from the hull-to-
deck area across the boat, added an 
inch for the hull thickness, and the 
measurement was within an inch of 
the boat’s beam. That’s close enough.

Now the fun begins. We measured 
Jack and his daughter, Abey, while 
each was sitting in a comfortable 
chair. Susan’s measurements would 

The dinette with 
seating, at left, and 
with table added, at 
right. After making 
computerized 
drawings of 
the available 
space, there is 
still a chance for 
modifications to 
the table height 
and floor level at 
this point. A trial 
is a good idea, 
using real people 
rather than digital 
representations.

table

2'-7½"

5"

2'
-2

"

Ja
ck

A
be

y

5"

But will they fit?

dinette table. You could take these 
at more areas for more 
accuracy. 

With these measure-
ments it’s easy to draw a 
scale cross-section of the 
interior of your boat. This 
section will be of the area 
you have measured, as if 
you had sawed through the 
boat at this point. With your 
horizontal and vertical mea-
surements, it’s time to put them on 
paper.

A scale of 1 inch to 1 foot should 
work on most paper with most boats 
of this size. Draw a baseline near the 
bottom for the cabin sole. Next, draw 
the perpendicular centerline of your 
boat. Start from the bottom, measure 
to scale . . . up your centerline to your 
first mark. Next, extend your perpen-
dicular measurement out, again to 
scale, for your first mark. Then place 
your second mark up, and so on. Place 
all your measurements to scale on 
your paper in this way.

Now connect those marks but not 
in a straight line. If you have enough 
marks, draw what would be consid-
ered a fair line by a boatbuilder. It isn’t 
difficult; use some curved objects  (a 
French curve or similar) until it looks 
like half a boat. 

A computer helps
There is an easier way. I work on a CAD 
program, but even a simple computer 
drawing program makes short work of 
this. I just set a scale of 1 inch equals 1 
foot and, with the measurement tool, 

fall somewhere in between. Jack 
wanted to wind up with at least 

two adult seats that worked, 
rather than four uncomfort-
able compromises. I scaled 
their body measurements 
into unflattering blocks and 
dragged them (digitally) into 

the cabin. From there it 
was a simple matter of es-
tablishing some important 

points. 
The human blocks held the rela-

tionships of head height, shoulder 
height and width, seat height, and foot 
height and showed how they related 
to the interior of Sunrise. 

Moving the Higgins family human 
blocks around the screen, we found 
we had more space than we thought. 
We knew from our experience on Reli-
ant that we needed to raise the floor. 
But how much? Abey seemed to fit on 
a bench with Jack. Sunrise has a wide 
center aisle. We experimented with 
pulling the seats into the passageway a 
bit, and this really helped. The people 
blocks began to find good space. We 
found nearly enough space for two 
adults without closing the passageway 
in. The outboard cabinetry would stay 
for storage and as a place to attach the 
new dinette table.

Very comfortable seats
After some experimenting, we agreed 
that pulling the seat into the aisle 
5 inches would accommodate two 
adults and two good-sized kids or 
four adults who know and like each 
other. Primarily, though, two very 
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comfortable seats with a good-sized 
table would really enhance life aboard 
Sunrise. The port settee would seat 
two more.

We ended up with a seat height and 
deducted for compressed 4-inch foam 
for the top of the seat base. We also 

ended up with a floor height for feet. 
Finally we drew in the table at the 
height we found most comfortable. It 
would work well when standing in the 
passageway as well.

What an improvement over the tan-
gle of legs that Jack used to negotiate! 
After locating the seat height, we drew 
a table in. It was a good fit on paper.

Jack took it from there with confi-
dence that the modified arrangement 
would be a big plus. He cut out the area 
in the middle of the bunk, not a struc-
tural bulkhead, and started rebuilding 
from there. Once the cutout ends were 
finished, he built the dinette seats of 
plywood and mahogany to the correct 
height. He even found additional dry 
storage space under the seats.

Next, he built a floor at the correct 
height and angle that worked best on 
the drawing. He decided he wanted 
the table to drop and form a berth as 
well. A simple addition, this became 
the best berth on the boat. Hinges 
would hold the table to the outboard 
bulkhead; the table leg would be re-
movable. He built his table of plywood, 
mahogany trim, and Formica.

A local canvas shop took measure-
ments; Jack finished and varnished the 
new parts. When it all went together, the 
change was dramatic. Jack is pleased 
with the conversion. During several 
raft-ups this summer, Sunrise always 
had a bunch of kids and adults enjoying 
the comfortable dinette seating. 

On a fine Maine morning last Au-
gust I looked back at Sunrise, sharing 
a secluded anchorage with us on Dix 
Island in Penobscot Bay. Jack, Susan, 
and Abey were making good use of the 
new dinette. The Higgins family was 
having breakfast together, I assumed, 
since Sunrise was listing just slightly 
to starboard. It’s a lot of fun to make a 
great boat even better. 

Author Tom Young’s daughter, Mary 
Jane, at left, visits Jack’s daughter, 
Abey, seated next to her, and her friend, 
Hilary Gordon, aboard Sunrise. The 
new dinette table works well for the 
three girls and one adult.

1-800-683-8170
www.leevalley.com

Lee Valley Tools Ltd. 
814 Proctor Ave. 
Ogdensburg, N.Y.  13669

First published in the 1800s, these books are 
a charm to read, as well as excellent references.

The Sailor's Word-Book is for word lovers. It includes thousands of naval terms, many 
still embedded in our everyday language, as well as complete expressions, bringing a 
life to the book that cannot be matched by a dictionary. 752 pages.  49L80.99G   $22.95

The Young Sea Officer's Sheet Anchor details the rigging of sailing ships of the day. This 
book will appeal not only to today's model makers searching for authenticity, but to all
the readers of the naval sagas, who may have wondered what the fighting tops looked 
like or how to create a cringle. 296 pages.  49L80.25G   $22.95 Shipping & N.Y. sales tax extra.

For more details, visit us online, or call to request a free copy of our book catalog.
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Kate and Bernie 
of RogueWave 
welcome the oppor-
tunity to serve the 
sailing community. 
Let us guide you 
through the process 
of buying your 
dream boat or sell-
ing your old friend.

Call us at: 410-571-2955

Shannon 38, 1978 Classic, 
High Caliber Cruiser
Priced to sell, Nomad, has just 
returned from her Caribbean 
cruising. She�s completely 
equipped and ready to go again. 
This high caliber cruising ves-
sel is one you can buy, improve, 
and never lose!

See Nomad at:
www.roguewaveyachtsales.com 

Call Kate or Bernie at:
410-571-2955

Bristol Channel Cutter 1994
Beautiful proven, go anywhere 
vessel, go safely, go simply, go 
now. We�ve sold 14 BCCs in 
the past two years.

See Sadie at:
www.roguewaveyachtsales.com

Call Kate or Bernie at:
410-571-2955

RogueWave
Yacht Sales & Services, LLC.
Your Choice for Blue Water Sailing Vessels!
www.roguewaveyachtsales.com

410-571-2955

Application Specific. No More Guesswork.
Professional boatbuilder Jason Cajune knows a lot about wooden boat construction. 

Jason uses our new line of ready to use, application specific epoxies, 

The SilverTip Marine Epoxy Series. The SilverTip Series are five products, each engineered for a particular job. 

No more messy, unpleasant fillers. No more guesswork and wasted time - just easy to use epoxies that simplify 

construction and give exceptional results each and every time. Get your SilverTip Trial Kit at systemthree.com 

so you can experience and test these high performance epoxy products. Included in the kit is a 

$10.00 coupon redeemable towards a future purchase of SilverTip Products. Pros like Jason Cajune are using 

SilverTip Marine Epoxies - shouldn’t you?

© 2004 System Three Resins, Inc. All Rights Reserved.

QuikFair Fairing Putty • GelMagic Non Sagging Adhesive • MetlWeld Multi-Substrate Adhesive • EZ-Fillet Wood Flour Putty • SilverTip Laminating Resin

Find a dealer near you, call: 1.800.333.5514 or visit: systemthree.com

Find out more about Jason’s 
designs at montanaboatbuilders.com. 
Photos by Dusan Smetana.

Introducing The System Three SilverTip Marine Epoxy Series:

Jason Cajune 
O w n e r :  M o n t a n a  B o a t b u i l d e r s ,  

I n c
&  B o a t b u i l d i n g  I n s t r u c t o r



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

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

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

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

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

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

Sizes: S, M, L, XL, XXL 

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

Sizes: S, M, L, XL, XXL (sizes 

Half-Zip Fleece Sweatshirt
Available in blue (as shown) 

Sizes: S, M, L, XL, XXL (sizes 

Half-Zip Fleece Sweatshirt
Available in blue (as shown) 

Sizes: S, M, L, XL, XXL (sizes 

Half-Zip Fleece Sweatshirt
Available in blue (as shown) 

Wear our logo proudly!

Good Old Boat Magazine
7340 Niagara Lane North

Maple Grove, MN  55311-2655
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Nautical Books

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

763-420-8923

Cape Cod Catboats
by Stan Grayson
Embodies years of re-
search and reflection 
about this most uniquely 
American of all sailing 

craft and the reason for its enduring pop-
ularity. Filled with photos and drawings 
providing an in-depth look at working, as 
well as pleasure, cats.

192 pages, paperback 3415 $34.95

Catboat Summers
by John Conway
An engaging chronicle of one 
decade’s worth of alongshore 
sailing adventures in the 
author’s Beetle Cat. Full of 
whimsical humor and pithy commentary, 
this will surely become a new classic for 
catboat sailors. Includes details of restora-
tion tasks too.

200 pages, paperback 4157 $19.95

Knots & Splices
by Cyrus Day
More than 80 hitches, bends, 
nooses, splices, seizings, 
whippings, and plain knots. 
Includes wire/rope work. 

Book fits in a pocket and is a fine value.

64 pages, paperback 1854 $6.95

Illustrated Navigation
by Ivan Dedekam
Superb computer graphics 
teach traditional and modern 
navigation methods in an 
entirely practical way. Uses 
traditional tools as well as electronic aids 
including GPS, radar, and chart plotters. 
Companion to Ivar’s Illustrated Sail & 
Rig Tuning. A must-have book.

128 pages, paperback 4825 $22.95

Moving Heavy Things
by Jan Adkins
Illuminates the al-
most forgotten craft 
of moving heavy 
weights with brains, 

rather than machinery. Applied physics 
in the real world, moving real things like 
engine blocks, moorings, stumps, or any-
thing bulky or heavy. Delightful narrative 
goes with the moves.

48 pages, hardcover 4810 $13.95

Hard on the Wind
by Russ Hofvendahl
Recounts the formative 
Depression Era journey of the 
15-year-old author after he 
talks his way aboard a schoon-
er bound for the cod fishing grounds in 
the Bering Sea. A warm, humorous, and 
insightful memoir of a rugged way of life 
at sea.

251 pages, paperback 4678 $14.95

Line: Tying It Up, 
Tying It Down
by Jan Adkins
A basic primer for using 
line, rope, twine, string, 
and shoelaces. Written 

with wit and enthusiasm, this is a splen-
did reference for securing almost any-
thing from hammocks to boats to shoes. 
Enhanced with the author’s stylish but 
clear illustrations.

48 pages, hardcover  4809 $12.95

Berserk
by David Mercy
Three men in a 27-foot sailboat 
sail to the Antarctic. The au-
thor had traveled to Tierra del 
Fuego and realized the only 
continent he’d not been to was Antarctica. 
He hooks up with a 21-year-old Norwegian 
and a young Argentine, who had left his 
wife of one week, and they sail through 
the Roaring 40s and the Furious 50s.

256 pages, hardcover 4372 $22.95

Voyage Toward 
Vengeance
by Jule Miller
Sailor Bill Stroud thought his 
life was over with his wife and 
son dead and his daughter 

and son-in-law recently vanished at sea. 
When he finds evidence of foul play over 
their disappearance, he knows there is 
one more voyage he must make. Fiction.

