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Ed Lawrence (The Whitby 42, 
Page 4) is a contributing editor 
with Good Old Boat. Adam the 
grizzly is a celebrity bear (and 
neighbor in the Montana out-
back) who occasionally looks 
over Ed’s shoulder during the 
editing process.

Dyke Williams (The 
Yankee Dolphin, Page 8) 
has sailed ’most everything 
from 8 to 96 feet. He and 
his wife, Katie, are “down-
sizing” with the sale of 
their Little Harbor 37 yawl. 
Their new challenge will 
be to age creatively on Ontario’s Lake of the 
Woods in a J/27, a venerable J/22, a Laser, a 
Sailfish, and assorted canoes and rowboats.

Ted Brewer (Dolphins galore, 
Page 13) 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.

Phillip Reid (Fixing a 
corroded mast, Page 14) and 
his wife, Andie, and their 
Bernese mountain dogs, 
Tugboat and Steamboat, live in 
Wilmington, North Carolina, 
where Phillip writes, teaches 
college history, sails, dives, and 

works on Miss Bohicket, his Pearson 28.

Gregg Nestor (Marine corro-
sion, Page 18; Pearson 28-2, 
Page 33; Quick and easy: A belt 
around the backside, Page 74; 
Quick and easy: A cure for mast 
rattle, Page 75) 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.

Ken Draayer (Second 
life for the Cabot 36, Page 
26) is a writer, editor, and 
teacher in St. Catharines, 
Ontario. His summer 
leisure is spent sailing on 
Lake Ontario out of Port 
Dalhousie Pier Marina.

Lin and Larry Pardey 
(When the engine quits, 
Page 29) are doubling the 
summers of their lives. 
They’ll spend the north-
ern hemisphere summer 
exploring Puget Sound 
and the Gulf Islands on 

Taleisin. During the southern hemisphere 
summer they’ll explore New Zealand 
waters on the 110-year-old sloop, Thelma, 
which they have renovated. Their latest 
project has been the introduction of two 
DVDs, Get Ready to Cruise and Get Ready 
to Cross Oceans. 

Gerry McGowan (Low-
cost outfitting, Page 38)  
started sailing when a 
skiing accident ended that 
passion and caused him 
to hobble to a neighbor’s 
10-foot sailing dinghy. 
A series of 11 sailboats 
from 9 to 46 feet brought him and his wife, 
Marolyn, to their present 1978 Nor’West 33. 

Don Launer (Rope 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, 
Delphinus, from a bare hull 
and sails it on the East Coast from his home 
on Barnegat Bay in New Jersey.

John Danicic (The Apostle 
Islands of Lake Superior, 
Page 44), a professional pho-
tographer, spends his time 
on the hard building furni-
ture, cedar-strip nesting din-
ghies, bronze port screens, 
and other sailing gear. Along 

with his wife and two teenage children, he 
sails Mariah, a Cape Dory 36 cutter.

Cade Johnson (LEDs 
afloat, Page 46) and his 
wife, Lisa, moved aboard 
their Perry-designed Polaris 
43 in 1997 and spent four 
years in St. Petersburg, 
Florida, while preparing 
for cruising and wrapping 

up careers. Their cruise took them south 
around the western coast of the Caribbean 
and eastward to Venezuela.

Don Garvey (America’s 
Waterway Watch, Page 51) 
is Marine Safety Officer 
for Coast Guard Auxiliary 
Flotilla 7 in New Brighton, 
Minnesota.  He’s an air 
crewman in the Auxiliary 
aviation program and com-
pleting his boat crew certification. The 
Auxiliary assists the Coast Guard Marine 
Safety Detachment.

James Baldwin 
(Nicholson 31 makeover, 
Page 52), a boatbuilder, 
surveyor, and cruising 
consultant, completed his 
second circumnavigation 
aboard Atom, his 28-foot 
Pearson Triton. Contact 

him at <http://atomvoyages.com>.

Jeff Fletcher (Heroes, 
Page 54) first learned to 
sail on Lake Lanier, near 
Gainesville, Georgia. These 
days he sails the Echo, a 
Nicholson 31, in saltier 
water . . . now that her refit 
by James and Mei Baldwin 
has been concluded.

Mark Abramski (New 
mahogany-and-holly 
sole, Page 55) is an electri-
cal engineer and wood-
worker who discovered 
sailing at age 40. He and 
his wife, Linda Jean, 
center right, sail a Cape Dory 27 with their 
children, Katie and Steve.

Joseph O’Connor (Prayers 
over a Princess stove, Page 59) 
began boating at a tender age. 
Soon an intrepid boater, he didn’t 
become a sailor until his mid-
30s. Joseph sails a 1977 Catalina 
27, Surprise, around Santa 
Monica Bay in California . . . when 
he’s not busy lighting his Princess stove.

John Santic (Simple solu-
tions: Let there be light, Page 
72) lives aboard Sunspot, a Fast 
Passage 39 cutter, currently 
in Solomons, Maryland. He 
recently spent three months 
crewing for friends on their 
sailing trip to the Galapagos 
Archipelago and Easter Island. Drop by 
<http://ourworld.cs.com/johnsantic>.

Bob MacDonnell (Simple 
solutions: Cigarette lighter 
plugs, Page 73; Quick and 
easy: Space discoveries, 
Page 75) left Nova Scotia 
in 1980 for a few years 
and never made it back. A 
retired electrical engineer, 

he and his Australian wife, Judy, are resi-
dents of Vanuatu on their cruising catama-
ran, Siddiqi. 

Eric Manchester (Swiftsure 
Classics, Page 78) is a two-
handed singlehander: captain 
and crew aboard his Cal 25, 
Ceilidh. When forced to be 
ashore, he lives with a spouse 
and cats in Victoria, British 
Columbia. His son, Jason, took 
the photos for this article. They often col-
laborate on writing and photo assignments.

Niki Perryman (Boating 
about in a mess, Page 80) 
and Jamie Morrison set 
sail from Australia 13 years 
ago aboard Siandra, their 
1950s Robb Lion. Having 
recently completed their 
first loop of the world, 

they’re exploring southern Tasmania but 
heading north toward Alaska.

Jim Ayres (Reflections: 
Beyond the breakwater, 
Page 88) was entranced by 
sailing when he hitched a 
ride on a trimaran headed 
out of Bimini. Next he 
sailed local craft in the 
South China Sea, Sulu Sea, Indian Ocean, 
and the Med. He cruised his Vagabond 47 
for two years with his wife, three sons, and 
a fierce seagull-eating cat.

Our contributors
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The view from here

Home waters
Learning to bloom where you’re planted

by Karen Larson

IT WAS MID-JUNE IN DULUTH/SUPERIOR 
on the Minnesota/Wisconsin border. 

We had a cockpit awning up . . . but 
not because of the sun. It rained for 
some portion of every day this spring, 
it seemed. So early spring lingered on 
near that great cold lake that has been 
our cruising ground for about 15 years.

On the day in question the weather-
man had offered us bone-chilling 40-
something temperatures with heavy 
fog, light wind, and occasional rain. 
But what’s a sailor to do? This was the 
weekend we had available for working 
on our boat, which had been launched 
two weeks earlier. She had then fl oated  
— patient and neglected — while we 
made a mad dash to New Jersey and 
Maryland to do a couple of stories.

“You shoulda been here earlier this 
week,” the locals said. “It was pretty 
nice on Monday . . .  and Thursday.” 
Nuts! Summer had come to Duluth 
while we were out of town! Some-
times you miss out.

So there I was, sitting in the cock-
pit sewing battens into the mainsail. 
What? Nobody else does this? It’s a 
spring ritual with us. The boat chick 
(that’d be me) must sew a few stitches 
at the end of each of the four battens 
to reassure the captain that they won’t 
fl y out of there at some most inappro-
priate time when the sails are fl ogging. 
The next job would be to bend on the 
main, which would make Mystic look 
as if she could sail again after her long 
time out on stands in the snow.

There was a heater running in the 
cabin, but the cabin was in the usual 
spring disorder, and a mainsail is a 
large thing to unfold inside. To make 
sitting in the cockpit comfortable in 
40-degree weather, I was wearing 
several layers of clothing plus my foul-

weather jacket. My fi ngers were numb. 
Aware of the oddity of the total image 
in mid-June, I looked up at Jerry, when 
he returned with quarts of oil for an 
engine oil change, and said brightly, “I 
thought I’d sew out here where I could 
catch a few rays!”

Delightful weather
While sewing, I had been ruminat-
ing on the fact that we’d already been 
sailing on four boats — in delightful 
weather — out east. It makes one con-
sider one’s own cruising ground, with 
its short season, in a new light. It’s one 
thing to know that they’re sailing in 
Florida, Texas, the Gulf Coast, South-
ern California, and a slew of inland 
lakes down south all winter while my 
boat’s on stands. But that’s tempered 

by the certain knowledge that it’s 
beastly there in the summer when I’m 
enjoying the coolest of lake-chilled 
breezes on my boat. We seldom swel-
ter, at least. Besides, those southern 
cruising grounds were the inspiration 
for our second (and trailerable) boat. 
We’re still working on that boat, but 
some winter soon we will enjoy the 
best of both worlds.

“What about all those cruising 
grounds in between?” I pondered. The 
Chesapeake Bay and other areas near-
by on the East Coast suffer from high 
population density. So many sailors. 
So much demand on the marine ser-
vices and available anchorages there. 
The New England coast is lovely. It 
reminds me of Lake Superior’s natural 
beauty. But the seasons are nearly as 
short. And the population crush is just 
as problematic when the crowds from 
farther south seek a cooler location in 

mid-summer. And what of the many 
lobster pots?

California sailors have the requisite 
good weather but they lack my kind of 
cruising grounds: lots of great island 
anchorages only a sail away. That 
leaves the Pacifi c Northwest . . . a beau-
tiful cruising ground. The season is 
longer. The water doesn’t freeze. Alaska 
beckons. The underwater logs are more 
frightening than lobster pots, however.

By the time you read this, we will 
have sailed Mystic to a new cruising 
ground: the North Channel of Lake Hu-
ron. The season is a tad longer there. 
The water’s warmer. And there are 
new anchorages to explore. But it’s a 
heck of a long drive from our home in 
Minneapolis. This one drawback will 
have a serious impact on our sailing 

lifestyle. We’ll go for longer periods 
less often. 

What it all boils down to is that no 
sailing location is perfect. But all are 
wonderful to those who live nearby. 
Sailors everywhere make the most of 
the largest body of water closest to 
where they live and work. A common 
expression from the 1970s expresses 
this nicely: “Bloom where you are 
planted.” By necessity we all sail 
where we are located. 

In my case, that means “catching 
rays” while wrapped in many layers 
and sitting under an awning in the cold 
and foggy rain. The summer’s rewards 
will be worth every fi nger-numbing 
stitch in the mainsail. 

It makes one consider 
one’s own cruising ground, 

with its short season, in a new light. with its short season, in a new light. 

It makes one consider 
one’s own cruising ground, 
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EVER HAVE ONE OF THOSE CONVERSA-
tions during which you wonder 
if you and other participants 

are speaking the same language or 
discussing the same topic? Actually, 
those can be fun when you’re speaking 
with someone whose pronunciation 
makes “hail” sound like the place in 
which sinners reside.

I recently endured such an experi-
ence while discussing the attributes 
and merits of the Whitby 42 with sev-
eral owners.

“What I really like is the bowsprit 
and cutter rig,” one says.

“My boat doesn’t have a bowsprit,” 
another responds.

“Well, I really like the centerboard 
because it allows me to get into shal-
low anchorages and improves perfor-
mance to weather,” a third voice adds.

“Centerboard! What centerboard? 
My boat has a full, shallow-draft keel 
that only draws 5 feet,” adds a fourth.

These sailors were all singing from 
the same songbook, but they were on 
different pages. This sailboat, a 42-foot 
ketch designed by Ted Brewer, did 
have a bowsprit . . . or didn’t, depending 
upon an owner’s preference. Though 

in theory a production boat — one 
that initially was constructed at the 
Whitby Boat Works in Whitby, Ontario 
— if the orders were accompanied by a 
negotiable instrument (read: dollars), 
buyers were allowed some latitude in 
their boat’s confi guration. 

“If you want a bowsprit, we’ll build 
a cutter ketch,” the company’s market-
ing materials said. Doug Stephenson 
was a member of the company’s mar-
keting team, also consisting of builder 
Kurt Hansen and his wife, Doris, 
president of the fi rm. Today Doug, who 
specializes in reselling Whitbys, says, 
“Ted Brewer chafed at the term ‘cutter 
ketch,’” preferring that it be referred to 
as a double-headsail ketch. (For more 
on this subject from Ted’s point of 
view, see the March 2005 issue.)

Made in Canada
Of the history of the boat, Doug says, 
“Hulls #1 to #200 and #301 to #333 
were constructed in Canada and 
known as Whitby 42s.”

After hull #200 was completed, con-
struction was moved to Fort Myers, 
Florida, where boats were built until 
1990. Doug says, “Hulls #201 to #300 

were built in Fort Myers, but there is 
some duplication in numbers. Hulls 
#301 to #307 were placed on boats 
built both in Canada and Florida, 
although the alpha part of the num-
bers differed,” so owners of boats with 
those numbers may unknowingly have 
identical twins under sail. 

To confound amateur historians, 
the moniker attached to hull #234 (or 
thereabouts) through #307 of the boats 
built in Fort Myers was Brewer 12.8. 
“Some were built with a modifi ed fi n 
keel and skeg-hung rudder. Others, with 
an extended transom, were called the 
Brewer 44,” Doug notes. The latter was 
2 feet longer, signifi cantly increasing 
the space in the aft cabin, narrowing 
the stern section, and having a reverse 
transom. “Other modifi cations were 
also in evidence, but many of the simi-
larities are very apparent as being from 
the same tooling and builder-design 
concept,” he adds. Right. Fort Myers 

Whitby 42Whitby 42
The 

A many-faceted boat 
known by many names
by Ed Lawrence

Brian Stewart’s Whitby 42, Pilgrim, 
awaits the return of her crew, above. 
Exterior shots of Mike Curry’s boat on 
facing page.

Boat review



 www.goodoldboat.com 5

also built maybe 
eight yachts with 
the mast moved aft  
and a tall sloop rig 
for a yacht club on 
Long Island, New York, which raced 
them as one-designs.

We’re not done yet. The vital statis-
tics displayed on Page 6 are those of 
the original boat. Those built in Flori-
da may have an additional foot or three 
of waterline and 6 inches of beam. 
Thankfully, the hull, deck, and accom-
modations of all models are essentially 
the same — except to the extent that 
an owner requested signifi cant modifi -
cations during the building process.

Tradition and technology
There is one item of which reviewers 
have no doubt: the Whitby 42 (by any 
name) married new technology (fi ber-
glass) to a traditional design. The result 
was a seaworthy yacht having a surfeit 
of space belowdecks that provides the 
offwatch with room in which to lounge 
or sleep and the galley slave and naviga-
tor spacious areas in which to operate. 

From an aesthetic standpoint, this 
boat fi ts well in the niche occupied 
by the likes of Garden, Alden, and 
Hinckley and will never be confused 
with a Farr 40. However, she carried 
a middle-class price sticker and was, 
therefore, well received in the market-

place. These days used Whitbys sell for 
$80,000 to $140,000, depending upon 
age and condition.

When viewed from abeam she 
displays a sheer that tapers slightly 
downward to max beam. Newer boats 
have a dark sheer strake and two-tone 
decks that greatly enhance her appear-
ance by softening an otherwise all-
white shape. Ted Brewer managed to 
elevate the main cabin, center cockpit, 
and aft stateroom enough to produce 
voluminous space belowdecks with-
out disrupting her appearance with an 
unappealingly high deck profi le. To my 
eye, her tallish mast and mizzen bal-
ance her profi le, in the process provid-
ing sections onto which 875 square feet 
of canvas may be hanked.

Owners were provided with the keys 
to a Lehman Ford 4-254 diesel that pro-
duces 67 hp, enough to power her at 
7 knots at 1,800 to 2,000 rpm. She car-
ries enough fuel — 200 to 300 gallons 
— to claim a range of 1,200 to 1,500 
miles. This will come in handy when 
the wind speed drops below 5 knots, 
as it did during our test sail in Seattle.

On deck
As you step aboard, your fi rst impres-
sion will be that the cockpit is large 
enough that, if fi lled with very hot 
water, eight hot-tubbers could soak 
comfortably, with room atop the 
bridge deck for several wine buckets. 
Draining the hot tub would be a simple 
matter of exposing scuppers located in 
the corners of the foot well.

On a more conventional note, the 
helm station is the centerpiece of a 
rectangular area surrounded by teak 
seating that may be a magnet for visi-
tors during happy hour. The space is 
large enough that a singlehander will 
need a wheel brake when it’s necessary 
to trim jibsheets or the mainsheet, 
which is located atop the aft cabin in 
front of the mizzenmast. A neat touch 
is a hatch next to the companionway 
that will ventilate the galley while driv-
ing the deck crew nuts when savory 
aromas escape.

Cockpit storage is in a seat locker to 
port that could double as a doghouse 
for a Saint Bernard, and two propane 

tanks are located 
in stern lockers. 

Among the 
advantages of a 
mid-cockpit ar-

rangement is the elevated view it offers 
the skipper, especially when docking 
or searching the horizon after sunset. 
Cruisers may be forced to tow a hard 
dinghy or house it on davits, since 
there’s little storage room on deck. An 
infl atable that can be stowed on deck 
may be a better choice.

Belowdecks
Going below when heeled may be an 
adventure, since the fi ve ladder steps 
are very vertical; the fl ip side of that 
equation is that it takes up less space 
in the main saloon. If you are aboard 
a boat with Confi guration A, as I was, 
you may think you’ve entered the 
reading room in a gentleman’s club. 
The combination of 13 feet of beam 
amidships and an elevated cabintop 
produces dancehall-sized space and an 
arena-height ceiling overhead. A teak-
and-holly sole gleams below.

The space to starboard is adorned 
with two full-height chests of draw-
ers with a fold-down table located at 
their center, a bar, two old-fashioned 
easy chairs, and, in some cases, a fi re-
place. To port is a settee large enough 
to comfortably seat four at a drop-

 . . . this boat fi ts well in the niche occupied by 
the likes of Garden, Alden, and Hinckley and 

will never be confused with a Farr 40.
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down table connected to the forward 
bulkhead. A cabinet on the bulkhead, 
which is concealed from view when 
the table is elevated, adds storage for 
dishes and cups. Brilliant!

In its other iteration, an L-shaped 
settee is to port and the leafed table is 
located in the center of the area, allow-
ing diners on the starboard settee to 
rest their elbows on the table.  

The aft area in the main saloon is 
occupied by a galley to port, oppo-
site the nav station. The galleys were 
initially fitted with smallish, though 
deep, double stainless-steel sinks 
with covers, a three-burner stove, and 
hot-and-cold pressure water systems. 
Counters in the U-shaped space were 
covered with Formica edged in teak; 
they enclose a 7.5-cubic-foot refrigera-
tor and a 5-cubic-foot freezer, built-in 
maple chopping board, and built-in 
garbage bin. The aft counter is 4 feet 
wide, providing a chef with room to 
carve a small cow.

On balance, the space is comfort-
ably tight so that even when the boat 
is bouncing around, chefs will be close 
to their work, though a safety belt will 
be handy when on a port tack. A chef’s 
only excuse for not preparing tasty 
meals would be a lack of raw materials 
or talent.

Nav station
On the other side of the aisle, the navi-
gator operates at what would now be 
considered an old-fashioned station 
into which a full-figured person will fit 
in relative comfort. Among the pluses 
are that the station faces forward, 
cabinetry is large enough for instru-
ments and communication gear, the 
chart table is large enough for chart 
kits, and there is storage outboard in 
an enclosed cabinet.

At bedtime, separating the wheat 
(skipper) from the chaff (crew) is a 
companionway to starboard that leads 
to the aft cabin. The companionway 
houses a large workbench that has two 
large storage compartments for tools 
and outboard storage. Add leeboards, 
and the space could double as a Pull-
man berth for one (tiny) person.

Headroom in the aft cabin is more 
than 6 feet 2 inches, and two bunks 
that convert to a queen are oriented 
athwartships. Clothing is stored in a 
full-sized hanging locker and clothes 
bureau. There are lockers port and 
starboard. A vanity for the skipper 
supplements counter space in the en-
closed head, which also is fitted with 
a shower. A plus is that the aft state-
room can be reached from the cock-
pit, so the skipper can slip below for a 

Whitby 42
Designer: Ted Brewer
LOA: 42 feet 0 inches
LWL: 32 feet 8 inches
Beam: 13 feet 0 inches
Draft: 5 feet 0 inches
Displacement: 25,000 pounds
Ballast: 8,500 pounds
Tankage: 300 gallons fuel, 300 gal-          	
	 lons water (varies)  
Sail area: 875 square feet

Boat review
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Interior shots of the V-berth and cabin of 
Mike Curry’s Whitby 42, on facing page 
and below. Also on facing page, Celes-
tial Sea, owned by Scott and Cheryl 
Young, shows off her lines both above 
and below the waterline.

A chef’s only excuse for not preparing 
tasty meals would be a lack 
of raw materials or talent.

snooze while the 
offwatch believes 
she’s tending the 
wheel.

Crew quarters 
are in a forward 
stateroom lined with 
teak battens. It is enclosed by a 
solid wooden door that doubles as the 
cover for a full-sized hanging locker. 
The space houses two bunks that con-
vert to a double and numerous storage 
lockers and drawers. 

Ted Brewer scores Brownie points 
for fi tting a rela-
tively small anchor 
locker in the bow 
to increase room in 
the cabin. However, 
depending upon an 
owner’s cruising 
plans and chain re-
quirements, consid-
eration might be given to leading the 
rode aft to a compartment under the 
berth. The rearrangement will reposi-
tion the weight lower and aft (good), 
though cleaning the chain before stor-
ing it is a must, lest sleepers contend 
with odors under their pillows (bad).

Access to a second head is via the 
main saloon or stateroom. 

Performance
The Whitby 42 is not a downwind sled 
and will not beat to weather with the 
likes of a modern sloop. That’s no 
surprise. During a test sail on Puget 
Sound arranged by Chris Tesh of 

Dockside Yachts, she ghosted along, 
making way in 5 to 7 knots of wind. 
We occasionally passed fl otsam. When 
wind speed decreased to 5 knots, the 
keys to the Lehman made their appear-
ance. 

The boat’s owner, Mike Curry, made 
no bones about the fact that she “needs 
a touch of breeze to get into a groove 
and then produces a comfortable ride. 
Over 15 knots of wind, we typically 
sail under jib and mizzen. Her best 
sailing is on a broad reach in 10 to 12 
knots of wind.”

Based on typical performance cal-
culations, she should produce 150-mile 
days, which was a benchmark in the 
mid- to late-20th century for cruising 
yachts. Any shortcomings in that area 
are offset by the fact that she provides 
comfortable working and lounging 
quarters.

Mae West 
once said, 
“You can’t 

get too much of a 
good thing,” but I think 

there is a limit when it comes to 
24/7 companionship on a small boat, 
especially during those days when 
captain and crew have differing opin-
ions about _________ (well, you fi ll in 
the blank). That’s no problem on this 
boat since, in bad weather, the three 
spaces belowdecks are easily parti-
tioned. When the sun’s out, the end of 

the bowsprit may 
be beyond hearing 
range of a voice 
emanating from 
the cockpit.

So the next 
time you’re sitting 
around the keg 
discussing Ted 

Brewer designs, it might be wise to 
take into consideration the birthdate 
or the birthplace of a boat before bet-
ting the family jewels on whether it’s 
a ketch or cutter or has a centerboard 
or fi xed keel. Regardless of heritage, 
though, the Whitby 42 is a good old 
boat. 



IT WAS THE MID-1950S. ENTER BILL 
Shaw, the man who later designed 
a great many of Pearson Yachts’ 

fi nest and was at that fi rm’s helm as it 
became one of the top boatbuilders in 
the country (see article on the Pearson 
28-2 on Page 33). But in his formative 
years Bill was designing for Sparkman 
& Stephens. One task was working 
with Olin Stephens on converting the 
CCA Rule (on which the Sparkman & 
Stephens fi rm was arguably the leading 
expert) to a new Midget Ocean Racing 
Club (MORC) Rule for smaller off-
shore boats up to 24 feet (this was later 
raised to 30 feet). 

As an after-hours project, Bill 
designed a 24-footer to see if factors 
affecting safety and comfort, such as 
proper pitching and righting moments, 
encouraged by the CCA Rule, trans-
lated well into smaller boats designed 
for MORC. Those sketches were to 
became the Shaw 24 and then modifi ed 
to become the 24-foot Dolphin, a boat 
that has been built in wood and fi ber-
glass by many yards and is known by 
several names: Yankee Dolphin, 
O’Day Dolphin, Pacifi c Dolphin, 
Dolphin 24, and Shaw 24. 

The Sparkman & Stephens-designed 
Dolphin was built from 1959 through 
the 1970s by at least fi ve fi rms. The 
Yankee Dolphin built by Yankee Yachts 
was perhaps the best of the breed, but 

they’re all basically the same hull shape 
and rig design. Thus, while describing 
the Yankee Dolphin, all the Dolphins 
are included here in one way or another. 
It’s not clear how many Dolphins were 
built. There are at least 270 and perhaps 
as many as 300 or more. The 24-foot 
Dolphin is a medium-displacement 
masthead sloop with a hollow bow, 
cutaway forefoot, keel/centerboard, and 
attached rudder. Her classic appear-
ance comes from a traditional profi le, 
transom, and counter. Her overhangs 
are short, the waterline long, the wetted 
surface low. The boat has always been, 
and is yet today, quite fast.

The start of the story
In the 1950s, the CCA Rule was the 
reigning big boat, offshore handicap 
rule. It encouraged and rewarded de-
signs that were seaworthy, seakindly, 
and comfortable. CCA rigs had shorter 
hoists and longer booms — a lower-as-
pect ratio that kept the center of effort 
and heeling moment down. By measur-
ing mizzen sail area at only one-half 
or not at all, the CCA Rule encouraged 
yawl rigs because they could comfort-
ably and safely weather almost any 
blow by setting just headsail and miz-
zen (jib ’n jigger). Creature comforts 

below were rewarded. Stripped-out 
hulls were penalized. It was a great 
rule. By contrast, CCA’s successor, the 
IOR (International Offshore Rule) of 
the 1970s, resulted in high masts, short 
booms, empty hulls, oddly humped 
stern sections, and some wholly inad-
equate rudders. 

Of his 24-foot MORC design, Bill 
Shaw later said, “I did a half-size 
prototype of Finisterre, just to test 
the principles.” For those who don’t 
recognize the pedigree, Finisterre is 
known as the fi rst of the light, wide, 
keel/centerboard breakthrough yawls 
by Sparkman & Stephens. She was 
raced illustriously all over the world by 
Carleton Mitchell. 

The initial Shaw numbers on paper 
looked good. Willard (Bill) Scranton 
heard about this design and commis-
sioned a boat to be built by Jensen in 
Denmark — double-planked mahog-
any and cedar over oak, keel/center-
board, complete accommodations for 
four, and a yawl rig. The result was the 
fi rst Shaw 24, Trina, the fi rst MORC 
boat built. Her intended function was 
to be fast, safe, and comfortable. She 
won 27 consecutive races in three 
years following her launching in 1957 
under four different handicap rules, 
including MORC. She excelled in all 
weather and was a light air fl yer. Naval 
architect Gary Mull said of the Shaw 
24 yawl: “That boat — with a jib and a 
jigger — could sail through anything.”

Legends from afar
Her sister ships (24 built in wood, 
some as sloops) created apocryphal 
legends of heavy-air survival in places 
as far afi eld as the Aegean. (Truth in 
writing is called for here. Your author 
is the owner of the restored Trina. I 
am looking for a new “curator” to take 
this historic craft safely well into the 
new century. If serious, contact me at 
<yawlbear@aol.com>.)

Olympic medalist and boatbuilder 
George O’Day heard about Trina and 
approached Olin Stephens. The story 
I have from Bill Shaw is that George 

The Yankee Dolphin
A whole pod of Dolphins continues to delight

by Dyke Williams
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wanted to build a 24-footer. Olin said 
Sparkman & Stephens would never do a 
boat that small (watch out later for doz-
ens of them) and called Bill Shaw into 
his offi ce. Bill got out his Shaw 24 plans, 
and they conferred. Olin suggested two 
changes: a sweet Sparkman & Stephens 
sheerline to replace the Shaw 24’s slight 
reverse sheer and broader aft sections 
to help carry masthead spinnakers in 
a blow. Thus, in April of 1959 the fi rst 
Dolphin 24 was fi nalized on paper as 
Sparkman & Stephens design #1497. 

The design
The Dolphin was designed to be good 
at everything she does without also 
trying to meet special constraints: 
price points, ultra-light trailerability, 
headroom, massive interior. Her clas-
sic sheer, overhangs, ample cockpit, 
and elegant transom were the norm 
then and are echoed today by new 
boats reviving that traditional look. In 
the Dolphin size range, check out the 
Bridges Point 24 and the Quickstep 24. 
Going bigger, look at Joel White’s Cen-
ter Harbor 31. And there are hints of 
classic lines in the new J/100 and J/124. 
Even bigger are the new “daysailers”: 
the Morris 36 and the Hinckley DS 42. 

The Dolphins that resulted from the 
Shaw 24 have a quick hull and power-
ful rig, moving the boat well in light air 
and easily reefable for heavy air. The 
masthead foretriangle is quite large 
for its day. Many designers (Ted Hood 
is a staunch proponent) believe it’s 

Trina, the wooden beauty who started 
it all, captures the wind, on facing 
page. Marionette, Ron Breault’s O’Day 
Dolphin, is decorated for a Spark-
man & Stephens rendezvous, at top. 
These early Dolphins had a fi berglass 
hull with a wooden deck and cabin. 
In center, Icelander, a Yankee Dolphin 
owned by Bill Watson, shows her stuff 
under sail, and Jim Huxford’s Yankee 
Dolphin on stands shows her Sparkman 
& Stephens heritage. Jim ran an active 
Yankee Dolphin website and was refi t-
ting his boat until he lost a battle with 
cancer. He is sorely missed. At bottom, 
Jim Sutro’s Yankee Dolphin, Duckling, 
in Clipper Cove, San Francisco Bay.
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the genoa that provides a boat’s seri-
ous drive. It should be noted, though, 
that Shaw 24 yawl owners think the 
Dolphin owners are “missin’ a mizzen.” 
Since waterline largely determines 
top speed, you might think boats with 
shorter waterlines would be slow. 
However, as soon as they heel a bit, as 
the wind gets up to where top speed is 
possible, the bow and stern overhangs 
enter the water, effectively lengthening 
the waterline. In light air, the less drag, 
the better.

Many sailors prize the proper feel 
and behavior of a boat while under way 
over having vast spaces inside. After 
all, we spend way more sailing time on 
a boat than in it. Romaine Corbin of 
Pacific Dolphin, Inc., noted, “Standing 
headroom is a dockside extra — one 

sits down or lies down as soon as pos-
sible when moving about at sea.” Chris 
Vandersteen, the owner of a J. J. Taylor 
Dolphin on Lake Ontario, wrote, “I 
spotted the boat the summer before I 
actually purchased it and remember 
thinking that, though she was small-
ish, I really liked the shape of her. She 
looked sturdy and safe for my first 
boat, and I fell in love with the tran-
som. She has proven to be very reliable, 
despite her age [45 years].”

Small is beautiful. Many sailors 
are really just dinghy sailors at heart. 
One of the Herreshoffs observed that 
the amount of use a boat receives is 
inversely proportional to its length. 
This certainly seems true — there 
is nothing like a boat you can arrive 
at and be under way in less than five 

minutes. I’ve always felt that if you 
can’t pull or work something with one 
hand, it’s too big. On the other hand, if 
you are looking for a good old boat one 
size up from the Dolphin, look at the 
Tartan 27. This is the Dolphin enlarged 
by Sparkman & Stephens. 

The O’Day Dolphins
Beginning in 1959, the O’Day Dolphins 
came from Marscot Plastics, a division 
of the O’Day Corporation in Massa-
chusetts. A few were classic transition 
boats. By that I mean they had glass 
hulls and wooden everything else, in 
part because a factory fire burned the 
deck/cabin/cockpit mold. The all-glass 
O’Day’s hulls and decks were solid . . . 
no cores. Some had wooden masts, and 
some of those have since been replaced 
with aluminum. The O’Day interior lay-
out mirrored Trina’s: double V-berth, 
two quarter berths, head under the 
starboard seat, and a seat and galley to 
port (see illustrations on facing page). 
Power was provided by a gas Palmer 
Huskie inboard. Some boats were 
bought as kits — a completed glass hull 
and boxes of parts to be added by the 
owner. O’Day built 60 to 100 Dolphins.

I was a young whippersnapper racing 
International 14s in the Northeast when 
a friend and competitor, Sandy Van 
Zandt, announced one day that he’d be 
sailing 14s less because he’d be sailing 
a new Dolphin more. “What? A keel-
boat?” we cried. “How could you?” 

We failed to comprehend. Sandy, 
you must understand, was the sailor 
who didn’t like the sail shapes then 
made for 14s, so at first he built his 
own on his kitchen table and eventu-
ally became the sailmaker from whom 
we bought our sails. Trend leader? You 
bet. Did we “dinghy youngsters” under-
stand the attraction of fast keelboats? 
Not then . . . but most of us do now. 
It must have been one of those first 
O’Day Dolphins that lured Sandy into 
leading the next trend.