336 pages, paperback 4728 $14.95

Return to the Sea
by Webb Chiles
A beautifully written account 
of this adventurous small boat 
sailor’s fourth circumnaviga-
tion. Brimming with a sailor’s 
joy at once more being at sea and under-
pinned with the author’s unique philo-
sophical view of life under sail.

224 pages, hardcover 4672 $26.95

A Speck On the Sea
by William Longyard
Looks back half a millenni-
um to chronicle the greatest 
ocean voyages attempted in 
the littlest of boats — row-

boats, canoes, and tiny sailboats like 
Hugo Vihlen’s 6-foot April Fool. This is 
history, adventure, and seafaring legend 
of the highest order. Fascinating.

384 pages, paperback 4608 $13.95

Integrity: 
A Life in Boats, Vol. 3
by Waldo Howland
The third volume in Waldo 
Howland’s A Life in Boats 
series details the design, 
construction, and use of the author’s own 
schooner, Integrity. Lots of colorful char-
acters and happenings in this rich memoir 
emphasizing his reverence for the sea.

288 pages, hardcover 4769 $45.00
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by Stan Grayson
Embodies years of re-
search and reflection 
about this most uniquely 
American of all sailing 

craft and the reason for its enduring pop-

traditional tools as well as electronic aids 

continent he’d not been to was Antarctica. 

joy at once more being at sea and under-

Line: Tying It Up, 
Tying It Down
by Jan Adkins
A basic primer for using 
line, rope, twine, string, 
and shoelaces. Written 

with wit and enthusiasm, this is a splen-

Voyage Toward 
Vengeance
by Jule Miller
Sailor Bill Stroud thought his 
life was over with his wife and 
son dead and his daughter 

and son-in-law recently vanished at sea. 

er bound for the cod fishing grounds in 

Knots & Splices
by Cyrus Day
More than 80 hitches, bends, 
nooses, splices, seizings, 
whippings, and plain knots. 
Includes wire/rope work. 

Book fits in a pocket and is a fine value.
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A Speck On the Sea
by William Longyard
Looks back half a millenni-
um to chronicle the greatest 
ocean voyages attempted in 
the littlest of boats — row-

boats, canoes, and tiny sailboats like 

construction, and use of the author’s own 
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Golden Hind 31
1972. All new sails, electronics, 
RF. Newly refinished inside and 
out. Daysailer freshwater use 
only. In Havre De Grave, Md. 
$30,000.

John Muhr
drjmuhr@aol.com

O’Day 28 
1983 fin keel. 11-hp Universal 
diesel professionally maintained. 
WS, self-tailing winches ’00, 
CDI RF, lazy-jacks ’01, sails new 
’00, all lines led aft ’01, double 
lifelines ’02, dodger, D/S on bin-
nacle, standing headroom in 
cabin, head w/shower, normal 
electronics, more. In Scituate, 
Mass. $19,000.

Michael Lombardy
mflconsult@aol.com 

781-792-2860

Aires Roughwater 32
1986 double-ended sloop in Colin 
Archer tradition, both pretty and 
strong. Well mannered under 
sail: never strays and can be bal-
anced for neutral helm, making 
single-handing easy and enter-
taining, relaxing. Not fast, but 
in the right wind really romps! 
V-berth, enclosed head, folding 
table, copious storage, small gal-
ley. Standing headroom through-
out. Inboard diesel runs well. 
In Richmond, Calif. $23,000. 
<http://www.molin.org/aries>.

Steve Molin
smolin.aries@mailnull.com

503-349-1037

Morgan 27
1972 sloop-rigged. One-fam-
ily owner. Classic, successful 
racer/cruiser. Sailed on the 
Chesapeake. Major accom-
modation, mechanical, and rig 
updates during past 10 years. 
With cosmetic work above and 

below the waterline and new 
sails, you’ll be set to cruise 
and/or compete in PHRF events. 
See brokers’ site for details: 
<http://www.my-yachtbroker.
com/Boat%20descrip/Morgan27/
Morgan%2027%20SailBoat.
htm>. We’ve bought a LeComte 
Northeast 38 and are motivated. 
In Rock Hall, Md. $7,500.

Douglas Heckrotte
dheckrotte@ksk1.com

215-248-2318

Sea Sprite 23
Fiberglass sloop. In good cond. 
Located in Newport Beach, 
Calif., $19,500.

Lou Libbey
949-290-0933

Classic wooden boat
1985 26-foot classic of cypress 
wood. Cold molded, fiberglass 
overlaid. Sailed in fresh water. 
Full sail inventory. Must see, 
must sell. In Superior, Wis. 
$12,000.

Marge Timmons
mtimmons@jlsteelinc.com

763-442-7533

Chris-Craft Apache 37
1967. Documented, hull #10. Exc 
cond. Featured in Mar/Apr ’03 
issue of Good Old Boat. Sleeps 
6. Rebuilt Atomic 4 ’02 w/less 
than 35 hrs. RF, port and star-
board compasses, binnacles. 
New cushions. Keel has been 
reworked. Bottom paint VC 
Offshore Teflon. 9 sails. Hull and 
deck redone by Custom Fiber-
glass ’98. Radio, GPS w/3 chips 
for sailing Maine to New York. In 
Newport, R.I. $37,500.

Steve Gareau
Steve2695@aol.com

617-835-2695

Islander 37
Bruce King tall rig. Completely 
restored, meticulously main-
tained. Upgrades: new electrical, 
fridge, electronics, hardware, 

lifelines, canvas, batteries, sails, 
more. VHF, GPS/chart plotter 
w/Navionics Gold Chart on ped-
estal mount. Kenwood 3022 AM/
FM/CD w/remote, Sirius ready. 
RAM at nav station, AP, Univer-
sal M25XP 23-hp diesel. Micron 
CSC bottom. New canvas, cush-
ions, beautiful mahogany/teak. 
Fast, seaworthy. Owner anxious, 
make an offer. A beautiful clas-
sic. Cape Cod area. $55,500 OBO.

Kathy Malloy
sailor1@adelphia.net

781-585-8021

Bayfield 25
1974 w/recent upholstery, IB 8-hp 
Yanmar diesel, dual batteries, 
major electrical upgrade includ-
ing 3-stage battery charger, 
epoxy bottom, new head, 
propane stove, extra insulation 
around built-in self-draining 
cooler, water tank and faucet, 
extra sails (main refurbished last 
year), new through-hulls and fuel 
filter. Featured in Good Old Boat, 
July ’02 issue. Sorry, no trailer. 
In Knoxville, Tenn. Photos at 
<http://www.ofoto.com/Browse-
Photos.jsp?showSlide=true&
Uc=bvx0d9hl.4nm1ihih&Uy=-
k94n52&Ux=0> $7,500.

Butch Evans
TPBNNA1@aol.com

John Illingworth 37
1963 37-foot John Illingworth-
designed MAICA-class wooden 
sloop. Cold molding over strip 
planking. World cruising history. 
Fastnet race veteran, circumnav-
igator. Rebuilt Yanmar ’03, new 
main. Recent restoration work 

done by Crocker’s Boat Yard. See 
the article about Corrine’s new 
toerails in WoodenBoat #175. 
Info and photos <http://mysite.
verizon.net/vze2nthi>. Mass. 
$49,500.

Harvey Schwartz
harvey@TheEmployment 

Lawyers.com
978-356-9928

Saugeen Witch 34 
1980. Colvin design, profession-
ally built by Moody Bros, steel, 
gaff ketch, flame zinc sprayed, 
rebuilt ’93-4 w/new rigging, sails, 
interior; Saab diesel 10-hp, 235 
epoxy bottom ’03, 4' draft, yet 
ocean capable. Very good cond. 
In Va. $18,500.

John Grossenbacher
JGrossenbacher@markel 

corp.com
804-357-6892

Herreshoff 32
1932. Hull #3 from MIT plans. 
Built in ’96 as authorized repro-
duction boat. LOA 32', LWL 20', 
beam 5'6". Cedar planking, oak 
ribs, bronze fastened. All blocks 
and hardware from original 
patterns. Forerunner of the 
Fishers Island 23. These long, 
narrow, easily-driven hulls were 
a European concept introduced 
in this country by L. Francis Her-
reshoff. Custom trailer, storage 
and docking covers. 3-hp OB on 
bronze motor mount that allows 
motor to be stored in cabin when 
sailing. True classic Sunday 

Most of our classified ads appear on the

Good Old Boat
website:

http://www.goodoldboat.com/classifieds.html
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racer. In Kansas City, Mo. Photos 
via email. $25,000.

Larry Gillen
larry_gillen@yahoo.com

816-454-1386

CSY 37
1979. Cutter. 2 staterooms, 2 
heads, 3 sails, 2 anchors. Per-
kins 4-108 50 hp, new cushions, 
H/C water, 3 batteries, D/S, 
120-V panel. Big cockpit, 6' draft. 
Ready to sail. Asking $36,000.

Peter Martini
516-365-9106

Tartan Blackwatch 37  
Country Woman, beautiful fixed- 
keel bluewater boat. Equipped 
and ready to go. Was owned by 
boatyard owner and used in boat 
shows as an example of yard’s 
work. Continual gear updates. 
Yanmar 3-GM. Rigging, sails 
include 2 spinnakers, storm jib, 
trysail. Profurl oversized RF. 
Chesapeake Bay. Reduced to 
$59,500.

John McConnico
cjdm3@rivnet.net

804-462-7203

Cape Dory 28 sloop
1978. Beautiful traditional 
cruiser. In exc cond. Set up for 
bluewater cruising w/extensive 
sail inventory, gear, and equip-
ment. Newer Yanmar 2GM20F 
18-hp diesel, Fleming windvane, 
wind gen, solar panels, stronger 
rigging w/insulated backstay. 
New interior cushions and foam. 
Metzler dinghy w/4-hp Evin-
rude OB, new Force 10 propane 
countertop stove, 4 bilge pumps, 
1-yr-old awning. 70-gal water, 
fuel for 250+ miles. Main, jib, 
cruising spinnaker, genoa, storm 
jib, main. Info, photos via email. 
In SW Fla. $29,500.

John Halpern
Orca36@copper.net

941-505-1354

Cape 28
1990. Launched ’94/96. Bristol 
cond. Beautiful and sturdy, this 
proven world-cruising cutter 
turns heads wherever she goes.  
Loaded w/new gear. Info at 
<http://www.geocities.com/fred-
nicoleen/index.html>. $30,000. 
In Morehead City, N.C.

Carla Byrnes

Tartan 30
1978 well-maintained classic 
Tartan. Survey Sept. ’03. No blis-
ters, good rudder. New gas tank, 
SS muffler, etc. Needs a good 
home. In northeast Md. $15,000.

Fred Daddi
ferdod@aol.com

215-820-1300

Westerly Warwick 21.5  
1972 sloop built in England. 
Twin-keel. 2-axle trailer. 2'8" 
draft for shallow-water sailing. 
Cruised to the Bahamas ’00. 
Third owner. 2 sails, 8-hp John-
son OB. Sleeps 3-4. Porta Potti, 
galley, 20-lb CQR, swim ladder, 
VHF. Will deliver in the U.S. for 
$600. Photos by mail. In Wilm-
ington, NC. $4,500.

Bill Hummel
ISBRCW@aol.com

910-790-9590

Freedom 28
1988. Gary Mull-designed sloop. 
More than $10,000 in upgrades 
since ’02. Freshwater boat in 

northern Michigan until ’02. 
New: Haarstick sails, electron-
ics, hatches, halyards, more. 
Rigged for single-handing. ’02 
survey. Brewer Yacht Yard main-
tained. Bristol cond. In Deep 
River, Conn. $39,500.

Tom Sylvester
tomsly@comcast.net
 860-347-8894 ext 2

Sea Sprite 28
1985. Hull #48. Sailed about 4 
weeks each summer. Bristol 
cond. Virtually all systems new, 
replaced, restored. Profession-
ally maintained. Stored inside 
during off-season. Very lightly 
used 9' Zodiac (new ’01) a nego-
tiable extra. Pictures by email. In 
Sturgeon Bay, Wis.

Peter Schloss
pmslaw@kc.rr.com

816-792-4242

Murray 33
Steel cutter by Ted Brewer. Built 
by Murray Boats of Trenton, 
Ontario. Launched ’85. Designed, 
built, and equipped for ocean 
cruising with 20,000 nm to prove 
it. Major refit ’03-4. In top cond, 
ready for next cruise. Volvo, 
Profurl, CQR, Atkins & Hoyle, 
Lewmar, Simpson-Lawrence, 
Furuno, Standard Horizon. In 
Shelburne, Nova Scotia. $57,000. 
<http://www.syer.net>.

David Syer
drdsyer@auracom.com

902-875-4096

Cape Dory 26D
1986. Classic Alberg. Rigged as 
cutter/sloop. Jiffy reef main from 

cockpit as well as RF jib. 2 sets 
of sails, incl Tanbark, in like-new 
cond. Westerbeke, low hrs, D/S, 
GPS, VHF, Autohelm, stereo. 
Custom cabinets, stainless hard-
ware. Head w/holding tank. Steel 
cradle. Includes 9' fiberglass din-
ghy. In metro NY $25,000 OBO.

Alex
845-359-1432

Sea Sprite 28
1983. Freshwater boat. Wintered 
inside. Exc cond. Beautiful 
brightwork. New sails ’99. 1,600 
hrs on Universal engine. Green 
Awlgrip topsides. All bronze 
hardware. Many extras. Lake 
Champlain, N.Y. $30,500.

Peter Helmetag
phelmetag@hotmail.com

802-362-7322

Reuel Parker custom ketch 50
2002. Flush-deck, light-displ, 
cold-molded composite w/
retracting wing keel (3'/5' 6"). 
Low-maintenance, safe, com-
fortable, ideal family cruiser. 
Hardtop over center cockpit, 
queen-berth aft cabin, huge 
tankage. $149,500. <http://www.
parker-marine.com>.

Reuel Parker
reuel@midcoast.com

772-468-0060

Glander Cay 23
1961. Hull #3 out of 112. 22'9" x 
19'9" x 8' x 3'. 3,000-lb external 
lead full keel, 6,800-lb disp. 
Fiberglass hull, wooden deck, 
mahogany cabin; “solid as a 
brick outhouse.” Based on Herre-
schoff H-23 Prudence design. 

Sold
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Metal wagon cradle. Serious 
illness forces sale. Located near 
Green Bay, Wis. $4,000.

Tom Sydow
920-826-2867

Alberg 30
1969 sloop rig, full-keel classic 
Alberg design. Great Lakes only, 
Atomic 4 gas engine, well main-
tained. Original gelcoat. Hull 
and deck solid. Lots of standard 
equipment and gear. Beautiful, 
beloved boat. We purchased a 
bigger Alberg design and are 
sailing away! You could be the 
fourth owner of this good old 
boat. In Lower West Michigan. 
$15,500.

Vince Jasinski
vjasinsk@iserv.net

616-774-0914

Real Estate

SW Florida’s sailing playground 
Sail Charlotte Harbor and the 
Gulf of Mexico from your back 
yard! Waterfront homes, residen-
tial lots, and investment proper-
ties. <http://www.flhomesbest-
keptsecret.com>.

Roger L. Richmond,
Broker Associate

Century 21 Aaward Associates
Bugattiboy@comcast.net

800-476-2190

Increase your enjoyment of sailing 
with a Swivel Cam Cleat from 
Bristol Bronze. For a complete 
catalog send $5 to:

Box 101, Tiverton, RI 02878 
• 401-625-5224 •

www.bristolbronze.com

Products

D
E

CK
 P

R
ISMMarine Skylights

www.boatdeckprism.com
  (250) 744-7564

Round & Rectangular

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

New or old refrigerator 
boxes or to cool the 
boat’s interior, use

Heat Shield
radiant space technology.

www.heatshieldmarine.com
Phone: 941-575-4404

Fax: 941-575-4080
info@heatshieldmarine.com

KNOTSTICK
Measure boatspeed

mechanically
for any size boat. 

www.knotstick.com
Box 6340, Vero Beach, FL  32961

Non-destructive, 
hand-held meters 
for assessing 
moisture levels in 
fiberglass and wood. Simple to 
use, understand and evaluate. 
Sold worldwide to surveyors, 
repair yards, brokers, yacht 
designers, architects, insurance 
adjusters, U.S. Navy and Coast 
Guard. 9-v battery furnished. 
Limited warrantees – up to 2 
years.

J.R. Overseas Co.
502-228-8732

502-228-4395 (fx)
www.jroverseas.com
john@jroverseas.com

PO Box 1228
Prospect, KY 40059

MOISTURE METERS
for fiberglass and wood

“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.

Up to 90% diesel noise reduction 
with SPM Soundproofing Tiles
P.O. Box 737, Northport, NY 11768

631-754-1945
www.sailorssolutions.com

Shutup!
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Finally!
A composter that 

will fit in your boat!

www.airheadtoilet.com
866-556-1571

ATN, Inc. • 3718 S.W. 30th Ave.
Hollywood, FL 33312 USA

954-584-2477 • Fax 954-584-2478
Toll Free 800-874-3671

Myerchin
Rigging Knives

Largest selection of 
quality Rigging Knives 

Catalog: 800-531-4890
Buy direct on the 

Web: www.myerchin.com
E-mail:

myerchin@myerchin.com
Proud suppliers to the Navy 

and Coast Guard

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

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

Custom-made halyards, 
sheets, vangs, topping lifts, 
outhauls and other running 

rigging lines.

• Cajun XLE yacht rope • 
• Double braid nylon • 

• Dinghy braid • Rigging Kits •
• Anchor lines • Docklines •
•Shock cord • Marine rope •

Cajun Trading Company Ltd.
Box 916, RR#5, Yarmouth, Nova Scotia,

Canada B5A 4A9
Tel: 1-888-ASK-CAJUN (275-2258)

Fax: (902) 742-0006
E-mail: cajuntrading@canada.com

www.cajuntrading.ca

Port
Fan

Versatile ventilation!
• 3 mounts included: bulkhead, 

port, Velcro
• Quiet, 70,000-hr. motor
• 2 speeds, low energy needs: 0.5

amp on high; 0.25 amp on low
• Portable: Use it where you need it!

727-217-9809
crew@svhotwire.com

www.svhotwire.com

Solar Panels, KISS wind
generators

 & More!

RUDDER UPGRADE
Improve your boat’s helm balance, handling,

 pointing and speed with a modern high-performance 
rudder blade or complete rudder assembly.

Lifetime warranties.

Call Toll Free 866-400-2204
OR VISIT US ON THE WEB: IDASAILOR.COM

IMPROVED PERFORMANCE
for your: Com-Pac, MacGregor, West Wight Potter,
Venture, Buccaneer, Chrysler, Newport, Balboa, 

Catalina, O’Day, Aquarius, Hunter
and many, many others.

•SAIL THE DIFFERENCE•

IdaSailor Marine
idasailor.com

(208) 375-2204
Toll Free (866) 400-2204
sailboats@idasailor.com

Marine Power Systems
Solar modules, wind 
generators, inverters, 
also DC refrigeration

and propane appliances.

Web: www.oasismontana.com
and www.LPappliances.com
Call toll-free for information
877-627-4768 or 4778
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Small ad, small prices:
standing and running rigging

lifelines • furling gear • winches
line • windlasses • travelers
wire and terminals • blocks

vangs • clutches • etc.

  Problem solving is our specialty. 
We’re a rigging shop specializing in 
discount mail order. Free catalog.

Rigging Only
Phone: 508-992-0434

Email: sail@riggingonly.com
Web: riggingonly.com

Self-fi t mechanical rigging terminals
Available at quality rigging shops 

everywhere. Call for information on
a rigger near you.

800-458-1074 • 305-758-1074
brooks@sailingservices.com

sailing services, inc.
USA Distributor
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Keep your classic boat authentic 
with a beautiful lightweight 
Herreshoff block from Bristol 
Bronze. For a complete catalog 
send $5 to:

Box 101, Tiverton, RI 02878 
• 401-625-5224 •

www.bristolbronze.com

Products, cont.

Quality Resins
Polyester, Vinylester, Epoxy
Gelcoats & Gelcoat Guns
Pourable Urethane Foam

Mats, Wovens, & Biaxial
Remgrit Sawblades

Vacuum Bagging Supplies
Sandpaper, Paint Supplies

Safety Supplies

FIBERGLASS
SUPPLIES

CALL FOR FREE CATALOG
SAME DAY SHIPPING

973 North Road Rte 117
Groton, CT 06340

Technical Assistance
800-231-6537

www.lbi berglass.com

Classic Rope
Fenders

Cotton • hemp • Synthetic
Box 42, Beulah, MI 49617

231-882-4898
cbump71@hotmail.com
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COLOR Underwater video 
camera with 66 Ft of cable & white 
LED lights. Use it with onboard 
TVs, camcorders or computers. 
Ideal for hull and running gear 
inspections. OR, just watch the fish 
swim by. Everyone is mesmerized 
exploring the underwater world 
with SEA-CAM.
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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)
• Lifetime 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 – $499.

Give us a call or visit our website. 
You will be GLAD you did!

Ph: 1-866-795-9293
www.aladous.com

So Easy to Install,
Even a Motor Boat 

Owner Can Do It!

Sails/Canvas

ATLANTIC SAIL TRADERS
BUY • SELL • TRADE • NEW • USED SAILS

Cash For Your Surplus Sails
• Huge Inventory of Used Sails
• Top Quality Custom-Made New Sails
• Canvas, Repairs, Alterations
• Roller Furling Systems, Line
• ALL AT DISCOUNT PRICES
• 100% SATISFACTION GUARANTEED

1-800-WIND-800
(941) 351-6023 • FAX (941) 957-1391

1818 MANGO AVENUE
SARASOTA, FL  34234

SERVING Sailors WORLDWIDE SINCE 1985
Visit our website for our up-to-date inventory database

Web: usedsails.com

SUPERFURL HEADSAIL FURLING 
AND REEFING SELF-INSTALLED 

NO LUFF TAPES, INSTALLED 
FROM THE FOREDECK. 

WWW.SUPERFURL.COM
SUPERFURL@AOL.COM
714-879-5161

• 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

Fully battened and traditional 
mainsails, furling and hanked 
headsails (biradial, crosscut 
and miter cut variable weight), 
storm sails, spinnakers and 
more. Outstanding quality, rea-
sonably priced and warranteed 
for two years.

Tel. 631-665-6200
Toll Free: 1-877-665-SAIL (7245)
E-mail: Quotes@LeeSailsNE.com

Mail: 615 Pine Drive
West Bay Shore, NY 11706

*Please Ask for Michael

YAGER SAILS
COMPUTER-DESIGNED SAILS 
CUSTOM FURLING PACKAGES

MAINS: 
Crosscut, 
radial design

HEADSAILS: 
Furling genoas 
radial design
SPINNAKERS: Cruising
and asymmetrical

P.O. Box 279
Veradale, WA  99037

Ph: 509-928-1964
Fx: 509-922-2772

Web: Yagersails.com
Visa and MasterCard Welcome
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New & Used Sails
Buy • Sell • Trade
Discount Sunbrella

Wholesale plus Out tting Pkgs
Furling Packages

7060 15th Street East, #14
Sarasota, FL 34243

Phone: 800-507-0119 • Fax: 941-758-2979
www.porpoisesailing.com

PO
R

PO
ISE

SAILING SERV
IC

ES

“G

IT THE GRIN
”

Sailing doesn’t have to be expensive
Phone 800 611-3823
Fax 239 693-5504

E-mail:NewSails@nationalsail.com
www.nationalsail.com

New sails, used sails, 
furling gear, off the 

shelf or custom - 
But always at 
the lowest
price - Try us!