The Yankee Dolphin
The late 1960s (through 1972) saw the 
Dolphin become the Yankee Dolphin 
as construction shifted to Yankee 
Yachts in Inglewood, California. 
Yankee Dolphin decks, cabins, and 
cockpits became a one-piece fiberglass 
unit. The company did use consider-
able teak exterior trim (toerails, coam-
ings, eyebrows, handrails, hatches, 

In their own words
•	Romaine Corbin, Pacific Dolphin, Inc.: “Trina, a wooden 24-foot scaled-
down Finisterre, beats everything in sight and proves that small yachts can 
handle blue water as swiftly and safely as their big brothers . . . (her) power-
ful ends and long keel will give her the feel of a much larger vessel.” 
•	Jim Sutro (#84): “The Yankee Dolphin was exactly the boat my wife and I 
wanted. The Yankee model has lots of exterior teak and interior mahogany. 
It has the look of a very classy yacht but isn’t so big that it’s impossible to 
maintain. It has an adequate cabin for long weekends, is trailerable, and 
is a solid, seakindly vessel as well. San Francisco Bay can be a washing 
machine on summer afternoons, and the stability was important to us. She 
sails upright when reefed and maintains speed without becoming uncom-
fortable. She makes surprisingly good progress without a lot of fuss and 
spray and responds to the waves without becoming twitchy or abrupt. She 
has been a very forgiving platform upon which to learn to sail.”
	 		 Sutro continued, “Several years ago a Pacific Dolphin [Doug Graham 
sailing Big Dot in 1996] competed in the Singlehanded TransPac Race. 
The boat arrived dead last and most of the entrants were home before it 
finished, but it corrected out as the winner in its class.” (To top that perfor-
mance, Doug singlehanded her back.)
•	Brent Adams (#78): “She’s a ‘big little boat.’ That is, she sails truer than 
some boats her size (full keel and centerboard). People are always sur-
prised at how much room there is aboard and how much weather she can 
take under sail.”
•	Ron Breault (O’Day glass/wood Dolphin #12): Marionette has won her 
class in Spring Off Soundings three times, the latest in 2004. “Great per-
former to her rating. In light air, our motto is, ‘As you cross the finish line 
look over your shoulder. If you can see us, you lose.’ Boats need crew 
weight to windward in a breeze in order to carry sail. Otherwise, you have 
to reef and go to a smaller jib and don’t have the power to punch through 
the troughs . . . I cannot think of any serious faults in this well-designed 
boat. She is the quintessential good old boat. Yes, I would do it again and 
we are . . . in my son’s boat. Passage (hull #10) is currently undergoing res-
toration. At the end of the day there are few better feelings than sitting in 
the cockpit of my Dolphin and watching a 40-foot goldplater motor by and 
hear them say, ‘Pretty boat.’ This all results from an Olin Stephens design 
philosophy paraphrased as, ‘Good-looking boats sail better.’” 

Boat review
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and so on) and a mostly mahogany 
interior, so the Yankee Dolphins have 
the “air” of classic wooden boats 
without any of the complications. The 
Yankee Dolphin brochure boasts of the 
boat’s hull molding, thickness, wo-
ven roving content, and “longer-lived” 
isophthalic resin. “The Dolphin is a 
sound investment in racing and family 
fun,” it states. “Truly a maximum boat 
with minimum maintenance — a real 
value.” Base price in 1969 was $5,195.

Sparkman & Stephens designed an 
improved high-lift centerboard (lead-
ballasted fiberglass), a cockpit-operat-
ed board hoist, and an updated rudder. 
Keel ballast is 1,650 pounds of lead. 
The self-bailing motor well accommo-
dates outboards up to a 9-hp standard 
shaft, though today’s four-strokes have 
a hard time fitting. The spars are alu-
minum; the mast hinges and steps on 
deck and is more than adequate in size 
and strength. The mainsheet acquired 
a traveler with cam controls.

Yankee offered a new interior plan 
that made very efficient use of space 
with a complete glass headliner and 
hull liner. The double V-berth re-
mained, but aft of that was a fully en-
closed head compartment with a head 
to starboard and a hanging locker and 
shelves to port. The wooden sliding 
door disappears into the main bulk-
head and thus takes up no swinging 
room at all. Several lockers and draw-
ers provide storage, and the galley in-
cludes a sink, pump, water tank, stove, 
and icebox. A dinette to starboard con-
verts into a double berth, and to port 
are a small seat, galley, and icebox. 
Cockpit lockers without quarter berths 
are thus capacious.

The Pacific Dolphin
In 1976, Pacific Dolphin, Inc., of Ana-
heim, California, became the last 
major manufacturer of the design. As 
a supplier to Yankee Yachts, the own-
ers of this company had inherited the 
molds when Yankee folded. Base price 
had risen to $9,750 by then. Construc-
tion began with a close replica of the 
Yankee version, complete with teak 
exterior trim and a teak interior. Later 
versions eliminated almost all exterior 
wood. Options introduced wheel steer-
ing, a slide-out galley that disappears 
aft toward the port locker (providing 
a fifth berth), jiffy reefing, and Vire or 
Yanmar inboards. 

Other Dolphins
Other firms made a few Dolphins each. 
J. J. Taylor in Toronto offered some — 
about 10 to 12 — which were probably 
O’Day hulls finished in Canada. They 
had a galvanized rudder, the removal of 
which for replating became a problem. 
Lunn Laminates of Long Island built 
copies of the O’Day boat complete with 
Palmer inboards after O’Day ceased 
production. There may well be more 
builders. One caveat: the 23-foot Olym-
pic Dolphin is something else entirely 
— a 2,000-pound trailersailer designed 
by Derek Angus in 1970.

Trailering
In the words of Dolphin sailors, the 
experts themselves:
•	 Jim Sutro (Yankee Dolphin 

#84): “My trailer is fairly substantial 
— GVW 7,000 pounds — and hauls 
Duckling handily. The roof of my 
E-250 (3/4 ton) stretch van supports 
a sawhorse, which makes a toler-
able workplace for rigging the mast, 
whether for sea or for the road. The 
mast is supported by a tabernacle, 
and the boom is rigged as a gin-pole 
for erecting the mast. I can do it 
alone. The trailer has a caster wheel 
and rolls into the water on a chain.”

•	Ron Breault (O’Day Dolphin 
#12): “I don’t really trailer this boat, 
except to and from her home in our 
barn in the spring and fall. I step the 
mast at my yacht club where we have 
a hoist. Stepping/unstepping on a 
trailer or at a dock can be done, but 
it’s a heavy mast and a bit exciting for 
two people, never mind one. I think 
this boat is at the heavy end of what 
one would call “trailerable.” I thought 
about trailering her back from Maine, 
but in the end it was easier, less has-
sle, and more fun to sail her back.”

•	Duane Post (Yankee Dolphin 
#184): “At best it would take three 
of us four hours to launch, rig, tune, 
and prepare for the cruise. And that 
was working really fast.”

Trina’s interior, top three photos above, 
is similar to the interior in the O’Day 
Dolphins with two quarter berths and an open V-berth, which can be lengthened with 
filler cushions. A marine head is under the settee on the starboard side. A flip-up table 
extends the counter space by the galley sink and adds an eating surface for informal 
dining. A cover converts the sink to an additional countertop. The Yankee Dolphin was 
introduced with an updated interior plan. Trina’s cockpit, lower two photos. 
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Value and hazards
What should you do if a certain 24-
foot hull in the boatyard turns your 
head? First, realize that this may be an 
emotional reaction and that owning a 
Dolphin is not like a relationship, it is a 
relationship. You may not be thinking 
clearly. If corporate hiring people make 
up their minds in the first 30 seconds 
and spend the rest of the interview 
rationalizing that decision, watch your-
self. In your saner moments, however, 
you do have pedigree working for you. 
It should give you some measure of con-
fidence that Sparkman & Stephens and 
Bill Shaw have each designed volumes 
of well-known and well-regarded boats. 
That fact will for sure matter to many 
potential buyers when you come to sell. 

Moreover, licenses from Sparkman 
& Stephens to build Dolphins required 
each builder to adhere to very strict 
layup and construction standards. For 
example, hand-laid combinations of 
fiberglass cloth, mat, and roving are 
multiplied to create thicknesses of 
7⁄8 inch in the keel wall, ¾ inch at the 
keel/hull curve, 7⁄16 inch at the water-
line, and 3⁄8 inch at the sheer. And the 
hull/deck bond requires 153 alternat-
ing stainless-steel screws and bolts 
every 4 inches all the way around with 
epoxy resin between. Furthermore, the 
keel cavity is filled with a mixture of 
lead shot and epoxy resin whereby the 
keel and 3 inches of the hull become 
one solid mass. These are covered 
with heavy mat, roving layers, and 
resin to 18 inches up the side of the 
hull. In the words of Romaine Corbin 
of Pacific Dolphin, Inc., “No one is ever 
going to worry about dropping a keel 
or holing below the waterline.”

Outboards vs. inboards
Dolphins may come with outboards 
or inboards or both. The outboard 
wells work nicely, except that the new 
four-strokes take more room than two-
strokes and may not fit or rotate as 
well. Owner Ron Breault reports that 
his 4-hp two-stroke moves his boat at 
4.5 knots in a calm. It stores under the 
cockpit in a heavy-wall plastic tube. 
He loses 0.3 knots to drag while sailing 
with the prop in the water. But out-
boards leave more storage space below 
and are easy to afford, reach, service, 
and remove. It’s also easy to install a 
loaner while yours is being fixed. In-
boards are more expensive, have more 
moving parts, and are harder to reach, 
service, and remove. A new inboard 
could well be of greater dollar value 
than the rest of the boat. On the other 
hand, inboards put the prop directly in 
front of the rudder for improved slow-
speed maneuvering, and they start and 
shift with readily accessible buttons 
and levers. The older I get, the more I 
value that.

What to look out for
Many Dolphin owners contributed to 
the following list of what to look at, 
watch out for, and have a surveyor 
render an opinion on (note that this list 
applies almost verbatim to virtually 
any similar-sized boat):
•	 Moisture-meter the hull and espe-

cially the cored decks. O’Days have 
wood in the hull-to-deck joint that is 
often “gone.” Check near stanchions, 
fittings, and genoa tracks.

•	 Check shroud chainplates, their 
through-deck passages, the bulk-
heads to which they are bolted, and 
the bulkhead-to-hull bond. Water 
damage here may be the most com-
mon Dolphin problem.

•	 Check for compression or corrosion 
on the prop under the on-deck mast 
step.

•	 Check the topsides and bottom for 
gelcoat cracks or crazing from the 

extra-heavy gelcoating of the era. It 
is easy to live with these; one can 
redo the surfaces as time and funds 
allow.

•	 Check whether the trailer size and 
condition are up to the distances you 
plan. Do you have access to a big 
enough vehicle?

•	 Check the hull-to-deck juncture, 
ports, hatches, and so on for signs of 
leaks from caulking failure or tired 
fasteners.

•	 Check the rudder movement for 
bearing wear and the fittings for 
electrolysis.

•	 Wooden spars with original resor-
cinol glue may begin to separate. 
These can be cleaned up and epox-
ied back together.

Renew or restore
You can buy a used boat and just sail 
away. As for me, I hate surprises. I 
want a boat that’s trustworthy. If I had 
a new old Dolphin, I would at least re-
new it by checking and replacing every 
last thing that was remotely suspicious 
or could stop the boat from getting me 
home. If possible, I’d budget an extra 
$2,000 to $3,000 (more if a yard does 
the work) to get a substantially new 
boat (and my own peace of mind).

Will it be worth it? Some think you 
need a masochistic streak to renew 
or restore a boat. My rule is: “Always 
try to buy from a distressed owner; do 
not buy a distressed boat.” But there is 
considerable satisfaction in preserving 
something worth saving and making it 
work well and safely again. Dolphins 
are selling for anywhere from $3,000 
to $10,000 today, more for Mr. Fuss-
budget’s boat. You probably won’t get 
your refit investment back in cash, but 
you’re a sailor so you know what you 
get back in purely subjective ways. 

As Romaine Corbin said of Dolphins, 
“Boats that will get them there and 
bring them back — swiftly, safely, com-
fortably.” In my book, that’s the highest 
praise any boat could receive. 

Boat review

Resources
Dolphin discussion list

<dolphin@list.sailnet.net> 
Register with SailNet to join this 
group.

Note the difference in the arrange-
ment of the tiller on Icelander, Bill 
Watson’s Yankee Dolphin, at left, 
compared with Trina, bottom photo 
on Page 11. Bill Shaw aboard Trina, 
at right.
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BILL SHAW’S SWEET LITTLE TRINA HAS LONG BEEN ONE OF MY 
favorite small yacht designs. From her yawl rig to her 
keel/centerboard hull with its medium displacement 

and triangular-shaped centerboard, Trina appears to be a 
miniature version of renowned cruiser/racer, Finisterre. 

Bill Shaw worked for Sparkman & Stephens at the time, 
and Trina was given a careful review in 1959 when George 
O’Day commissioned S&S to design a new midget ocean 
racer. I’d always thought that the fi berglass Dolphin was a 
duplicate of the wooden Trina except for her sheerline and 
construction. Comparing the two, however, I discovered 
signifi cant differences. Still, it’s obvious that the designers 
at S&S had Trina in mind when they began work on the 
Dolphin design two years later. 

Looking at the numbers, we can see where S&S made 
slight increases in the beam, waterline length, and ballast to 
give the Dolphin a lower displacement-to-length ratio, along 
with a touch more stability. A bigger change is the Dolphin’s 
higher-aspect-ratio 
centerboard, which 
reduces wetted area 
and should improve 
effi ciency. All these 
differences add up to 
slight performance in-
creases while, to many 
eyes, the more con-
ventional S&S sheer 
improves her aesthetic 
appeal as well. 

Better rating
The Dolphin’s sloop rig 
adds a few square feet 
of sail area, of course, 
but Trina’s yawl rig 

would probably rate better under the Midget Ocean Racing 
Club rule of that era. 

The newer Morgan 24 and O’Day 25 designs have lower 
displacement/LWL ratios due to their considerably longer 
waterlines, despite considerably heavier displacement. They 
also have lower beam/LWL ratios and, undoubtedly, a fi ner 
entrance. This should reduce resistance while their deeper, 
higher-aspect-ratio centerboards will improve weatherli-
ness. The Morgan would give both the Dolphin and Trina
stiff all-around competition. Due to her smaller sail area, 
the O’Day will be harder pressed to keep up with the fl eet in 
light air but should shine when it breezes up.

The four little yachts are similar in their comfort ratios. In 
any case, such small craft can hardly be considered comfort-
able in heavy weather regardless of the numbers. Bear in 
mind that shoal-draft, keel/centerboard boats will recover 
slowly, if at all, in the event of a capsize beyond 90 degrees. 
These small yachts cannot be recommended for serious 

ocean passaging. 
Still, given good 

condition and gear, 
any one of them 
would make a fi ne 
little singlehander 
or a cruiser for a 
cozy couple. A slight 
exception here for a 
sister to Trina: any 
wooden yacht that’ll 
sport more than 40 
candles on her next 
birthday cake had 
best be checked by 
an expert before she’s 
taken very far from 
the pier. 

Dolphins galore
A designer’s view of Trina and her offspring by Ted Brewer

LOA 24' 2" 23' 11" 24' 11" 24' 10"
LWL 19' 0" 18' 6" 21' 6" 21' 0" 
Beam 7' 8" 7' 5" 8' 0" 8' 0"
Draft, up/down 2' 10"/5' 2" 2' 9"/5' 3" 2' 9"/6' 6"  2' 6"/6' 0"
Displacement 4,250 lb 4,300 lb 5,000 lb 4,800 lb
Ballast 1,650 lb 1,500 lb 1,900 lb 1,600 lb**
LOA/LWL ratio 1.272 1.293 1.159 1.182
Beam/LWL ratio 0.403 0.401 0.372  0.381 
Displ./LWL ratio  276.6 303.2 224.6 231.4 
Sail area 296 sq ft 289 sq ft* 310 sq ft   270 sq ft
SA/Displ. ratio 18.1  17.5  17.0  15.2
Capsize screening 1.89 1.83 1.87 1.90
Comfort ratio 21.05 22.73  21.35 20.85
Year 1959 1956 1965 1975
Designer S&S Bill Shaw  Charley Morgan Ray Hunt
*Yawl rig. **Estimated, based on similar O’Day/Hunt small cruising yachts.

 Yankee Dolphin Trina Morgan 24 O’Day 25

 Yankee Dolphin Trina Morgan 24 O’Day 25
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WHEN WE HAD OUR BOAT SURVEYED  
before purchase, the sur-
veyor noted “yellow moisture 

readings” on the moisture meter at the 
mast partners. The mast collar had 
pulled away from the deck, leaving a 
gap of broken caulk. At the mast butt 
on the keel, he found extensive cor-
rosion damage, where the aluminum 
mast had sat in a pool of salty bilge 
water (kept higher than normal by the 
leaking mast collar) for who knows 
how long. He said we weren’t in dan-
ger of a catastrophic failure, but the 
mast butt would need to be sawed off 
at some point. He was matter-of-fact 
about it, but it sounded like an awfully 
big deal at the time . . . and wouldn’t it 
screw up my rig to have my mast a few 
inches shorter? 

When I got around to facing it three 
years later, I did the work myself, I did 
a fi ne job, my rig’s the same height, and 
it cost me very little. 

There’s a chance that any older keel-
stepped mast is corroded at the butt, 
but chances are it’s no big deal. You 
pull the mast, saw off a few inches, and 
make a riser to compensate for the lost 
mast height. Then you screw the riser 
to the keel and the mast step to the 
riser. The mast is no longer sitting in 
bilge water. If you have leaks and some 
water penetration of the deck at the 
partners, you address those at the same 
time. When you put it all back together, 

your boat’s probably better than new.
Before pulling the mast, make a list 

of everything you want to do to the rig 
and to mast-mounted equipment while 
the mast’s down, and budget the time 
and money for the entire project. If the 
standing rigging’s due for inspection, 
this is a good time to do it. I even pulled 
all the chainplates for inspection, clean-
ing, and rebedding, since I had no idea 
what kind of shape they were in.

Pulling the mast
If your mast butt’s badly corroded, the 
mast and step may be corroded togeth-
er. Locate a supplier for a replacement 
step casting before you pull the mast, in 
case the step casting is too far gone to 
repair. Also make sure you’ve located 
the exact position of the step casting 
before the mast is pulled, in case the 
step bolts are so corroded that the step 
casting comes up with the mast. The 
position of the mast — up and down, 
fore and aft, and side to side — must be 
the same when the repairs are done as 
it was when the boat was built. Mark 
things, drill pilot holes through mating 
parts, make jigs. Do whatever it takes 
to position the mast as it was before.

When the mast is lifted, you should 
be below to keep the butt of the mast 
from scraping the bulkheads or other 
interior surfaces and to tend to the 
electrical wires coming out of the mast 
butt. Have some rags handy to fore-

stall a potential mess. Have a hammer 
handy too. If the casting sticks in the 
mast tube, you will have to tell the 
lift operator to stop. If you can’t pull 
the step off, you’ll have to smack it off 
with the hammer. It may break, hence 
my advice to locate a replacement 
source in advance. 

Repairing the mast partners
Even if you don’t have access to a 
moisture meter and there’s no external 
evidence of a problem, you’ll be able to 
tell pretty quickly what kind of shape 
the mast partners are in once the mast 
is out. Many fi berglass production 
boats of the 1960s, ’70s, and ’80s have 
balsa-cored decks. Some builders used 
marine plywood instead of balsa in 
high-stress areas, especially anywhere 
something passed through the deck. 
Your deck sandwich probably consists 
a top fi berglass laminate (with non-skid 
gelcoat or paint), wood core, bottom 
fi berglass laminate, a thin layer of adhe-
sive (or gap), and fi nally the headliner.

What many builders didn’t do was 
seal the edges of the opening to prevent 
leaks from working into the deck core. 
Over a few decades, there’s probably 
been some water intrusion. If the 
boat’s been reasonably well cared for, it 
probably isn’t anything major — a few 
inches of penetration all around — and 
it’s pretty straightforward to fi x. 

If the boat was seriously neglected, 
there may be extensive rot in the deck 
core, and this may require a more ex-
tensive repair than the one described 
here. If you can’t gouge out the wet 
core back to dry material by work-
ing through the mast hole, you have 
a much bigger problem. Tap the deck 

stall a potential mess. Have a hammer 

Fixing a corroded
 mast

It’s simple, really: 
Just cut a bit off, 
add a bit on by Phillip Reid

Phillip’s mast before the repair, above. 
Note how the mast collar has pulled out 
of the deck. Once the mast was out of 
the boat, the truth became all too appar-
ent, on facing page at left. You can cut 
through a mast with a good hacksaw 
with a sharp blade. Be careful to cut it 
straight, far right.
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with a plastic hammer to see how 
much wet core there is. Good core has 
a sharp sound; wet core makes a thud. 
The two sounds are quite different. 
You’ll know.

If, like me, you are looking at yellow 
readings on a moisture meter and you 
know your mast collar has been leak-
ing, but without softness or bulging 
above or below, you’re probably look-
ing at gouging out some rotted core to 
a depth of a few inches, cleaning out 
the void, and putting in new material. 
This should make (at the risk of get-
ting too technical) one heckuva strong 
mast partner.

The whole scenario 
Here’s the whole mast-partner scenar-
io: a cast-aluminum 
collar fi ts around 
the mast on deck. 
It may or may not 
have a fl ange that 
goes through the 
opening and it may 
or may not have a 
lip for a mast boot 
to fi t around. The mast passes through 
a cutout whose edges are not sealed. 
The only thing keeping water out of 
the deck is whatever mast boots have 
been used over the years. Underneath 
against the overhead, you may fi nd a 
trim piece (teak-veneer plywood, in my 
case) that fi ts around the mast. Over 
the years, water may have gotten well 
into the deck core, rotting some of it 
around the opening. It may have rot-
ted out the interior teak trim piece (if 
present) and stained liners. It’s possible 
that water could have damaged the 
tops of bulkheads. Inspect any wood in 
the general vicinity.

Here’s what needs to happen to this 
setup, if it has become waterlogged: 
Once it’s all taken apart and cleaned 
up, you may want to prime, fair, and 
paint the aluminum collar, then clean 
out the rot and fi ll the void and screw 
holes with thickened epoxy. Use the 
rotten interior trim piece as a template 
to make a new one out of teak, the 
hardwood of your choice, StarBoard, 
or exterior-grade plywood saturated in 
epoxy and painted with two-part poly-
urethane (my choice). Drill through 
the epoxy and interior piece so you 
can through-bolt everything from 
the aluminum collar down, bed the 
aluminum collar and the interior piece 
in sealant, through-bolt all of it with 
stainless bolts bedded in sealant, and 

end up with mast partners from hell. 
Whatever might keep you lying awake 
in your bunk worrying in the future, it 
won’t be your mast partners.

Sealing the edge of the hole
With a fl at-bladed screwdriver or chis-
el, scrape out all the wet core. If you 
are fi nding soft, rotten, easily-removed 
core material as far back as you can 
reach, you are going to need to take 
a different repair approach, perhaps 
involving the injection of liquid epoxy 
through the upper laminate or removal 
and replacement of the top deck lami-
nate and core around the partner. If 

the water has migrated that far, it is a 
much bigger project.

If there’s loose, crumbling adhesive 
between the headliner and bottom 
deck laminate, chip it out with a knife 
blade or the edge of a screwdriver. 
You’ll pack epoxy in there too. The saf-
est way to dry the remaining core that 
is not rotted or delaminated is with 
low temperature heat and air circu-
lation. Acetone will help water fl ow 
through the core but in all directions, 
and it is extremely fl ammable. Drying 
will probably take several days. Once 
the core is dry, drill out the screw and 
bolt holes to twice the diameter of the 
fasteners and clean out the void.

Wearing safety glasses and gloves, 
brush epoxy on the edge of the ex-

posed core to 
seal it. Make up 
plywood pieces 
to fi t in the void 
where the core 
has been removed. 
These should be a 
good fi t with the 
remaining core and 

each other. Remember to leave at least 
¼ inch between the front edges of the 
plywood and the opening; the edge of 
the fi nished opening needs to be fi lled 
epoxy, not plywood.

Mix up thickened epoxy to fi ll the 
gaps. Thicken it to the consistency of 
peanut butter. Use the proper hardener 
for the temperature you’re working in. 
Pack your fi rst batch into a cardboard 
caulking tube. Whatever you do, don’t 
forget to put the cap into the end of the 
tube before loading it into the caulk-
ing gun and applying pressure. (Don’t 
ask.) Jam a piece of clear vinyl tubing 
over the caulking gun nozzle; this will 

Whatever might keep you lying awake 
in your bunk worrying in the future, 

it won’t be your mast partners.
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allow you to get the epoxy into the 
back of the gap.

Squirt thickened epoxy into the gap, 
all around. Put in enough to fill the 
gap between the old core and the new 
core. Don’t leave voids. A good fit for 
the new plywood core will help. Coat 
the plywood all over with unthinned 
epoxy as you put it in. 

Large volumes of uncured epoxy 
will get too hot as they cure. This dam-
ages the epoxy, ruining its properties, 
and is a fire hazard. Let each small 
batch get through its exotherm before 
adding more. You may need to work 
in stages so the filled epoxy does not 
“go thermal,” as it surely will if you 
put too much in at a time. Work in the 
shade even if you have to rig awnings. 
Smooth the edge of the hole to knock 
off peaks, but make sure it completely 
fills the gap with no indentations. Err 
on the side of too much; you can grind 
it off after it cures. 

After the epoxy has cured, use a file 
bit on a drill (a powerful drill works 
best) and carefully smooth the epoxy 
at the edge of the opening, making 
sure to keep the edge vertical. 

The deck collar assembly
When you’re not on the boat, you can 
be working on the mast collar and its 
backing pad. The mast collar is prob-
ably aluminum and may be signifi-
cantly corroded. After I wire-brushed 
mine down to clean metal, I washed it 
with acetone, prepped it with a two-
part zinc chromate-based self-etching 
primer wash for aluminum (the marine 
paint companies make this), faired 
the pits with epoxy, sanded it smooth, 
washed it again, and painted it with 
four coats of two-part linear polyure-
thane paint. Make sure it’s straight (not 
bent or warped) before you finish it.

If you already have an interior trim 
piece under the mast collar, you can use 
it as a template for your backing pad 
(or use the piece itself if it’s still strong 
and intact). If there’s no such piece, use 
cardboard to make a template. 

You’ll want the opening to match 
the opening in the deck exactly when 
the piece is through-bolted. To ensure 
this, put the deck collar in place (after 
you’ve finished and cleaned up the 
mast partners) and mark the screw-
hole locations exactly on the deck, 
making sure the deck collar is cen-
tered exactly over the opening and 

doesn’t move while you’re marking. 
Remove the deck collar and clamp the 
interior piece or template exactly in 
place underneath. Drill the holes the 
correct size for the machine screws or 
bolts you’re going to use, all the way 
through the interior piece below. Make 
sure they’re as straight as you can pos-
sibly drill them. Replace the deck col-
lar and check all the screws to make 
sure they fit. Make sure the interior 
piece fits exactly — opening and screw 
holes — before finishing it. The only 
way to do that is with a complete dry-
fit. Once you’re satisfied, over-drill the 
screw holes in the interior piece, clean 
out the holes, and fill them with epoxy. 
After the epoxy cures, re-clamp the 
piece in place and re-drill the correct 
size holes from above. Dry-fit it again. 
Then you’re ready to finish the piece. 
My interior piece was rotted, so I used 
it as a template and made a new piece 
out of plain old exterior-grade plywood 
saturated in epoxy and painted with 
two-part linear polyurethane. 

Make sure all surfaces are clean, 
then apply bedding compound to seal 
everything. Clamp the parts together 
lightly. Don’t fully tighten until the 
caulk has started to tack; this helps 
form a better seal. Smooth out the 
edge of the caulk where it squeezes 
out into the opening; you want a flush-
walled opening. 

The mast butt
The first thing to do is to examine the 
mast butt itself. This is much easier 
when the mast is out of the boat and the 
butt is dry. Wipe the crud off and exam-
ine the metal for severe pitting (large in 
area and penetrating well into the wall 
thickness of the metal). On my mast, 
significant areas of metal had been 
completely eaten away. Establish how 
far up the mast the bad corrosion goes. 
Minor superficial pitting that looks like 
pockmarks doesn’t count. Unless your 
bilge is really deep, you should get away 
with cutting off just a few inches. But 
before you cut, figure out what you’re 
going to use for a riser. On my Pear-
son 28, 4 inches seemed to be the rule, 
which is why I used a scrap of ¼-inch x 
4-inch-square aluminum tubing. 

Stuff like this is available from scrap 
metal (and new metal) dealers who may 
have small pieces lying around. Scrap 
metal is really cheap. New metal deal-
ers may be willing to cut you a piece. 

¼‑inch x 4-inch-square aluminum tub-
ing scrap with the outline of the original 
step casting. This will become the 
mast step riser that sits on the keel. It’s 
worth less than $10 from a scrap metal 
dealer.

Shown from above, the mast partner 
area before repair has work to be done.

Clean partner area ready for epoxy fill.

Shown from below, loose adhesive 
between the headliner and bottom deck 
laminate has been removed. Note that 
the staining on the headliner has been 
cleaned off. There was only cosmetic 
discoloration of the bulkhead tops. 
Inspect any bulkheads in the immediate 
vicinity for water damage.
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Other owners of your type of boat are 
a gold mine for leads on stuff like this. 
If you can’t find or can’t use a piece of 
square tubing, you can have a metal 
shop put something together for you for 
$50 or so. You don’t need stainless steel 
or bronze; aluminum is fine. If you have 
something custom made, an I-shaped 
structure will work. 

Use the step casting base as a 
template. An alternate take on the 
I-shaped riser will work if your step 
casting is salvageable; clean it up and 
have the metal shop weld the step 
casting directly to the vertical piece, 
eliminating the top plate of the riser 
(and a welding joint). 

If you use tubing, your life will be 
easier the closer you can match the 
footprint of the step casting. The sur-
face of the keel may be uneven, and if 
the footprint of the new riser is wider 
than the step casting, it may not sit 
down completely, causing your mast 
to be just a little bit taller and your 
stays and/or shrouds to be just a little 
bit shorter, which is irritating and ex-
pensive to remedy. 

Cutting off the mast butt
The principle is simple: cut off exactly 
the same amount of mast butt as the 
height of the riser you’re going to use. 
Measure up from areas of the bottom 
edge that are still straight and intact. 
Use the edge of a file folder wrapped 
around the mast to connect the dots, 
and tape it in place to use as a guide. 
You can cut through the mast pretty 
handily with a good hacksaw with a 
sharp blade. Be careful to cut it straight. 
File or sand the cut edge smooth.

Optional, but recommended: clean 
up the section of the mast that lives 
below the cabin sole and apply a full 
aluminum treatment of zinc chromate 
primer wash, epoxy barrier primer, 
and two-part polyurethane paint to 
the area — inside and out — to pro-
tect the mast from further corrosion. 
If you’ve always wanted a painted 
mast in the cabin, go all the way up to 
the overhead. 

Keel-stepped masts may be stepped 
in a variety of ways. In some cases, 
the butt of the mast sits in a casting 
on the keel. In other cases, the butt of 
the mast sits in a casting that rests on 
floors or stringers or both. These may 
rest on the keel but commonly do not. 
They attach to the keel sump, or rein-

forced area above the keel. If any parts 
of the structure that supports the mast 
are made of wood, inspect them for rot, 
delaminated plywood, or other kinds 
of failure. If the structure is metal, 
inspect for corrosion. If any of this 
structure needs replacement, it must 
be done with a plan to bring the new 
surfaces to the same point in space as 
the old ones so the mast butt will be 
in the same place. If you designed the 
new step to be higher than the old one 
by the amount you cut off the mast, 
that must also be taken into account. 

Do not assume that the loading is all 
compression, straight down. With a 
keel-stepped mast there is considerable 
side loading and there can be load-
ing fore and aft, particularly if there is 
any mast bend in that direction. Study 
the original mounting for clues to the 
designer’s intent. 

Nice feature
Shims are a nice feature if you can 
work them in, because you’ll have re-
course if the mast needs to be raised 
or lowered a bit. This may happen if 
the mast was already short from wear-
ing in the step casting. 

In all cases, there should be a di-
rect metal path from the mast to the 
metal keel. This can be either metal 
structure or wire. Use at least #8 wire 
to ground the mast to the keel, unless 
there is a direct metal structural path 
for the lightning bolt you hope you 
never meet. If wire is used, it should 
make as few bends as possible to 
reach the keel. Even a partial turn 
or bend in the wire adds inductive 
reactance to the circuit in a lightning 
strike. Any resistance to current flow 
increases the likelihood of side flash-
es, which are a danger to the crew.

The moment of truth is when the 
mast is back on the step and the turn-
buckles are re-attached. If something 
is a little off, one or more shrouds or 
stays aren’t going to go back on. In my 
case, I had to add an eye-jaw toggle to 
my headstay. No hanging matter — the 
mast is straight — but it was irritating 
and stressful. I think the bottom plate 
of the riser, a little wider than the step 
casting, sat up a little higher, which 
is why I strongly recommend making 
triple-sure the riser sits exactly the way 
the step did, even if that means a cus-
tom-made, welded, I-shaped riser.

I put in some temporary wedges at 
the partners, tuned the rig, and used 
Spartite to chock and seal the mast 
partners. I covered that with a rub-
ber mast boot and covered that with 
a Sunbrella mast boot cover. I don’t 
expect to ever worry about the mast 
again.

Author’s note: Even when I do 
a boat project “alone,” I don’t really. 
Thanks to Michael O, Lou, and Cap’n 
Ron of the Pearson 28 Forum (<http://
www.geocities.com/CptinRn>) for get-
ting me started on this, and thanks to 
Jack for helping me finish it. 

Phillip bedded and through-bolted the 
step casting to the top plate of the riser. 
Then he bedded and screwed the riser 
to the keel. He coated the screws and 
bolts with 3M 5200 where they con-
tacted the aluminum.

The mast step has been removed from 
the boat.

The mast step is now clean and bare 
with the ears cut off and holes drilled. 
Note the area where it corroded all the 
way through. This will be filled with 
thickened epoxy. 
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THE STUDY OF CORROSION CONSIDERS 
the reactions between a metal 
and its environment. From the 

standpoint of a boatowner, the study 
of corrosion also includes corrosion-
suppression techniques. Therefore, in 
order to anticipate, minimize, or sup-
press corrosion, the boatowner must 
fi rst consider its causes.

Corrosion theory
Corrosion is nature’s way of returning 
processed metals — both pure and 
alloy — to their original native states 
as minerals or chemical compounds. 
For example, in its natural state, iron 
ore exists as various iron-oxide com-
pounds (FeO, Fe

2
O

3
, Fe

3
O

4
). In making 

iron and steel, the oxygen is driven off 
and elemental iron results (Fe0). To re-
verse this process, nature needs only 
to add water and oxygen. This natural 
reclamation process is corrosion.

Corrosion is a broad and complex 
subject; however, it can easily be 
understood and defi ned as an electro-
chemical process that involves three 
main steps, as shown in the illustra-
tion at right.

•	 At	the	anode,	metal	goes	into	solu-
tion. In this example, iron ions go 
into the water, where they are soon 
oxidized.

•	 At	the	same	instant	that	the	metal	
goes into solution, two electrons 
are released and begin to migrate 
through the metal to the cathode.

•	 Completing	the	electrical	circuit,	
oxygen in the water moves to the 
cathode, where it uses the electrons 

that migrated to the cathode and 
forms hydroxyl ions (OH–).