  Kevane
           Sails
                   distributor of
Rolly Tasker Sails

Making sails for cruising 
boats for over 40 years. 
Their reputation for quality 
sails, very low prices, and 
quick delivery can�t be beat.

(413) 567-4659
www.kevanesails.com

Boatbuilding

Brass & Bronze
Marine Hardware

By

DAVEY

STOCKED BY

R&W
Traditional

Rigging & Out tting
404 Nash Road

 New Bedford, MA 02746
866-577-5505

mainstay@csolve.net
Send $5 for full Catalogues

ESTABLISHED 1972

MANUFACTURER OF
TEAK YACHT FITTINGS

COMPETITIVE PRICES
QUALITY GUARANTEED

FREE CATALOG

ORDER DIRECT
FAX: 0-11-662-933-1296

www.thaiteakmarine.com

Midwest
Marine

Plywood
Okoume, Meranti, Sapele

Teak, Teak & Holly
CPD Epoxies & Supplies

Eagan, MN
651-882-9704

TUFNOL
BLOCKS

STOCKED BY

R&W
Traditional

Rigging & Out tting
404 Nash Road

 New Bedford, MA 02746
866-577-5505

mainstay@csolve.net
Send $5 for full Catalogues

JUST LIKE THE ONES YOUR 
BOAT HAD WHEN SHE WAS NEW!

Rope
for

Classic Yachts

STOCKED BY

R&W
Traditional

Rigging & Outfitting
404 Nash Road

 New Bedford, MA 02746
866-577-5505

mainstay@csolve.net
Send $5 for full Catalogues

•  Five types of synthetic 
hemp Plus – Natural hemp!

•  Modern braided Dacron & 
exotics

• Full splicing service
•  Shackles, thimbles and 

twine of all descriptions

RAKA EPOXY
AND

FIBERGLASS
We have several types of epoxy 
resins for coating, gluing, and 
composite construction. A huge 
selection of fiberglass in knitted 
biaxials, triaxials, woven materials, 
carbon, and kevlar, and all with 
the lowest prices anywhere. Call 
us, and we ship your order the 
same day.

7 7 2 - 4 8 9 - 4 0 7 0
INTERNET CATALOG

www.raka.com

www.epoxyproducts.com/
marine.html

603-435-7199

Services

CROSS COUNTRY 
BOAT TRANSPORT

Specialized
boat

handling
to 55 feet

Licensed • Insured • Storage

651-437-2454

Rapid Response Marine Services
Serving the Southeastern New England

Boating Community

781-740-1418
www.rapidresponsemarine.net

Marine Electronics
& Equipment

Sales & Installation

Clothing

Check out our 
bookshelves

www.goodoldboat.com/
bookshelf.html
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Good old classifieds

www.goodoldboat.com

Services, cont.

New England
Chrome Plating Inc.
      Specializing in Boat Parts:
Plating, Polishing and Powder Coating

• Chrome • Brass • Gold 
• Copper • Nickel

www.newenglandchrome.com
860-528-7176

South Shore 
Yachts

• Navtec Norseman 
Gibb sales, service

• Full-service 
rigging shop

• C&C parts, 
manuals, info.

• Interior redesign

905-468-4340
905-468-1538 fax
www.ccyachts.com
sservice@niagara.com

Where skilled craftsmen 
produce top quality results at 

competitive shop rates

Bingham Boat 
Works LTD.

We can build and repair your 
fiberglass and wood projects

906-225-1427
906-225-0050

Fax 906-225-0604
BoatsWeDo@aol.com

Consignment

BOAT STUFF
Nautical Consignment

Mystic, Connecticut
860-536-3422

mysticboatstuff.com.

Marine Art

The Perfect Gift!
Immortalize your Good Old Boat as 
a scale model. The perfect gift for 
someone special . . . or yourself!

A unique handmade replica will last 
long after the sailing is done!

For commissioning info, contact:

Tom L. Thomas
Nautic-Art
PO Box 544

Kearney, MO  64060
Phone: 816-628-4336

http://www.nauticart.com

Note Cards
for boaters

check our websi te
www.BoatArtGreet ingCards.com

Websites

Boat
Owner’s

World
The World’s

Most Complete
Boating Portal:

Directory • Classified 
News • Forum • Auction
www.boatowners.com

By-The-Sea
An Online Boating Magazine

Boatbuilders • Restorers
Plans • Kits • Supplies

Old boat brokers • Classifieds

www.by-the-sea.com

www.silentpaintremover.com
Ph# 585-924-8070

Remove 30 coats of varnish
and paint in 20 seconds.

No Chemicals
No Sanders

Lead Safe

Restoration

Bedding

Custom- tted to your V-berth, 
aft cabin or dinette, this one-
piece ultra-plush quilted pad 
promises a good night’s sleep 
and will change the way your 
back feels in the morning.

Toll Free 888-989-6503
www.tuftedtopper.com

The affordable marine sleeping solution

‘Tufted Topper’

Books/Videos

300 Maritime Titles

FREE SHIPPING ON ORDERS OF $49 OR MORE!

Call for a
Free Catalog
888-728-2180

Nautical Films
• Hollywood Movies
• DVDs & Videos
• Seamanship

• Travel
• Instruction
• Many, Many More

Or write us at: PO Box 7218, Missoula, MT 59807

The perfect gift book for your friends. 
60 photographic images, expertly repro-
duced, Visit my web site. Discount on 
orders of three or more! 

Tahoe in  Black &White

Jim Hildinger
Box 8897, S. Lake Tahoe, CA 96158

530 577-3593
www.tahoeinblackandwhite.com

nauticalmind.com
The Nautical Mind 
Marine Booksellers & 
Chart Agents
tel: (416) 203 - 1163 
toll free: (800) 463 - 9951

Surveyors

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

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

Donations

Donate unused or spare boat
parts and supplies or whole boats to 

The Sailing Program.
We’ve been teaching sailing and 

boat repair for over 15 years with the 
support of sailors like you. 

Contact Captain Scott 727-446-2541
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Our advertisers (bless ’em)

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 scanning 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> or call 763-420-8923.

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.

Boats

Great fun begins with 
       a great dinghy!
Fatty Knees 7', 8' and 9' models, 
easy to row and simple to sail and, 
most importantly, great fun.
Edey & Duff, Ltd., Dept. K
128 Aucoot Rd., Mattapoisett, MA 
02739  (508) 758-2591  
www.fattyknees.com

FATTY KNEES

Classified Deadlines
Issue Date
May 2005 ........Mar. 1, 2005
July 2005 ........Apr. 29, 2005
Sept. 2005 ........July 1, 2005
Nov. 2005 .......Sept. 1, 2005 
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Sanderling cat, Continued from Page 32

were fin-
ished. We 
had cockpit 
cushions 
custom 
made for 
us.

I installed a new outboard bracket 
on the transom. The engine that 
came with the boat was a 10-year-old 
Johnson 9.9 long shaft. Although it 
was in good condition, I purchased a 
Honda 9.9 four-cycle. The feature that 
interested me most was the genera-
tor, which meant that I would not have 
to continually remove my battery for 
recharging every week or two.

Obvious choice
The choice of a name was easy, as 
our first grandchild, Meghan, had just 
been born. I took a look at various 
nameboards at a nearby boatyard and 
came up with a design. I cut it from 
¾-inch teak and carved the letters. 
Then I gave it four coats of Cetol with 
gold paint on selected areas between 
the third and fourth coats. Its curve 

matched that of the transom, and the 
Meg was officially named. 

The rig was the last thing to be 
tackled. I took the fittings off the 
original aluminum mast and cleaned it 
with Interlux Solvent Wash. Then  
I gave it a coat of Interlux Viny-Lux 
Primewash Base, followed by Bright-
side Primer and three coats of Sun-
down Buff. I painted the top of the 
mast and the ends of the boom and 
gaff white. I purchased new mast 
hoops. The gaff saddle had no cush-
ioning on the inside and was sure to 
scratch the new paint. I cemented a 
piece of naugahyde inside the saddle.

The old sail had several tears in it. 
I purchased a new sail with two rows 
of reef points. Marshall Marine had 
brown sail and tiller covers made for 
me to match the paint scheme. 

Ready to go
After some final attention to the boot 
stripe and bottom paint, Meg was ready 
to go. Our local boat hauler took her 
out of our driveway and deposited her 
in Forked River at the Tall Oaks Marina 
May 8, 2003. People ask me if she is 
a new boat and are surprised to hear 
that she is 33 years old. She has been 
a pleasure to sail. We have adjusted to 
the catboat rig. 

This rebuild took nine months and 
wasn’t necessarily cheap. I have about 
$16,000 invested in the boat, includ-
ing the purchase price, along with the 
new sail and motor. I could have found 
a boat in good condition for that price, 
but it is likely that I would have had to 
replace the sole or some other wooden 
parts. In addition, it would not have 
come with the cockpit grate, cabinets, 
and other things I added. The time and 
money invested have given us a boat 
that is truly ours and a bit unique as far 
as the class is concerned. With more 
grandchildren on the way, we have 
many good days of family boating plea-
sure ahead of us. 

Resources
Marshall Marine

508-994-0414
<http://www.marshallcat.com>

•  One-Off /Semi Production 
Boatbuilding

•  Boat Repair/Restoration
  Wood & Fiberglass
•  Complete Engine, Mechanical, 

Electrical Service & Installation
• Yanmar Diesels
• Mobile Service Available

Brad Abbott
Pickett, WI 54964

920 685-6624 • 920 410-4588
www.amespointboatworks.com

1966 ALBERG 35

“One of several current restoration projects”
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fi cient with 
watermak-
ers, air-con-
ditioning, 
whatever 
they want.” 
Like a lot of 
other people 
in the indus-
try, he sees 

his aging followers taking an interest 
in the comforts of motoryachts, but 
not all want to go to sea without some 
sort of stick overhead. 

To fi ll his time, Charley is teaching 
himself painting, taking after, in a re-
verse sort of way, his son and daugh-
ter, who are both artists. 

And, of course, he still fi nds time 
for sailing. He was active in the local 
Star fl eet until his wife became ill 
six years ago; he nursed her until her 
death in February 2001. 

But, he says, he’ll do his yacht 
club’s Mexico race this year, and 
there’s always the Morgan Invasion, 
a rendezvous for owners, in which he 
participates.

Charley Morgan, 
Continued from Page 27

Last October, the 19th annual Inva-
sion was held at the Treasure Island 
Tennis and Yacht Club in Treasure 
Island, Florida. The event coincided 
with Charley’s 75th birthday. More 
than 100 boats participated. Nothing 
makes a designer or builder happier 
than seeing his boats still going strong 
and his owners happy. One of his fa-
vorites, Paper Tiger, recently resur-
faced in the West Indies. “You can see 
her on my website <http://www.
charleymorgan.com>,” he says with 
pride. “And she’s till honkin’.” 

So, too, one might add, is Charley 
Morgan. 

This article is a revised 
version of informa-
tion included in Heart 
of Glass: Fiberglass 
Boats and the Men Who 
Made Them, by Dan Spurr, available at 
<http://www.goodoldboat.com/book-
shelf.html> or by calling 763-420-8923.

For further reading . . . 

SAILING INSTRUMENTS

SPEED • LOG • DEPTH • 
APPARENT WIND • WINDSPEED

11 models to choose from
Prices start at around $120.

Call for a complete line Catalog.