The chemical reactions are as follows:

Anodic reaction
Fe0→ Fe+2	+	2e–

Cathodic reaction
½O2	+	H2O	+	2e

–→ 2(OH–)	

Subsequent to the actual electro-
chemical corrosion process, addition-
al chemical reactions occur that pro-
vide us with the precipitated corrosion 
products as well as visual indicators. 
In the case of iron, the most common 
are as follows:

The negatively charged hydroxyl 
ions that were produced at the cath-
ode migrate toward the anode. At the 
same time, the positively charged iron 
ions move toward the cathode. They 
combine to produce ferrous hydrox-
ide.

Fe+2	+	2OH–	→ Fe(OH)2

This compound is rapidly oxidized 
(combined with oxygen) to ferric hy-
droxide.

4Fe(OH)2	+	O2	+	2H2O→ 4Fe(OH)3

When the ferric hydroxide is dehydro-
lyzed (the water is removed), ferric 
oxide (red rust) is all that remains.

2Fe(OH)3→ 3H2O	+	Fe2O3

The corrosion process in all metals 
is similar to that of iron; however, the 
end products are not called rust. Rust 
is peculiar to iron and steel and more 
of a colloquial term. It is more techni-
cally correct to refer to the products 
of corrosion as “a metal’s oxide.” 

Every metal surface is covered 
with innumerable minute anodes and 
cathodes. These sites may be the re-
sult of stress, compositional differenc-
es, or surface irregularities, to name 
just a few. Regardless of the cause, a 
difference in electrical potential exists 
between each anode and cathode. It is 
this difference in potential that allows 
current to pass through the metal, 
resulting in reactions at the anodic 
and cathodic sites. The anode is the 
region of lower potential (–) and the 
site of metal loss, while the cathode 
is the region of higher potential (+). 
In general, the lower the potential of 
the anode, the greater the metal loss 
— and thus the more serious the cor-
rosion problem.

The degree of corrosion is also 
a function of the ability of ions and 
electrons to migrate through the elec-

Marine 
corrosion
A thorough 
discussion of the many causes 
of metal corrosion by Gregg Nestor

The heat-affected zones on this stain-
less-steel chain are beginning to show 
signs of weld decay.
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trolyte (water) and take part in the 
chemical reactions. Waters that are 
higher in dissolved solids are more 
conductive and can cause more severe 
corrosion. Salt water, with its higher 
dissolved solids content, is more cor-
rosive than fresh water.

Galvanic series
Any metals when immersed in water 
will soon develop a measurable elec-
trical potential. Those of lower poten-
tial can be expected to corrode more 
easily and extensively than those of 
higher potential. When dissimilar 
metals are coupled, either by wiring 
or by simple contact with each other, 
and are immersed in water, the one 
with the lower potential will become 
the anode and actively corrode. The 
table to the right shows the 
galvanic series for metals 
immersed in sea water.

The most “noble” metals 
are those located toward 
the bottom of the series. 
These are electrically less 
negative (or more posi-
tive) and less chemically 
active (or more passive). 
These metals are said to 
be cathodic and are more 
resistant to corrosion. The 
metals nearer the top of the 
series are less noble. They 
are more electrically nega-
tive (or less positive) and 
more chemically active. 
As such, these metals are 
anodic and corrode most 
easily.

When two metals, as 
shown in the table, are cou-
pled, the metal higher in 
the series will corrode. The 
driving force for galvanic 
corrosion is the potential 
difference that develops 
between the two metals. 
This difference in potential 
increases as the distance 
between them on the gal-
vanic series increases. Any 
metals that are more than 
200 millivolts apart on the 
series will cause the more 
anodic (higher on the se-
ries) to corrode. 

 Immersion is not neces-
sary for galvanic corrosion 
to take place. Wood that is 

wet with sea water can act as the elec-
trolyte and allow ion migration.

Common onboard galvanic couples 
include propellers and their shafts, 
stainless-steel screws in an aluminum 
mast, and dissimilar metals in the 
engine’s cooling system.

Polarization/passivation
Changing the potential of either 
the anode or the cathode or both to 
reduce the difference in electrical 
potential between them reduces the 
corrosion reaction and minimizes the 
associated metal loss. This shift to 
more of an equilibrium in corrosion 
potential is called polarization.

To some extent, polarization oc-
curs naturally during the corrosion 
process, either by the depletion or re-

moval of chemical reactants, such as 
oxygen or chloride, or the formation 
of a passivating monomolecular oxide 
film on the metal’s surface, as is the 
case with stainless steel.

Unfortunately, polarization is 
not always complete or effective in 
reducing the corrosion potential and 
must be aided by other means, such 
as chemical (coatings), mechanical 
(insulation), or even electrical (im-
pressed current).

Should polarization be interrupted 
at any point, a very active anodic site 
will develop, accelerating corrosion.

Chemical factors
Understanding the ramifications of a 
metal’s aqueous environment helps 
greatly in determining the potential 

for and extent of a corro-
sion problem.

Acid/alkaline — Simply 
stated, pH can be defined 
as the hydrogen ion con-
centration. It is measured 
using a special, loga-
rithmic pH scale, which 
ranges from 0 to 14, with 7 
being neutral. The higher 
the concentration of hy-
drogen ion, the lower the 
pH and the more acidic. 
The lower the concentra-
tion of hydrogen ion, the 
higher the pH and the 
more alkaline, or basic. 
Most natural waters have 
a pH of 6.0 to 8.0, with sea 
water tending to be on the 
alkaline side.

The actual effect of pH 
on a given metal is deter-
mined by the behavior of 
its oxide. If the oxide is 
soluble in an acidic me-
dium, the metal is consid-
ered acid soluble and will 
therefore corrode rapidly 
in this environment. On 
the other hand, if an alka-
line medium dissolves the 
oxide, the metal will expe-
rience extensive corro-
sion in that high pH range. 
With the exception of the 
most noble metals, most 
metals fall into the first 
category (see illustration 
at the top of Page 20).

Galvanic series
Anodic, or least noble, end (Active)	 Millivolts (mV)	
Magnesium (Mg)	 -1730
Magnesium (2% Manganese [Mn])	 -1670
Magnesium (9% Aluminum [Al], 1% Mn, 1.5% Zinc [Zn])	 -1580
Galvanized Iron (Hot Dipped)	 -1140
Zinc Electroplating	 -1130
Cadmium (Cd) Zinc Solder (71%/29%)	 -1120
Zinc	 -1050
Cadmium	 -860
Cadmium-Plated Steel (Cd 0.001 in.)	 -860
Aluminum (Marine Alloys 5086, 5083, 6061)	 -820
Mild or Structural Steel (A36)	 -790
Alloy Steel	 -740
Aluminum (Forged Alloy)	 -730
Stainless Steel (316, 317, 321, 347, 302, 304 — 
   active, oxygen starved)	 -550
Tin (Sn)	 -500
Manganese Bronze, CA-464 Naval Brass 
   (58% Copper [Cu], 39% Zn, 1% Al, 0.25% Mg)	 -450
Naval Brass (60% Cu, 39% Zn)	 -450
Yellow Brass	 -450
Admiralty Brass (70% Cu, 29% Zn, 1% Sn)	 -360
Copper CA-110 	 -340
Brass (60% Cu, 40% Zn)	 -330
Gunmetal (88% Cu + Sn)	 -310
Silicon Bronze (96% Cu, 1.5% Silicon)	 -260
Tin Bronze	 -260
Lead (Pb)	 -240
Copper/Nickel (CA-715 - 70% Cu, 30% Ni)	 -200
Aluminum Bronze (90% Cu, 10% Al)	 -150
Stainless Steel (316, 317, 321, 347, 302, 304 — 
   passive, oxygenated)	 -150
Monel 400 & 500	 -110
Titanium (Ti)	 -100
Silver (Ag)	 -80
Graphite  and Carbon Fiber (C)	 (+250)
Platinum (Pt)	 (+260)
Cathodic, or most noble, end (Active)	 Millivolts (mV)
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A metal oxide that rapidly dissolves 
in both acid and alkaline situations is 
referred to as being amphoteric. Am-
photeric metals exhibit their greatest 
corrosion stability at an intermediate 
pH range. Two important shipboard 
metals that fall into this category are 
aluminum and zinc (see illustration at 
right).

In addition to the pH of the water, 
the pH of several other shipboard situ-
ations can adversely affect the corro-
sion process. These include, but are 
not limited to:
•	 Rain water (acid rain)
•	 Teak cleaners/brighteners (many 

use both an acid and an alkali)
•	 Acid-cure silicone sealants
•	 Engine exhaust (upon combination 

with water, an acid is formed)

While an acidic pH environment is 
generally a cause for accelerated cor-
rosion, strongly alkaline solutions can 
cause the deterioration of wood, be 
it the boat or its brightwork. Wood is 
comprised of cellulose fibers that are 
bound together with a natural adhe-
sive called lignin. Strong alkaline solu-
tions can dissolve lignin, leaving only 
the structurally weak cellulose. This 
“corrosion” process is called deligni-
fication.

Dissolved solids
The impact of dissolved solids on 
the corrosion process is somewhat 
complex. Not only the concentration 
is important; so are the various ions 
involved. 

The extent of the corrosion is a 
function of the ability of both the ions 
and electrons to migrate through the 
water and participate in the 
various chemical reactions. 
Waters that are high in dis-
solved solids are more con-
ductive and are responsible 
for severe corrosion. Sea 
water, with its high concen-
tration of dissolved solids, 
is extremely conductive and 
much more corrosive than 
fresh water. 

Salinity — The presence of 
salt, or more specifically the 
chloride ion, makes water 
extremely corrosive. The 
figure at right illustrates 
the effect of salt concen-

tration on the corrosion rate of iron. 
Note that the corrosion rate is at its 
highest at a salt concentration of 3.5 
percent, which coincidentally is just 
about the salt concentration of sea 
water. The chloride ion aids corrosion 
in two ways. It increases the electrical 
conductivity of the water, and it tends 
to interfere with and break up the 
protective oxide films formed by some 
metals.

Oxygen — The greater the amount 
of dissolved oxygen in the water, the 
greater its corrosiveness. This is due 
to the fact that an increase in oxygen 
allows for an increase in the rates 

of the various chemical reactions at 
or near the cathode, thus promoting 
corrosion. In sea water, the corrosion 
rate of mild steel increases in direct 
proportion to an increase in dissolved 
oxygen. A doubling of dissolved oxy-
gen doubles the corrosion rate. Gener-
ally speaking, as water temperature 
increases, the amount of dissolved 
oxygen decreases.

Suspended matter — Sand, silt, 
mud, clay, and other particles sus-
pended in the water pose very little 
in the way of a corrosion problem. 
However, when they are allowed to 
settle out on a metallic surface, they 
can quickly form a porous deposit 
and establish a differential aeration 
cell. The area beneath the deposit is 
oxygen-deficient and becomes anodic 
while the open surface is now ca-
thodic. With a difference in electrical 
potential formed, corrosion begins. 
The differential aeration cell can 
lead to aggressive localized pitting. 
This condition is commonly referred 
to as under-deposit corrosion. Good 
housekeeping, especially in the bilge 
and lockers, can just about eliminate 
under-deposit corrosion.

Microbiological — Microbiological 
corrosion can occur directly or indi-
rectly. Direct involvement takes the 
form of corrosion that results from the 
biological process associated with the 
metabolism of the bacteria. Examples 
of corrosive microorganisms include 
sulfate-reducing bacteria (Desulfo-
vibrio desulfuricans) and sulfur-
oxidizing bacteria (Thiobacillus 
thiooxidans). While sulfate-reducing 

bacteria consume hydrogen 
and accelerate the corrosion 
process at the cathode, the 
sulfur-oxidizing bacteria 
manufacture sulfuric acid 
and a low pH. Beneath both 
of these colonies, severe 
localized pitting results.

The corrosion that is 
associated with indirect 
microbiological activity is 
usually the byproduct of 
bacterial metabolism, which 
results in a deposit and the 
formation of a differential 
aeration cell. Organisms 
such as Beggiatoa and Thio-
thrix are well known as 
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troublesome fouling organisms. Gen-
erally, microbiological corrosion takes 
the form of localized pitting.

Like sailboats, microorganisms 
are cosmopolitan, in that they can 
be found throughout the world. They 
inhabit water, land, and air, and they 
are quite adaptable to shipboard life, 
given the right environment. Cleanli-
ness is their enemy.

Physical factors
Understanding certain physical 
aspects of the relationship between 
water and a metal can provide insights 
into the corrosion potential. Common 
physical factors include:

Temperature — Generally, corrosion 
increases with an increase in tempera-
ture. Nowhere is this physical factor 

more in evidence than in the closed 
recirculating cooling system of a 
sailboat’s engine. It is in this environ-
ment that a rise from 60° to 180°F may 
increase the corrosion rate by as much 
as 400 percent. Fortunately, antifreeze 
products routinely incorporate a cor-
rosion inhibitor in their formulations. 
To insure that temperature protec-
tion as well as corrosion inhibition 
are constantly maintained, it is a good 
practice to drain, fl ush, and recharge 
the system with fresh antifreeze on a 
routine basis.

With an increase in the tempera-
ture, some metals or alloys can even 
change their electrical potential. At 
approximately 150°F, the zinc coating 
on galvanized steel no longer pro-
vides corrosion protection. It becomes 
cathodic, while the steel becomes 
anodic and corrodes.

Lastly, should a temperature varia-
tion occur within one piece of metal, 
the cooler portion becomes cathodic, 
while the warmer part becomes an-
odic and corrodes.

Dissimilar metals — As was dis-
cussed earlier, when two dissimilar 
metals are in contact with each other 

and exposed to a conductive solution, 
a difference in electrical potential 
develops. The metal lowest in elec-
trical potential becomes anodic and 
corrodes.

One of the most routine shipboard 
practices involving dissimilar metals 
is the use of stainless-steel fasteners 
on an aluminum mast. The fasten-
ers are cathodic to the anodic spar. 
To reduce the electrical potential 
between the two, the fasteners are 
normally coated with an insulating 
paste. If they are not, corrosion of the 
spar area adjacent to the fastener will 
take place and the hole will eventually 
enlarge.

Cathode-to-anode ratio — The 
rate of corrosion increases in direct 
proportion to an increase in the ratio 

of cathodic surface to anodic surface. 
Where the area of cathodic surface 
is greater than that of the anodic sur-
face, an unfavorable cathode-to-anode 
ratio exists. If the ratio is signifi cantly 
high, the resulting corrosion will be 
severe localized pitting. Therefore, 
whenever possible it is favorable to 
maintain a low cathode-to-anode 
ratio.

Stainless-steel fasteners on alumi-
num spars are good examples of low 
cathode-to-anode ratios.

Metallurgy — Metals are never uni-
form. All metals exhibit surface fl aws 
such as nicks, scratches, and cuts. 
These areas will eventually become 
anodic to the rest of the metal. 

Differences in the metal’s micro-
structure can promote the formation 
of a galvanic cell and subsequent cor-
rosion. This includes such microscop-
ic items as a difference in metal grain 
densities, the inclusion of a non-homo-
geneous metal or compound in the 
grain structure, and the presence of a 
precipitate at the metal’s grain bound-
ary. Metals that have been stressed 
or are under stress normally develop 
anodic sites at the stressed area. 

Unfortunately, an increase in metal 
purity is no guarantee that corrosion 
will decrease, but it does help.

Types of corrosion
The corrosion of a metal’s surface can 
take many forms. The major types 
that are routinely encountered in the 
marine environment are highlighted 
below:

Uniform attack — Sometimes re-
ferred to as atmospheric corrosion, 
uniform attack is characterized by 
the even, steady loss of metal over 

Corrosion fatigue or possibly fretting cor-
rosion, top, beginning to take place where 
a brace is welded to the stanchion. An oxy-
gen differential cell has developed beneath 
the fairlead, center, and active corrosion is 
taking place. Oxygen deprivation is occur-
ring where the stanchion is in the base, 
bottom. This is interrupting the formation 
of the protective oxide fi lm on the metal’s 
surface and corrosion is taking place.

Microorganisms inhabit water, land, 
and air, and they are quite adaptable 

to shipboard life.
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the entire metal surface. When the 
difference in electrical potential is 
not great, the anodic and cathodic 
sites tend to shift from place to place 
on the metal’s surface. This results in 
uniform metal loss. Given appropri-
ate conditions, all metals can exhibit 
some uniform attack.

If your boat is made of steel, 
chances are that you’re quite familiar 
with uniform attack. Any areas that 
are missing paint will quickly develop 
this common form of corrosion. If you 
don’t sail a steel boat, you’re not im-
mune from uniform attack. Inboard 
engines are predominantly made of 
cast iron. Where the protective coat-
ing of paint is missing, uniform attack 
can occur. Exhaust manifolds and 
risers are excellent candidates for uni-
form attack.

Pitting — Pitting corrosion is one 
of the most destructive and intense 
forms of localized attack. This is the 
result of the formation of a highly 
active, localized anodic site. Pitting 
can occur under deposits, at high 

temperature zones, at imperfections 
on the metal surface, at holidays in 
paint coatings, and around bits of 
weld spatter. Pitting is the most com-
mon cause of metal failure. Even if 
not fully perforated, pits create stress 
concentration sites that lead to failure 
when stress is applied. It is an insidi-
ous form of corrosion, since it is not 
readily apparent. Areas where pitting 
corrosion can occur include under de-
posits, on keel bolts, inside stanchion 
bases, inside lower terminals of wire 
rigging, and beneath plastic lifeline 
coverings.

Erosion — This form of corrosive 
attack is one in which metal loss is 
accelerated by the velocity or abra-
sion of a flowing medium (water). This 
form of localized attack often occurs 
at areas where water changes direc-
tions. Cavitation can cause erosion 
corrosion. It causes damage due to the 
formation of bubbles in the water as 
they collapse against a metal surface. 
The resultant shock physically dis-
lodges metal grains from the surface. 
The presence of deep, circular pits, 
along with an overall roughened sur-
face, is evidence of cavitation. Areas 
susceptible to cavitation include the 
suction side of pump impellers and 
boat propellers. Attack can even occur 
inside diesel engines, caused by the 
pressure created by piston slaps.

Selective leaching — Selective 
leaching (known as de-alloying) is 
the preferential disintegration of one 
element from the alloy matrix. Three 
common forms, in order of general im-
portance, are dezincification, degraph-
itization, and de-aluminification.

Tracing rust stains to their source can 
aid in identifying the source and type of 
corrosion.
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Dezincification is the selected re-
moval of zinc from copper-zinc alloys 
(brass). This results in a weak porous 
copper structure having a reddish, 
coppery color. There are two forms 
of dezincification. The “plug type” 
form is localized and characterized 
by deep penetration. This form occurs 
in waters of high salt content. The 
“layer type” form is more general and 
uniform in nature and will occur over 
the entire metal surface. Resistance to 
dezincification varies with the alloy. 
For example, brass of 70 percent cop-
per and 30 percent zinc is less resis-
tant than admiralty brass (70 percent 
copper, 29 percent zinc, 1 percent tin), 
which is less resistant than inhibited 
admiralty brass (admiralty brass plus a 
small amount of arsenic, antimony, or 
phosphorus). Bronze, Monel, stainless 
steel, or even hot-dipped galvanized 
are better choices.

Cast iron is subject to a similar 
problem called degraphitization. 
When iron is selectively removed, the 
result is a weak structure of graphite 
and iron oxides. 

De-aluminification is a form of 
selective leaching associated with 
aluminum bronzes and a seawater 
environment.

Boats sailed in fresh water are gen-
erally safe from selective leaching. If 
you’re a saltwater sailor, places where 
selective leaching may occur include 
fittings and fasteners made of yel-
low brass (dezincification), cast iron 
keels (degraphitization), and possibly 
components fabricated of aluminum 
bronze (de-aluminification).

Under-deposit corrosion — Un-
der-deposit corrosion is generally the 

result of the formation of an oxygen-
differential aeration cell. The water 
above the deposit is oxygen rich, while 
the area beneath the deposit is oxygen 
deficient. This difference in oxygen 
concentration establishes a difference 
in electrical potential, with an anode 
being formed beneath the deposit. The 
result is extensive localized corrosion, 
which establishes a self-perpetuating 
corrosion cycle. The metal that is lost 
through the corrosion process precipi-
tates out and creates another deposit, 
which in turn establishes another 
differential aeration cell and more cor-
rosion. 

To exacerbate the situation, aggres-
sive ions such as chloride and sulfate 
may be incorporated in and beneath 
the deposit. When a seawater-saturat-
ed organic mass is the deposit, the re-
sulting corrosion is sometimes called 
poultice corrosion.

When colonies of microorganisms, 
including barnacles, form the deposit 
or are found to be present beneath 
a deposit, the resultant corrosion is 
categorized as being microbiologically 

Look for signs of crevice corrosion in 
swaged fittings and turnbuckles and in 
confined spaces, to name just a few.
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induced. This microbio-
logical form of corrosion 
was discussed on Page 
20.

Under-deposit cor-
rosion is probably the most insidious 
form of localized attack because it’s 
often overlooked until a premature 
failure occurs. Look for signs of un-
der-deposit corrosion in places where 
water can collect and allow its sus-
pended solids to settle out. On a metal 
boat, the fi rst place to check is the 
bilge with its many nooks and cran-
nies. Keep those areas free of debris. 
Also check anchor and chain lockers. 
Monitor the engine temperature in or-
der to determine if the heat exchanger 
is fouled. This fouling is the precursor 
to under-deposit corrosion.

Remember, it doesn’t have to be 
dirt to be a deposit. A piece of water-
logged wood left in contact with a 
steel deck can initiate under-deposit 
corrosion.

While not a deposit, the vinyl coat-
ing on stainless steel lifelines has 
been known to create conditions for 

the establishment of oxygen-differen-
tial cells and promote corrosion of the 
stainless steel wire. You also want to 
take a peek at metal components that 
have been wrapped with tape.

Crevice corrosion — Crevice cor-
rosion is categorized by localized at-
tack occurring within or immediately 
adjacent to a crevice or other area 
that is shielded from the bulk environ-
ment. In addition to cracks, fl aws, and 
scratches on the metal surface, fasten-
ers, welded lap joints, and sealants 
can cause crevice corrosion. 

The small volume of stagnant 
solution within the crevice is oxygen 
defi cient and quickly becomes anodic, 
due to the formation of an oxygen-
differential aeration cell. Attack is 
localized and can be severe due to the 
unfavorable cathode-to-anode ratio. 
Tracing rust stains to their source 

can minimize this form 
of corrosion. Look for 
signs of crevice corro-
sion in swaged fi ttings, 
closed-body turnbuck-

les, tight corners and fl anges on metal 
structures (pulpits), and in the narrow 
confi ned spaces around fasteners and 
fi ttings.

Cracking — Cracking can be divided 
into two main categories, both of 
which are associated with the con-
fi guration of the crack. Intergranular 
cracking occurs between metal grain 
boundaries, while transgranular 
cracking crosses grain boundaries.

Intergranular cracking refers to 
localized attack at metal grain bound-
aries. This form of stress cracking 
is most prevalent in austenitic and 
martensitic stainless steels, which 
have been improperly heat treated and 
left in a stressed state. The metal can 
crack perpendicular to the direction 
of stress.

When austenitic stainless steels 
containing moderate amounts of 

A piece of waterlogged wood left 
in contact with a steel deck can initiate 

under-deposit corrosion.
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carbon are welded, the metallurgy of 
the heat-affected zone is changed and 
becomes more susceptible to corro-
sion attack. This type of intergranular 
cracking is often referred to as weld 
decay.

Hot-short cracking is another form 
of intergranular cracking. It can take 
place during manufacturing or when 
a metal is hot-worked or even welded. 
Upon cooling, low-melting elements 
in the grain boundaries can result in 
the formation of minute cracks. These 
cracks provide the environment in 
which other forms of corrosion can 
develop, especially crevice corrosion.

Transgranular cracking is the 
result of cyclical stress as opposed to 
constant stress and is a mechanically 
assisted form of stress cracking. Two 
types of transgranular cracking are 
corrosion fatigue and fretting corro-
sion.

Corrosion fatigue takes place un-
der the simultaneous conditions of 
a corrosive environment and recur-
ring stress. Fittings that are exposed 
to sea water and subject to continual 
fl exing, such as chainplates, are good 
candidates for corrosion fatigue.

The constant abrasion between 
load-bearing metal surfaces subject to 
vibration can result in a form of trans-
granular cracking called fretting cor-
rosion. Proper material combinations, 
lubrication or even insulation, or the 
elimination of vibration can minimize 
this form of attack.

Stray-current corrosion — Stray 
current is the unintentional or uncon-
trolled leakage of electrical current 
fl ow from one wetted metal surface, 
through an electrolyte, to another 
wetted metal surface. This condition 
is usually caused by a faulty electrical 
system. The point where the current 
leaves the metal and enters the elec-
trolyte (water) is the anode. This is 
the area where corrosion takes place. 
The point where the current leaves the 
electrolyte and reenters the metal is 
the cathode. In a DC circuit, current 
fl ow will be from the hot side (+) to 
ground (–). The anode and cathode 
need not be close. In fact, they may 
be yards apart. The path of stray-cur-
rent leakage may be across any moist 
surface including wetted wood. With 
stray-current fl ow, it makes little or no 
difference if the metals are the same 

or different. Unlike DC stray current, 
AC stray current will corrode both 
wetted metal surfaces. 

 A common source of stray-current 
leakage is from a hot wire with dete-
riorated insulation or a connection ex-
posed to moisture or bilge water. The 
best prevention against stray-current 
corrosion is a properly installed and 
maintained electrical system.

The most common components that 
can experience stray-current corrosion 
are the metallic through-hull fi xtures. 
These are followed by the propeller and 
its shaft, then the rudder shaft.

Fuel-system corrosion — While 
not a specifi c corrosion type, fuel-sys-
tem corrosion is often overlooked. As 
such, it is one that can lead to serious 
consequences, usually at an inoppor-
tune time.

Deposits can form in diesel fuel 
tanks when water separates from the 
fuel and when asphaltenes, waxes, and 
just plain dirt ultimately settle to the 
bottom. Add to this cocktail some mi-
crobes and, in addition to the fouling of 
close-tolerance fuel-system and engine 
components, a severe cycle of corro-
sion and further fouling develops. The 
best defense is using good quality fuel, 
routinely changing the fuel fi lter, and 
judiciously applying a microbiocide 
fuel additive. 

See Marine corrosion, Part 2, in the 
November 2005 issue for more about 
ferrous and non-ferrous construc-
tion materials and how to avoid 
corrosion.

For further reading . . .
Boatowner’s 
Illustrated Handbook 
of Wiring, by Charlie 
Wing, and Boatowner’s 
Mechanical and 
Electrical Manual by 
Nigel Calder (now in a 
new third edition), are two useful assets 

for more information 
about corrosion. These 
and other books can be 
found at <http://www.
goodoldboat.com/
bookshelf.html> or by 
calling 763-420-8923.

new third edition), are two useful assets 
for more information 
about corrosion. These 
and other books can be 
found at <http://www.
goodoldboat.com/
bookshelf.html> or by 
calling 763-420-8923.
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SOME SAILORS FALL IN LOVE WITH 
every boat they see. Others, 
like owners of the classic Cabot 

36, are fi rmly monogamous. And why 
roam? She’s rare — they only made 49 
— and the older she gets the more she 
turns heads. Add her pedigree — de-
sign by Ted Brewer and Bob Wall-
strom, a chapter of praises in Richard 
Henderson’s Choice Yacht Designs, 
plus several articles over the years 
— and you know why boats like the 
Cabot 36 engender loyalty out of plain 
old fi berglass.

Trouble is, she lived a short produc-
tion life, leaving her admirers with 
two questions: “Whatever happened 
to this good old boat?” And, “Is she 
gone for good?” The answer to the 
fi rst is, “She fell on hard times.” The 
answer to the second is simply, “No.” 
YachtSmiths International of Halifax, 
Nova Scotia, a builder with a special 
interest in classic revivals, has found 
and refurbished her molds. The fi rst 
in a new line of Cabots hit the Halifax 
Boat Show last February.

Production began in Sydney, Nova 
Scotia, in early 1973, when two en-
trepreneurs from Toronto, Ontario, 
created Cabotcraft Industries and 
commissioned the design team of 
Bob Wallstrom and Ted Brewer for 
an offshore cruiser. The Cabot 36 is 
a cutter-rigged sloop designed to be 
a beauty and built to be a beast. She 
has nice lines, gorgeous teak jewelry, 
and an ample layout below. In Choice 

Yacht Designs, Richard Henderson 
describes her bustle as a little extra 
protuberance aft that means a lower 
quarter wave and extra interior room. 
She is also high enough in the stern 
to minimize the chance of getting 
swamped in following seas.

The keel’s leading edge sweeps 
back, making it more resistant to 
fouling and collision damage. George 
Kephart of Poolsville Maryland, who 
sailed his Cabot for at least six months 
of every year for 16 years and half-
way around the world, says there are 
a few rocks just south of the airport 
in Athens, Greece, that are the worse 
for wear after an encounter with his 
Cabot, the Sarah Fraser. He says, 
“She’s the most seakindly boat of her 
size I’ve ever been in.” 

Hull plug
Tony Waldegrave, who has run the 
Cabot Owner’s Association 
since the late 1970s, can show 
you a plug from his hull that 
has a good inch-and-a-half of 
Airex foam core and fi ber-
glass. Richard Henderson 
reports that Ted Brewer was 
accustomed to asking sailing 

guests to take a whack at a sample of 
this material with an ax or sledgeham-
mer: “Ted’s point was well made, that 
this kind of construction makes a very 
strong hull . . . light weight, good insu-
lation, and great stiffness.”

Hull #31, the only yawl produced by 
Cabotcraft, survived a vicious storm 
in December of 1982, with winds of up 
to 70 miles an hour that blew directly 
into the harbor at Cabo San Lucas, 
Mexico. Sail magazine reported that 
“the remains of 27 large boats lay scat-
tered” on the rocks. Dancing Bear, 
the Cabot yawl, then owned by Bob 
Hume of Dana Point, California, sur-
vived without structural damage. The 
only other survivor was a steel-hulled 
yacht owned by the famous French 
sailor, Bernard Moitessier.

So what happened to this storied 
boat? Well, for one, production was 
never without its trials. The facility 

Second life    
Cabot 36

This handsome Canadian 
cruising design is back again

by Ken Draayer

The Cabot 36, designed by Ted Brewer and Bob Wallstrom, was 
launched in 1973. Just 49 were built before Cabotcraft Industries of 
Sydney, Nova Scotia, closed its doors. But her sweet lines attracted 
renewed interest from the present builders.

History

for 
the

Brian Smyth, now head of 
engineering for YachtSmiths, 
found the hull, deck, and liner 
tooling abandoned in a Nova 
Scotian fi eld.
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at Point Edward Industrial Park in 
Sydney was an old brick-and-timber 
navy base from World War II, heated 
from a central steam plant and used 
by the coast guard. In late 1973, John 
Perring, the key fi berglass man, Bob 
Wallstrom, and Jim Marsh, manager of 
the new plant, had to start on the loft-
ing under low ceilings cluttered with 
beams, bracing, and old steam pipes. 
Improving that facility took time and 
energy away from boatbuilding. 

So did the task of improving human 
capacities. Cape Breton, like much of 
the rest of Canada at the time, relied 
on its natural resources and just didn’t 
have a plentiful supply of managers 
and tradespeople, especially in the 
relatively new technologies of fi ber-
glass boat construction.

The story of the fi rst boat to show 
at the U.S. Sailboat Show in Annapo-
lis, Maryland, in 1974 conveys the 
chaos that besieged the fi rst years. 
By the time the crew had to leave for 
Annapolis, the boat still was not done 
and had to be towed behind an old 
1950s Mack truck followed by a work-
ing crew in a Winnebago. Every time 
the convoy stopped, out of the Win-
nebago jumped the proud crew from 
Cabotcraft to continue putting her 
together. Bob Wallstrom later drew a 
cartoon showing a bunch of guys on 
top of the Winnebago with table saw, 
thickness planer, and shaper, and one 
carpenter carrying joiner work over a 
swaying catwalk to the boat behind.

Government partner
By 1976, the company’s private inves-
tors turned the operation over to their 
government partner, the Cape Breton 
Development Corporation (Devco), 
and Roy Mac Keen was hired to right 
a ship that was listing. Roy had man-
aged a marina in the Bahamas for the 
colorful Canadian horse-racing mil-
lionaire, E. P. Taylor, as well as a ship-
yard for R. T. Symonette, then prime 
minister of the Bahamas. 

While production and costs im-
proved, Cabotcraft could not avoid the 
economic downturn that few other Ca-
nadian boat companies survived. The 
Canadian dollar was at $1.03 in 1976 
when Cabotcraft was struggling to sell 
its product. The oil crisis was pushing 
up the cost of resin. Infl ation was hot, 
and government legislation that had 
given some protection to Canadian 
boatbuilders was removed.

Despite plans to diversify (adding a 
30-foot version for which Bob Wall-
strom was going to do the design, plus 
molds for the 41-foot Cape Islander 
fi shing vessel), the business simply 
wasn’t there. In July of 1978, Devco 
pulled the plug. Cabotcraft’s assets 
were disposed of, and for the next 25 
years the molds for this well-respected 
boat lay forgotten in a Nova Scotian 
fi eld.

In 2002, Brian Smyth, now director 
of engineering for YachtSmiths Inter-
national, was in the Bahamas with his 
wife, Susan, and their three children, 
delivering a boat for a client. They 
were moored beside a yacht of such 
lovely classic lines they just had to 
make inquiries. She was a Cabot. On 
return to Nova Scotia, Brian scoured 
the records of the Boatbuilders Asso-
ciation, where he recalled seeing the 
molds for sale a few years before.

The two-part hull mold was discov-
ered inverted in a fi eld and screwed 
together to prevent water from enter-
ing. The wood bracing was rotting, 
but the interior seemed fi ne. The deck 
mold, also inverted, had a skin coat 
of fi berglass in it. The liner mold also 
had pieces in it from an earlier layup 
and was in the worst shape. It was 
wintertime, so everything had to be 
carefully freed from a buildup of ice 
and snow.

Reconstruction of the fi rst new 

The original lofting of the 36’s lines by 
Bob Wallstrom, John Perring, and Jim 
Marsh onto the Cabotcraft shop fl oor 
back in 1973. 

The fi rst Cabot 36 was completed en 
route to its fi rst exhibition at the U.S. 
Sailboat Show in Annapolis, Maryland, 
in 1974. The fi nishing crew followed in 
a Winnebago, jumping out to work on 
the boat whenever it stopped.