Electronics, Inc.
95 Dorothy St.

Buffalo, NY 14206
1-800-876-4970 or 716-821-5304

www.moorelectronics.com

For over 30 years Moor/EMS 
has been making reliable marine 

instruments at an affordable 
price. We carry a full line of 

analog and digital instruments.  Visit us on-line at;
www.wewireboats.com 
for lots of ideas for your 

“good-old-boat”

5-7 Perry Way, Unit 11
Newburyport, MA 01950

978-462-0470 Ph.
978-462-2852 Fax

yachtwire1@aol.com

If you are in the process 
of rewiring your good 
old boat, let us help you 
upgrade your electrical 
system to meet ABYC & 
USCG specifications.

We design and fabricate 
AC, DC and Instrument 
Panels plus do complete 
prepackaging of elec-
trical systems to meet 
YOUR needs.

Mobile

 Marine Electrical 
Services, Inc.

Custom Marine Electrical
and Instrument Panels
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Using sound-deadening tiles 
on the mechanical jib
by Michael Facius

weigh 19 ounces 
each. The surface 
that faces the engine 
is a shiny metallic 
over a dense vinyl 
material. Between 
that side and the 
side that sticks to 
the walls of the engine room is soft foam. The adhesive side 
is covered with a waxy paper that protects the sticky sur-
face until you are ready to apply it. 

Cutting the tiles to fi t is easy. Have measuring tools, 
straightedges, and a thin-pointed indelible pen to mark 
the cut lines. I found that the adhesive would stick to the 
blades after a few cuts but some acetone removed it quick-
ly. The whole process took us a little over two hours. After 
we cleaned up and made some lunch, it was time to turn 
the Yanmar on and listen to what we had accomplished.

The sound level in the cabin at idle had been 79 dB, and 
at 5 knots it had been 80 dB. With the tiles installed, we cut 
the level by 3 dBs. The sound level at idle now is 76 dB, and 
at 5 knots it has improved even more to 74 dB. 

We can now talk to each other instead of yelling. While 
the Yanmar is still a strong presence, it’s much quieter than 
it was before. As an added bonus, the inside of our engine 
compartment looks great. 

OUR 2QM15 YANMAR DIESEL IS A HARD-WORKING AND RELI-
able iron jib. But it tends to be a bit loud. You know 

the type: give them a little juice, and you can’t get them to 
shut up. We knew we would love it if our engine’s sound 
level were lower, so when Nick Cancro of Sailor’s Solutions 
asked if I would be interested in testing his SPM sound-
proofi ng tiles, I jumped at the chance. 

When I mentioned the test to Jerry Powlas, Good Old 
Boat’s technical editor, his response was to “be as scien-
tifi c as possible.” He said, “Get a sound-level measuring 
device, and document the level before and after under the 
same conditions.” 

I work at a video-production company that has a sound 
engineer on staff so I was able to borrow a digital sound-
level meter that can measure from 50 to 126 decibels in 
10-decibel increments. 

My Internet research turned up some interesting infor-
mation about sound levels. The human ear has the ability 
to sense a very wide range of sound, which is described 
as a pressure and is measured in pascals. The human 
ear begins to sense sound at about 20 micropascals and 
experiences pain from sound at 100,000,000 micropas-
cals. The ratio between these pressures is fi ve million to 
one. Because the human ear perceives pressure changes 
logarithmically over a large range, sound pressure level is 
measured in decibels (dB). 

The decibel is logarithmic in relation to sound pressure, 
giving us a more manageable scale. Normal conversation 
is approximately 60 dBs or 20,000 to 30,000 micropascals, 
while a rock concert is 120 dBs or 20,000,000 to 45,000,000 
micropascals. One of the lessons is that conventional 
linear math can’t be used. For example, if you have two 
60-dB sound sources, the overall sound level will be 63 dB, 
not 120 dB. While a 3-dB change is generally perceptible, a 
10-dB change, either up or down, is approximately twice or 
half as loud.

Our C&C 30 would require about 20 tiles to completely 
cover the inside of the engine compartment according to 
Nick. He was right. The actual installation was easy. My 
wife, Patty, and I had planned to install the tiles on a Satur-
day morning while at anchor. The night before we carefully 
cleaned all the surfaces that were to receive the tiles, ac-
cording to the supplied instructions. 

The tiles are 12 inches square, about an inch thick and 

Resources
Sailor’s Solutions

631-754-1945; <http:www.sailorssolutions.com>

the the
Quieting
iron beast

Simple solutions

The soundproofi ng 
tiles are 12 inches 
square with a metal-
lic cover over a 
dense vinyl material 
about 1 inch thick. 
The back side is 
adhesive protected 
by a waxy paper.
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AMONG THE MYRIAD OF KNOTS AVAILABLE TO THE SAILOR, ONE IS 
most conspicuous by its absence. I cannot recall see-

ing a toggle hitch in use on any boat other than our own. 
This hitch has so many uses, where no other knot can be 
substituted, that a review might be in order.

The toggle hitch is basically a means of joining two 
lines with eyes in the end. These eyes can be formed by 
having splices or knots. The photo above illustrates the 
basic hitch. If the lines are different sizes, the eye in the 
larger line is passed through the eye in the smaller one. A 
bight of the smaller one is then pulled up through the eye 
in the larger, and the toggle inserted. A toggled bight is 
shown on Page 74. It uses one line with an eye and one line 

without an eye. (Note: It would be tempting to try 
two straight lines, but you really need at least 
one loop to have a stable hitch –Ed.)

What is the toggle? Almost anything, from a 
tree branch on up. I use a 12-inch round-shanked 

screwdriver with the tip smoothed and a ½-inch hole 
drilled in the handle. The strain on the toggle is a very 
small fraction of the strain on the line. The hole in the 
handle allows for a loop of bungee cord and for a toggle 
line, which is used when you need to undo the hitch from a 
distance.

While the hitch is very secure, belt-and-suspenders 
types may wish to add to the security. A loop of bungee 
cord, fastened through the hole in the handle, can be 
pulled over the end of the toggle. The length of a loop 
should be a few inches short of the end of the toggle so 
the toggle cannot self-withdraw but can be withdrawn by 
tugging fi rmly on the toggle line. The bungee cord should 

A remote control 
for short-handed sailors

by Jim Martin

A remote control 

toggle hitch
The

Basic toggle hitch

DURABAK – SKID-RESISTANT COATING
• Has superior NON-SKID properties and is more skid-resistant 
when wet than when dry (ASTM D- 1894-93).
• Uses recycled rubber crumbs in suspension, giving a totally 
 exible, impact resistant, resilient-like surface which will not 
crack, chip or peel.
• Is a one-part polyurethane product which bonds to  berglass, 
wood, rubber, primed metals, concrete and more.
• Is not affected by fresh or saltwater and is resistant to oil, 
gasoline, diesel, dilute acids (such as battery acid) and tolerates 
heat to 250º F+.
•  Can be easily brushed, rolled or sprayed and is available in 
a variety of colors, including the “safety colors.”
• Works very well on all types of equipment: trucks, (makes 
your diamond plate safe), steps, ladders, boat decks, trailers, 
planking, scaffolding, storeroom floors, loading docks, ramps, 
walkways, or anyplace slip and fall hazards exist.

For information contact:
APPLIED SURFACES INC.
Telephone: 800-272-3312

Fax (561) 391-0045
e-mail: info@appliedsurfaces.com

website: www.durabak.com

2305 Bay Ave.
Hoquiam, WA 98550
(800) 438-0633

Phone (360) 533-5355  Fax (360) 533-4474
www.bottomsiders.com

email cushions@bottomsiders.com

• Closed Cell Foam
• Slide Resistant

• UV Resistant
• Waterproof

Solution: BottomSiders™ custom-made cockpit cushions 
are the answer to your dreams. Our cushions provide 
the style and comfort you demand. And, unlike some of 
your former sailing companions, you won’t find any split 
seams or soggy seats.

WANTED: ATTRACTIVE ALL-WEATHER
SAILING COMPANION THAT FLOATS
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be pulled around the back of the 
hitch so it bears on the outer line, 
not the inner one (see bottom 
photo).

The benefi ts of the toggle hitch 
are in its ability to be instantly 
disengaged and to be disengaged 
from a distance.

Laying out an anchor
When it is necessary to lay out 
a second anchor or to put out a 
breast anchor from any pier moor-
ing, the toggle hitch really shines 
(see anchor photo on facing page, 
top). An appropriately sized line 
with eyes in each end — spliced 
or knotted or a loop of line — is 
passed through the head of the an-
chor and around an appropriately 
sized fender. On top, a toggle hitch 
is fastened. The anchor/fender is 
lowered over the side by the rode, 
with a line from the fender and a 
toggle line led to the dinghy. The anchor is then rowed or 
motored out to its chosen location and the toggle pulled out 
of the hitch. The anchor drops in place, and the fender is 
recovered into the dinghy. No scratches, dings, or dents. In 

Toggled bight

Securing with 
a bungee for safety

fact, using the fender and a toggle 
hitch, the anchor can be swum out 
without diffi culty.

Towing
When your boat is towing or being 
towed, immediate disengagement 
can be critical. You may have only 
a few seconds to cast off a towed 
boat or to free yourself from a 
tow. The use of the toggle hitch 
provides you with the ability to 
react instantaneously. Towing is 
best done with a bridle. One way to 
make a bridle suitable for towing 
or being towed involves splicing an 
eye in each end of a line appropri-
ate to the size of your boat and in 
fi nished length twice the distance 
between your stern cleats. If you 
don’t have a line made up with eye 
splices, bowlines will do. 

Make the eyes large enough to 
go over your stern cleats and over 

your bow cleat or cleats. Hook them together over a post or 
cleat, pull out the tension, and mark with tape the exact cen-
ter of the bridle. An error here will cause towing to be offset 
and will place the entire towing load on only one line. Once 

Name the perfect
tool and gear organizers that 
fi t weird-shaped boat spaces.

Call 800-258-8458 or visit www.toolpak.com

ToolPaks®

.
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you have your bridle ready, tie a bow-
line on a bight in the bridle with the 
tape exactly centered as illustrated. 
Make the bowline eyes 12 inches long.

When towing – If yours is the 
towing vessel, place the spliced eyes 
over your stern cleats, clear of all 
rigging and stanchions, and rig the 
toggle hitch with a bungee for safety 
in the bowline in your towing bridle. 
If the towed vessel gives you a plain 
line, put a bowline in it. Take the end 
of the toggle release line and fasten 
it loosely to the backstay, where you 
can reach it. With the bungee wrapped 
around the hitch, the toggle will not 
come out by accident, but a fi rm pull 
on the toggle line will immediately 
disengage it and the tow.

When being towed – Use the 
same bridle when under tow. Lead 
each end on opposite sides of the 
headstay, through the chocks, if so 
equipped, and to the bow cleats. Or 
lead both to the midships cleat, if 
your boat is rigged that way. Using a 
bowline or spliced eye on your end of 
the towing bridle, fasten the toggle 

With an anchor

Towing bridle

Bridle with toggle release

hitch and lead the toggle release line 
to the headstay, high enough to keep 
it clear but within reach. If you should 
notice the towing vessel is a shallower 
draft vessel and about to go over a 
shoal which is fi ne for his boat but not 
for yours (or need to disengage for 
any other reason), a quick tug on the 
toggle will allow you to choose your 
own place to go aground. He would 
have your towrope, but you would 
have your keel.

Other uses
You can use the toggle hitch to quickly 
release a boat moored near shore with a 
line to a rock or tree and an anchor off 
the bow. Other uses will present them-
selves once you add this knot to your 
repertoire.

We have used the toggle hitch for 
years, and consider it an important part 
of our knot inventory. All our crew-
members learn it. I would not recom-
mend that the toggle hitch be taught to 
sailors before the bowline, clove hitch, 
or buntline hitch, but it is a worthwhile 
hitch to have in your repertoire. 

SMOOTHER . . . QUIETER!

Oil Change Pump

Fuel Oil Filter

Fuel Lift Pump

BD1005 28hp model

Dip Stick

Raw Water Pump

Lube Oil Filter

What a concept!
Engineered to be serviced easily
• Beta Marine Superb Propulsion Engines, using Kubota Diesel
• From 10 - 90hp including our famous Atomic 4 replacements
• Also available: Marine generators up to 30Kw

BETA MARINE • North Carolina Ltd
PO Box 5,  Arapahoe, NC 28510

800-682-8003 •  252-249-2473 •  fax 252-249-0049
sales@betamarinenc.com

www.betamarinenc.com

Our engines idle smoother and quieter because 
of our high inertia flywheel. This is one of the 
many Beta Marine exclusive features that make 
our diesel engines easier to live with.

Marine Mail Order
Quality Marine Hardware

at Discounted Prices
Portholes & Deadlights Windlasses
Cowls & Mushroom Vents Teak & Bronze Blocks
Gallows Frames & Bases Cleats, Deck Prisms
Cabinet Hardware Plumbing Hardware
Halogen & LED Lighting Deck Fills
Forestay Levers & Bases T-Track
Mast Steps Stainless Steel Wheels

Visit our secure website: www.marinemailorder.com
Or call for catalog: 707-745-4372

Toll free: 888-228-6758 • Fax: 707-745-1756

Hand Crafted, High Efficiency Light
New L.E.D. Night-Vision Option
Alpenglow Lights use the 
latest compact fluorescent 
and L.E.D. technology for 
unmatched efficiency and 
light quality. The attractive 
wood fixture is available in 
several models including 
night-vision and splash-proof. 
Prismatic lens designed for 
wide-angle illumination. Dual 
power switch allows choice of bright light or gentle glow. 
Also, high-efficiency brass reading light. Brochure includes 
helpful information on selecting cabin lighting.

Alpenglow Marine Lights
P.O. Box 415 • Eureka, MT 59917 • 406-889-3586

www.alpenglowlights.com
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FLEXIBLE
FURLER
• #1 choice of cruisers, casual  
  racers and daysailors
• Excellent reefing system
• Trusted by boat builders
• Proven Reliable
• Affordable

The Original

CRUISING DESIGN INC.
44 James St., Homer, NY 13077

Tel: 607-749-4599 Fax: 607-749-4604
e-mail: sailcdi@verizon.net • website: www.sailcdi.com

Hunter
Nimble

Catalina
Hutchins
Seaward
Precision

MacGregor
W.D.Schock

Stuart Marine
International Marine

To name just a few of 
the builders who choose 

the Flexible Furler 

The Flexible Furler is the original, tried and true, flexible 
reefing system. We designed the first Flexible Furler 12 
years ago, and we’ve since learned even more about 
our product and the sailors who use it. It was 
a bulletproof design back then, and we have taken every 
opportunity to make the Flexible Furler even better over 
the years. The result is a proven yet updated reefing 
system designed for a lifetime of flawless service.

Stainless Steel
Rachet Buckle

& Strap

Stainless Steel
Hardware, Rigging & Fittings at Reasonable Prices

See our complete catalog and order on the Web!

www.BOSUNSUPPLIES.COM
Or call toll-free for catalog and to order

(888) 433-3484

Strength, Quality
and Dependability . . . 

plus a Lifetime Warranty!

Three Widths: 2”, 1.5” & 1”
Various Lengths
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W ITH A STERN-MOUNTED LADDER AND A CONTINUOUS STERN 
pulpit, climbing aboard our 1977 C&C 29, Echo, from 

a dinghy meant climbing up and over the rear rail, a task 
that required ninja-like agility. Most new boat designs 
solve this problem by splitting the rail, scooping out the 
transom, and building in a swim platform. Swim platforms 
are nice, but I fi gured that modifying the rail would satisfy 
both the tiniest and oldest members of my crew. 

First I contacted a welder to get a price for cutting out an 
opening in the rail. This certainly might be a logical course 
for those looking to minimize the appearance of the joints, 
but browsing through the catalogs of a few marine suppli-
ers made me realize that I could do the same thing with a 
few standard rail fi ttings and a length of 1-inch-diameter rail 
without having to remove the rail and take it to the welder. 
After all, I was only going to cut out an opening in the rail 
the width of the stern ladder, terminate the cut ends with 
elbow and tee-fi ttings, and run the new vertical legs of the 
rail down to new stanchion bases.

The fi rst thing I did was to check how much cant the 
stanchion bases would require to match the angle of the rail. 
Stock stanchion bases have around 4 or 5 degrees of cant, 
but I needed stanchion bases that angled out 12 degrees. I 
used a scrap 24-inch length of 1 x 1-inch pine held against 
the railing, traced the angle across the bottom, cut the wood 
to the angle, and double-checked the fi t. When it looked 
right, I used an adjustable drafting protractor to determine 
the angle I had made. At approximately three times the 
price of stock stanchion bases, these custom bases added 
considerably to the project’s overall cost, but they matched 
the existing boat hardware better. 

Would they fi t?
The next order of business was to see if I could coax the 
right-sized opening out of the limited space available on 
the stern. The existing ladder predetermined where ev-
erything should go; the question was, would the stanchion 
bases fi t? They did, but not with much room to spare. I 
had planned to leave about an inch or so between the top 
elbow fi tting and the ladder when it was folded in the up 
position and then fi gure out some hardware confi gura-
tion that could be used to securely attach the ladder to the 
rail when it wasn’t being used. But the vents on the stern 
prevented this. The opening turned out to be — by neces-
sity — exactly the width of the ladder. This was actually a 
blessing, because the ladder hangs over the opening with 
the lower end draping slightly inside the stern pulpit. The 
friction fi t keeps it from rattling around. It’s nice not to 
have to tie it when we leave our mooring or an anchorage.

Simple solutions

Cutting away the stern pulpit 
eases the boarding problem
by Andrew Wormer

Echo’s new stern ladder allows access without requiring 
ninja-like agility. Andrew says the new stanchions at the 
opening were the major expense in the project, but they 
match the existing boat hardware better. Notice the round 
access ports in the transom of this C&C 29.

A split-rail fence
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Simple solutions

in the tee fi tting and then insert the end of the lower rail into 
the sleeve for a snug fi t.

Plywood backing
After checking the fi t and verifying the stanchion base 
locations, I marked where the holes should be drilled in the 
stern. After drilling the holes, I cut out backing plates from 
¾-in plywood. My boat has access ports that allowed me 
to reach the area underneath the deck where I was mount-
ing the backing plates for the stanchions. After trimming 
the backing plates to fi t and extending the holes drilled 
through the deck on through the backing plates, I mixed 
up a batch of epoxy and put the plates in position. Next I 
mounted the stanchion bases, using the through-bolts to 
hold the plates in place as the epoxy cured. 

Then it was time to assemble the pieces. My initial con-
cerns about the rigidity of the new railing were groundless. 
There’s a solid feel to it when we use it as a handhold when 
entering or leaving the boat. It looks reasonably good too. 
At a little less than $250 for parts and a few hours of labor, 
it’s probably been one of the most cost-effective improve-
ments I’ve made on the boat. 

I got the parts from 
Bo’sun Supplies after 
doing a quick bit of 
research on the Inter-
net and making a few 
phone calls. The parts 
included two custom 
stanchion bases, two 
90-degree rail fi ttings, 
two 90-degree tee 
fi ttings, and 4 feet of 
1-inch outside-diameter 
stainless-steel tubing 

to make up the two new vertical legs. 
Before cutting, I placed the new fi ttings against the exist-

ing railing to verify where the cuts should be made. Then I 
used a hacksaw to cut out the approximately 16-inch-wide 
center sections of the upper and lower rails. I should note 
here that the lower rail section was smaller in diameter than 
the 1-inch diameter of the rest of the railings. Fortunately, 
I found that a sleeve cut from the 1-inch-diameter rail fi t 
perfectly over the skinnier rail, so I could insert the sleeve 

Resources
Bo’sun Supplies

888-433-3484; <http://www.bosunsupplies.com>

oSea-B-Que Small, Large
and the new
Sea-B-Que Round!
oMarine Grade Stainless 
Steel
oMany accessories available

oAvailable in two sizes 
Models P9000/P12000
oProvides comfortable 
dry heat and the ambiance 
of a fireplace.
oClean economical and 
easy to use
oComes complete with 
flue accessories and ready 
to install, just supply fuel!

Ask your dealer about Dickinson today!
or call 1 (800) 659 9768 or see us at

www.dickinsonmarine.com

Top Quality Marine Products by
Dickinson Marine

and the NEWPORT
direct vent heater!
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Andrew’s C&C 29 
awaits the return of the 
Wormer family in the 
dinghy.



A welcome use 
for scrap mahogany
by Frank Nowak

Quick and easy

OUR 1982 HUNTER 27 HAD PLYWOOD HATCHBOARDS THAT WERE 
in desperate need of replacement. St. Angelo Hard-

woods in Bristol, Rhode Island, had some nice teak, but 
being frugal (read cheap!) we went with their mahogany at 
half the price. After mating two 7-inch by 8-foot boards on 
edge using a friend’s biscuit joiner, I cut new boards using 
the old ones as patterns. One coat of Cetol Marine with 
three follow-up coats of Cetol Marine Gloss made some 
pretty good-looking boards.

Then I noticed the scrap mahogany lying around and 
thought, “I wonder what we could use these for; they’re too 
expensive for kindling.” A frame for a bug screen would be 
just the thing. They were already planed down to the 9⁄16-inch 
width needed to fi t in the companionway slides; it was a 
simple matter of trimming the scrap wood to make a screen 
frame using the boards I had just completed as a guide.

First I made a template of a screen sized to fi t the entire 
set of three companionway boards, thinking that we would 
end up with a nice-sized bug screen. But when I took it be-
low to see where we could stow a full-sized hatchboard, it 
was simply too large to stow. So we eliminated the screen 
from the bottom board and came up with a bug screen 
that was equal in size to the two top boards. This could fi t 
below with no problem. 

The frame was glued and screwed at the corners. We 
cut ordinary wood screen strip from the lumber yard to 
fi t and gave the frame and strips the same Cetol coatings 
as the new hatchboards. We pre-drilled pilot holes in the 
strips and then screwed them down over the stretched-out 
screen material with 5 ⁄8-inch stainless-steel hardware. We 
used plastic coated fi berglass screening, which was cheap 
and will not corrode. Then we added 2-inch galvanized 
corner braces. 

Now we are secure below at night with plenty of ventila-
tion and no bugs! 

Screening 
out the bugs

Frank Nowak created a ²⁄³-sized hatch screen, at top, for his 
Hunter because a full-sized screen was diffi cult to stow. He 
made the screen frame from mahogany left over from making 
a new set of hatchboards, shown in center photos installed 
and as a pattern for the screen frame. A close-up view of the 
screen frame and screen attachment, bottom photo.
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Warm water without   
the usual hassle

by David Satter

HERE’S A SHOWER IDEA I INCORPORATED INTO THE UPDATING

of our 1973 Bristol 30. Since I was building new gal-
ley counters, I installed a 3-gallon Todd water tank under 
the countertop.

Using the relocation kit available from most marine 
outfi tters (Todd #902218), I was able to move and plug 
the fi tting holes. After installing the small outlet and hose 
in the bottom of the tank, I found a piece of PVC at the 
hardware store which had threads that matched a plastic 
deck-fi ll cap. The PVC was installed through the top of 
the tank, then sealed with marine adhesive sealant. The 
top of the PVC fi nished fl ush with the top of the counter-
top for the deck-fi ll cap (now a counter-fi ll cap). Support 
the tank with stainless straps or a plywood shelf.