Cabot 36
Designers: Ted Brewer 
 and Bob Wallstrom
LOA: 35 feet 7 inches
LWL: 29 feet 8 inches
Beam: 11 feet 8 inches
Draft: 4 feet 9 inches
Displacement: 15,000 pounds
Sail area: 632 square feet
Ballast: 5,500 pounds
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Cabot was something of an archaeo-
logical dig, trying to restore and fi t 
together pieces that had suffered 
some deterioration and changed shape 
over years of abandonment. The hull 
molds, for example, resting on stem 
and stern, had relaxed. 

Original position
“The way we handled that,” Brian 
says, “was to take 2 x 8s and spread 
the sheer back out to its original posi-
tion. When we spread the sheer out, it 
shortened the boat. It fl exes. And we 
just did that until it came back in line 
with the deck mold, which we knew 
had not distorted very much.” In fu-
ture construction they’ll have a metal 
template made from the deck mold.

The skin that remained on the deck 
mold suggested that someone over the 
years had tried a one-off edition of the 
boat. When YachtSmiths popped that 
skin off and set it aside, it discov-
ered signifi cant osmosis in the mold. 
The Halifax Boat Show, in which the 
company had purchased space, was 

just weeks away. Shades of the former 
company descended. Using tooling 
gel to restore the mold would have 
delayed production a few weeks. The 
problem cooked for a few days until, in 
a moment of serendipity, Brian noticed 
the perfect condition of the discarded 
deck skin. With some quick and clever 
rehab, it became the mold for the fi rst 
deck. 

The hull liner mold was also a 
sow’s ear that became a silk purse. 
The original Cabot’s liner was fi ber-
glass with wood trim and cabinetry. 
Years of weathering, however, had 
deteriorated the mold so badly that 
parts had to be cut away, leaving 
YachtSmiths not much more than a 
template of the original. But the re-
sult, says Brian, is that “the new Cabot 
will have way more wood.” In fact, he 
offers a full mahogany or teak interior 
to suit clients’ wishes. 

YachtSmiths hired E.Y.E. Marine 
Consultants of Nova Scotia to do a 
structural analysis and new layup 
using Lloyd’s of London draft rules, 

•  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”

History

so new Cabots will meet or exceed 
Lloyd’s requirements for offshore 
vessels. And the company has recon-
nected with Tom Johansen, who origi-
nated the famous Airex core material 
in the fi rst boat. “Tom is the guru. He’s 
done it all in fi berglass,” Brian says. 
“He didn’t know we were building 
the Cabot and was all excited.” The 
new layup will include another Tom 
Johansen product, Corecell. While the 
new layup, like the original, is done by 
hand, plans are to introduce infusion 
technologies for future construction.

So the Cabot is back, her beauty 
and reputation intact. 

Resources
YachtSmiths International

2 Maitland St.
Dartmouth, Nova Scotia
Canada B2Y 3L7
902-463-0741; 866-856-7848
<http://www.yachtsmiths.com>



Situation A 
You are inside the breakwater, near the starboard side 
of the channel, when your engine runs out of fuel and 
suddenly stops. Since the wind is on the beam and there 
is a 3-foot swell wrapping around the end of the break-
water, the boat is being set toward the rocks to leeward. 
If you do not act quickly, your boat could be smashed to 
bits when the swell drops it onto the breakwater rocks. 
What do you do?

Solution A
You	are	in	a	diffi	cult	situation	as	you	have	very	little	time	
to	raise	sails	before	you	hit	the	rocks.	You	also	don’t	have	
room	to	set	an	anchor.	The	most	important	reaction	is	to	
steer	to	head	up	immediately	toward	the	windward	side	

S
UN GLISTENS ON A PERFECT FRENCH POLYNESIAN SAILING 
 day. The trade wind blows across the deep waters of 
the pass that cuts through the reef between Huahine 

and the open sea. The 35-foot sloop cuts a gentle wake as 
it powers seaward through the pass. Its crewman, Chuck 
Ryan, a lifelong sailor, had attached the halyards to the 
sails before he raised the anchor. Now he is clearing up 
the foredeck while the owner stands at the helm motoring 
toward their next destination, Raiatea. 

Halfway through the pass, the engine quits. Chuck watch-
es bemused as the skipper dives belowdecks to the engine 
room. Chuck hoists the headsail, goes back to the cockpit, 
trims the sheet for a beam reach, and sails clear of the pass. 
When the skipper pokes his head out of the companionway 
hatch and looks around at the open sea, then glances up at 
the wind-fi lled sails, he says, “Gee, that was a good idea!”

Chuck has years of sailing experience in big boats and 
on engineless dinghies. So his actions came naturally to 
him. The owner, like most modern sailors, has spent more 
time with motorized transport. So his actions were just as 
natural. Play along with us if you want to gain the skills and 
confi dence to think of your sails as highly reliable motiva-
tional power — as an extra margin of safety — and then to 
react instinctively, as Chuck did, should your engine disap-
point you in tight quarters.

Though theoretical sailing is no substitute for the real 
thing, we hope this quiz will get you thinking about the 
many options open to a boat that is powered by sails and 
an engine. The next time you are powering into a port, 
you can hone your seamanship skills by asking yourself, 
“What would I do if the motor quit right now?” Once you’ve 
practiced visualizing your responses, try out a few of these 
maneuvers just as you would do a crew-overboard drill. 

Rules for this quiz
• The goal — To stabilize the situation by placing your 

boat in the safest possible position before you take the 
time to fi nd out what caused the engine to shut down. 
The safest position may be out in more open water or 
comfortably at anchor.

• Tools available — You can use sails, warps, anchors, 
or dinghies. There are no trick answers or questions. But 
here, as in the real situation afl oat, calm consideration of 
prevailing and frequently changing conditions is para-
mount.

• Disclaimer — There are probably other sailing maneu-
vers you could use to obtain the same results. The hints 
that follow each question should give you ideas that have 
defi nitely worked for us.

Earning points 
•	 If	you	think	fi	rst	of	calling	for	outside	assistance,	such	as	

a tow, you lose fi ve points.
•	 If	all	your	sheets	and	halyards	are	rigged	and	sails	are	

clear to hoist, you gain one point.
•	 If	your	sails	are	set	up	so	both	main	and	headsail	can	be	

up (or out) in one minute, add two points.
•	 If	your	ground	tackle	is	set	up	so	it	is	ready	to	let	go	

within one minute, add two points.
•	 If	you	have	warping	lines	coiled	and	ready,	without	the	

need to move other gear off them, add two points.
•	 If	your	regular	crew	knows	how	to	handle	ground	tackle	

and sails and is well-versed as to which halyard or sheet 
is used for each sail, add three points.

•	 If	you	practice	these	maneuvers	under	way	and	are	left	
feeling satisfi ed with only a slight adrenaline surge, add 
fi ve points.

Scoring
•	 10 or above — You are organized and ready to down-

grade a sudden engine shutdown from a cruise-ruining 
experience to simply an interesting incident.

•	 7 or below — It would pay to take the time to practice 
real-life engine-failure drills when you’re out sailing.

When the engine quits
Test your seamanship skills 

in tricky situations
by Lin and Larry Pardey
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Situation B
You’ve had a really boisterous sail, and sludge from the 
bottom of your tank plugs the fuel filter. Your engine 
quits just as you are halfway through the breakwaters. 
The wind is brisk and dead on the nose.

Solution B
If there is little traffic and not too much swell, one option 
is to anchor when your boat speed drops to zero. But if the 
channel is deep or the holding is poor, this may not work.
Your second option is to hoist your headsail, choosing 

either the jib or staysail according to wind strength, and 
back the sail (sheet it to the windward side of the boat) to 
help pull the bow of the boat around so you can run out 
to open water. If your mainsail is up, you must push the 
boom all the way out so the power is off the sail and the 
boat can literally spin on its axis. Even the slightest bit 
of power in the mainsail can counteract the headsail and 
keep it from spinning the boat around quickly. It pays to 
practice this maneuver out in open water so you can see 
the effects for yourself. Paying out the mainsheet should 
become an almost automatic response whenever you 
want to head off quickly.

30	 Good Old Boat	 September/October 2005

of the entrance before you lose any boat speed. (This is 
a reaction that should become just as natural to you as 
your reaction when the car you are driving stalls and you 
use the last bit of momentum to move toward the side 
of the road.) As you head up, you can decide if you have 
gained enough space to anchor. If not, get as far to wind-
ward as possible, then fall off onto the most favorable 
tack, heading either into, or out of, the harbor. 
Move forward slowly under bare poles to gain the time 

you need to get your sails up and pulling. Your jib would 
be the best choice once you are on your selected tack, as it 
can usually be set and working faster than your mainsail.

Hint: the most prudent way to enter this harbor with a 
beam wind is to keep your mainsail up and your jib ready 
to hoist or unfurl. We often use binoculars to assess the 
traffic. If it is heavy, it could pay to wait outside until it 
eases off. Then you could enter on the windward side of 
the channel and, if your engine quits, have more time (and 
therefore room) to anchor or raise sails needed to reach in 
or out of the channel with safety. Though the rules of the 
road would put you on the leeward side of the channel in 
this situation, we would use the rules as guidelines only, 
especially in fresh to strong winds. We would keep a care-
ful lookout and hug the windward side of the channel. 

Solution A, Continued from previous page

Situation C
You are motoring 
through the Intra-
coastal Waterway. 
The dredged chan-
nel is about 150 yards 
wide. The current is 
running with you at 
about 2 knots. As you 
approach a railway 
bridge, your engine 
gets an airlock. A train 
is approaching and the 
bridge begins to close.

Solution C
Quick anchor work is 
required here. A bow 
anchor will usually save the day (and your mast). The 
trick to this with a short-handed crew, of course, is to get 
someone to the bow fast enough to drop the anchor. The 

other issue requir-
ing precision is to let 
out enough scope so 
the anchor will hold 
before you run out of 
room at the bridge.

Hint: for channel 
sailing, having a stern 
anchor set up is invalu-
able. If the anchor is 
ready to go and in easy 
reach of the helms-
man, you have an 
emergency brake for 
the boat. This system 
works even better if 
the rode can lead from 
the stern roller directly 

onto one of the primary sheet winches. (There is a com-
plete chapter on stern anchor systems in our book, The 
Capable Cruiser. See Page 61 for ordering information.)



Situation D
Your boat is anchored at X. The wind turns 180 degrees 
and you are now on a lee shore. You can’t use your en-
gine as the mechanic is still re-building your starter mo-
tor. But the wind is building and you must leave the bay 
to find a safer spot to re-anchor.

Solution D
Get the appropriate sails ready — put a reef in the main, 
use a smaller jib, get the halyards in place. Raise your 
anchor just until it breaks free of the bottom, then let out 
about 1½-to-1 scope so the anchor drags slowly along 
the bottom. You should drag straight aft, downwind. If 
the boat tends to bear off and edge toward the boats 
anchored to port or starboard, let out a little more scope. 
Once you have dragged back to position Y, you can pull 
up your sails and recover your anchor as you sail free. 
In real close quarters, you might have to let your anchor 
cable go, as discussed in Situation F.

Hint: in crowded situations, when there is reason to be 
sure, we pay off under sail onto one tack rather than an-
other, and we leave the anchor just holding until the head 
of the boat swerves onto the appropriate tack. Then we 
swiftly haul up the last 30 or 40 feet of cable hand-over-
hand. If your gear is too heavy to handle manually, don’t 
risk your back. Buoy your gear, slip your rode, and leave 
it behind for later retrieval.
In exceptionally tight situations we have added a 

pendant line to the anchor cable with a rolling hitch, then 
led the line aft through a fairlead amidships, then onto a 
sheet winch. By easing out the anchor rode and tighten-
ing the pendant, we get the boat to swing beam-on to the 
wind. We then set sail and let the buoyed anchor rode go 
first. Then we cast off the pendant and are sailing free on 
the tack we prefer.

Situation E
The wind is from astern. The line from a lobster trap be-
comes tangled in your propeller and brings your engine to 
a grinding halt just when you are between the breakwa-
ters. At the inshore end of the breakwaters, the entrance 
takes a bend so you cannot be sure how much traffic you 
will encounter once you enter the harbor proper.

Solution E
Though this looks like the least adrenaline-producing 
situation of those so far presented, it holds potential 
problems also. Most of us would, at first glance, decide 
to continue into the harbor. If this is your choice, the jib 
would be the best sail to use because it can be raised 
most easily in a following breeze. You could simply sail 
into an open area of the harbor and anchor, then sort out 
your engine problems.
But what if the harbor is really crowded and full of 

ferries, fishing boats, and charter boats? It could pay to 
edge over to the side of the entrance, then head into the 
wind and set first your mainsail, then your jib, and tack 
back out into open water. Once out in the open, you can 
relax and sort your options out.

Hint: just as the jib is almost always the easiest sail to 
set when you’re running downwind, it is also the easi-
est to de-power so you can slow down once you are in 
among anchored boats. Simply let the sheet out com-
pletely to slow the boat down. To take more speed off the 
boat, begin weaving. Put the rudder hard over in one di-
rection for about 10 seconds, then slowly put it hard over 
in the other direction. Try this sometime in open water; 
you’ll be amazed at the speed reduction it produces.

Another hint: when you let the anchor go on a down-
wind approach, ease out about 3-to-1 scope, then have 
the helmsman swing the rudder hard over to steer the 
boat toward whichever bow roller you’re using (port or 
starboard). This should keep the anchor rode from rub-
bing against your hull and removing the antifouling or 
topsides finish. You may have to continue to ease out 
more chain as the boat turns to protect your topsides.

Y

X
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Situation G
You have accepted a tow 
because your engine is out of 
commission and you need to 
get into a crowded port to be-
gin repairs. Suddenly the boat 
towing you goes aground. 
What do you do?

Solution G
The helmsman should imme-
diately head hard to windward. 
The crew standing by the 
towline should let go simulta-
neously. Otherwise, if the boat 
towing you has less draft, you 
will run aground also. Worse, 
if he draws more than you do, you could find yourself 

ramming the towing vessel at 
speed.

Hint: whenever you ask for 
a tow, ascertain the draft of the 
towing boat. Then be sure to 
give the folks on that boat your 
line. This is important should 
that skipper later be tempted to 
claim salvage. Be sure you do 
not use a spliced eye or bow-
line on your bow cleat. Neither 
of these can be released once 
they are under tension. Use a 
round-turn and two half-hitches 
or several turns on the cleat 
before putting a hitch over the 
cleat so that line can be re-

leased swiftly and surely, if necessary.

Continued on Page 76

Situation F
You have motored into a new anchorage. Just as you 
get your anchor down, you see smoke coming from the 
engine room. You automatically shut down the engine. 
A quick look below shows the electrical wiring harness 
has fried itself by shaking loose from its holders and 
falling against the exhaust manifold. Given a few hours 
and the gear on board, you can fix it. But to add to your 
bad-luck day, the anchor begins to drag slowly and 
refuses to set, no matter how much scope you put out. 
You can’t restart the engine until the electrics have been 
fixed. It’s time for some quick decisions.

This fried-harness scenario did happen to us on a de-
livery. Fortunately, it was while we were at sea, and Larry 
was able to rig up an alternate set of connections as we 
reached onward. The rest of the scenario and the others in 
this quiz are a combination of situations we have actually 
encountered during years of sailing without an engine.

Solution F
Plan 1: If time allows, launch your dinghy and row a line 
to the dock or nearest mooring.

Hint: flake your long warping line into the dinghy. 
Then row away from your boat, paying out line as you 
go. It will be much easier than pulling the line off your 
boat and through the water. Flaking a line means laying 
it out in a random manner, not coiling it as you would 
for a line you intend to store on a hook or cleat. A flaked 
line almost never snarls. We use our stern anchor line 
for this, as it is always stored in the cockpit locker so it’s 
available and quick to use.

Plan 2: There’s lots of room around you, so an alterna-
tive would be to raise your sails, recover the anchor, and 
sail out of the bay into open water. There you could sort 
things out and check the engine. If the engine will not 
restart, shorten sail and re-enter the bay to anchor with a 
larger or different type of anchor, one suited to the local 
bottom conditions.

Hint: if no other anchor holds, resort to your old-fash-
ioned fisherman-type (fluked) anchor. It will usually hold 
in the rock, weed (kelp), or hard sand that gives other 
anchors grief.

Plan 3: If you are dragging quickly, get your sails set 
and buoy the end of your anchor cable with a fender. 
Slip your rode (let it go), then sail out to open water, as 
discussed in Situation D. Heave-to outside the anchor-
age and if you cannot get your engine started, send your 
crew in with the dinghy to retrieve the ground tackle. Or, 
if your boat and crew are nimble, sail back in to retrieve 
your ground tackle once you have sorted things out.

Hint: we have 80 feet of 5⁄8-inch three-stranded nylon 
line secured to the inboard end of our main anchor chain. 
It is belayed to the lower part of the bits (bowsprit sup-
ports that go through the deck and into the chain locker) 
with a round-turn and two half-hitches. This knot can be 
untied under heavy loads. If we want to slip our ground 
tackle we can pay out all the chain, then easily secure a 
fender to this line, let it go, and get under way. No need 
to find a wrench to open a chain shackle, nor is it scary or 
difficult to handle this soft line (as it would be with chain) 
when the boat is bouncing around.
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AT THE 1959 NEW YORK BOAT SHOW, CLINT PEARSON AND 
his younger cousin, Everett, introduced their fi rst 
sailboat, the Carl Alberg-designed, 28-foot Triton. 

The design was so appealing and well received that they 
returned to their Bristol, Rhode Island, plant with 17 orders 
in hand. Pearson Yachts was off and running. Over the next 
seven years, a total of 707, modifi ed full-keel, 28-foot Tri-
tons were built. Other sailboat models followed, and Pear-
son Yachts eventually became the largest sailboat manufac-
turer in the country.

The second-generation 28-foot Pearson appeared on the 
water in 1975. This time, the designer was Bill Shaw (pic-
tured on Page 12). The boat was fundamentally different from 
Alberg’s Triton, with increases in waterline length, sail area, 
and displacement, but only a slight drop in the sail area/dis-

placement ratio. The full keel was replaced with a fi n keel, 
and the drop in the displacement/LWL ratio refl ected a depar-
ture to a performance cruiser/racer design. This basic design, 
along with a few modifi cations in 1976, lasted until 1982.

After a two-year hiatus, Pearson Yachts introduced its 
third and last 28-footer in 1985. This latest Bill Shaw design 
was as different from the second-generation Pearson 28 as 
the second was from the fi rst-generation Triton. While the 
overall measurements of the 28-1 and 28-2 were essentially 
similar, a reduction in displacement resulted in an increase 
in sail area/displacement and a decrease in displacement/
LWL ratio. The Pearson 28-2 was a higher performance 
cruiser/racer. The production of the 28-2, as well as Pear-
son Yachts, the company, lasted through 1989. 

In addition to the increased performance of the 28-2, its 
accommodations, infl uenced by European designs, changed 
dramatically, adding style and increased cruising comfort 
and maximizing usable space. With an overall length of 28 
feet 5½ inches, a waterline length of 24 feet 4½ inches, a 
beam of 9 feet 10 inches, and a displacement of 7,000 pounds 
with 2,550 pounds of ballast, the Pearson 28-2 is distinctively 
sleeker and more graceful than its predecessors.

Design and construction
The profi le of the Pearson 28-2 displays a fl atter sheer, 
high freeboard, a fi ne entry, and a reverse transom. The 

Pearson 28-2
A third-generation 

performance cruiser

by Gregg Nestor

Volantis, a Pearson 28-2 owned by Bill Barnwell, graces 
Lake Erie’s Fairport Harbor Light, above and to left.

Boat review
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coachroof is cambered 
and integrated into the 
deck, providing for in-
creased headroom in the 
main cabin. The hull is a 
solid laminate of fiberglass 
cloth and resin, while the 
deck is a sandwich of two 
layers of fiberglass with 
an end-grain balsa core. 
This sandwiching provides 
additional strength and ri-
gidity without a significant 
increase in weight. Everett 
Pearson was the pioneer in 
the use of end-grain balsa 
as a coring material.

The hull-to-deck joint is an outward flange that is 
bonded chemically and through-bolted on 4-inch centers. 
The joint is finished off with a two-piece vinyl rubrail and 
capped with a teak toerail. While this outward flange may 
add ease to manufacturing and is strong and secure, it is 
susceptible to damage from contact with docks and other 
things that boats occasionally bump into.

The Pearson 28-2 was available in two underwater 
configurations, a 4-foot 10-inch fin keel and a 3-foot 6-inch 
shoal keel, both with spade rudders. While the ballast of 
each is external, the fin keel contains 2,550 pounds of lead 
and the shoal keel 2,900 pounds of cast iron.

The deck hardware is of good quality and strength, and 
it is properly installed. Everything is through-bolted and 
secured to backing plates. All underwater through-hulls are 
bronze ball valves.

On deck
Located prominently on the 
stem is a substantial cast-
aluminum stemhead fitting 
with integral anchor roller, 
a nice touch.A locking an-
chor well with overboard 
drain offers a generous 
capacity. It can house more 
than 300 feet of rope and 
chain rode plus a spare an-
chor — that is, if one takes 
a little time stowing it all. 
A pair of chocks and two 
open-throat cleats com-
plete the forward anchor-
ing/mooring hardware.

Except for the reinforced, smoked acrylic hatch, located 
on the forward slope of the coachroof, the foredeck is free 
of obstructions. For added safety, there’s a bow pulpit and 
dual lifelines. The molded non-skid deck is colored two-
tone beige to reduce glare. The sidedecks are 18 inches wide 
and the shrouds are inboard. Along with the teak handrail, 
located on each side of the coachroof, this makes for ease of 
movement forward and aft. The cambered coachroof is also 
beige non-skid and incorporates a sea hood with a pair of 
integral Dorade vents that serve the main cabin.

Pearson 28-2 at the dock, top left. Stemhead fitting with 
integral anchor roller, top right. Anchor locker, bottom left. 
The Pearson 28-2’s cockpit, bottom right. Aft cabin cockpit 
portlight, bottom center.
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Even though the cockpit measures 7 feet in length, the 
usable seating space is approximately 6 feet. The remain-
ing foot is taken up by the impressive bridge deck. The 
seats are sloped outward for comfort and drainage. Two 
drains adequately remove water from the cockpit foot well 
and one scupper drains the seats. For stowage, there’s a 
cubbyhole in each coaming and a very large sail locker to 
starboard. The locker is also home to the water heater, Y-
valve and holding tank, and emergency tiller. In addition, it 
provides some access to the steering mechanism.

To starboard, within easy reach of the helmsman, is the 
manual bilge pump. Completing the picture is an Edson 
radial drive steering system, a split stern pulpit with swim 
ladder, a pair of open-throat mooring cleats, and a teak 
flagpole. 

Belowdecks
Access below is gained by removing the two solid teak 
hatchboards and sliding the smoked Plexiglas compan-
ionway hatch beneath the sea hood. The accommodations 
are a dramatic departure from the traditional, especially 
compared to those found on boats of 28 feet. The interior 
is open and airy, designed to make best use of space and to 
provide cruising comfort. Headroom is 6 feet 1½ inches. 

The V-berth, no longer separated from the main cabin by 
the head and sink on one side and a hanging locker on the 
other, resembles a settee in the bow. It’s a shade over 6 feet 
long and 5 feet 8 inches at its widest, easily accommodat-

ing two adults. Outboard and above are full-length fiddled 
shelves and adjustable reading lamps. The large overhead 
hatch provides for natural illumination and ventilation. Be-
neath is the 35-gallon plastic water tank, as well as several 
deep bins for stowage. The partial bulkhead is fitted with 
curtains; when drawn, they separate the V-berth from the 
main cabin. 

Abaft the V-berth is a wrap-around dinette and settee 
with a fixed, centerline drop-leaf table. The table is support-
ed by the compression post that passes through it. Above it 
is a vent leading to the Dorades and two adjustable spot-
lights that illuminate the dining area. Since the port and 
starboard arms of the U-shaped settee measure 68 inches, 
they are not intended for use as berths, except possibly for 
children. Outboard and above each settee are a full-length 
fiddled bookshelf, a reading lamp, and a full-length locker 
with sliding doors. There is adequate stowage beneath the 
settee cushions and seatbacks.

Just aft and to port is the L-shaped galley, consisting of 
a deep stainless-steel sink with pressurized hot and cold 
water, a two-burner countertop stove, and a variety of bins, 
lockers, and a drawer for stowage. Originally, the counter-

Companionway with traveler on bridge deck, top left below. 
View forward with the table open, top right. Looking aft, left 
door to head, right door to aft cabin, bottom left. Looking aft 
at galley and open door to aft cabin, bottom right.
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top stove was alcohol. 
Our review boat has 
been upgraded with a 
Kenyon combination 
electric/butane unit. 
For galley ventilation 
there’s a screened open-
ing port and for illu-
mination, an overhead 
fixture that offers white 
and red light.

Small vestibule
The door abaft the gal-
ley leads to a small ves-
tibule with a louvered 

hanging locker, a fiddled tabletop, and wall-mounted mir-
ror. With the door closed, this makes for an intimate chang-
ing area, as well as privacy for the large (74-inch x 61-inch) 
double quarter berth. This aft cabin’s creature comforts 
include two opening screened ports, a small ventilation 
hatch, two reading lamps, a dual-
color overhead light, a full-length 
fiddled shelf, a 110-volt outlet, and 
stowage beneath the berth. 

 Starboard and across from the 
galley is a well-insulated icebox. 
The lid of the icebox makes a 
handy chart table. There’s a built-in 
chart rack on the front of the box 
and a pencil rack and shelf behind 
to hold navigation instruments. 
Above is the electronics locker, 
which also houses the AC and DC 
electrical breaker panels. Light 
and air are provided for by means 
of a screened opening port. And 
at night a fluorescent light illumi-
nates the chart table surface.

The door aft of the icebox/chart 
table gives privacy to the head. 
In addition to the marine toilet, 
there’s an integral shower with 
pressurized hot and cold water, a 
hand sink and counter, a deep un-
der-the-counter cabinet, a laundry 
hamper, and a locker with mir-
rored doors. An opening screened 
port and a small overhead hatch 
provide excellent ventilation and 
daytime light. A combination 
white/red overhead fixture pro-
vides nighttime illumination.

Pearson Yachts utilized both a 
fiberglass-reinforced plastic pan 
and overhead liner in the construc-
tion of the 28-2. Access to all deck 
hardware is from behind well-

thought-out access pan-
els. The wood portions 
of the interior, including 
bulkheads, doors, lad-
der, overhead handrails, 
cabinetry, and trim, are 
varnished teak, while 
the sole is teak and 
holly. The joinery is well 
above average standard. 
In addition to the open-
ing ports (five through-
out the boat), there are 
two fixed ports in the 
main cabin. 

The rig
The Pearson 28-2 is a masthead sloop with a sail area of 
384 square feet, comprising a mainsail and 100-percent jib. 
The rig incorporates single swept-back foil-type spread-
ers and has a bridge clearance of 41 feet 10 inches from 

the waterline to the top of the 
deck-stepped mast. The standing 
rigging consists of a headstay, up-
per and lower shrouds, and a split 
backstay, all ¼-inch stainless-steel 
wire. The double-braided Dacron 
halyards, outhaul, and jiffy reefing 
lines are all internal. The halyards 
are cleated on the mast and, to as-
sist in hoisting the sails, two Lew-
mar #7 single-speed winches are 
located just above each halyard 
cleat. The mainsheet is attached 
to a traveler that’s situated on the 
aft portion of the bridge deck. On 
each sidedeck, a genoa track leads 
to Lewmar #30 two-speed self-tail-
ing sheet winches located midway 
on the cockpit coamings.

For auxiliary power, the 
Pearson 28-2 relies on a Yanmar 
2GM20F diesel. Coupled to a two-
bladed propeller, this 16-hp, fresh-
water-cooled engine pushes the 
boat along at better than 6 knots. 
Fuel is supplied from an 18-gallon 
aluminum tank. Access to the en-
gine is above average to very good.

Under way
The Pearson 28-2 is a very nice 
sailing boat. It appears to have no 
bad manners. It points quite high 
and is balanced under nearly all 
conditions. The helm is respon-
sive, and the boat is quick. The 
review boat’s stock sails had been 

Looking into aft cabin, at left. L-shaped galley to port,  
at right. 

Pearson 28-2
Designer: Bill Shaw
LOA: 28 feet 5½ inches
LWL: 24 feet 4½ inches
Beam: 9 feet 10 inches
Draft: 4 feet 10 inches / 3 feet 6 inches
Displacement: 7,000 pounds
Sail area: 384 square feet
Ballast: 2,550 pounds / 2,900 pounds
Headroom: 6 feet 1½ inches

Boat review



	 www.goodoldboat.com	 37

replaced with a full-battened main and a 150-percent ge-
noa. Even when overpowered, the Pearson 28-2 devel-
oped practically no weather helm.

Things to check out
In general, the Pearson 28-2 has aged quite well. Notice-
ably absent are the extensive gelcoat cracks common 
to so many of the boat’s contemporaries. With that said, 
however, there are a few non-age-related items that 
need to be addressed. The outward hull-to-deck flange 
is subject to damage and possible leaks if struck hard 
enough. Check out any rubrail that has been replaced 
or damaged. Leaking portlights are common. There 
is a void between the inner headliner and outer skin. 
Expansion, contraction, and flexing eventually break 
the sealant’s bond, and a leak develops. With a deck-
stepped mast, check beneath for possible delamination. 
Unlike the deep-draft model, the keel of the shoal-draft 
model is made of cast iron. This is always a mainte-
nance issue. Lastly, there have been some reports of 
hull blisters.

Summing up
New from the factory, the Pearson 28-2 came loaded 
with standard equipment. The only options originally 
available were draft (shoal vs. deep) and a cradle. In 
today’s marketplace, the Pearson 28-2 is tough to beat 
in its size range for cruising comfort, performance, 
and value. There are usually only a few available at any 
time, and prices range from $24,000 to $28,000, depend-
ing upon condition and upgrades. 

Resources
Pearson Yacht Owners Association (National)

<http://www.pearsoncurrent.com>

Pearson 28 site:
<http://www.geocities.com/CptinRn> 

Pearson 28-1 Forum
<http://www.frontiernet.net/~mpetrush/pearson>

FLEXIBLE
FURLER
• #1 choice of cruisers, casual  
  racers and daysailors
• Excellent reefing system

• 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.
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YOU MAKE LISTS OF THINGS YOU WANT 
to repair or upgrade on your 
project boat. But when you visit 

your local chandlery, reality sets in: 
“How can I tell my spouse how much it 
will cost to fi x up the boat?” 

All is not lost. There are ways to sig-
nifi cantly cut the cost of the things you 
have to do or want to do. I like to call it 
low-cost outfi tting, rather than cheap
outfi tting. Cheap outfi tting means sub-
stituting something cheap or shoddy 
for the real stuff; low-cost outfi tting 
means fi nding the real stuff at a bar-
gain. What follows are the secrets of a 
frugal boater who has done this on fi ve 
boats over the past 16 years. 

Do it yourself
The single most important secret is to 
do all, or at least almost all, the work 

yourself. Labor rates in my area hover 
around $60 an hour in boatyards and 
$25 an hour and up for independent 
contractors. I kept track of my labor 
time in a recent project (Replacing a 
cabin overhead, Good Old Boat, May 
2005) and discovered that I saved 
between $3,000 and $5,000 in labor 
costs. Since the material costs were 
less than $500, the savings for the 
entire project were between 85 and 
90 percent. Later in the year I re-
placed the engine in my boat, cutting 
an $11,000 project into one that cost 
$7,000. I had never done an engine 
replacement before, but I read up on it, 
listened closely to the dealer who sold 
me the engine, planned the job care-
fully, and worked slowly. 

I didn’t measure twice, cut once. I 
measured fi ve times, mulled it over, 

measured again, and then cut. Con-
sequently, I spent about 100 hours 
doing a job that the dealer estimated 
he would charge at 60 to 80 hours. 
But he was impressed with my clean, 
organized installation, freshly painted 
engine room, and the fact that I had 
mounted the engine in pre-drilled 
and tapped holes in the engine bed 
from my homemade alignment jig. It 
lined up with a few turns of the mount 
adjustments. All this was the result of 
careful measurement and planning, 
rather than a lot of skill or experience.

Learned by doing
I knew very little about working on 
boats when I started. I learned by do-
ing and did the best job I could. I have 
a pet peeve about shoddy amateur 
projects and determined to make up 
for inexperience by thorough planning 
and careful work. If I didn’t know how 
to do something, I learned. 

When I wanted new upholstery and 
couldn’t afford the $2,000 price tag, 
I learned to sew, and I recovered the 
cushions myself. Later I applied my 
new sewing skills to make dodgers, 
sails, sailcovers, sheet bags, a Bimini, 
and many other minor projects in 
addition to upholstering a gaggle of 
boats and motorcoaches. I purchased 
a sailmaker’s sewing machine with my 
savings and have used it for 12 years 
now on four boats and two motor-
coaches. I fi gure I’ve saved at least fi ve 
times the cost of the very expensive 
sewing machine so far. Since tools are 
reusable, I would much rather buy the 
tools to do a job than pay for someone 
else’s labor. Paid labor vanishes as 
soon as you sell the boat. Tools, on the 
other hand, are like the battery bunny: 
they just keep going and going.

The biggest obstacle to starting a 
large do-it-yourself project — whether 
an engine installation or re-upholster-
ing your cushions — is fear. A project 
seems so overwhelming when con-
templated as a whole. I fi nd that every 
large project can be viewed as a series 
of more manageable sub-projects; I 
like to keep a list of these sub-proj-
ects and triumphantly cross each off 
as completed. You might even list the 
amount you saved at each step as a 

The author’s wife, Marolyn McGowan, 
negotiates with a potential customer.

Low-cost 
outfi tting
Learn the hard-won secrets 
of a frugal do-it-yourselfer

by Gerry McGowan
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morale booster. This is money you just 
put into your boating bank account.

Used marine stores
Used marine stores, also known as 
consignment stores, can save you mon-
ey and are fun simply for wandering 
about. My first experience with one of 
these was when I found a new traveler 
car for an obsolete track at a cluttered 
little store in St. Clair, Michigan. The 
dealer’s price was too high, but I hung 
around for a while shooting the bull, 
and he finally agreed to my lower offer. 
I ended up saving about half the cost 
of a new one. Half-price appears to be 
the typical price range. 

I have purchased travelers, blocks, 
a muffler, a propane tank, a kerosene 
tank, a kerosene heater, pumps, and 
many other little items I’ve lost count 
of. My favorite was a brand-new Har-
ken Magic Box for $10 that I used to 
make the neatest outhaul adjuster in 
town. My least favorite was the Tay-
lor kerosene heater, mainly because 
it was missing an essential part. It 
took too much searching to discover 
why the heater kept flaring up and 
frightening the heck out of me. Then 
I discovered that I could substitute 
replacement parts from a Force 10 
heater, since it used the same burner. 
I eventually saved about 75 percent of 
the cost of a new heater and learned 
all about kerosene burners in the pro-
cess. This is the sort of education you 
don’t get from a book. 

The rule to heed when you go into 
one of these stores is that not every-
thing is a bargain. Much of the mer-
chandise is overpriced and/or worn 
out. The fun part is finding that which 
is truly worth the price. There seems to 
be little consistency in pricing in some 
cases, with expensive junk sitting next 
to a real bargain. Shop carefully!

The Good Old Boat website has 
a list of marine consignment stores 
at <http://www.goodoldboat.com/
consignments.html>. It’s frequently 
updated and pretty extensive. I have 
checked it out and find it very useful.

Marine swapmeets
My favorite way to spend a Saturday 
morning is at marine swapmeets. 
These can be a source of unbeliev-
able savings. One time I purchased a 
$175 Danforth 18H anchor for $20 and 
a $1,000-plus (if new) Enkes 26 self-

tailing winch for $75. With a coat of 
paint, the anchor lies safely under the 
V-berth as a spare. The winch — after 
disassembly, cleaning, and lubrication 
— adorns the starboard side of my 
cockpit. The port side has a used Har-
ken 44 self-tailer purchased over the 
Internet at a marine consignment shop 
and refurbished with a Harken spring 
and a washer costing $7. I figure I 

added the pair of large self-tailers to 
my boat for $390 after subtracting the 
amount recouped from the sale of the 
old winches at another marine con-
signment store. This compares with 
$1,700 to $2,300 for the same winches 
if purchased new. 

Swapmeets are also a great way to 
clean out the garage or boathouse. At 
the meet where I purchased the winch, 

Regional boating magazines 
Look for these in chandleries and 
marinas. This is a representative 
(but not complete) list: 
48° North 	

<http://www.48north.com>
Latitude 38  

<http://www.latitude38.com>
Northwest Yachting  

<http://www.nwyachting.com>
Northern Breezes 

<http://www.sailingbreezes.com>
Southwinds	

<http://www.southwindssailing.com>
Points East 

<http://www.pointseast.com>
SpinSheet 

<http://www.spinsheet.com>

Internet suppliers
I have used all of these sources 
and can recommend them. There 
are probably many similar ones I 
haven’t used yet:
Bo’sun Supplies  

screws and rigging hardware, great 
prices and selection  
<http://www.bosunsupplies.com>

Defender Industries 	
everything you need, low prices, 
great catalog	
<http://www.defender.com>

Garhauer  
great hardware at great prices 	
<http://www.garhauermarine.com>

Jamestown Distributors  
screws and many other items 	
<http://www.jamestowndistributors.com>

Layline  
hardware and one-design hardware 	
<http://www.layline.com>

Performance Yacht Systems  
all types of rigging, electronics, 
plumbing, and hardware	
<http://www.pyacht.com>

Rigging Only  
good prices on winches, furling 
gear, hardware, and rigging	
<http://www.riggingonly.com>

Online used-sail brokers
Listing of online used-sail catalogs  

<http://www.sailingtexas.com/csails.    	
html>

Sail Exchange 	
<http://www.sailexchange.com>

Atlantic Sail Traders 	
<http://www.usedsails.com>

Minney’s Yacht Surplus 	
<http://www.minneysyachtsurplus.com>

The Sail Warehouse 	
<http://www.thesailwarehouse.com>

National Sail Supply	
<http://www.nationalsail.com>

Popeye’s Marine Exchange	
<popmar@gte.net>

Kelly Marine	
<jibkelly@aol.com>

Pablos Crews	
<pablocrews@juno.com>

Marine used-goods stores
These are ones I have dealt with:
Port Townsend Marine Exchange 	

2706 Washington St. 
Port Townsend, WA 98368 
360-385-4237

Minney’s Yacht Surplus (used sails 
and hardware in Costa Mesa, Calif.)  
949-548-4192 
<http://www.minneysyachtsurplus.com>

Pacific Marine Exchange	
700 W. Holly St. 
Bellingham, WA 98225 
360-738-8535 
<http://www.pacificmarine.com>

For a much more extensive and up-
to-date listing see the Good Old 
Boat website: 	
<http://www.goodoldboat.com/

	 consignments.html > 

Resources for low-cost outfitters
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I sold a brass galley pump for $40. 
I had purchased it for $4 at an ear-
lier swapmeet and polished it only to 
learn that it didn’t fi t in my galley. The 
buyer was ecstatic as the same pump 
sells for $120 at marine stores. I was 
ecstatic with the 900 percent profi t for 
an hour’s worth of polishing. My wife 
was ecstatic since I bought less than I 
sold and reduced a pile of obsolete boat 
equipment to cash, rather than paying 
the trash company to haul it away.

Beware at swapmeets; it’s easy to 
buy something that doesn’t fi t or has 
problems. My latest purchase — a 
complete, brand-new, Autohelm 5000 
underdeck autopilot for $100 — came 
close to falling into this category. I 
discovered several days later that 
Autohelm no longer supports this unit 
and could not even 
supply me with a 
schematic or pin-
out info. No one else 
could help either, so 
I was left to muddle 
through on my own. 

The problem 
was that the Auto-
helm was for hydraulic steering and 
I have mechanical steering. Using a 
multimeter and jumper cables to the 
car battery, I fi gured I could con-
nect the Autohelm hydraulic control 
amplifi er directly to the existing Ben-
mar drive-unit motor, bypassing the 
Benmar circuit board. It worked per-
fectly; a sea trial of the hybrid system 
went well. The Autohelm now resides 
in a little teak box on the steering 
pedestal and is far more convenient to 
use than our old Benmar unit, which 
required going below each time we 
wanted to change the course. 

If I had been unsuccessful in get-
ting the Autohelm to work, I would 
have boxed it up and taken it to a 
marine consignment store. Some pur-
chaser with hydraulic steering would 
have gotten a good deal, and I would 
have made a modest, or perhaps sub-
stantial, profi t.

specializing in pleasure boaters. When 
I can, I use the same products as sold 
by the local West Marine, but I pur-
chase them from my local commercial 
marine store. I’ve spent so much time 
there over the years that they greet 
me by name when I enter the store 
and have granted me the commercial 
discount, about 40 percent off the 
shelf prices. Of course, I entered their 
store several times a day for several 
months and was a good customer by 
any standards.

I fi rst discovered commercial 
marine stores many years ago when 
I found that I could buy a box of 100 
stainless-steel screws by mail order 
from Jamestown Distributors for the 
price of 10 purchased at the local hard-
ware store. I started purchasing boxes 
of screws and saving the leftover ones 
in fi shing lure storage boxes from the 
local discount store. I still have them 
and replenish the supply as necessary.

Regional boating magazines
A regional boating magazine can be a 
source of larger used equipment and a 
good way to unload some of your big-

ger castoffs. I sold 
the old diesel en-
gine I had removed 
from my boat for 
$1,200 using a single 
$20 ad in 48° North, 
a Seattle-based 
sailing magazine. 
I could have sold a 

dozen engines. The calls kept coming 
for many months.

Home Depot and others
Although I don’t fi nd a lot of good 
marine stuff in the large lumberyards, 
I regularly use them for several items. 
Last year I bought several sheets of a 
Russian version of Baltic birch ½-inch 
plywood for $20 for a 5-foot-square 
sheet at Home Depot. This works great 
for interior boxes, covers, shelves, and 
so on, as the void-free all-birch edges 
can be attractively varnished. It did not 
pass the boil test (microwave a small 
piece in a cup of water). It quickly 
turned into a bunch of potato chip-
like plies, so it is only usable inside. I 
varnished it well and put Formica on 
several surfaces, and it looks like new 
after a damp year in my boat.

I also generally buy Formica at the 
Home Depot; the selection is wonder-

The crowd at Swantown marine swap-
meet in Olympia, Washington.

My wife was ecstatic since I bought 
less than I sold and reduced a pile 

of obsolete boat equipment to cash.

Internet
You can fi nd almost anything on the 
Internet, including lots of information 
on old boats, owners’ associations, 
and some interesting companies sell-
ing sailing stuff. My favorite Internet 
company has got to be Garhauer, 
maker of the best bargain sailboat 
hardware anywhere. The quality of 
the stuff is equal to the best Har-
ken or Schaefer has to offer, and the 
prices are much lower. For example, I 
outfi tted my current boat with stain-
less, big-bearing single blocks for the 
princely sum of $18 each. The hard-
ware is standard equipment on Catali-
na and other boats and is highly rated 
by Practical Sailor. You can only buy 
it directly from Garhauer and, after 
using their equipment for about 15 
years, I can highly recommend it.

Used-sail brokers are a special cat-
egory of Internet stores. Many carry 
an extensive listing of thousands of 
used sails that can be searched online. 
Some of the listed prices seem exces-

sively high, but some are tempting. My 
only personal experience with one of 
these companies was negative; the sail 
was not that good, and I sent it back. I 
may try it again, however, if I can fi nd 
a really good sail that doesn’t need 
much work. If you can fi nd just what 
you want, you might save a bundle. 
Just take into account the cost of any 
necessary modifi cations or repairs. 
Converting a used hanked-on sail to 
roller furling, for example, may cost 
40 percent of the cost of a new sail 
purchased in the off-season. Unless 
the sail is in really good condition, 
it may not be worth purchasing and 
converting.

Commercial marine stores
Marine stores serving commercial 
fi shermen and other professional 
boaters can be a real money saver 
compared to local marine chandleries 
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ful on special orders, and the price 
is about 40 percent lower than at my 
local lumberyard. I’d prefer to use a 
Formica surplus store, but one can be 
hard to find in many areas; Home De-
pots (or similar stores) are not.

Surplus stores
I have found several items used in my 
boats in surplus stores at great prices. 
The first was Formica at a store that 
sold only laminate. I am not sure 
where it came from — I suspect over-
stocks and surplus — but the store 
had hundreds of colors and sizes, 
and the price was about 50 percent of 
normal lumberyard prices. I put a For-
mica headliner on my Ericson 46 and 
used about 400 square feet, saving at 
least $300 in the process.

The most common surplus item I 
have purchased is fabric. I have found 
end-of-rolls and seconds in fabric 
stores all over the country. It saves 
a lot to pay $6 to $10/yard, rather 
than the $25 to $40/yard commonly 
charged at upholstery stores. Always 
make sure that the store has enough 
for the project, and inspect the fabric 
as it is unrolled for cutting. You have 
little chance of locating more if you 
don’t buy enough, and major flaws 
may make you re-think that fabric 
choice. I have never found more than 
a few flaws, which I simply avoid 
when laying out the pieces to be cut. 
I always buy a few yards more than 
necessary, just in case. Since the aver-
age job requires about 30 yards, the 
savings by buying surplus fabric can 
run $600 to $1,000.

Substitution
You don’t always have to use the best. 
I made a cockpit grating of iroko, 
rather than teak, as it was $5 a board 
foot instead of $13. I figured that I am 
just going to walk on it, and Philippine 
mahogany had served well for the 
original grating for 20 years. Iroko’s 
resistance to water and weathering 
are almost as good as teak’s, and it 
is often considered the “poor man’s 
teak.”

Teak is also wasted on boat inte-
riors since other woods costing less 
than half as much work very well. 
I like Honduran mahogany, jabota 
(Brazilian cherry), iroko, and Ameri-
can walnut for dark woods. I also see 
many other very attractive dark exotic 

ask it to match the price. I have only 
been hassled once and have saved 
hundreds of dollars on the remaining 
items. The hassle was when I talked 
to a new clerk. The rest of the time, 
dealing with the same people again 
and again, they unflinchingly met 
the price. For most items, the sales 
tax just about matches the shipping 
costs I would have to pay. So I get the 
item locally with the advantage of 
good customer service and at the best 
Internet price. Since I spent several 
thousand dollars at West Marine dur-
ing the past couple of years, the com-
pany is a little more profitable, and I 
have saved at least 10 percent of my 
cost, which makes me happy and the 
“hole in the water” not quite as deep.

The bottom line
Owning a boat is not cheap. Unless 
you are rich, it probably represents a 
major investment and a major ongo-
ing expense in your life. Reducing the 
costs involved in maintenance and 
upgrading can cut the out-of-pocket 
cash flow significantly. Doing so has 
allowed me to sail considerably be-
yond my means. It turns out to be a lot 
of fun as well (although my attitude 
shifts somewhat when I’m up to my el-
bows in contact cement or fiberglass- 
sanding dust). 

Trying to find bargains and adapt-
ing or fitting them to my boat are 
almost as much fun as sailing. As the 
quote from Kenneth Grahame’s The 
Wind in the Willows goes, “Believe 
me, my young friend, there is nothing 
— absolutely nothing — half so much 
worth doing as simply messing about 
in boats . . . In or out of ’em, it doesn’t 
matter. Nothing seems really to mat-
ter, that’s the charm of it.” 

The author examines a poten-
tial purchase at a swapmeet.

woods at my local wood supplier for 
less than half the cost of teak. If you 
want light woods, then oak and ash 
work very well, as do birch and maple. 
(For other suggestions, see the article 
on teak mystique in Good Old Boat, 
January 2005.) Protected by varnish 
and kept dry, all of these will last for-
ever down below.

Paint stores
I have painted a portion of a deck us-
ing automotive paint systems. They 
matched the desired color, I was able 
to brush/roll the products, and they 
wore like iron. Almost any town has 
an automotive paint supplier, which 
will match colors as desired. While 
not cheap, the paints were still half 
the cost of similar marine paints. 

You can also take plugs or cutouts 
into a regular paint store and buy col-
or-matched touchup paints for a very 
reasonable price. I purchased a quart 
of urethane-modified gloss enamel 
from the local Sherwin-Williams store 
for $10. Staff matched it to a plug cut 
out of my cabintop in about 2 minutes.

Your local marine specialist
I have had good luck stopping in at my 
local rigger or similar business and 
asking if it will meet the Internet price 
on some large item, such as a roller-
furling system. Quite often the store 
will, and a long-term and profitable re-
lationship can be formed for both par-
ties. The staff knows that, while they 
may not make a big profit on that item, 
they will profit on all the things I will 
buy in the future. I have a first-name 
relationship with a local rigging com-
pany, which will get all my business in 
the future based on great service and 
competitive prices. 

Price matching
The Internet is a great thing 
for saving money, as it en-
courages a local supplier to 
be competitive with everyone 
else in the country. When 
planning a major purchase, I 
shop all around the country 
for the best price. For many 
items (webpage printout or 
catalog in hand), I then go 
to my local West Marine and 
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by Don Launer

ROPE IS THE PRODUCT OF CORDAGE MANUFACTURERS BUT,
with a few exceptions, when ropes of less than 
1-inch diameter are used aboard a sailboat for a

specific function, they are known as lines. (The etymolo-
gy of the word line is from the Latin, linea, which
means, um, rope.) Until relatively recently, the dimen-
sion given for a rope was its circumference — thus, a 
3-inch hawser was one of 3 inches in circumference.
Now, rope dimension is usually given as the diameter.

Until the middle of the 1900s there was a very limited
choice of rope (or line, if you wish) from which the
sailor could choose — hemp, sisal, and cotton. Now,
many synthetic lines have come on the market and, sur-
prisingly, they are often cheaper than their natural-fiber
counterparts.

The manufacturing of three-stranded rope has not
appreciably changed, however. It starts with a small
fiber. Several of these fibers are twisted into a thread.
These threads, in turn, are twisted into yarns. The yarns
are twisted into strands. Finally, three of these strands
are twisted into a “three-stranded laid rope,” the tradition-
al form of rope that was first made from natural fibers. 

It is common practice that three-stranded rope has a
right-hand twist, although a left-hand twisted rope is
sometimes encountered. With three-stranded twisted
and laid rope, there is considerable stretch, however,
since the three twisted strands tend to straighten out
under tension. The construction of the more modern
braided rope reduces this stretching tendency.

Braided rope has a braided outside sheath and an
inner core, which can be one of several varieties:
• Parallel core is a braided cover enclosing a core

whose bundle of fibers and threads are oriented paral-
lel to the line’s axis.
• Double-braid is a braided cover over a braided core

of the same material.
• Core-loaded double-braid is a braided cover over 

a braided low-stretch core of a different material.

There are three basic man-made fibers that have been
used by sailors for decades: nylon, polyester (called
Dacron in the United States and Terylene in Great
Britain), and polypropylene. Of these three basic syn-
thetic ropes, nylon is the strongest, with polyester a
close second, and finally polypropylene.

Best choice
Since nylon has high-strength, excellent abrasion-resis-
tance, and great elasticity, it is the best choice for use
when there will be shock loads, such as for docklines
and anchor lines. But those same attributes make it
completely unsuited for use as running rigging, such 
as halyards, where stretch would be a detriment.

Making sense of the bewildering 
range of boating lines
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ropes such as Spectra, Amsteel, and Dyneema. Despite
its high strength, HMWPE is so lightweight that it
floats. Pound for pound, it has 10 times the strength of
steel and is three times stronger than polyester. It is
also low-stretch (stretching takes place during the
manufacturing process). It has good abrasion- and UV-
resistance, but it is high-priced and very slippery.

• Aramids are in the nylon family and are marketed
under the names Kevlar, Technora, and Twaron.
Although they are high-strength with relatively low-
stretch, they have poor UV- and abrasion-resistance,
especially when subjected to sharp bends under load.

Line care
There are general rules that apply to all types of lines to
help extend their life:

During the boating season, hose off lines with fresh
water to wash away dirt and salt crystals. At the end of
the season, soak the lines in warm soapy water, then
rinse them and hang them up to dry.

During the off-season, remove as many lines as possi-
ble from your boat, especially those with a low UV-toler-
ance. This will extend their life considerably. 

Layout and illustrations by Ted Tollefson

Polyester, on the other hand, provides almost as
much strength as nylon, but with little stretch. When
purchased “pre-stretched,” its elongation under load is
even less. It also has good abrasion-resistance. This
makes it the all-around choice for most other applica-
tions on board.

Polypropylene has the lowest strength of the three. It
is relatively cheap and has the advantage of being
lighter than water, so it floats. This makes it the line of
choice for dinghy painters, reducing the possibility of its
sinking and fouling the propeller. Polypropylene,
though, is more susceptible to ultraviolet deterioration
and is subject to melting when cornering through a
chock under high tension.

Beyond these three basic fiber groups
is a range of more expensive options, as
well as their associated high-tech ter-
minology. Some of these new
terms are:
• High modulus, which

basically means low-stretch.
Most of the high-modulus lines
are very slippery and, when tied
using the knots that we know
well, are prone to failure.
Although a bowline in a nylon or
polyester line decreases the
strength of that line by about 40
percent, in a high-modulus line
the strength is reduced by an
astounding 70 percent or more.
For this reason, knots should be
avoided in high-modulus lines, in
favor of splices.

• LCP (liquid crystal polymer),
such as Vectran, is one of the lat-
est rope-making fibers. These
thermoplastics are very strong
and abrasion-resistant, but they
have low UV-resistance.

• HMWPE (high-molecular
weight polyethylene) includes
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WE BEGAN TINKERING WITH LED 
lighting in our boat several 
years ago. Since then we 

have completed numerous small light-
ing projects and have discussed the 
topic of LED lighting with other cruis-
ers. What follows is a distillation of 
our experiences.

LEDs are light-emitting diodes. A 
diode is a device that passes electric 
current in only one direction. In a 
diode, electrons encounter a transi-
tion from one type of conductor (P 
material) to another (N material) and 
at this transition they abruptly experi-
ence a drop in energy. In an LED, the 
energy drop is great enough to form a 
photon of visible light. If an electron 
were to enter the LED from the other 
direction (simplistically speaking), it 
would encounter an energy rise and 
would not have suffi cient energy to 
pass the rise. No current could fl ow.

The two types of semiconductor 
material (P and N) in an LED are 
joined together and connected to the 
external world by tiny wires, which in 
turn connect to larger copper leads. 
(Often these leads contain solder 
blocks near the housing for stopping 
the leads against a circuit board.) The 
diode, its refl ector, and its tiny con-
nection wires are placed into a tiny re-
fl ective dish. This assembly is sealed 
in clear epoxy plastic. The top of the 
clear plastic is formed into a rounded 
shape to act as a lens, and the cop-
per leads exit from the bottom of the 
plastic. The emitted light is directed 
by the refl ective dish to the lens and 

focused into a beam. Early LEDs had 
to have this focusing because they did 
not produce much light. The design 
has been retained for the more mod-
ern and much brighter cousins, the 
ultrabright LEDs.

Advantages of LEDs
Because of the way they produce 
light, LEDs are very energy-effi cient. 
Almost no heat is released. A simple 
12-volt reading-light circuit can be 
built that will consume only 20 mil-
liamps (abbreviated mA and equiva-
lent to 0.020 amps, or less than 0.5 
amp-hour per day). It is still generally 
possible to get more light per watt 
from fl uorescent bulbs, but some-
times one does not need the amount 
or quality of light that fl uorescent 
bulbs produce. Because of the way 
they are constructed, LEDs project 
their light in a relatively narrow beam, 
so a bright beam is focused into a 
relatively small area. This can be an 
advantage — there is no need to use 
external refl ectors or lenses to direct 
a sharp beam, but if more diffuse light 
is needed, it is relatively easier to scat-
ter light than to focus it. (For exam-
ple, roughen the LED lens with some 
120-grit sandpaper, and the light will 
be considerably diffused — no optics 
expertise required.)

LEDs come in a variety of colors; 
it can be fun mixing colors to create 
a festive atmosphere. Furthermore, 
a range of colors creates a broader 
available light spectrum, making it 
easier to discern the true color of ob-

jects that are illuminated by the light.
LEDs have an estimated lifetime of 

about 100,000 hours; if an LED read-
ing light is in use every night of the 
year for two hours, it could theoreti-
cally last 130 years. Manufacturers 
did not come up with that 100,000-
hour duration by measuring how long 
LEDs last on boats, but nonetheless 
an LED light cluster has the poten-
tial to be very durable. LEDs do lose 
intensity with age, which is why most 
boating LED lights are rated at 50,000 
hours (or 5.7 years of continuous use).

The disadvantages 
LEDs are relatively expensive. Al-
though the price is declining, ultra-
bright white LEDs are still more than 
$2 each unless purchased in bulk. 
And they were not designed for use 
on boats. The electrical connections 
to an LED are slender copper wires 
that have been coated with electrical 
solder; they are not very resistant to 
corrosion.

LEDs typically emit light of a very 
narrow frequency range — the colors 
are very pure. Because of the narrow 
spectrum, objects they illuminate will 
appear either the color of the LED or 
black. If you want to read a chart, for 
example, it may be diffi cult to distin-
guish various shades of blue under a 
red LED, as all will appear black. This 
can be addressed by always includ-
ing a white LED in a cluster or at least 
mixing a couple of specifi c colors to 
broaden the emitted spectrum a little.

White LEDs, unlike all the other 
types, emit a relatively broad spec-
trum of colors. They do this because 
they are really blue LEDs “in dis-

LEDs afl oat
Modern lighting projects 
for cruising sailboats

by Cade Johnson One of the simplest and most prized 
projects on Cade and Lisa Johnson’s 
Polaris 43 is this array of colored LEDs 
inside a 6-inch woven basket. They use 
this upside down in the cockpit as a 
night light.
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guise,” with a 
phosphor coating 
like an old black-
and-white TV 
screen. The blue 
light excites the phosphor coating, 
and the phosphor then emits a range 
of different lower-energy photons of 
light. Most white LEDs have a bluish 
cast, which can make food unattrac-
tive but is good for reading printed 
material. Some of the newest white 
LEDs have a slightly yellow cast like 
an incandescent light.

Although LEDs can produce an 
intense beam, their total light output 
is quite low. If a small screw is lost on 
the cabin fl oor at night, overhead LED 
lighting will not serve for the search. 
Sometimes a brighter light is required, 
such as a conventional incandescent 
bulb. We have modifi ed our overhead 
lights with two-way, center-off switch-
es so we can turn on the dim LEDs or 
switch to the old incandescent lamps, 
if necessary.

LEDs are delicate electronic de-
vices that can be easily destroyed if 
mishandled. For example, they must 
not be overheated or the two differ-
ent conducting materials may become 
separated and the LED will no longer 
function. The most likely ways to over-
heat an LED are by passing too much 
current through it or by overheating it 
when making a solder connection.

Designing an LED project
We use LED lights on our boat for low 
ambient light in the main cabin and 
the cockpit, as a spare anchor light, 
as reading lights, as our chart table 
lighting, as a replacement light for 
failed instrumentation lights, and as 
auxiliary lighting in the galley.

When contemplating a boating 
lighting project, it may be helpful to 
review the well-thought-out lamp 
selection guide at the Alpenglow 
Marine Lights website (<http://www.
alpenglowlights.com>). Although 
Alpenglow does not make LED-based 
light fi xtures and considers LEDs a 
less-than-optimal lighting choice, 
the company’s ideas about planning 
lighting in general are useful. For 
instance, LEDs can project a narrow 
and intense beam of light or they can 
produce a diffuse, but dim, glow more 
like other lighting sources. Both types 
of lighting may be needed at times. It 

is pleasant to sit and chat with friends 
in low diffuse light, but a more fo-
cused beam is necessary for reading 
or doing detailed work.

LEDs of the ultrabright variety 
come in red, amber, green, blue-green, 
blue, and white. We have found that a 
mix of colors is better than a mono-
chrome light in every case. The eye 
works better with a range of colors 
even if the colors are dim. All LED 
colors have a frosty or cool tone, so al-
ways include an amber LED in the mix 
to warm up the appearance of the light.

Ultrabright LEDs differ from regular 
indicator lights, such as may be found 
on the front of a PC or a cell phone 
charger, in that they produce 1,000 to 
10,000 millicandles of light intensity 
where regular indicator LEDs may only 
produce a few hundred millicandles. At 
a distance of a foot or two, an ultra-
bright LED may be almost painful to 
look at in its narrow cone of focus.

Three are enough
A cluster of three white LEDs can 
provide suffi cient light to enable a 
person to read comfortably if the light 
is directed in a beam. The same three 
LEDs can provide a diffuse illumina-
tion in a roughly 6-foot by 6-foot area 
in our teak-paneled (dark) saloon.

A ring of 12 LEDs makes an anchor 
light that is clearly visible for a mile, 
though the U.S. Coast Guard won’t 
certify a homemade array. However, 
since we are generally cruising in 
waters where few vessels even have 
running lights and where the noctur-
nal boat operators are more likely to 
have their attention focused on the 
horizon than the sky, we consider our 
deck-level LED lighting to be more 
important lighting than a mast-top 
light. We believe, furthermore, that a 
mile of visibility is more than suffi -
cient even though our boat exceeds 12 

meters in length. 
Right or wrong, 
we only use the 
mast-top 2-mile 
incandescent light 

if we are anchored where we may be 
passed closely by large commercial 
vessels.

For those who need an LED-pow-
ered, USCG-certifi ed anchor light or 
running light, Orca Green Marine 
makes several models. One model 
uses one red, one green, and three 
white Luxeon LEDs. By energizing 
the red, green, and white lights, the 
light shows as a tricolor running light. 
By energizing a pair of whites in the 
port and starboard sectors instead 
of the red and green, it shows as an 
all-around white anchor light. Other 
features that can be added to this ba-
sic unit are a strobe (the white LEDs 
fl ash) and a photo sensor that turns 
the light on and off. 

GreenRay offers arrays that are 
snap-in replacements for some existing 
incandescent bulbs, and Stecktronics 
offers arrays that can be used to con-
vert existing anchor and deck-mounted 
running light housings to LEDs. 

All of these offerings can be ob-
tained from Hotwire Enterprises 
(<http://www.svhotwire.com>). John 
Gambill and Libbie Ellis at Hotwire 
are also a good source of information 
on the rapidly changing fi eld of LED 
lighting for marine use.

Color and energy
LEDs emit their light as electrons 
drop in energy. The color of light is 
related to the size of the drop. A red 
LED has about a 1.5-volt drop in en-
ergy, whereas amber has about a 1.8-
volt drop, and green LEDs have about 
a 3.4-volt drop. Blue and blue-green 
LEDs (and white — which are blue in 
disguise, remember) have about a 3.6-
volt drop. They produce nearly their 
nominal light output when a current 
of 20 milliamps is passing through 
them, and these voltages are those 
that correspond to this current for the 
respective color LEDs. If greater volt-
age is applied, then more current will 
fl ow (and the device may overheat). 
Nichia-brand white LEDs can operate 
at a continuous current of 30 mA and 
3.8 volts, but LEDs from a distributor 
may originate from various manufac-
turers and the original specifi cations 

 Color of LED
 Voltage drop 

 at 20 mA
Red 1.5

 Amber 1.8
 Green 3.4
 Blue, blue-green (white) 3.6/3.8*
*Nichia-brand white is rated 3.8 volts at 30 mA

 . . . if an LED reading light is in use 
every night of the year for two hours, 
it could theoretically last 130 years.
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may be unknown — it is best to limit 
current to 20 mA to play it safe.

When designing a project for a 
boat, the normal voltage will be 
around 12.5 volts, but at times the 
lighting circuit may receive up to 
14.5 volts if the batteries are being 
charged. Consider designing your 
projects for about 13 volts if you oc-
casionally run the engine at night 
or maybe even 14 volts if you have a 
charging source at night frequently. 
On the other hand, if you have abun-
dant electrical power, you probably 
don’t need to build LED projects 
anyway. Plan for the LEDs to operate 
at 20 mA at the greatest expected volt-
age. We generally have had good suc-
cess with this approach; even if the 
batteries are badly discharged and the 
voltage drops to 11.9 volts, the same 
LED circuit will give good light.

LEDs tend to have a relatively con-
stant voltage drop within their normal 
range of operation. If more voltage is 
applied, the current rises quickly — 
LEDs do not block excess current. So, 
if you place three white LEDs and one 
amber LED in series, at 12.6 volts they 
will pass almost exactly 20 milliamps. 
However, at 13.6 volts it is difficult to 
predict the current they will pass. The 
extra volt could cause the diodes to 
pass excessive current and overheat. 
It is good practice to install a resistor 
— a device with a known tendency to 
block current — into the circuit with 
the LEDs to keep the current from be-
ing excessive.

We have bought most of our LEDs 
from All Electronics Corp. (<http://

www.allelectronics.com>) because 
it often has low prices, but there are 
many other distributors on the Inter-
net, and local electronics shops may 
have a good selection as well. A few 
years ago, we bought an assortment of 
LEDs directly from one of the major 
manufacturers, Nichia Corporation 
(<http://www.nichia.com>). We have 
made our projects with lamp-type 
LEDs in a clear plastic enclosure 
called T-1¾, which is about 5 mm (a 
little less than ¼ inch) in diameter 
and perhaps 8 mm (about 5⁄16 inch) in 
height. A smaller T-1 enclosure (similar 
shape but only 3 mm — about 1⁄8 inch 
— diameter) is also available for most 
LEDs. These days, we see flat surface-
mount LEDs available as well. For the 
projects we contemplate here, the T-1¾ 
style is intended, but other case de-
signs may also serve your needs.

Resistors: A necessary evil
Resistors have a property of block-
ing current known as resistance, and 
this property is measured in units of 
ohms. The voltage drop E of a resistor  
is equal to the product of the resis-
tance R (in ohms) and the current I 
(measured in amps); this is known as 
Ohm’s law:

E = I x R

For the example above, if we want 
our three white LEDs and one amber 
LED to only pass 20 milliamps at 13.6 
volts, we should add a resistor that 
passes only 20 milliamps if it has a 1-
volt drop (the other 12.6 volts of drop 
occurs in the LEDs: 3 x 3.6 + 1.8 = 12.6; 
see chart on Page 47). By rearrang-
ing Ohm’s law, we can determine that 
such a resistor must have a value of 

R = E/I = 1 volt/0.020 amps = 50 ohms

With a 50-ohm resistor, the LEDs 
are protected from excessive cur-
rent at higher voltages. The resistor 
converts some of the power into heat, 
but most of the power is still going to 
lighting.

Resistors are a necessary evil 
— necessary to prevent LEDs from 
being damaged by excess current and 
evil because they use power but do 
not produce light. They diminish ef-
ficiency. In fact, resistors are specific 
about the amount of heat they can 

Ohm’s law for DC and non-inductive  
AC currents

I = current in amps
E = electromotive force (potential) in volts
R = resistance in ohms
W = power in watts
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produce. Larger-capacity resistors 
are physically larger. The equation for 
heat production in a resistor is: power 
W is equal to the value of the resistor 
in ohms times the square of the cur-
rent in amps that is passing through 
the resistor: 

W = I2R

A 100-ohm resistor passing 20 mil-
liamps of current dissipates power  
W = I2R = 100 ohms x (0.020 amps)2 
= 0.04 watts. The smallest commonly 
available resistors are 0.25 watt, so 
they suffice for small lighting projects.

Sold in bulk
Resistors are sold at electronics stores 
and are available by mail order. In the 
electronics industry, resistors are sold 
in rolls of 1,000 for very little money, 
so individual resistors have a value 
well below $0.01. Buy them in bulk va-
riety packs and throw away the resis-
tors with high values (anything over 
1,000 ohms) or give them to a ham 
radio hobbyist who will almost surely 
never need them either but who will 
still find them to be a thoughtful gift.

A resistor’s resistance value in 
ohms is described by a color code. 
Resistors are painted with colored 
bands. The first two bands indicate 
the first two digits of the resistor’s 
value. The third band indicates how 
many zeros follow the first two digits. 
The color code is 0–black, 1–brown, 
2–red, 3–orange, 4–yellow, 5–green, 
6–blue, 7–violet, 8–gray, and 9–white. 
Thus, a resistor with a value of 560 
ohms would have color bands of 
green–5, blue–6, 
and brown–just 
one following 
zero, as shown 
in the illustration at 
right. A fourth band 
on the resistor is 
gold or silver to 
indicate the preci-
sion with which the 
resistor has been 
made. Virtually all 
modern resistors 
have a gold band in-
dicating the actual 
value is within 5 
percent of the color-
coded value, but any 
resistor will work fine T
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for an LED lighting project. The fourth 
band is important though. Since it is 
gold or silver, it is distinctive as the 
fourth band, so you know which way 
to read the color code. 

Resistors are made in certain typi-
cal values. When you buy a variety 
pack, you will find some resistors with 
values close to those you have cal-
culated you need, but probably none 
will be exact. Close is good enough 
— even within about 20 percent of 
the value you calculate will probably 
work. (That is why the fourth, or toler-
ance, band is mostly irrelevant.)