Simplifying  the shower
Quick and easy

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 replacement 
bearings and which is quickly 
installed (under water if necessary). 
It is also less costly than other 
cutters on the market.
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Simplifying  the shower

A small deck-fi ll cap, shown with funnel, at far left on fac-
ing page, and with cap removed, at left on facing page, is 
the only visible change in the galley. David’s modifi cation 
called for a water tank in unused space below the coun-
ter. With the addition of warm water, this tank supplies a 
shower in the nearby head.

The hose runs from the bottom of the tank under the 
cabin sole to an on-demand pump or a small in-line grav-
ity-fed pump, then up into the head to a hand-held shower. 
The shower drains through a screen fi lter into the bilge to 
be pumped out or into a sump, if you have room for one.

You simply fi ll the tank with a kettle of hot water from 
the stove and a kettle or two of cold. Then you step into a 
warm shower. The fi ll cap should be left ajar for venting 
when in use. 

It may be hard to fi t a small water tank under your 
boat’s counter, but if you have a head without a shower, 
it’s well worth a try. There’s no carrying extra containers 
or hoses for portable showers. You may be able to free up 
some space when you replace that old icebox, but that’s 
another project for another day. 

funnel for filling

3-gallon tank

fitting 
supplied with 
relocation kit

countertop galley

PVCmarine
adhesive
sealant

deck-fill cap

small in-line or 
gravity-fed pump 

hose leads under 
cabin sole up 
into hand-held 
shower in head

Good Old Boats
We don’t just insure them . . .

. . . we’re owners of these boats.
We’ve been through the buying process, the restoration 
process, the upkeep.
We still scrape, sand, paint, varnish, reframe, refasten, 
and refinish our own boats. 
We sail them, cruise and race, we fish from them – 
we just plain enjoy them.
In short, we love Good Old Boats just like you do, and 
we understand what your boat means to you.

Call us to discuss
insuring your good old 

fiberglass, wood, steel, or 
aluminum boat
1-800-959-3047
860-449-5915 (fax)

P.O. Box 188 • Mystic, CT  06355
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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

Robertie WoodCraft
www.Robertie.com

Quality
  Value
    Beauty
      Tradition

Specializing in Marine Furniture

Cockpit & Salon Tables
Racks & Cabinets

Clocks and Weather Instruments

Look familiar?

For the  rst time ever!
TILLER MOUNTED engine controls ONLY from 

Powertiller.com
check us out on the internet or call 602-852-5707
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Unusual boat photo 
Here’s an unusual photo taken from the cockpit. We couldn’t 
resist this photo of an elk taken by Kirk Thurman from his 
Balboa 26 soon after hauling the boat out of Yellowstone Lake.

Editors

One polite correction
Thank you for the nice review of the ClampTite Tool in the 
November 2004 issue. My father, Ray Silvey, was the inven-
tor. The tool was Dad’s 37th and last patent. He started in 
business in 1965 and is well known in the logging industry 
for many inventions which made loggers’ lives easier and 
more profitable. Before his death in April 2002, he signed the 
company and the patent over to me. I’m trying hard to follow 
in Dad’s footsteps, improve this tool, continue to build this 
business, and make Mom proud.

Dad fathered five girls, so we grew up in the machine 
shop. We thought everyone had a machine shop in their 
backyard and that other dads could do anything or build 
anything, like our dad. We also grew up looking at every-
thing in the light of how to change it and make it better. Dad 
taught us that everything could be streamlined and im-
proved upon, even things he had invented. For more infor-
mation about the CalmpTite Tool, call 800-962-2901.

Your article says a ClampTite distributor had contributed 
to many changes in the tool. Since that part of the article was 
a bit misleading, I wanted to clarify. A ClampTite distributor 
spoke to rigger Brion Toss, and at Brion’s suggestion the tool 
was modified with the addition of a lanyard connection. 

Senora Early
ClampTite–Ray Silvey Company

Whoops! Depends on who’s counting
In your January 2005 issue you had an article on the CS 36 
in which the author claimed there was only one of its kind 
sailing on Long Island Sound. I’m here to say that we have 
three in our club alone at the Duck Island Yacht Club in 
Westbrook, Conn. <http://www.DIYC.com>. Come out our 
way to see three fine examples of the boat. One in particular 
is being made ready for some extended cruising.

George Van Drasek
Avon, Conn.

Irwin and Endeavour similarity
I’d like to fill in a little information about the Irwin 32 [which 
could have been included in Ted Brewer’s Cheoy Lee 32 com-
parison in the January 2005 issue]. I own a 1971 model. The 
Irwin 32 was in production from 1970 through 1972. There 
might have been a few 1973 models. The 1972 models were 
considerably upgraded in cabin furnishings and ports. A yawl 
rig was an option; I’ve run across at least one. The boat was 

available as a keel/centerboarder as well as fixed keel. The 
dimensions given in the comparison article for the Endeavour 
are all roughly the same as the Irwin, but I believe the Irwin 
has a longer boom and another 30 square feet of sail area.

The significance for Good Old Boat readers is the Irwin 
brand is much cheaper than Endeavour. My 32 was a fixer-
upper. For someone trying to find a nice cruising boat really 
cheaply, the Irwin is the one to look for. 

By the way, the 32 is probably the most obscure Irwin 
model, since the Irwin 32.5 center-cockpit cruiser was 
produced at the same time, and later there was the Irwin 
Citation 32. On the SailNet list we call it the Classic 32 to 
distinguish it from the other models. The following URL has 
downloadable pages and drawings from Irwin 32 brochures. 
There’s also a picture of my boat sailing in the Patapsco 
River, with the Francis Scott Key Bridge and downtown  
Baltimore in the background <ftp://ftp.sailnet.com/irwin/ 
Irwin%2032/Classic%2032/>.

Stephen Hendry
Baltimore, Md.

Neshuma’s old engine lives
The 1984 5444 Universal diesel that came out of Sonny Fur-
man’s Pedrick 41 (“Poor man’s Hinckley,” January 2005) now 
lives quite happily in my vessel. Sonny served as my mentor 
through the purchase and beginning refit of Sparkle Plenty, 
my 1980 Mariner (New Hampshire) 36 sloop. I assisted Sonny 
with moving engines off and on Neshuma (I took the engine 
photos that appear in the article) and subsequently pur-
chased the Universal. It had low hours (around 600). It made 
an excellent replacement for my aging 1980 Universal 5432. 
The two engines are very similar; the 44 bolted right into the 
same holes on the stringers. It also mated just fine with my 
Hurth HBW 10-2R transmission. Before installation Sonny 
helped replace the old automotive-type spring clutch plate 
with a new R&D Marine linear damper for 
smoother shifting. I also did a lot more 
prepping before bolting her in.

Tory Salvia
Annapolis, Md.
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Mail 
Buoy Awlgrip problems

I have a 27-foot C&C which was 
repainted in 1992 with Awlgrip. In 
the last year the clear coat on top 
has started to peel off in a number of 
places around the boat. In the last 10 
years of our ownership the surface 

was only washed with warm water and has done beautifully. 
Now we have four to five pieces of the clear lacquer-type 
finish peeling off the boat. These pieces are more than a foot 
in size. Have you heard of anyone else having problems of 
this type with this product? How do I fix it without spending 
thousands of dollars?

Harvey Hall
Nanaimo, British Columbia

An expert responds
Awlgrip recommends clearcoating over metallics to pre-
vent fading and discoloration. They do not make a recom-
mendation regarding clearcoating over solid colors. And 
they discourage clearcoating over whites and pastels. The 
reason clearcoating is done is that some think it enhances 
the depth-of-image, resulting in higher gloss. It also makes 
repairs more difficult.

Unfortunately, there is no quick or inexpensive fix. With-
out knowing exactly what products were used and at what 
stage in the painting process the clear coat was applied, I can 
only make general statements and recommendations. 

The best time to apply clear coat is as part of the initial 
painting process when the clear coat is applied over un-
cured Awlgrip as the last coat of a multi-coat spray applica-
tion. The clear coat chemically bonds to the layer below, and 
you will almost never see delamination of the clear coat as 
you are describing. The second best way to apply clear coat 
is after 24 hours but before the paint has fully cured, within 
approximately seven days. This requires light sanding of the 
applied paint to enhance the mechanical bond (adhesion) 
of the clear coat. The fact that the paint has not fully cured 
allows for some chemical bonding. The worst way to apply 
clear coat is to a fully cured paint surface. The only bonding 
is entirely mechanical and, according to Awlgrip’s techni-
cal department, their urethane-based paint was designed to 
best adhere to their epoxy primers, not to cured urethanes. 

Most likely the clear coat on your boat will continue to 
fail and delaminate. The only way to guarantee a long-term 
fix is to repaint the boat after fully sanding the surface to 
ensure that the failing topcoat has been removed. The sur-
face should be cleaned and re-primed and then the Awlgrip 
topcoat applied.

Doug McEneany, rivboat@pressenter.com
Riverside Boatworks

To this, Harvey responded: “Thank you so much for look-
ing further into this for us. Not really what we wanted to 
hear, but we were in denial. As with all good old boats, it 
is our baby.” We know, Harvey, we know.

No dinghy dilemma at all
Perhaps I am overly sensitive to the issue, but it is becoming 
all to obvious to me [after reading “The dinghy dilemma” in 
the January 2005 issue] that there is a subtle editorial under-
current supporting inflatable boat bashing. I would suggest 
that you do yourselves and your great mag a disservice, as 
the fact remains the vast majority of us have and are abso-
lutely unwilling to let go of our trusty inflatables. There is 
not a more versatile, stable platform on the water. 

The “inflatables don’t row myth” is about as relevant as 
saying “GPS is just a fad.” Inflatables will row just as well as 
a hard dink. Those conditions where you would not be able 
to row, you also would not want to row a hard dinghy. As 
for powering, an inflatable will go farther faster than a hard 
dink with a comparable outboard. The issue of wear and 
tear is also over-exaggerated. I know people who are still 
zipping around in 18- and 20-year-old inflatables. Dozens of 

Ask for our 
NEW catalog
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folks agree that repairing 
their boats is very easy. 
It’s nothing to add a D-ring 
or grip anywhere you want 
in minutes. 

Rather than bash-
ing, you might want to 
approach an expert and 
get some helpful, ongo-
ing articles about all the 
fantastic modifications 
and repair work possible 
on inflatables to create 
the Perfect Dinghy. I am 
not against hard dinghies; 
in fact, I have an 8-foot 
pram, an old lapstrake 
rowing dinghy, and a Liv-

ingston twin-hull, but the whole family prefers the good old 
inflatable every time.

Jeff Jelten
Corvallis, Ore.

Jeff, the undercurrent wasn’t intentional. We didn’t change 
Silver Donald Cameron’s remarks in the January 2005 is-
sue, for example, but we didn’t remove them either. It’s true 
that we have run more articles about unusual dinghies, 
since we figured that everyone already knows all there is to 
know about the usual ones (that’d be the inflatables).

Fog for the rest of us
Rick Postal sent lovely photos of good old boats in a foggy 
Chetco Cove Yacht Club race near Brookings, Oregon. We sim-
ply had to share a couple of them. Above left is Momentum, 
a Mariner 32, owned by Mike and Polly Blank. To the right is 
Spindrift, a 32-foot Gulf, owned by Mel and Betty Githens.

Editors

Dripless packing
In his “Shaft Log 101” article in the January 2005 issue, 
Don Launer mentions, “A clay-like compound is inserted in 
the stuffing box and compressed by rings of conventional 
packing material and adjusted so there are no more drips. 
Although more expensive than conventional packing, after 
initial adjustment this system rarely needs readjustment.” 
Sound like a winner to me. What’s it called and where do 
you get it? Any tricks to using it?

Jim Young
Mollusk, Va.