Resistor values
Suppose we need more light and 
plan an array of LEDs with two each 
white, green, amber, and red LEDs. 
Now one white, green, amber, and 
red in series have a voltage drop of 
(3.6+3.4+1.8+1.5 = 10.3 volts; refer 
to the chart on Page 47). If we are 
designing for a maximum voltage of 
14.5 volts and a maximum current 
of 20 milliamps, then our resistor 
needs to have a value of (14.5 – 10.3) 
/ 0.020 = 210 ohms for each strand of 
four LEDs. Alternatively, one single 
resistor could be used to supply the 
two parallel strands; since this single 
resistor would need to carry twice as 
much current, it will have only half as 
much resistance, or about 95 ohms. In 
our early projects, we often followed 
this approach to save on resistors 
before we bought a larger supply, 
but we do not recommend it except 
in difficult circumstances. If one of 
the LED series fails, the other series 
will be driven by a somewhat greater 
than anticipated voltage. Certainly if 
the different strands in a circuit have 
different combinations of colors (and 
therefore differing voltage drops), give 
each strand its own resistor.

A couple of final comments should 
be made about resistors and LEDs. 
The first is that all LEDs look alike, 
and you will sometimes forget the 
color of a particular LED. All the LEDs 

are in clear cases so color is only ap-
parent by turning them on. But you 
cannot simply connect one to a 12-volt 
source — it will pass too much cur-
rent and burn out in less than a sec-
ond. A resistor should be connected 
to the 12-volt source, and this regu-
lated current supply should be used 
to probe the LED. The resistor should 
have a value of about 500 or 600 ohms 
so it will not allow too much current 
to pass through even a red LED.

An exception to the issue of series 
resistors for LEDs is that some LEDs 
are sold with a resistor already built 
in. If you need a simple indicator lamp, 
a 12-volt LED may be right for you, but 
it is not a good choice in lighting proj-
ects because it is not very bright and 
cannot be connected in series to take 
full advantage of the available voltage.

To check an LED for color and 
function, connect the negative side 
of the 12-volt battery to one lead and 
connect the positive side of the bat-
tery to the 600-ohm resistor. Use the 
other lead of the 600-ohm resistor as 
the positive connection to the LED. 
LEDs are generally constructed with 
a long lead and a short lead; the long 
lead is positive. If the LED does not 
light, reverse the polarity of the con-
nection and try again. If it still does 
not work, it is probably a bad LED.

Project assembly
There are several issues when putting 
the LEDs together. The LEDs must 
be connected with observation of the 
proper polarity. Since the leads of the 
LEDs are often cut shorter for use, it 
is sometimes beneficial to mark the 
polarity with a felt-tip pen, coloring 
the negative (short) lead near the 
point where it emerges from the plas-
tic. Connect LEDs so that the positive 
lead of one LED connects to the nega-
tive lead of the LED next to it. The 
resistor can go on the positive or the 
negative side of the series of LEDs.

Use a small soldering iron (35-watt) 
to make connections and keep the 

iron in contact with the LED leads 
only long enough to make a connec-
tion. It is good practice to connect an 
alligator clip between the LEDs and 
the soldering point to sink excess 
heat, but this is often not feasible. We 
have not burned out any LEDs with 
our soldering iron, but we are always 
afraid we will, so we keep the sol-
dering time as brief as possible. Of 
course, the average hobbyist will have 
no way to determine the temperature 
of the soldering iron, but for what it 
is worth, the Nichia website specifi-
cations for its LEDs indicate that the 
LEDs can tolerate a soldering temper-
ature of 350° C for three seconds and 
that soldering should occur below the 
solder block in the leads. 

We often have mounted the LEDs 
around a small piece of polyvinyl chlo-
ride piping, drilling a couple of closely 
spaced 1⁄16-inch holes where each LED 
is mounted for the leads to go through 
the pipe. We make the connections on 
the inside of the pipe, and the LEDs 
project outward or are bent to point 
in a common direction along the pipe 
axis. The pipe can then be used to sup-
port the entire project in a fixture. 

Bending the leads is a delicate pro-
cess. Hold the lead wire in two places 
to bend it rather than holding the LED 
case. Bending the lead using the case 
as a fulcrum can damage the clear ep-
oxy and cause moisture to enter and 
create damage, or it can even cause 
mechanical distortion of the semicon-
ductor and damage the junction where 
light is produced.

Use a small soldering iron to make 
connections. Be quick. Keep the iron 
in contact with the LED leads only long 
enough to make a connection. When 
possible, an alligator clip between the 
LEDs and the soldering point helps sink 
excess heat.

Resources
There is a great deal of informa-
tion about LEDs on the Internet 
— search the terms “light” and 
“diode.” A good place to start 
is Don Klipstein’s LED page at 
<http://members.misty.com/don>. 

For general information on the 
development of efficient lighting 
sources, review the article, “In 
Pursuit of the Ultimate Lamp” by 
Craford, Holonyak, and Kish, Sci-
entific American, February 2001. 
The story of LED development is 
far from complete, but enough de-
velopment has occurred that LEDs 
have some real contributions to 
make to sailing.
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When the solder-
ing is completed, it is 
important to thor-
oughly seal the LED 
leads from exposure 
to the environment. 
Liquid electrical tape, 
PVC glue, varnish, epoxy, or paraffin 
wax can be used. Coat the leads and 
connections to wires, and extend the 
coverage right to the point where the 
leads enter the clear plastic body of 
the LED. Otherwise, marine salt and 
moisture can cut its life to a year or 
less.

The easy way
LED lighting solutions are also avail-
able in prepackaged arrays that can 
replace nearly any bulb from various 
marine manufacturers at a consider-
able additional cost beyond the LEDs 
themselves — we have seen them at 
boat shows. After completing one or 
two LED lighting projects, you may 
conclude that the extra cost to have 

a manufactured assembly is worth-
while. On the other hand, building 
these simple electrical circuits can 
be a rewarding project. Furthermore, 
after a moment of reflection, it easy to 
see that there are thousands of possi-
ble combinations of LEDs that can be 
operated on 12-volt systems, and your 
individual LED lighting needs may not 
match a prepackaged solution.

Examples
Several LED projects on our boat 
have been successful. One is a mix of 
colored LEDs inside a 6-inch woven 
basket that we hang upside down in 
the cockpit as a night light. The mix 
of LEDs includes two white and one 
blue LED in one series and two white, 

a red, and an amber 
LED in another se-
ries. The two series 
each have a 100-
ohm resistor and 
the two are con-
nected in parallel; 

the current draw is 40 milliamps.
Our unofficial anchor light has four 

series of three white LEDs each, for a 
total of 12 LEDs. They are arranged in 
a circle. Each group of three LEDs is 
in series with a 100-ohm resistor. The 
light draws approximately 80 milli-
amps.

Another project was the creation 
of a strand of six amber LEDs and 
two strands of blue and green LEDs 
mounted in a U-section teak molding 
strip over our refrigerator lids. The 
LEDs shine down into the refrigerator 
when it is opened. The total lighting 
strip requires 60 mA and provides 
enough light to prepare boat meals on 
the countertop when the refrigerator 
tops are closed. 

Schematic diagram of mixed-color LED cockpit light

100

100

white blue white

white red white amber

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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The Coast Guard asks boaters to be careful observers

by Don Garvey

Waterway Watch

ON SEPTEMBER 11, 
2001, America 
was attacked 

from the air. Many terrorism 
experts feel it is only a mat-
ter of time before another 
attack occurs. Next time, 
the enemy may come by 
sea. Rivers, bridges, tun-
nels, ships, and ports are 
all inviting targets. With 
more than 95,000 miles of 
shoreline and 290,000 square miles 
of water, there are numerous routes of attack. In response 
to this potential threat, the U.S. Coast Guard, the branch of 
the military charged with protecting our maritime com-
munity, has developed the concept of Marine Domain 
Awareness (MDA). MDA has been defi ned as “the effective 
understanding of anything associated with the global mari-
time environment that could adversely impact the security, 
safety, economy, or environment of the United States.”

As part of MDA, on September 11, 2003, the Coast Guard 
and Coast Guard Auxiliary launched America’s Waterway 
Watch. The immense job of the Coast Guard prohibits it 
from being everywhere all the time. The objective of Water-
way Watch is to enlist the boating community as additional 
eyes and ears of the Coast Guard. Waterway Watch is 
similar to the Coast Watch of World War II, during which 
citizen-volunteers mobilized to scan our shores for U-boats 
and saboteurs attempting to infi ltrate the United States. 

Recreational boaters, marina operators, fi shermen, and 
waterfront concessionaires are knowledgeable and famil-
iar with their home waters. They are fi rst to notice when 
something “doesn’t add up.” Consider an example from the 
aviation community: immediately prior to September 11 
an alleged terrorist, the so-called “20th highjacker,” was 
arrested in Minnesota when a fl ight school instructor felt 
something about one of his students just wasn’t right. 

Waterway Watch does not require joining up, paying 
dues, or attending meetings. All one has to do is keep on 
the lookout for suspicious or unusual activities and report 
them to the Waterway Watch National Response Center at 
877-24-WATCH. If time is critical, contact the Coast Guard 
on Channel 16 or call 911 immediately.

Lookout list
The Coast Guard and Coast Guard Auxiliary have devel-
oped a list of things to be on the lookout for:

• Persons who appear to be loitering near a boat or water-
front facility for no apparent reason

• People checking out or “casing” a boat
• Boats tied to or loitering near dams, bridges, or locks
• Unusual videotaping, photography, or questions about 

boats or marine facilities
• Boats with unusual or obviously inappropriate modifi ca-

tions
• Anything that strikes you as wrong: fi shing in unusual 

areas, unusual diving activities, lights fl ashing between 
boats or between boats and shore at night

• Persons tossing and recovering items into and from the 
water

• Missing fences or lights in sensitive areas
• Persons buying or renting fi shing/recreational vessels 

with cash for short-term, undefi ned uses

Be especially watchful around:
• Bridges
• Commercial areas: ports, fuel and cargo docks, cruise 

ships 
• Industrial facilities: power plants, water intakes, locks, 

and dams
• Military bases

If you see suspicious activity, take notes on what you 
observe — the time, date, location, number of people and 
physical description, vehicles used, license plates, boat 
registration number. Then report your observations to the 
National Response Center. Do not challenge, question, or 
intervene in any way. Do not place yourself or your com-
panions at risk. If you can take photos or videotape with-
out exposing yourself to risk, try to do so.

Protect your boat
Other things you can do to assist the Coast Guard include: 
Secure and lock your boat when no one is aboard. Disable 
engines on stored boats or block trailered boats to make 
sure they are not easily moved. Display the Waterway 
Watch decal on your boat or waterside facility to remind 
yourself and others to watch for and report suspicious 
activity. Keep at least 100 yards from all military, cruise 
ship, or commercial shipping. Avoid all security zones 
or restricted areas. For information on restrictions in 
port areas, call 800-682-1796 or go to <http://www.uscg.
mil/safeports>. For brochures, decals, and pocket cards on 
Waterway Watch, call 800-368-5647 or go to <http://www.
americaswaterwaywatch.org>. 

Waterway Watch
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ONCE EMBARKED ON A LIMITED REFIT 
project on your classic cruiser, 
you will surely be tempted to 

carry on until she is transformed into 
the boat you dreamed she could be. 
Somewhere along that path you come 
to comprehend that on an old boat, 
each seemingly simple job begun inevi-
tably leads to three more complex jobs. 

An example of this effect is when 
we pulled down saloon headliners 
to reach the fasteners to rebed leak-
ing deck fi ttings. With the headliners 
down, it was a good opportunity to 
install added overhead lighting and 
enlarged Dorade vents. Then it seemed 
a shame to reinstall those old sagging, 
discolored, vinyl-covered headliners. 
Better to replace them while they’re 
down and the tools are out. If going for 
new deckhouse headliners, we might 
as well replace the other headliners 
under the decks and in the forward 
cabin to match. If we’re going that far, 
now’s the time to add some storage 
lockers in place of that unwanted pilot 
berth, since the new headliners under 
the sidedeck can easily be shaped to fi t 
around the new locker cabinets. 

Thus began, step by step, the inte-
rior overhaul project on a 1982 Nichol-
son 31 located in Brunswick, Georgia. 
Her owner, Jeff Fletcher, works full-
time running his mortgage company in 
Atlanta. For this reason, he asked me, 
along with my wife, Mei, to upgrade 
the boat’s essential systems and get her 
ready for extended cruising vacations. 
As individual jobs were completed, Jeff 
found this was his best opportunity to 
customize Echo with features unavail-
able in the one-style-for-all reality of a 
production boat. 

With the maintenance and upgrade 
work nearly complete on the rigging, 
sails, deck hardware, plumbing, elec-
trics, and other mechanical systems, 
we moved on to some more creative 
work, refi nishing and customizing the 
boat’s interior.

Jeff originally thought the teak-
faced plywood bulkheads and cabinet-
ry were in such a damaged state with 
cracked varnish, holes, scratches, and 
discoloration that we should cover 
them with Formica. However, closer in-
spection after stripping and revarnish-
ing some sample areas showed most 
of the teak veneer could be saved. Be-
sides, covering all these teak surfaces 
in laminate would subtract from the 
interior’s rich, natural look. It was prob-
lematic as well. The fi ne cabinetmakers 
at the legendary Camper & Nicholsons 
yard made skillful use of what they 
had. But their economy in using thin 
strips of teak trim glued onto edges of 
panels and doors meant that the trim 
would be broken in the process. 

We worked out a scheme whereby 
we stripped and revarnished the 
navigation table and most bulkheads. 
Then we replaced the teak plywood 
locker doors in the main cabin with 
solid teak louvered doors backed by 
Formica-covered panels surrounded 
with generously thick teak trim.

Added locker cabinets
Since Jeff had no plans for bunking six 
people at a time (six people living on 
a 31-foot boat?), the pilot berth above 
and outboard of the port saloon settee 
was an obvious place to convert to 
storage lockers. Unfortunately, the con-
verging lines of the settee backrest, the 
cabinhouse sides and sidedeck, and the 
adjoining curved galley layout meant 
there were few right angles to work 
with. Using a cardboard mockup, we 
worked out a simple cabinet layout con-
sisting of three lockers behind a single 
vertical panel with a narrow shelf be-
tween it and the settee backrest. 

To begin, we removed the pilot 
berth cushion, its plywood face board, 
and the berth’s canvas bottom, replac-
ing it all with a bottom of 3⁄8-inch-thick 
cabinet-grade plywood covered on 
top with Formica. Similar plywood 

Nicholson  31 makeover
A classy English lady gets a facelift

by James Baldwin

Refi t

a

b
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e

part 
one
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Nicholson  31 makeover
composed the new front panel cut to 
fi t from the cardboard template. We 
ordered fi ve sets of teak louvered doors 
and frames, sized 20 inches high by 
15 inches wide — along with separate 
offset hinges, elbow latches, and fi nger 
holes — and assembled them our-
selves. We set three of the door frames 
in position on the front panel, traced 
them, and cut out their mounting holes. 
Then we set the front panel in place 
and marked it for the position of the 
locker shelves and dividers. One locker 
was left without a shelf for stowing 
bulky items or for use as a video locker. 

We installed the locker dividers 

and shelves with 1-inch x 2-inch oak 
framing. We screwed short pieces of 
oak framing onto the back of the front 
panel where needed for mounting sup-
port and then laid the panel face down 
on the back of a sheet of Formica. 
As with the locker bottom panel, we 
traced the Formica roughly ¼-inch 
oversize all around and cut it out with 
a fi ne-toothed blade on a jigsaw. Lami-
nates are prone to chipping or crack-
ing when cut like this unless they are 
well supported under the cutting edge. 
We set up a makeshift cutting table 
on the dock using a half sheet of ply-
wood supported by boxes. Cutting the 
laminate oversize makes alignment 
easier during cementing and reduces 
the chance of chipped edges intrud-
ing on the fi nished panel. In any case, 
teak trim over all edges covers any 
corner chips or joints with less-than-

perfect fi t. When it was important that 
the edges of the laminate be smooth 
and straight, we clamped the laminate 
to a piece of plywood that acted as a 
cutting guide for a small router with a 
straight-collared bit.

Contact cement
We cleaned the face of the plywood 
panel and back of the laminate with 
acetone and coated them with contact 
cement. When dry to the touch, which 
took about 10 minutes under the Geor-
gia sun, we laid plastic Venetian blind 
slats on the dry glue of the laminate 
and set the panel in position on top of 

the slats. Then we pulled the slats out 
one by one, beginning in the center and 
working out toward the edges. Don’t try 
cementing laminates without slats or 
dowel rods; the tenacious grip of con-
tact cement gives you only one chance 
to position it correctly. Once glued, the 
panel was turned over and the laminate 
locked in place by hammering a cloth-
covered block of wood slid slowly over 
the entire surface. Following this, we 
cut out the locker door frame holes and 
trimmed the laminate fl ush to the panel 
edges with the straight-collared router 
bit. With care, a belt sander or medium-
grit sanding disc on an angle grinder 
can also be used for this work.

All the interior locker plywood was 
given three coats of varnish, and a 
1½-inch-high teak fi ddle was glued to 
the front edge of the locker shelves. 
Then we screwed the front panel into 

The pilot berth is removed in favor of more space (a). A new shelf is created and 
cabinet dividers installed (b). The fi nished settee and storage cabinet (c). The 
chart table was similarly refurbished, before and after views (d and e). The star-
board settee was modifi ed with new cabinets to match those on the port side, 
before and after views (f and g). The fabric hull liner covering in the quarter berth 
was removed and replaced with Formica, before and after (h and j). Storage space 
was revealed (i) between the hull liner and converted to additional lockers. 

  . . . on an old boat, each seemingly 
simple job begun inevitably leads 

to three more complex jobs.
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place from the 
back to its frames. 
The exterior edges 
were trimmed in 
teak quarter-round molding. The long 
narrow shelf between the settee back-
rest and the new cabinets received 
a ½-inch-thick by 4-inch-high teak 
fiddle rising 2½ inches above the shelf 
counter. We varnished all doors and 
teak trim after the other projects were 
completed.

We installed the other two teak 
louvered door sets on the existing 
starboard locker cabinets at each 
end of the central bookshelves. The 
old cabinet’s plywood doors were 
lower but slightly wider than the new 
doors, so we removed the hinges and 
latches, epoxy-glued the doors in 
place, ground the thin teak trim flush, 
and cut out the correct hole size for 
the new doors. We made paper tem-
plates for the exterior surfaces of the 
cabinet/bookshelf panels, then traced 
them onto the Formica, which was cut 
and glued to the old plywood panels 
as we had done on the port locker face 
using plastic slats as separators dur-
ing fitting. All five cabinet door frames 
were later secured from the inside 
with aluminum brackets so they could 
be easily removed for varnishing. The 
teak corner moldings were fit and 
tacked in place with brass finishing 
nails. The double bookshelf was given 
removable teak retainers as well as 
hooked elastic straps needed to keep 
books from sliding about in a seaway. 

Working around the liner
Parts of the interior hull liner, such as 
the sides of the V-berth and quarter 
berth, were covered in a fabric re-
sembling outdoor carpeting. In cold 
climates it offers some insulation. 
People seem to like its appearance 
and sound-deadening qualities, and it 
is cheap and easy to install. It’s also 
difficult to clean or dry and a terrific 
home for dust and mold. I avoid using 
it and was relieved when Jeff agreed 

to have it replaced with Formica. 
Once we removed the old carpeting 
and its disintegrating foam backing, 
we washed the fiberglass liner surface 
with acetone and abraded it with a 
coarse sanding disc. We made paper 
templates and cemented the For-
mica in place. Bending the standard 
counter-grade laminate to conform 
to the slight curves on these surfaces 
presented no problem. We trimmed 
the edges with teak quarter-round 
molding.

I have a special loathing for those 
prefabricated fiberglass hull liners that 
save on production costs but block ac-
cess to vital areas of the hull. The way 
most liners are installed, it’s impos-
sible to reach many parts of the hull 
and extremely difficult to later add 
collision bulkheads within the hull’s 
lower lockers where they are most 
needed. If boats were constructed with 
a combination of fully accessible lock-
ers, collision bulkheads, and areas of 
rigid foam flotation between the liner 
and hull, hull liners would be an asset 
to sailors and not just the builder. 

The hull liner in this Nicholson 31 
formed a shelf outboard of the quarter 
berth. Under the shelf was a 6½-foot 
void with a small access hole and a nar-
row slot open to another inaccessible 
area behind the battery box liner. We 
converted this into a storage locker by 
cutting two large access holes in the 
top of the shelf, fitting them with re-
movable latching doors, and installing 
a plywood locker bottom. Inside this 
locker was an ideal location to install 
the new amateur radio. The radio’s 
low-profile, detachable control panel 
was mounted nearby on the instrument 
panel below the marine VHF. 

Part 2 of the story of the Nicholson 
makeover will follow in the Novem-
ber 2005 issue. 

Refit

Heroes	 by Jeff Fletcher

“My heroes have always been sailors.
Still are, it seems.

Gladly in search of and two steps ahead of
themselves and their beam-reaching dreams.”

With apologies to Willie Nelson

Living in a time when the true heroes 
of our world are fighting overseas, 

perhaps it’s too much of an overstate-
ment to call sailors heroes. Words 
such as “admired” and “respected” 
are just as suited. I have had the good 
fortune of having my sailboat refitted 
by a hero of mine. When I needed help, 
James Baldwin, as luck would have 
it, was on the East Coast not far from 
where my boat was berthed.
When I purchased a 1982 Nicholson 

31, the boat itself — other than a few 
cosmetics and cruising items — was 
exactly the boat I had yearned to own 
for many years. I think all boatowners 
have an image of how our ideal boat 
should look and what equipment we 
long for. The mere thought of trans-
forming a 20-year-old boat into my vi-
sion was a daunting task. Law school 
and a career in the mortgage business 
did not equip me with the skills neces-
sary. Enter James Baldwin and his 
wife, Mei.
Take an engineer’s attention to de-

tail, a craftsman’s skill, and a long-dis-
tance sailor’s experience, then finally 
blend them all together with a roman-
tic’s love of the sea and an unselfish 
willingness to share all he knows . . . 
and you have James Baldwin. When 
you add the sharp mind, easy laugh, 
and loving touch of Mei to the mix, 
the team emerges, able to jump a boat 
refit (or anything else they choose to 
tackle) in a single bound.
I am in awe of their refit and trans-

formation of my boat into one that I 
am proud to own. Thank you, James 
and Mei.

When he learned 
that James Baldwin’s 
article about the refit 
of the Echo would 
be published, Jeff 
Fletcher wrote this 
note to the editors. 
James was not 
aware of this small 
addition.

The exterior of 
the refurbished 
vessel; with an 
old boat, you will 
carry on until she 
is transformed into 
a dream boat. 
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LAST JANUARY I SET OUT TO REFINISH 
the interior woodwork of Linda 
Jean, our 1981 Cape Dory 27. 

Most of the interior woodwork was 
easy to remove and simply needed to 
be sanded and refi nished. However, 
the cabin sole was starting to show 
signs of delamination. My original 
plan was to re-glue and refi nish the 
teak-and-holly veneer plywood, but 
close inspection showed that the ply-
wood was too far gone. I got out the 
pry bar and putty knife and removed 
the old sole. Fortunately, the old 
pieces, although badly delaminated, 
retained enough of their shape to 
serve as patterns for new ones.

Our cabin sole was built in three 
sections. The center section was fl at 
and was the classic teak-and-holly pat-
tern. The other two pieces were teak-
veneer plywood and were curved and 
bent into place to form “sides” of the 
sole. All pieces were held in place with 
glue and screws along the perimeter.

From my perspective, the new sole 
had to satisfy the following require-
ments:
•	 Classic	look
•	 Durable	and	rot	resistant
•	 Easy	to	refi	nish	when	worn

•	 Affordable	to	build
•	 Easy	to	install

One option would have been to buy 
teak-and-holly plywood and replicate 
what was in the boat. I didn’t choose 
this option because getting the side 
pieces bent into the proper shape 
would have been quite involved. The 
original installers had to “fi le to fi t” 
the backs of the side pieces and used 
small pieces of plastic laminate to 
shim them into place. Furthermore, 
thin veneer provides limited opportu-
nities for future refi nishing and repair.

I had read some articles on re-
building the cabin sole by gluing solid 
teak-and-holly boards directly to the 
fi berglass sole, but this solution didn’t 
address the curved sides. Another prob-
lem is that it doesn’t allow for expan-
sion and contraction of the solid stock; 

Smart addition to a
venerable Cape Dory 27

by Mark Abramski

mahogany-and-holly sole
New 

The fi nal result of much effort is shown 
at left (a): a renewed and infi nitely 
more practical fl oor covering that can 
take future sanding and maintenance. 
But such things are not accomplished 
without much effort. 

a

b

c

d

e

f

The previous sole was preserved as a 
pattern at left (b), a rough frame was 
made of milled mahogany (c), a tennon-
ing jig was used to cut the stiles (d), 
the tongue was planed to fi t (e), and 
glue was applied to the stripped and 
prepared fi berglass sole (f), above.
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I feared it would eventually buckle.
I decided that a frame-and-panel 

design would work for the flat part of 
the sole. The panels could be fitted 
with holly inlay for the classic look 
and the frame would allow for expan-
sion and contraction of the panels. 
I decided to make my own two-ply 
plywood for the side pieces. I wanted 
to make the surface ply thick enough 
to support many years of hard use 
and subsequent refinishing yet thin 
enough to be easily bent.

I considered using teak, but it is ex-
tremely expensive, doesn’t glue well, 
and is rough on tools. I decided to use 
mahogany and holly. It would provide 
that classic look, water resistance, 
and a nice contrast to the darker teak 
interior.

Frame and panel design 
The design of the frame and panel sec-
tion had some unique considerations:

•	 The dimensions needed to be pro-
portioned so there was visual bal-
ance. The panels needed to be large 
to maximize the yachtiness, yet the 
frame could not appear dainty.

•	 The panel layout had to appear 
symmetrical, given that one of the 
panels was to be the bilge hatch.

•	 The frame had to have sufficient 
glue surface to hold together after 
being trimmed to size.

The thickness of the stock was in-
creased from the original ½ inch to 9⁄16 
to provide adequate glue surface for 
the tongue-and-groove joints that hold 
the frame together.

Side-piece design 
The side-piece design is quite simple: 
one 7⁄32-inch ply forms the face and a 
second 7⁄32-inch ply is glued to the first 
. . . but a gap is left between the pieces 
that make up the inner ply to facilitate 

the bend (see illustration in middle of 
facing page).

Frame construction
The most time-consuming part of this 
project was milling the rough stock 
to size with three smooth surfaces 
(one edge and two faces). I bought the 
mahogany for this project rough from 
Lakeshore Hardwoods in Pulaski, 
New York, which has a wonderful 
selection of many different species of 
furniture-grade hardwood lumber that 
are reasonably priced. The advantage 
to buying lumber rough is that it is 
more affordable and you can ensure 
that it will be straight, square, and 
smooth after it is finished.

I used a table saw, joiner, and sur-
face planer to mill the mahogany to ap-
proximate width and length and a fin-
ished thickness of  9⁄16 inch. If you don’t 
have access to these tools, your best 
bet is to have the lumberyard mill the 

Even without the finish, the new sole is a big improvement (g); a before-and-after view emphasizes the point (h). To take a 
curve, the side pieces were constructed of 7/32-inch thick strips (i), then strips were glued to the floor panels to serve as glue 
surfaces (j) and the second long piece was set in place and clamped (k). The underside of the side pieces prior to trimming 
(l). All three pieces of the sole were trimmed and readied for installation (m); the sole was clamped while the glue set (n). A 
special frame was constructed for the bilge hatch (o).

g h i

lkj
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stock for you. You will probably have to 
pay an hourly shop fee. I used biscuit 
joints to laminate narrower boards 
into wider ones and tongue-and-groove 
joints to attach the frame stiles to the 
rails. The groove was cut on the table 
saw and is 3⁄16-inch wide by 5⁄8-inch 
deep. I cut the tongues in the stiles on 
the table saw using a tennoning jig.

I used waterproof yellow carpen-
ters glue on all laminated joints and to 
attach the stiles to the rails. This glue 
is approved for outdoor applications 
but not for underwater applications. 
It takes an immediate tack, sets up 
quickly, and is extremely strong. 

Panel construction
The panels were built by laminating 
2½-inch mahogany strips together us-
ing biscuit joints. However, before the 
final glueup, it was necessary to inlay 
the holly strips into each mahogany 
strip. I cut holly strips to a touch larger 
than 5⁄16 inch by 3⁄16 inch. Each of these 
strips was then glued into a 5⁄16-wide 
by 3⁄16-deep rabbet on each mahogany 
strip. I cut the rabbets on a router 
table. The extra width and thickness 
of the holly gave me the ability to 
plane the holly perfectly flush with the 
mahogany. Once the holly was planed 
flush, the panel could be laminated 
together and trimmed to shape and the 
tongue cut around the perimeter.

When sizing the panel blank, keep in 
mind that it needs to be large enough 
to accommodate the tongue as well as 
the field (the part you see). Also, the 
panel will expand and contract in the 
frame, so it should be sized such that 
when fitted in the frame there will be a 
gap of approximately 1⁄16 inch between 

the shoulder of the tongue and the 
frame. The same is true for the panel 
that serves as the bilge hatch.

When cutting tongue joints, I like 
to tune the joint to the final dimension 
with a rabbeting plane. The tongue 
should be planed down so it slips 
easily into the groove on the frame. 
If the tongue is too thick, it can split 
the frame stock that forms the groove. 
Once the panels were trimmed to 

size and the tongues tuned, I finished 
both sides of the tongue with a coat 
of polyurethane followed by candle 
wax. I also trimmed the corners of the 
tongues at a 45-degree angle to the 
panel sides. This ensures that when 
the frame is assembled and glued, the 
panel will not adhere to the frame.

Frame assembly
To assemble the frame, I added glue to 
all glue surfaces, slipped in the panels, 
and clamped the assembly together. 
Even without finish, the new sole was 
already a big improvement over the 
old one.

Side-piece construction
Construction of the side pieces begins 
with laying out and numbering the 7⁄32-
inch strips that make up the bottom 
ply. I used the old side pieces as a tem-
plate. Next, I glued a few strips along 
the length of the first long finished 
piece to serve as glue surfaces (tabs) 
for the finished face lamination.

Then I applied glue to the edge of 
the first long finished piece and the 
tabs. I set the second long finished 
piece in place and clamped it, ensur-
ing that the seam was properly aligned 
along the face. I repeated this until the 
piece was complete.

Trimming and finishing
I used a hand-held jigsaw to trim the 
sole and a bandsaw for the side pieces. 
I cut each piece about 1⁄16  inch from 
the line and sanded to the line with 
a hand-held belt sander. I finished all 
pieces, front and back, with multiple 
coats of semigloss polyurethane. 

The bilge-hatch frame
In the original sole, the bilge-hatch 
cover sat in cleats that were screwed 
to the plywood sole. When you stood 
on the bilge hatch, the weight of your 
body was essentially hanging on the 
hatch from the plywood sole. I be-
lieved that with 9⁄16- inch solid stock, 
there was some risk of the mahogany 
stock failing due to this loading con-
dition. My alternative was to build a 
free-standing frame assembly to sup-
port the weight of the bilge hatch and 
anyone standing on it. In this design, 
the frame transfers all of the load to 
the bottom and sides of the bilge.

This frame was built by carefully 
scribing the bilge radius onto plywood 
patterns, trimming those patterns 
until they fit properly, and then build-
ing the frame members from those 
patterns. The longitudinal members of 
the frame are let into dados such that 
the frame was installed and screwed 
together after the new sole was in-
stalled.

m
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inner ply  
7⁄32-inch mahogany, grain pattern 

rotated 90 degrees

gap between 
inner ply pieces  
to facilitate bend

surface of fiberglass sole

finished surface top ply  
7⁄32-inch mahogany
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Sole installation
Installation of the new mahogany sole 
was straightforward. First, I prepared 
the fiberglass surface in the boat by 
scraping all the old glue off with a ra-
zor blade. Next, I cleaned the surface 
with soap, water, and an abrasive pad.

I chose polyurethane construction 
adhesive to hold the new sole in place. 
It holds really well, is waterproof, and 
remains flexible for years. I applied 
polyurethane construction adhesive 
to the underside of the mahogany 
sole by running a bead or two along 
the perimeter of the frame and one 
bead along the center of the panels 
(fore to aft). I did not apply adhesive 
to the sides of the panels where they 
meet the frame, as the panels must be 
free to expand and contract across 
the grain. I set the sole in place and 
clamped it, using weights.

Side-piece installation
Installing the side pieces required 
bending the pieces into shape and 
clamping them. Once again, I used 
polyurethane construction adhesive, 
but I had to build special clamps that 
would expand from the cabin over-
head to the sole. Once both side pieces 

were in place, a bead of caulk in the 
seams between the side pieces and the 
bottom piece completed installation.

Expenses
This project was relatively inexpensive. 
The mahogany cost was between $120 
and $140 and the holly cost about $30. 
The construction adhesive is about $3 
a tube, and the cost of a can of finish is 
about $8. I made the clamps from scrap 
I had lying around the shop. A budget 
of $200 is ample for this project.

The finished project
I couldn’t be happier with the way the 
project turned out. All of my require-
ments were satisfied, and I enjoyed the 
work. I believe the result retains a very 
traditional yachty feel, yet it is distinct 
from the usual teak-and-holly plywood 
solution found on many boats. 

Resources
Lakeshore Hardwoods

Pulaski, New York
<http://www.lakeshore
hardwoods.com>

Always accurate to
the second!

• radio controlled to
WWVB time in US

• illuminated display
• alarm with snooze

SIGHT REDUCTION TABLES
(Commercial Editions) Pubs 249 & 229

World’s largest celestial
navigation catalog...FREE!

ASTRA III B

• marine sextants
• aircraft sextants
• astro compasses
• chronometers
• celestial computers
• astronomy
• world band radio
• electronic charting
• wind meters

416 S. Pershing, Wichita, Kansas, USA 67218

1-800-727-9785
Int’l +1-316-686-9785
Fax +1-316-686-8926
www.celestaire.com

View the complete catalog on-line!
email: info@celestaire.com

Deluxe
All-Metal

Sextant
$510

Your single source for:

KESTREL 2000 $95

ATOMIC DESK CLOCK

plus 11.95 
shipping

• highest quality windmeter made
• high accuracy — within 3%
• includes temperature and wind chill
• waterproof and floats

• star finders
• plotting tools
• computer programs
• books/videos
• weather stations
• GPS receivers
• star charts
• nautical almanacs
• sight reduction tables

$14

RECORDING BAROMETER
• free standing or wall mount 
• 48 hour barometer display

$85

• indoor temp
& time

• pressure jump
alarm

• backlighting
for night use

ONLY

$1995
each

Ph. 800-870-7328 • Fax. 703-723-3742 • www.SPORTASEAT.COM

INDEPENDENT BACK SUPPORT

The Ultimate in
Portable Seating

At Helm Station Against Coaming On Foredeck

Eight Sunbrella® Colors....$94.95         Made in the USA.
Imitated . . . but never duplicated!
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THE VALVE-LIKE THINGIE ON THE TOP 
of  the stove is where you pour 
in the alcohol. Turn the valve; 

you’ll notice that it screws off like a cap.
Now you need some fuel. Make 

sure you buy offi cial marine-grade 
alcohol stove fuel. Pay no attention to 
the denatured alcohol solvent at your 
local paint store. One thing to remem-
ber about alcohol as a fuel is that it 
is invisible in whatever form you fi nd 
it. You should use a funnel to help get 
some of the alcohol into the stove. 
Much of it, with no explanation at all, 
will escape the funnel, no matter what 
you do, and soak your sleeve or pour 
itself down the back of the stove and 
wind up underneath. 

Carl Jung opined that obsessive 
drinkers are trying to contact their 
spiritual natures through the use of 
spirits. I’d say spirits (or alcohol) have 

the ability to do amazing things all by 
themselves. I am living proof that this 
is so. I’d have to guess that, between 
the threat posed by my Princess alco-
hol stove and the 16 gallons of gasoline 
in the tank for the Atomic 4 engine, 
I’m just playing Russian boat roulette, 
but then I really am a risk taker. I 
also used to own a 1959 Jaguar with a 
Lucas electrical system, so I know the 
true meaning of the word “risk.”

After you manage to get some alco-
hol into the Princess, you are now pre-
pared to fi nd out that the stove needs 
a serious rebuild. You can get the 
parts from A&H Enterprises, 714-258-
2525. If you’re like me, and you have a 
$30,000 restoration project ahead of 
you just to keep your boat from sink-
ing with all hands in the marina, you’ll 
press ahead without the Princess 
rebuild. Many seasons will come and 

Sailorly advice for the fi ght 
against the evils of alcohol

by Joseph O’Connor

Advice to the new owner of a boat with a Princess stove:

Prayers 
over a 

Cruising memories

Princess stove

go, and you’ll be looking for a reason-
ably priced Origo stove, but just 
when you fi nd one for sale cheap 

on the Internet, someone else will 
snap it up, or you’ll be out of cash at 
that moment. Finally, in desperation 
you’ll go back to your boat and use 

the Princess. 

Pump the plunger
Where was I? Ah, yes, after you mop 
up the now completely invisible al-
cohol stove fuel and have recovered 

from the fumes, you just pump in 
and out on the plunger on the 
front of the stove. If you are 

lucky, it’ll pump solidly about 
8 percent of the time, and you’ll 
be able to pump up some pressure 

inside the fuel tank. If you vary 
the angle of the plunger slightly 
on each stroke, you may fi nd an 

angle that gives you more solid 
pumps than other angles. This angle 
will change after every plunge, so 
experience won’t do you any good, but 
you will have something to do with 
your mind while you are pumping up 
the pressure.

Next, bring out your secret weapon. 
You will need either a little squirt bot-
tle of alcohol stove fuel with a teeny 
little squirt nozzle on top or some 
Sterno. The good thing about Sterno is 
that you can squeeze it through a sock 
and become an obsessive drinker. 
Anyway, squeeze a leetle tiny bit of 
alcohol stove fuel into the bottom of 
one of the burners or spoon in a tiny 
bit of the Sterno and a dash of Angos-
tura bitters, then light it off. You can 
probably dispense with the Angostura 
bitters if you are religious.

The purpose of the fi rst ceremo-
nial lighting of the fuel in the bottom 
of the burner is to placate the curtain 
gods. It is well known that from time 
immemorial the curtain gods have 
frowned on all watercraft, especially 
watercraft with pressurized alcohol 
stoves, most especially watercraft 
with Princess stoves and cheap own-
ers. You have not yet sacrifi ced prop-
erly, the curtain gods say. You don’t 
have an Origo stove. Therefore, if you 
approach the Princess without a sacri-
fi ce, you risk burning up your curtains 
and losing your eyebrows. This is why 
I have Peek-a-Booo shutters on my 
portlights. I’ve changed the dynamics 

Continued on Page 71
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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 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!

SHIP’S STORE
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

Boatowner’s Guide to Corrosion
by Everett Collier
A comprehensive hand-
book for the under-
standing, detection, and 
curing of all types of 
marine corrosion in all 

types of metals and related materials. 
Emphasis is on detection and preven-
tion. 100 illustrations.

176 pages, hardcover 2768 $27.95

Understanding Boat Corrosion, 
Lightning Protection 
and Interference
by John Payne
Covers galvanic corrosion: 
what it is and how to avoid 
it, as well as reading zinc 
anodes, stray-current corrosion, com-
ponents of lighting, improving ground-
ing, and much more.

112 pages, paperback 5158 $13.95

The Capable Cruiser
by Lin and Larry Pardey
A classic manual for hands-
on sailors. Discusses what 
every cruising sailor needs 
to know: preparation, main-

tenance at sea, safety aloft, seaman-
ship, and staying healthy. Lots of clear 
photos and illustrations.

400 pages, hardcover 1298 $32.00

Darling, Call the Coast Guard, 
We’re on Fire Again!
by Catherine Dook
A lighthearted look at liv-
ing aboard. A fond and 
funny peek inside an un-
conventional lifestyle.

153 pages, paperback 3596 $12.95

Sailing 
Pocket Dictionary
by Henry Beard and Roy McKie
A classic of a certain 
kind of seafaring. From 

Abandon (the wild state in which a 
sailor buys a boat) to Zephyr (warm, 
pleasant breeze named after the myth-
ical Greek god of wishful thinking, 
false hopes, and unreliable forecasts). 
New edition, reformatted.

95 pages, paperback 2253 $7.95

Keep Your Marine 
Diesel Running
by Richard Thiel
A dandy book. Heavy on the 
basic preventive procedures 
to greatly extend the reli-
able life of any diesel installation. 80 
illustrations and clear, no-nonsense 
text leave few questions about how to 
do right by your diesel.

89 pages, paperback 1831 $11.95

The Complete 
Rigger’s Apprentice
by Brion Toss
The definitive reference 
on the art and science of 
rigging contemporary as 

well as traditional sailing vessels of all 
sizes. Lavishly illustrated and useful, 
covering knots, splices, fancy rope-
work, rig design, and maintenance, 
plus sidebars on better ways of per-
forming common shipboard tasks. This 
book truly belongs on every sailor’s 
bookshelf.

448 pages, hardcover 1399 $39.95

Knots for Boaters: 
Chapman Nautical Guide
by Brion Toss
An expert rigger covers 
more than 100 useful knots, 
their uses, advantages, 
disadvantages, and how to tie them. 

Clear, step-by-step instructions, two-
color illustrations, and its organization 
make this no ordinary knot book.

192 pages, paperback 4493 $14.95

Making Your Own Eye 
Splices (video)
by Brion Toss
Teaches eye splicing in every 
type of rope known to the 
sailor: double-braid, Sta-
Set X, three-strand, Spectra, Naked 
Spectra, and many more.

140 min. 4895 $24.95

Fancy Ropework (video)
by Brion Toss
Introduces the sailor to fancy 
ropework including buttons, 
rail hitchings, and Turk’s 
heads.

45 min. 4874 $19.95

More Fancy Ropework 
(video)
by Brion Toss
Teaches the star knot, the 
Mathew Walker knot, and 
braids for bracelets, lan-

yards, and more.

90 min. 4903 $22.95

Still More Fancy 
Ropework (video)
by Brion Toss
Continues the series of les-
sons with advanced braids 
and buttons for key chains 
and bell ropes.

90 min. 4929 $24.95

by Everett Collier
A comprehensive hand-
book for the under-

marine corrosion in all 
types of metals and related materials. 

anodes, stray-current corrosion, com-

The Capable Cruiser
by Lin and Larry Pardey
A classic manual for hands-

to know: preparation, main-
tenance at sea, safety aloft, seaman-

Pocket Dictionary
by Henry Beard and Roy McKie
A classic of a certain 
kind of seafaring. From 

able life of any diesel installation. 80 

disadvantages, and how to tie them. 

The Complete 
Rigger’s Apprentice
by Brion Toss
The definitive reference 

rigging contemporary as 
well as traditional sailing vessels of all 

Set X, three-strand, Spectra, Naked 

More Fancy Ropework 

by Brion Toss
Teaches the star knot, the 
Mathew Walker knot, and 
braids for bracelets, lan-

yards, and more.
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Good old classifi eds

Boats

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

Hood Little Harbor 37 yawl
Famous Bermuda racer. Highly 
sought-after design; only 5 built. 
Glass super-strong hull w/teak 
cabin, cockpit, and interior. 
Tall rig, K/CB. Total rebuild and 
restoration. New everything plus 
Westerbeke. Fast, seakindly, gor-
geous. In Bayfi eld, Wis. $119,000. 
Serious buyers only.

Dyke Williams
yawlbear@aol.com

952-473-1856

Vindo 30 sloop
1972. Masthead rig, twin head-
stays, Volvo diesel inboard, 
generous cockpit, mahogany 
interior, sails and gear, ready to 
go. In Bristol, R.I. $15,900. List-
ing and photos at <http://www.
yachtworld.com>.

Nick VanSant
capnpops@verizon.net

413-528-4790

Shaw 24 yawl
Trina (see article this issue, 
Page 8). Be the new “curator” 
of this famous, restored icon of 
yachting history. The fi rst MORC 
design, built for seaworthiness, 

comfort, and speed. Mahogany 
and cedar over oak. Yanmar. 
New sails. Trailer. In Mass. 
$42,000.

Dyke Williams
yawlbear@aol.com

952-473-1856

Pearson Renegade 27
Classic ’67 in good cond. Atomic 
4 gas engine. Cabin upgrades 
include mahogany dinette backs, 
V-berth w/mahogany ceiling. 
Folding table in main cabin and 
folding sink in head. In Wash-
ington Island, Wis. First $10,000 
takes the boat.

Ron Kleckner
630-773-2445 or 920-847-2006

Cape Dory 28
Hull #200, 1978, 13-hp Volvo 
MD7A, 155% Furlex genoa, 
main, full keel, Campbell Sailor 
prop, tiller, new cushions, lov-
ingly maintained, beautiful 
woodwork. Well-built, sea-
kindly, wonderful cruiser. 
Ready to go. Chesapeake Bay. 
$21,800.

Stu Wikander
Wikander@direcway.com

410-749-9521

Morgan 34
1966. Little sister of Paper 
Tiger. Documented, sleeps 5, 
traditional layout, bronze CB. 
Rigged for racing, blue water. 
Veteran of Bahamas, Caribbean, 
Great Lakes. Full sail inventory. 
Achilles infl atable w/Mercury 
8-hp, Autohelm. Bring personal 
gear and sail away. Health prob-
lems force sale. $24,000.

John DeSantis
414-389-1112

West Wight Potter 15
2003. Green w/white deck. Tan-
bark sails, Bimini, and sail cover. 

Compass, anchor gear, trailer. 
Opening ports. Lightly used. 
Like-new cond. Photos avail. In 
Pembine, Wis. $8,600. Delivery a 
possibility.

Dwight Hightower
715-587-4443

Corbin PH Cutter 39
Custom designed/built interior. 
Fin keel, skeg rudder, Airex-
cored hull. Built for world 
cruising and comfortable living. 
Commissioned/documented ’86. 
Full inventory w/photos <http://
sailboat9.tripod.com>. In Kittery, 
Maine (near Portsmouth, N.H.). 
$175,000.

Bob Cummings
413-772-0333

Eastward Ho 24
1975. Hull #1. Fiberglass Eldridge-
McGinnis heavy-weather cruiser 
rigged for singlehanding. Length 
23'8", draft 3'10", beam 8'8", displ. 
7,000, ballast 3,700. 3 sails w/
furler ’04, VHF ’02, 30-hp Atomic 
4 (runs great). Gauges, fuel tank 
’02, Cutless bearing, prop, shaft 
’05. Traditional cabin. Headroom: 
fore 5'4", aft 6'6". Sleeps 4. Icebox, 
marine head, new interior cush-
ions. In New York Harbor. $9,500.

Brian McGovern
917-204-9926

28' Sam Brown design 
1923 yawl by Chamberlains of 
Marblehead, Mass. Many sails, 
newer main, 120 genny, bright 
spars, new mahogany cockpit. 

Grey Marine 412 recent rebuild. 
3 bunks, classic cabin. Fiber-
glassed in ’60s w/7 layers, very 
strong. Great weekender, coastal 
sailer. Beautiful to look at, a 
pleasure to sail. Stored inside, 
ready to launch. In Maine. More 
at <http://www.powersrvcs.org/
canace>. $6,500 OBO.

Shannon Broderick
jspb@powersrvcs.com

207-268-3580

Allied Seawind 30
1969 ketch, only 4'6" draft. Sleeps 
5, standing headroom, WS, Har-
ken furling, Westerbeke 27-hp 
diesel, head and holding tank, 
steel cradle. Needs some work. 
On Lake Ontario. Can be sailed 
to delivery point. For further 
information and description, see 
Good Old Boat Jan. ’03. Illness 
forces sale. $22,600 USD OBO.

Fred Jackson
fjackson@primus.ca

416-482-0085

Cal 34
1969. A great, roomy, family 
boat. Documented, sleeps 6 w/2 
7' quarter berths. Re-rigged for 
ocean cruising. Shower, new 
head, plumbing. Harken furler, 
sails refurbished by sailmaker. 
Dodger, Atomic 4, hull with 7 
coats epoxy and 2 coats bottom 
paint. Cockpit cushion. On the 
hard 5 years. Health problems 
force sale. $17,900.

John DeSantis
414-389-1112

Allied Luders 33
1968. Hull #50. Second owner. 
135 genoa, full-battened main, 
drifter, storm jib, trysail. Yanmar 
3GMF 250 hrs. Profurl, radar, AC, 
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Lofrans windlass, Achilles dinghy 
w/Nissan OB. Too much cruising 
gear to list. Rhode Island boat 
until ’98. Now in SW Fla. Live-
aboard slip available. $34,000.

Lee Benet
luders3368@msn.com

239-849-4299

Seaward 23 
1989. Sloop-rigged, LOA 24'6", 
LWL 21', beam 8'4", draft 25". 
Full-battened main, 135% genoa, 
6-hp Yamaha OB. Clean, fully 
equipped, ready to sail away. 
Easily trailerable. Trailer in top 
cond. We’re parting w/her due to 
purchase of another Seaward. 
These are great vessels. In Hol-
land, Mich. $11,000.

M Fairchild
269-751-4018

Victoria 30
1984. Classic Chuck Paine design, 
full-keel, canoe-stern sloop. Built 
in England. Sailed to U.S. by 
original owner. Yanmar 2GM in 
exc cond. Tiller, tanbark sails, 3-
yr-old cruising spinnaker, beauti-
ful teak deck. 7 opening ports, 2 
hatches. Similar to the Morris 30 
Leigh. Custom winter cover. In 
Stamford, Conn. $53,900.

Dennis & Liz Kolpanen
vic-30-sailboat@mindspring.com

908-850-4478

Swiftsure 33
1960. Hull #21. Atomic 4 rebuilt 
by Moyer Marine ’04. Spruce 
mast, boom, whisker pole. Hull 
and bottom painted ’03. New: 
electronics, electric head, 18-
gal gas tank. Full keel with 1" 
cast-bronze CB. 3,400-lb lead 
ballast. Mainsail, spinnaker, 3 
genoas. 60-gal water. Real clas-
sic designed by Phil Rhodes 
built in Amsterdam, Holland. In 
Demopolis, Ala. $15,000.

Ralph Haller
rjhaller@sbcglobal.net

660-263-4491

Cherubini Hunter 37
1980 Cherubini-designed 
Hunter 37 cutter. Has been 
called queen of the Cherubini-
designed boats by Good Old 
Boat, March ’01. Above-average 
cond, ready for sail. Yanmar 
30QM30 freshwater-cooled 
diesel. Too many upgrades to 
list. In Newburyport, Mass. 
Includes mooring for the rest of 
this season. Email for pictures 
and list of upgrades/new equip-
ment. $35,000 OBO.

Michael Fiorito
mfi orito@comcast.net

978-462-5006 
or 978-282-2963

Nimble Kodiak
1998. Ted Brewer-designed 
motorsailer. One owner. Fresh-
water only. Yanmar 18-hp diesel, 
dual steering stations, shoal 
draft. Standing headroom 6'4". 
Tanbark sails, VHF, stereo/CD, 
AP, Horizon S/D. Upgraded 
lighting. Pilothouse cushions 
professionally recovered. Sleeps 
4. Alcohol/electric stove, fridge 
12v/120v. Bimini, sailcover, 
mizzen cover. In Holland, Mich. 
$39,000.

Mark Mow
mtmow@earthlink.net

574-848-7044

Bayfi eld 25
1974 w/recent upholstery, IB 
8-hp Yanmar diesel, dual bat-
teries, major electrical upgrade 
including 3-stage battery charg-
er, 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 fi lter. Featured in 
Good Old Boat in July ’02 issue. 
Sorry, no trailer. In Knoxville, 

Tenn. Photos at <http://www.
ofoto.com/BrowsePhotos.
jsp?showSlide=true&Uc
=bvx0d9hl.4nm1ihih&Uy
=-k94n52&Ux=0>. $5,000.

Butch Evans
TPBNNA1@aol.com

C&C 38
1978. Powerful cruiser/racer, 
fresh water only. Harken 
RF, inner forestay and run-
ning backstays, spinnaker. 
Networked Raymarine ST60 
S/D, plotter, WAAS-GPS, AP. 
Dodger, cockpit cushions, bat-
tery charger, Ritchie compass, 
plow anchor on roller, Danforth 
anchor, stereo, 3-burner stove 
w/oven, fridge, washdown 
pump, Webasto hot water. 
Sleeps 8. In Cornucopia, Wis. 
<http://www.cornyboats.com/
aquila>. $55,000. 

Dennis Ommen
763-553-9141

Contest 30
1969 sloop. Well-kept cruiser 
from respected Dutch builder 
Conyplex-Holland. Atomic 4 
gas engine rebuilt ’98, lovely 
Bruynzeel mahogany varnished 
interior sleeps 6. Modifi ed fi n 
keel w/skeg-mounted rudder, 
tiller, traditional styling above 
waterline. Upgrades include 
self-tailing primary winches, 
teak exterior varnish. 3 sails: 
main, genoa, and drifter. Much 
more. Beautiful boat. Always 
turning heads. In Long Island, 
N.Y. $18,500.

Fred Orlando
stormjib12@aol.com

631-661-1107

Gear

Life raft, EPIRB
Zodiac double-tube Coastal Life 
Raft for 6, bought new ’03, never 
deployed: $1,100.

ACR GlobalFix 406 EPIRB
with integral GPS, new ’03: $600. 
Fort Worth, Texas.

Jeffrey DeLotto
jdelotto@txwes.edu

817-496-4146

Real Estate

SW Florida’s sailing playground
Sail Charlotte Harbor and 
the Gulf of Mexico from your 
backyard! Waterfront homes, 
residential lots, and invest-
ment properties. <http://www.
fl homesbestkeptsecret.com>.

Roger L. Richmond,
 Broker Associate

Century 21 Aaward Associates
Bugattiboy@comcast.net

800-476-2190

Products

GFO Dripless Packing
Virtually Dripless , Easy to

install, Solves leaking 
problem Long lasting, Rarely 

needs adjustment
also

Solar panels, Wind Generators
High Output Alternators,
Refrigeration & more!

e-Marine, Inc
www.emarineinc.com

877-432-2221

Classifi ed Deadlines
Issue Date
Nov. 2005 ..........Sept. 1, 2005
Jan. 2006 ........... Nov. 1, 2005
Mar. 2006 .......... Jan. 2, 2006
May 2006 ...........Mar. 1, 2006
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Products, cont.

LE TONKINOIS
(lay TON-kin-wah)

All-natural tung-
oil based varnish. 
Two formulas: 
Original is more 
than 100 years 
old. Number 
One has more 
UV resistance and 
dries faster. No 
sanding between coats. Wipe with a damp 
rag. Very forgiving, sags and curtains are 
easily brushed away. Not brittle. Won’t 
crack or peel. Moves with the wood. A 
beautiful glossy shine with very little 
effort. Easy cleanup. Perfect for the sailor 
who’d rather sail than varnish.

American Rope & Tar
1-877-965-1800

www.tarsmell.com

SEA-CAM

See 
ou

r w
eb

sit
e o

r c
all

 

for
 fre

e D
VD

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.

Finally!
A composter that 

will fit in your boat!
www.airheadtoilet.com

740-392-3642

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!

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

ATN, Inc. • 3718 S.W. 30th Ave.
Hollywood, FL 33312 USA

954-584-2477 • Fax 954-584-2478
Toll Free 800-874-3671

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 “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.

KNOTSTICK
Measure boatspeed

mechanically
for any size boat. 

www.knotstick.com
Box 6340, Vero Beach, FL  32961
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LEOFLEX-X

The latest technology in “synthetic 
Manila.” Looks great and works 
hard. Designed for Tall Ships, but 
looks right on all Good Old Boats 
(including my Triton). Superior UV 
resistance, very strong, low stretch. 
Excellent value.

American Rope & Tar
1-877-965-1800

www.tarsmell.com

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!

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

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

Custom
Stainless Parts

Custom stainless steel marine 
hardware made to your design 
or standard dimensions. We also 
supply classic Tartan sailboat 
replacement parts.

Whitewater Marine, Inc.
P.O. Box 610595

Port Huron, MI 48061-0595
810-987-4837

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

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

PRACTICAL SAILOR verdict
"An essential piece of safety equipment"

1 800 675 1105
before  1pm Eas tern  T ime

www.speedseal.com

QUICK-RELEASE COVERS

f ix
impellers

fast
•Captive O-ring seal
•Two screw release
•Install in secondsNo tools

ATOMIC 4
ne w  k i t s

by hand

Classic Rope
Fenders

Cotton • hemp • Synthetic
Box 42, Beulah, MI 49617

231-882-4898
cbump71@hotmail.com
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All NEW Tiller Mounted 
engine controls ONLY from 

PowerTiller.com

PATENT PENDING

602-852-5707
www.PowerTiller.com

• Easy to reach
• Simple to operate

• A great value
• Just clamp it on!

Products, cont.

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

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

D
E

CK
 P

R
ISMMarine Skylights

www.boatdeckprism.com
  (250) 744-7564

Round & Rectangular

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

Up to 90% diesel noise reduction 
with SPM Soundproofing Tiles
P.O. Box 737, Northport, NY 11768

631-754-1945
www.sailorssolutions.com

Shutup!

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

Boats

Books/Videos

nauticalmind.com
The Nautical Mind 
Marine Booksellers & 
Chart Agents
tel: (416) 203 - 1163 
toll free: (800) 463 - 9951

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
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Boatbuilding

Sails/Canvas

• 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

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!

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!

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
”

SUPERFURL HEADSAIL FURLING 
AND REEFING SELF-INSTALLED 

NO LUFF TAPES, INSTALLED 
FROM THE FOREDECK. 

WWW.SUPERFURL.COM
SUPERFURL@AOL.COM
714-879-5161

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

Rapid Response Marine Services
Serving the Southeastern New England

Boating Community

781-740-1418
www.rapidresponsemarine.net

Marine Electronics
& Equipment

Sales & Installation

Services

www.epoxyproducts.com/
marine.html

603-435-7199

Donations

Restoration

www.silentpaintremover.com
Ph# 585-924-8070

Remove 30 coats of varnish
and paint in 20 seconds.

No Chemicals
No Sanders

Lead Safe

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

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
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Clothing

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

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

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	approximately	90	days.
•	 Send	email	text	to:	<classifi	eds@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/	
 classifi ed_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	scan-

ning charge).
•	 Classifi	ed	display	advertisers	are	invoiced	following	publica-

tion of the issue including their ads.

Marine Art

www.goodoldboat.com

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’

Cushions

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

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

CROSS COUNTRY 
BOAT TRANSPORT

Specialized 
boat

handling 
to 55 feet

Licensed • Insured • Storage

651-437-2454

Check out the
GOOD OLD BOAT

website
www.goodoldboat.com

Services, cont.

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

   

 

Surveyors

Boat Deliveries
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Another one!
You already know about the Good Old Boat CD 
containing all nine issues from 1998 and 1999.

Now there’s more:
We’ve just put all six issues from 2000 on a second CD!

• Same friendly PDF format • Mac/PC compatible 
• Same searchable organization

Since this CD contains six issues 
rather than nine, we’re 
offering this CD for only 

$24.95 
2000Buy both for 

$49.95
No shipping charge. 

No sales tax.
The 1998-99 

CD is still
available for 

$29.95
Call to order: 

763-420-8923
or visit: 

www.goodoldboat.com  
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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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For mounting:
Antennas • fenders • cleats • lines • life rings • pennants 
fi shing rods • BBQs • winch handles • and much more

We have the solution to your 
mounting problems and more.
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of the struggle entirely. Of course, soon after I made that 
change I began experiencing strange shorts in the electri-
cal system, so I think I’ve merely succeeded in driving the 
struggle deeper into the psyche of the boat.

Goal achieved
When the invisible flames have died down, you have 
achieved your goal. The curtain gods have been appeased. 
If you have your pot of water or soup pot or whatever it is 
that you want to heat up, put that pot on the burner just after 
you light off the ceremonial fire. This starts heating the pot, 
keeps the flames contained, and preserves your eyebrows. 
Maybe. At this point you may be thinking of bringing nothing 
that needs heating on any subsequent trip — ever.

The side effect of the ceremonial sacrifice to the cur-
tain gods is that when the flames die down, the burner will 
be hot. This is the magic moment. If the stars are aligned 
properly, if the bottom is perfectly faired and barnacle-free, 
and if the Dow Jones average is just so, you should be able 
to release ever so slightly just so much pressurized alcohol 
stove fuel by slowly turning one of the fuel-release knobs 
on the front of the stove and holding a match to the result-
ing fuel/air mixture. 

Know what a fuel/air bomb does? Maximum damage. 
Remember this when releasing the fuel into the burner. It 
won’t explode, but a flareup will spell curtains for your cur-
tains. Just a wee bit of fuel will do. You’ll hear the hissing 
almost immediately, and you’ll have your match there ready 

to light the stove. The fuel/air mix is now perfectly invis-
ible, as will be the resulting flame, should you achieve one. 
You are left to your own devices to figure out if you have 
achieved success or whether you have to start over with the 
other burner.

Long lighters
What you really need to buy in order to light the stove is 
one of those long-nozzle plastic lighters, the ones that have 
a switch and a trigger. If you get enough pressure on the 
switch, you can’t properly pull the trigger. If you release 
some of the pressure on the switch, then you can pull the 
trigger but you won’t get a flame because you have to put 
more pressure on the switch to do that. After some practice 
you may get a flame 12 percent of the time. This is a high 
score; consider yourself lucky.

And there you go! Instant cheery heat to boil the water 
for your oatmeal, make coffee, or bake bread. Bake bread 
on a Princess stovetop? It can be done. And if all of this 
seems discouraging, it is not meant to be. After a few sea-
sons of practice, you should be bringing a Thermos of hot 
coffee along from home and cooking on your propane bar-
becue on the stern rail. 

Did you hear about the grease cup on the water pump on 
your inboard engine? Did you know that you have to give it 
a turn after every two hours of engine use? No? How about 
the freshwater flush of the outboard after every use? No? 
Well, there’s more boating fun ahead for you to discover. 

Prayers over a Princess stove, Continued from Page 59

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.

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

110 Compromise St., Annapolis, MD 21401
(800) 456-9151 • (410) 267-7547 fax

info@fawcettboat.com
www.fawcettboat.com

Ask for our
NEW

Catalog

Please visit our store located on the city dock in 
downtown Annapolis. Free docking & parking  

while   shopping at our store.
Open 7 days a week.

Sailboat Hardware
Paints & Varnishes
Rope & Splicing
Plumbing
Ground Tackle
Sealants
Expert Advice

Ports & Hatches
Ventilation
Epoxy
Charts & Books 
Abrasives
Fasteners
Custom Rigging

All major brands!
Harken • Mas Epoxy • 3M • Schaefer



72 Good old Boat September/October 2005

A quest for reliable 
electrical connectors
by John Santic

Simple solutions

Digi-Key. The AMP connectors have a few advantages:
•	 They	are	twist-lock	connectors	that	can’t	accidentally	

pull apart.
•	 They	are	polarized	(to	prevent	a	reverse-polarity	connec-

tion) and have beefy contacts.
•	 The	receptacle	has	a	weather-resistant	cap.
•	 The	plug	has	good	strain	relief	to	keep	the	wire	connec-

tions from breaking if the wire is pulled.
•	 They	are	available	in	many	sizes	and	pin	confi	gurations	

for different applications.

What you’ll need
All of the connector pieces are available separately so you 
can install new connectors or replace worn parts. Here’s a 
breakdown of the parts you’ll need. Consider getting extra 
parts as spares and to convert new equipment in the future. 
(A note on terminology: the plug goes on the end of the 
spotlight wire; the receptacle attaches to the boat.) 

MY BOAT CAME EQUIPPED WITH A POWERFUL AND RELIABLE 
hand-held spotlight. I consider a spotlight to be an 

essential piece of safety equipment when boating after 
dark. If I’m out at night, I keep mine plugged in and at 
hand in the cockpit. Unfortunately, the spotlight had a 
fl imsy power connector that was very unreliable. When 
you plugged the connector into the receptacle, the only 
thing that held it together was the friction of two small 
metal prongs. My spotlight has a coiled cord that was 
springy enough to accidentally unplug the connector. It 
was always an unpleasant surprise when the cord would 
spring back and everything would go dark. I resolved to 
replace the connector with something more reliable.

Other portable electronic devices use cigarette lighter 
plugs, but they also rely on a friction fi t. Looking on the 
Internet, I found a nice set of industrial-quality connec-
tors manufactured by AMP, which I ordered online from 

AMP CPC (Circular Plastic Connectors) 
Series 3, shell size 17

For each plug
 
Item

 AMP 
  Part Number 

Quantity

Plug body 206037-2 1
Socket contacts 66740-8 1 per pin position
Cable grip 207387-1 1

For each receptacle 

 Item
 AMP 

  Part Number 
Quantity

Receptacle body 206036-2 1
Pin contacts 66261-1 1 per pin position
Cap 207445-1 1

A quest for reliable 

Let there be light

The closed cockpit 
receptacle by AMP,
at right, and the recep-
tacle in use, above. 
Advantages over the 
lowly cigarette lighter 
receptacle? At the top 
of the list are a twist-
lock connection, so there are no surprises when unplugging, 
and a weather-resistant cap.

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
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Resources
AMP connectors are available online from:
  Digi-Key <http://www.digikey.com/>

Search on “part number” in parts search.

  Allied Electronics <http://www.alliedelec.com/>
Search on “part numbers.”

How to select the correct wire size, other informa-
tion about marine-grade wiring:
  Ancor Wire <http://www.ancorproducts.com/>

How to solder: 
<http://www.chase-pitkin.com/How-To/Projects/
electric/soldering/solder.htm>

At last check, the approximate parts cost for a plug was 
$13.40 and for a receptacle $8.70. This might sound expen-
sive, but the AMP connectors are good quality and work 
well. What’s the cost of a cheap connector failing on a dark 
and stormy night?

Assembly notes
If you add new receptacles to your boat’s wiring, be sure to 
use marine-grade wiring of the proper size and protect the 
circuit with a fuse or circuit breaker. For example, a spot-
light can draw 10 to 12 amps or more. The AMP connectors 

Cigarette lighter plugs
by Bob MacDonnell

Are	you	tired	of	those	
self-defeating	ciga-

rette	lighter	plugs	and	
receptacles	that	lose	con-
tact	at	inopportune	times?	
No	wonder.	They	have	a	
spring	in	the	tip	of	the	plug	
that	tries	to	eject	the	plug!	
Microphone	plugs	and	

jacks	are	available	in	sev-
eral	pin	confi	gurations,	
are	polarized,	and	have	
a	threaded	locking	ring.	
Since	they	are	made	of	
brass,	they	are	not	recom-
mended	for	outside	use,	
but	inside	they	are	great	for	

light	loads	such	as	GPSs	and	portable	lights.	No	more	
accidentally	disconnected	instruments,	trouble	lights,	
or	light	pumps.	

Microphone plugs and 
jacks are another way to 
defeat the self-defeating 
cigarette lighter recep-
tacles. These come in 
several confi gurations, 
are polarized, and have 
a threaded locking ring.

Replacing your unreliable cigarette lighter receptacle is a 
simple do-it-yourself project. You need the parts shown here. 
Purchase extra spare parts while you’re at it.

can easily carry 15 amps per pin.
Follow a consistent polarization plan. For example, con-

nector pin 1 is ground, pin 2 is 12 volts.
After crimping a pin to a wire, reinforce the connection 

by soldering it too. Use only rosin-core solder intended for 
electronics; other types of solder may contain corrosive 
acid. To avoid melting the plastic connector body, solder 
the wires to the connector pins before inserting the pins in 
the connector body.

After assembling a plug or receptacle, put silicone 
caulking on the soldered wires inside the connector to pro-
tect them from moisture and vibration.

Use silicone spray on the connector pins to avoid corro-
sion. 
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A belt around 
the backside
Spreading the winching strain 
on a trailersailer
by Gregg Nestor

Quick and easy

belts, one 20 feet and one 30 feet in length. When looped to-
gether, they give me a 50-foot belt. Both are 2 inches wide 
and have a rated capacity of 18,000 pounds, more than 
adequate to handle my 2,200-pound trailersailer.

When needed, I wrap the belt around the hull of the 
boat. To keep it from sliding down into the water, I loosely 
suspend the belt from stanchions, cleats, or other deck 
fi ttings by means of light line. At the bow, I connect my 
winch to the belt loops, not the towing eye, and begin 
winching the boat onto the trailer. Instead of putting all 
the strain on the small towing eye and surrounding area, 
it’s now spread out around the entire boat. It works great. 

Retrieval problems are a thing of the past. 

THE VERSATILITY OF TRAILERSAILING AFFORDS ME THE OPPOR -
tunity to enjoy a variety of diverse sailing grounds. All 

I need to do is hitch the boat to my pickup and drive there. 
While sailing to windward at 55 miles per hour has its re-
wards, a new challenge quickly emerges upon arrival at the 
new sailing destination: the launch ramp.