Don Launer responds
The stuffing box dripless, moldable material you asked 
about is a unique clay-like substance that is packed in-
side the stuffing box and uses a ring of normal square flax 
packing as a retainer ring. This material has low-friction 
compounds and lubricants that don’t require water passage 
for cooling or lubrication, and it completely seals from the 
intrusion of outside water. Unlike flax stuffing rings, which 
break down from heat, friction, and water seepage, this 
packing will last for many years without attention and is 
suitable for sailboats or powerboats, except those “perform-
ance powerboats” that have extremely fast shaft rotation.

If your propeller shaft is very old, it’s probable that the 

shaft is scored from sediments inside the stuffing box. In 
this case, neither regular flax stuffing nor this new mate-
rial will be completely satisfactory. The product is sold by 
West Marine and is called Drip-Less Moldable Packing Kit. 
The kit does not include the flax packing, since the size of 
that packing is determined 
by each boat’s particular 
stuffing box. The price of 
the kit is several times that 
of conventional flax pack-
ing. Look for “Stuffing” in 
the catalog index. The West 
Marine catalog also has a 
formula so that owners of 
“performance boats” can 
determine if the product 
can be used on their boats.

Don Launer
Forked River, N.J.

Steak, not sizzle!
I really hope Good Old Boat 
is doing well for you. It is 
often mentioned as one of 
the essential magazines by 
posters on the Cruising 
World bulletin board who 
are disillusioned with more 
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Mail 
Buoy

Send questions and comments to Good 
Old Boat, 7340 Niagara Lane North, 
Maple Grove,  MN 55311-2655, or by 
email to jerry@goodold boat.com. 
Please limit messages to 150 or fewer 
words. We reserve the right to edit.

mainstream 
magazines. 
Like the build-
er of my first 
good old boat 
might have 
said, “They 
are selling the 
sizzle, Good 

Old Boat is selling the steak!”
Garry Prater
Seneca, S.C.

Rudder modifications
I have a 1989 Irwin 38CC. The rudder 
is 8 inches longer then the wing keel. 
From what I can find out online, the 
wing keel was made in 1988. But Irwin 
never changed the rudder from the 
standard fin keel. I have heard horror 
stories of breaking off the bottom of 
the rudder when running aground. I 
would think it is better to hit the keel, 
rather than the rudder.

My rudder is soft and delaminated. I 
plan on constructing a new one. I have 
another rudder post and blade (the pre-
vious owner ran aground and broke the 
rudder). I can do this over the winter 
and swap it out in the spring when the 

boat is lifted up. Can I lop off 9 inches 
from the rudder? Do I need to add the 
“wetted surface” to the trailing edge? 
Is it just a matter of square inches or is 
the shape critical? I have been walking 
around the yard this winter. I have seen 
some pretty big boats with some really 
small rudders! I have also seen some 
big rudders. Is there a formula?

Chester Punicki
Bohemia, N.Y.

Ted Brewer responds
My suggestion would be to cut it off, 
parallel to the LWL, about 1 to 2 inches 
shoaler than your fin. Try it out and, if 
you feel you’ve lost too much area, it is 
a relatively simple job to add an inch 
or two down the trailing edge.

Ted Brewer
Gabriola Island, British Columbia

An exceptional mother-in-law
I must be one of the luckiest husbands 
alive. My mother-in-law is enclosing 
the renewal check for the next year’s 
subscription. But then she is excep-
tional, as is your magazine. She always 
listens intently when I rattle on about 
how your staff seems to anticipate just 

IS HERE!
A set of 4 Volumes with over 1500 boats 
with up to date Specs, line drawings, 
interior layouts, underwater pro les and 
a concise review of current and out of 
production sailboats from 20' to 100'.

To order:
www.mauchs.com

904-821-1280
$35.94 Each (Includes S&H)

$132.75 Set of 4 Vols. (Includes S&H)

THE NEW VOLUME IV
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LOA 32 ft.
Weight 8,000 lbs.
Beam 8 ft.
Power 9 hp diesel
Cruising Capacity 4 persons
Draft 18"     (centerboard up)
 3'8.5" (centerboard down)
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what needs to be addressed next in the 
ongoing restoration and maintenance of 
our 1977 Norstar Flicka. For example, 
I’m imbued with confidence from Steven 
Alexander’s article, “Spiffing up the 
spars” in the January 2005 issue. I can 
now proceed to spiff up my own. Per-
haps putting your magazine in my hands 
is the best way “mi suegrita” knows of 
insuring her daughter’s safe return. 

Bill Ronstadt
Tucson, Ariz.

Bill, like mother, like daughter. We bet 
your wife’s a gem also.

Not independently wealthy?
Got the sample issues you sent me. 
There finally is a magazine for those of 
us who aren’t independently wealthy. 
Subscription check is in the mail. Re-
ally great publication.

Al Cash
North Eastham, Mass.
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Last 
tack

Standing 
headroom

But Mystic is our large boat! We have a trailerable boat in 
the backyard . . . the one not yet sailed . . . the project boat . . . 
our Mega 30, also designed and built by C&C. Jerry justifi ed 
buying a 30-foot trailerable because it offered at least a little 
standing headroom. (I’ll admit that it’s rumored to be as 
quick as the wind, and he’s more than a little excited about 
that possibility.) But standing headroom is hard to come 
by in trailerables. Trailerable boats offer a lot of fl exibility 
in terms of sailing destinations. As it turns out, however, 
you have to be very fl exible yourself, or very young, or very 
short, in order to reap the rewards. We are none of these.

So it’s a game of inches. The only possible standing space 
in the Mega 30 is under a bubble top, which means that, at 

least on this boat, you can stand up 
straight to do the cooking or the dishes. 
But more would be better, so the fi rst 
thing we removed was the tired over-
head panel. We got back an inch or two 
under the bubble top that way. Now I’m 
eyeing the fl oor grating. It must be an 
inch thick or a bit more. Surely there’s 
half an inch to be had there . . . 

To make up for the benefi t of actual-
ly standing at the sink, the Mega sailor 

is nearly doubled over when moving around in any other 
part of the boat. And to make matters worse, that sailor has 
to double over and crouch sideways in a crablike maneuver. 
The main passageway 
has a massive obstruc-
tion: the daggerboard 
trunk. We have to love 
the daggerboard trunk. 
It will allow this boat to 
go where others fear to 
tread. It allows for trail-
erability. But it’s smack 
dab in the middle of the 
living space!

Since we don’t seem to 
be shrinking fast enough 
to fi t our boats and there 
doesn’t seem to be any 
cosmetic surgery offered 
for too-tall sailors, the 
best thing to do is spend 
most of our time in the 
cockpits of our sailing 
vessels. So that’s where 
you’ll fi nd us in all but 
the worst conditions. For 
the taller sailors among 
us, it’s really the safest 
place to be! 

BEING TALL MAY BE OVERRATED AS A SOCIAL ASSET. AS A TALLER 
female, I’ve never been convinced of the advantages. 

First, many of the interesting boys were too short. Later, after 
I waited for their height to catch up with mine, many of the 
interesting men weren’t quite tall enough either, by my stan-
dards of the time. It took a while longer before I realized that 
there are more important criteria for a 
lasting partnership.

As a sailor, this height problem 
strikes me again and again. (Right in 
the noggin sometimes, in fact.) Mystic, 
our C&C 30, has standing headroom 
in the main cabin, although you can’t 
stand up exactly straight when work-
ing in the galley where the fl oor slopes 
up and the overhead slopes down. We 
manage to overlook that, however. The 
real problem is the overhead beam at the bulkhead by the 
head and hanging locker. This is a beam that can take our 
heads off time after time . . . in spite of owning this boat for 
more than a decade. I have a funky little macramé hanging 
suspended from that beam. It’s usually in our line of vision 
and (particularly when we’re not wearing caps with visors) 
saves us from many hard knocks.

That macramé hanging (we’ll call it ropework since I did 
refer to Ashley’s Book of Knots when I set to work on this 
project so long ago) looked tacky after a couple of years. We 
fi gured we could do without it. After all, we’d been trained, 
surely, hadn’t we, after several years on the boat? Not so. 
The ropework was retrieved from the trash and went right 
back up. It’s been there ever since.

Once you’ve passed beyond the bulkhead and its over-
head beam (without incident, we’ll presume), you are in a 
space that looks at the V-berth, head, and hanging locker. 
And you’re no longer standing up straight. At least I’m not. 
And Jerry’s not either. We’re not all that tall really. I’m 5 feet 9 
inches and shrinking. Jerry’s 5 feet 10 inches and shrinking. 

Hunching headroom
What we’ve got in the head is what we call hunching head-
room. We can’t stand up straight to brush our teeth, sort 
through the hanging locker or the tool bins that are stored 
there, or change clothes in the only privacy afforded by a C&C 
30 if company is aboard. There. That explains at least part of 
our reluctance to those friends and relatives who’d like to be 
invited to come along more often than once in a blue moon!

Grouching about crouching —
 it’s the height problem again

by Karen Larson

“Now I’m eyeing the fl oor 
grating. It must be an inch 
thick or a bit more. Surely 
there’s half an inch to be 

had there …”



“ ‘You’re certainly in 
your element!’ was the 

comment that reassured 
me that all was well. 

If I could hear that after 
my fi rst season, I guess 

I must be doing 
something right.”
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THE DAYS ARE GETTING LONGER. IT’S LIGHT OUT WHEN 
I leave the house for my walk after supper, 

and there’s more than just a hint of the sun-
set when I return an hour later. There’s a good 
month of ice fi shing yet, and the robins are still 
a way off, but there’s the faint odor of fresh mud 
in the dampness every once in a while. And any 
day now there’ll be the lingering scent of a road-
killed skunk, a sure harbinger of 
spring. 

It seems like the last sail of 
the season was just a few weeks 
ago. It was too cold and windy 
to hoist the sails, and it looked 
like it was going to rain any 
minute, so we pulled the sails 
and got them bagged up and 
into the truck before we fi red up 
the iron spinnaker, cast off, and 
headed down the river. My pas-
sengers were willing, but since 
neither had been sailing much 
they were a bit apprehensive 
about the whole experience. The 
small-craft warnings they’d heard on the marine 
radio didn’t do anything to assuage their fears, but 
they put their trust in me. I had told them that I 
didn’t want anyone on my boat to get so scared or 
seasick that they wouldn’t go again. This was my 
chance to prove it. 

We poked our nose out into the big lake and went 
out about a quarter of a mile. The wind was blow-
ing offshore, so the further out we got, the rougher 
it was. We puttered around for about 20 minutes, 
made a quick stop at the fuel dock to top off the 
tank for the winter, and headed back to the slip. 

Tense moments
There were a few tense moments when the en-
gine stalled under the drawbridge, but quick 
movements, and the fact that I managed to hide 
the rising panic, reinforced my overall image as 
captain. “You’re certainly in your element!” was 
the comment that reassured me that all was well. 
If I could hear that after my fi rst season, I guess I 

must be doing something right. 
But I’m sure there’ll come a time 
when I’ll question that state-
ment. Mustn’t get too cocky, you 
know. 

That was the better part of 
fi ve months ago. Five months 
from now we’ll be in the thick 
of another season. In the mean-
time there’ll be a few more 
snowstorms, the thermometer 
will come close to the zero 
mark, and we’ll have to let the 
car warm up before heading off 
to work. But we’re starting to 
get things ready. We’re making 

checklists, repairing equipment, deciding what 
new gadgets we need. Before we know it, we’ll be 
able to cast off and head for open water. We’ll feel 
the gentle rolling of the swell; sense the boat as 
she stiffens; hear the wind in the wires; see the 
spray fl ying across the bow. Yes, this will all hap-
pen! Soon! Real soon! 

Soon! Real soon!
Skunk, damp mud? Yes! Spring is in the air!
by Wayne Gagnon

Reflections
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