In many areas that I have visited, below-normal precipi-
tation, poor ramp design, and/or a minimum of 2 feet of 
water at the ramp have made retrieval of my shoal-draft 
trailersailer diffi cult. Even though the sailing grounds may 
have been enjoyable, if I’ve had a bad experience retrieving 
my boat, I’ve tended to shy away from making a return trip. 
Since I trailersail to expand my horizons, I vowed to do 
something to minimize my retrieval diffi culties.

A couple of years ago, I fabricated a tongue extension 
for my trailer (see article in the July 2004 issue). Using it 
in tough situations works well 80 percent of the time. To 
cover the remaining 20 percent, I paid a visit to my local 
auto-parts store. Before I did that, however, I measured 
the perimeter of my boat. Starting at the bow, I secured 
my tape measure to the towing eye and, maintaining that 
level, extended my tape aft, around the stern, and then 
forward to where I began. The tape read close to 50 feet. 
At the auto-parts store I found a variety of heavy-duty 
vehicle recovery straps. These straps are constructed of 
nylon webbing with pull loops on each end, and they come 
in several widths, lengths, and capacities. I purchased two 

Two heavy-
duty vehicle 
recovery 
straps, top, 
when looped 
together, cen-
ter, become a 
boat-retrieval 
belt, bottom, 
with a rated 
capacity of 
18,000 pounds.

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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had been responsible for the noise. Since I’ve been want-
ing to install a foredeck light for some time, I used this 
opportunity to also eliminate the mast rattle. I fastened 
a messenger line to the wires at the top of the mast and 
pulled them out through the base. I added a pair of wires 
for the foredeck light and bound all the wires together us-
ing cable ties. 

I placed the cable ties at 12- to 14-inch intervals, their 
tails left long and each offset approximately 120 degrees 
from the other. After using the messenger line to pull the 
wires back into the mast, I made the appropriate connec-
tions. Looking inside, I saw that the wire ties, with the tails 
attached, held all the wiring essentially in the center of the 
mast. It’s been quite some time since I performed this fi x, 
and I’m happy to report that my mast is rattle-free. 

Space 
discoveries

Wire ties prevent 
a midnight cacophony
by Gregg Nestor

A WHILE BACK, WE HAD THE OCCASION TO SPEND THE NIGHT 
aboard our boat at an unfamiliar marina. The wind 

was freshening and the water was stirring in the bay, caus-
ing our boat to do some rocking. About 2 a.m. (why is it 
always the middle of the night when things happen?), I 
was awakened by the sound of something banging on the 
mast. Knowing that my halyards, topping lift, and lazy 
jacks are all external to the mast, I guessed that I had for-
gotten to properly secure them away from the mast, thus 
avoiding such a cacophony. 

I shook my head clear of sleep, zipped my windbreaker 
up over my pajamas, grabbed a fl ashlight, and headed up 
the companionway. I discovered that the lines had been 
properly secured, but the noise continued. Pressing my 
ear to the mast, I determined that the sound was coming 
from inside. The wiring from my anchor light, steaming 
light, and antenna were dangling about inside and causing 
the rattling sound. This had to be corrected but not in the 
middle of the night. 

Later, with the mast down, I saw the loose wires that 

A cure for 
mast rattle

NOT ENOUGH ROOM ON YOUR BOAT? SOUNDS FAMILIAR. HERE’S 
an idea: make bolster pillows or cushion covers from 

pieces of upholstery fabric that match your color scheme, 
and store tea towels, hand towels, and other linens in 
them. The bolsters also double as back supports. 

Use bolster cushions for storage
by Bob MacDonnell

As liveaboards, Bob and Judy MacDonnell learned many 
space-saving tricks. This one will give back a drawer or 
shelf . . . or two! The result is useful storage in full view.

Cable ties to the rescue: when the wires inside Gregg’s mast 
kept him up at night, he was determined to fi x the problem 
by preventing them from dangling loosely.
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When the engine quits, Continued from Page 32

Now practice
We hope these ideas will spark your imagination. Though 
many people trust their engines implicitly, remember that 
every scenario we have described has happened. 

There are many things that can stop your prop unexpect-
edly. Boats frequently get into serious trouble because of 
that old foe, a line in the prop. Stern anchor rodes and jib 
sheets are the most frequent culprits. 

A final hint: whenever you set a stern anchor, clove-hitch 
the inboard end of the rode to your gearshift lever. Then, 
when it’s time to start the engine, you have a reminder to tend 
the rode and pull out any slack before the prop starts turning. 
Also, set up a reminder system so you don’t start your engine 
until the sheets and anchor cable are secured on deck. 

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

Fully Charged with Powerline!

Install Hehr Power Systems marine products 
when you want your battery state of charge to 
be the last concern on your mind! All compo-
nents are powder coated red.
Isolators, 3 stage regulators, both UL 
approved ignition protected and high 
output alternators

Hehr Power Systems 800-443-9394
Manufactured in Fort Worth, Texas

www.hehrintl.com
CLICK on Power Systems in the banner

www.betamarinenc.com
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SEQUELS AREN’T AS 
good as origi nals, 
so the theory 

goes. But, this year’s 
Classics Race spon-
sored by Good Old Boat 
— part of the Swiftsure 
International Yacht Race at Victoria, 
British Columbia — launched a fl eet 
nearly double that of last year. Over 
half of last year’s rivals returned to 
challenge 19 newcomers. A Cal 20 fl eet 
was new for 2005, and the classics di-
visions comprised 16 different makes 
of sailboat, ranging in length from 20 
to 67 feet. With 90 percent of the 28-
boat fl otilla fi nishing the contest, most 
sailors proclaimed it to be even better 
than the 2004 inaugural event.

The Swiftsure event includes races 
with multiple divisions, sailing over-
night round trips of 140, 103, or 78 nauti-

cal miles to turning points of either 
Swiftsure Bank, Clallam Bay, or Cape 
Flattery. Classic pre-1975 sailboats pur-
sued fun and glory around one of two 
inshore courses. The Cal 20 fl eet raced 
17 miles, as did higher-rated classics. 
Lower-rated classics covered 22 miles. 
The long-distance routes were contest-
ed by many other classics that opted to 
test their endurance and seasickness 

tolerance. The regatta is run under the 
auspices of the Royal Victoria Yacht 
Club and refl ects the efforts of 300 vol-
unteers and the generosity of sponsors.

 Race day — May 28th, 2005 — 
dawned to limp fl ags. Light air stifl ed 
the start area, where classics mingled 
in the 215-boat armada awaiting divi-
sional guns. A problem setting the line 
delayed the start. Fading breezes made 

Swiftsure Classics
Pre-1975 entries almost double for 2005

by Eric Manchester   •   photos by Jason Manchester
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departures painfully slow. Some boats 
languished for an hour barely past the 
line, struggling to grab wind rising just 
out of reach.

Sheltered waters
Later the wind and sea escalated, but 
the classics were sheltered from 35-
knot winds and seas up to 12 feet that 
pummeled the long-distance courses. 
Instead, the classics divisions enjoyed 
15-knot breeze and fairly fl at water, 
with a brief dose of 20 knots and 
4-foot lumps.

“The day was perfect. The course 
wasn’t challenging. My son and grand-
son crewed with me, then we met fam-
ily for pizza,” said Pat Carey (Kismet, 
Cal 40).

When the spray settled, Dystocia
(Cal 2-30, Bob Bentham) repeated as 
long-course winner; Lifestyle (Pace-

ship 26, Mike Byrnes) won the short 
course; and Lemon Pie (Cal 20, Ewan 
Cadger) won the Cal 20 race.

“We got up our kite sooner than the 
leading boat, caught it by surprise, and 
passed it to win,” said Bob Bentham.

“We had our pre-race Scotch, then 
motored until 17 seconds before the 
10-minute warning, trying to fi nd wind 
on the line. The air was tragic — less 
than 1 knot — and the chop stopped 
us. We loosened everything to keep it 
soft,” said Mike Byrnes.

“It was great being in the big-boat 
starts — even better to be in a day-race 
and home in bed that night. We loved 
seeing the old boats, with their beauti-
ful lines. We’re newcomers to the Cal 
20 fl eet and feel humble to get the tro-
phy. I’m sure they won’t let that happen 
again next year,” said Ewan Cadger.

Coming back next year is a recur-

ring sentiment among competitors, ac-
cording to Bob Bentham: “Friendships 
come out of this event.” 
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Facing page, top from left: winners 
include Dystocia (Cal 2-30) in the long 
course, Lemon Pie in the Cal 20 one-
design race, and Lifestyle (Paceship 
26) in the short course. Other beauties 
below from left include Shuttlecock 
(Thunderbird), Querencia (Sparkman & 
Stephens), and Summertime of Wight 
(custom). This page, top from left: 
Escape from LA (Cal 20); Bob Bentham, 
skipper of Dystocia and second-time 
winner (in as many years) of the Good 
Old Boat Classics Trophy; and Strait 
Shooter (Cal 20). Bottom from left: Shut-
tlecock and Jade (Annapolis 44).
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WELL, WE’RE AT IT AGAIN: BEEF-
ing  up  our hard-work-
ing 1950s racer in the 

hope she’ll sail onward for another 
hundred years. The job this time 
is replacing Siandra’s aft saloon 
bulkhead, which was thrown in 
by some cowboy calling himself a 
boatbuilder in the early ’70s after the 
original bulkhead disintegrated in a 
gas explosion.

It’s a job long overdue. Crossing 
the Pacifi c last season, the partition 
continuously reminded us of its inad-
equacy by shrieking and groaning as 
the hull twisted around it. It was such 
a poor fi t to the surrounding frames, 
we would stuff the gaps with mul-
tiple paddle pop sticks in our quest 
for a quiet offwatch. We knew the 
bulkhead was fl imsy, but only when 
my partner, Jamie, dismantled it did 
we fi nd it was hanging from the deck 
beams by a few household nails.

For the fi rst time ever, I have no 
practical involvement in the work. I’m 
chief wage-earner, bill-payer, part-
time project consultant, and sounding 
board for Jamie’s ideas. Most impor-
tantly, I’m the dog who gets kicked on 
bad days.

All of this I do just a couple of feet 
from the work zone. It’s a little like set-
ting up offi ce in the middle of a farm-
er’s fi eld with someone plowing around 
you: peculiar when you’re accustomed 
to driving the tractor yourself. While I 
try to keep my mind on words and my 
fi ngers tapping at the keyboard, 
the smell of wood dust has me 
hankering for a chisel, a sanding 
block, or a paintbrush.

Living aboard while rebuild-
ing the interior is taxing enough. Add 
the offi ce, and it’s a nightmare. Aft of 
the saloon table (including cockpit, 
lazarette, quarter berths, engine-box, 
companionway, and aft saloon seats) 
has become a miniature boatbuilding 
workshop. Ever seen a joinery bench, 
wood store, machine room, paint shed, 
and laminating department squeezed 
into an area smaller than your car?

Vying for elbow room
The offi ce smothers the chart table 
plus a chunk of saloon berth. Forward, 

vegetables and pasta vie 
for elbow room with home-
less books, the sextant, 
and that vital sparkplug of productiv-
ity, the espresso machine.

Our “living area” is a joke. We have 
a single comfy seat, so at mealtimes 
one unlucky butt has to perch among 
the tools. Visitors stay in the cockpit. 
We eat meals on our laps, as there’s 

nowhere to shove the offi ce. Wood 
shavings surface in cups of tea as if by 
magic.

Every night before climbing into 
bed we perform the Great Gear Shuffl e, 
passing aft a ton of displaced equip-
ment that spends its days on top of our 
bunk. At night, it litters the cabin sole 
— a minefi eld for sleepy souls who 
need a pee in the small hours. In the 

morning we shift it all for-
ward again.

I’d be lying if I gave you 
the impression that we’re tolerant, 
fl exible people who can take all this in 
stride. We’re not. The invisible demar-
cation line between workshop and 
offi ce is hotly disputed daily. I have 
to vacuum my keyboard and printer 
to remove the dust that rains down 

constantly. Jamie, against natural 
urge and his belief in creative chaos, 
is forced to be a tidy worker. We both 
simmer at one degree above cranky.

Biting her tongue
As I write, I hear furious cussing from 
the workshop. Could be that the block 
plane has fallen into the bilge or that, 
in the middle of a batch of fast-cure 

Living in a work zone tests patience

Cruising memories

by Niki Perryman

Ever seen a joinery bench, wood store, machine 
room, paint shed, and laminating department 
squeezed into an area smaller than your car?
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epoxy, he has coated the wrong face 
of the wood. It’s better not to ask, I’ve 
learned. Just bite my tongue and pre-
tend I’m 300 feet away in a room with 
soundproofing.

Meanwhile, Jamie has figured out 
that if my face is screwed into a frown 
and I’m thumping the keyboard as if 
it deserves a good thrashing, it might 
not be the right moment to tell me his 
dad’s latest joke, mention an interest-
ing boat he just spotted, or suggest I 
put the kettle on.

But there’s one advantage of living 
aboard a restoration project: you never 
run out of incentive to complete the 
job. Despite irritations, work proceeds 
apace. Balks of New Zealand kauri and 
Australian silver ash have metamor-
phosed into a strong, well-fitting bulk-
head. Jamie is in the final stages of re-
building the surrounding furniture, my 
efforts have kept us financially solvent, 
and we’re still speaking to each other. 

It’s a miracle, when you think about 
it. 

This one is ours!
Rogue Wave is a unique 
brokerage fi rm appre-
ciating “quality over 
quantity”. This is qual-
ity!  And yes, she could 
be bought.

“Indigo” 1999,
Sam L. Morse Bristol 
Channel Cutter 28
We are proud to rep-
resent Sam L. Morse 
Company, builders of 
the Bristol Channel 
Cutter 28 for 30 years. 
We invite you to the 
Annapolis Sailboat 
Show where we will 
be displaying the most 

beautiful, most expensive Bristol Channel Cutter ever 
built. See you there October 6-10th in Annapolis. 

Kate and Bernie 
of RogueWave 
welcome the op-
portunity to serve 
the sailing commu-
nity. Let us guide 
you through the 
process of buying 

your dream boat or selling your old friend.
Call us at: 410-571-2955

Square Drive 
Silicon Bronze

Boat Building 
Screws

SQUARE DRIVE SCREWS

PO Box 11169 • Dept GOB
Lynchburg • VA • 24506-1169

Traditional Cut Thread 
Silicon Bronze screws have 
a significant advantage over 
the more common rolled 
thread screws, as most boat 
builders know. The full body 
diameter shank helps cre-
ate an important seal as the 
wood swells. Combine that 
advantage with a Square 
Drive recess, and you have 

a boatbuilding screw that is both 
easy to drive and effective as well. 
We stock 35 sizes, from #6 x 1/2” to 
#14 x 3”, all in Square Drive!  

Write for FREE catalog!

SEA FROST®

COOL IT YOURSELF!
Refrigeration has never been easier. Sea Frost’s
super efficient BD – the ultimate, compact, 12 volt
refrigeration conversion kit – comes pre-charged and
ready for installation. This high quality, low draw unit
joins our full line of  Engine Drive, 110 volt and D.C.
systems – considered the most reliable and energy 
efficient in the world.
Sea Frost — Quality at an affordable price.

1-800-435-6708; sales@seafrost .comwww.seafrost.com

MAST WEDGE PROBLEMS SOLVED!
SPARTITE™ is the mast wedge replacement system that has become the 
standard for chocking, sealing, and supporting the mast at the partner. 
Spartite, in an easy-to-use kit, provides a strong, durable, attractive chock 
with outstanding load dispersal that can be used year after year. 

Whether it’s a carbon fiber, aluminum, or wood mast, Hall Spars, 
Sparcraft, Omohundro, Riggarna, Navtec, J Boats, Sabre, Pacific Seacraft, 
Maxis and Super Yachts all endorse SPARTITE™ as “the best mast  
support and sealing system on the market.”

  
Spartite provides a complete 

   and efficient finished look 
               to your spar!

Contact us for booth locations
   at upcoming boat shows:
         • Talk to the Experts
   • Buy at the Show and Save
• See the Easy Installation Process

SPARTITE™
CASS POLYMERS

Madison Heights, MI 48071
Phone 248-616-2411

Toll Free 877 SPARTITE
www.Spartite.com
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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

Stainless Steel

Stainless Steel
Marine 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!



Mail 
Buoy

Green flash and northern lights
I loved the essay on the northern lights 
and the green flash (July 2005). As a 
Southern boy I have never seen the 
aurora, but I am very familiar with the 
flash. A youngster growing up on the 
West Coast of Florida, I had clear tropical 
skies and an uncluttered, sharp horizon at sunset, probably 
the only place in the United States where this is common. 
Perfect observing conditions (too hazy on the Pacific coast). 
When I was about 12 years old, I read an article in Sky and 
Telescope about the flash (yes, it is a very real atmospheric 
physical phenomenon and has been photographed many 
times), so I started looking for it. When conditions are ideal 
— that is, a highly transparent sky (about 50 percent of the 
time in Florida) — you will see the flash in about one sunset 
in 10, an infrequent, but not really rare, phenomenon. If you 
live there and know what to look for, you will catch it often 
over the course of a lifetime. I’ve seen it several dozen times.

But I would really like to see the northern nights. The 
green flash is local, atmospheric refraction and scattering; 
the aurora is a visible manifestation of the planet as a part of 
the solar system, the earth’s magnetic field, and ionosphere 
interacting with the solar wind. Like the tides, sunlight, and 
the Milky Way at sea, it is evidence of our direct connection 
to the rest of the universe. That’s heavy.

Henry Cordova
Tamarac, Fla.

Gandy Dancer plays on our minds
In 1981 I started a small boatbuilding company called Spar 
Tech Engineering and built fiberglass rowboats from a de-
sign by William Chamberlain called the Chamberlain Dory 
Skiff. This boat is 13 feet 6 inches long but is otherwise the 
same boat as Gandy Dancer. I built a number of these boats 
with and without centerboard trunks. They will sail but are 
tender and not good in heavy air. If anyone would like to 
have one, I can provide bare hulls or complete boats. The 
plans for the Chamberlain Dory Skiff are available from the 
Mystic Seaport Museum if a home builder wishes to take 
on this project. John Gardner has also published a version 
of this design in his book, Building Classic Small Craft. 
These are very beautiful little boats that will last a lifetime 
when constructed of fiberglass. By the way, I find your 
magazine informative and interesting. Thank you.

William Wolf
Chesapeake City, Md.

wolfwe@earthlink.net
Gandy Dancer was featured nearly a year ago in the 
November 2004 issue. We are still getting mail about that 
boat and boat plans. Author Reuel Parker is not the only 
one in love with that dinghy.

Kid in a bag?
At age 2, the editors’ youngest granddaughter, Eleanor 
Murphy, a.k.a. Nora, is already doing reliability testing (see 
photo above). This carryall bag from SailorBags was the 
editors’ Christmas gift to Amy, the busy mother of three 
ages 2, 3, and 5. The rugged bag made from sailcloth was 
presented at her request. When it arrived at Good Old Boat, 

we were impressed with the durability of 
construction and the thought that went 
into pockets, zippers, and keyholders. 
SailorBags is at <http://www.sailorbags.
com> or call 800-639-1754. (Batteries and 
Nora not included.)

Editors

Ted Brewer helps me appreciate my boat
I very much enjoy Ted Brewer’s articles regarding design 
features from his work. “Planning a head” (March 2005) is  
a wonderful example. So often with our good old boats,  
retrofitting involves our becoming amateur designers or 
places us at the mercy of boatyard designer wannabes. 
Having a feel for the issues Ted has spent many designs and 
much training laboring over helps me appreciate what I have 
and any changes that wear and tear force me to consider. 
Kudos for another fine issue.

Ed Verner
Plant City, Fla.

A template error
If you’ve ever used templates, you’ll understand the signifi-
cance of this next exchange between Richard Charette and 
Ted Brewer.

What am I doing wrong?
I always read the comparisons that are written about vari-
ous boats in your publication. In the July 2005 issue, you 
make comparisons between the Bristol 29.9 and three other 
boats.

I have a 1984 Sea Sprite 30 that is in its finishing stages of 
a keel-up (four-year) total restoration. So I thought I would 
compare the Sea Sprite 30 with the boats in your article. I 
got stuck right off the bat when I tried to figure the LOA/
LWL ratio. The LOA on the Bristol 29.9 is 29 feet 11 inches 
(359 inches) and the LWL is 24 feet (288 
inches). My calculator shows the LOA/
LWL ratio to be 1.24653. You show it to 
be 1.18. That’s over a 5 percent differ-
ence. What am I doing wrong?

Richard Charette
Wadsworth, Ill.
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Template gremlins
Now I’m truly embarrassed. I checked the LOA/LWL on all 
four of the boats in the article and every darned one of them 
is wrong! They should be as follows: Bristol 29.9, 1.25; C&C 
30, 1.21; Catalina 30, 1.2; Ericson 30+, 1.2.

I think that what happened is that I normally take a table 
from a previous article in order to avoid having to set it all 
up again. Then I insert the new names and numbers. Some-
how, in going through this particular table, I skipped over 
calculating the LOA/LWL, so the numbers from the original 
table were used again. Sorry! Sorry!

I did spot-check some of the other numbers and I think 
that’s the extent of the error. 

Ted Brewer
Gabriola Island, British Columbia

Happy birthday, LineCatcher
Here’s something that’s been catching  
on lately: LineCatcher, DockCatcher, 
and MooringCatcher. In honor of the 
80th birthday of sailor/inventor Ray 
Walker, let’s review his catchy creations.

The first was LineCatcher, a wire 
hook attached to a piling with a vinyl 
holder for the docklines when returning 
to your slip. If the piling’s beyond reach, 
a boathook will do the job nicely. 

For the skipper on a floating dock, 
DockCatcher is mounted on the outer 

corner and passes the dock-
lines to you as you pass by. 
No jumping off the boat to 
fetch the docklines. No vocal 
critique. 

MooringCatcher followed; 
it is mounted on the moor-
ing ball to hold your lines 5 
feet out of the water, offering 
clean lines without mud or 
denizens of the deep.

Now that Ray’s 80, he 
would like a partner to 
do the “heavy lifting” re-
quired to further develop 
these patented products 
for use on fresh water or 
the sea coast. You can 
reach him toll free at 877-
666-7464 or <http://www.
dockcatcher.com>. Tell 
him we sent you!

Editors

Drascombes
I’ve been interested in 
Luggers since reading 
some of Ken Duxbury’s 
Lugworm books many 

Mail buoy
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years ago. His Drascombe Lugger was very cleverly fitted 
out for cruising with a full tent and all necessary cruis-
ing equipment. I found the review of a rebuilt wooden 
Drascombe Lugger (July 2005) very interesting, but it omit-
ted an important current source of Luggers, parts, and re-
furbishing of older Drascombe boats. 

While Churchouse Boats has marketing rights to the 
Drascombe name, having acquired it from McNulty, who 
had taken it over from Honnor Marine (UK) Ltd. when it 
ceased trading, another company, Honnor Marine, bought 
the molds and rights to manufacture the line, although not 
the Drascombe name. The new Honnor Marine produces a 
full line of fiberglass Drascombe designs but markets them 
under the name Original Devon. They will also, I under-
stand, refurbish older Drascombes. I don’t know if they have 
any North American suppliers yet, but information is avail-
able on their website, <http://www.honnormarine.co.uk>, 
and the principal of the new company, Bob Brown, is very 
friendly. Anyone interested in a Lugger, or one of the other 
Drascombes, such as the slightly smaller Dabber or the 
bigger Longboat or Coaster, would do well to check out the 
Honnor Marine website as well as Churchouse Boats.

Incidentally, I have no connection with either of the cur-
rent companies. I bought a British version of the Rob Roy 23 
from the original Honnor Marine (UK) Ltd. after it acquired 
the rights to that boat and met Luke Churchouse when he 
was managing director of the original company. I liked him 
very much, and the company was a good one to do business 
with. I corresponded with Bob Brown, mostly out of interest 

as to whether there was any consideration of Honnor Ma-
rine putting the Rob Roy back into production.

Robert Lewis
Brooklyn, N.Y.

Welcome aboard, Hal Roth!
I think you’ve got a good thing going with your magazine. In 
the other magazines, I’m tired of reading about this yacht 
that costs $3.2 million or $1.3 million. These people are not 
in the real world.

Hal Roth
Easton, Md.

Got a PURflux fuel/water separator?
For the benefit of owners of good old Dufours and other 
makes with PURflux fuel/water separators:

I recently overhauled the entire fuel system and had 
difficulty finding the CN135 filter elements for the PURflux 
PP99DN fuel/water separator, which was original equipment 
along with the Volvo Penta MD6A diesel in my 1974 Dufour 
Safari 27. The filter has served me well for many years, since 
1979 when I got the boat. I have periodically tapped off a 
little water, but I don’t recall actually taking it apart before. 
I rinsed the element in gasoline to remove some trapped 
particles and was surprised by its good condition after three 
decades, but I’m sure it has a finite life and will one day 
crumble in my hands. I like to have critical spares aboard, 
though in this case the separator would probably work with-
out this first filter element in the system. (Next in line is the 
screen in the fuel lift pump, then the fine filter canister, both 
on the engine.) 

After much web searching and email messages to a dozen 
firms, I was finally referred by the manufacturer, PURflux/
Filtrauto in France, to its sole U.S. distributor: Western 
Hemispheres in California, where I was able to order the fil-
ter ($9.75 plus $7 shipping). The firm sells car parts (the fil-
ters are used in many European makes), but you can search 
by filter part number (CN135 or PF-CN135). If you still have 
the original equipment, you might be interested in this lead: 
sales@pieces-international.com, 800-222-3320. The compa-
ny’s website is <http://www.westernhemispheres.com/>.

Jim Caskey
Rockville, Md.

What does woman want?
It was with great pleasure and a touch of pride that I read 
your article, “What does woman want?” (January 2005). I 
say pride because I am lucky enough to be living my dream 
aboard OUR sailing catamaran here in the South Pacific. I 
learned long ago that if I wanted Mary, my wife of 34 years, to 
join me, I would have to do exactly the things you described 
in your article. Eleven years ago Mary and I had been enjoy-
ing living aboard our 25-foot Columbia, Dream Weaver, for 
four weeks each summer in the northern waters of Georgian 
Bay, when I asked her if she would be willing to live aboard 
full-time when we retired. 

She said, “Yes,” followed by a list of parameters that would 
have to be met. WE proceeded over the next 10 years to meet 
every one of those parameters. In January of this year, after 
selling everything we owned in Windsor, Ontario, we flew to 
Sydney, Australia, to take delivery of OUR 12-meter cata-
maran, Bella Via, complete with two separate cabins and 
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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. 

two heads, two of the necessary requirements for her to live 
aboard full-time. Mary says, “Two heads are better than one.” 
Of course, I know that two heads are twice the maintenance. 

A few weeks ago I made my first bluewater passage from 
Sydney to Noumea, New Caledonia, and back to Brisbane. 
Unfortunately Mary, due to family needs, was not able to 
make this trip. I’m proud to say that she was deeply disap-
pointed. She will most certainly be on the next passage. 
We expect to sail the east coast of Australia for six to nine 
months and then explore the many islands of the South 
Pacific. We are a long way from our home waters of Lake St. 
Clair, but 10 years of sailing, studying, and planning as a team 
got us to this wonderful situation today. Like you said, “Get 
her involved from the start.”

Paul Major
Out cruising

Another aspiring double-braid splicer
I have a 1973 San Juan 24 that’s been in my boat shed for 
nine months getting a refit. I, too, am an aspiring double-
braid splicer. The most effective instructions I’ve found so far 
are in The Marlinspike Sailor by Hervey Garrett Smith. I’ve 
found the method to work on new and used rope. I run my 
used lines through the washing machine with a bit of fabric 
softener before attempting splices. When I finally get them 
untangled, they splice quite well.

Similar instructions are available at <http://www.
samsonrope.com/home/recmarine/splicing/index.cfm>. 
Tips and instructions for splicing used lines are included. 

In fact, Hervey Smith’s instruc-
tions are for Samson ropes, so 
maybe that’s where he got the 
info. Anyway, it works for me!

Peter Jacobs
Victoria, British Columbia

Bonded with this one
From time to time the editors 
receive a marine product to test. 
Shown at right is the sun visor, 
which hooks on the earpieces of 
a pair of glasses, that got a good 
reception with Karen. It’s called 
ProShade and is touted as being a visor, an eyeglass case, and 
a lanyard (which can be tightened to prevent loss of those ex-
pensive glasses). Karen wears hers with a bike helmet for bik-
ing, as well as on the boat. The black underside of the visor 
cuts glare. The company says the visor floats a pair of glasses. 
(We have not yet tested this claim!) Check out <http://www.
proshade.net> or call 727-867-8238.

Editors

Step-down keels
In response to the letter about the Scheel keel and the Amer-
ican 23 in the July 2005 issue Mail Buoy, Ted Brewer writes:

My one disagreement with a patent was the Scheel keel. 
Henry Scheel managed to patent it, somehow, but I have 
a drawing from the Webb Institute class of 1890, or there-
abouts, with a sailing yacht fitted with that type of keel. 
Bill Luders’ father was in that class at Webb. Still, Scheel 
collected a lot of royalties on a patent that should never have 
been issued. Besides, the keel didn’t work!

Ted Brewer
Gabriola Island, British Columbia

Columbia logowear
News for Columbia owners: Capt’n Pauley Productions has 
signed a licensing agreement with Columbia Yacht Corpora-
tion for the use of the Columbia logo. Capt’n Pauley is offer-
ing clothing items such as T-shirts, sweatshirts, and hats, 
as well as other items including mugs, stickers, and mouse-
pads. Burgees will be available in the near future. For fur-
ther information, contact me at <pesterle@preferred.com> 
or 302-224-0273, or visit <http:// www.captnpauley.com>.

Paul Esterle
Newark, Del.

Magazine abuse
I just subscribed to your publication after looking at the 
sample issue . . . wow! I have not abused a magazine this 
badly in my life! I think I have read every word several 
times, including the advertisements. I found your website 
while trying to figure out what boat I was looking at on the 
side of the road next to a barn. After I contacted the owner, I 
found that he had eight days to have it off the property after 
an estate sale. I bought it for $250.

Lee Smith
Gridley, Calif.

Mail buoy
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Lake Huron or bust
by Jerry Powlas

DIFFERENT PEOPLE ARE DISPOSED TO DO DIFFERENT THINGS.  
When I met my editor and wife, I was happily sailing 

around triangular race courses on a large lake in the Min-
neapolis suburbs. I had been doing that for many years and 
was quite content to continue thus . . . into the foreseeable 
future. She was a sport. She became my crew. Finally when 
our relationship was strong enough to withstand it, she 
asked what was the big deal about sailing around buoys a 
mile apart in the same part of the same lake three times a 
week, spring, summer, and fall. 

This line of reasoning lead to our buying a nice coastal 
cruiser, which we kept in the Apostle Islands of Lake Supe-
rior . . . 250 miles from our home. After about a dozen years 
— during which I was completely contented sailing on Lake 
Superior — she began a campaign to sail elsewhere. I tried 
to ignore this. The messages got stronger. Her log entries, 
which had once waxed poetic, were getting shorter and 
shorter. She had the wanderlust.  

Now, Lake Superior is not that small and confi ning. I got 
out my Economist Pocket World in Figures and looked it 
up. According to that reference, there are 174 countries in 
the world; 61 of them are smaller than Lake Superior. The 
lake is larger than Ireland. It is about the size of Switzerland 
and the Netherlands combined. I was happy in Lake Supe-
rior, and I was quite content to continue sailing there . . . into 
the foreseeable future. 

Nope.
When a guy has a wife who is a skilled and enthusiastic 

sailor and she wants to move on, it is certainly in the best 
interests of the man, woman, boat, and the plot line of the 
story to move on. So other than shakedown cruises to make 
sure Mystic is ready, the fi rst real sail of the season will be 
across the lake 400+ miles west to east, through the Soo 
Locks, and across half of the North Channel in Lake Huron. 

There now, that will be an all-new cruising ground. All 
new . . . for a while. Then what? I’ve seen it happen twice now.  
I think I know what’s next. 

Last tack

Wanderlust
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Refl ections

I KNOW A MAGIC PLACE. A PLACE WHERE 
there are no 10-mile-long traffi c jams, no 
honking horns, no howling disk jockeys or 

lying politicians, and no hurly-burly scrum for 
money. A place where you can look back on 
all of that as it fades away into the distance. 
A place where elemental forces prevail and 
peace comes with the knowledge that you 
are in the hands of something much larger 
and more powerful than you can ever be, 
where the only sounds are the lap of water, 
the rush of wind, and the gulls’ cries. 

Here is how to fi nd it: clear the harbor . . . 
pass the breakwater . . . turn off your engine 
and set sail in any direction away from 
land. Send your senses outward. Feel the 
heaving power of the sea as it carries you 

away. After a mile or so, heave to. Drift 
now in the lap of the sea. Feel the damp 
breeze on your naked skin. Trail a hand 
in the water of life. Maybe a dolphin 
will glide under your hand and press its 
smooth cold skin to your palm, greet-
ing you in the language of our planet. 
Breathe in harmony with the swells. 
Sailing is, above all, sensual.

Look back at shore. The buildings of 

any city will have taken on their proper insignifi cance in the 
ageless order of the universe. Here is where life began, and 
here you can get a clear look at the true nature of our world. 
All the lessons needed for life can be learned here. You 
can sail to Cebu or Madagascar or the enchanted isles, but 
whatever magic you seek or need can be found here, a mile 
beyond the breakwater.

We don’t conquer it
No one conquers the sea. No one really conquers anything, 
except himself, and accomplishing that task comes more 
from acceptance than overcoming. There are times when 
we must beat into the wind to stay our course, but to get 
where we are supposed to be, we must fi nd the right course 
just off the wind and work with the forces of the universe. 
Headlong, insistent banging into the wind will result only 
in being thrown back down to try again.

Deep in the night, I dream of long Pacifi c swells rising 
and falling away off the coast, and I fl oat on them in a 
small sailboat, balanced to go wherever wind and wave 
might take me. The swells surge, fathomless, green and 
dark, with power enough to take me anywhere. Strands 
of kelp fringed with foam break the surface, gulls cry and 
wheel, and the land, sere and baked, drifts farther and 
farther behind. I fl oat in pelagic communion, knowing 
that I am no more and no less than the gulls or the kelp or 
the plankton. And I am comforted by that knowing. 

breakwater
Away from the hurly-burly, 
drifting in contentment

by Jim Ayres

breakwaterthebreakwaterbreakwaterthe
Beyond

Drift now in the lap of the sea. 
Feel the damp breeze 
on your naked skin . . . 

Sailing is, above all, sensual.
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